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COMMENTARY 
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Concluding comments - References 

Introductory remarks 

This report documents progress in implementing the findings and recommendations of the 
STAYSAFE Committee's report: 

STAYSAFE 34 (1996). A 50 kmIh general urban speed limit for New South 
Wales. Seventh report of the Joint Standing Committee on Road Safety of the 
51st Parliament. Sydney: Parliament of New South Wales. 

It also includes the edited minutes of evidence of the ST A YSAFE Committee's inquiry into a 
reduction in the general urban speed limit from 60 kmIh to 50 kmIh . 

The ST A YSAFE 34 report was distributed widely: to all persons who gave written or verbal 
evidence to the STA YSAFE Committee, to State and Territory road safety authorities, and to all 
local government authorities in New South Wales. The Committee has prepared this additional 
report in order to make available to legislators and policy makers throughout Australia further 
relevant information relating to the implementation of a 50 kmIh general urban speed limit. As 
well, the report includes relevant information on the safety, amenity and mobility implications of 
a lower general urban speed limit, as presented to the Committee's inquiry. 

The STA YSAFE Committee took evidence from a wide range of witnesses, including the Roads 
and Traffic Authority, police, other relevant New South Wales Government departments, road 
safety organisations, local government representatives, traffic and municipal planning consultants 
and academics.- That evidence is reproduced here in its entirety. Selected exhibits received, and 
selected submissions received, are also reproduced. 

For readers who will peruse this volume in tandem with the STAYSAFE 34 report, the report's 
page number references relating to the minutes of evidence will not tally with the page numbering 
in the present volume, as the original minutes of evidence have been re-formatted, and the pages 
numbered sequentially, rather than beginning from page one on each hearing day. It is therefore 
recommended that readers of the report note the date on which the minutes were taken, and tum 
to that date in this volume to begin their search. 
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ST A YSAFE 34 (1996) 

The STAYSAFE 34 (1996) was debated in the Legislative Assembly on 16 April 1997. The 
following edited transcript has been taken from the Hansard record of the debate on that day: 

Mr GmSON (Londonderry): Speeding is a major factor in road trauma and the major 
cause of more than one-third of the fatal crashes in New South Wales each year. Speeding 
ranks with drink driving as the leading cause of crashes on our roads. If the Government is 
ever to make a dent in the speeding problem it must break the present speed culture. I 
believe that a 50 kmIh speed limit will go a long way to achieve that and make young people 
realise they should not speed. Hopefully the next generation will carty through that 
achievement and break down today's speeding culture. The general urban speed limit in New 
South Wales and throughout Australia is 60 km/h, which is very high by world standards. 
Most other countries have an urban speed limit of 50 km/h, and in many jurisdictions the 
speed limit is even lower. Some countries have urban speed limits of 40 km/h and even 30 
km/h. It is important to note that I am speaking only of residential streets; not main roads 
or thoroughfares, just where people live. I suppose that what the committee is trying to do 
in the report is to give the streets where people live back to the families and the people to 
enjoy. 

The report outlines the way in which the STA YSAFE Committee would like to see a lower 
general urban speed limit put in place: as one action within an integrated package of 
measures associated with traffic management, traffic law, police enforcement, and 
communications strategies designed to educate drivers. If the initiatives on drink-driving and 
compulsory seat belts have been the most important developments in reducing the road toll, 
the adoption of a lower general urban speed limit can be seen as another significant piece 
in the road toll puzzle. Indeed, there is a good argument for proclaiming a 50 km/h general 
urban speed limit as the single most important factor in the attempt to reduce the road toll 
by a significant margin over the next few years. 

Research evidence and statistics show that for every I km/h reduction in the average speed 
of motor vehicles on our roads, a 3 per cent reduction in road crashes can be expected. 

Every study throughout the world has supported that fmding. It is hard to estimate exactly, 
but I suggest that it would be reasonable to project a reduction in road fatalities and road 
trauma by about 7 to 10 per cent a year if New South Wales implements a 50 km/h general 
urban speed limit That is, there would be a drop of 30 to 50 deaths each year together with 
a drop of about 500 to 600 in the number of persons hospitalised. This leads to a 
conservative estimate of at least $30 million in savings in health costs, property damage and 
losses to the community. I think it likely that these savings would be more in the range of 
$ 50 million each year if productivity losses and other costs associated with road deaths and 
serious injuries are included. So not only would families be saved trauma; there would also 
be a significant economic saving. 

Let me stress that the 50 km/h speed limit will affect local streets only. Main traffic routes 
will retain their current speed limits. This reflects the STA YSAFE Committee's chief 
concern with respect to a 60 kmIh speed limit: the danger posed to pedestrians, particularly 
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children and the elderly. Children spend far more time than adults do in walking, so their 
exposure to traffic, particularly in residential streets, is much higher than that of adults. 
Reducing speed limits in these streets will mean children have a safer environment to walk 
and play in Moreover, the local streets where we have our homes will become less a conduit 
for cars and more a space where people can live without the danger of fast traffic. As I said 
before, we are trying to give the streets back to the people. 

The week before last there was a road safety seminar in Parliament House. There were 
representatives of every Australian road safety committee in every government. 
Representatives from New Zealand and the Federal Government also attended. After the 
two-and-a-half-day seminar the first motion passed stated that every State and New Zealand 
agreed that a 50 k:m/h general urban speed limit should be introduced as soon as possible. 
It is often said that the solution to the speeding problem is more and better designed driver 
education and driver training programs so that drivers can better perceive and respond 
appropriately to the variety of road conditions that occur, yet still drive at the speed they 
wish rather than in accord with any speed limit set by the roads authority and enforced by 
police. That argument shows the lack of understanding in the community about the role 
which excessive speeding plays in serious injuries and deaths on urban roads. 

The facts are simple: it is pure physics. If a car travelling at 60 k:m/h and a car doing 50 
kmIh on the same road have to stop suddenly, the car that was travelling at 60 k:m/h will still 
be travelling at 40 kmIh when the car that was travelling at 50 k:m/h has stopped. So there 
is a far greater chance of preventing accidents and injury to pedestrians with a 50 k:m/h 
general urban speed limit Drivers might know all the things to look out for as road hazards 
but if they are driving too fast then they are the hazard. In the words of a British road safety 
advertisement, "If you can't stop in time, you are going too fast, aren't you?" 

I know that there will be accusations that this is just another revenue-raising exercise by the 
Government. Nothing could be further from the truth. To demonstrate this point, the 
STA YSAFE Committee has recommended a major revision of speeding offences and 
penalties. The primary penalty for minor speeding offences-for example, a driver exceeding 
the speed limit by no more than 10 kmIh-should be demerit points rather than a heavy 
monetary fine. STA YSAFE proposes that the current system of a fme of $ 109 and loss of 
one demerit point be changed so that the fine is only $6 5 and the driver loses two demerit 
points. 

The report was tabled in the Parliament in November last year. It was good to see that the 
police picked up the idea of doubling the demerit points for speeding offences. The trial over 
the Easter period achieved outstanding results. STAYSAFE has recommended that a 
three-month moratorium be placed on the issuing of fmes for minor speeding infringements 
on roads affected by the new speed limit. ST A YSAFE has stressed the crucial role which 
local councils will play in the successful implementation of a 50 kmIh general urban speed 
limit In a modem society, where the pace of life is so much faster than it once was, it will 
be difficult for some people to understand the necessity of slowing drivers down. But, as the 
report notes, a 50 kmIh general urban speed limit will add virtually nothing to travel times. 
Surveys involving 26 million kilometres have been conducted. It has been found that 
perhaps 17 seconds could be added per journey, which is a minimal increase. 
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STA YSAFE recognises that the report into the proposed introduction of a 50 km/h general 
urban speed limit has, of necessity, touched upon more general issues relating to excessive 
speeding on all New South Wales roads, including rural highways, freeways and urban 
traffic routes. There are general issues associated with technologies for detection of 
excessive speeding, the standard operating procedures for police enforcement in relation to 
excessive speeding, road design and urban and transport planning, and traffic management 
strategies for the safe and efficient movement of motor vehicles that merit further and more 
detailed examination than was possible in this inquiry. It is hope that STAYSAFE will 
continue its review of speeding and road safety in later inquiries. 

A significant aspect of the ST A YSAFE Committee's operation is the bipartisan manner in 
which the committee members conduct their inquiries and deliberations. I am grateful for 
the hard work of my colleagues, be they government members, Opposition members or 
crossbench members. Collectively, the contributions and scrutiny of members of the 
STA YSAFE Committee ensure that policies and programs for road trauma reduction remain 
focused and are developed and delivered efficiently and effectively .... There is a simple 
message in the STA YSAFE report into a lower urban speed limit-'When you're in town, 
slow down'. 

Mr JEFFERY (Oxley) : Following the speech by the Chainnan of STAYSAFE, Mr 
Gibson, there is not a lot to add in relation to the report STA YSAFE 34. As the Chainnan 
said, speeding is a major problem ranking with drink-driving as a leading cause of crashes 
in New South Wales, causing more than a third of fatal crashes. We are talking only about 
residential areas. Children can dart out onto a roadway. A driver may be inattentive or 
momentarily distracted by an unexpected manoeuvre by another vehicle. There may be a 
misconception about the nature of the roadway-curves, crests, signs or signals. Such events 
occur commonly in driving. 

I repeat the advice given by the chairman of the STA YSAFE Committee that a car travelling 
at 60 km/h requires about 50 metres to come to a complete halt, a car travelling at 70 km/h 
requires almost 60 metres, and a car travelling at 80 kilometres an hour requires almost 75 
metres. The effects of speed in terms of injuries and deaths are horrific. I shall comment on 
one or two aspects not raised by the chairman of the committee, the honourable member for 
Londonderry. During the Easter holiday break demerit points for speeding offences were 
doubled, and as a result of that I received a few phone calls from angry constituents who 
claime4that the Government and politicians-myself included, as my constituents know 
that I am a member of the STAYSAFE Committee-are merely trying to raise revenue. 

The Hon. Richard Amery, Minister for Agriculture: I hope the honourable 
member defended us admirably. 

Mr JEFFERY: It can be difficult to come up with a good answer when one is asked why 
the police are not concentrating on catching the real crooks rather than picking up people 
who have a quiet drink before driving home or who drive at a couple of kilometres in excess 
of the limit My defence was, of course, that if people do not speed and if they do not drive 
after drinking, they will have no worries. I was unable to win the argument with my 
constituents, however. Recommendation 7 of report No. 34 of the STA YSAFE Committee 
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The Traffic Act 1901 and associated statutory rules be amended to provide 
for the imposition of fmes and demerit points based on increments of 10 
km/h for speeding offences. 

Recommendation 8 reads as follows: 
The primary punislnnent emphasis following a conviction of an offence of 
exceeding the speed limit by 10 km/h or less placed on demerit points 
rather than on a monetary fme. 

In my opinion those are key recommendations. One of the local councils in my electorate, 
the Kempsey Shire Council, was not in favour of a 50 km/h speed limit. Apparently the 
main reason for the council's opposition was its perception that it would incur costs for the 
erection of signs, et cetera. Those concerns should be laid to rest by recommendation 15, 
which states: 

The Minister for Roads: 
(i) ensure that adequate funding is made available to local councils 

for road markings, signage and associated works to support the 
implementation of a 50 km/h general urban speed limit; and 

(ii) provide a public assurance to local councils that such funding will 
be available for road markings, signage and associated works to 
support the implementation of a 50 km/h general urban speed 
limit. 

When the recommendations of this report are legislated and fully implemented speed limits 
in resideD.tial areas will be restricted. A limit of 50 kmIh in residential areas has been trialed 
in some parts of Sydney and has received overwhelming acceptance. The people want this 
restriction; they know that it will lead to safer conditions for their children, older residents 
and all road users. The community as a whole will benefit from the recommendations of this 
report when they are implemented by the Parliament. I shall bring my remarks to a 
conclusion, rather than reiterate points made by the honourable member for Londonderry. 
I realise that other members of the Joint Standing Committee upon Road Safety will wish 
to make contributions. 

I support the remarks made by the chairman of the committee that the committee works with 
a wonderful bipartisan spirit. The committee gets results without having to go back to the 
party structure and it makes decisions for the right reasons. It is my belief that the 
recommendations contained in report No. 34 of the STAYSAFE Committee will be 
accepted by all .... The committee generates a great deal of work and produces many reports. 
Its work is of great benefit to the community and improves all aspects of road safety. I know 
that all members of the S T A YSAFE Committee gain great satisfaction from their work on 
the Committee. 

Mr MILLS (Wallsend): History will judge report No. 34 of the STAYSAFE 
Committee, recommending a 50 kmIh general urban speed limit for New South Wales, as 
the second-most significant of all STA YSAFE Committee reports. Of course, it will always 
be hard to beat the achievements of report No. 1 of 1982 , entitled' Alcohol, drugs and road 
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safety', which represented the fIrst serious bipartisan political attempt to tackle the 
horrendous problem of alcohol-related crashes which so dominated death and injury on our 
roads. That initiative eventually gained widespread community support. Resulting from 
report No.1 of the STAYSAFE Committee and the success of random breath-testing in 
reducing alcohol-related crashes, today there are some 8 ,000 or 9,000 people alive who 
otherwise would not be, some 20 ,000 people who are alive and healthy rather than being 
disabled following accidents, and fewer of our public hospital beds occupied by those with 
serious injuries occasioned by road accidents. 

Report No. 34 presents the STAYSAFE Committee recommendations for change in the 
culture of speeding. Just as, many years ago, we needed to change the booze culture, the 
drink-driving culture, members of the ST A YSAFE Committee have recognised the need to 
change the culture of speeding. The honourable member for Oxley referred to arguments he 
had with some of his constituents. I am in the same boat. Many constituents ring me, angry 
at being fined They say that they can drive safely at high speeds and should be able to drive 
at whatever speed they choose. I would say I have lost one or two votes because I put 
forward the arguments for public safety and community interest in the recommendations of 
the STA YSAFE Committee. 

In an attempt to change the culture of speeding the Committee has made recommendations 
aimed at changing driver behaviour, to reject excessive and inappropriate speed. I certainly 
hope that in 10 years time we can look back and again count the road safety success in terms 
of lives saved and injuries and pain forgone. I thank the former Minister for Roads, the 
Minister for the Olympics, for giving the STA YSAFE Committee the reference to carry out 
this inquiry. I request that his successor, the present Minister for Roads, make a decision 
soon to implement the changes recommended by the STA YSAFE Committee so that a start 
can be made on the necessary community consultation before the reduced general urban 
speed limit would commence. 

Along with other members of the Committee, I thank the staff, and particularly the director, 
Ian Faulks, for their work. I also thank my fellow members on the Committee, each and 
every one of them. Without he spirit of bipartisanship and the dedication of the staff ... we 
would not have made as much progress. I also thank those who made submissions to the 
inquiry. In all, 201 submissions were received, almost unanimously in favour of a reduced 
speed limit for local streets in built-up areas, from 60 to 50 kmIh. 

The STAYSAFE Committee seeks cooperation between the Roads and Traffic Authority 
and local government to establish a specifIc hierarchy of local streets, collector roads and 
sub-arterial and arterial traffic routes within suburbs and towns. Until that is right, the final 
implementation of the scheme will not be able to be introduced. I know from my own 
experience on the traffic committees in both Lake Macquarie city and Newcastle city that 
traffic committees are looking forward to the introduction of a 50 kmIh general urban speed 
limit. It is my opinion that there will be widespread community acceptance of this 
recommendation, provided consultation is followed right through. 

A number of arguments can be made, but if there is one selling point in the report worth 
mentioning in favour of the Government adopting these recommendations it is that a 50 
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kmIh general urban speed limit would add virtually nothing to travel times while it would 
help to save lives, reduce the severity of injuries in road crashes and reduce the cost of 
property damage. The report contains figures to demonstrate that virtually nothing would 
be added to travel times. That is an important consideration to take into account. I am sure 
that New South Wales motorists can be persuaded to accept reduced urban speeds. There 
is popular support for the proposals. A survey by the National Roads and Motorists 
Association indicates 74 per cent agreement amongst respondents to a proposal for a 50 
kmIh speed limit in local streets. The Royal Automobile Club of Victoria has undertaken 
similar surveys. A Roads and Traffic Authority survey shows that 54 per cent of 
respondents were in favour of such a proposal. I commend the recommendations to the 
Minister. 

Mr SMALL (Murray): I am honoured to be a member of the STA YSAFE Committee. 
This bipartisan parliamentary committee may not be appreciated by everyone because it is 
perceived to be recommending the making of laws, albeit to save lives, and therefore cannot 
please everyone. The committee was set up to investigate and make recommendations to the 
Parliament on aspects of road safety, with the aim of reducing the number of road deaths 
in this State to the lowest possible level. The aim of governments and parliamentary 
committees such as S T A YSAFE must always be for there to be no deaths on the roads. 

When the recommendation for a 50 km/h speed limit in urban residential streets was first 
mentioned by the STA YSAFE Committee in STA YSAFE 34, queries were raised as to why 
motorists should be restricted to driving at speeds under 60 kmIh when most accidents occur 
on the major highways. In fact, the statistics of the number of road deaths that occur in 
urban residential streets are alaniling. The road fatalities in residential areas mainly involve 
the-elderly, who often have poor hearing and eyesight, and very young children wh� play and 
ride their bicycles on the streets. 

The fixing of a maximum speed of 50 lan/h in urban streets will not be a handicap. As most 
residential areas have intersections at each block, it is difficult to drive above a speed of 50 
km/h. Motorists travelling above that speed would be driving dangerously, unless they were 
on a main thoroughfare. In these circumstances the STA YSAFE Committee has had 
discussions with people throughout the country and metropolitan communities of New 
South Wales. The committee has also heard evidence from representatives from schools, 
motoring organisations, the NRMA, the Roads and Traffic Authority, the police and other 
parties fue committee considered had an interest in these issues. 

I compliment [the] Director of the STAYSAFE Committee, and the committee members 
under the chairmanship of the honourable member for Londonderry. All committee 
members worked in harmony to achieve the results that are contained in the report. The 
evidence the committee received was not always favourable to every organisation and from 
every point of view. Everyone agrees and acknowledges that wherever it is possible to save 
lives, we have a responsibility to do so, even if the measures to be implemented to achieve 
that end are unpopular. Another matter of importance, particularly for country New South 
Wales, mentioned in this take-note debate is that councils were concerned that if they did 
not secure funding to erect and change signage, including painting speed limit signs on the 
road surfaces, they would not be able to undertake this work. 
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The STA YSAFE Committee has recommended that the Government provide funds to 
enable the Roads and Traffic Authority to undertake this work with the assistance of local 
councils. The necessruy changes may be costly but local government cannot be expected to 
pay for them The way to go was to have the Roads and Traffic Authority provide assistance 
to local councils. If the Minister for Roads can persuade Cabinet to accept the 
recommendation to introduce a limit of 5 0 km/h in urban residential streets, one would not 
expect the necessruy legislation to be implemented within six months. Implementation may 
take 18 months or two years because of the cost factor. 

Mr HARRISON (Kiama): I support the recommendations contained in STA YSAFE 
34. I extend my appreciation to the committee staff and to committee members for their 
bipartisan approach. It would be remiss of me not to acknowledge the dedication of the 
chainnan of the committee, the honourable member for Londonderry, who has made the 
reduction of the speed limit in residential streets a personal crusade. I place on record my 
appreciation for the hospitality that was given to the committee members when they recently 
toured the Murray area. I acknowledge the assistance and local knowledge of the honourable 
member for Murray who was able to bring many representatives of local government in the 
region to talk about the issue with the committee. 

It is a tribute to the STAYSAFE Committee and its chairman that the committee did not 
attempt to make a decision from on high but discussed the issue with the people in southern 
New South Wales who perhaps do not have the opportunity to talk to so many members of 
Parliament at the one time on the matter of public safety. I hope that attitude of the 
STAYSAFE Committee prevails and that committee members are always ready to listen to 
all points of view, as we did when we toured the Murray area. The recommendations 
contained in this report for reducing the speed limit to 50 km/h in residential streets 
excludes main roads and collector roads where the speed limit will be determined by local 
traffic committees in consultation with local councils and the community and will be 
indicated by signage. 

It is an unfortunate fact of life, as previous speakers have pointed out, that an unusually high 
number of people are killed in residential areas. Most of the fatalities involve people of 
senior years, whose reflexes, hearing and ability to move quickly are not what they used to 
be, and children who, regardless of parental supervision, will play and ride their bicycles on 
the road. We have a clear obligation to society to ensure that people of senior and junior 
years ar� protected from speeding motor vehicles. When the committee toured southern rural 
New South Wales, there was support, not wildly enthusiastic, for the reduction of the limit 
to 50 km/h after the advantages were pointed out. But a particular concern was the cost of 
implementing the necessary signage and the physical restrictions that would be necessary 
on occasion to ensure that the 50 kilometres speed limit was complied with. 
Recommendation 15, which I pursued very strongly on behalf of local government, is that: 

The Minister for Roads: 
(i) ensure that adequate funding is made available to local councils 

for road markings, signage and associated works to support the 
implementation of a 50 km/h general urban speed limit; and 

(ii) provide a public assurance to local councils that such funding will 
be available for road markings, signage and associated works to 
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support the implementation of a 50 kmIh general urban speed 
limit. 

I refer honourable members to p.l21 of the report and my questions ofMr Ford from the 
Roads and Traffic Authority about this aspect. On behalf of councils in this State, it is 
reasonable to expect that funds for this purpose are not taken from some other area; rather, 
that they are over and above those already received. 

Mr DEPUTY-SPEAKER: Order! I understand the honourable member for Bega 
wishes to speak to this report and I am happy for him to do so. However, I remind 
committee chairmen that time for debate is limited to 30 minutes for each report. That time 
limit has already been exceeded so far as the report under discussion is concerned. I merely 
bring this to the attention of committee chairmen, as 10 reports are listed for discussion, and 
ask them to observe the 30-minute limit. 

Mr SMITH (Bega): I shall comment briefly on STA YSAFE 34 and its recommendation 
of a general speed limit of 50 kmIh in urban areas. The bipartisan nature of this joint 
standing committee has resulted in various pieces of legislation dealing with road safety 
passing through this House. Many lives have been saved because of the work of this 
committee. It is a committee that is highly respected by overseas jurisdictions. My initial 
impression was that this report would be received rather badly in country areas. I believed 
that countIy people would see themselves in a different category from city drivers, without 
the volume of traffic or the clutter, hustle and bustle of the city. After generations of people 
being restricted to 60 kmIh in built-up areas, I was not convinced this proposal would work 
in the country. 

I was shocked that the recommendation was accepted across the board not only by those 
within country areas, but also by experts who gave evidence to the committee. The decision 
to adopt this proposal was almost unanimous. The committee learned from other 
jurisdictions that New South Wales is probably one of the few jurisdictions that has not 
already implemented the 50 kmIh speed limit in residential areas. In this instance New 
South Wales is not taking the usual lead, but it will certainly catch up. One member of the 
committee, John Tingle, was concerned whether people would comply with the 50 kmIh 
speed limit because they did not comply with the present speed restrictions. That may be so, 
but if people drove at 70 kmIh in a 60 kmIh zone, perhaps they will maintain that 10 kmIh 
difference. In that event, though they may not obey the 50 kmIh speed limit, their speed 
would be reduced to 55 kmIh or the present 60 kmIh. 

Statistics provided in the report reveal that such a reduction in speed has an impact on the 
stopping time and would reduce trauma, death and much heartache for families. Another 
relevant point to be stressed at every turn is that this speed limit does not relate to connector 
roads or those major routes people use to travel to and from work. The speed limit will 
apply only to residential areas and to that extent provides a dual purpose. Not only will it 
make residential streets safer, but the secondary benefit is that it will provide a better 
environment for those people to live in without objectionable major structures and other 
things outside their homes. 
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The report contains a number of recommendations and I reiterate most of the comments of 
other honourable members. However, particular attention should be drawn to the 
responsibility of paying for the associated costs of introducing this speed limit change. 
Everyone knows the State Government is hard done by because the Federal Government 
knocks off funding to the States. The State Government always tries to recoup a little of its 
costs from local councils. Most roads referred to in this report will be local roads falling 

. under the responsibility of local councils to provide funds for the structural change, which 
involves signage. STAYSAFE believes the State Government should provide the funding 
as it is implementing the change. Councils do not have such vast amounts of funds to 
change significant quantities of road signage. I thank you, Mr Deputy-Speaker, for giving 
me the opportunity to speak to this report. 
(New South Wales Legislative Assembly, Votes & Proceedings, Wednesday 16 April 1997, 
pp.58-63) 

Significant events since the release of ST A YSAFE 34 (1996) 

15 

There have been several significant events since the release of the STAYSAFE 34 (1996) report. 

Australian Transport Council 
On 15 November 1996, the Transport Ministers of the Federal, State and Territory governments 
met in Darwin as the Australian Transport Council, which incorporates the Ministerial Council 
for Road Transport. The meeting was chaired by the Northern Territory Minister for Transport 
and Works, the Honourable Barry Coulter, MLA. 

This issue of lower urban speed limits was discussed, and the communique of the Darwin meeting 
records that: 

"Ministers discussed lower urban speed limits and agreed that: 
• the draft Australian Road Rules should be progressed with a 60 km/h general urban 

speed limit; 
• jurisdictions be able to continue to alter local area speed limits; and 
• that the issue can be revisited and the Australian Road Rules amended in the future 

if determined by Ministers. 

Ministers noted NSW advice that NSW had not made a decision to lower the general urban 
speed limit to 50 km/h following report by the NSW STA YSAFE Committee." 

Local government 
STAYSAFE has continued the process of consultation and discussion with local councils 
commenced in the inquiry stage concerning the proposed introduction of a 50 km/h general urban 
speed limits, with visits of inspection to the mid-North Coast (Coifs Harbour and Port 
Macquarie), and the Illawarra and Shoalhaven (Wollongong, Moss Vale, Kiama and Nowra). 
In mid -1997, the Shires Association, which together with the Local Government Association 
forms the peak body representing local councils in New South Wales, resolved to reverse its 
existing policy of non support for a 50 km/h speed limit to a policy of support for a 50 km/h speed 
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limits. 

Meeting of Parliamentary road safety Committees 

At the second meeting of Parliamentary road safety Committees, held in Sydney on 2-3 April 
1997, discussed the issue of a 50 krnIh general urban speed limit in some detail, with a major 
paper presented by Gibson (1997) and significant discussion by the seminar participants. 

In particular, it was clearly identified that whilst a recent AUSTROADS (1996) report had 
proposed a local area speed limit of 50 krnIh, after substantial evidence was received and 
examined and after much deliberation, STAYSAFE disagreed with the AUSTROADS proposition 
and indicated that it preferred a 50 krnIh general urban speed limit. The technical distinction 
between a local area speed limit and a general urban speed limit is discussed in detail in the 
STAYSAFE 38 report, but the import of it is quite significant in that STAYSAFE was of the view 
that the desirable situation should be that if a driver cannot tell what the speed limit is in a 
suburban or residential area, then it should be taken that the speed limit is 50 km/h-rather than 
requiring the motorist to work out whether they could see a speed limit sign, and if not, then to 
know which local government area he or she was in, and therefore whether the speed limit was 
60 krnIh or 50 krnIh. 

In general discussion, Mr O'Sullivan, Chief Executive Officer, National Road Transport 
Commission, commented with regard to specific issues affecting the development of the 
Australian �oad Rules: 

"General urban speed limit-you will remember one of the earlier versions, I am not sure 
whether it was a version we showed some of you in our consultations of 50 kmIh, and there 
was a pretty good case for 50 km/h as a general urban speed limit. The position at the 
moment is that the general urban speed limit is recommended at 60 kmIh, given the 
uncertainties in some States and Territories as to how their governments view 60 km/h. If 
it is to be 60 kmIh pro tern, and that is how I express it, there is no reason in the world why 
it cannot be amended subsequently. None of this is to be set in concrete, nor should it be." 
(STA YSAFE 38, 1997, p.160) 

However, in later discussion the following debate occurred between Mr O'Sullivan and 
STAYSAFE: 

Mr O'SULLIVAN (NATIONAL ROAD TRANSPORT COMMISSION):: 
"The issue of 50 km/h versus 60 km/h is specifically being considered by the Ministers. 
They did not make a determination in favour of 50 km/h pending the resolution of the 
STA YSAFE New South Wales results, which are to hand now. That may well be considered 
again, but I am not sure whether New South Wales is contemplating a general urban speed 
or not, but if one State has 50 kmIh and another State is staying with a limit of 60 kmIh, that 

is a matter of great concern in relation to attempts to have uniformity .... " 
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Mr GmSON MP (NEW SOUTH WALES)-in the Chair: "What happens if 
you detennine a 60 kmIh urban speed and New South Wales decides to have an urban speed 
limit of 50 kmIh?" 

Mr O'SULLIVAN (NATIONAL ROAD TRANSPORT COMMISSION): 
"As I have just said, I do not think that having a limit of 60 kmIh in one state and 50 km/h 
in another State is acceptable. I think Ministers will have to come to a decision on what will 
be the general urban speed limit in this country. I do not think we can have 60 kmIh speed 
limit elsewhere and 50 kmIh in New South Wales, to answer your question directly." 

MR WHEATLEY (AUSTRALIAN CAPITAL TERRITORY 
DEPARTMENT OF URBAN SERVICES): "The Australian Capital Territory 
position is to retain a general urban speed limit of 60 kmIh." 

Mr GmSON MP (NEW SOUTH W ALES)-in the Chair: "But, if New South 
Wales wanted to pursue a 50 kmIh general urban speed limit, what would happen?" 

Mr O'SULLIVAN (NATIONAL ROAD TRANSPORT COMMISSION): "If 
New South Wales wanted to pursue that, that could be put to the Ministerial Council and 
Ministers can make a determination." (STAYSAFE 38, 1997, pp. l62-163) 

The debate continued later: 

Mr GmSON MP (NEW SOUTH W ALES)-in the Chair: "Just let me get this 
clear. If we decided to go with a 50 kmIh general urban speed limit and you said'no, what 
would happen?" 

Mr O'SULLIVAN (NATIONAL ROAD TRANSPORT COMMISSION): 
"You could still do it. We would not say no. We are protagonists of the 50 kmIh general 
urban speed limit. Our recommendation to the Ministerial Council was 50 kmIh." 

Mr GmSON MP (NEW SOUTH W ALES)-in the Chair: "Earlier you said that 
it would not be permitted." 

Mr O'SULLIVAN (NATIONAL ROAD TRANSPORT COMMISSION): 
"There is a practical difficulty in having one general urban speed limit in one State and 
another in another State. What happens when someone strays into New South Wales and 
does not know that there is a 50 kmIh limit?" 

Mr CLEARY MBA (TASMANIA): "The Ministerial Council might say that it does 
not agree, but a State Minister can do what he likes." 

. 

Mr AINSWORTH MP (WESTERN AUSTRALIA): "Mr Chairman, surely part 
of the role of the Ministerial Council in looking at uniformity is to aim for uniformity in 
those areas where it is practical common sense to achieve, but to also recognise regional 

COMME NTARY 

17 



18 STAYSAFE 40 

differences. Perhaps the Wlderstanding that should be reached between States is not to 
necessarily to take the lowest common denominator and do it, or to go the other way and 
take the highest if you are talking about speed limits and do it, but to recognise that there 
are differences and to ensure that each State puts in place adequate signage and whatever 
else needs to be done to make it easy for the transition from one State to the other so that 
you are not left-as I was years ago in Melbourne-wondering what the sign in the middle 
of the street that says ''No centre right turn" means when people are turning right. It did not 
make much sense to me. 

There are vast differences between States-we have just heard about Tasmania's problem 
with gravel roads. Western Australia has some quite good major highways in the north west, 
but we have a fatigue problem if people are driving along at 90 kmIh because they have 
huge distances to travel. You have to recognise the differences and set the speed limits 
accordingly, but enforce, if possible, adequate signage so that people are not left wondering 
what they are facing when they cross borders." (STAYSAFE 38, 1997, p.167) 

Further discussion followed the next day: 

Mr MITCHELL MLA (QUEENSLAND): "Mr Gibson, you gave an address on the 
50 km/h general urban speed limit, which was followed by the Minister's address. If my 
Wlderstanding is correct, at the ministerial conference all but one of the government areas 
was keen on the 50 kmIh speed limit. Will someone from the State on the move tell us 
whether Victoria's opposition related to economics, policing or transport? 1 Wlderstood that 
only Victoria was opposed to the 50 kmIh general urban speed limit." 

Mr RICHARDSON (VICTORIA): "I do not think Victoria was opposed to the 50 
km/h speed limit. As 1 recall, it relies on local municipalities to apply to the Minister for 
Roads and Ports for permission to introduce a 50 kmIh speed limit, and that has not been 
accepted by coWlcils." 

Mr MITCHELL MLA (QUEENSLAND): "After having spoken to people 
individually, 1 Wlderstood that there appeared to be a fairly broad consensus that some 
States were very keen on it and others were prepared to look at it, and that agreement was 
not too far away. Can someone who is more in touch with the ministerial meeting tell the 
group how close we are to consensus?" 

The Hon. J. CLEARY MHA (TASMANIA): "This issue has been discussed for 
a couple of years or so. There is great concern that there is a need for consistency across the 
country for people travelling interstate and across State borders. Even within States different 
municipalities adopt different speed limits in urban areas, which causes great confusion to 
the travelling public. 1 do not know whether we are close at this stage. There is a recognition 
of community support for reducing speed limits in urban areas. There seem to be waves of 
support in local areas around the COWltry from time to time. No doubt it will be back on the 
agenda in May, but it is difficult to predict at this stage. Ministers are reluctant to make the 
move because it is a major change. We need consistency between all States, otherwise 

confusion results." 
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Mr RICHARDSON (VICTORIA): "I do not know whether recommendations, 
statements or directions will be issued, at the conclusion of the conference, but I would like 
the meeting to encourage the Ministerial Council to consider that issue. My understanding 
and reading of reports from Travelsafe, STA YSAFE and from road safety groups is that 
significant benefits, including economic benefits, would result from a reduction in speed 
limits, because loss of production and hospitalisation would decrease. If a statement is to 
be made at the conclusion of the conference I would like that issue to be considered." 

Mr WHEATLEY (AUSTRALIAN CAPITAL TERRITORY 
DEPARTMENT OF URBAN SERVICES): "The Australian Capital Territory is 
surrounded by New South Wales, so if there is national support for action to introduce a 50 
kmIh general urban speed limit, we would be obliged to follow suit. But I believe the 
preference would be to retain the general urban speed limit of 60 km/h, but to introduce the 
discretion to apply a speed zone of 50 km/h where necessary within the Australian Capital 
Territory. Most of our accidents occur on the arterial network and not on residential roads. 
I believe the Australian Capital Territory has consistently taken that view." (STAYSAFE 
38, 1997, pp.204-205) 

Ultimately, the meeting resolved unanimously: 

"That this combined meeting of the Parliamentary road safety Committees: 
• supports the introduction of a general urban speed limit of 50 kmIh; 
• recognises that main roads, arterial and sub-arterial roads and other 

carriageways, where appropriate, can be Signalled at other limits as determined 
by relevant State and local authorities to allow for the safe and effiCient 
movement of traffic; and 

-

• calls upon the Australian Transport Advisory Council, the Ministerial Council 
on Road Transport, and other participating agencies to implement a 50 kmIh 
general urban speed limit as a matter of urgency." (STA YSAFE 38, 1997, p.247) 

Government announcement of 50 kmlh speed limit trial 

19 

At the second meeting of the Australasian Parliamentary road safety Committees in Sydney on 
2-3 April 1997, the Hon. Carl Scully:MP, Minister for Roads, discussed the New South Wales 
Carr Government's approach to the proposal to introduce a 50 km/h general urban speed limit: 

"In terms of the 50 km/h speed limit, most road safety experts will tell governments that 
lower speed saves lives. It is a matter, and I do not believe I am breaching confidence to say 
this, that the Chairman of the S TA YSAFE Committee regularly puts to me, even ringing 
me at home. It is a matter that STA YSAFE, in a bipartisan approach, is pushing to 
government fmnly. The Chairman believes in it passionately. It is something I am not 
unsympathetic about exploring. 1 am going through what most Ministers do, ensuring that 
it has the overwhelming support of all the stakeholders in the transport industry, to make 
sure there are not unintended consequences. The ST A YSAFE Committee and its Chairman 
assure me that those bases have already been touched by them, but 1 need to satisfy myself. 
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I am not uninterested in doing it. I think it has a lot of merit but we are not quite at the stage 
where we could introduce it." (S T A YSAFE 38, p.194) 

STA YSAFE has welcomed the recent announcement that the Carr Government is to introduce 
a 50 krn/h speed limit in New South Wales. On 21 August 1997, the Minister for Roads, the Hon. 
Carl Scully MP, released the following public statement: 

. 

TRIAL OF 50 KMIHR SPEED LIMIT 

The State Government is to conduct a major trial of a 50 kilometre an hour urban speed 
limit. 

The Minister for Roads, Carl Scully, announced today a three-month trial would be 
conducted in a range of Sydney and regional local Government areas from 1 October. 

He said the trial would lead to the Government deciding early next year whether a general 
urban speed limit of 50 km/hr would be introduced in New South Wales. 

Fourteen local councils are to be invited to join the trial. They are: -
• Sydney Metropolitan :  Bankstown, Campbelltown, Fairfield, Hawkesbury, 

Hurstville. 
• Regional and rural: Albury, Armidale, Dubbo, Gosford, Lismore, Newcastle, 

Nowra, Queanbeyan, Wagga Wagga. 

Mr Scully said speed remained one of the most critical factors affecting road accident, injury 
and death rates. 

"The Government's key objective is to make our roads safer," he said. 

"Support for a general urban speed limit of 50 km/hr has been growing. 

"There is evidence that a 1 0 km/hr reduction in the existing limit would increase safety for 
motorists, cyclists and pedestrians, as well as improving quality of life in residential streets. 

"However, the Government believes there needs to be a comprehensive trial before any 
change{)f this magnitude is introduced. 

"The test will allow a proper assessment of the impact on the community of a 50 km/hr 
general speed limit." 

Mr Scully said letters of invitation were being sent to the Mayors of the 1 4  local government 
areas. Additional councils could be included upon request. 

COMME NTARY 



STAYSAFE 40 21 

Concluding comments 

It now seems that New South Wales is poised to implement a 50 km/h general urban speed limit, 
and, further, that if New South Wales does take this action then it is likely that most, if not all, 
Australian jurisdictions will follow suit. 

STA YSAFE cautions that much care is required to ensure that the implementation process is 
successful and that the new lower general urban speed limit is well received by the New South 
Wales community. ST AYSAFE has two particular concerns: 

• First, the announcement of the implementation of a 50 km/h speed limit in fourteen local 
government areas in metropolitan, regional and rural New South Wales may be seen as 
a de facto endorsement of the AUSTROADS (1996) proposal for a 50 km/h local area 
speed limit. STAYSAFE 34 (1996) explicitly rejected the concept of local area speed 
limits, in favour of a lowering of the general urban speed limit from 60 km/h to 50 km/h. 
A major reason for the rejection of the concept of a local area speed limit is that it 
manifestly has not worked in Victoria. There, a decision for a State-wide reduction in the 
speed limit was reversed and replaced by a process where individual local councils could 
apply to have the speed limit lowered-few councils have sought to do so. In New South 
Wales, local government does support a reduction in the general urban speed limit, not 
a local area speed limit. As indicated by New South Wales local government 
representatives, local areas speed limits are unworkable. Hurstville Council's mayor, Cr 
Peter Olah is reported as saying about the 50 km/h trial that: 

"". the way it's been set up gives it vel)' little chance of success. People will be 
driving into and out of 50 krn/h and 60 krn/h ail the time-it just gets pretty 
Wlworkable. " 

• Second, it is STAYSAFE's view, supported by significant organisations involved in road 
safety in New South Wales and nationally, that further trials involving specific local 
government areas may not be necessary. The Mosman-North Sydney 50 km/h area-wide 
trial, the Hurstville 50 km/h local area traffic management (LATM) program, the Ku-ring
gai 50 km/h trial, and other programs interstate such as the Unley 40 km/h trial clearly 
support safety and amenity benefits that would accrue from the adoption of a 50 km/h 
general urban speed limit as a State-wide initiative. The Carr Government should 
immediately apply the 50 km/h general urban speed limit to all roads in built-up areas in 
New South Wales that are not traffic routes, that is, all local streets which are not sign 
posted with a higher speed limit. 

STAYSAFE urges the Carr Government to move immediately to adopt a 50 km/h general urban 
speed limit in New South Wales. 

The report of the inquiry into 50 km/h speed limits (STAYSAFE 34, 1996) outlined a 
comprehensive program for the implementation process, involving significant legislative and 
policy changes. In particular, STA YSAFE recommended: revision of the current structure for 
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speeding offences and penalties to provide for increments of 1 - 10  krnIh, 1 0-20 krnIh, 20-30 krnIh, 
and over 3 0  km/h only, with the 1 - 10  km/ speeding offence attracting a penalty of demerit points 
with a small monetary penalty; the Government to examine the feasibility of allowing recorded 
cautions for isolated instances of the speeding offence of 1 - 1 0  krnIh, with demerit points and 
monetary penalties only resulting from two or more offences within any twelve month period; 
endorsement of the introduction of new laser speed detection and speed camera technologies by 
police, together with consideration for adoption of policing methodologies suggested to promote 
better compliance with traffic law; the community to be informed of the new speed limit, its uses 
on New South Wales roads, and the new policing technology and methods through extensive 
advertising that informs the community of the changes and allows drivers to identifY the choices 
they must make in modifYing their unsafe speeding behaviours. 

These recommended initiatives, if undertaken in a co-ordinated and cohesive program, should 
advance the Carr Government's objective for New South Wales roads to be the safest in the world 
and for the Road Safety 2000 strategic planning targets of less than 500 deaths and less than 
5,500 serious casualties by the year 2000 to be realised. 

A significant effort and expenditure has already been incurred in examining, discussing and 
debating the issues associated with a 50 km/h general urban speed limit: by the STA YSAFE 
Committee, by local government, by the State and federal bureaucracy and by the New South 
Wales community. Care should be taken to ensure that the strong support for the reduction in 
the general urban speed limit is not diminished, and the implementation of a 50 km/h general urban 
speed limit jeopardised, because of inappropriate action and advice at this crucial time. 
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PUBLIC HEARING OF MONDAY 4 DECEMBER 1 995 

Roads and Traffic Authority witnesses - NRMA witnesses - New South Wales 
Police Service witness 

23 

STA YSAFE took preliminary evidence concerning the proposed introduction of a 50 km/h 
general urban speed limit from witnesses representing the Roads and Traffic Authority, NRMA, 
and the New South Wales Police Service on Monday 4 December 1 995. 

Roads and Traffic Authority witnesses 

Preliminary evidence was obtained from Roads and Traffic Authority witnesses: 
Mr Christopher Patrick Ford, Director, Road Traffic and Traffic Management 
Mr Gary Leonard Stapleton, Suburban Amenity Manager, Sydney Region 
Mr Raymond David Taylor, General Manager, Road Safety 
Mr Peter Graeme Croft, Manager, Road Environment Safety 

Mr GmSON (CHAIRMAN): Mr Ford and gentlemen, your presence before the Committee 
today is to_provide the overview of the position of the Roads and Traffic Authority regarding the 
inquiry into the proposed introduction of 50 km/h speed limits on residential streets. For the 
benefit of honourable members and the public here today, I note that the inquiry into the 50 km/h 
speed limit proposal arose following the provision of a reference from the Hon. Michael Knight, 
MP, acting in his capacity as Minister for Roads. 

The Committee has received an extensive response from the Roads and Traffic Authority to the 
STAYSAFE Committee's call for submissions. The Roads and Traffic Authority submission has 
addressed each head of inquiry in some detail. Obviously, each of these terms of inquiry will need 
detailed examination by the Committee members over the ensuing months. Nevertheless, the 
Committee welcomes the opportunity to be introduced to the issues involved under the head of 
inquiry involved today . . . .  

The STA YSAFE Committee has received a submission from the Roads and Traffic Authority 
concerning the inquiry into the proposed introduction of 50 km/h speed limit on local roads in 
residential areas. Mr Ford, is it your wish that the submission received from the Roads and Traffic 
Authority be included as part of your sworn evidence? 

Mr FORD: It is, Mr Chairman. 

Mr GmSON (CHAIRMAN): Mr Ford, can you describe and discuss the findings reported in 
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previous research into lower residential speed limits that have been conducted in Australia and 
overseas? 

Mr FORD: We have a very short presentation on our submission. If it is at all possible, we 
would like to proceed with that presentation. 

Mr GmSON (CHAIRMAN): The Committee agrees with that procedure. 

Mr FORD: Mr Peter Croft will make the presentation. 

Mr CROFf: I have a few overhead slides that I will take the Committee through quickly so that 
you will have an overview of the main points of the submission. The first point I would like to 
make is that speeding is a major factor in road safety in New South Wales. At this moment, 
speeding related crashes represent about 30% of fatal accidents, and that means it is directly 
related to 205 dead and 1,249 serious injuries. Speeding is a key priority in our strategic plan for 
road safety, which is Road Safety 2000, and it is the subject of a special management program. 

Urban roads provide a special focus for our concern about speeding on 60 kmIh roads. In one 
year, we see in this slide that there were 23 1 fatal crashes and more than 3,000 serious injury 
crashes on 60 km/h roads. Lower speeds, we understand from our research, are preferred by the 
community in residential areas. The benefits from this are three-fold: safer streets, improved 
amenity, and fewer emissions. Putting that into context, the current speeds, as we see by 

. concluded surveys, show us that even on residential streets some 35% of cars exceed the 60 kmIh 
limit that is already in place. 

The primary control over speeding is, of course, · speed limits. There are two types of speed zones 
which are on particular routes: the length of road, and general limits, which are default speed 
limits for areas. The research clearly tells us that where appropriate limits are set and lower 
speeds are attained, fewer crashes and fewer casualties result. 

I turn to an indicative map of a section of the Sydney metropolitan area. We take those roads as 
having a limit of 60 kmIh. In the example shown, the blue represents roads of an arterial nature 
which have a 70 kmIh speed limit. In the top left-hand comer you can see part of a freeway, 
which has a much higher speed limit. In the bottom of the diagram are a few sections of road 
coloured orange, and these are typically 40 kmIh school zones, for example. Everything else in 
that fabric of network is subject to the current speed limit of 60 kmIh. 

A few points about the current 60 kmIh speed limit. It is the general default limit for all built-up 
areas. That applies in metropolitan and rural centres. When nothing else is signposted, the 60 
kmIh speed limit applies. It is technically inappropriate for all roads throughout the entire road 
network of the metropolitan area. It is too high for the activities that one observes in most local 
streets. People are using those roads to play, to get access to their properties, and also to drive 
along. In terms of international comparison, it is amongst the highest in the world as far as the 
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general speed limit is concerned. The submission that we have tendered points out quite clearly 
that most comparable countries have a 50 kmIh speed limit. We have to recognise where we 
stand as compared with our international colleagues. 

Our submission addresses the terms of the inquiry, and in particular talk� about the local street 
speed limit - a general proposal of 50 kmIh as the speed limit on all unsigned streets in all built
up. areas, metropolitan and rural. No special speed devices are envisaged for this particular 
proposal, no speed humps and that sort of thing. The new speed limit will in effect replace the 
general 60 kmIh limit. Other roads deserving of more specific zones, such as 40 kmIh outside 
schools or perhaps even in shopping centres, and perhaps 60 kmIh on some arterials and 70 kmIh 
on other arterials, can be implemented as needed. That is the essence of the proposal for the local 
street speed limit. 

I return to the map we saw before. This is not a proposal for any particular area. It is purely an 
indicative example, following on from the map we saw before, where everything was 60 kmIh 
unless otherwise coloured. In this particular situation, everything has a 50 kmIh limit unless 
otherwise coloured. The blue marks, as before, represent the major arterials, subject to 70 kmIh; 
semi-arterial roads are coloured green in this example, and they would remain at 60 kmIh. At the 
other end you can see the orange section, at the bottom of the diagram, which would be the 40 
km/h zones outside schools. 

That is an indicative example. I refer now to something a little bit more concrete. We are looking 
at the lower north shore area, around Mosman and North Sydney. That is the area currently in 
the development of a trial of 50 kmIh over that entire area coloured in blue. Roads within that 
area, which are currently at 60 kmIh, would be 50 kmIh under this proposal. Those roads which 
are specially zoned at 40 kmIh, for example, would remain 40 kmIh. There will be more detail 
on that from my colleagues later. 

A few notes on implementation of what is proposed on the local road speed limit. A major public 
information campaign is envisaged to inform the general community of exactly what is proposed, 
the reasons for it, and how it will be implemented. There will be a need for route zoning to 
continue, as there is at the moment, especially identifying those which need to remain in the route 
zone, and appropriate signposting to go with that. 

Enforcement is a fundamental concern. We are not talking here about any special resources 
devoted to the long-term sustenance of this. Monitoring is the other main aspect of the proposal, 
to make sure that the speeds, community attitudes and crashes themselves are appropriately 
measured and taken into account so that the proposal, when implemented, can be refined. 

In terms of benefits estimated to come from the proposed local street speed limit, the main 
beneficiaries are without question pedestrians - and that usually means children - in local 
residential streets. There is research referred to in our submission which gives some figures on 
the extent to which we can expect them to be beneficiaries. We estimate that somewhere between 
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100 and 500-odd casualty crashes can be saved each year. That means savings in the order of $6 
million to $3 1 million in terms of casualties and deaths arising, for a one-off cost of around $4 
million to $5 million. 

Perhaps more important at the bottom of the slide is credibility and compliance with the limits. 
That is something which is seen as coming from the proposal. It is fair to say that a lot of 
disrespect and non-compliance which we observe out there today comes from a lack of credibility 
of the whole speed zoning system. The proposed local street speed limit, which is the basis of our 
submission, is seen as a mechanism for addressing that particular problem and leading to 
credibility and compliance in future. Thank you for your indulgence, Mr Chairman. 

Mr GmSON (CHAIRMAN): Mr Ford, the logical question to be asked as a result of that is 
that you have no doubt that the 50 km/h speed limit is the way to go. Might I ask, how has it 
taken this long to come to this conclusion that 50 km/h rather than 60 km/h is the way to go? 

Mr FORD: Mr Chairman, the 50 km/h proposal has been the subject of an AUSTROADS 
investigation in the last couple of years. The Roads and Traffic Authority was part of that 
investigation. That submission from AUSTROADS is currently with its executive. So it has 
taken that time for the various State road authorities to look closely at the proposal and to give 
comment back to the AUSTROADS body. 

Mr GillSON (CHAIRMAN): But, back ten years ago, was it not envisaged that 50 km/h would 
have been safer than 60 kmIh, or was it not an issue then? 

Mr FORD: Speeding has always been recognised as a major contributor to the road safety 
problem. In residential areas, however, particularly since the 1 980s, it has been emerging as a 
problem. For example, when I first worked in western Sydney, half of the crashes were occurring 
on local roads, and that was in 1 989. It is probably in that time frame that we have taken a very 
close look at the issue of speeding on residential streets. 

Mr JEFFERY (STA YSAFE): Mr Ford, if ! might make a couple of remarks first. I note that 
a Community Advisory Group on Speeding was established by the previous Deputy Premier and 
Minister for R9ads, the Honourable Wal Murray, MP, in January 1 993 . It provided advice to the 
Minister in April 1 993 . Mr Chairman, could I ask that a copy of this advising be tabled and 
appended to the evidence received today? 

Mr GmSON (CHAIRMAN): Yes. 

Mr JEFFERY (STA YSAFE): Mr Ford, I have two questions arising from that. In general 
terms, what was the nature of the advice given to the Minister by the Community Advisory Group 
on Speeding? Did the CAGS report address lowering urban speed limits? 

Mr FORD: If I may pass that question over to Mr Croft for a response. 
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Mr CROFT: A whole range of speed limits was addressed by the Community Advisory Group 
on Speeding. There was reference in that to the possibility of introducing a 50 km/h speed limit 
in residential streets. I do not think it was quite couched in those terms, but it was part of the 
recommendation of that group, as I understand it. 

Mr JEFFERY (STAYSAFE): Mr Croft has said the group did address the lowering of the urban 
speed limits, Mr Chairman. Perhaps this Committee could write to the Minister for Roads 
requesting access to all those relevant papers? 

Mr GmSON (CHAIRMAN): Yes. 

Mr FORD: That is fine. 

Mr JEFFERY (STAYSAFE): A further question to Mr Ford. What were the circumstances 
involved in changing the New South Wales urban speed limit from 30 mph to 35 mph during the 
1960s? Is the Roads and Traffic Authority able to supply reports, briefing papers, memoranda, 
cabinet submissions, etc., relating to this change? 

Mr FORD: That decision was taken by the Government at that time in recognition of improving 
roads and certainly improving vehicles and driver behaviour on roads. We have had a very quick 
search of our documentation at the Roads and Traffic Authority, and anything that we can tum 
up in relation to briefing papers, memorandum, cabinets submissions, and so on, we would be 
more than pleased to hand across to the inquiry. 

Mr GmSON (CHAIRMAN): Would there be much material available on that? 

Mr FORD: Precious little, Mr Chairman. 

Mr SMALL (STA YSAFE): Looking at overseas as well as local situations, what important 
lessons can be learned from an examination of the speed management practices in other 
jurisdictions in Australia and overseas, particularly in terms of identification of current practices 
for the setting of urban speed limits and the introduction of lower local road speed limits in 
residential areas? 

Mr FORD: Again I might ask Mr Croft to respond to that question. 

Mr CROFT: Research from overseas covers a wide range of examinations of speed limits. I 
guess one of the most important features to come out of the weight of all that research is that 
attempts to match speed limits to the road system have borne fruit in terms of reducing crashes 
and casualties. By that, I mean that in a lot of European cities, for example, there are tight 
geometric constraints in terms of width and length of streets and so on; they are very conducive 
to lower speeds and lower speed limits. And, where lower speed limits have been introduced, 
there have been some savings in crashes and casualties. Similarly, with high speed roads, they are 
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able to withstand higher speeds and accorded higher speed limits. That is a lesson that we are in 
the process of learning about and translating to our practice here. 

Mr SMALL (STA YSAFE): When you were showing the slides, you did mention that the lower 
speed of 50 kmIh is very high relative to overseas countries. I did not appreciate that our speed 
limit of 60 kmIh was generally higher than those in most residential areas in other countries. 

Mr CROFf: It certainly is. I do not think we are all alone, but we are very near to having the 
highest urban speed limit in the world. In recent times, other European countries have reduced 
their speed limits from 60 k:mIh to 50 kmIh. That is documented in our submission. We have also 
pointed to the results that that has achieved in terms of safety. France, most recently, and 
Switzerland a little bit before that, and Denmark notably, have all reduced their speed limits-

Mr GmSON (CHAIRMAN): And the M25 in England. 

Mr CROFT: -That is very recent, as I understand it. I am not aware of any research results 
which have shown the effects on numbers that has had. But certainly in other comparable 
countries, that is comparable in terms of the use of the motor car and the way the built 
environment is set out and so on. For example, Canada and Sweden have had 50 km!h speed 
limits for quite some time. I guess we ask the question: Why can we be so different? Can we 
afford to be so different? 

Mr SMALL (STAYSAFE): What is known about community concerns with effective speed 
management in urban areas, particularly vehicle speeds on residential streets? Do you have any 
further information in that area? 

Mr FORD: Since the early 1 980s the Roads and Traffic Authority and local government have 
on numerous occasions expressed concerns over effectively managing excess speed on residential 
roads. In the mid-1 980s the former Traffic Authority undertook a number of trials of different 
techniques for managing speed. Those were the forerunners of our local area traffic management 
devices. Those devices emanate entirely from concerns being expressed by local communities in 
those areas at that time. 

Mr GmSON (STAYSAFE): Mr Ford, earlier you gave a figure that 30% of all fatalities were 
speed related. What proportion of that 30% would have occurred in 60 km/h areas? 

Mr CROFT: It is roughly about 40%. So we are talking about just under 100. 

Mr GmSON (STA YSAFE): You are talking about 1 00 people? 

Mr CROFT: Yes, 100 people in 60 kmIh zones. Not all of those, of course, are necessarily on 
residential streets as we defined in the map. Some of those 60 km/h zones would probably remain 
60 km/h zones. We have been unable to unravel that component for you. 
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Mr HUNTER (STA YSAFE): What communication strategies are required to support the 
introduction of 50 km/h local road speed limits in residential areas? 

Mr TAYLOR: Mr Chainnan, I think there are at least three things that we need to do in respect 
of communicating that shift. The first is that we need to ensure, if there is a change, that every 
motorist and road user in New South Wales is aware of that change. So the first focus of the 
strategy would be information flow; people must know that there has been a shift or change. 

The second focus would be to ensure that, in the process of travelling the roads, there is a genuine 
opportunity to comply with the changed regulation. And there, we would be proposing that there 
would be a period of advice, followed by a period of moratorium in the application of the 
regulation. In other words, people would be stopped if they were exceeding the limit and they 
would be advised directly that the limit had changed, rather than being treated as offenders. That 
would be followed up with a period of enforcement on the basis of normal offences. 

I believe a process like that gives people every opportunity to comply willingly with a change and 
also gives them the opportunity to be notified. Now, that change in application would require a 
fairly substantial publicity campaign, a mass media campaign, to ensure that people are aware (a) 
that something had changed, (b) what that change means, and ( c) how it affects them. Those are 
the three questions that they would be interested in. 

Mr HUNTER (STA YSAFE): So, would you be looking at sending out a circular to every 
licence holder, or are you speaking about mass media communication? 

Mr TAYLOR: I would not like to design the campaign here and now, but I think it would 
probably finish up being a combination of both. I think you would have to use the mass media 
to signal that there is a shift, and then you would have to use a little bit more detailed targeted 
information so that people get that information more directly. You may well use the mass media 
for that purpose, to say: There has been a shift; get your information here. 

Mr FORD: It may be helpful ifMr Stapleton spoke briefly on the communication strategy that 
we will employ in the Mosman and North Sydney trial. 

_ . .  

Mr STAPLETON: I would like to give you some background to how this trial developed and 
the reasons for it. We were approached some two years ago by the then mayor of Mosman to 
provide signposting as a means of reducing speed limits in the Mosman area. The mayor thought 
that the mere provision of signs would accomplish the end that he foresaw, that is, reducing 
speeds from the present 60 km/h within his residential area down to 40 km/h. The reason for this 
was that the traditional engineering methods that we had employed in the past, as Mr Ford 
mentioned to you, the local are traffic management types of measures, were quite expensive -
some millions of dollars - in order to accomplish meaningful reductions in speed, and therefore 
the mayor felt that since the community wanted speed reduction, and he could not afford that type 
of expense, there should be something else done. 
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We felt that it gave us the opportunity then to develop some other mechanism in order to reduce 
speeds, and not the traditional methods that we had been used to. I met with the then mayor, and 
also invited North Sydney to be involved in a trial of a particular method of reducing speeds which 
we had been developed at the Roads and Traffic Authority. It was reasonably unique inasmuch 
as it used a combination of the traditional forms of speed reduction: �>ne, signposting; two, 
enforcement; and the third one, which we had not used out here, was the social interactive 
process. 

AIl of those elements were interactive. That was the basis ofthis trial: they all worked with each 
other to provide a result which we think will reduce the speed limit within those residential areas. 
So, if I can go through each of the interactive elements. We have the traditional low-cost 
engineering measures, which of course are things like road markings and signposting as such. 
They are coupled with the enforcement strategy. In a sense, we are trying a new type of 
enforcement technique, one which was being used by the Queensland Police Service in 1 992. It 
has been trialed and found to be very effective in its entirety. So we are very keen to trial that as 
part of this project. 

The other important element was what we call the social package. What we are doing there is 
involving the community totally on reporting to us the problems that they are now encountering 
within their local areas. This communication exercise essentially is something which I think 
underpins the whole process. Each council is setting up a mechanism by which the community 
can respond and indicate where the speeds are occurring, what is happening, and those types of 
processes. So, as I have indicated to you, this particular project is one where we are using three 
interactive elements. We are hopeful of getting, and I feel sure we will get, some meaningful 
benefits as a result of the implementation. 

At the time, the mayor was very keen on a 40 km/h limit, but at that time there was a project 
being undertaken in Unley in South Australia, which looked at just using enforcement and speed 
zone signs as a means of reducing the speed from 60 km/h to 40 km/h. The results of that 
particular project showed, at least to me anyhow, that 50 km/h was the more reasonable speed 
to aim for. That was the speed that they were achieving; they were getting nearer 50 km/h in 
Unley rather than the 40 km/h mark that they had aimed at previously. 

So it seemed reasonable to me that that is what we should be aiming for. It is quite interesting 
that when we did our communication exercise with the local communities in both Mosman and 
North Sydney, the response from the communities said that some 82% of North Sydney residents 
and 76% of Mosman residents supported totally a 50 km/h residential speed limit. They felt that 
50 kmIh was the appropriate level to aim for. So that more or less justified the aim that we had. 
In fact, that is what we are trying to do at the present time. 

Mr GmSON (CHAIRMAN): Could we have a copy of those? 

Mr STAPLETON: You certainly can. The trial has not started as yet. It has been a matter of 
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getting base line information. We have conducted numerous speed surveys, and community input 
and communication have been the mainstay of this proposal. We are getting advice from the 
community on where the problem streets are, and they will be treated in a different manner from 
the other streets. But, as important - and I think you will appreciate just how important this will 
be - this particular trial is being used to develop what I call a speed m�agement kit. It is not 
only being focussed on 50 km/h areas; this particular kit, when the model is calibrated, will be 
looking at problem areas within 80 km/h limit zones, 1 00 km/h limit zones, 70 krnIh limit zones 
and the like. It just so happens that we are focusing this particular one on the Mosman and North 
Sydney area. 

Mr GmSON (CHAIRMAN): What is the attitude of the Roads and Traffic Authority on other 
local government areas that want to do the same type of testing? 

Mr STAPLETON: I have had quite a few approaches from the western councils, and I have 
indicated to them that once we get this thing sorted out in the Mosman and North Sydney area, 
where we started, we need to go to those areas to recalibrate the model, because obviously there 
is a different set of circumstances prevailing in western Sydney than do prevail in the north shore 
area. 

Mr FORD: Nevertheless, Mr Chairman, the guidelines that come out of the Mosman-North 
Sydney exercise would be distributed across all councils in the State. 

Mr HUNTER (STA YSAFE): You talk about the Mosman-North Sydney exercise, but, 
generally, what would be the most effective and appropriate strategies that could be adopted to 
ensure compliance with the 50 km/h speed limit? 

Mr STAPLETON: As I have indicated, what we are looking at is an interactive process of three 
different types of methods. Whereas before, at least to my knowledge, it has only ever been a 
combination of signposting and some engineering element, together with an enforcement strategy, 
there has never been a social side to it. That has never really come into the equation. I read a 
paper in America where this was quite a successful technique, and I thought it is worth trying 
something of that nature out here. They call it Neighbourhood Speed Watch, to be precise. 

Mr SMITH (STA YSAFE): If there are different circumstances in the north shore areas 
compared with areas in western Sydney, why are you then sticking with 50 krnIh? 

Mr STAPLETON: No, we are not sticking with 50 km/h. We started off here with the model, 
and we have to calibrate depending upon conditions. So that, in order to have a model -----

Mr SMITH (STA YSAFE): You are basically using a 50 km/h speed limit, are you not? 

Mr STAPLETON: That is right, yes. 
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Mr HUNTER (STAYSAFE): Does the Roads and Traffic Authority have the resources to filter 
this information through to the public? 

Mr STAPLETON: Of course. That is the idea of it. As Mr Ford indicated to you, once the 
speed management kit has been developed, it is my intention, and of cours� the Roads and Traffic 
Authority's  intention, to send this State-wide. 

Mr FORD: In terms of traffic management strategies, perhaps Peter Croft could give some 
information on what has been tried historically in respect of engineering treatments and just how 
successful or otherwise they have been. 

Mr CROFT: Dating back to the 1970s in several places within Australia, not just within Sydney, 
there have been trials oflower speed limit areas. I guess one lesson that is prominent to me in all 
those trials is that where the new lower speed limit has been indicated by signs only, the results 
have been spectacularly insignificant. Where the speed limits have been introduced with physical 
devices - and, typically, they have been 40 km/h in local residential areas, with occasional 
narrowings and some platforms and that sort of thing - they have achieved what they set out to 
do. Signposts alone have not. 

Just picking up on Mr Stapleton's point: what those early studies did not really attempt to do 
much at all was to tap community views and attitudes about the whole thing. That is where the 
Mosman, or north shore trial, shall we call it, is different and is the way we do things today. I 
think we are learning a lot out of that. We know how people feel about speed limits and how we 
can address their concerns. 

In Australia, not a lot has been done in terms of the safety evaluation of those lower speed limit 
trials. A fair bit has been done on speed measurement, and a reasonable amount has been done 
on community views after the event. I guess the most recent and best conducted study is the one 
that Mr Stapleton referred to in Unley, South Australia, which is an older part of the Adelaide 
fabric, of which we have many examples here in Sydney. I think we have learned a lot from that 
in recent times. 

Mr JEFFERY (STA YSAFE): You mentioned the narrowing of streets and the humps and what 
have you. The cost of this is going to be mainly in local government areas, or urban or country 
town areas. Who will wear the cost of all this? Are you proposing that the Roads and Traffic 
Authority or local government will share these costs, or would it be up to the local councils to 
bear the full cost of the implementation of such a decision? 

Mr FORD: Where there is a clear safety benefit that we can identify, then the Roads and Traffic 
Authority will share funding with local government. But where the facilities are provided purely 
in the interests of improving the amenity of an area, then we would be looking at local 
government to pick up the cost. But, clearly, where there is a safety benefit identified, the Roads 
and Traffic Authority would share the funding with local government. 
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Mr CROFf: If I could amplify that point, Mr Chainnan. The proposal for a 50 km/h local street 
speed limit is not predicated on the requirement for having special devices. The devices that we 
are talking about currently exist in 40 km/h limits in tight local residential streets or outside 
schools. The 50 km/h speed limit is not associated with special devices. 

Mr GmSON (CHAlRMAN): If the Roads and Traffic Authority is so convinced that 50 km/h 
is the way to go, why are we doing testing and getting public opinion? What happens if, at the 
end of the day, the public say no, they do not want it, when you are convinced that that is the way 
to go? 

Mr FORD: We are putting this together as a proposal, Mr Chairman, on which we really want 
public feedback. We do need to get a clear appreciation ofthe acceptability of this proposal from 
the public's point of view, broader than the North Sydney and Mosman trials. I mentioned earlier 
that for some years now we have been under a lot of pressure from local government to look at 
ways and means of reducing speeds in local residential areas. We do need to get a broader feel 
of the general community attitude towards the 50 km/h question. 

Mr GmSON (CHAlRMAN): Surely you are not saying that 50 km/h is the way to go, but that 
you need the public to push you over the line to make that decision? 

Mr FORD: No. We are saying that the proposal that we are putting before you is a 50 km/h 
speed limit in residential streets, but to get that proposal integrated into our road network we do 
need community support and we do need the support of local government. 

Mr THOl\1PSON (STAYSAFE): Mr Stapleton, you indicated to the Committee the detail of 
the trials that are going to take place in Mosman and North Sydney local government areas. 
Could you give an indication of when you expect the trials to start and how long you expect them 
to go on for? 

Mr STAPLETON: I certainly can. It is anticipated they will start in mid-December; and once 
those trials commence, we are looking at revisiting the site in six months' time to conduct further 
communication exercises with the community as well as further speed trials and the like, just to 
gain some ide� of how effective or otherwise the trials have been. That is the work program. 

Mr THOMPSON (STAYSAFE): If I could follow on from Mr Hunter's  question on traffic 
management strategies. What changes do you think are required to enable effective enforcement 
of lower local road speed limits? 

Mr TAYLOR: Firstly, in the long term, the proposal to maintain a speed limit regime has to be 
seen to be achieved in the context, broadly, of the existing level of enforcement available in the 
State. That is in the long term. In the short term, though, what we are proposing is that any 
change would obviously require assistance in terms of people's understanding of that, and also 
assistance in respect of enforcing those speed limits at the appropriate time. But, there, we are 
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trying to build on the experience that we have built up of the combination of education or 
publicity and enforcement mechanisms. 

What we are proposing is that we have got the resources available substantially across the State 
in local government now to assist with educating local communities. about the issue, and 
supporting that at local level. That is linked into each of our regional structures. We would take 
the issue of the 50 km/h speed limit and the development of that, in its education and publicity 
program, through to the local level so that it has greater meaning. 

Then we would support that at the appropriate time - as I indicated earlier, when people are 
aware of what the change is, and they have an expectation that they should meet that change. We 
would be prepared to support that with part of the resourcing that we have allocated over this 
financial year for what is called enhanced enforcement, that is, providing additional resources at 
appropriate places and times to ensure that the public at that time are aware that it is an important 
road safety project. 

Mr FORD: Mr Chairman, Mr Stapleton mentioned earlier Random Road Watch, the strategies 
employed by the Queensland Police Service. Perhaps Gary could give you a brief rundown of 
what that entails. 

Mr STAPLETON: As to this Random Road Watch - and I have a paper here from the 
Queensland police - which we are adopting that as part of the trial, to see how effective that 
would be under New South Wales conditions. It appeared from speaking with Queensland police 
that it was-quite effective there. Very simply, it is a random road watch. It provides randomness 
of resource allocation. 

With the limited resources which we have, police are then able to schedule stationary vehicles at 
randomly selected locations and sections of road, like a random number generator. In effect, the 
community does not really know where the police are going to be at the time. So, with a very 
limited resource, it gives the feeling that you could be around the corner. This, I think, is very 
effective in terms of the very limited resources that police have. So this is part of the trial. We 
are going to try this particular method as part of our enforcement strategy in the north shore trials. 

Mr GIBSON (CHAIRMAN): Is that the same type of program that they had in Tasmania a 
long time ago? 

Mr FORD: Yes, it is, Mr Chairman. I believe it has also been trialed in New Zealand. 

Mr TAYLOR: The reason that that is quite significant in relation to the 50 km/h speed limit is 
that it is a low-level resource. The random nature of the allocation should support - in theory, 
anyway - ideally, a 50 km/h speed regime in residential streets. That should not take away, in 
the longer term, the resourcing available for other forms of enforcement on other roads of the 
State. That is the key issue. 
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Mr GmSON (CHAIRMAN): Have you got any data on its trial on the Pacific Highway? 

Mr TAYLOR: Yes, we do. We have an analysis of the trial on the Pacific Highway. That data 
can be made available to the STA YSAFE Committee. That analysis, from my understanding, was 
not as positive as some of the other analyses have been on static enforcement. 

The Hon. J. S. TINGLE (STA YSAFE): If we did introduce a 50 km/h speed limit on 
residential streets, would we need to modifY the present technologies and present procedures for 
enforcing it, to support the introduction ofthat limit? What changes will need to be made? 

Mr TAYLOR: Clearly, there would be greater detail about this from the point of view of the 
Police Service. Existing technology would assist with a static enforcement program. I do not 
think: for static enforcement you would need substantially different existing technology. However, 
there are emerging technologies which would benefit the local street environment. I am sure the 
Police Service will talk to you about laser speed detection devices. 

Those devices have the advantage of being much more discriminatory and avoiding, as I 
understand it, a lot of the noise that comes into the existing radar-based technology in urban 
environments. It may be that, ultimately, that is required. The static enforcement procedure 
probably would not require extensive resourcing at this stage of technology, as it uses, certainly 
in Queensland, general duties police in that static role. 

The Hon. J. S. TINGLE (STAYSAFE): What about the question of penalties and the demerit 
points system? I would imagine there would need to be changes to the Traffic Act 1 909 because 
of the fact that we would be working on different speed limits and so on. And what about the 
adoption of a cautioning system, since people would need to get used to the lower speed limit? 
Have you thought of that? 

Mr CROFf: Speeding penalties are referred to in terms of how many kilometres per hour above 
the limit one is travelling at when apprehended. So it does not really matter what the limit is in 
terms of the particular offence. At the moment, if one is travelling 1 5  km/h above the limit, or 
between 15  krn/h and 30 kmIh, or over 30 kmIh, there is a particular penalty regime that applies 
in terms of demerit points and monetary penalties and, at the very top end, licence loss. 

Introducing something like a 50 km/h speed limit does not require that any of that structure 
should change. Coincidentally, there is some review of that penalty structure going on at the 
moment, and it might well lead to some change. But change is not necessary or essential for the 
introduction of a 50 km/h speed limit, as we have outlined. 

Mr GIBSON (CHAIRMAN): Can you be a bit more specific about the review? Does that 
mean that although it is 1 5  km/h over the limit, it could be 1 0  km/h over the limit for penalty . ? pomts, etc . .  
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Mr CROFT: I think it is fair to say, Mr Chairman, that that is one ofthe alternatives that is in 
the review, as I understand it. At the moment, it is 1 5  km/h increments. I think if you trace it 
back, it comes back to 10 mph way back in the early 1 970s. But, obviously, we cannot deny what 
social research is telling us. People think in terms of 1 0  km/h increments. Our research quite 
clearly shows that people think in terms of 10  km/h above a limit, or 1 0  lqn/h below a limit, and 
they tend to behave accordingly in their understanding of 10  km/h increments. So it is an 
alternative that must be looked at. 

Mr JEFFERY (STAYSAFE): Mr Ford, how will it be decided if a local street will be subject 
to a 50 km/h speed limit? Who will be involved in the decision-making process? 

Mr FORD: Under the 50 km/h residential speed limit proposal all residential local roads will be 
subject to this limit unless there are good reasons for applying a speed limit either above or below 
that. I am talking about 60 kmIh, above, or 40 kmIh, below. The processes that we use are 
currently through our local traffic committees and local government in concert with the Police 
Service and other community groups that may be involved. For example, with the 40 km/h school 
zones, we worked very closely with the schools, and we worked very closely with local 
government and the police in establishing those zones. Mr Stapleton could speak at length about 
that particular program. 

In areas which are, if you like, local roads which are industrial or have very low residential or 
school activities, it might be appropriate under this proposal to have a 60 kmIh limit. My 
suggestion there is that the proposal that we are talking about here would apply to all urban 
residential meets unless there were good reasons either to increase the limit to above 50 km/h or 
to decrease it to below it, as we do with our school zones. The process there would be through 
the local traffic committee and local government. 

Mr GmSON (CHAIRMAN): If you make it too flexible, though, would it not become too 
much ofa dog's dinner, with people driving at 50 km/h and 60 km/h and then turning the corner 
and being up to 70 kmIh? 

Mr FORD: I agree with that entirely, Mr Chairman. The role of the Roads and Traffic Authority 
in that process �ould be to put in place some fairly definitive guidelines that local government and 
others could employ in making determinations on what would be the appropriate speed. 

Mr CROFT: Mr Chairman, if I could amplify that point. There are, of course, objective 
guidelines in place at the moment which help our agency and local government to reach some 
understanding on what is the appropriate limit for roads. Those guidelines would have to be 
amended slightly to take account of adding the 50 kmIh zone into the other hierarchy of speed 
limits. 

Mr JEFFERY (STA YSAFE): Mr Croft, could you describe the NLIMITS system, and indicate 
whether it has application to the proposed introduction of 50 km/h local road speed limits? 
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Mr CROFT: NLIMITS is the name given to a computer-based tool which helps practitioners 
determine what is an appropriate speed limit for a stretch of road. It is currently in use in New 
South Wales. It is part of using the guidelines which practitioners in our agency do. It is really 
a compilation, as it were, of the experience and expertise of traffic engineering practitioners. It 
has developed into a computer-based tool which has all the logic built into it. I guess it is an 
electronic version of a committee, if you like. It is in place. It would need to be amended slightly, 
just as the guidelines would need to be amended, to take account of an additional limit of 50 
kmlh. It  is  not only in use in New South Wales; it is  in use in Queensland and Victoria, and I 
understand New Zealand is looking to use it as well. 

Mr GmSON (CHAIRMAN): Can you send the STAYSAFE Committee some data on that 
system? 

Mr CROFT: Certainly. There are published reports available on that which we could make 
available to the STA YSAFE Committee. 

Mr THOMPSON (STAYSAFE): What are the implications of the introduction of a 50 km/h 
speed limit on residential streets in New South Wales for road safety, particularly with reference 
to the incidence of intersection crashes, and for pedestrian and bicycle safety? 

Mr TAYLOR: Mr Chairman, ifl might commence on that question. I am sure that Peter would 
like to add to what I say on that. We believe that there would be a quite substantial impact on the 
general level of road trauma that occurs on residential streets by virtue of a 50 km/h speed limit, 
even assuming the current level of compliance and/or non-compliance which occurs over the 60 
km/h limit. In other words, if you translate that level of compliance or non-compliance to a 50 
km/h environment, you should get quite a substantial reduction in casualty crashes, particularly 
in respect of pedestrian crashes. 

There is some recent work that has been undertaken in South Australia which identifies about 180 
pedestrian fatality crashes and sets a range of different criteria to apply to those crashes. One of 
those is that if you reduced the speed limit in that crash environment by 1 0  kmIh, and even 
assuming a level of non-compliance, you would get something in the region of a 20 to 25% 
reduction in pedestrian casualties. 

The reason that the reduction is so large is the twin effect of speed on road trauma. The 
increasing or reducing of speed has an effect on both the frequency of crashes that occur and also 
the severity of those crashes. So, if you reduce speeds even a little across the system, you will 
stop some crashes happening, because drivers have greater opportunity to manoeuvre, and the 
wash-off of speed is much quicker at a lower speed. So you will have some crashes not happening 
at all. 

That was in fact shown in the South Australian trial in which, when they applied that information, 
they found that something in the region of 1 0% of crashes which occurred and had resulted in 
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deaths, if they had applied in a 50 km/h environment, would not even have occurred, the person 
would not have been hit. So that is an immediate reduction in total trauma. But, as well as that, 
every crash that occurs would occur at a slightly lower speed, and you would expect the severity 
of injury resulting from those crashes to be less as a result. So you get a multiplier benefit, if you 
like, in road safety terms. 

Mr THOMPSON (STA YSAFE): What do you think would be an appropriate time frame and 
implementation schedule for introducing a 50 km/h local road speed limit in residential areas 
within this State? 

Mr FORD: There is no proposal to introduce a 50 km/h local road speed limit into New South 
Wales. So we really have not put a lot of thought into the logistics oftime frames, etc. But it 
would be fair enough to say that in the process of implementation we would need to have full 
community consultation in working out various schemes for various areas. Perhaps Peter could 
say a little on the logistics of that. A period of up to 12 months may be required before we would 
have in place schemes which the community is comfortable with in different urban areas of the 
State. But, as I say, we have no definitive proposal to go with the 50 km/h urban speed limit at 
this stage, and as such any thought about implementation is very much in the early days. 

Mr THOMPSON (STA YSAFE): I thought there was mention earlier of a six-month trial on 
the lower north shore, and therefore surely you must have some idea of a time frame for 
implementation. 

Mr FORD:- Certainly. With the six-month trial on the lower north shore we are virtually 
experimenting with those three areas that Mr Stapleton spoke about earlier, as to the engineering 
devices, the local community communication, and the different styles of enforcement. After that 
six-month period we would be looking to put in place a package - and that may well take 
another three months - in the most effective way, given that trial, to effectively put in place a 
50 kmlh urban speed limit. There are different communities across the State. We have rural 
versus urban conditions, for example. The adaptation, as Gary mentioned earlier, of the model 
to suit western Sydney in its own right would take us time. 

So it is very hard to put a specific time frame on what we are discussing here. Firstly, we have 
not really worked through it. Secondly, we are still experimenting, if you like, with our trial. 
And, thirdly, the next step in that is to look beyond the trial to the application of what we find in 
different urban areas of the State. And then to communicate that change to the different 
communities involved. So, Mr Chairman, with all respect ----

Mr GillSON (CHAIRMAN): If! could interrupt. I am getting a mixed message. 

Mr FORD: I am sorry, Mr Chairman. 

Mr GIBSON (CHAIRMAN): That is mainly because each speaker has told us exactly what 
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they feel about the 50 km/h speed limit - that it is going to save lives, it will decrease the number 
of accidents, and it will give us greater financial benefits - yet you are saying that you are going 
to wait until you find a position that the community is comfortable with before you make a 
decision on it. I ask the question again: Ifat the end of the day the communities say "We are not 
comfortable with the 50 km/h speed limit" is the Roads and Traffic Authofi,ty going to walk away 
and say, fine, that's  it, we will leave it at 60? 

Mr FORD: Mr Chairman, our major concern is to ensure that the 50 km/h speed limit actually 
works; that we have in place communication strategies and enforcement strategies and 
engineering strategies which, as a package, are effective in maintaining the 50 km/h speed limit. 
I am sorry that we have this trouble with communication again. Fundamentally, I need that 
community support to ensure that we actually get the speed regime that we are after. For 
example, it would be totally pointless putting a 50 km/h speed limit on a high speed road. That 
is the end point that we are talking to. So the communication strategies must work, the 
enforcement strategies must work, and the engineering strategies must work such that, as a 
package, we have something that we can effectively employ across New South Wales. 

Mr HUNTER (STAYSAFE): So you are saying that in about 12 months' time you think you 
may be able to refine the proposal to a point where it could be implemented if the decision is made 
to implement it? 

Mr FORD: Based on the current timing of the north shore trial, yes, that would be appropriate. 

The Hon.-J. S. TINGLE (STAYSAFE): This is fine. We would all like to reduce accidents on 
our roads, and we would all like to see fewer smashes, but are we just talking fine theory? You 
talk about getting the enforcement into place, and getting the engineering into place to make the 
50 km/h limit work, when we cannot make the 60 km/h limit work. And the 40 km/h limit around 
schools is not, as far as I can tell, working either. It is a great idea, but what is the point of 
bringing it in if we are not sure we can make it work in 12 months or two years or three years? 

Mr FORD: Could I address the latter part first, the 40 km/h limit around schools. When that 
initiative first came in - and that is going back two or three years now - it was largely put in 
place with sig!1Posting with, if you like, a modicum of engineering treatment. At that stage we 
were looking at enforcement strategies to go with it - the beat policeman, for example. We have 
learned a lot over the last two years, and Gary could talk at length about his experiences in that 
area, but we now believe that in terms of the 40 km/h school zones we have effective guidelines, 
we have a combination of the engineering treatment, the type of enforcement strategy that needs 
to be employed, and we also have the very strong local community support, that is, consultation. 

The Hon. J. S. TINGLE (STAYSAFE): You have got that, but is it working? I do not think 
it is. 

Mr FORD: We are getting quite good results in those areas where we are employing that three-
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level strategy. There are enormous numbers of schools across the State, and we have not got all 
those communities up to that level at this stage. Perhaps Gary would like to talk on some the 
survey work that we have done, and about the different devices and strategies that we have used 
in different areas. 

Mr STAPLETON: Mr Chairman, at a previous presentation I gave to you about our treatment 
of school zones I mentioned that we are using a three-level treatment. We do appreciate that we 
will have problems in some areas. So we choose a low-level treatment, which is simply a revised 
type of sign, a more conspicuous sign. I think I showed that to you as being a yellow-type sign. 
The next level of treatment that we are using is an engineering type of treatment, inasmuch as we 
use a road narrowing. 

If we look at some of the fundamentals of traffic behaviour, road narrowing does cause a 
reduction in speed. In effect, the results of our speed surveys have indicated just that. Our last 
level, or our top level type of mechanism, was a flashing light. We have a flashing light associated 
with the signs, with, if required, a road narrowing as well. All our road surveys, which you do 
have a copy o( have indicated that we are getting reductions from those types of treatments. So, 
in effect, when we talk specifically about school zones, the types of methods that we are 
employing, notwithstanding the fact that we do have enforcement associated with them, are 
getting results. 

The Hon. J. S. TINGLE (STAYSAFE): Ifwe accept that you are g�tting results with the 40 
km/h zones - and I take that with reservation - what about the 60 krn/h speed limit? We have 
never enforced that. We cannot enforce 70 km/h in the harbour tunnel. I am not saying that it 
is not a good idea; I am saying what is the good of having a good idea if you cannot make it 
work? 

Mr FORD: We are working very closely with the Police Service as part of the Speed 
Management Task Force. The issue you have raised is quite under the microscope at the moment. 
Ray mentioned earlier our enhanced enforcement program with the Police Service. A good deal 
of that effort is really going into speed enforcement. We are also looking at drink-driving, etc., 
but the speed enforcement area is one of those crucial areas that we wish to address very closely 
with the Police Service. 

Mr TAYLOR: I think you are absolutely right in terms of urban traffic speeds. The arterial road 
network, or the network where most vehicles are travelling in the 1 960s, 1970s and 1 980s, when 
you look at the speed profiles and the observation data that is taken year by year, those are the 
areas where we have got the broadest range of speeds and the largest proportion of drivers 
exceeding the speed limits. They are the most difficult areas to deal with. 

My feeling is - and I may be wrong in this - that there is a time of change in respect of dealing 
with the local street environment. Despite those speeds on those roads, we have already indicated 
that there is a substantial proportion of the trauma occurring in local street environments and we 
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can get some benefits from there. We have clearly got local residents saying, "Hang on, this is 
our patch, and we are happy to look at our patch being considered." So that the relationship 
between local residents and the driver who drives through it would generate a different relation 
in respect of a 50 km/h speed limit. 

That is one of the reasons for the community support notion. We have got pretty clear evidence 
that where communities see a road environment as being one which they think is reasonably 
related to the speed limit set, then there is a reasonable level of compliance. If we could generate 
that amongst the communities with respect to the local street environment, clearly identifying 
what local streets are, and their purpose, then I think we have got a fair chance of being able to 
achieve that. That is achievable, whilst we work on the enforcement on the main street 
environment. 

Mr FORD: If I might add one thought to that. The notion that "This is our patch and somebody 
is speeding through our patch" is a very common view that comes out of any discussions that we 
have with local community groups, for example. We have found in the past in a number of cases 
that it is' actually members of that same community group who are actually speeding. It is 
perceived by the remainder of the community as being somebody from outside the community, 
whereas in fact it is a member of that community. 

The targeted communication - the local acceptance - does go a long way to getting the notion 
of the patch, if you like, and protecting the patch fairly widespread. We found that in Mosman 
and North Sydney. There is a stated comment there that the people who are speeding through 
the residential streets are through traffic motorists. We would be very surprised if that was the 
case. I think in the main they are residents. 

The Hon. J. S. TINGLE (STAYSAFE): So you are depending on peer group pressure, in 
effect? 

Mr FORD: Yes. 

Mr TAYLOR: In effect, yes, but it is a powerful influence. 

-

Mr SMITH (STAYSAFE): One of the most important aspects of the implementation of the 50 
km/h speed limit is its effectiveness once implemented. What are the processes and procedures 
required to monitor and evaluate the effectiveness of a 50 km/h local road speed limit in 
promoting road safety? 

Mr FORD: Perhaps I would ask Mr Croft to answer that question. 

Mr CROFT: Three things have to be measured. They are the speeds of the vehicles on the 
streets, the attitudes ofthe community to the new speed limit, and the crash effects. Those three 
things have to be measured before any change is introduced, so that we continue our base line 
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data and make sure we have got covered everything that we need to have covered. They need to 
be measured at several points after the implementation or after any further change, so that we can 
identify those effects and improve or refine and, to include all options, to change. 

So there is the need for a development of a proper monitoring and evaluati�n program that covers 
all those matters. Discussion has already taken place in research circles as to how that will be 
done, both within one jurisdiction, like New South Wales, or whether it goes more broadly 
throughout the nation. So a series of measurements would have been done and the results of 
those measures would be fed back to the community along with appropriate information and 
educational material, so that the public is aware of it and could assess and address the concerns 
of the community about those measurements. 

Mr TAYLOR: It may be useful to add one point to that. That is that New South Wales is well 
placed with respect to an existing collection of data in those three years and is, from my 
experience, far better placed than almost any other State in that regard. So a lot of it has already 
been done. 

Mr SMITH (STA YSAFE): Another aspect is residential planning. What are the implications 
of a lower residential speed limit for residential planning and street design? Are there any major 
alterations that would have to be undertaken in that respect? 

Mr CROFT: There are already moves being made towards a lower speed in urban street design. 
There is a national code which sets out how residential areas need to be developed. A 
fundamental-part of that is a lower speed environment. That is reflected in the-lengths of roads 
and the narrowness of streets, and so on, in a residential setting. This is already addressed in 
guidelines which our agency has promulgated, Guidelines for Traffic Generating Developments. 
A section of it talks about subdivision design, and at its very heart is the idea of a lower speed 
environment, such that narrower and shorter roads are recommended for that very purpose. 

So that implementing something like a 50 kmIh speed limit as we have been describing would, I 
suggest, hasten that process and the thinking of local planners and people in our own agency to 
make sure that new areas which are being designed and constructed would have a lower speed 
environment, _and also so that existing areas could have some minimal treatments, perhaps in 
different streets or whatever, to make those environments appear to be lower speed environments, 
and that they are managed so that they are. 

Mr GmSON (CHAIRMAN): Will the package of 50 km/h speed limit measures fit into the new 
urban designs? 

Mr CROFT: Certainly. As I was alluding to, the way of designing new residential areas is 
moving towards a lower speed environment. The way of managing and refurbishing existing 
residential areas is more encouraging these days, with malls and shared space for vehicles and 
pedestrians. At the very heart of that is a low speed environment. So I see them fitting together 
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very well. 

Mr FORD: Mr Chainnan, there are some examples that have been put in place over the last ten 
years in different areas of Sydney, where local road carriageway widths are significantly lower, 
where the geometry, the radii for example, are tighter, where parking is �ot provided for on the 
carriageway but on a rollover kerb adjacent to the road. There are some examples in Baulkham 
Hills and Campbelltown where subdivisions have been laid out along those lines. 

Mr GmSON (CHAIRMAN): Could you inform us of some of those addresses so that we can 
have a look at some of those? 

Mr FORD: Certainly. 

Mr SMITH (STA YSAFE): Mr Stapleton mentioned the three different designs for a 40 km/h 
limit outside schools. I have a school in Merimbula, and I have been writing to the authorities and 
the Minister because of complaints coming in to me, trying to get the solar flashing light system 
put there. I am afraid I was totally ignored. I was basically told that for the community in which 
they were exceeding the speed limit there were no changes proposed for the system. That would 
be at least six months ago that I wrote those letters. 

Words are all very good, but when there are indications that the speed is being exceeded and you 
are being told about that, and even though you say there are three different categories, how do 
you get into the other categories? We were told when you made your presentation of 300 schools 
that have this flashing light system. Tathra is another school that I have complained about. 

Mr FORD :  If I might come in on that one. Could you send me details of the two schools 
involved? 

Mr SMITH (STAYSAFE): I could send the letter to you. 

Mr FORD: Yes, please. But could I make this comment. The flashing lights have proven to be 
extremely popular. As soon as Mr Stapleton put them up, in fact we were absolutely inundated 
with requests from all over the State to have them outside their schools. 

Mr SMITH (STAYSAFE): My personal view would be that they should be standard equipment. 

Mr FORD: It is purely the logistics of catching up with demand. Gary is overworked these days 
trying to get these things up as quickly as he can. 

The Hon. J. S. TINGLE (STA YSAFE): I am locked into what Mr Smith was saying, Mr 
Chairman. It is more important to me that we say to the Roads and Traffic Authority that we 
think it is a great idea to bring these things in but I would like to be sure that they will actually be 
implemented. What about the implications of a lower residential speed limit for local government 
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traffic planning and practices? 

Mr FORD: I pick up from what Peter was talking about a moment ago about residential street 
design. Peter spoke briefly on the implications that the lower speed limit would have in the 
established local residential streets, those roads that were built in the 1 �40s, 1 950s and maybe 
even the 1 960s where the speed limits were in fact higher. The Authority has put out from time 
to time guidelines on how to treat established streets with a view to getting the speed limits down. 
Certainly, the Roads and Traffic Authority for its part would be updating those guidelines to put 
in place recommendations for appropriate treatments in different urban roads, depending on when 
the roads were in fact built. Mr Croft might have further comment on that. 

Mr CROFT: I think that has been basically covered, but I would add that it is in the existing 
local street area where the greatest challenge lies, and that is to manage it so that we do have a 
low local speed environment. 

Mr FORD: There is one other thought, too. The vehicle for implementation does come back 
to the local traffic committee, in concert with the Police Service and the Roads and Traffic 
Authority. We do have a consultative forum running in Sydney, and it will be running in other 
parts of the State in the near future, and we use that as the vehicle to put in place some of these 
ideas, with elected people in local government and senior officers, if you like, to let the detail 
follow at the lower level. 

Mr Stapleton, for example, has given many presentations to the consultative forum of local 
government, as did other staff from the Roads and Traffic Authority. One of the areas of major 
interest is how to manage existing urban roads where the roads were put in place in the 1 930s, 
1940s, or even prior to that, where speed is an issue, where heavy trucks might be an issue, etc. 
That forum is there and the guidelines for the local traffic committee provide the vehicle. 

Mr SMALL (STA YSAFE): Some residential areas have speed humps to try to reduce the speed 
of traffic flow and also keep down noise levels. If we reduced the speed limit to 50 km/h or 
thereabouts, would you see the speed humps as not being needed? 

Mr FORD: In some cases, yes, that would be the case. There are more friendly devices around 
than speed humps. Let me make that clear. There are a variety of raised platform devices which 
are easier on the car as well as for the residents who are living adjacent to that particular device. 
We have had over the last 1 5  years in Sydney some very poor practice with the installation of 
speed humps, and unfortunately that has done the speed hump an injustice in many cases. 

But, certainly, some of the new traffic management devices that are going in are better thought 
through. They have a shallower rise on them, so that there is not that abrupt change, and 
secondly they are more acceptable, in terms of the noise they generate, to local residents living 
adjacent to the devices. 
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Mr SMALL (STA YSAFE): A bit like the airport devices that you were talking about, which 
are a bit more acceptable. 

Mr FORD: Ten years ago or :five years ago even, to have a speed hump put outside your house 
was a terrible thing to happen; it kept you awake at night. There has been a tremendous amount 
of retrofit as to how the speed hump is actually profiled without in any way affecting its 
effectiveness in reducing speeds or reducing the level of noise intrusion locally, to make it a better 
facility for accommodating buses and vehicles with a more rigid suspension. That retrofit will go 
on for some little time yet, but it is happening. 

Mr SMALL (STAYSAFE): I appreciate your answer. The other thing is that where you have 
a speed limit of 1 00 km/h you have an 80 km/h speed limit for probationary drivers for the first 
12 months. Would you see a reduction in the 50 km/h speed limit for probationary drivers, or 
would you think they could drive at 50 km/h or 60 km/h speed limit, or whatever speed is set for 
residential areas? 

Mr FORD: I would see absolutely no reason to change the regime as it presently exists. 

Mr SMALL (STA YSAFE): In other words, they would drive at the prevailing speed limit? 

Mr TAYLOR: At the prevailing speed limit, yes. 

Mr GmSON (CHAIRMAN): What effect will the 50 km/h speed limit have environmentally, 
on green nouse gas emissions, noise, etc.? 

Mr FORD: As Mr Croft indicated earlier, based on research that we are aware of, the emissions 
certainly would be done; and in those areas where we get significantly over 60 km/h speeds 
occurring, in night time hours particularly, and on the ad hoc occasion, to bring those speeds 
down, particularly in the night time environs, would have a significant environmental benefit as 
well. 

Mr GmSON (CHAIRMAN): Could that be quantified at this stage? 

Mr FORD: In terms ofthe emissions, yes. There has been some quantification. We find that, 
in terms of urban noise from roads, probably the most difficult area is sleep disturbance and peak 
noises at night time hours. Any mechanism to bring those noise levels down - and a reduction 
to a 50 km/h environment would do that - we believe would make significant inroads into 
reducing sleep disturbance. We can certainly give you quantification on emissions. 

Mr CROFT: There has been research looking at emissions, fuel consumption and related 
matters. It is a fact that lower constant speeds lead to the use of less fuel and the emission of 
fewer noxious gases. That is fact. It is fair to say that in the overall scheme of things, specifically 
introducing a 50 km/h speed limit as we have described would have quite a small effect on 
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emissions and fuel consumption in the totality of the picture moving around the metropolitan area, 
for example. It is small, but it is in the right direction. 

Mr GmSON (CHAIRMAN): What about travel time? 

Mr CROFT: Again, it is a very small effect. We have addressed that in the submission. We 
point out that the research results available clearly indicate that it is of the order of seconds that 
are added to a journey if one drove at the new speed limit. That is understandable when you think 
about it, because a very small proportion of the time of a journey is actually travelled at the speed 
limit; most of the time is spent in turning corners, awaiting for cars in front of you, and allowing 
buses to come out of bus stops, and all those sorts of things. There is a very small effect on 
journey times. There are some figures in the submission. 

Mr HUNTER (STAYSAFE): Is there any data on what percentage of drivers are exceeding the 
60 kmIh speed limit in local streets? 

Mr FORD: Yes, there is. 

Mr HUNTER (STA YSAFE): Do you know how many are exceeding the speed limit? 

Mr CROFf: There is a total in the submission that looks at different types of streets - arterial 
roads, sub-arterial roads and local residential streets. In the local residential streets you will find 
that something like 3 5% of people travel at greater than 60 km/h speed limit already. In the sub
arterial roads, you will find that up in the range of 60% of people travel at more than the speed 
limit. And it is even worse on the arterials. That is why we have seen in recent years the arterials 
having their speed limits changed. 

Mr HUNTER (STAYSAFE): You said that in South Australia there was a study showing that 
during the trial period of a 40 km/h speed limit people were travelling at 50 kmIh. If we introduce 
50 km/h speed limits in our local residential streets, will we see a corresponding fall of about 10 
km/h in the speed of vehicles, so that we will still have 3 5% of people exceeding 50 km/h once 
we lower the speed limit, but overall we will have a reduction in the speed of vehicles in those 
streets? 

Mr CROFT: I think you are dead right there. What you have just described is what we will see. 
We will see some reduction, but obviously not everybody will comply. We know that. That is 
human nature. But there will be a reduction. One of the things that it will enable is the more 
vigorous apprehension of those people who are currently travelling at inappropriate speeds. 
People who are travelling at 65 kmIh now will be doing so much more than the speed limit in 
those cases. It will enable them to be apprehended more readily. 

Mr TAYLOR: In road safety terms, though, that outcome would be terrific. Even if we did not 
get any better speed compliance under the new regime, we would expect a 20-25% reduction in 
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speed, which would be a saving of something like 20 lives and round about 200 serious injuries. 
That is not to be sneezed at. 

Mr SMITH (STA YSAFE): That is really the answer to the question. 

Mr TAYLOR: Yes, we would like to get better compliance, but -----

Mr SMITH (STA YSAFE): But, even if it remained the same, you would get better results. 

Mr TAYLOR: Yes. It is a sort of shifting of the profile back to the left, speaking in tenns of 
graphs. 

Mr GmSON (CHAIRMAN): I thank you for your attendance and for your expert evidence. 
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NRMA witnesses 

Mr Nigel Charles McDonald, Project Officer 
Mr Andrew Richard Macky, Manager, Traffic Engineering, 

Mr GmSON (CHAIRMAN): Thank you, Mr Macky and Mr McDonald, for appearing before 
the STAYSAFE Committee today. Your presence before the Committee today is to provide the 
overview of the position of the NRMA regarding the inquiry into the proposed introduction of 
a 50 km/h local road speed limit on residential streets in New South Wales . . . .  

I note that the STA YSAFE Committee has received a submission from NRMA Limited. Would 
you like that to be included as part of your sworn evidence? 

Mr McDONALD: Yes, we would. 

Mr GmSON (CHAIRMAN): Before I commence with fonnal questioning, I understand that 
you have a brief presentation to make to the Committee before we move on to putting fonnal 
questions. 

Mr MACKY: I think we can incorporate that into the questions, if you are happy with that 
procedure. 

Mr GmSON (CHAIRMAN): Yes, I am happy with that. I will then ask the first question. Can 
you describe and discuss the issues seen as important by the NRMA regarding the findings 
reported in previous research into lower residential speed limits that has been conducted in 
Australia and overseas? 

Mr McDONALD: There has not been a great deal of research or experience with lower speed 
limits in Australia. Most Australian experience with lower speed limits in local areas has been 
associated with local area traffic management, which has involved the provision of physical 
devices, such as speed humps, to reduce speeds. 

The Australian trials that the NRMA has noted in our submission include the trial in Unley, South 
Australia, of a 40 km/h limit; 50 km/h in the W ahroonga-Turramurra area; and the pending 50 
km/h speed limit trial in the Mosman and North Sydney areas. There have been a number of 50 
km/h trials in Melbourne also, including the suburban municipality of Preston. They have been 
reported as having little effect on traffic speeds. 

A similar trial in New South Wales, in Wahroonga-Turramurra, reached a similar conclusion. 
However, we would like to point out that those trials have generally been applied to limited 
geographical areas, over short periods of time, without high levels of education, enforcement or 
other supporting measures. It is therefore difficult for us to raise any important points or draw 
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any conclusions from Australian trials. For overseas experience, I will ask Andrew to elaborate 
on that. 

Mr MACKY: We have some evidence of reduced speed limits, or 50 km/h general urban speed 
limits in a number of overseas countries, particularly in Europe. The mo.st recent would be the 
Danish change, where in 1 985 the general urban speed limit was reduced to 50 kmIh, and that 
reportedly resulted in a 24% reduction in fatalities and a 9% drop in crashes. Certainly, if that 
was applied to the New South Wales situation and last year's road toll, we could possibly have 
1 5 5  fewer deaths on our roads. It is important to note, though, that whilst the change in 1 985 
was to a general urban speed limit or a blanket 50 km/h speed limit in urban areas, Danish 
authorities are now implementing speed zoning whereby they are increasing speed limits on 
certain roads to better match the speed environment of that particular route. 

We need to take some degree of caution when we look at overseas research. Many of those 
countries have dense urban environments, with typically narrower residential streets than we have 
in Sydney or in other parts of Australia. Such environments are conducive to a lower speed. Our 
lower urban densities, wider local roads, and generally more spacious surroundings tend to 
encourage higher speeds. There is also little data available describing compliance rates with speed 
limits in those overseas jurisdictions, and therefore it is very difficult to gauge exactly how the 
community has reacted to those changes. 

Mr HUNTER (STA YSAFE): What was the NRMA's involvement in the change of the New 
South Wales urban speed limit from 30 mph to 3 5  mph in 1 964? Is the NRMA able to supply 
copies of any correspondence, reports, briefing papers and so on relating to that change? I guess 
what the Committee is interested in is determining an understanding of how attitudes and 
practices to speed management and, in particular urban speed management, have changed over 
the last three decades. 

Mr McDONALD: NRMA has not found any information on how we were involved in that 
specific change. However, we have found some information in one of our publications, Road 
Safety Milestones, relating to some of the circumstances of the change. We found that on 1 May 
1 964 the limit in built-up areas was increased from 30 mph to 3 5  mph, and some of the important 
points for that change were listed as: firstly, it brought New South Wales into line with other 
States and Territories and with the national traffic code at the time; secondly, that vehicles as well 
as roads were now acknowledged as being far superior to what they were when the speed limit 
was introduced in 1 937. 

The only other information that we have is that the speed limits increased again from 3 5  mph, 
which was 56 kmIh, to 60 km/h in 1974, I think it was, to coincide with the conversion to metric 
units. Apart from that, we cannot provide any further information or documentation. 

Mr GmSON (CHAIRMAN): Did NRMA support that increase from 30 mph to 3 5  mph in the 
speed limit at the time? 
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Mr MACKY: I would say that the NRMA would not have opposed that change, given the fact 
that roads had improved, vehicles had improved, and there were implementations such as the seat 
belt requirements, which had a dramatic effect on the road toll� and, therefore, in order to balance 
out those tougher measures with some measures which the community would accept, they would 
not formally have opposed that 60 km/h limit. But, having said that, I cannot verify that. I cannot 
verify that because we have not got any documentation to enable me to do so. 

Mr GmSON (CHAIRMAN): From what you have just said, I would have thought that roads 
would have improved a lot from 1 964 until now, and cars would have improved also, and they 
were the reasons that you supported the increase in the speed limit at that time. Yet now you 
support a decrease in the speed limit. For what reason? 

Mr MACKY: I think that is a good point, Mr Chairman, but I think: we should make one thing 
clear. The roads that we would like to see a lower limit on are the same roads that were around 
back in the 1960s and 1 970s. Those roads have not changed. On the roads that we do now have 
and did not have then, such as our freeways, rural freeways and urban freeways, we would like 
to see speed limits increased, where appropriate, to better match the roadside environment. From 
our perspective, that will be a crucial step if we are to get community support for lower speed 
limits in residential areas. 

Mr HUNTER (STAYSAFE): You said it was on 1 May 1 964 that the speed limit was increased 
from 35 mph. When was the 60 kmIh speed limit introduced? 

Mr MACKY: I think it was in 1974, when the imperial measurements were converted to metric. 

Mr McDONALD: That increased the speed limit from 56 kmIh, which was the equivalent of 35 
mph, up to the present 60 kmIh. 

Mr HUNTER (STA YSAFE): What is the present 60 kmIh converted back to miles per hour? 

Mr MACKY: About 3 6  or 37 mph, I would say. 

Mr HUNTER (STAYSAFE): From the point of view of the NRMA, what important lessons 
can be learned from an examination of the speed management practices in other jurisdictions in 
Australia and overseas, particularly in terms of identification of current practices for setting of 
urban speed limits and the introduction of lower local road speed limits in residential streets? 

Mr MACKY: Based on the research that we have been able to obtain, the lesson seems to be 
that we very much need to ensure that speed limits match the prevailing traffic conditions. One 
is for the reason that this concept of setting speed limits to better match the road environment 
reduces speed dispersion. Now, speed dispersion has been identified as a cause of crashes. So, 
in other words, if you have a stream of traffic or platoon of traffic all travelling at a similar speed, 
that is much safer than having vehicles travelling at different speeds within that traffic stream. 
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A good example can be gained from what happened in  Victoria. In 1990-91 there was a 
parliamentary inquiry into speed limits in Victoria. The result of that inquiry was a decision to 
,have a comprehensive review of speed limits across Victoria. In other words, a review of speed 
limits on all roads in Victoria. A set of speed zoning guidelines were developed. What resulted 
was that speed limits were uniformly set across the Victorian road network. 

So, in other words, a road of similar appearance or similar traffic characteristics in one part of 
Victoria would have speed limits similar to a road in another part of the State, given that those 
two roads had similar traffic characteristics. We feel that such a review is urgently required in 
New South Wales. The Roads and Traffic Authority has recently reviewed and issued its new 
speed zoning guidelines. NRMA would like to see these guidelines put into practice immediately 
and a comprehensive review of all speed limits take place in New South Wales. We feel this is 
crucial in order to gain uniformity on speed limits but also to gain community support. Mr 
Chairman, with your permission, perhaps we can quickly demonstrate why we think such a review 
is required. 

Mr GmSON (CHAIRMAN): By all means. 

Mr McDONALD: We have here a selection of about eight slides of various arterial roads in the 
Sydney metropolitan area, to demonstrate some of the inconsistencies in speed limits that would 
be apparent to motorists. The first is of Pennant Hills Road, in the area of West Pennant Hills. 
It i� a recently constructed road, with six lanes, wide median, hazards set back from the roadside, 
with no roadside poles, with some residential access. Turning traffic is accommodated by turning 
bays, and-most recently signalised intersections. The speed limit here is 70 kmIh, and NRMA 
would agree that that is an appropriate speed zone. 

Contrast that to Homebush Bay Drive at Homebush Bay. We are now on a 4-lane road, still 
divided, but it is a fairly high standard road, with good alignment, wide shoulders, very limited 
access, with no direct roadside development, no lighting throughout the major length of it, apart 
from the intersections. You could almost state that it is almost urban freeway type conditions. 
However, this has exactly the same speed limit, 70 kmIh, as Pennant Hills Road. 

We move further south to King Georges Road, in the area of South Hurstville. This is four lanes, 
undivided, frequent residential access, poor vertical alignment, no provision for turning traffic 
such as turning bays, with roadside poles direct on the kerb line. Yet this again is 70 kmIh, the 
same speed as the roadways at the other two locations. Those are three completely different road 
environments according to the motorist' s perceptions, and yet they have exactly the same speed 
limit. 

Further along King Georges Road again, in the Beverly Hills shopping centre this time: quite a 
number oflanes, I think six lanes mostly, although the left lane, as shown in the picture terminates, 
and you can actually see there are parked cars causing a lot of merger movements; there is still 
a wide median, but there is also a lot of parking activity and a lot of pedestrian activity generated 
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by the shopping district, railway station, and the cinema and so on. Again, this has a speed limit 
of70 krn/h. This is just another of the roadways that motorists travel on when going from, say, 
Hornsby to the south. Yet all these different road environments have the one speed limit. That 
does not appear credible in the eyes of the motorist. 

Further south is the Kingsway at Gymea. Here we have a six-lane road, wide median, fairly good 
setback to residential properties, still residential access� there is separation for turning traffic, with 
a turning bay shown in the picture. These are conditions that could arguably be said to be a lot 
better than the road in the previous slide that we have seen. The speed limit here drops to 60 
kmIh . 

This is the Pacific Highway at Wahroonga. It is a six-lane road, a fairly narrow median, limited 
kerbside parking, residential accesses, but all turning movements are accommodated with turning 
bays and signalised intersections and the like� it is a fairly flat road� the alignment is rather good, 
compared with some of the other routes; and this has a speed limit of 60 kmIh. This is quite 
inconsistent with what we saw on King Georges Road at South Hurstville. We consider this has 
a much better road alignment, so again the speed limit is not credible in the eyes of the motorist. 

The last slide is of Joseph Street, Lidcombe. This road has six lanes, with median separated 
traffic; turning bays accommodate turning traffic, along with signalised intersections; it is a fairly 
limited access route in this particular location from that direction; that is a golf course and 
grounds for the hospital; and back from where the slide was taken is residential access. Road 
conditions are quite good. The speed zone here is 80 krnIh, which we would consider 
appropriate. But we would like to contrast that with a road such as Homebush Bay Drive. That 
is it for the slides. 

Mr MACKY: Mr Chairman, I think you would appreciate that that gives a snapshot of a 
relatively small sample of our road network, but the problem is that when we have so many 
anomalies across our roads, firstly, it is very difficult for the community to understand what the 
speed limits are; and, secondly, the police are expected to enforce those speed limits, and that 
again detracts from the credibility of the overall speed enforcement program, fuelling community 
concerns about revenue raising. Therefore, we think it is vital that the speed limits are set 
uniformly acr,?ss the State to better match the road and traffic environments. 

Mr HUNTER (STAYSAFE): Given the unique perspective of the NRMA, what is known about 
community concerns with effective speed management in urban areas, particularly vehicle speeds 
on residential streets? 

Mr MACKY: Given our role in supporting the community on various issues, we have 
undertaken a number of surveys over the years through the Open Road and independent market 
research. Some of the research that we have been undertaking indicates that the community does 
understand that speeding is the main cause of vehicle crashes. The difficulty seems to be in 
personalising that message, so that each individual realises they have a role to play. 
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Some of the reasons why they do not fully appreciate the impact that speeding may have can be 
gauged through some of the feedback we get. We provide information and access to a number 
of motorists on various issues, and they often contact us, wanting to know what the NRMA's 
views are on various issues. Almost 25% of those inquiries relate to speed management issues. 

We have undertaken a qualitative review of that feedback to try to gain some understanding as 
to why drivers and motorists have so many concerns about speed management issues. The typical 
issues that members raise with the NRMA include: poor communication of speed limits, with it 
often being stated that signs are infrequent, inconspicuous, obstructed or missing; unrealistic 
speed limits, as I think those slides would demonstrate; a perception that police enforcement of 
speed limits is focused on revenue raising rather than road safety, a point often raised in relation 
to speed camera operations; and, of course, people do have a main concern about speeding or 
unsafe speeds in local streets. 

So there is awareness in the community about the dangers of speeding, but there are a number of 
impedients which perhaps make it very difficult for authorities to make a connection between why 
speeding is so dangerous for each individual, not just for somebody else. 

Mr THOMPSON (STA YSAFE): In supporting the introduction of a 50 km/h local road speed 
limit in residential areas, what communication strategies are being planned by the NRMA? 

Mr MACKY: At this stage we have no communication strategies. As far as we are concerned, 
the introduction of a 50 km/h speed limit is one that needs to be addressed by all stakeholders in 
a uniform measure, and not individually. Whilst there is no doubt that an effective communication 
strategy will need to be considered, we feel there are a number of other initiatives which will have 
to be undertaken before we start talking about local street speed limit, or 50 km/h speed limits in 
residential streets. 

We feel there is an urgent need to review all speed limits in the State; to improve speed limit 
signposting, and particularly the use of what we term speed limit signs. NRMA is represented on 
the New South Wales Speed Management Task Force, which has been overseeing a trial of 
repeater signs. When I say repeater signs, they are speed limit signs which are typically halfthe 
size of a normal speed limit sign. We think those signs are crucial at areas where the speed limit, 
for safety reasons, is not as high as the environment indicates it should be. 

So we think there is a very important role for those speed limit repeater signs to be introduced. 
We also feel that the introduction of a police cautioning system would need to be implemented 
before a local street speed limit was implemented. These are the sorts of initiatives which will 
build community support into the speed management program. If the 50 krn/h speed limit 
proposal is to succeed, we will need community support to ensure that it does. 

Mr THOMPSON (STAYSAFE): From the point of view of the NRMA, what are the most 
effective and appropriate traffic management strategies that you think should be adopted to ensure 
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compliance with 50 km!h local road speed limits? 

Mr MACKY: Again it comes back to implementing measures such as we have just referred to. 
We do not feel there is a requirement for extensive traffic engineering measures to ensure 
compliance with a 50 km/h speed limit. That would really defeat the purpQse of having a general 
lower speed limit in residential areas. We do think it is vital that speed limits on main traffic 
routes are appropriate. In cases where they should be higher than 60 kmIh, we feel that should 
be implemented. 

But, really, it comes back to there being a certain degree of credibility about the overall speed 
management system. Without those systems in place, it will be very difficult for the community 
to fully support a lower speed limit on local streets. 

Mr THOMPSON (STAYSAFE): We heard earlier from the Roads and Traffic Authority about 
the proposed trial that is to commence in mid-December on the lower north shore, that trial being 
the development and implementation of a 50 km!h local road speed limit on residential streets in 
the area of the trial. What has been the involvement of the NRMA in this proposal? 

Mr McDONALD: NRMA has been a member of the steering committee for the project since 
it was initiated in 1993 . Our involvement to date in the trial has been mainly in the providing of 
input into the processes and strategy decisions guiding the trial. NRMA has also made a number 
of more specific contributions to the trials, such as commentary on the design of various levels 
of intensity of engineering measures applied to zones throughout the area, and also the design and 
frequency-of certain signposting. 

NRMA strongly Supports the trial and believes that there should be more demonstration projects 
to assist with relating the benefits and actual effects of 50 km!h speed limits to the community. 
NRMA would also like to highlight and congratulate the police and the Roads and Traffic 
Authority on their efforts in undertaking the trial. 

Mr SMITH (STA YSAFE): First of all I congratulate you on pushing for that overall review of 
speed limits. I agree that the whole system needs reviewing to bring more uniformity to it. The 
driving public Y10uld be far more likely to abide by the speed limits if they were appropriate. My 
questions are mainly to do with enforcement, technology, penalties and those types of things. 
What changes are required to enable effective enforcement of lower local road speed limits? Are 
there any parallels to be drawn with the NRMA's experience concerning the introduction and use 
of speed camera technologies in New South Wales? 

Mr MACKY: There is no doubt that police enforcement is integral to an effective speed 
management strategy. However, it would be impossible, as well as undesirable, to expect 
enforcement alone to ensure compliance with a lower speed limit. If people are to travel at 50 
kmlh, it will be because they endorse the concept of a lower speed limit on local streets, not 
because they are threatened with enforcement. 
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From that perspective, we think it vitally important that the community own this project and 
therefore that they drive willingly at the lower speed limits. In terms of police enforcement, 
nevertheless, there may be a need for some highly visible police enforcement immediately after 
any introduction of a slower speed limit in residential areas. That would really be a case of the 
police being out there and, if people are exceeding the speed limit, stopping them and either 
cautioning them or issuing warning letters, so that they can educate the driving public and not just 
issue infringement notices. 

That approach was similar to what was undertaken when speed cameras were introduced in New 
South Wales. There was, I think, a one-month or two-month period where warning letters were 
issued to people who had been detected by a speed camera. Research indicates that that measure 
was very well accepted by the community. Some additional research also indicates that the use 
of warning letters can be as effective as the use of fines or penalties or demerit points in changing 
driver behaviour. That really is what enforcement should be all about - changing driver 
behaviour. 

Mr SMITH· (STAYSAFE): To a large extent, this question has already been answered. Do 
current speed enforcement technologies, techniques and procedures need to be modified to 
support the introduction of a 50 km/h local road speed limit on residential streets? 

Mr MACKY: We do not really feel there is any great need for any changes in enforcement 
techniques or the addition of new technologies. If such changes were to occur, it would be very 
easy for the public to perceive the proposed change to a lower speed limit as a revenue raising 
exercise. fthink it is very important that the public understand that this change is all about road 
safety, about reducing crashes, about reducing fatalities, and not about raising revenue, and 
therefore we do not think there is any need for broader or more widespread changes in 
enforcement techniques or technology to support a lower speed limit in residential streets. 

Mr GmSON (CHAIRMAN): What sort of time frame are we looking at for the implementation 
of this 50 km/h speed limit? 

Mr MACKY: Mr Chairman, we are of the opinion that it should be the public who drive the 
issue of the 50 . km/h speed limit. 

Mr GmSON (CHAIRMAN): Could I ask you why? 

Mr MACKY: Because the public has to endorse this, Mr Chairman. We know that speeding 
is a very difficult behaviour to address. It is much harder than addressing drink-driving, which 
has been made socially unacceptable. Speeding does not fall into that category. We need a 
number of measures and initiatives to change people's attitudes towards speeding. Now, if the 
public does not support a 50 km/h speed limit, they will not travel at 50 km/h . Arguably, that is 
why on many local streets now we do not see people abiding by the 60 km/h speed limit. 
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It would be impossible for the police to enforce the limit on every street. There are just 
insufficient police numbers and insufficient police resources to be able to do that. Ifthere is a 
credible system of speed limits across all roads which would encourage people to comply with 
speed limits, we think that they would therefore be in a better position to drive at slower speeds 
in residential areas, knowing that on other routes they can travel at high�r speeds. 

Mr GmSON (CHAIRMAN): The Committee has listened to the Roads and Traffic Authority 
and the NRMA and looked at reports, and everybody seems to be telling us that that is the way 
to go. Would you not say that if the groundswell is too long, that gives the groundswell more 
time to defeat the proposal? 

Mr �CKY: Mr Chairman, I would say that if there is a groundswell of opinion against the 
lower speed limit, it is because we have failed to communicate the benefits of why we wish to 
introduce a lower speed limit. We need to communicate to the public that this is all about road 
safety. Any opposition to a lower speed limit would primarily be due to concerns people may 
have about the revenue raising nature of speed enforcement. Unless we implement the initiative 
that NRMA has pointed out previously, such as better speed limits across all our roads, and better 
speed limit signposting, it will be very difficult to gain that community support for a lower speed 
limit. 

Mr HUNTER (STA YSAFE): You spoke of the saving of about 100 lives or more a year 
through this proposal. Have you got any statistics to show what percentage of those 100 lives 
are children in our local residential streets? 

Mr MACKY: No. The short answer is no. That was some very broad research undertaken by 
Danish authorities, demonstrating what sort of change had been achieved over there. We have 
no details of exactly what sorts of reductions that would achieve by way of less pedestrian crashes 
or fewer cyclist fatalities. 

. 

Mr HUNTER (STA YSAFE): Do you have any statistics that show the number of children being 
killed in accidents in residential areas compared with statistics on arterial roads and so forth? The 
complaints that come to me in my electorate are from people complaining about speeding in the 
streets and of parents being fearful for the safety of their children. 

Mr MACKY: Again, I do not think we have any detailed information on that, but a lot of 
research indicates that we could certainly reduce or improve safety for vulnerable road users such 
as pedestrians, young pedestrians or elderly pedestrians, and cyclists, by lowering speed limits in 
residential areas. 

Some research undertaken by McLean from South Australia indicated that a vehicle travelling at 
50  kmlh under emergency braking conditions will come to a stop within a certain distance. A 
vehicle travelling at 60 km/h would have reduced its speed to 44 km/h in the same distance that 
the vehicle travelling at 50 km/h had come to a stop. So, clearly, there are implications that by 
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travelling at lower speeds in residential areas there is the increased likelihood of either being able 
to come to a stop or, if an impact does occur, the impact speed would be a lot lower, which 
would increase the likelihood of a pedestrian or a cyclist receiving minimal injury from such a 
collision. 

Mr McDONALD: The only figures that the NRMA would hold on pedestrian accidents, 
particularly involving children, would come from the NRMA's compulsory third party (CTP) 
insurance portfolio, which is only a subset of the information that the Roads and Traffic Authority 
would hold. 

Mr GmSON (CHAIRMAN): Why is it that you would put so much importance on the 
community input? If you know it is going to save lives and reduce accidents, why do you need 
the reassurance from the community? 

Mr MACKY: I accept your point, Mr Chairman, but the thing is that people disobey speed 
limits now. Why should they abide by a 50 km/h speed limit when it is introduced? If the 
community does not endorse a 50 km/h speed limit, the only reason they will not endorse it is 
because we as practitioners have failed to fully communicate the benefits of the new speed limit. 
If there is a barrier that says the community is not going to support this, we have to ask ourselves 
why it is that they will not do that. 

Mr GmSON (CHAIRMAN): I am sorry to interrupt, but surely that is the same argument that 
could be put forward with drink-driving? 

Mr MACKY: Well, it is, but we were able to change community attitudes towards drink-driving 
to the extent that it is now socially unacceptable. There is still a degree of drink-driving, as we 
all know, but compared to 10  years ago the attitude is very different. People no longer go to 
parties and boast about how many drinks they have had and how they will drive home. People 
now frown on that. But people still talk about how quickly they can travel from A to B.  We need 
to change that behaviour. 

Mr GmSON (CHAIRMAN): But drink-driving success came through enforcement. 

-

Mr MACKY: It was through very visible enforcement, but it was also through education, Mr 

Chairman. 

Mr GmSON (CHAIRMAN): Why cannot we do the same with the 50 km/h speed limit? 

Mr MACKY: That is what we are saying. We need to educate the public. We have not been 
able to do that to date. We need to understand why we cannot do that. Part of the reason is 
inconsistencies in speed limit signposting, inconsistencies in the type of signposting that we use, 
so that people are not aware of what the speed limits are. All this does is raise community 
concerns about revenue raising. That is the biggest barrier to making these changes successful. 
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People have a broad perception that the enforcement of speed limits is all about revenue raising. 
We need to change that attitude so that they understand that speed enforcement is about road 
safety, and that by travelling at speed limits that are realistic and credible, they will then start 
abiding by those limits, and that will improve road safety. 

Mr SMITH (STAYSAFE): If the Government adopts the proposal to introduce a 50 km/h 
speed limit in residential streets, what comment can you make regarding the adequacy or 
appropriateness of the current penalties and demerit points system in providing a deterrence for 
speeding offenders? Can you comment on the desirability of revising the structure of the current 
speeding offences under the Traffic Act 1 909? 

Mr MACKY: We consider there may be some merit in reviewing the penalty system, but we do 
not think that that is a prerequisite to the introduction of a 50 km/h speed limit. Really, changes 
to the penalty systems may change driving behaviour, but we think there are other initiatives 
which are of a higher priority, such as better speed limits, more speed zoning and better education 
strategies. 

Mr SMITH (STA YSAFE): It could be the totally wrong message to be sending at the time. 

Mr MACKY: I can only say that if we introduce a 50 km/h speed limit and there are tougher 
penalties brought in, I have an idea what the community reaction might be to that. 

Mr HUNTER (STAYSAFE): From the point of view of the NRMA, how should it be decided 
if a local street will be subject to a 50 km/h speed limit? 

Mr MACKY: We think there needs to be a review of all streets in an urban area and have them 
classified against a functional hierarchy. Typically, that would mean identifying whether a road 
is a local access street; a collector route, which means it connects local traffic to the main road 
system; and then, of course, main roads, which we refer to as arterials or sub-arterials. 

Quite clearly, from our perspective, that local street category, or streets which are mainly there 
for a property access function, would be signposted or would have a 50 km/h speed limit imposed 
on them. The main traffic routes - the arterials and the sub-arterials - would retain a 60 km/h 
speed limit or higher. The difficulty comes in determining what speed limit should be applied to 
collector routes. They serve the dual functions of providing access to properties as well as being 
a local traffic route. 

From our perspective, those routes primarily serve a traffic function, and therefore should retain 
a 60 km/h limit. Nevertheless, there may be a need to review that against, for example, 
AMCORD, the Australian Model Code for Residential Developments, which provides criteria 
which can determine the exact function of the road, whether it is primarily a traffic function or an 
access function. In instances where there is debate in the community over whether a collector 
route should retain a 60 km/h limit or have a 50 km/h limit, the use of such criteria would aid in 
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determining its exact function, and then an appropriate limit could be applied. 

Mr HUNTER (STAYSAFE): I could be wrong, Mr Chainnan, and I stand to be corrected, but 
the impression I got from the Roads and Traffic Authority earlier this afternoon was that this 
proposal, if introduced, should be a blanket speed limit on local roads, �d that the local traffic 
committee at a later date might review whether a local road might be either higher, at 60 kmIh, 
or lower, at 40 kmIh. I think what you are suggesting is a much better way to go about it in that 
you review the situation first and then implement the 50 km!h speed limit on roads that are seen 
to warrant the new speed limit. 

Mr MACKY: Mr Hunter, I think it is very important that such a review take place before lower 
speed limits are introduced. If it were left to each individual local government jurisdiction to 
determine what routes should have higher limits, we could get a situation where different local 
government areas applied different speed limits to what are essentially the same roads. We want 
to try to get some uniformity into the setting of speed limits, to get rid of these inconsistencies 
that we highlighted in our slides. Whilst those inconsistencies were on main traffic routes, we also 
want to ensure there is uniformity on how we apply this 50 km!h limit on local roads. 

Mr HUNTER (STAYSAFE): How do you see the review process working? Who would 
undertake it? And how long would it take to review all local roads across the State if you want 
one body to undertake that review to keep consistency? 

Mr MACKY: There would need to be a case for the Roads and Traffic Authority and local 
government to play a leading role in determining that functional hierarchy. Police and NRMA 
would also be in a position to provide comment on that. But, ideally, such a review would have 
to take place. Most local governments do have what they call their local environment plan, which 
gives a good indication of what functions each road has within their network. So a lot of the 
ground work has been done. 

It would be the case that in some situations there would be some debate, either within the 
community or amongst authorities, as to the role of a particular road in a certain network, and this 
review process would be able to clarifY that. To put a time frame on that would be very difficult, 
but I would t4ink that such a review could be undertaken within six to 12  months, at the most. 

Mr HUNTER (STAYSAFE): From the point of view of the NRMA, what are the implications 
of the introduction ofa 50 km/h local road speed limit on residential streets in New South Wales 
for road safety, particularly with reference to the incidence of intersection crashes, and for 
pedestrian and bicycle safety? 

Mr McDONALD: The NRMA has found a number of studies that demonstrate that crashes on 
local streets are a significant contributor to road trauma. For example, a study of casualty crashes 
in the Melbourne metropolitan area found that 12% of crashes occur completely on the local road 
network; 5% occurred at the interface between the local road network and the collector road 
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network; and also 5% occurred on collector roads. Of those crashes, 30% involved pedestrians 
or cyclists. 

Research has also shown that relatively small reductions in travel speeds can have a major impact 
on reducing crashes and crash severities. In a study of pedestrian fatalit,ies on arterial roads in 
Adelaide, for example, it was estimated that a uniform speed reduction of approximately 5 kmIh 
would lead to over 10% of the fatal collisions being avoided completely and 20% being reduced 
in severity to non-fatal accidents. 

Another indicator of the likely impacts of reducing the local street speed limit is given by the 
relationship between speeds and stopping distances, which Andrew touched on earlier. Under 
emergency braking, a vehicle initially travelling at 50 kmIh will have come to a complete stop in 
the same distance that a vehicle initially travelling at 60 km/h would still be doing 44 kmIh. 

Mr GmSON (CHAIRMAN): What was that distance? 

Mr McDONALD: I do not have the distance, but it is where a vehicle travelling at 50 kmIh has 
actually come to a stop. That is a significant difference, particularly for a pedestrian, but also in 
the event of a car pulling out from an intersection, for example. The impact of reducing speed 
in local streets only may not be confined to those local streets. 

When viewed as implementing a much more credible speed hierarchy over the entire network, it 
could lead to the promotion of greater credibility of speed limits, and lead on to great compliance 
with speed limits in general. This could have significant impacts far greater than just on the local 
road network. NRMA's written submission provides a lot more detail as to the likely crash 
reductions from the local speed limit. 

The Hon. J. S. TINGLE (STAYSAFE): If I may take up on what you were saying there about 
the greater credibility of speed limits if you manage to bring in this hierarchy. Why would it make 
speed limits more credible, because they are not very credible at this time, are they? People do 
not observe them as much as they might. Do I understand you correctly? 

Mr MACKY; That is the case. Again it is a case of reviewing all speed limits on all our roads. 
Ifwe can develop a speed hierarchy - and again this is contained in our submission - we are 
suggesting that if there is greater credibility on higher speed roads with speed limits, that would 
encourage compliance with those limits and that could result in greater compliance with lower 
speed limits. It is interesting to note that NRMA undertook some surveys through the Open Road 
back in 1 991 ,  I think it was, whereby we supplied pictures of a road in that magazine and 
requested members to comment on what speed limits they would like to see on those roads. 

From the feedback we got, there was a clear understanding that lower speeds in high pedestrian 
areas or in local streets were required, that is, a speed limit less than 60 km/h was required. But, 
by the same token, motorists also expect to be able to travel at higher speeds on some of our 
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better standard urban roads. If we can get the limits on those higher speed roads correct, that 
could result in greater compliance with those speed limits at locations where a speed limit of 50 
km/h or 40 km/h is deemed appropriate. 

The Hon. J. S. TINGLE (STA YSAFE): Are you not now touching on the real dichotomy that 
we have got, that when you ask people who live in an area and are obviously concerned about 
what pedestrian crossing speed limits should be, they are going to say 50 kmIh, but when you ask 
them how fast they should be able to drive through somebody else's  area you will get evidence 
of that impatience that is a characteristic of so much motoring in that they do not want to be held 
up? Motorists actually in motion seem to set the speed limit that they thinks is right for that area, 
regardless of what the locals think. 

Mr MACKY: There is no doubt that speed limits are a balance between mobility on the one 
hand and safety on the other hand, but what we do know from the practice of setting speed limits 
to better match the prevailing traffic conditions is that we do actually get better compliance with 
speed limits. That has been demonstrated in Sydney in a 1991  report of a review of speed limits 
on a couple of our major arterials. Most drivers have the perception that where there is a signpost 
that says 60 km/h they will travel at 10  km/h above that. 

The Hon. J. S. TINGLE (STA YSAFE): Because they think that is going to be accepted. 

Mr MACKY: That is right. But this study pointed out that when speed limits were in fact 
increased on some of these higher standard arterials there was not a corresponding increase in 
travelled speeds. So, in other words, there was a better understanding or greater credibility with 
that speed limit, which resulted in greater compliance with the speed limit. 

The Hon. J. S. TINGLE (STAYSAFE): Could that not be because the speed limit has now 
been raised to what speed people thought they should do on that road anyway, and therefore the 
converse is that if they still think they should do 60 km/h in an area are they likely to accept a 
speed limit of 50 km/h? 

Mr MACKY: I think the quick answer is yes. If the speed limits are set at a limit which people 
perceive to be 9redible, they will conform to that speed limit. Based on the feedback that we have 
had from our membership - and certainly they are residents but they are motorists as well - the 
indication they gave us is that, "Yes, we acknowledge the need to drive at slower speeds in certain 
areas provided that higher speed limits are available on other roads." 

The Hon. J. S. TINGLE (STA YSAFE): What are the implications of a lower residential speed 
limit for residential planning and street design? What are the implications for local government 
traffic planning and practices? 

Mr McDONALD: The major implication is the need to develop criteria for placing roads in 
urban areas in one or two categories: either traffic routes or roads, where the primary role is to 
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convey traffic; and local streets where the primary role is to provide for a residential access 
function. Roads would then be zoned at a 60 kmIh limit or higher, and streets would then be 
applied with speed limits of 50 kmIh or appropriate school zone speeds. Although this 
theoretically sounds quite simple, the major difficulties exist in the practice, when we go to 
implement speed limits, particularly in existing urban areas. 

Often, in existing areas, local streets have had traffic roles forced upon them by the road layout 
and limited access in the area. Grey areas exist for a number of collector routes, where it may be 
technically and politically quite difficult to classifY a road as either a road or a street. In this 
regard, it is fairly desirable to follow the principles laid out in the Australian Model Code for 
Residential Development. The implication there is that the principles behind AMCORD will need 
to be applied to the relevant planning documents, such as local environment plans covering each 
of the council areas. 

AMCORD sets out quite a clear hierarchy of target or design speeds, ranging from as low as 1 5  
km/h in local access lanes and streets through to 40 km/h and 5 0  km/h up to 60 km/h on major 
collector routes. NRMA supports the principles identified in AMCORD and also the idea of 
controlling the vehicle speeds by the prevailing road environment, so that would be through driver 
attitudes and behaviour. 

NRMA is currently participating in a Department of Transport project which is looking at 
promoting the best practice in design and function of streets and roads, to support all transport 
needs, community objectives and environmental parameters. This project will take into 
consideration how to apply applies such as are contained in AMCORD to local council areas. 

The Hon. J. S. TINGLE (STAYSAFE): What about the speed management strategies of Road 
Safety 2000? How would the introduction of a new speed limit like this affect that strategy? 

Mr MACKY: NRMA has played a key role in the development of the Road Safety 2000 
strategy. We do not think that the introduction of a 50 km/h speed limit would detract from that 
strategy in any way. It would probably complement it, because one of the objectives of that 
strategy is to ensure speed limits match the prevailing traffic conditions. In other words, a 50 
km/h speed litnit could be an appropriate measure to introduce on local streets. 

The Hon. J. S. TINGLE (STA YSAFE): Finally, does the NRMA have an opinion or idea about 
the environmental implications of lower local road speed limits, particularly in regard to 
greenhouse gas emissions, traffic noise, travel times and things like that? 

Mr McDONALD: Generally, we have found that it is quite difficult to quantifY most of the 
environmental impacts, such as greenhouse gas emissions, although we have found that in most 
cases it is expected that they will be relatively insignificant. Looking at noise, for example, the 
Roads and Traffic Authority's road traffic noise guidelines indicate that a reduction in travel speed 
from 60 kmlh to 50 km!h, all other things being equal, would lead to a noise reduction of 
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approximately only 1 decibel. And it is doubtful whether such reduction directly related to speed 
reduction alone would be perceptible to local residents. 

On the other hand, if we manage to change the speed culture, and we achieve things like 
aggressive acceleration and deceleration, that is likely to have a far more. significant impact. In 
terms of vehicle emissions, while the reduction in steady speeds would lead to reduced emissions 
- and some figures we have detailed in our written submission - in practical terms, it is 
considered that the change would be negligible. This is due to the similar acceleration and 
deceleration demands in a local street network, combined with the small extent of travel that 
actually occurs in a local road network. 

However, we would like to contrast this against other speed management techniques, such as the 
use of physical devices, which significantly increase vehicle emissions and hence greenhouse 
gases. In terms of travel times, we would say that these would most likely increase, but again not 
to a significant level. The same delays would occur due to road alignment, intersection delays, 
and so on. 

The Hon. J. S. TINGLE (STA YSAFE): I suppose they are not travelling at 50 kmIh in many 
places. 

Mr McDONALD: That is right. In most cases the road environment tends to dictate the 
travelling speed. There is a possible benefit in terms of vehicles that currently use the local road 
network as a bypass for main roads in that those motorists will be discouraged from using the 
local street network, therefore leading to some further improvements in amenity and conditions 
and so on. But .that has to be quantified. 

Mr GmSON (CHAIRMAN): Mr Tingle mentioned Road Safety 2000. That document was 
compiled by all bodies connected with road safety. But in the document Road Safety 2000 there 
is no mention of a reduction of the speed limit to 50 kmIh. Is that something that was not looked 
into in the Road Safety 2000 strategies? Was it something that was forgotten, or is the 50 kmIh 
speed limit concept something that is new? 

Mr MACKY; The concept ofa 50 km/h speed limit has been heavily under the microscope over 
the last 12 to 18  months. I think the Road Safety 2000 document was initially put together some 
time ago. However, as I understand it, Road Safety 2000 is to be reviewed quite regularly. I 
think it is being reviewed at this moment. So perhaps we might see the issue of a 50 kmIh speed 
limit surface in the next draft. But, once again, I think it is important to note that such a strategy 
would complement what already is in the document. 

Mr GmSON (CHAIRMAN): I thank you for your time and for your expertise. 
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New South Wales Police Service witness 

Inspector Terence Earle·'Lester, Acting Commander, Traffic Services Branch 

Mr GmSON (CHAIRMAN): Thank: you, Inspector Lester, for .appearing before the 
STAYSAFE Committee today. Your presence before the Committee today is to provide the 
overview ofthe position of the New South Wales Police Service regarding the inquiry into the 
proposed introduction of 50 kmIh local road speed limits on residential streets in New South 
Wales . . . .  

I note that the Committee has not received a submission from the New South Wales Police 
Service. Is it the intention of the Police Service to forward a submission to the Committee at a 
later date? 

Inspector LESTER: If it is the wish of the Committee that the Police Service should prepare 
a submission, but at this stage I would like to respond to questions. 

Mr GmSON (CHAIRMAN): Do you wish to make an opening statement or would you prefer 
to go straight into questions? 

Inspector LESTER: Straight into questions. 

Mr GmSON (CHAmMAN): Can you describe and discuss any previous research sponsored 
or conduded by the New South Wales Police Service into lower residential speed limits that has 
been conducted in Australia or overseas? 

Inspector LESTER: The New South Wales Police Service has not conducted or sponsored any 
research into lower speed limits in Australia or overseas. However, we do accept that research 
indicates that, generally, residents have been in favour of reduced speed limits, and with lower 
general speeds there are likely to be reductions in crash and casualty rates. 

Mr SMITH (STA YSAFE): Are you able to indicate to the Committee what circumstances were 
involved in changing the New South Wales urban speed limit from 30 miles mph to 3 5  mph in 
1 964? For example, was the raising of the speed limit a response to the then limitations of the 
police to effectively enforce speed limits, particularly within urban areas? Is the New South Wales 
Police Service able to supply reports, briefing papers, memoranda, cabinet submissions, etc., 
relating to this change? 

Inspector LESTER: No, we do not have anything on record as to the processes that led to the 
move from 30 mph to 35 mph and through to 60 kmIh. 

Mr HUNTER (STA YSAFE): Based on the information held by the New South Wales Police 
Service, what important lessons can be learned from an examination of the speed management 
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practices in other jurisdictions in Australia and overseas, particularly in terms of identification of 
current practices for setting of urban speed limits and the introduction of lower local road speed 
limits in residential areas? 

Inspector LESTER: One of the important aspects we believe of lower speed limits is that they 
should, as in all other forms of traffic regulation, be self-enforcing rather than having strong 
enforcement as the major and sole approach to control. A major aspect ofthe lower speed limit 
is the level of compliance, and this level should be achieved first of all by public acceptance and 
education, linked with appropriate levels of engineering and then enforcement. It is the old three 
Es, really - education, engineering, and then enforcement - each of which has got to be a 
strong component. 

Mr GmSON (CHAIRMAN): So you are saying that the 50 km/h speed limit is not achievable 
by enforcement alone? 

Inspector LESTER: That is right. It has to have those three components. 

Mr GmSON (CHAIRMAN): How would you enforce it? 

Inspector LESTER: The New South Wales Police Service does not see that it is a major 
strategic change from what we are doing now. It is just a different speed limit, a change of 60 
kmIh to 50 kmIh. We believe that we now have the technology, the practices and the procedures 
to enforce a 50 km/h speed limit, but we also believe that with all that technology and those 
practices and procedures and so on we must have the education component and the engineering 
component. 

Mr GmSON (CHAlRMAN): Could it be a major strategic change, the same as random breath 
testing was? 

Inspector LESTER: We certainly could introduce the newer speed cameras and the lasers, 
linked with the 50 km/h speed limit. 

The Hon. J._ S. TINGLE (STAYSAFE): If I could interpose here, Mr Chairman. Surely 
enforcement of speed limits is designed to stop drivers from speeding and breaking those speed 
limits, and yet I guess much of the enforcement we have involves catching motorists after they 
have broken those limits. Here I am talking about the punitive versus the deterrent effect of speed 
limits. Given that there is likely to be quite a deal of resentment, among some motorists anyway, 
at having the speed limit drop from 60 km/h to 50 km/h in some streets, is it not going to be a 
question of catching the offenders after they have been detected speeding? The education you 
are talking about is fine, but is it really going to be possible to persuade people that a speed of 50 
km/h is enough in some streets, or are your speed cameras merely going to catch the drivers 
already doing 60 km/h or 70 km/h? 

-
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Inspector LESTER: The education and enforcement parts are important components, but, as 
I said early in my opening statement, the engineering aspect also has to be really good as well. 
We have to have streets that have appropriate speed zones, so that drivers will say to themselves, 
"I am in a 50 km/h area because this and that is happening." We have got to have standardised 
speed zoning and engineering, and then link that to enforcement. I agree that enforcement is the 
last measure. With random breath testing, from 1982 onwards we had major education programs. 
We did not have too much engineering, but we certainly had technology. We had major 
enforcement. Those components went together. I think that is the way we have to approach this 
new speed limit as well. 

Mr HUNTER (STA YSAFE): What is known about community concerns with effective speed 
management in urban areas, particularly vehicle speeds on residential streets? 

Inspector LESTER: The New South Wales police community surveys in January 1995 indicate 
that the greatest perceived local disorder problem is dangerous, noisy driving within residential 
areas, and 72% of people considered that the police are responsible for the control of that 
disorder. It might also be noted that some people seem to have a different set of values. 

As Mr Tingle mentioned earlier when the NRMA people were giving evidence, motorists drive 
through one street and they consider what is a reasonable speed limit for them, and when they get 
pulled up by the police they make all sorts of excuses. But in their own streets they say that 
everybody else has got to slow down. So they have conflicting values according to where they 
live and where they actually drive. I think that is an area we must address. 

Mr THOMPSON (STAYSAFE): What communication strategies being contemplated by the 
New South Wales Police Service are required to support the introduction of a 50 km/h local road 
speed limit in residential areas? 

Inspector LESTER: The Marketing and Media Branch of the Police Service and the Roads and 
Traffic Authority will be closely linked in the development of these strategies. It is expected that 
the education package will be similar to those accompanying the introduction of speed cameras, 
where the strategies used targeted people within the organisations and outside the organisations 
to support spe¢ cameras. We do have a high level of acceptance of speed cameras in New South 
Wales. The Roads and Traffic Authority really does have the major role, and it is supported by 
the Police Service, in the development of public education. As stated earlier, public acceptance 
of the 50 km/h speed limit on local streets is important to its success. 

Mr GIBSON (CHAIRMAN): With the speed cameras, were not the education package 
implemented by the Police Service and not the Roads and Traffic Authority? 

Inspector LESTER: Some of the external strategies, such as the publicity strategies, were 
developed by the Roads and Traffic Authority. 
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Mr GmSON (CHAIRMAN): The initial launch, though, was by the police, was it not? 

Inspector LESTER: Yes. 

Mr THOMPSON (STAYSAFE): From the point of view of the Police Service, what are the 
most effective and appropriate traffic management strategies that should be adopted to ensure 
compliance with 50 km/h local road speed limits? Can you describe the involvement of the New 
South Wales Police Service in the development of a trial implementation of a 50 krn/h local road 
speed limit on residential streets that is to be launched on the lower north shore in another week 
or so? 

Inspector LESTER: To ensure a high level of speed compliance, or a compliance with speed 
limits generally, it is important that speed limits are appropriate to the various road types and that 
they are consistent across the State for the function of that class of road. In other words, we have 
to have consistent speed limits across the State, regardless of what road it is. Local area traffic 
management schemes will still be required in some areas, but we consider that local level 
engineering and self-regulating design are preferable. 

The Police Service has also been represented on the working party for the trial of a 50 krn/h local 
street speed limit in parts of Mosman and North Sydney. The district commanders and the patrol 
commanders have been represented, and I also have been on the group on behalf of the New 
South Wales Police Service. The trial is due to commence in the next few weeks, as you have 
said, in consultation with the local community and local government. A series of community 
surveys and questionnaires have been undertaken by a group called GEOPLAN, and generally 
there is broad community acceptance of a lower speed limit in that area. Various engineering 
approaches are being trial ed, including sign posting and road marking and low level engineering. 

The Hon. J. S. TINGLE (STA YSAFE): Inspector, you mentioned the three Es - education, 
engineering and enforcement. What changes do you think will be needed to enable effective 
enforcement of the local lower speed limit, bearing in mind that it will be a new experience for a 
lot of motorists to have to drive more slowly? 

Inspector LESTER: From an enforcement perspective, a reduction in the speed limit may not 
affect what we are doing. I really do think that the first thing we have got to do is convince the 
public that a 50 krn/h speed limit is a really good thing. That is what we should be doing, 
promoting public acceptance. However, we still consider that there will be an increase in 
motorists being pulled up by police for not complying with the speed limits until those drivers get 
used to the idea of driving a little more slowly than they usually do. 

It has been the practice with the new strategies to have a limited period of grace, as there was 
with speed cameras and so on. We would think that is a good idea. It seems appropriate for 
these circumstances. I certainly would not agree to a two-month period of grace though. The 
new speed cameras, both vehicle and tripod mounted cameras, are suitable for use within the 50 
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krnIh local speed areas, although the site selection criteria for those cameras will generally prevent 
their use to critical areas only and not in all streets. Laser detection devices, which are available 
to the Police Service, are easily used in residential areas and local streets. 

Mr GmSON (CHAIRMAN): I ask you the same question that I have as�ed of the other parties 
that have appeared before the Committee today. If you believe that the new 50 km/h speed limit 
will save lives, reduce accidents and bring about big savings dollar-wise for the State, why do we 
have to go through this process of convincing the community first before we move to implement 
the new speed limit? If we had to do that for every law made in this State, we would not make 
too many laws. 

Inspector LESTER: I agree. With random breath testing it was a combination of all measures 
implemented at the one time. We did not beat around the bush and ask, "Is it all right to do this?" 
We said, "This is what we want to do, and these are the reasons that we are doing it." But we 
should tell the people why we want to do it. Is it important to them? Is it important to their 
families? Is it important to other members of the public? They should know all the reasons 
behind doing it all laid out and introduced properly in a marketing strategy, linked straight away 
with enforcement of the limit. I have no problem with that at all. 

On the practical side, it might take a little while to paint the signs, but it would take about six 
months to implement. I have no reason to delay the implementation of the new speed limit, if we 
do the marketing properly and we have the enforcement ready to go. 

Mr HUNTER (STAYSAFE): Do the current speed enforcement technologies; techniques and 
procedures need to be modified to support the introduction of a 50 km/h local road speed limit 
on residential streets? 

Inspector LESTER: No. We have generally got the technologies, techniques and procedures, 
and those being used now are able to be adapted to enforce the lower speed limits. With greater 
emphasis on developing an intelligence-driven tasking of the staff members and the introduction 
of laser technology, we will be right up there with our ability to enforce the limit. 

I do not know whether it has been picked up today or not, but I think: the development of speed 
profiles by local councils is also important to the overall identification of complaints and problem 
areas in relation to speeds and crashes. It is important for the police, linked to the council and the 
Roads and Traffic Authority, to be able to have information at the time and day of the speeding 
complaints and crashes. But, importantly as well, the speed profiles should measure the perceived 
problem with the actual problem. There might be a perceptual problem, as we found in some 
areas in North Sydney and Mosman, where people perceive that cars are going too fast, but when 
we actually measured them, in accordance with the current speed limit anyway, they were not 
going too fast. The crash rate indicated that there was not a major problem. 

Mr GmSON (CHAIRMAN): I was of the impression that you could not be booked for doing 
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more than 40 km/h in front of a school but you can be booked for disobeying or misreading the 
sign. Am I right in thinking that? 

Inspector LESTER: That is correct. 

Mr GmSON (CHAIRMAN): So the 40 km/h limit cannot be enforced per se? 

Inspector LESTER: We cannot enforce it as a speed limit as such. We can enforce it for driving 
contrary to notice. 

Mr GmSON (CHAIRMAN): What is the difference between that situation and the 50 km/h 
limit? 

Inspector LESTER: The 50 km/h limit will not have any qualifications on it. Currently, the 40 
kmlh speed limits in front of schools have a qualification in that they are restricted to certain 
times. Our legal opinion within the Legal Services is that because that qualification applies it is 
not actually a speed limit but is a direction by notice, so we can only report drivers for driving 
contrary to that notice. 

Mr HUNTER (STAYSAFE): If the Government adopts the proposal to introduce a 50 km/h 
local road speed limit on residential streets, what are the implications for the current penalty and 
demerit point system, including the need for revision of current speeding offences under the 
Traffic Act 1 909 and the adoption of a cautioning system to operate together with a traffic 
infringement system? 

Inspector LESTER: The reduction of the speed limit itself does not really require any alteration 
to the current penalty and demerit point system. However, it seems an appropriate time for 
review of that system to be carried out. I know that there are reviews on the agenda, both 
interstate and nationally, for the demerit point system. 

Some twelve months ago there was discussion on the development of a cautioning system by the 
New South Wales Police Service. That discussion actually lapsed due to events that have 
happened benveen then and now. It now might be an ideal time, because of this review, to revisit 
the whole topic of a formal cautioning system. But neither the penalty nor the cautioning system 
is critical to the introduction of the 50 kmJh speed limit. 

Mr SMITH (STAYSAFE): Inspector, what will be the involvement of the New South Wales 
Police Service in deciding if a local street will be subject to a 50 km/h speed limit? 

Inspector LESTER: The major police involvement will be the local traffic committees in actual 
fact. Each local traffic committee has an input from the local police member, who is trained in 
patrol traffic services. District and patrol traffic and highway patrol personnel have major input 
with the Roads and Traffic Authority in their local meetings, which are an important part of their 
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calendars. They have got action planning seminars linked together. So that is the type of input 
there would be. 

Mr HUNTER (STA YSAFE): Inspector, you may not have been present when the Roads and 
Traffic Authority made its presentation, but there seemed to be a differeQce in the way it would 
be introduced as between the Roads and Traffic Authority and the NRMA. The Roads and 
Traffic Authority was saying it would be a blanket coverage of residential streets, and then the 
local traffic committees would be looking at whether the limit in some streets could be lowered 
to say 40 kmIh. The NRMA believed that there should be a review and close scrutiny of what 
streets would be covered prior to the introduction of the new speed limit so that we could have 
some consistency in speed limits across the State, if that new speed limit was introduced, instead 
of the local speed limit being left for the determination of the local traffic committees. It 
envisaged that some other kind of review panel would travel the State to ensure consistency 
across the State on what streets are covered. How do you see that review, if that is what you 
agree with, taking place? 

Inspector LESTER: We would generally support the AMCORD and the Roads and Traffic 
Authority approaches to traffic developments which, by design, mean that vehicles could only 
travel at such and such a speed, with the streets being designed for various levels of speeds. As 
far as the introduction of the 50 kmIh local street speed limit is concerned, we tend to agree that 
it should be a blanket introduction of a 50 kmIh speed limit, then the other streets are by 
exception, rather than the other way round. From our point of view, it is far more practical to do 
it that way. 

Mr HUNTER (STAYSAFE): Because it would be too confusing? 

Inspector LESTER: To do it the other way would be more confusing. I agree with what you 
are saying in essence. The problem will be with the older street designs. There is a subdivision 
called, I think:, Glenmore Park near Penrith which is designed on the newer guidelines, and 
vehicles do not travel at more than 50 kmIh because of the street design. But the streets with an 
older grid layout, with the more spacious streets in the 1 960s and 1 970s subdivisions, will be the 
difficult ones. But they are also the more important ones, because I consider they are the more 
critical areas 'Yith higher crash rates because people are travelling too fast in them. We would 
prefer to have a blanket level with exceptions, rather than have it imposed the other way round. 

Mr SMITH (STAYSAFE): What are the implications of the introduction of a 50 kmIh speed 
limit on local roads in New South Wales for road safety, particularly with reference to the 
incidence of intersection crashes, and for pedestrian and bicycle safety? 

Inspector LESTER: It is generally recognised that a decrease in the level of speed of motor 
vehicles has a positive impact on crash rates. In the European Transport Safety Council report 
"Reducing traffic injuries resulting from excessive and inappropriate speed" it was stated, among 
other things, that 5% of pedestrians struck by a vehicle travelling at 32 kmIh die, whereas at 48 
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km/h 45% die, and at 64 km/h 85% die. 

The authors also state that a 1 km/h decrease in average traffic speed typically results in a 3% 
decrease in accident frequency. Evidence earlier presented by the Roads and Traffic Authority 
indicated that research in Adelaide indicates that a lower - by 10  km/h - residential speed limit, 
with the same degree of enforcement and compliance as at present, could achieve a reduction of 
about 27% in pedestrian fatalities. 

Mr SMITH (STA YSAFE): What would be an appropriate time frame and implementation 
schedule for introducing a 50 km/h local road speed limit in residential areas throughout New 
South Wales? 

Inspector LESTER: We discussed this a little earlier. If it were practical, yes, as soon as 
possible. My mind seems to think that between six to 1 2  months would be appropriate, but I am 
sure that with this Committee's push behind it we could probably do it a little more quickly. , 

The Hon. J. S. TINGLE (STAYSAFE): When you say it could take six to twelve months, do 
you mean to bring it in or to have it functioning effectively? 

Inspector LESTER: I would say six months for the introduction of the speed limit and 12  
months to have it fully on stream. 

The Hon. J. S. TINGLE (STA YSAFE): I know you have dealt with this before, but I am still 
interested-in the processes and procedures that we need to have to monitor and evaluate how 
effectively the speed limit is working and particularly its effect on road safety. I am still not sure 
- I have never been sure - that introducing a lower speed limit is really going to work unless 
we are sure that people have accepted it and perceive that it is really working. In terms of 
monitoring and evaluating its effectiveness, how are we going to do that? 

Inspector LESTER: In conjunction with the local councils, the Roads and Traffic Authority and 
the Police Service are developing their own local speed profiles. This was linked to crash data. 
It was done with the North Sydney and Mosman trial that is to commence in a couple of weeks' 
time. That could be an ideal model to do an evaluation of the whole program. A lot of speed 
measures and community perception of speed measures have been monitored throughout the 
whole of the Mosman and North Sydney zones. I think that would be a very good way of 
assessing how the measure works. 

The Hon. J. S. TINGLE (STA YSAFE): How it works with respect to road safety? 

Inspector LESTER: In road safety, yes. 

The Hon. J. S. TINGLE (STA YSAFE): We have a look at smashes and such things? 
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Inspector LESTER: Yes. It has to be linked with the smash rate and the casualty rate. Another 
project that has been linked with the Police Service and the Roads and Traffic Authority is in the 
western suburbs of Sydney, whereby a level of compliance is measured, first of all with a lot of 
police enforcement, and then that level of enforcement is reduced to almost zero, and then it is 
increased again. That actually measures the level of enforcement that is appropriate to make sure 
the people comply with various speed limits or drink-driving laws, or whatever. 

The Hon. J. S. TINGLE (STA YSAFE): I suppose dropping back the level of enforcement will 
give you an idea of whether the motorists have learnt anything? 

Inspector LESTER: Yes. Ifwe can say that so many patrols a week will reinforce the good 
driving behaviour of all the people in that area, we can do that far more economically and with 
far more appropriate use of resources to achieve what we should achieve. 

Mr GmSON (CHAIRMAN): Does that mean we have got to have a better way of dealing with 
PSs? 

Inspector LESTER: Today I heard that we are putting PSs on the COPS system. 

Mr HUNTER (STA YSAFE): Earlier you gave statistics on reductions in fatalities, accidents 
rates and crash rates. If we are looking at selling this lower speed limit for local residential 
streets, then we are basically looking at the safety of children. Many of the complaints that come 
through my office involve parents saying that they are worried about the safety of their children 
because of motorists speeding through their streets. I tried to get some information from the 
NRMA, but they did not have any, but do you have access to or any information with you today 
that would indicate the percentage ofthose fatalities or accident victims are children? 

Inspector LESTER: No, I do not have anything with me today, but I will take the question on 
notice, if you wish, and get back to you. 

Mr HUNTER (STA YSAFE): Do you believe that information is available? 

Inspector LESTER: I think we could find it somewhere. Even if we do not get the detail, we 
might be able to get some perspective on the problem. 

The Hon. J. S. TINGLE (STA YSAFE): What are the implications of a lower residential speed 
limit for residential planning and street design? And how would modifications associated with low 
level street engineering affect police operational capabilities? Is one going to work against the 
other, do you think? 

Inspector LESTER: I have basically answered this question earlier. We support the AMCORD 
and the Roads and Traffic Authority approaches to bringing the speed travelled down. The low 
level engineering modifications, the local area traffic management (LATM) programs, do not 
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really create a major problem for us, as long as we are aware that the problems are there. There 
may be a problem with Fire Brigades and the Ambulance Service. As far as I know, the Fire 
Brigades some time ago said something about access for their heavy vehicles, and the Ambulance 
Service did make some comment about carriage of critically ill patients. I think, with a bit of 
consultation with the groups, there would not be a major problem. 

Mr GmSON (CHAIRMAN): I would like to ask you a question without notice having nothing 
to do with the present inquiry. In your opinion, do you think car manufacturers have more of a 
role to play in road safety than they have at the moment? I am mainly referring to power of 
motors that are being put into motor cars at the moment. Bear in mind that most new cars today 
are capable of speeds of more than 200 kmIh and our maximum speed limit is 1 10 kmIh. I 
commented over the weekend that I thought that was a crazy situation. 

Inspector LESTER: There is a problem. I do not know how to solve that problem. I am a 
motor cycle rider, and I ride a BMW K 1 00 because it is capable of a certain speed, and I do not 
ride a 250 cc motorcycle because it will only do 100 kmIh. I ride the BMW for other reasons, and 
I drive a certain type of car for reasons other than the top speed. I think, overall, people have 
responsibilities for their own safety. The responsibility for their actions rests with the individual 
drivers. 

Legislators are concerned in this instance about the issue here, speed limits. Designers are 
concerned about the environment and road safety in some areas. I think car manufacturers are 
also concerned about road safety, but they also have an image that they have to promote. They 
install airbags and seat belts of high quality, fitting high quality brakes and high quality tyres, and 
that is part of the image. A Volvo, which is probably regarded as one of the safest motor cars 
on the road, still has all these safety features, and can still travel at X kilometres an hour. 

Mr GmSON (CHAIRMAN): I thank you for your time and for your expert advice. 
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Mr HUNTER (ACTING CHAIRMAN): The STA YSAFE Committee has previously received 
a submission from the Roads and Traffic Authority concerning the inquiry into the proposed 
introduction of 50 kmIh local road speed limits in residential areas. Mr Moran, do you have 
further documentation which you wish to be included with the submission from the Roads and 
Traffic Authority as part of your sworn evidence? 

Mr MORAN: No. 

Mr HUNTER (ACTING CHAIRMAN): For the benefit of those present, I note that the 
Committee has scheduled 40 minutes for the taking of evidence for Roads and Traffic Authority 
witnesses. I think if the questions are well placed and the answers are concise and to the point, 
then the Committee will be able to keep to its schedule this afternoon. Mr Moran, before I 
commence with formal questioning, I wonder whether you have any opening statement to make 
to the Committee. 

Mr MORAN: No, I do not. 

Mr HUNTER (ACTING CHAIRMAN): Mr Moran, could you briefly describe your 
background and experience and indicate your duties as Manager, Pedestrian and Urban Amenity 
in the Roads and Traffic Authority? 

Mr MORAN: Thank you, Mr Chairman, for the introduction. I am a qualified professional 
engineer with an honours degree in civil engineering. I have a total of 1 2  years experience in the 
traffic engineering profession, through a range of positions with the former DMR and now the 
Roads and Traffic Authority. These included roles as a road design officer, traffic engineering 
officer, the traffic calming and bicycle leader with the Roads and Traffic Authority Sydney region 
and now as the Manager of Pedestrian and Urban Amenity within the road safety and traffic 
management core function directorate. 
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This has provided me with extensive practical experience at the coal face in representing the 
Roads and Traffic Authority to customers on road safety and traffic management issues. In recent 
years I have specialised in the traffic management side of the business in respect of the Roads and 
Traffic Authority's traffic engineering operations. 

In brief, as the Manager, Pedestrian and Urban Amenity, I am responsible for the development 
of state wide strategies, policies, performance standards, program guidelines and programs to 
improve pedestrian access and mobility and urban amenity in a manner which ensures integration 
between traffic management and road safety outcomes. 

Mr HUNTER (ACTING CHAIRMAN): I see that the Chairman of the STAYSAFE 
Committee, Mr Gibson, has arrived, so I will hand the meeting over to him. 

Mr GIBSON (CHAIRMAN): Mr Moran, the Committee would like to explore the issue of 
urban amenity or suburban amenity. Can you define the term urban amenity, and describe the 
philosophical origins of the concept? 

Mr MORAN: I will try and define it in as simple terms as I possibly can. Unfortunately there 
is no universal definition, so I will answer this particular question in terms of how urban amenity 
relates to traffic engineering. Put simply, urban amenity results from strategies and actions 
designed to reduce the impact of through traffic on suburban streets, and improving the road 
environment for pedestrian activity. This largely involves restoring a human scale to the roads 
currently dominated by traffic, without compromising the need for vehicular movement to an 
unacceptable level. Focused in this regard, it is obviously on the streets in which we live, work 
and shop. The principal objectives, as I see them, of urban amenity, is to reduce traffic speeds, 
relocate space to non-traffic activities and enhance the street environment. The primary 
contribution to urban amenity is through what is known as traffic calming or environmental traffic 
management, which at a local area or route level, means as a result of actions to restrain traffic 
speeds and lessen the impact of traffic, compatible with the function of the network or the route. 
Quality of the road environment for non-traffic activities is the essential underlying theme and 
within this framework the application of a 50 km/h local street speed limit is an important tool 
in achieving that end. 

� . .  

M r  GmSON (CHAIRMAN): We often refer to terms such as safety, access and amenity. 
What does this phrase mean to you? 

Mr MORAN: To me the phrase, safety, access and amenity, basically means striking a balance 
between conflicting community objectives for transport. Finding a quality balance is not always 
easy but is essential if the strategy, or an action, or initiative for that matter, is to be successful 
and the true measure of success is in the community' s  view. Establishing a balance primarily 
results from negotiation and working with various stakeholders and essentially that is what traffic 
engineering and traffic management is about. It is about finding that balance that integrates the 
needs and expectations of all stake holders. 
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Mr HUNTER (STAYSAFE): If the 50 km/h speed limit is introduced, there are probably going 
to be a substantial number of motorists who will actually travel above that speed. Now, the 
evidence before us would suggest that 60 km/h will actually be the speed that people are 
travelling. The evidence shows that pedestrians involved in a crash are more likely to die than 
survive if struck at that speed. Do we gain anything from lowering the spe�d from 60 kmIh to 50 
kmIh? 

Mr MORAN: Let me start by saying that obviously it would be unrealistic to expect to ever 
achieve 100% compliance. People who live by the attitude that they can travel at 10  km/h over 
the speed limit, obviously under a 50 kmIh scenario would be travelling at 60 km/h, as you 
suggest. However, under the current arrangement, the same people who ran by those same 
attitudes, would be travelling at 70 kmIh. 

Taking this scenario, under the proposal that the Roads and Traffic Authority has put before you, 
there would be an overall reduction in speed in the local street environment, which would result 
in improving the stopping distance. This means people overall would be able to pull their vehicles 
up quicker and thus improve their ability to avoid an incident in the first instance. 

An overall reduction in speed would be beneficial, in terms of amenity and as indicated in the 
Roads and Traffic Authority'S submission of November 1995, evidence from research in Adelaide 
indicates that a 1 0  km/h reduction in residential speed limits, even allowing for the same degree 
of enforcement and compliance which currently exists, could achieve a reduction of about 27% 
in pedestrian fatalities. 

If your scenario is realised, I would say yes, we as a community would benefit from lowering the 
speed limit. 

Mr GmSON (CHAIRMAN): What about enforcement options to get a better compliance for 
the 50 kmIh speed limit? What are your thoughts on that? 

Mr MORAN: I am afraid I would have to take that on notice. It is not within my speciality. 

The Hon. J. J::!:. JOBLING (STAYSAFE): Just coming back to the comment about looking at 
an overall reduction in speed through calming measures, roundabouts, as you find in a lot of 
councils. I am somewhat concerned that some of the councils may well have gone too far in their 
actions in introducing calming measures and traffic restriction measures and as a result we have 
achieved the other end, where certainly you have reduced the speed but have caused complete 
traffic delays and a virtual grid lock situation. 

In other words, the traffic does not move. We have achieved the safety but no movement in 
traffic. How do you balance the two to get an outcome that is acceptable; that keeps the traffic 
moving on the minor roads we are talking about, and at the same time ensures pedestrian and 
amenity safety? 
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Mr MORAN: I am not sure if your question relates to the introduction of the 50 km/h speed 
limit or conventional traffic movement. 

The Hon. J. H. JOBLING (STAYSAFE): Both. If you are reducing it to 50 km/h and you still 
have these traffic management measures in place - and in a lot of areas they are going to be in 
place - whilst they are trying to negotiate them at the higher speed, you are going to reduce 
it even further and traffic won't get through. 

Mr MORAN: Generally, a properly designed local area traffic management scheme, 
incorporating roundabouts and speed humps and such measures, is actually designed for an actual 
travel speed of 40 km/h. Under that scenario, the reduction to 50 km/h local speed limit would 
have no impact. 

The Hon. J. H. JOBLING (STA YSAFE): Slowing between the speed humps and everything 
that is there. 

Mr MORAN: The speed humps, if they are properly designed and placed, are designed so you 
should only be able to travel over them at 25 km/h and obtain an average speed of 40 km/h in 
between. I stress, ifthey are properly designed. 

Mr HUNTER (STAYSAFE): That is where my follow up question would come in. Is there a 
case then for reducing the speed limit on residential streets to 40 kmIh, with the expectation that 
motorists would travel at 45 or 50 km/h and make it more likely to obtain the sort of safety 
benefits that are at the root of this inquiry? 

Mr MORAN: Yes, there is a case on technical grounds, as you suggest. However, it again 
comes back to the question of finding an appropriate balance and of course the need to establish 
and maintain public credibility. 

A 50 km/h limit, as outlined in the Roads and Traffic Authority's submission, is considered an 
appropriate balance between what is needed, what is manageable and what is publicly acceptable. 

The natural lqw density of the New South Wales, and · for that matter Australia's residential 
environment, is not na�rally conducive to encouraging motorists to travel at or around 40 km/h 
without making physical changes to the environment as have been identified here today. 

Thus one could reasonably expect that the introduction of a 40 km/h speed limit without physical 
measures would result in a higher level of non-compliance and quite possibly a loss of public 
credibility. 

There may well be a valid case for a 40 km/h speed limit in high density residential environments, 
however that would depend upon the characteristics of the individual area. 
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The Hon. A. B. MANSON (STA YSAFE): Can you explain the difference between a general 
speed limit and speed zoning in such a way as to make the difference between these definitions 
easily understood? Can you provide examples of these applications on both urban and rural 
roads? 

Mr MORAN: I will give you a definition which I hope can be easily understood, but I suppose 
the interpretation of that will be how well it is understood. 

Quite simply, the general speed limit is a statutory limit imposed by an Act of Parliament. A speed 
zoning, on the other hand, enables speed limits to be established for particular road links or areas 
where that statutory general limit may not be appropriate, indicated by speed limit signs which 
take precedence over the general limit, other than special general limits for particular groups of 
vehicles or drivers. It may also confirm the general limit over a length of road. 

The establishment of a speed zone would result from investigations having regard to traffic 
function and physical characteristics. 

Turning to some quite simple examples, I trust, in the urban situation the general limit is 60 km/h, 
which basically applies where there is provision for street lights. An example of a speed zone 
within an urban environment would be Ryde Road at Pymble, where after investigation and 
assessment, the speed zone there has been set at 70 km/h because it has been deemed that a 60 
km/h limit is not appropriate in those circumstances. 

Examplerin a rural situation - there is a general State limit of 1 00 km/h, which applies where 
there is no provision for street lighting. An example of zoning in a rural situation would be the 
Lithgow side of the Bells Line of Road where, after investigation, the speed limit has been 
reduced to 70 km/h, rather than sitting at the 1 00 km/h. 

The Hon. J. S. TINGLE (STAYSAFE): Can I seek clarification of that? Is the 50 km/h speed 
limit the Roads and Traffic Authority is proposing a general speed limit over all urban areas, or 
a speed zone? What are you actually suggesting? 

Mr MORAN�: It would be suggested as a general speed limit for local streets. 

Mr THOMPSON (STA YSAFE): Mr Moran, do you see the MosmanlNorth Sydney 50 km/h 
trial as a prototype for the proposal before the Committee? In the Committee's research under 
this inquiry, there seems to be some confusion about that. Can you indicate how the 
MosmanJNorth Sydney trial differs from the Roads and Traffic Authority's  proposal for a 50 km/h 
speed limit on local roads? 

Mr MORAN: Having been the Roads and Traffic Authority'S manager for that project for two 
years, the answer is no, I would not see that particular initiative as a prototype for the proposal 
before the Committee. However, I do see it as an input to your deliberations and as a convenient 
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avenue for tapping community opinion and also practical experience with a 50 krn/h limit. 

The Roads and Traffic Authority's proposal for a 50 km/h local speed limit is focused on changing 
the general limit, as I have just mentioned, or statutory limit if you like. 

Fifty kilometres per hour would become the rule, rather than the sign posted exception. 
Additionally, it would only automatically apply to streets having predominantly a local access 
function and traffic routes would be zoned as 60 krn/h. 

By contrast, the Mosman and North Sydney initiative involved identifying a residential precinct, 
including both local access and traffic routes and applying a 50 krn/h limit across the whole area. 

This basically was the case of 50 km/h being the signposted exception to the current 60 krn/h rule. 

The MosmanlNorth Sydney initiative was essentially an exercise in trialing an alternative 
treatment to conventional local area traffic management using physical measures such as speed 
humps and roundabouts and it did not provide any different definition between the road functions 
and motorists as the Roads and Traffic Authority's proposal for a general 50 krn/h speed limit 
does. 

Mr GmSON (CHAIRMAN): What was the main reason for doing it that way? 

Mr MORAN: The project initiated with an approach from local government to the Roads and 
Traffic Authority to sign post a 40 krn/h limit within that precinct initially with Mosman and then 
North Sydney, because they border. We did not view 40 krn/h as being a reasonable and realistic 
achievable outcome within that environment and we considered· that 50 km/h was an achievable 
outcome. 

Mr HARRISON (STAYSAFE): It: as has been suggested, all speed limits are reviewed in order 
to rectify inconsistency in speed zones and to help to win over a motorist in relation to the 50 
km/h limit, what would your view be of the appropriate speed limit for busy strip shopping streets, 
for example, Glebe Point Road in Glebe and King Street in Newtown et cetera, if pedestrians are 
to gain signifiCantly from a reduction to 50 km/h? Is not there a case for reducing the limit in these 
streets, even though they are not, strictly speaking, residential roads? 

Mr MORAN: I might start answering that by saying that the speed of traffic in strip shopping 
centres or strip shopping streets is not always inappropriate, due to the level of what we traffic 
engineers call friction which exists within that environment. 

By friction I mean you have vehicles parking and unparking, you have people circulating around 
the system and there are a lot of specific facilities provided for pedestrians in that environment. 
That friction, by its very nature tends, to keep the speed down. 
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Now, in the setting of a speed limit for busy strip shopping streets, it is again a case of achieving 
community credibility in setting a limit which provides an appropriate balance between traffic 
function and the physical characteristics. 

In shopping precincts where there is a high level of pedestrian activity, a 4.0 krn/h limit would be 
desirable if traffic function was not a consideration. This would require physical treatment of the 
road environment, so that motorists on the traffic route are made aware of the surrounding land 
use and this would obviously be a site specific exercise and it would not be appropriate on major 
traffic routes, such as King Street, but may be appropriate on Glebe Point Road. 

I would suggest that there is a need to consider the management of strip shopping streets as an 
entity in themselves, through physical means of control and regulation to provide an appropriate 
balance between traffic function of the route and pedestrian mobility. The Roads and Traffic 
Authority's  main street guidelines have been specifically established for this purpose. 

There are a number of things that those guidelines indicate can be done on busy strip shopping 
streets and the establishment of speed limits is but one of those measures. 

Mr JEFFERY (STA YSAFE): Mr Moran, a number of councils, particularly those in rural areas, 
have argued that a 50 km/h limit would not be appropriate in their jurisdictions, because the real 
problems for them are not associated so much with residential areas, but lie on the higher speed 
roads within their council area and network. Could you comment on that? 

Mr MORAN (STAYSAFE): I would expect that the issues of amenity would not be as 
prevalent in rural towns compared to major urban centres such as Sydney, Newcastle and 
Wollongong, where you have much higher traffic volumes, therefore you have a lot more traffic 
passing through the local street system because of the restrictions on capacity on the major routes. 

However, as I understand it, in rural centres two-thirds to three-quarters of all casualty accidents 
occur on the local networks. 

Mr JEFFERY (STA YSAFE): I have a supplementary question then. I can foresee conflict 
between the R9ads and Traffic Authority and certain councils over their .interpretation of the 50 
krn/h proposal. What precisely is the situation in terms of the power to set speed limits? Does 
the Roads and Traffic Authority have the final say in the matter and, if so, would the Authority 
be prepared to override councils who do not want 50 krn/h limits in their area? 

Mr MORAN: I might start by saying the Roads and Traffic Authority is keen to work with local 
governments through proactive problem-solving rather than conflict. However, as you suggest, 
conflict is always possible. 

Other than general speed limits, which require an Act of Parliament, the requirement to set a 
speed limit for a local road or area rest with the Roads and Traffic Authority. The Roads and 
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Traffic Authority does have the final authority. 

Under the Roads and Traffic Authority's proposal for a 50 kmIh local road speed limit, it would 
not be the case of the Roads and Traffic Authority overriding councils in establishing a 50 kmIh 
limit. This would be the general limit all parties would be working with. .It would be the Roads 
and Traffic Authority's responsibility to establish guidelines and work with councils in identifying 
those routes which would be zoned and signposted at 60 kmIh. 

We do have the legal authority to do it, but we do it in consultation with councils. 

Mr HUNTER (STA YSAFE): So that means the local traffic committee having a say on what 
is on those main feeder roads that would normally be covered with a 50 kmIh speed limit, but 
would be allowed to go to 60 kmIh? 

Mr MORAN: I think the local traffic committee would be the appropriate forum for those 
negotiations. 

Mr SMALL (STAYSAFE): The Roads and Traffic Authority's  submission raised the issue of 
the importance of public credibility in the system to be introduced with the introduction of 50 
km/h speed limit. If there were a general review of speed limit in tandem with the introduction 
of a 50 km/h speed limit in residential areas, and assuming this process lead to higher speed limits 
on certain roads, two results might be expected: that credibility in the setting of speed limits 
would increase, but that the severity of crash injuries would increase on those roads where speed 
limits have been raised. Can we be certain that the improvement in injury severity at 50 kmIh 
zones would outweigh increases in injury severity on roads where speed limits have been raised? 

Mr MORAN: The Roads and Traffic Authority has comprehensive speed zoning guidelines, 
which help to assess whether a particular road should be speed zoned above or below the 
prevailing general limit. 

Through the consistent application of these guidelines, I do not foresee a situation where 
improvement through a 50 kmIh local street speed limit would be outweighed in other areas. 

It should be noted that most of the major road network has already been assessed and zoned in 
accordance with these guidelines. 

It is also interesting to note, as I understand it, recent analysis of urban 70 kmIh limits has not 
indicated a reduction in the level of safety, in fact, I understand it has suggested a reduction in 
crash rates in those particular routes. 

The Hon. J. H. JOBLING (STA YSAFE): Mr Moran, following on from both the question of 
Mr Jeffery and that answer relating to 70 km/h you have given to Mr Small, when you look at the 
executive summary at page three, we have 40 krnIh, 50, 60, 70, 80, 90, 1 00 and 1 1 0 kmIh 
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variations on the speed limits. Then you come back to item seven on page 27 where you start 
at 10  km/h going to 1 1 0 km/h and road characteristics suggested for each of those. 

I would suggest most of the people out there have no concept of what the road characteristics are 
in relation to speed limits and I would contend that if you were to test mos� motorists, you would 
get 1 00% failure rates on the relationships. 

Therefore, what I would like to know is, in your view and the Roads and Traffic Authority's view, 
when we are dealing with the new proposed 50 km/h general limit and the 60 kmIh speed zone, 
who is going to determine which of these streets are going to have which speed limit, what criteria 
you are going to apply, precisely how do you propose to resolve the disagreement, and precisely 
who is going to pick up the cost for all the change in signage, the Roads and Traffic Authority or 
the local council, or who? 

Mr MORAN: I think the first part of your question I feel I have already largely answered. 

The Hon. J. H. JOBLING (STA YSAFE): I do not. I am sorry, I do not. 

Mr MORAN: Because as I understand it, it relates to identifying what particular roads would 
be zoned 60 kmIh. 

The Hon. J. H. JOBLING (STA YSAFE): How do you do that? 

Mr MORAN: The Roads and Traffic Authority will be charged with the responsibly of 
establishing guidelines to identify what particular roads should be zoned at 60 kmIh and, as has 
been mentioned, that would be applied in a negotiated fashion through the local traffic committees 
with councils. 

The Hon. J. H. JOB LING (STA YSAFE): Could you explain what negotiated means? 

Mr MORAN: In terms of negotiation in the local traffic committee forum, that is basically with 
representatives of the Roads and Traffic Authority, the local State Member, the police and 
council. 

The Hon. J. H. JOBLING (STAYSAFE): I am very familiar with it. 

Mr MORAN: Working through the process, to see if they can come up with a common solution 
and from my years of practical experience in attending traffic committees, it is more the rule than 
the exception that an acceptable resolution is achieved. 

The Hon. J. H. JOBLING (STA YSAFE): I disagree with you totally. I do not believe that is 
so. If the Roads and Traffic Authority has the final determinant, I suggest it will insist on its 
views and it has done so even to the disagreement of both the local council and police on many 
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occasions. If need be I can quote chapter and verse. If that happens, how then do you resolve 
it? 

Mr MORAN: I am afraid I cannot say any more at this stage, other than our expectations are 
that we would be able to negotiate these situations with local governme�t. 

The Hon. J. H. JOB LING (STA YSAFE): Who is going to pay for all this new signage? Are 
you going to expect the local council to pay? 

Mr MORAN: No, I would expect that the Roads and Traffic Authority will be looking to 
minimise so far as possible the burden on local government. 

The Hon. J. H. JOBLING (STA YSAFE): What sort offigures are we looking at, in the realm 
of $ 1 2  million to $ 1 5  million? 

Mr MORAN: I do not have any figures. 

The Hon. J. H. JOBLING (STA YSAFE): I refer to your own submission, that the Roads and 
Traffic Authority refers to costing $ 12.2 million, saying that extensive publicity is not required. 

Mr MORAN: But you are asking me how much is the Roads and Traffic Authority going to 
take the burden off local government, correct me in am wrong? 

The Hon.-J� H. JOB LING (STAYSAFE): I asked you how much it is going to cost. 

Mr MORAN: Local government or overall? 

The Hon. J. H. JOBLING (STA YSAFE): Let us try overall. You agree with your submission 
of $ 1 2.2 million? 

Mr MORAN: I cannot dispute that submission. 

The Hon. J. H. JOBLING (STA YSAFE): So it is going to be a lot of money that has to be 
found, is it not? 

Mr MORAN: It would appear. 

The Hon. J. H. JOBLING (STAYSAFE): Have you that sort of money in your budget? 

Mr MORAN: I am not in a position to answer that. I will have to take it on notice. 

The Hon. J. S. TINGLE (STAYSAFE): Mr Moran, I have to say with great respect that I have 
listened to a fair bit of what various people had to say about lowering the speed limit overall and 
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you did say a little while ago that it would be a general speed limit. I find a level of sophistry in 
the Roads and Traffic Authority's argument. They seem to be saying what should be and not 
would be. 

All of us know perfectly well that people tend to drive at whatever speed they think: they can 
manage on a given road, that is, even the best of us do not consciously comply to a particular 
limit. On pages 13 and 14 of your submission you list five studies carried out in various parts of 
Australia on the lowering of speed limits. My impression on reading all of those is that none of 
them were particularly successful. There were small reductions in speed. 

In one case you mentioned the trial in Unley. There was actually an increase in speed on low 
volume streets, and on any occasion where there was a reduction in speed achieved it was only 
achieved because of physical traffic calming conditions, speed cameras or other enforcement. We 
have already heard Inspector Lester tell us at our last hearing that the police have no way of being 
able to say they could enforce a lower speed limit. So, if you can only get the traffic to reduce 
speed, in other words to change its behaviour when those sorts of enforcements are not available, 
what is the point of trying to reduce the limit? It will not work, will it? 

Mr MORAN: As has been said here earlier today, those people who tend to think that they can 
travel 1 0  kmlh or something in excess of the speed limit, their speed will be brought down in 
terms of their relative speed. 

The Hon. J. S. TINGLE (STA YSAFE): I think: that is sophistry. I think: those people will 
travel at the speed they have always travelled. This is an example of the sophistry I was talking 
about because your own submission suggests that in fact it does not really work and therefore if 
it is not going to work people are going to drive at the speeds they are used to driving at. I think 
we are straining at nets. You are saying people will be slowed down and I am suggesting to you 
that they would not. 

Mr MORAN: It is not only a case of establishing a speed limit, it is a case of putting into place 
appropriate community education and in encouraging strategies to go along with it. 

The Hon. J. &. TINGLE (STAYSAFE): That is what should be. That is the point I am making, 
it is not what would be. 

Mr GmSON (CHAIRMAN): Mr Moran, would you like to make a closing statement? 

Mr MORAN: No, thank you. 
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Institute of Municipal Engineering, Australia 

Mr Donald Herbert Sheffield, Executive Director, Institute of Municipal 
Engineering, Australia 
Mr Peter Norman Ullman, Director, Engineering and Technical Services, Manilla 
Shire Council 
Mr Christopher John Little, Divisional Manager Engineering, Hurstville City 
Council 
Mr Geoffrey Alexander Morris, Manager, Traffic and Transport, Hurstville City 
Council 

Mr GmSON (CHAIRMAN): The STAYSAFE Committee has not received a submission from 
the Institute of Municipal Engineering Australia concerning the inquiry into the proposed 
introduction of a 50 km/h local speed limit in residential areas. Mr Sheffield, do you any 
documents today that you wish to table so they can be included as part of your sworn evidence? 

Mr SHEFFIELD: I do have one document which is some comments and a report from 
Hurstville City Council which deals with this matter, and I table that. I would also be happy after 
this hearing to put in a written submission on behalf of the Institute. 

Mr GmSON (CHAIRMAN): Thank you. 

Mr HUNTER (STA YSAFE): Can you describe and discuss the issues seen as important by the 
Institute of Municipal Engineering Australia regarding findings reported in previous research into 
lower residential speed limits that have been conducted in Australia and overseas? 

Mr SHEFFIELD: Yes. If I could start off the answers and I will call on my colleagues. 
Perhaps ifl could just take one second to explain the panel that I have here with me today. The 
Institute has not formed a firm policy on the issue at the moment but we are looking at it from 
two different perspectives, the rural engineer and the city engineer. I have representatives of 
those two groups here with me today. They will join in the answers that I will give. 

But to come to the particular question that you have asked, we believe that the major issues are 
firstly, there is the matter of the relationship between speed and the seriousness of casualties. All 
of the evidence that we have indicates that there is a strong relationship, and the higher the speed 
vehicles use in streets the more serious the casualties. 

The second issue is the design and layout of the local street system which traditionally is not 
conducive to lower speeds and we believe that is an issue that needs to be addressed. The third 
issue is the community pressure that is placed on councils, particularly in urban areas, to 
implement local area traffic management (LA TM) schemes largely to reduce the speed of vehicles 
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in local streets and to reduce the loss of amenity that is caused by speeding vehicles. 

A fourth issue is the cost oflocal area traffic management and the problems and side effects that 
they can cause. A further issue is the difficulty of enforcing speed limits on local streets without 
the installation of devices or without a number of other initiatives which I will come to later. A 
further issue that I think is most important is the difficulties that are going to be experienced in 
convincing the public of the need for lower speeds. I can compare that with the present debate 
over gun regulations. 

There is also the issue in convincing the public that the design of the modem motor vehicle makes 
it less obvious to drivers and passengers of the speed at which they are travelling. A third point 
is that the streets that have been built over the years encourage higher speeds, and the fourth issue 
in that bracket is the NIMBY effect, that it is always somebody else who speeds, not me. That 
is a perception that we are going to have a great deal of difficulty in overcoming. 

Another issue that needs to be addressed is that, particularly under the Roads and Traffic 
Authority's proposal of the new speed zoning, the Roads and Traffic Authority wants to continue 
to hold the authority for determining speed zones in consultation with councils. We believe 
strongly that this should be reversed. It should be local councils that determine the speeds in local 
streets in consultation with the Roads and Traffic Authority. There will be the perception in the 
public that this is yet another revenue raising initiative. 

We believe one extremely important issue that has to be addressed is that we have to find a way 
of encouraging individuals to take greater personal responsibility for their own actions and there 
can be no stronger example of that than in the case of drivers. The other issue we think is 
important in urban situations is the press for urban consolidation which is placing much greater 
pressure on the use of streets as community space. We must find the right environment for that 
to occur. They are the major issues, Mr Hunter, that we believe need to be considered. 

Mr HUNTER (STAYSAFE): What was the Institute's involvement in the change of the New 
South Wales urban speed limit from 30 miles per hour to 35 miles per hour in 1964? The 
committee is interested in understanding how attitudes and practices to speed management and 
in particular a!titudes and practices regarding urban speed management have changed over the 
last three decades. 

Mr SHEFFIELD: The Institute's involvement in those days was nil. I think it is only in recent 
years that the Roads and Traffic Authority and some of the other authorities, particularly the 
police, have come to appreciate the need for consultation with local government. Certainly local 
councils have become far more conscious of the problems of speeds in local streets since the days 
when the main roads system became more congested. 

I have spoken at many other venues about this topic and I believe that the start of local area traffic 
management schemes in Sydney particularly started with the Mosman experience when the council 
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could no longer stand through traffic using its local streets. It introduced a whole heap of road 
closures which effectively brought Military Road to a stop, so much so that the Government 
stepped in and took away the council's power to close roads. That was not restored until some 
years later when the there was the requirement for councils to consult much more widely. 

The other thing that has occurred - and it is changing very slowly but in the eyes of local 
government not fast enough - is the Roads and Traffic Authority's  preoccupation with moving 
traffic quickly along its main roads at the expense of the local road system in many cases. To 
make traffic signals more efficient a number of right hand tum restrictions have been placed at 
those intersections. That has the effect of channelling through traffic into local streets in many 
cases and we believe that that has been, I guess, instrumental in local government taking a far 
more aggressive stand to the traffic through local streets. 

The Hon. J. S. TINGLE (STAYSAFE): From the point of view of the Institute of Municipal 
Engineering, did we learn anything from what we seem to be hearing about the speed management 
practices in other parts of Australia and indeed overseas, particularly in terms of identifYing the 
way urban speed limits are set and the introduction of those lower local speed limits? Listening 
to what you are saying, I have the impression we are getting a mixed bag of results and 
effectiveness in all these surveys that the Roads and Traffic Authority has talked about. Are we 
being given any indicators as to whether this is worth doing or not? 

Mr SHEFFIELD: I certainly have not any personal knowledge of overseas experiences where 
blanket speed reductions have occurred. My advice is that Australia has the highest general urban 
speed limit -of all of the developed countries. I guess there is an indication that-other countries 
are doing something different to us. Australia has learned a lot from the experience overseas with 
local area traffic management and we have developed upon that. I think we have got skills in that 
area that are equal to anything that I have heard about overseas. 

The Hon. J. S. TINGLE (STAYSAFE): Do I get the impression that you feel the local 
management level is the one that ought to be emphasised, not blanket bans at government level? 

Mr SHEFFIELD: I think at the moment that is the case, but I believe with a proper strategy for 
addressing t�s we could address that issue that I raised, and that is making drivers more 
responsible for their own actions. I think the Australian driver has a reputation of being very 
aggressive and perhaps not as courteous as drivers overseas and that is something we need to 
address. I think if we can address that in conjunction with this, the two things are compatible. 

Mr MILLS (STA YSAFE): Given the unique perspective of the Institute of Municipal 
Engineering, what is known about community concerns with effective speed management in urban 
areas, particularly vehicle speeds in residential streets? 

Mr SHEFFIELD: I would like to pass this over to Geoff Morris. I can say that our members 
are really the front line troops in dealing with the concerns of communities over traffic speeds and 
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their problems and that has been instrumental in the Institute taking a much stronger role in this 
area. We have established a road safety panel within our Institute which looks at this and a whole 
range of issues and we have also been working with the Roads and Traffic Authority on the local 
government road safety project which I hope members of the committee will have heard about. 

Mr MORRIS: I think the submission that Hurstville Council has presented today indicates the 
council has done a lot of surveying of local residential attitudes to traffic management and there 
is a lot of information that comes out of that, but a qualitative analysis of that information shows 
the predominant concern of residents is speed. It is always the first thing that comes to mind 
when residents complain about traffic conditions. I think that is the crucial thing. 

The other thing to say about residential attitudes is that the council has done a number of surveys 
into residential attitudes to reducing the speed limit. We have five quite large precincts that have 
been surveyed, ranging in responses from around 1 00 to over 542. The response rate in favour 
of reducing the local speed limits ranges from 63% to 85%, and the opposed rates are quite low, 
usually ranging from 1 1  % to 22%. 

Although we do not get many complaints about reducing the speed limit, and Hurstville' Council 
has two 50 km/h precinct trials, there is also two categories of complaints. The first is that some 
people say, "I have paid for my driver's licence and registration and I want to be able to drive 
anywhere, any way I want"; and the other category is people have expressed concern that their 
trip will take longer if speed limits are reduced. 

Most councils have adopted road hierarchies which define roads into local, collector, sub-arterial 
and arterial. Local roads are meant for access to adjoining properties. They are not meant to be 
used by through traffic on longer trips. As residential amenity and safety are of high significance 
on those local roads there is justification for a high level of protection for those streets. 

The second concern about increasing trip times, most trips should consist of short use of local 
roads only at the beginning and end of a journey. A large percentage of the middle of the trip 
should be on roads of higher classification, the collectors, sub-arterial and arterial roads. If that 
is the case trip times should not vary significantly if the 50 km/h limit is applied to local roads 
only. 

Mr GmSON (CHAlRMAN): What is the most effective and appropriate management strategy 
that should be adopted to ensure compliance with the 50 km/h local speed limit? 

Mr SHEFFIELD: We have a number of broad headings for strategies that we would like to 
raise. The first is a need for wide publicity and community education. The second is there needs 
to be a trade-off of increased speed and priority on main road networks. There needs to be 
education and training of council staff, the elected representatives and particularly developers in 
the use of more innovative street design. There needs to be very clear messages to drivers when 
they are entering different speed regimes. That is particularly important when they are coming 
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into our local streets system. You need to have some way of flagging to drivers that they are now 
coming into a different environment and they must drive in a different manner. 

We need to develop a strategy for introducing lower speed in rural areas. By rural areas I mean 
the urban part of the rural community. The other thing I think needs to .be addressed is police 
attitude to the enforcement of speed on urban and local streets. So we need to develop a strategy 
that would address those particular areas. 

Mr GmSON (CHAIRMAN): You mentioned trade-offs. How would you see those trade-offs? 

Mr SHEFFIELD: We believe that, again as Geoff Morris mentioned, it is vital that each council 
has a road hierarchy that is established in consultation with the other stakeholders in the transport 
system. That road hierarchy then establishes different speed regimes for each type of street. 
Local streets I do not believe should have a high higher speed of more than 50 km/h, but in certain 
situations that could be reduced even more. Once you get on to the collector roads and sub
arterial and arterial roads, obviously higher speeds --

Mr JEFFERY: That is what concerned me. You are suggesting we could go higher than 50 
kmIh? 

Mr SHEFFIELD: He is, actually. 

Mr SMALL (STAYSAFE): Coming off a highway into a built-up area of town, in some areas 
the speed limit is reduced from 1 10 kmIh to 80 km/h and then to 60 kmIh. Others are just straight 
from 100 kmIh to 60 kmIh. Would you like to comment on that? Do you have any favoured way 
that there should be a reduction identification in coming down to lower speeds? 

Mr SHEFFIELD: Perhaps that could be addressed from two viewpoints. I will ask Peter 
Ullman to give us the rural perspective. 

Mr ULLMAN: In the rural situation, the road hierarchy is not quite as complicated as it is here 
in the city. We have basically got only a dual system where we have our local roads and our 
arterial roads. _ The trade-off situation that you talk about is appropriate in our circumstance 
because the community attitude there is, "You are not going to take away my right to travel at 
60 km/h". The trade-off being, you are looking at a 60 kmIh zone in residential areas but in your 
longer routes, your more arterial roads where you could get up to 70 kmIh or 80 kmIh would 
make it far more acceptable. 

In the small town I come from, we come from a 100 kmIh zone to a 60 kmIh zone. There is that 
transition of 80 kmIh in between and I guess that would be the way to address that. 

The Hon. J. S. TINGLE (STA YSAFE): I would like to comment on what we have been 
saying. It seems to me that the more we have a regime of various speed limits, sometimes 10 
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kmlh clipped off here and there, human nature being what it  is, the more chance of people 
inadvertently breaking those limits; confusion rises as the strata increases. What is the 
involvement of the Institute in that development and the implementation of the trial of the 50 km/h 
local road speed limit in the lower north shore of Sydney? It started in February and March and 
I wondered what the Institute's involvement had been and what you had ,to say about it. 

Mr SHEFFIELD: I was originally a member of the steering committee that was looking at that 
project, but I have not been involved in the more recent meetings. We have members who are 
part of the councils involved in that, so the Institute is involved in that way. 

The other involvement we have had is through the Roads and Traffic Authority Consultative 
Forum. They have given reports from time to time on the project. In recent times the 
involvement has been doing well. 

Mr THOMPSON (STAYSAFE): Was the Institute consulted or otherwise involved in the 
AUSTROADS project that led to the proposals for 50 km/h local road speed limits? 

Mr SHEFFIELD: We have been kept informed by receiving draft reports and having the 
opportunity to comment. We are more heavily involved through our involvement in the 
Australian Local Government Association, AUSTROADS' partnership plan. 

Mr HARRISON (STAYSAFE): From the point of view of the Institute, how should it be 
decided if a local street will be subject to a 50 km/h speed limit? 

Mr SHEFFIELD: Would the Institute be? 

Mr HARRISON (STAYSAFE): I mean, what is the Institute's point of view on this? How 
should the decision be made whether or not a road is subject to a 50 km/h speed limit? 

Mr SHEFFIELD: As was mentioned earlier, the number one step is for the council to establish 
its road hierarchy. That would be the principal tool. Road hierarchy needs to be prepared in 
conjunction with a community, of course, adjoining councils, the Roads and Traffic Authority, 
police and th� other transport authorities and then with the council's town planning initiatives 
through its LEPs and regional environmental plans. 

Chris Little has had a lot of experience in this. 

Mr LITTLE: I understand you do have a couple of copies of these. That is a Hurstville City 
Council example of a developed road hierarchy plan. The shaded grey areas are not just 
residential streets, but residential precincts, so our approach has been on a precinct-by-precinct 
basis. 

We do identifY quite clearly that they are entering into a residential precinct where we do have 
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50 km/h zones with this style of entry threshold. It is like going through the front door or gate, 
saying this is something different. 

By perimeter treatment, and that is all we seem to need in most cases, we might identify an entire 
precinct is 50 kmIh in there, so that residential precinct is protected. 

That leaves the other higher hierarchy roads, where people need to travel longer distances and get 
to their place of employment, or whatever that might be. They would be able to travel at 60 kmIh 
or, in some cases, as is the case now, 70 km/h on some of the larger state roads. 

We are not just looking at streets, but a comprehensive approach to the precincts. 

Mr HARRISON (STA YSAFE): Are you aware of all councils in the State having done such 
a study of the hierarchy of roads, or is it something some councils have done? 

Mr LITTLE: I cannot speak for all councils in the State, but I know the councils in the urban 
areas are heavily involved not only ensuring the hierarchies are up-to-date, but at the present time 
the highest priority being State and regional roads are being reviewed, in consultation with both 
the Roads and Traffic Authority and local councils. 

Mr JEFFERY (STA YSAFE): I did ask Mr Moran this question earlier when these gentlemen 
were here. I wiII ask it again and direct it to this panel. A number of councils, particularly those 
in rural areas, have argued a 50 km/h limit would not be appropriate in their jurisdictions because 
the real problems for them are away from the residential areas and on the high speed road 
network. Can you comment on that statement? 

MR ULLMAN: If I could, I would like to comment on that. I believe that to be the case. If you 
approach any authority in the bush, that is the reaction you get, that if you look at the accident 
statistics, whilst I don't have details with me, most of the accidents, you will find, in our type of 
area are on the higher speed rural roads. 

If you talk to people in our community, speed does not just enter into it, it is the condition of the 
road that is uppermost in their minds. They just want to go. It is that road condition that is more 
appropriate, so I agree that that is the comment you do get and I believe it to be so. 

Apart from that, with your lower speeds in the residential area, I guess pedestrian related 
accidents, which are very minimal, obviously the damage caused would be much lower. 

Mr GmSON (CHAIRMAN): Mr Ullman, in your area are the bulk of the roads sealed, or do 
you have dirt roads up there at all? 

Mr ULLMAN: The bulk are sealed in the town. We have one town in our shire. We have a 
total of about 650 kilometres of road in the shire and about 240 are sealed, so it gives you an idea 
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that there are quite a few gravel roads out there, but they are well out into the bush and they have 
a speed limit of 1 00 km/h on them. No-one travels it, no-one can. 

Mr HARRISON (STA YSAFE): It is on the unsealed roads that the accidents are occurring? 

:MR ULLMAN: No. You will find in our situation that we don't have a lot of accidents, but the 
ones we do have you will find are basically on the high speed roads. 

Mr HARRISON (STAYSAFE): That might be a good reason not to seal the roads. It is 
nothing to do with money, we have safety in mind. 

Mr SMALL (STAYSAFE): What would be the Institute's  view on an appropriate time frame 
for implementation of a schedule for introducing a 50 km/h speed limit within residential areas? 

Mr SHEFFIELD: That is a very difficult question. I think the first thing I would do is avoid an 
election here and how you do that with all the elections going on in every State I do not know. 
I really think it is not a case of how long before we could implement this, but really how do we 
get in there and do it, because it seems to us that there is a strong need for a reduced general 
urban speed limit and we have got to find a way of doing that. 

If I had to put a date on it, I would say it would probably take 1 2  months to do a proper 
education program, and particularly educating the media. Again, I hesitate to mention that other 
issue that is on at the moment, but the way the media seems to grab up on dramatic issues is 
something-that would set this back if you got a few lobby groups that came up and made a lot of 
noise about taking away human rights. 

Mr JEFFERY (STA YSAFE): Just going by these figures by Hurstville here, 85 beats 1 5% any 
time as far as a politician is concerned, so it is pretty good. It might be a good one for an 
election. 

Mr GmSON (CHAIRMAN): I will ask one ofMr Jobling's questions. From the point of view 
of the Institute of Municipal Engineering Australia, what are the processes and procedures 
required to monitor and to evaluate the effectiveness of a 50 km/h local speed limit in promoting 
road safety? 

Mr SHEFFIELD: I think any sort of evaluation program on a matter as large as this is going 
to be difficult. You can certainly monitor accident trends by doing a survey at the base line and 
obtain some base line information and measuring that at periods. 

You could do before and after speed checks. You could do surveys of driver perceptions of 
speed in various streets before and after the implementation. You could do surveys of pedestrian 
perceptions of speed. 
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The difficulty, as I see it, is establishing some sort of control zone so you have something to 
measure it against and overall there would be a very substantial cost in evaluating and I ask the 
question, why do it? If it is going to be so good, as has been suggested, we should be getting in 
there and doing it. 

Mr THOMPSON (STAYSAFE): I think perhaps the Hurstville experience might go a long way 
towards answering this question. What are the implications of a lower residential speed limit for 
residential planning and street design, and what are the implications of a lower residential street 
limit for local government planning and practices? 

Mr LITILE: Perhaps, Mr Chairman, if we are talking about the Hurstville experience, here we 
have a situation where Hurstville Council's  street system is built, so we are actually looking at a 
process of retrofitting an existing system where the question perhaps goes to the heart of new 
planning as well as old. I will leave the new planning issue to Mr Sheffield, who is a planner. 

In our area, in terms of street design, we have a total refocus in the way we handle the approach 
to street sign, road design, as traditional civil engineers. All of our projects now, as you might 
see from the photograph that Geoff showed before, involve sound engineering practice, sound 
traffic engineering practice and, to be acceptable to the community, some landscaping component 
as well. 

The thing about devices is ifwe are to retain devices, irrespective of a blanket 50 km/h zone, there 
will be a need for some traffic speed control devices, hopefully less than what we are doing now, 
but they have to be acceptable to the community, so the change is heading away from being a 
traditional civil engineer to having a more holistic view of what is required. 

It is sound civil engineering, sound traffic engineering and landscaping expertise that goes into all 
these things. At the end of day the community has to live with them. There is a change. The 
change now is if the 50 km/h zone comes in, that helps cement that change. 

Mr SHEFFIELD: Some of the other matters that I think need to be addressed are that we need 
to influence a lot of engineers - and this is the role that the Institute will have - to modify their 
design stand�rds. The design standards for most of our local roads grew up in the Local 
Government Act of 1 9 1 9  which specified the width that roads shall be and at least the new Act 
has removed that requirement. 

I guess a lot of conservative councils and conservative engineers still believe that wide roads are 
essential and they still promote that to their councils, so we need to have an education system of 
our members, particularly in that area. 

We need to also address the community attitudes and perhaps local governments need to be more 
aggressive in this area by promoting more innovative street design systems. 
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I think they are the major points. 

Mr GmSON (CHAlRMAN): Mr Sheffield, you mentioned something earlier about Australians 
being very aggressive drivers. Why do you think that is? 

Mr SHEFFIELD: I do not know. I guess it is part the of the culture of Australia where we have 
grown up with a lot of wide open spaces, where we can travel a lot faster. That pioneering spirit, 
I would say, is still there. We do not like being controlled. We perhaps have not had the 
population either. 

Mr GIBSON (CHAIRMAN): I will talk about the attitude which a lot of drivers have. If 
somebody passes another driver on the road, that driver feels that he has to get to the front again; 
for whatever reason, I do not know, so you are right. Any further questions? 

Mr MILLS (STAYSAFE): While the two gentlemen are here from Hurstville, I would like to 
ask a non-engineering question. Was radar enforcement used within the 50 km/h precincts during 
these times and, ifso, what was the strike rate? Were speeds reduced? Was there any deterrent 
factor in this? Do you have any information on that sort of thing? 

Mr MORRIS: If I could address the radar, the two areas that have been implemented did not 
have a severe speeding problem to start with. They were both implemented from the point of 
view of defending the local road system from threats of increasing arterial traffic caused by the 
M5 Motorway. 

Mr MILLS (STAYSAFE): So you laid out the rubber strips and measured the speeds, I hope? 

Mr MORRIS: Yes, there were before and after studies done. In one area there were marginal 
decreases in the speeds. It decreased by about three kmIh, so it is roughly in line with the other 
State studies that have been done. It was not a roaring success from the point of view of reducing 
speeds. 

Where it was a success was from the point of view of residential complaints and attitudes. Prior 
to the introduc!ion we were getting a lot of complaints from people in the area about motorists' 
behaviour, particularly speed, and after implementation we had virtually no complaints. 

The police did not carry out radar patrols in those streets very much at all. There were other 
higher profile locations around and they still do not. We have not increased the burden on the 
police for reinforcement in these particular cases. I think that probably answers that question. 

Mr MILLS (STAYSAFE): Were the figures on the speed reduction listed? I do no see them 
in this? 

:MR MORRIS: I have not drawn out the detailed statistics, which I could supply at a later date. 
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Mr MILLS (STAYSAFE): I would be interested in having a look at that, because that is one 
of the important areas we have to think about, as to whether these trials have had their effect in 
reducing the speeds, in order to reduce the crash rate. 

MR MORRIS: If I could say, Mr Chainnan, I have got some feeling� on that matter. The 
feelings I have are that to date we have only done piecemeal 50 km/h precincts, very small areas. 
If you are looking at a percentage basis of Sydney, that would probably be less than half a per 

cent. 

I feel that most motorists travel by habit and they are conditioned to travel at around 60 km/h to 
65 km/h. That is the typical street scenario, that they feel comfortable driving at those sorts of 
speeds. 

When they get into our entry to the precincts there is nothing there, other than the entry device 
they go over, there is nothing there to make them change their behaviour. 

I think probably there is a conditioning change that may occur over a period of some years after 
the implementation of a lower general urban speed limit, where it is widely accepted that there is 
a 50 km/h precinct on local roads in the area and if the police do an enforcement regime similar 
to their current enforcement regime, and also there is an education/marketing type campaign done 
on it, I would say people's habits may change to some degree and reduce the speed and therefore 
increase the effectiveness of the implementation of 50 km/h limits. 
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Bicycle New South Wales witnesses 

Mr Warren Ross Salomon, Executive Director 
Ms Eva Gerencer: Campaigns and Advocacy Manager 

Mr GmSON (CHAIRMAN): The STA YSAFE Committee has previously received a 
submission from Bicycle New South Wales. Do you wish the submission to be included as part 
of your sworn evidence? 

Mr SALOMON: Yes. 

Ms GERENCER: Yes. 

Mr GmSON (CHAIRMAN): Could you clarifY for the Committee whether Bicycle New South 
Wales advocates a 50 km/h speed limit applying to all urban roads where the 60 km/h limit 
currently applies, including main roads with a 60 km/h limit, or whether you see it as being 
restricted to residential streets only and other appropriate roads such as strip shopping centres, 
et cetera? 

Mr SALOMON: I think we certainly see it applying to the general speed limit, the general 
unposted speed limits. I think it is fairly important that we are in a new regime of speed limiting. 
I think it is often horses for courses, the type of roads that are posted, but generally the unposted 
speed limit as well is what we are referring to. 

The Hon. J. S. TINGLE (STA YSAFE): Bicycle New South Wales seems to suggest that a 50 
km/h limit in residential streets is desirable from what I have had the chance to read of this in the 
last couple of minutes, but that in some situations the speed limit would perhaps be better brought 
down to 40 km/h or even 30 kmIh. Is that realistic? Are you seriously suggesting there should 
be 30 km/h limits in some streets, or is that what you might call an ambit claim? 

Mr SALOMON: I think, as I said before, it is horses for courses. What we are looking at is 
saving lives, particularly the lives of children. I do not think anyone would seriously condone 
motorists doing whatever they choose through residential street systems. 

The evidence that we have seen clearly indicates that for every 10 kmIh you drop the speed, you 
can almost count the number of children you can save. 

We are certainly concerned because a lot of our constituents are child cyclists and we are 
concerned that in this area, where we spend a lot of money in this bussing children to school, and 
you only have to look at the traffic you can see fall away during school holidays, to see that we 
are not only bussing them but we are motoring them to school. 
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In a sense we think: they should be riding their bikes to school. What we have to provide and 
what we have to look at providing is a safe environment for those children. Children cannot 
withstand or cannot survive a crash from a motor car even travelling 60 kmIh. At a 30 kmIh 
speed limit they have a chance, and that is important. 

Ms GERENCER: I think it is important to note that overseas, in particular in Europe, it is quite 
common for 30 kmIh speed limits in residential areas and strip shopping areas, where there are 
a lot of people on the streets. 

Mr GmSON (CHAIRMAN): What areas would that be? 

Ms GERENCER: In the Netherlands, in Germany. 

Mr SALOMON: Most of the northern European countries 

The Hon. J. S. TINGLE (STA YSAFE): When you get down to the level where you are 
looking at reducing the speed of vehicular traffic to reduce that danger to children, are not we 
really touching on the incompatibility of the two types of traffic, the child cyclists and the car on 
the one road? 

Mr SALOMON: I think there are child pedestrians as well. I think: we have got to look at this 
in - I note one of the previous witnesses said in a holistic fOnD. The community, in a sense, has 
to look at whether it is going to put the mobility of a certain percentage of the community ahead 
of its general overall level of safety. 

I grew up in an urban street system where we played ball and do all sorts of things in the street. 
That was considered in our community quite a dangerous thing to do. You kept an eye out for 
the cars and things like that, but generally, so did the cars. 

Mr JEFFERY (STAYSAFE): Before I ask the same question I have asked a number of other 
witnesses today on the rural areas, could I say that unlike Mr Small, who is a very keen bike rider, 
it is only in the last few weekends, after a 30-year break, that I have gone back to riding a bike 
at weekends, b_ut I must say my perception and my understanding of cyclists has improved greatly 
in those last few weeks, because it is quite scary at times. It is not only the child on the bike but 
it is also the adult on a bike. 

A number of councils, particularly those in rural areas, have argued that a 50 kmIh limit would 
not be appropriate in their jurisdictions, because the real problems for them are away from the 
residential areas and on the higher speed road network. Could you please comment on this view? 

Mr SALOMON: I think personally thatlocal councils have got a much better opportunity there 
to do something, because generally I think: the perception is that local environments are more 
contained and also local councils are more in touch with their local communities, so I think there 
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is a great opportunity to educate a community as to the benefits to them of such a regime. 

I should also point out that in my experience of being involved in our organisation, organising 
major events right across the country, there are some roads at the moment that are posted 1 00 
kmIh that I believe should not be posted at that. I think the whole speed regime should be 
addressed and I think: that is this is a good opportunity to do that. It is, in a sense, as I said 
before, horses for courses. 

I think: we need to look at the roads in terms of their ability to carry the type of speeds that they 
are currently carrying and I think: certain in the urban areas, it is very easy to identify that a SO 
km/h speed limit would be beneficial, but I think: the attitude to speed really needs to go deeper 
than that. It is a matter of how the community believes it can best handle its safety aspects within 
the road environment. 

Mr JEFFERY (STA YSAFE): Some of the councils are actually doing that. I know in my area 
the TAC will look at it going from 1 00 kmIh back to 80 kmIh next Friday, so they are looking at 
that in local government areas. 

Mr SALOMON: We would certainly applaud that. 

Mr SMALL (STA YSAFE): You have partly answered this question, but how do you see 
reduced speed limits in residential streets affecting casualty rates among cyclists, particularly 
young cyclists? 

Ms GERENCER: Basically it would decrease the accident rate. There has been enough 
research to show that, as Warren said earlier, every 1 0  kilometres you decrease the speed limit 
you save a certain number of lives. Years ago the National Health and Medical Research Council 
did a study which showed if you decrease the speed limit from 60 km/h to SO kmIh you have a 
48% decrease in injuries. So, in terms of answering your question, it would decrease the casualty 
rates. 

Mr SMALL (STA YSAFE): What effect do you think: a lower speed limit in urban areas will 
have on the d�velopment and implementation of bicycle networks? Can I broaden that a little? 
In Canberra, councils, the Roads and Traffic Authority and government are identifying or 
providing bicycle tracks for cyclists. In Canberra many children ride to school, which is great 
exercise and they are out of harm's  way. Many children ride, run, walk or cycle on those tracks 
in Canberra and it is working extremely well. Do you see the circumstances for safety being very 
much in that area of the development of other road benefits? 

Mr SALOMON: We see the development ofa coherent urban network for cyclists as being one 
of the most important infrastructure gains for cyclists in terms of their ultimate safety right across 
the community. What we say when talking about a network is we look upon the local streets 
system as, in a sense, being the feeder component of the network. Having a low speed regime in 
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those streets is essential for the success of any kind of measures to make cycling safer. 

Then I think the more difficult areas are the kind of areas that perhaps we have seen in other 
cities, particularly Adelaide, Perth and Canberra, where there have been tracks and lanes 
developed on the existing road system to actually link up roads in local. streets. So the speed 
regime is very important because, in a sense, having a low speed regime in residential streets, you 
actually enable cyclists to cycle those streets with minimal amounts of engineering going on in 
those streets. The community does not have to invest large amounts of money to make those 
streets safe because, in a sense, by regulating the speed environment and getting general 
community acceptance to do that, you are creating a large percentage of that network there and 
then. 

Really, in a way that local element is very important to cycling because most trips for cyclists are 
generally under five kilometres. Mind you, over 60% of motoring trips are under five kilometres 
as well, so there can be some benefit there. Could I table a leaflet put out by Queensland 
Transport, the Department of Roads in Queensland? It sets out well the case in the community. 
We see that as the kind of thing that if this is to go ahead in our State it is a necessary educational 
tool because it sets out clearly to the community what the benefits are from doing this. 

Mr GmSON (CHAIRMAN): For the record can you tell us how many bicycles there are in the 
State approximately? 

Mr SALOMON: We estimate roughly as many as cars. Over half the households in New South 
Wales have a bicycle. Most of them would only be ridden on average 2 or 3 times a year. The trip 
to work type percentage is down round the level of one or two per cent but in a city the size of 
Sydney more people cycle to work than catch the ferry to work and it is a significant percentage 
all the same, roughly 2 million in New South Wales. 

Mr MILLS (STAYSAFE): From the perspective of Bicycle New South Wales, what is known 
about community concerns with effective speed management in urban areas, especially vehicle 
speeds on residential streets? 

Mr SALOM9N: I believe there is a general community concern for the effect of speed on 
safety. I think there is also community concern that is carried plainly by a minority but it is a vocal 
minority that in a sense they can go at whatever speed they feel. I think there is an expectation 
in the way the road system is managed that you can get from point A to point B as quickly as you 
can. Even the Roads and Traffic Authority's own statistics will show at times that the average 
speed in urban areas is falling not rising, due to congestion. 

We believe unless the Government wants to spend billions on infrastructure programs which 
ultimately will require more infrastructure programs, the community has to accept the fact that 
if everybody wants to travel at whatever speed they feel like, somewhere along the line there has 
to be some compromise made. Part of the whole thing of selling the community on this is that 
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most people, particularly those living in residential areas, appreciate the benefits that could come 
to them from a lower speed regime in their areas. There is a groundswell of support for a 
lowering of speed. Certainly the only people I have heard in our discussions on the matter have 
been the people who I would call a vocal minority. 

Mr HARRISON (STA YSAFE): You have said there has been an average reduction in speed. 
Has there been a commensurate reduction in injuries to cyclists? 

Mr SALOMON: The figures tend to fluctuate. Two years deaths of cyclists and serious injuries 
doubled, but last year it fell back. This year it is pretty much what it was the previous year. 

Mr HARRISON (STAYSAFE): So there does not seem to be much relationship between the 
two or there has not been enough reduction in speed. 

Mr SALOMON: I would not put it necessarily at speed. The point I was trying to make about 
speed is the perception of motorists that they can get from point A to point B at the fastest speed 
they can manage is not met by reality. Soon or later they will come up against congestion, sitting 
in an ever increasing queue, at a traffic light or traffic jam or whatever, but they have this kind of 
frustration that says, "I should be able to travel at the posted speed limit". 

Mr HARRISON (STAYSAFE): Yes, "I have only averaged 1 5  km/h". 

Mr SALOMON: Yes. 

Mr THOMPSON (STAYSAFE): From the point of view of Bicycle New South Wales, what 
are the most effective and appropriate traffic management strategies that should be adopted to 
ensure compliance with a 50 km/h local road speed limit? 

Mr SALOMON: I think the community has to be brought in on this. The community has to feel 
that this is totally for their benefit. It has far reaching implications. It is also for the future of our 
children's welfare and I think it is also to give the general community an opportunity to have some 
real benefit and participation in what I would call primary road safety. 

It is significant that we have achieved a lot in this State through the introduction of random breath 
testing. The way it was done in some sense could be used as a model as to the way we might go 
in this. I believe a broad education program to the community and the benefits it might bring to 
them is one of the key elements in any kind of progress from here. 

Mr HARRISON (STAYSAFE): What has been the involvement of Bicycle New South Wales, 
if any, in the development and trial implementation of the 50 km/h local road speed limit on 
residential streets in the lower north shore of metropolitan Sydney that commenced earlier this 
year? 
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Mr SALOMON: We were not consulted. 

Mr HARRISON (STAYSAFE): Was Bicycle New South Wales or the Bicycle Federation of 
Australia consulted or otherwise irivolved in the AUSTROADS project that led to the proposal 
to introduce 50 km/h local road speed limits? 

Mr SALOMON: Same again. We would like to be consulted. We are certainly consulted on 
a number of issues but not on that. 

Mr GmSON (CHAIRMAN): What changes from your perspective are required to enable 
effective enforcement of the lower local speed limit? 

Mr SALOMON: I think most of all the attitudes of a significant minority of the community, as 
I said before, the section of the community that believes it can travel at whatever speed it feels 
is necessary to get from point A to point B regardless of the operating environment. I think it is 
quite incredible that pile-ups occur on the Newcastle freeway in absolutely appalling conditions 
whereby people are still trying to do the posted speed limit even though the prevailing conditions 
should dictate that they drop their speed limit. There is this perception in the community that, 
much as it was before the introduction of random breath testing (RBT), you can do whatever you 
need to do or whatever you feel like doing. 

Mr GmSON (CHAIRMAN): So what you are saying in essence is that it is an attitude 
problem. 

Mr SALOMON: Very much. It is also an attitude problem that is dictated to a large extent by 
the messages given to people. We firmly believe that the messages that are contained in the road 
environment, the physical messages often dictate environments. Personally I think the Roads and 
Traffic Authority has been very successful at getting the most in terms of capacity and smooth 
flow out of the Sydney metropolitan road environment in the past 1 0  years, but in a sense by 
doing that they raised an expectation in the community that they can maintain those levels of 
speed and they can maintain that degree of throughput and lack of congestion, but the reality is 
mounting up against that. 

The Hon. J. S. TINGLE (STA YSAFE): Everyone says we need education, that we have to 
change attitudes and behaviour. Do you have any idea how we do it, because that is the most 
difficult thing in the world to do, to change what people have come to believe is the right way to 
behave? 

Mr SALOMON: Certainly that leaflet is a good example, though leaflets on their own do not 
have much impact. I think the Roads and Traffic Authority has done and is doing a good job in 
terms of educating, particularly with the Road Safety 2000 program. Also that program attempts 
to take in other stakeholders in the community. It attempts to involve the community at really a 
grass roots level and that can only benefit. Also I should have added that we see enforcement as 
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a necessary component of this. Random breath testing would not have happened if it was not for 
the fact that the police were out there showing the public that they might have thought they could 
get away with it but in reality they do not. 

I catch the train when I am not cycling and I was walking home the other Friday night in Old 
South Head Road and the police were setting up their breath testing. I thought well, this is going 
on all the time. It is not a holiday. The community is seeing they cannot get away with it. Unless 
you have that enforcement component, any amount of education will not work. With the 
education thing a lot can be done and certainly our organisation is always willing to contribute and 
we are very much a stakeholder in the Road Safety 2000 program. 

Ms GERENCER: Random breath testing was successful also because it is an ongoing campaign. 
That is something that for this to be successful it needs to be similarly ongoing. 

Mr JEFFERY (STAYSAFE): It is no good lowering something if you are not going to enforce 
it. You need legislation, education and enforcement. With the 40 km/h zonings outside schools, 
I believe the reason it has not been as successful as it should have been is because of enforcement. 
You need that continuation of the message. If we are going to go down this path I would like to 
see what we have now really enforced first, because that is the critical part of this whole exercise. 

Mr SALOMON: If I could just add, one of the problems we see is that the police and the Roads 
and Traffic Authority are the managers of the road system. Local government at the moment gets 
away with that by it only has the power to change the pavement, as you know, so therefore it 
introduces-a lot of local area traffic management treatments which we believe in some sense are 
a engineer' s  solution and not totally effective for the dollars spent on them. In a way local 
government feels powerless by doing this because in a sense they do not have the participation 
and the involvement as much with the enforcement side ofit that they perhaps would like to have. 

Traffic police I speak to certainly feel they are under pressure and understaffed when it comes to 
their resources and would like to do more. Local government and the police are important players 
in the success of any kind of measures in this regard. 

Mr SMALL (STA YSAFE): Do you think that the Roads and Traffic Authority does a lot of 
promotional safety work on bikes? You have mentioned it and I have experienced it. How would 
you feel if perhaps schools had children' s  councils which could be part of the local government 
or meet with the council and could appoint a youth committee on road safety which would take 
in bicycles? Do you think that would have feedback to give the children's  protection input? 

Mr SALOMON: Most certainly. The Roads and Traffic Authority at present has a program that 
it is working up safe routes to school. You could not get a better way of the community ensuring 
primary road safety than to have the children sort this out. Unlike the Victorian scheme where the 
Government put in a lot of money, it is mainly being done by local councils. A similar scheme in 
Western Australia was started by one bfthe councils. That worked because it got the local kids 
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and schools involved in actually working out the routes, establishing the routes to school. In a 
sense it was like giving the children, the schools and community ownership of the scheme, but also 
it was done by the council so it had the support from above. That type of way forward has got 
to be the most successful. 

Mr GmSON (CHAIRMAN): Is that the City of Melville program you are talking about? 

Mr SALOMON: Yes. 

Mr GmSON (CHAIRMAN): Something on that brochure I believe we do not do enough to 
promote is "enjoy your driving". That is something we never promote. We never advertise. We 
put all the nasties on television, the accidents, to shock people into driving better, but we never 
promote going out and enjoying driving. That is something we might look at also. 

Mr THOMPSON (STA YSAFE): What do you think might be an appropriate time frame and 
implementation schedule for introducing the 50 km/h speed limit in residential areas? 

Mr SALOMON: I do think it is something that needs adequate preparation. Going back to the 
random breath testing, that was a program that needs adequate preparation so the community, the 
media and all of the stakeholders within the community sphere, local government, can be brought 
into the whole program and give their fullest to any kind of program. The previous witness 
mentioned the time frame of a year. I think in that area is probably correct to ensure the success 
of it and as Eva mentioned before, it is something where there has to be a commitment to continue 
it to be otrgoing. It perhaps could be brought in ahead of that, in a shorter time frame, but it is 
all to do with the amount of winning of support in actually getting it up and running. 

Mr HARRISON (STAYSAFE): From the point of view of Bicycle New South Wales, what are 
the processes and procedures required to monitor and evaluate the effectiveness of a 50 km/h 
local road speed limit in promoting road safety? 

Mr SALOMON: It is certainly something that, once the scheme is set up, needs to be monitored 
and evaluated as an ongoing thing. What we may find as well is that in certain areas, we are 
advocating not necessarily a set thing. I mean, you have gathered that what we are saying is each 
area needs to be looked at on its own merits and its own situation. 

Quite obviously around a school zone with a lot of children operating and particularly in strip 
shopping centres, the speed regime needs to be looked at more closely, but that is the kind of area 
that needs to be programmed in to any kind of evaluation. It needs to be looked at what is 
happening in the area. We cannot apply blanket solutions across the board. We have to be fairly 
sophisticated in the way we approach this. 

The Hon. J. S. TINGLE (STA YSAFE): What about the environmental implications of a lower 
local road speed limit, things like traffic noise, greenhouse gases and perhaps the other end of the 
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scale, travel time? Do you have any thoughts about that? 

Mr SALOMON: As far as we know, the 50 km/h urban speed limit in the United States was 
brought in to save fuel. We see the benefits to our country as being quite substantial in this area. 
Saving fuel also means, because of less wear and tear on vehicles, stop-start traffic, you are 
reducing the amount of vehicle emissions. Everyone is concerned these days with the level of 
emissions in the air. We want Sydney to be a clean city. We want New South Wales to have a 
clean environment, so I think it can only be of benefit. That is an add-on to the whole thing. The 
safety benefit is important but there are these other important environmental benefits as well. 

Mr MILLS (STAYSAFE): Much of the literature on speed documents the importance of public 
credibility in the speed limit system to achieving satisfactory levels of compliance. It has been put 
to the Committee that credibility in the speed limit system in general is critical to public 
acceptance of a 50 km/h limit in residential streets. The argument runs that people will be 
prepared to wear a lower limit in local streets if other speed limits are adjusted where appropriate 
to allow people to travel faster. For example, it might mean that speed limits are increased on, 
say, arterial roads. Does Bicycle New South Wales agree with this suggestion of a trade-off in 
order to gain acceptance of a 50 km/h limit in residential streets? 

Mr SALOMON: I would maintain this is already the situation. Our members will ring in and 
say the speed limit on such and such a road has been increased. They were not told about it and 
we were not told about it. It is something that is happening all along. We go along with the idea 
that if a road can be made more safer and adequate lane widths and sight lines can be improved, 
a high standard can be achieved, then if it can be shown that the road can operate safely at a 
higher speed limit that is fine. 

What is missing at the moment is we are unaware of the way these decisions are made, so we 
could not comment on whether that would be necessary. But it would be good to have public 
awareness of what is involved in making a road safer or posting a higher speed limit. Certainly we 
do not see any problem with that. 

Mr SMALL (STA YSAFE): This may not have anything to do with a 50 km/h speed limit, but 
as a keen bik� rider I find a majority of dangerous drivers are young men. They are the most 
inconsiderate people towards cyclists. I have always felt, and I know this is a big ask, that 
everybody before they actually secure a licence should get on the road and ride a bicycle first to 
understand and appreciate that cyclists are there, they have a right to be on the road and to be 
cared for. I do not know whether you want to make any comment on that. 

Mr SALOMON: As an education means, I do not know how many people in this room learned 
their road handling skills or road skills on a bike. I certainly did. My first bike as a child was 
when I was about 9 or 1 0  and I have not owned a bike since then, so a lot of people are in the 
situation that they ride their bikes before they become a car driver. Some of you may also be 
aware that we organise a major public cycling event, called the Roads and Traffic Authority Big 
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Ride, which has run for the sixth time around the countryside of New South Wales. 

We get a lot of people who go on that event and say that they found riding for that week on a bike 
has changed their view from behind the windscreen. They are much more courteous, not just to 
cyclists but to other road users because they realise when you are in that vulnerable position, you 
see a lot more and you are also aware of not just other cars but pedestrians particularly and other 
things that are actually happening in the road environment. 

So we certainly believe that anything that can be done to encourage children and to educate 
children before they are of driver age in relation to bicycle safety is absolutely of great benefit to 
the community. I do not think we can ever do enough, but I think we should do more. 

Mr GmSON (CHAIRMAN): Can you tell us from your point of view the concerns you have 
with roundabouts, particularly single lane roundabouts compared to multi-lane roundabouts on 
different streets? The answer is fairly obvious. 

Mr SALOMON: That is right. We have certainly been very public about it lately. One of the 
things that concerns us most about multi-lane roundabouts is a perception in the motoring public 
that they are a minor inconvenience to them. I will not give you a New South Wales example but 
I grew up in Queensland on the outskirts of Brisbane. My parents still live there. There is a 
particular multi-lane roundabout on the Northern Gateway Arterial and I use this example because 
I cannot think of an example similar to it though there are probably many in New South Wales. 

This roundabout was eventually grade separated with an overhead bridge simply because 
semi-trailers were going through and tipping over. Basically this roundabout was designed to 
virtually sort out the traffic, get the traffic through, and the drivers' perception of that was it was 
a minor inconvenience and they were virtually taking this at speed. The danger that we find to 
our members is that most motorists regard multi-lane roundabouts in that regard as well. They 
tend to see them, they will pick their mark on the roundabout and try to get through it as quickly 
as possible. 

Cyclists have great problems with this because basically we are travelling slower and we have to 
do some very� difficult manoeuvres in order to obey the law through these roundabouts. We 
believe that things like a speed limit should be posted. There can be many suggestions and we are 
certainly negotiating at the moment with the Roads and Traffic Authority and we expect it to go 
on at length before we are entirely satisfied, but the speed element is very much an important 
aspect of these road treatments. It is something that has to be looked at. 
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Mr GmSON (CHAIRMAN): Mr Camkin and Ms Gowdie, . . . .  the STAYSAFE Committee has 
received a response from KIDSAFE to the Committee's call for submissions. Do you wish to the 
submissions to be attached to your evidence today. 

MS GOWDIE: Yes. 

MR CAMKIN: Yes. 

Mr GmSON (CHAIRMAN): Would you like to make an opening submission? 

MR CAMKIN: I would like to stress six points. First of all, KIDSAFE's primary concern is 
whatever other considerations this inquiry might take into account, that they do give particular 
regard to the needs of society's most vulnerable road users, namely pedestrians, cyclists, the 
young and the elderly and our submission focuses on this issue. 

The second point I want to make is that KIDSAFE has a vision of a safer world for kids and its 
mission is seen as minimising serious risk of injury to children growing up in New South Wales. 

Our goals and how we work are spelt out in our business plan and our annual report and we have 
copies of those available if you wish to peruse them. 

Members of our governing council bring to KIDSAFE an extensive background in health, 
business and government, particularly in relation to prevention and control of trauma to children. 
It has also established a wide network of advisers in relevant fields, including education, road 
safety and consumer organisations, but only has a very small staff and that staff is expert. 

In addition, we have the benefit of having project teams for particular programs. I make that 
point simply to stress that the expertise we have available in KIDSAFE comes essentially from 
our network of associations with people in health and road trauma and transport areas. 

The third point is that as a major community and professional stakeholder in the issue itself, 
KIDSAFE does reaffirm its concern that more effective management of excessive speed in urban 
areas, particularly in residential and other local streets, should have a priority. We see ourselves 
as a major stakeholder in this issue. 

Fourthly, we accept that any substantial or significant improvement in speed management will not 
come without acceptance by the driving community of the need for reduction in travel speeds on 
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local streets. You have already heard substantial words of evidence in this area and we would 
endorse the concept that a communication strategy is essential, but we would ask that it place 
emphasis on the vulnerability of particular groups of road users which we are concerned with and 
we believe that is a major selling point. 

We believe the Australian community is very amenable to arguments in favour of vulnerable 
groups. 

The second last point: we believe that an effective implementation of a 50 km/h speed limit within 
residential streets would reduce the number of children injured in traffic accidents on New South 
Wales roads by about 250 per year. That is commensurate with substantial other programs that 
are in place. 

Finally, we are aware that there have been recommendations from some quarters for a trade-off 
for the measures currently under consideration, which would result in the introduction of 
maintenance of higher limits on arterial roads. That has already mentioned this afternoon. 

KIDSAFE would urge extreme caution if such a trade-off represented any further increase in 
speeds on arterial roads. In fact, the word trade-off is perhaps not the most appropriate to use 
here, because the speed zoning in urban areas that has taken place in the last few years has 
effectively achieved that trade-off but we have not reduced the speeds on residential streets. 

We would look forward to the institution of specific programs that would substantially reduce the 
level of road trauma also suffered by vulnerable road users in such areas if in fact there is a further 
trade-off. 

Mr GmSON (CHAIRMAN): Might I say at this stage too, congratulations to KIDSAFE on 
the outstanding success of the organisation. It has been very good and appreciated by all people, 
everyone in New South Wales. 

You have partly answered my first question in your opening address. Could you justifY for the 
committee whether you advocate the 50 km/h speed limit as a general urban speed limit, or 
whether you see it as being restricted to residential streets and other appropriate roads, such as 
strip shopping

-
streets? 

Mr CAMKIN: Our concern is primarily local streets and other major activities such as strip 
shopping centres. We acknowledge the difficulties in applying such to major traffic routes. 
However, the approach that has been proposed by others of a general limit on all roads, but 
zoning on the principal traffic routes themselves seems the logical and most acceptable way to go. 

There is great value in simplicity, we believe, and it might be that such an approach enables us to 
adopt a fairly simple regime, for example, 50 km/h on roads without a centre line, 60 km/h on 
roads with a centre line and 70 km/h on roads that are divided. 
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That is a simple approach. Most drivers could readily see where they are. Overlay that with 
appropriate speed zoning depending on circumstances. 

The general speed limit approach would seem, ifwe look at the draft AUSTROADS analysis and 
the Roads and Traffic Authority analysis, and the analysis within the legislative impact statement 
of the National Road Transport Commission on uniform road rules, if you look at each of those, 
it would seem that the general approach plus zoning of the traffic routes would seem to be the 
cheapest. That would be the view. 

Mr HARRISON (STA YSAFE): In your opening remarks you made particular reference to 
trade-offs between residential streets and other roads, but what is your understanding of this 
trade-off proposal? Who is advancing it and what purpose would such a trade-off serve? 

Mr CAMKIN: As I suggested, I think it is a bit of an anachronism to call it a trade-off. We are 
looking for a compensation for trade-offs that have already taken place. It is a concept that has 
been around for a long time. The now defunct Traffic Authority advocated something like that. 
The Roads and Traffic Authority, NRMA, AUSTROADS and the Ministers all argued that sort 
of thing. It looks like it is closer to community expectations and indeed me, than a blanket 60 
km/h or 40 km/h everywhere. It is probably more feasible politically. 

In reality, I guess the concept is more of a marketing strategy, operating on public perceptions 
of what is fair and what is appropriate, given most arterial roads are already zoned to 70 kmIh . 

Mr HARRISON (STAYSAFE): What do you know of the level of community concern over 
residential speed limits, particularly parents' concerns about the safety of their children? 

Mr CAMKIN: We get a lot of feedback from members ofKIDSAFE, from councillors on the 
KIDSAFE council, from members of advisory groups and from public inquiries, particularly from 
new school parents and so forth, who are concerned with having to get their children to school 
safely for the first few years. 

We are also aware, through our network of contacts, from surveys undertaken by the Community 
Advisory Gro�p on Speeding in 1993, by NRMA surveys and reported in the Federal Office of 
Road Safety periodic waves of surveys on road safety issues. All of these point to substantial 
community concern with maintenance of the 60 km/h limit. 

Mr HARRISON (STA YSAFE): Thank you. There was a supplementary question but I think 
you have answered that. I do not see any need to pursue it. 

The Hon. J. S. TINGLE (STAYSAFE): Let me say, as a parent who has had a child knocked 
down in the street, I am not questioning the need to protect children. There are a couple of areas 
that I need to clarify for myself First of all, you have suggested if we support the Roads and 
Traffic Authority figures, if we did reduce the speed limit it would save children being injured in 
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traffic accidents at the rate of 250 a year. Does that allow for the fact that maybe not all the 
accidents are directly a product of speed, or are you saying that the children are injured more 
readily and perhaps more seriously because of the speed? 

What I am getting at is, in my own child's case, she simply stepped off the footpath without 
looking and was seriously injured by a car. It was the most horrific thing that I can remember 
happening to me as a parent. I do concede the driver had no chance of missing her. Is there any 
weighting of this figures to allow how much of it was directly attributable to speed of the vehicle? 
You suggested and some other witnesses suggested that an even lower speed would be better; 
the triple bunger question, and thirdly, what are your feelings about the likelihood of a higher level 
of compliance, as high as the 60 km/h mentioned in your submission? 

MR CAMKIN: I, too, had a child knocked down by a car. In fact it did not go to court but I 
suspect that the blame portion would have been blamed 50% each. 

My understanding of the analysis that the Roads and Traffic Authority did, and certain analyses 
I have seen elsewhere, takes into account the fact not all accidents would be reported. If speeds 
are in fact lower, there will be a reduction in incidents because of the reaction time and stopping 
distance. 

The Hon. J. S. TINGLE (STAYSAFE): And the severity of the injury? 

Mr CAMKIN : Yes. There would certainly be a reduction in accidents and reduction in severity 
of accidents that did occur, irrespective of who was at fault. The second point was --

The Hon. J. S. TINGLE (STAYSAFE): We are talking about would you suggest perhaps even 
lower speeds should be looked at? 

Mr CAMKIN: We are talking about practicalities and there are certainly some circumstances 
where lower speeds would be acceptable, perhaps with some more education in the community, 
but very often it is very clear to the majority of people that lower speeds would be appropriate, 
for example, right outside schools, right at the start and beginning and end of schools, although 
there are still �ome people, of course, who do not appreciate the need. 

It is a question of practicality and commonsense to a degree, but if we are talking about roads 
where the prime purpose of the road is access to abutting development, if we can get everyone 
in the community and a large proportion of the community have already accepted it, but ifwe get 
the majority to accept that it requires a different approach, different attitude, to those roads, 
where the prime purpose is the movement of goods and people, then we have a reasonable case 
for arguing for even lower speeds. 

Mr JEFFERY (STA YSAFE): A number of councils, particularly those in rural areas, have 
argued that a 50 km/h limit would not be appropriate in their areas or districts, because the real 
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problem for them is away from the residential areas and mainly on the higher speed road network. 
Mr Camkin, do you have a view on that concern? 

Mr CAMKIN: I guess this is the problem inherent in the perpetual search for uniformity. 
Conditions in Walgett are different to those in Wagga, different to tho�e in Wollongong and 
different to those in Woollahra, just as they are different in Darwin today as in Sydney. 

It is a question of if we want uniformity - and the general consensus these days seems to be that 
at least we need harmony as much as uniformity in the road rules across the country - there 
have to be some checks and balances in the system and that uniform rule will not be appropriate 
in some circumstances. 

On the other hand, I think most people would take the view that speeds in local streets in rural 

areas, in small towns in rural areas, are generally not as great as speeds in local streets in major 
areas where they are subject to more peak hour traffic, for example, so that a lower speed limit 
is perhaps not necessary because people are already tending to drive a little bit slower, but at the 
same time it would do less to disrupt those people. 

Distances are shorter therefore if you in fact travel slower, you are going to waste even less time 
than you have wasted. And finally, it is my understanding that with the exception of effectively 
villages, where the only street is the main road, there is not much difference in the ratio of 
accidents to vulnerable road users between local streets and through streets in country areas, 
compared with metropolitan areas. 

They are down a little bit, but my understanding or my recollection from data I have seen up until 
I retired a couple of years ago, was that those ratios are relatively similar. 

Mr THOMPSON (STAYSAFE): Mr Camkin, does KIDSAFE have an involvement in forums 
which discuss issues of urban design and amenity? For example, there was a lot of media 
attention to the Radburn-style public housing estates in various parts of Sydney, where 
inappropriate behaviour by children was identified as a significant issue, and in your submission 
I note that page five refers to the concept of child friendly environments. Can you comment 
further on that? 

Mr CAMKIN: I will ask my colleague, Mrs Gowdie, to comment on that child friendly issue in 
a moment, but first of all let me say that it is my understanding that the concern about the 
Radburn sort of estate development and the comment about inappropriate behaviour by children 
is less of a traffic problem than a behavioural problem by adolescents, rather than younger 
children. 

In fact, I would have thought that the Rayburn estate, as a model development, was relatively 
safe, or relatively safer than more conventional subdivision practices from a road safety point of 
VIew. 
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There are other are approaches, such as traffic calming approaches, the more logical street 
subdivision design practices, which are now advocated by most planners and I heard that 
mentioned earlier this afternoon. 

We are generally less involved as a major player in such policy issues, but we are represented at 
state and national levels on other organisations that do have a say. For example, we are members 
of the Australian College of Road Safety, members of the Pedestrian Council of Australia and 
have access to decision making in those areas. Perhaps Ms Gowdie might raise this issue of the 
safe environments that was mentioned. 

Ms GOWDIE: This goes to the core ofKIDSAFE's philosophy, which is that while it is all very 
well educating people and telling parents to supervise their children, in general blame is not a 
useful concept in injury prevention. Blaming people rarely stops injuries. 

More importantly, and I am quoting here from our 1 995-96 annual report, which I will table in 
a moment, the philosophy emphasises the environment and modification approach to injury 
prevention. It recognises that while there is no substitute for supervision, no person can be totally 
vigilant 1 00% of the time, and that effective injury prevention requires that all of the environment 
in which a child lives should be as free of hazards as possible. 

In that context, I would like to stress that that word, environment, does not refer just to matters 
ecological, it refers to the physical surroundings of everybody, ourselves, our children, whatever. 

I would also like to table KID SAFE' s response to a request by the Minister for Local Government 
to respond to his manifesto on child friendly environments. We are very supportive of that. We 
feel that children as a group tend to lack advocates, not because people do not like children 
necessarily, but they are frequently overlooked, but in taking the child friendly environment 
approach into all government planning processes, with any luck will in time reduce the toll of 
injury on our children. 

It might also be worth mentioning that KIDSAFE's concern for the environment modification 
approach is particularly being addressed at the moment through work we are doing on safer 
playgrounds. I know that has nothing to do with road safety, but it does give a very good 
example of making safer playgrounds; rather than yelling at kids, trying to make certain they don't 
get hurt. 

You do not blame children for being children, you try to make it safer for them. 

Mr SMALL (STAYSAFE): KIDSAFE has commented that it looks forward to the institution 
of specific programs that seek to reduce road trauma suffered by vulnerable road users on higher 
speed roads. Has KIDSAFE developed or been involved in developing model programs or 
exemplar programs for the use of local traffic engineers in the same manner that other advocacy 
groups develop model law for adoption? 
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MR CAMKIN: Not as a major player, but we are supporting programs and such but in relation 
to perhaps a safer schools program. We feel other organisations are capable of introducing those 
programs. Let me say though, that we do have something of a track record in the area of 
educational programs in safety areas, for example, in relation to bicycle helmets and infant 
restraints in cars and we would be absolutely delighted to manage a program in this area if 
someone could finance it. 

Mr GmSON (CHAIRMAN): Let me say that STAYSAFE's view is safety initiatives are not 
just derived from road safety perspectives and your perspective in many areas that you pursue are 
totally relevant to what we are talking about in particular today. 
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Mr GmS_ON (CHAIRMAN): I would like to welcome North Sydney Council to the hearing 
today. The STAYSAFE Committee has received a submission from North Sydney Council 
concerning the inquiry into the proposed introduction of the 50 km/h local road speed limit in 
residential areas. Do you have any other documents that you may wish to be tabled at this stage 
or during the course of your evidence? 

Mr LEHMANN: We have nothing for submission, no. 

Mr GmSON (CHAIRMAN): Councillor McCaffery, do you wish to make an opening 
statement to the Committee? 

Cr McCAFFERY: I suppose the main thing is that it is probably obvious to you that the North 
Sydney community is very much in favour of the 50 km/h speed limit. Generally the trial has been 
very successful and very well supported by the community. The main thing is we would like to 
see it extended to all of North Sydney because at the moment it is only in a portion of the council 
area. We are certainly getting a lot of requests from residents that it be extended to the whole 
area. 

Mr GmSON (CHAIRMAN): What prompted your council to undertake a 50 km/h speed trial 
on the lower north shore? What is the result of the community concern about excessive speeds 
in your area? 

MINUTES OF EVIDENCE, J 9 A UGUST J 996 



1 1 6 STAYSAFE 40 

Mr LEHMANN: For a long time residents of North Sydney have been concerned about the 
effect on their day-to-day life of what they perceive as excessive speed. In 1 992-93 the Council 
undertook a council-wide traffic study which showed that the community nominated something 
like 83 streets to which they would like a 40 kmIh speed limit applied. This showed that there 
was a strong community push for a lower speed limit in their area. Cpuncil was aware that 
Mosman Municipal Council had been negotiating with the Roads and Traffic Authority for a trial 
of a reduced speed limit in part of their area. At that time we asked that we be included as part 
of that trial, so about one quarter of North Sydney's area was included in the trial, which was also 
concurrent with the Mosman trial. The result of the community concern-I guess it is just a 
matter that the Council started lobbying the Roads and Traffic Authority and asked that it be part 
of this trial and supported the community by saying that it will endeavour to try to get a reduced 
speed limit in your areas. 

Mr SMITH (STA YSAFE): The Committee is particularly interested in the logistical problems 
which we understand you experienced prior to the implementation of the trial. As we understand 
it the trial was to commence in late 1 995 and in the event did not commence until March 1 996. 
Can you outline to the Committee the reasons for this delay? Can you offer any advice as to how 
these delays might be avoided in the future? 

Cr McCAFFERY: I will pass this over to Tony because he really administered the whole 
operation of the trial. 

Mr LEHMANN: One of the factors that delayed it was that there were three government bodies 

involved .:;.;... the two local government bodies and the Roads and Traffic Authority - and as I 
understand it there were some staff changes within the Roads and Traffic Authority which caused 
some deferment. As far as the implementation of the trial, as soon as all decisions were made and 
the staffing issues were dealt with, I believe it went smoothly. It was just that there was a time 
delay with regard to the trial. The trial itselfwas not per se a blanket speed limit and nothing else. 
There was new signage that had to be installed, new line markings that had to be installed and 
there was a process involved in sorting out where these signs and lines should go to best meet the 
community needs and also to make sure that the passing motorist was well aware of the reduced 
speed limit. 

Mr GmSON (CHAIRMAN): Was there a major problem with the delay in getting paint or 
getting the signs made? 

Mr LEHMANN: No, once the decision was made it seemed that the process worked quite 
quickly within the Roads and Traffic Authority's  workshop et cetera. 

Cr McCAFFERY: And we went through quite extensive consultation with the precincts, our 
local community organisations, to really inform them of what was happening and to see that they 
supported it before the Council was involved as well. 
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The Hon. A. B. MANSON (STA YSAFE): What kind of communication strategies were 
undertaken to inform the public of the change in speed limits? How did you measure their 
effectiveness? 

Mr LEHMANN: The consultant appointed by the Roads and Traffi� Authority prepared a 
community consultation strategy. That involved notices in the letterbox. We have four 
community notices that were P1,lt out to all of the households in the area and also it was in Council 
business papers et cetera. There have been speed surveys which was just a basic change in speed 
that the vehicles have done, but there have also been interview surveys with numerous 
households, I think there was about 100 households, to ask their perception of the trial and these 
community interviews are going to be re-undertaken when the trial concludes. 

Cr McCAFFERY: I might ask Peta Andersson to make a contribution here on issues that may 
have been involved in the communication strategies. 

Ms ANDERSSON: Just to add to that, I was brought into the process in about December last 
year, so Tony and Genia obviously have the historical perspectives on the process. In terms since 
I have come into it, as Tony said, GEOPLAN, the consultants, were the main instigators of the 
community consultation. They did four newsletters from the beginning. Before it was 
implemented they sent out two and there were various means of doing that. They did letterbox 
drops, distribution sometimes-I have heard through the grapevine-at traffic lights and things 
like that to hit the drivers but I am not sure about that in terms of safety and things, it is a bit of 
a worry. There were also ads in the local papers, the Mosman Daily and North Shore Times, to 
highlight awareness, as well as the face-to-face surveys which Tony mentioned with 1 00 

households or so. 

In terms of the effectiveness, one thing I wanted to add was I have had a few calls throughout the 
last six months because my name was on the newsletter as a contact person at North Sydney if 
people had any complaints or questions and quite a few people said, "I was not informed, I never 
got the newsletters" and things like that, which may raise concerns in terms of distribution 
companies being perhaps a bit lax. I am not saying that they were, but some residents did say they 
were not informed and they never received any newsletter. But since the fourth newsletter came 
out in the first week of August, I have had about 22 phone calls at least, and I have minuted them 
and will present them a bit later. 

The Hon. A. B. MANSON (STAYSAFE): Was your newsletter published in a local paper? 

Ms ANDERSSON: I do not think the newsletter was actually published as a whole newsletter. 
I have some copies here. It is quite a lengthy newsletter, for instance, I think number three was 
about six pages long so it would have been quite difficult to negotiate that. In the beginning 
stages, say November, December last year before it was implemented, there were quite a number 
of community meetings advertised through the papers and I think quite thoroughly, just in little 
composite ads, saying this is what is going to be happening, if you have any problems or questions 
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or comments please phone the councils, Mosman or North Sydney councils . 

. The Hon. A. B. MANSON (STA YSAFE): Of the 1 00 households that were interviewed, what 
percentage of households involved was this? 

Mr LEHMANN: I do not understand. 

The Hon. A. B. MANSON (STA YSAFE): You doorknocked 1 00 households and interviewed 
the residents. What percentage of the households in the whole area was affected? 

Mr LEHMANN: A fairly small percentage. The consultants, GEOPLAN, have better details. 
There were also three public meetings held in North Sydney, and I believe one in Mosman, prior 
to the scheme being implemented. You can ask Mosman Municipal Council about that. The 
meetings were poorly attended, by only about four or five people, which indicates people are not 
too concerned about the scheme. 

Mr JEFFERY (STAYSAFE): Mayor McCaffery, you have answered some of my questions. 
You mentioned that the 50 km/h trial on the lower North Shore was well supported by the 
community. Mr Lehmann mentioned there was also a strong community push for it, although 
some of the figures of the meeting do not correlate, and Ms Andersson mentioned the consultative 
process that was undertaken during the development of the trial. My main question now is: have 
any surveys been undertaken and analysed since the trial has been in force? 

Cr McCAFFERY: To go to the point that there was a conflict between the number of people 
who attended the public meetings and community support, as you are all involved in politics you 
probably know that people usually attend meetings to oppose proposals. Again, I think that has 
been the reaction here. When there is great community opposition we receive a lot of phone calls 
and a lot of letters. I have had one letter and one phone call against this trial from a Mosman 
resident, not a North Sydney resident, complaining about the amount of signage. 

The signage is only needed because of the trial. Ifwe had a 50 km/h an hour limit blanket across 
the State, or throughout Sydney, that amount of signage would not be needed. This trial is a 
fairly good testofwidespread community support for the 50 km/h speed limit. As to the survey, 
I will pass that to Mr Lehmann. 

Mr LEHMANN: I understand the after-surveys are in the process of being undertaken. The trial 
was commenced in the middle of February and is due for finalisation about this time. The 
consultants from GEOPLAN may have concluded those interviews but I have not received any 
information. 

Mr SMALL (STA YSAFE): What type of signage is being used? It is not the normal speed limit 
signage one would see? 
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Cr McCAFFERY: I suppose there has been an overkill really. There are a lot of signs because 
we are implementing a 1 0  krn/h lower speed limit than applies elsewhere in a small district. It is 
only parts of Mosman and North Sydney. The Roads and Traffic Authority and the Police Service 
both believe because this was a trial in a limited area it needed to be heavily signed, otherwise 
there would be a lot of motorists' complaints that it was unreasonable to \>ook them over the 50 
krnIh speed limit as it was unusual. So there is marking on the road and there are a lot of 
signposts. There is quite a dramatic amount of signage as you enter and leave the areas. 
Obviously, if this was a blanket limit across the State that amount of signage would not be 
needed. 

Mr SMALL (STA YSAFE): It was just signage of "50 krn/h", not "trial"? 

Cr McCAFFERY: There are some trial signs as well. 

Mr LEHMANN: Whenever something strange is implemented there are black-on-yellow 
temporary hazard type signs. We have those signs as one enters saying it is a 50 kmIh speed limit 
trial from this date to that date. That is a formal type of sign and gives the regulation so it can 
be enforced. At the gateway of the area we have "Residential Speed Zone" information, but the 
repeater 50 kmIh speed limit signs are about once every 200 metres, which is quite extensive. 

Mr GmSON (CHAIRMAN): Would it be possible to table that sign? 

Mr LEHMANN: Yes. 

Mr GIBSON (CHAIRMAN): I would like to take the opportunity to congratulate North 
Sydney Council. It is excellent the way it has been set up by council, in conjunction with the 
Roads and Traffic Authority, and is worth having a look at by any committee member who has 
not seen it. I was terribly impressed with it. 

The Hon. J. S. TINGLE (STAYSAFE): I preface these questions by saying I am a ratepayer 
and resident of North Sydney, so I know a little bit about it. I agree with Cr McCaffery that most 
people think it is a good idea to slow traffic down on the roads in the area. The problem North 
Sydney has is _not really with local traffic but passing traffic. What level of support, if any, has 
been able to be gauged from that passing traffic? To short circuit it, I will ask three basic 
questions. Has anyone been booked for exceeding the 50 kmIh speed limit? In other words, has 
it been enforced? Could it be the lack of response to North Sydney Council and attendance at the 
meetings is because many people still do not know about it? I get the impression some people 
still do not know what it is all about. 

Secondly, what is the level of compliance? I ask that question for a good reason. It has been 
suggested that roads like Military Road would not be affected, so there are mixed limits. In places 
like Spofforth Street where there is a 50 krn/h limit entering and a 60 km/h limit leaving, my 
impression is that most people ignore the 50 krn/h limit. I see them tum into such streets as 
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Spofforth Street from Military Road and keep going. Is it possible to obtain a high level of 
compliance when there are mixed limits? If it was a 50 kmIh limit on every road in Sydney 
motorists would all drive at 60 km/h anyway, but at least we would know what they were doing. 
Is there evidence to indicate that motorists slow down when they reach that zone? That is the test 
of the success of the whole proposal. 

Cr McCAFFERY: I would pass to Mr Lehmann there because I do not think I can answer that. 

Mr LEHMANN: Halfway through the trial the consultants took speed measurements in a 
controlled street out of the area to see if there is a correlation in the general changes in speed 
between weather conditions, congestion, et cetera, and those measurements indicate there is some 
success with the trial compared with what happens in an unlimited street. That was conducted 
shortly after the speed limits were put in. The longer term effects - whether the speeds have 
stayed lower or crept up again, if there has been any enforcement - we will find from later 
measurements. 

With regard to enforcement, I believe only one person has been booked. The highway patrol is 
the only arm of the Police Service that actually has the technical equipment to enforce the speed 
limit in court. There is a general improvement in the level of policing associated with general duty 
officers. The Police Service would be the better body to answer this but, as I understand it, there 
have been some cautions issued. As to another issue you touched on, Murdoch Street comes to 
mind. You go from 60 km/h off Military Road into a 40 kmIh school zone, then back to 50 kmIh 
on Murdoch Street. so there are changes to the speed limits. I am unaware whether the motorists 
are aware or knowledgable they have gone through different speed limits. We have not got any 
measurements on that. 

The Hon. J. S. TINGLE (STAYSAFE): This is really the moot point to me. I am in favour of 
slowing the traffic down, but I am concerned that if we confuse motorists with a variety of speed 
limits the compliance level will be very low and we will achieve nothing. I am in favour of it but 
how do we enforce it? 

Cr McCAFFERY: This is a trial and it is a very limited trial, as I said, because it is only parts 
of North Sydn�y and Mosman. Its success is a strong indicator to implement it across the State. 
If it is reasonably successful in this kind of limited way in very difficult circumstances, because 
they are such isolated areas, it can be made blanket across the State. From driving around those 
areas in North Sydney, I believe people are driving slower, maybe because of the amount of 
slgnage. 

Mr SMITH (STA YSAFE): I think generally people look for the signs and recognise the speed 
limits in other areas. I do not know about school zones. Generally speaking, in a 60 krn/h speed 
limit the traffic generally goes at 70 km/h and at 50 km/h it goes 60 kmIh. So you actually reduce 
the limit but the traffic probably still travels above the actual limit. Motorists tend to do that. 
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Mr GillSON (CHAIRMAN): The Committee visited six or seven countries in the last month 
and speed reduction works overseas. Denmark and other places have been quite successful for 
1 0  years where they changed from 30 kmIh to 40 to 50 to 60 to 1 10 kmIh. So I cannot see why 
we cannot do what they have been doing for 1 0  years. 

Cr McCAFFERY: It is driver education too. It will take a period of time for people to make 
the shift but it is worth starting. 

Mr GillSON (CHAIRMAN): The most important aspect of it is that we change the next 
generation. If young people are used to the speed limit being 50 kmIh where they live, when they 
start to drive, hopefully, they will not have the same emphasis on speed as our generation has. 
That is where the big win is in road safety. 

Mr SMALL (STAYSAFE): This question has been partially answered but because there is a 
mix within it I will ask it. Your trial is based on a blanket speed limit over a certain geographical 
area within your jurisdiction, excluding the Pacific Highway and Military Road. What would be 
the response of Mosman Municipal Council - and I assume you can speak for Mosman Council 
- and North Sydney Council if the new 50 kmIh speed limit on residential streets was 
implemented in New South Wales but not on the sub-arterial roads and collector roads? 

Cr McCAFFERY: We would support it, but we would also like to see it on the sub-arterial and 
collector roads. That is a conflict between the Roads and Traffic Authority and ourselves. The 
only place where there should not be that limit in North Sydney is on Military Road and all other 
streets should have that limit. 

Mr SMALL (STA YSAFE): You would still like the 50 km/h speed limit on sub-arterial roads? 

Cr McCAFFERY: Yes, and only excluded from the major link roads, such as Military Road. 
We have a number of residential streets that, sadly, have been turned into sub-arterial and 
collector roads causing great problems for the people who live in those streets. We should be 
looking at reducing the speed limits on those roads too. Hopefully, traffic ultimately will be 
reduced but while there is that amount of traffic we should be reducing the speed. 

Mr SMITH (STA YSAFE): What happens to Military Road? 

Cr McCAFFERY: It is like the Pacific Highway. Hopefully, long term we will improve public 
transport, get people out of cars and onto trains and buses. 

Mr SMALL (STA YSAFE): It is an interesting concept. In recent interviews we were told that 
where major roads have been interfered with a lot of the traffic bypassed into some of the streets 
which caused a real problem. I saw an example in Brisbane last week where humps and blisters 
were installed. The residents did not want them but they did not want the motorists speeding up 
and down their street and making it dangerous. There is a very large broad-based area and you 
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have to be careful what you do. Like the Chainnan, I congratulate the council on its initiative on 
the 50 km/h limit because there is a strong community feeling for it. 

Ms ANDERSSON: I wanted to respond to something Mr Tingle asked, and was echoed by a 
few other Committee members. In terms of the enforcement, Mr Lehmann �d the Police Service 
would be able to give you much more detail. One of the concepts to actually get people to 
comply with the new speed limit was self-enforcement. Admittedly, a lot of the traffic is through
traffic-people who do not live in the area. I have had calls from people objecting to the trial 
because they are trying to get from A to B as quickly as possible and often using Kurraba Road 
through Neutral Bay as an alternative access route to Military Road. 

One of the self-enforcement strategies, residents were asked to drive 50 kmIh, so theoretically a 
motorist travelling behind needs to drive 50 km/h because it is generally only a one-lane road. I 
find if I stick to 50 krn/h when I drive around the council area, some people get frustrated but they 
cannot go faster. Another strategy is raising police profile by using Random Road Watch, which, 
I believe, began in Queensland. 

The trial area is broken up into 40 sectors, including laneways and streets, and the general duty 
police are allocated to each sector randomly by computer for, say, a two-hour period once a 
week, because, as Mr Lehmann mentioned, normal police stations like North Sydney and Mosman 
do not have the speed detection equipment that the highway patrol have. The idea is that police 
cars are in streets, roads and laneways that may never have seen a police car before. Obviously 
if another call comes, such as theft, domestic violence or other crimes, it takes priority and the 
cars have to be available. The theory is that when people see a police car they tend to slow down. 
That has been another method. 

Mr LEHMANN: This trial was introduced not so much as a road safety issue but more a 
residential amenity issue. For years the traditional tools of traffic engineers have been speed 
humps and roundabouts. As we are aware, they have their own problems: they generate a very 
intrusive noise, particularly in the early hours of the morning. This trial was an attempt to try to 
adjust the behaviour of motorists using some other method. Road safety spin-offs have certainly 
occurred and we appreciate those. The results of the first speed surveys show that although there 
was not a great reduction in the average speed in the area, there was a significant reduction in 
high speed vehiCles, free-flowing vehicles travelling at 1 00 km/h or 80 km/h in residential areas. 
Sometimes vehicles travel at those speeds at night, but they have adjusted their behaviour quite 
significantly. Such road vehicles are often involved in high trauma accidents. Ifwe can reduce 
them, maybe such incidents can be avoided. 

Mr GmSON (CHAIRMAN): Would anyone like to add a further comment? 

Cr McCAFFERY: We would really like you to promote heavily with the Government the 
adoption of this measure at least in the Sydney metropolitan area ifnot throughout the State. In 
our first traffic survey residents were actually asking for a 40 km/h limit in residential streets. If 
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anything, a deal of the community is looking for an even slower speed. 

Mr GmSON (CHAIRMAN): I would like to congratulate you once again on your initiative. 
You mentioned 40 km/h but when I mentioned 30 km/h a few weeks ago people nearly had heart 
attacks. It gives us a greater chance of successfully introducing the 50 19nIh limit. 
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GEOPLAN Urban and Traffic Planning 

Ms Ludmilla Hawley, Principal 

Mr GmSON (CHAIRMAN): I have been advised that you have been issued with a copy of the 
terms of reference of the STAYSAFE Committee and also a copy of standing orders 3 32, 333 and 
334 ofthe Legislative Assembly. Is that correct? 

Ms HAWLEY: Yes. 

Mr GmSON (CHAIRMAN): Did you receive a summons issued under my hand in accordance 
with the Parliamentary Evidence Act 190 1  requiring you to attend before this Committee? 

Ms HAWLEY: Yes. 

Mr GmSON (CHAIRMAN): The STAYSAFE Committee has not received a submission from 
GEOPLAN concerning the inquiry and the proposed introduction of SO km/h local speed limits 
in residential areas. Do you have any documents today that you wish to table to be included as 
part of your sworn evidence? 

Ms HAWLEY: I have some documents that you may already have copies of This is the full list 
of newsletters we have produced in relation to the trial and some information relating to the very 
first speea surveys which were done immediately after the implementation of tlie trial in March. 
Further speed surveys have been conducted, but those results are not yet available. They can be 
tabled later on or forwarded to you. We also have summary charts from the community survey 
undertaken at the beginning of the trial to assess support for such a trial. 

Mr GmSON (CHAmMAN): If a 50 km/h speed limit were introduced on a statewide basis, 
what would be required to ensure a satisfactory level of compliance? 

Ms HAWLEY: With the SO km/h trial we have tried to combine engineering and education, 
information or. promotion, however one may define it, and enforcement. The introduction of a 
SO krn/h trial on a statewide basis would require a fair amount of education and promotion. 
People want to know why we should lower the speed limit. There is a general misunderstanding 
among some members of the community, particularly the young, that undertaking additional driver 
training education immediately makes them a safe driver. The community is not aware of the very 
close relationship between speed and the severity of an accident, particularly those involving 
pedestrians. The community is beginning to become aware of it and I notice that advertisements 
are beginning to send that message, which is very important. Public meetings we have held in 
North Sydney and Mosman have attracted a small roll up, but those who attended were 
particularly interested in technical information in that regard. As a result that information was 
included in our newsletters. Those who attended the meetings said, "You should tell people that 
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if they travel at 40 km/h the likelihood of a pedestrian being killed is such and such; if they travel 
at 70 kmIh the likelihood is such and such; and why." 

Mr SMITH (STAYSAFE): In the lower North Shore trial what sort of road treatment is applied 
to draw the attention of drivers to the fact that they are entering or exi&ting a 50 km/h zone? 
Have the trials been successful in your view? 

Ms HAWLEY: In terms of the engineering component we are using entry signs, repeater signs, 
road markings and lane line markings. On entry to the trial area a large 50 kmIh sign greets 
drivers. They have been made much larger than the signs in South Australia, which were the 
normal speed sign size that tend to get lost in the vegetation and so on. These signs are pretty 
big. Military Road is a very cluttered environment as one comes into the residential area, so the 
signs had to be large for people to notice them. Additionally, on every single entry street, whether 
it is a high traffic street or a low traffic street, there is a pavement marking which has six lines 
across it and "50" on the road. As people drive through the area, if they have not noticed the sign 
maybe they will notice the pavement sign. 

The main traffic routes in the trial area, which were determined with councils, have repeater signs 
of a normal size that repeat 50 kmIh. The signs on the main traffic routes usually have close by, 
or immediately near them, the 50 kmIh road markings. The main traffic routes have a one travel 
lane system, represented by a solid line for the parking lane so that people cannot drive in that 
parking lane even though cars are not parked there. This creates a situation in which there can 
be no overtaking on the inside lane, which is particularly dangerous to pedestrians because the 
kerbside lane is the point at which they step off the kerb. It also gives residents greater ability to 
get out of their private properties without being hit, which is always a concern in high-traffic areas 
or high-speed traffic areas. Residents complain about never being able to get out of their 
driveway, so at least they can nose out of their driveway and be in the parking lane. 

In some areas we have recommended what we call rumble bars to ensure that people stay in their 
travel lanes when travelling around bends. When people are driving too fast there is a tendency, 
even if a double centre line is marked, to go over the double centre line and have a head-on 
collision. There are a few tight bends along the rat run through North Sydney and Mosman where 
we have suggested that rumble bars be used. There is not the problem of people coming out of 
driveways, as there is no access in that area. It should keep people in their travel lanes and keep 
the speed down towards 50 kmIh. 

Mr GmSON (CHAmMAN): You mentioned the rumble strips. Did you use them for the 
gateway purpose? 

Ms HAWLEY: No. We did not want to use anything that would make a noise over the travel 
lane. It is a nuisance to people. North Sydney, and Mosman particularly, are populated by very 
sensitive, vocal people. They are well educated and they know how to use the media to complain. 
We did not want to use devices that would only raise the ire of people as to whether they may 

MINUTES OF EVIDENCE, 19A UGUST 1996 



126 STAYSAFE 40 

achieve something, but that may actually work against the trial. 

Mr MILLS (STAYSAFE): What has been the community reaction on the lower North Shore 
to the 50 km/h trial? 

Ms HAWLEY: Unfortunately, you have caught us at a time when we have not done the after
community survey. That will be done at the end of the six-month trial, which will probably be in 
another couple of months. We have given the community an invitation to ring back councils. 
North Sydney and Mosman councils would be in a better position to tell you what the ad hoc 
responses are. We will repeat the community survey we undertook previously, which was a 
random survey of householders based purely on statistical randomness so that we would get 
information as to what the general population thought about the trial, what is good and what is 
bad about it. We have had so little response that I would say it has been accepted. In traffic 
planning we find that if you do something wrong you hear about it, but if you do something right 
you never hear about it. 

Mr MILLS (STA YSAFE): Presumably you have been keeping media clippings and so on during 
the period of the trial. 

Ms HAWLEY: I have some. 

Mr MILLS (STA YSAFE): It sounds as ifthere are not many. 

Ms HAWLEY: No. There has been more information about what is going on, rather than 
people complaining about it. 

Mr JEFFERY (STA YSAFE): Do you have any indication of how the public has reacted to the 
50 km/h limit on the traffic routes within the trial area, as opposed to the reaction to that speed 
limit on residential streets? 

Ms HAWLEY: No, not yet. That is what we hope to find out when we do the after community 
survey. The whole area is a blanket 50 km/h. Most of the streets are not treated; they have 
nothing on them. Minor streets do not have anything on them. About 1 8  to 20 main routes are 
heavily treated with pavement markings and so on but the rest have nothing on them. One 
purpose of community feedback has been to find out whether people felt that there was a specific 
problem in their street and that there should be signage or pavement markings because, for some 
reason or another, there may be intrusive traffic going through there. We made sure that we 
treated all the through traffic routes including the routes going to the zoo and the rat run routes. 
There may be a difference between the routes that have been treated and those that have not in 
terms of public perception and response, but we do not know that yet. 

Mr JEFFERY (STAYSAFE) : You mentioned the pavement markings - you showed us a 
diagram of the 50 km/h zone - and the signs ort the roadway. Are the signs only in white, or is 
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there another distinctive gateway in another colour at the entrance to that zone? Do you have red 
on the bitumen temporarily to draw attention to that? 

Ms HAWLEY: No, the markings are all in white. Red is not visible at night. The best material 
for visibility is white, and yellow under certain conditions. We have ten�ed to stick with white 
because it is a trial. The Roads and Traffic Authority did not want to spend a lot of money on 
pavement markings; some of the degadur markings can be very expensive. As it was a trial it was 
felt that we would use this approach first and see how that worked; in time, perhaps more solid 
and brighter markings could be developed. Also, we did not want to add to the urban clutter. 
Some people are resistant about all the signs and markings in the urban environment. People feel 
that they decrease the visual amenity of a street. 

Mr MILLS (STAYSAFE): What was the word that you used? Was it degadur markings? 

Ms HAWLEY : Yes. These are the markings such as the yellow 40 km/h markings around 
schools. That particular treatment is called a degadur treatment. It is a very strong treatment. 

Mr MILLS (STA YSAFE): Is that on the road? 

Ms HAWLEY: Yes. 

Mr SMALL (STA YSAFE): Can you advise the Committee on what effect the 50 km/h speed 
limit has had on accident and injury rates, traffic speeds and traffic flow within the study precinct? 
Are you able to point to a contrast between the figures and those representing the areas outside 
the study precinct? I appreciate that you have not completed your study. However, you might 
be able to give some indication. 

Ms HAWLEY : Yes. We have mainly surveyed speed. The whole purpose of the trial was to 
decrease speed. There has been a decrease not so much in the mean speeds, if we lump all the 
streets together, but there has been a greater decrease in the mean speeds across the area as a 
whole than in the two control streets, Cammeray Road and MacPherson Street, outside the trial 
areas. There has been a decrease in mean speeds and in what we call the 85th percentile speeds. 
We are particularly interested in the 85th percentile speeds because mean speeds in the area 
generally are low compared to a lot of areas in the western suburbs for example. What one 
always tries to do with speed reduction is clip off the tops of the speed ranges. Eighty-fifth 
percentile speeds represent those speeds at which 15% of motorists are travelling at or above. 
It is usually about 12  or 1 5  kilometres over the speed limit. 

In a 60 km/h zone we would expect to have 1 5% of people travelling at 72 km/h to 75 km/h, 
mainly because they feel that they can get away with it; they feel that there is enforcement leeway. 
People change their speed depending on their personal assessment of the road conditions. It also 
relates to people's interpretation of what the speed limit means. From work that I have seen in 
relation to focus groups and discussions groups on speed limits, many people-this is why I say 
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that education is important-think that the speed limit is the minimum speed limit; it is an advisory 
minimum that you can go, and you are able to go above that. People do not understand that it 
is the maximum. The message that must get through to the community is that when we talk: about 
60 km/h that is the maximum that we expect people to go; when we talk about 50 km/h that is the 
maximum. The fact that the police may or may not be able to enforce. 55 km/h or 65 km/h, 
depending on equipment and so on, and therefore people do not get caught, does not mean that 
they are not breaking the law. Interestingly enough in this trial, the 85th percentile o.n those 
streets where the speeds were highest in the first place has come down the most. We are looking 
at a reduction of about 5 km/h or more on those streets where the speeds were the highest. 
Where people are travelling the fastest, they have readjusted their speeds down. Where the 
speeds were fairly low to begin with, the adjustments have been much lower, which is what we 
expected. 

Mr SMALL (STAYSAFE): Do you have any idea in terms of the accidents or injuries? 

Ms HAWLEY: No. With any accident analysis we must look at at least five years before and 
five years after the event. Particularly in local areas, accidents are sparsely scattered. To get a 
big enough sample to be of statistical significance to anything that you have found, you must have 
a long before and after period in which to do the analysis. 

The Hon. J. S. TINGLE (STA YSAFE): When you say that the mean speed has lowered, is it 
clear that it has lowered as a result of greater compliance with the limit or as a result of the self
limiting law of urban traffic? In other words, the more traffic you get the more slowly it must 
move and;t becomes significantly congested. 

Ms HAWLEY: We took a sample a week or two before the trial began. We measured every 
car that went along the route before the trial began and immediately after it began, so it is a 100% 
sampling of all the routes for one week, which is probably the highest sampling in the world. It 
is not a sample; it is a total population. We measured well in excess of 1 00,000 or 200,000 trips 
on the roads that were measured. To say that there may be other effects that could impact on 
that, after we have looked at that much data before and after, I would say no. 

The Hon. J. �� TINGLE (STA YSAFE): Not over the space of a week? 

Ms HAWLEY: No. It is a big sample over a long period. There is no reason to suggest that 
within a year the traffic volume would increase to such an extent that congestion will impact on 
these speeds. Congestion would not impact in off-peak periods. In off-peak periods that would 
readjust the mean speed, so those who perhaps must travel slower in the peak hour would not 
have to do so in off-peak periods. Given that peak hours in a 24-hour period would be extended 
in that area to four or five hours, the rest of the 24 hours would still be free speed. 

Mr MILLS (STA YSAFE): What are the most effective and appropriate traffic management 
strategies that should be adopted to ensure compliance with the 50 km/h local road speed limit? 
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Ms HAWLEY: Across the metropolitan area or across the State? 

Mr M1LLS (STAYSAFE): In general. 

Ms HAWLEY: First and foremost, if it is to be accepted across the State you should educate 
the public and give people information as to why it is being adopted. It might also be useful to 
tell people why we had a 60 km/h general urban speed limit in the first place. There is no rhyme 
or reason that we had 60 km/h in the first place; it is a historic event that occurred when we 
started having a speed limit back in the 1930s. I understand that 30 mph was established; it was 
then raised to 35 mph because people thought that cars were better built and therefore more able 
to cope, the roads were better and so on. There is no scientific background as to why we adopted 
60 krnIh. To say that we have 60 km/h and therefore we should keep 60 km/h because it has 
historically been there, that is the only logical reason that one could offer. There is no road safety 
reason that we have 60 kmIh. If we take our example from overseas, some urban speed limits in 
the United States are lower than ours. 

Mr M1LLS (STAYSAFE): Thirty miles an hour. 

Ms HAWLEY: The Americans love their cars as much as we do. The community must be told 
two things: first, 60 km/h is not a God-given thing that we must stick with, because the way we 
established it was not rational; and, secondly, there are great advantages to be gained from 
lowering the speed limit in residential areas for these reasons. Lay it on the line and tell people 
that - I think they will appreciate it. We would still have a peak vocal minority of people who 
feel that itis unreasonable to lower speed limits and that as drivers they are capable of making 
their own decisions about how fast they should travel. When we surveyed the population as to 
whether it would support 50 km/h as the residential speed limit across the metropolitan area, 
about 70% to 80% of people said that they would support it. When we asked if they would 
support 40 kmIh the percentage dropped significantly; I think it was down to about 30% - you 
have the charts and figures there. There is great community support, at least in the trial area, for 
50 km/h across the metropolitan area, but there is nowhere near as much support for 40 km/h. 

I think 50 km/h would be a safe thing to sell to the public; it would be acceptable. 

Mr GffiSON_(CHAmMAN): Members of the Committee recently travelled to the Riverina, 
and were surprised at the acceptance of a speed limit of 50 km/h. A survey carried out in Leeton 
showed 73% support for a speed limit of 50 kmIh, and the same support applied in every country 
town visited by the Committee. 

Ms HAWLEY: It is around about the same in Mosman and North Sydney. 

The Hon. A. B. MANSON (STAYSAFE): The geographic and urban planning features of 
North Sydney and Mosman are quite different to those of most of Sydney, particularly new outer 
suburban areas. Can you elaborate on some of the essential differences and nominate a particular 
feature of contemporary urban design that may aid an acceptable level of compliance with a speed 
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limit of 50 kmIh? 

Ms HAWLEY: There is a big difference between Mosman and North Sydney and areas further 
out from the central business district. Speeds tend to increase, and there is less traffic on the 
roads, so there is less congestion, at least in peak hours, to control traffic . .  Free speed is the rule. 
The topography and design of the roads is different, with long straight stretches in middle suburbs 
such as Bankstown and Ryde. Mosman and North Sydney have old, last-century layout roads, 
rather higgledy-piggledy, with some four-way intersections but a lot of topographies up and 
down, following ridge lines and so on. Further out the suburbs were historically laid out on more 
of a grid pattern. In the middle ring of suburbs you start to get higher speeds. A lot of these are 
being controlled by councils with roundabouts, because there are so many intersections. It is quite 
a useful way of controlling speed. 

Further out in the suburbs, particularly those that were developed in the 1 960s, like Minchinbury 
and Mount Druitt, masses of them were laid out a bit like Canberra, on rather circuitous routes. 
You constantly drive on an arc on a main road through the suburb and all the other roads feed on 
to it. They are probably the worst roads of all when it comes to speeding, because there are very 
few cross-intersections. Most of them are T-intersections because people thought that was the 
safest way to design intersections. In fact, less accidents occur at T -intersections than at cross
intersections. There is less opportunity to put in roundabouts, which can control speed very 
effectively. 

Also, the width of a road has an impact on how fast vehicles will travel. Mosman and North 
Sydney haveloads that are generally reasonably narrow but are also very congested because they 
have on-street parking. Anything on the street that interferes with that openness of a street has 
an impact on the speed at which people travel. If there is a lot of on-street parking, people will 
go slower. Once you get into the outer suburbs there is very little on-street parking. There are 
wide roads, or roads even as wide as those in North Sydney but with no impediments, no cross
intersections with roundabouts and no on-street parking. The roads look like continuous stretches 
of highway, yet they are residential streets. In applying a speed limit of 50 kmIh to those existing 
suburbs of the 1 950s, 1 960s and 1970s, which were laid out on that sort of mentality, one would 
have to try much harder than we have tried in Mosman. That is one of the things we will have 
to think about� in producing a kit for the Roads and Traffic Authority. 

We are looking probably at more enforcement and more engineering measures, and the 
introduction of roundabouts and perhaps slowing devices. That did not need to be done in 
Mosman and North Sydney. In the new subdivisions in Liverpool - Wattle Park for example -
and fringe subdivisions in Blacktown and the Rouse Hill area, we are getting into a much greater 
sensitivity of speed and designing for speed. That has been assisted by the Federal AMCORD 
guidelines, which you are probably aware of They have been developed by Professor Hans 
Westerman and a group of people. Speed has been one of the major inputs: how to design 
subdivisions where speed is not encouraged. Some of the tricks you use are narrower roads, 
giving less pavement to the car so drivers do not feel they can go as fast, and making sure you do 
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not have continuous roads that go on for two or three kilometres without any impediment. 

Mosman and North Sydney have a totally different population, a totally different social group of 
people, to outlying suburbs. There are many more young people in the western suburbs than there 
are in Mosman and North Sydney - young people who drive� teenager.s, who have the worst 
record for accidents. They are much less likely to respond rationally to rational information than 
adults are. The 1 7-to-25-year age group is over-represented in the outlying suburbs and under
represented in our trial area. That would make a difference also to the behaviour and what would 
have to be done in terms of engineering, enforcement and education. 

The Hon. J. S. TINGLE (STA YSAFE): I was going to ask what effect you believe a lower 
residential speed limit would have on residential planning, street design and engineering. You · 
have probably answered my question. If this lower residential speed limit is adopted will it make 
much difference to street engineering and design? 

Ms HAWLEY: Local councils are still not quite sure how to handle this. They could possibly 
put the onus more on the developers, particularly large developers such as government 
Departments like Landcom, to prove how they will address speed in their new area subdivisions. 
Often this is left for councils to pick up. The residential subdivision will have quite a lot of 
amenity in terms of street lighting, footpaths and so on. All those areas off the road have 
development conditions attached to them, but the roadway itself and the concept of road safety 
is still not dealt with very well. I have been involved in looking through the Parklea residential 
area subdivision, some seven suburbs, and going through it on a school-by-school basis to 
ascertain whether children will be able to walk to school safely. In many cases they will have to 
cross main roads carrying 20,000 vehicles a day, where no facilities exist at all. 

If those facilities had gone in at the same time as the roads were being built, it would be cheaper 
all round. It is much more expensive to put in pedestrian refuges or building underpasses or 
overpasses. We still have not reached the stage where this is automatically fed into the design 
layout of the new suburbs. That is where we have to head, with all these things designed and paid 
for at the beginning, so :from day one children can walk to school instead of being driven to 
school. Once the habit of driving kids to school is established, it is much harder to break than if 
there are facili�ies to allow them to walk to school safely. 

Mr GmSON (CHAIRMAN): Would you like to make a closing statement? 

Ms HAWLEY: From a persorial point of view, it is desirable to head for a residential speed of 
50 kmIh. The only thing that concerns me is the fact that we are still differentiating between main 
roads and residential areas. It is controversial to say we are going to lower speed limits on the 
main road system and much more fashionable to say we are going to raise them. At the moment 
there is a limit of 70 km/h and 80 km/h on arterial roads in a sort of patchwork quilt of 70 km/h 
here, 80 km/h there, slipping back to 60 kmIh. This is confusing for drivers. People do not really 
understand why this is happening, and it has an impact on the way people behave in their 

MINUTES OFEVlDENCE, 19 A UGUST 1996 



132  STAYSAFE 40 

environment. There are just as many pedestrians trying to cross the main road system, and there 
is a much greater exposure to accidents on the main road system than in residential areas. 

I would question whether we need 70 km/h and 80 km/h on Mona Vale Road or some of the 
heavily built-up roads. This is not the way the Europeans are doing it. �hey are lowering their 
speed limits on the main road system as well and are redesigning their main road system so that 
priority can be given to public transport, cyclists can be accommodated at safer speeds and so on. 
lt could be done in a step-by-step process, but I do not think we should say we will have a limit 
of 50 kmlh in residential areas but to make up for that we will raise the speed limit on arterial 
roads. I do not agree with that. 

Mr GmSON (CHAIRMAN): Should a speed limit of 50 km/h apply to industrial areas as well? 

Ms HAWLEY: In residential areas we are looking at a different sort of amenity; it depends on 
the layout ofthe roads and road safety. Most industrial areas are fairly well contained. Ifwe are 
going to have a speed limit of 50 km/h it should be across the board. In most industrial areas 
traffic moves fairly slowly anyway because trucks are off-loading and lorries are turning into 
driveways, and they constrain free speed a lot of the time anyway. I do not think we should 
differentiate. I think it is better and simpler to say the speed limit is 50 km/h everywhere once you 
get off the main road system, and I would prefer the main road system to be 50 kilometres as well. 

Getting from A to B is not determined by the speed at which you can travel on the road; it is 
determined by how many traffic signals you have to go through and whether they are in your 
favour or not. For example, if there was not a SCATS working on the Pacific Highway and at 
every intersection there was a red light, it would not matter that you could speed up to 70 
between the lights; you would still have to stop at the lights. The travelling time is determined 
more by intersections in an urban area than by the speed between intersections. How often have 
you travelled along a road and someone has overtaken you and you have caught up with them at 
the traffic signals anyway? This happens all the time; it is a well known aspect of road 
management, particularly with major congested intersections. You are trying to just get people 
through in convoys at a steady speed where you do not have this big differentiation of speed. 
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Local Government and Shires Associations of New South Wales 

Cr William Bawden Bott, Vice President 
Mr David Ronald Allen, Senior Policy Officer 
Ms Rhonda Joyce Neuhold, Road Safety Policy Officer 

Mr GmSON (CHAIRMAN): The STAYSAFE Committee has not received a submission from 
the Local Government and Shires Associations of New South Wales concerning the inquiry into 
the proposed introduction of the 50 km/h local speed limit in residential areas, but it will be 
presented today, is that so? 

Cr BOTT: A draft policy has been presented. The only reason it is a draft is that it has not been 
before the executive for ratification. 

Mr GmSON (CHAIRMAN): Do you wish to make an opening statement or would you prefer 
to proceed to questions? 

Cr BOTT: Perhaps if we briefly reiterate our position and lead into questions from there. In 
regard to the 50 km/h general urban speed limit, representatives ofthe Local Government and 
Shires Associations attended the meeting of the 1 77 councils to gain responses as to their 
positions. The association received 82 submissions, of which 52 were in favour and, obviously, 
the balance were opposed to it. The interesting breakup was that of those in favour, 25 were from 
rural councils and 1 8  were from urban, but al1 39 that were opposed were rural. At this particular 
stage the policy of the two associations in regard to the proposal is divergent. The local 
government associations' policy supports the general urban speed limit of 50 kilometres; the shires 
association, the rural-based association, had a policy of support for 50 km/h in 1 995, but at the 
recent conference that policy went to 60 km/h general urban speed limit. Perhaps I will need to 
address that area in more detail during questions. A rationalisation of the two positions can be 
arrived at. The common ground in both associations would be the general recognition for 
uniformity across all spectrums, whatever the determination. The associations believe it should 
go further than just State level and be uniform at national level. While the divergence in policy 
is present at this particular time, I am certain that the wish of all local governments is that there 
should be as near as possible uniformity in the urban speed limit. 

Mr GmSON (CHAIRMAN): Was there any consultation with the Roads and Traffic Authority? 

Cr BOTT: As I understand, there was not a lot of consultation with the Roads and Traffic 
Authority. I think one reason why there is perhaps a divergence of opinion between the two 
associations is that there has not been a definitive proposal put to local government for 
consideration. Corowa is my own area and when this matter was debated my council did not 
respond to the submissions because there was a misunderstanding, and perhaps ignorance is not 
the right word, but certainly there was no definitive position before us for consideration. My 
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council's concern was whether the proposal applied to arterial roads as well as residential streets 
or was it simply to apply to residential areas. 

For that reason I think from the rural area concern has been expressed about uniformity across 
the spectrum. My area has a major arterial road with little cross intersecti�ns, and obviously has 
not traffic lights upon it. It is a straight forward run for a considerable distance into the centre 
of the town. It was considered undesirable to reduce the speed limit from 80 kmIh, which is what 
it currently runs at as it proceeds to the built-up and more intensely urban areas back to 60 krnIh. 
It was thought undesirable to be considering 50 kmIh. Obviously there is a misunderstanding and 
there needs to be a definitive position. I suggest a partnership needs to be developed, if the 
process is to be advanced, in which local government is an active partner in that development and 
its process of accreditation. 

Mr GmSON (CHAIRMAN): Was there much consultation with the Department of Transport? 

Mr ALLEN: None whatsoever. 

Mr SMALL (STAYSAFE): The Corowa to Albury road is an arterial road and not an urban 
road. This proposal is only applicable to urban streets rather than main road structures or through 
roads. 

Cr BOIT: That is my point. There needs to be a definitive position. Local government needs 
to be a partner perhaps not in the development of the definitive position but certainly in the 
educationcmd extension of it. If that happens, the conflict between the two associations would 
be resolved. 

The Hon. J. H. JOBLING (STA YSAFE): Is there any specific reason there was not discussion 
or contact with the Department of Transport? 

Mr ALLEN: I suppose our main contact has been with the Roads and Traffic Authority. From 
our information the Department of Transport has not been that involved with the proposal. I am 
not quite sure what has happened with the Roads and Traffic Authority, but it has definitely not 
written to us and said, "We want you to be a partner in this process. Let's develop this proposal 
together, let's work together to find out what the public and community think of it." That process 
has not occurred and, as Councillor Bott said, I think that is part of the problem. The Roads and 
Traffic Authority and other agencies have been running the program on their own without 
consultation or partnership with local government. 

The Hon. J. H. JOBLING (STAYSAFE): You represent much of rural New South Wales, can 
you offer any reason why the Roads and Traffic Authority might not be consulting? 

Mr GmSON (CHAIRMAN): Were you invited to provide a submission to the AUSTROADS 
study into the 50 km/h proposal? 
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Mr ALLEN: Yes. 

Mr HARRISON (STAYSAFE): The Committee has adopted a procedure of consulting as it 
has visited other areas around the State. I cannot accept that no consultation has taken place 
when the Committee is asking everybody to give an opinion. 

Mr GmSON (CHAIRMAN): The question related only to the Roads and Traffic Authority. 
I would have presumed with a project such as this that the Roads and Traffic Authority would 
have contacted the association and asked it to provide a submission and to work hand in hand 
with it. 

Mr ALLEN: Part of the problem is that the Roads and Traffic Authority felt unable to directly 
put forward a proposal because it has never received ministerial support for that position. It is 
a bit of a catch-22. 

Mr HARRISON (STA YSAFE): Nor has anybody else received support. 

Mr ALLEN: That is right. On the one hand I understand why the Roads and Traffic Authority 
is reluctant to go that step further. 

Cr BO'IT: We should not bag the process. What I am trying to say is that to make it work there 
needs to be changes. Local government needs to be involved. If local government is involved 
in the development and extension, certainly the results will be different to the one we have at this 
stage. The debate in my association in June did not have sufficient information put forward. 

Mr HARRISON (STAYSAFE): Given the unique perspective of local councils, what is known 
of community concerns about effective speed management in urban areas, particularly vehicle 
speeds on residential roads. 

Ms NEUHOLD: It is apparent from the Mosman-North Sydney trial that community 
participation was inherent in the process. From this trial the community has provided positive 
feedback about the progression of the trial. From our discussions with member councils, it is also 
important for . .  any trials to occur that community participation is one of the most important 
aspects. The trial in Mosman-North Sydney has been referred to by other councils in their 
submissions to this inquiry, and the fact that further trials should occur in differing areas 
throughout the State. Community participation is the most important component in that. 

Mr HARRISON (STAYSAFE): Would you give the Committee an indication of the level of 
council support for the 50 km/h proposal? I was going to ask about the uniform view, but as has 
already been expressed there is quite a divergence of opinion between the shires and the 
metropolitan councils. What, if any, concerns have councils expressed with regard to the 
implementation and enforcement of the proposed limit? Is there a particular concern about the 
creation of physical impediments and the costs that might be involved? That is something I have 
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my own views about. I assume that will arise, if it has not done so already. 

Cr BOIT: It has not arisen. There was uniformity across all submissions, both those in favour 
and those in opposition, about the costs of implementation of the proposal. That was a standard 
position. Concern was also expressed about the method of enforcement I believe that would 
probably be related to the number of urban streets and the capacity of the police to adequately 
police the limit. In rural areas, where pedestrian traffic flows are less heavy than in the urban 
metropolitan areas, there was generally a view that the reduced speed limit was unnecessary. Let 
me go back to an earlier question, one that slipped past. It should be remembered that 52% of 
councils across the State support the proposal. While it is minimal and while there is divergence 
between the rural and the metropolitan policy position, nonetheless the majority of councils 
supported it. 

In commonality it was felt that, in the implementation phase, there would need to be heavy 
involvement of the local traffic committee, as to the hierarchy and how it is to be carried forward. 
The need for trialing is also very important; Mosman and North Sydney have proved that. I do 
not believe there is any doubt about that. As I said to Mr Manson, there should also be trials in 
such places as the western suburbs of Sydney where the situation is quite different from Mosman 
and North Sydney. There should be trials in regional New South Wales and also in the more 
sparsely populated areas. If that sort of involvement with local government through trialing is 
carried out as a precursor to the introduction of the limit, I think we would be able to bring it 
forward with a great deal more public support than currently exists. 

The Hon. -1. U. JOBLlNG (STA YSAFE): Would you care to offer a suggestion about two or 
three country areas that you would regard as ideal areas in which to conduct a trial? You may 
care to think about that. 

Cr BOTT: Perhaps we do, but when I refer to regional centres obviously the main one would 
be Albury. There is a difference between Albury and Wagga Wagga-Albury is a metropolitan 
city and Wagga Wagga is a rural city. You would then need to come down to towns with a 
population of5,000 or 6,000--Narrandera or Corowa and those types of towns. It is important 
out in the western suburbs because the population mix is very different and the density of 
population is a!so substantially different. Perhaps there is not the, how shall I put it, the cultural 
difference. In Mosman and North Sydney, to my limited knowledge, there is perhaps a greater 
identity of community values, however you would like to put it, than exists, cohesively anyway, 
in other metropolitan areas. There is a need to trial it in places other than Mosman and North 
Sydney. There has been certainly great acceptance of it there. 

Mr SMALL (STAYSAFE): A fair amount of research has already been conducted in Wagga 
Wagga and the traffic committee is inclined to favour a reduction of the speed limit to 50 km/h. 
Albury has also undertaken a considerable amount of work on road safety issues. I have spoken 
to a number of councillors and I agree with you that most councillors going in cold were probably 
against the proposal. However, after meeting the Roads and Traffic Authority, the police, other 
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community groups and other councils, they were convinced of the benefits of the 50 km/h limit. 

Cr BOTT: That is why the traffic committee is terribly important. The traffic committee consists 
of all those players and one gets the balanced, informed position that is able to persuade those 
elected representatives who are coming in cold. 

Mr HARRISON (STA YSAFE): Obviously, different local government areas have different 
opinions. For example, it appears that in Albury the council would like to remove every 
pedestrian crossing in the city area. There would be nothing short of a riot in my electorate if the 
pedestrian crossings were removed. I have been involved in some intense campaigns for the 
introduction of pedestrian crossings. One could not really say that Albury equates with the 
Illawarra, for instance. 

Mr GmSON (CHAIRMAN): By way of background, the strongest push for the implementation 
of a speed limit even lower than 50 km/h has come from western Sydney councils, such as Penrith, 
Hawkesbury and Blacktown, where speed in local urban streets is a concern. Those western 
Sydney areas have streets similar to many country towns. As the previous witness said, there are 
not too many four-road intersections out there� the main roads seem to go on forever with streets 
running off to the left and to the right. 

Mr JEFFERY (STA YSAFE): You mentioned that a number of councils, particularly those in 
rural areas, have argued that a 50 krn/h speed limit would not be appropriate in their jurisdiction 
because the real problems are away from the residential areas and on the higher-speed road 
network. -Could you expand on that statement? 

Cr BOTT: What you have said is a correct summation of where the opposition is coming from. 
There has been confusion about whether this limit is going to apply to residential streets or apply 
as well to arterial roads in rural areas. There is concern in rural areas that the higher-priority 
arterial roads should be exempt from the proposed 50 krn/h general urban speed limit. 

Mr SMALL (STA YSAFE) : From the point of view of the Local Government and Shires 
Associations, what are the most effective traffic management strategies that should be adopted 
to ensure cOlllPliance with a speed limit of 50 krn/h? You have already mentioned that you 
conducted a survey but at this stage you probably have not identified those areas that you think 
would be best to manage the proposal. If you have a view and can answer the question, I would 
appreciate your comments. 

Cr BOTT: My feeling would be that correct speed zoning is' the most important requirement. 
In other words, as I said in answer to a question from Mr Jeffery, I believe there would be 
acceptance of a lower speed limit in residential streets. I conducted a personal survey around my 
own town yesterday in order to gauge the feeling. I received very strong support which is in line 
with what Mr Small said earlier that there is very strong support in residential areas for a 50 km/h 
general urban speed limit. 
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I believe the most important thing is to get correct speed determination for the right category of 
road. The next issue would be enforcement. There is a difficulty with enforcement and I believe 
the high priority involved in that is probably education. As I said earlier, that is why a definitive 
proposition needs to be developed in which local government is involved as a partner so that there 
is a degree of ownership of the whole process. Councils are involved in the process and it is 
theirs, rather than not understanding what is entailed. 

Mr SMITH (STA YSAFE): I do not know whether you have sufficient information from the 
Roads and Traffic Authority to answer my question, which is very specific to the Mosman area 
where the trial has been conducted. What information should motorists encounter when they 
leave a major road or sub-arterial collector road and drive into a local or residential street? Have 
you undertaken a study of that issue? 

Cr BOTT: I have not, and there is a difficulty with that. I believe the most important thing is 
signage and appropriate line marking to indicate the change to traffic conditions occurring at that 
point. With a reduced speed limit obviously there would be opportunity in new subdivisions to 
create narrow carrlageways and grassed verges which would be the desirable way to go, 
particularly in residential areas. We have actually been doing some of it as we redesign and 
redevelop features,. There are all sorts of things one can do and I need not go into great detail. 
One can snake the carriageway and have a retention basis for stormwater drainage in the grassed 
areas, swale drains and what have you rather than moving it rapidly through the stormwater. 

There is an enormous amount of opportunity in new design but the difficulty is that most of the 
streets have been here and will be here for a considerable length of time. They are designed with 
width of carriageway and, particularly in the area I come from and in rural areas, with straight 
construction. With the resources that are available the probability of their being redesigned in the 
foreseeable future is certainly minimal. In that context I would say that the most important thing 
is signage and line marking. 

The Hon. J. H. JOBLING (STA YSAFE): Following on from Mr Smith's  question may I just 
draw you out a little. Taking into account the associations' views and your own experience in 
local government, what are your views on the implications of a possible lower residential speed 
limit, firstly, fo� residential planning and street design; and, secondly, directly in relation to local 
government traffic planning and practices? 

Ms NEUROLD: This is an issue that is quite technical and, unfortunately, the associations are 
unable to answer at present. We have sought views from several councils but unfortunately have 
been unable to produce as technical an answer as the Committee requires. There are several 
implications for the environment and urban form which councillor Bott addressed previously, 
which need the be addressed on a broader scale initially and then brought down to the technical 
perspective of individual councils. We also believe this should be taken to a high level, and Mr 
Allen may care to expand. 
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Mr ALLEN: A lot of work On urban fonn is  currently being undertaken by the Department of 
Transport. The Department is considering a range of issues such as public transport, access, 
environment, amenities and security. I certainly think that the 50 km/h general urban speed limit 
fits very nicely into the integrated urban fonn objectives they are trying for. I would certainly 
recommend that the Committee should invite the Department of Transport to give evidence about 
what the Department is doing. 

The Hon. J. H. JOBLING (STAYSAFE): It is pleasing to note that work is being done and 
that the technicalities are being examined and that councils are reporting back. Are you able to 
give the Committee any guidance as the when you might find yourselves in a position to give the 
Committee the advantage ofthat report? I realise it is an estimate. 

Mr ALLEN: Probably in three or four weeks we might be able to provide a small report to the 
Committee. 

The Hon. J. S. TINGLE (STAYSAFE): Having read the draft submission, what comes through 
to me is that again and again the question comes up of the practicability of enforcement, which 
is something you touched on yourself It seems to me if we remember why we are looking at 
reducing the speed limit, obviously we are looking at safety and suburban amenity and urban 
amenity generally, I suppose what we are asking is whether the difficulty of doing it will be 
justified by the benefit that comes from it? It seems to me the only way to work out what the 
benefit is by a process first of all, of evaluation which you obviously say should be more 
widespread and I agree with that, then monitoring it and then enforcing it. How should we go 
about evaluating it and monitoring it? Do you believe we can actually enforce a 50 kilometre limit 
when we cannot enforce a 60 kilometre one now? 

Cr BOIT: I think the answer to the evaluation is that what you have already touched upon, that 
there does need to be extensive trialing in various localities. The enforcement of it is difficult, I 
do not deny that, I think probably you have confronted that yourself As you correctly said, ifwe 
cannot enforce a 60 km/h speed limit in a residential area how are we going to be any more 
efficient or effective in enforcing a 50 km/h speed limit in the same situation? The answer is, of 
course, we will not be any more effective. 

This is a personal opinion, bearing in mind the problems I have got with the policy positions of 
the two associations being divergent, notwithstanding that there has got to be, and there is going 
to be, greater amenity in the residential areas by the reduced speed limit and certainly there is 
going to be greater safety. Even if the enforcement provisions are not improved there is no doubt 
that the end result, in my view anyway, will be that you will get a safer residential environment 
and you will get, particularly in new residential areas, a more attractive amenity in tenns of the 
residential situation. I think that the enforcement will not be improved, that is my view anyway 
and I cannot see why it can be improved until you increase your policing. 

The Hon. J. S. TINGLE (STAYSAFE): When you talk about more widespread evaluation and 
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monitoring and so on, do I gather that you suspect that if you try to, as we are doing in Mosman 
and North Sydney, and then say in a satellite town like Campbelltown, and then say in places like 
Wagga Wagga, Tamworth and Orange you would get different results in terms of compliance and 
effective enforcement? 

Cr BOTT: I am not sure and that is why I think you need to try to find out what the result is 
going to be. The other reason I want a trial is that, as I said earlier, through the very process of 
trialing it there is going to be involvement of your local community, particularly in local 
government and, I hope anyway, the local traffic committee in the establishment of the trial 
program. There is going to be press about it, publicity and awareness so that when you come to 
actually introducing it, instead of it being by legislation tomorrow we go from 60 to 50 and 
everybody, as they currently do with every piece of legislation, throw their hands in the air and 
say, "We are not going to be told what to do. We have been driving at 60 kilometres and why 
should we change?" There is going to be a real appreciation by the people out there in the cities, 
suburbs and regional areas and the rural areas as to why it is being done and the necessity for it. 
That is really the real value of trialing; it is part of the education process. 

The Hon. A. B. MANSON (STA YSAFE): Do local councils have as a matter of course maps 
of defined road hierarchies for urban areas within their local government areas, or will these road 
hierarchies have to be established or clarified as part of the implementation process of a 50 km/h 
general urban speed limit? 

Cr BOTT: It will vary from local government area to local government area. I am not certain 
about the urban areas, perhaps David might speak in greater detail there, but in the rural areas it 
would not be difficult to create a hierarchy. Again I think the important aspect of it is that in 
development of the hierarchy ifit is not currently there, there needs to be very heavy involvement 
of the traffic committee because obviously it concerns technical people, the Roads and Traffic 
Authority the police and the engineers as to what the hierarchy should be. It is not a difficult task, 
no. I am unclear in my own mind as to whether it currently exists across the State but I suspect 
it would not. There are local government areas where currently it will exist but others where it 
will not exist. 

Mr MILLS (�'fAYSAFE): Ifa decision were made to introduce a 50 km/h general urban speed 
limit what role would local councils expect to have in the determination of appropriate speed 
limits, signage, road treatment and enforcement measures? 

Cr BOIT: Again I would think that the level of involvement that we would want to have would 
be through our traffic committees as a major participator in the development of the hierarchy and 
that is basically it. 

Mr MILLS (STA YSAFE): Signage? 

Cr BOTT: Signage, that is right. 
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Mr MILLS (STA YSAFE): Enforcement measures, the same thing? 

Cr BOTT: Not a lot of involvement in enforcement measures because really it is not a role of 
local government, it relates primarily obviously to police enforcement. 

Mr MILLS (STA YSAFE): The police are on the traffic committees anyway. 

Cr BOTT: That is right. 

Mr ALLEN: The other thing is also that there are a lot of road safety officers who are currently 
in councils at the moment and they would certainly have a role in terms of education and ongoing 
results in schools and stuff like that to educate the local community. I think local government 
would have some responsibility. 

Mr MILLS (STA YSAFE): The willingness of all the local councils to accept and cooperate 
with the implementation of the 50 krn/h general urban speed limit would be necessary for that 
general lower speed limit to be successful. How can we convince those local councils who are 
opposed to it at the moment that the new speed limit is desirable and would help to save the lives 
of their people? 

Cr BOIT: I think the answers I have given earlier probably cover this, but there is one other that 
does come to my mind and I do not know whether we are going to come to it or not and that is 
the issue of cost of the signage of the process. That has been a major negative right across the 
spectrum. - .  The answer I would give to that is that in this group anyway I am the only one that 
has been here long enough to remember when the give-way signs came in. I suppose there are 
many of the parliamentary members that do but the process that was involved then, and I think 
it is appropriate for this one again this time, was done through a specific vote of the Roads and 
Traffic Authority. Councils went out and put up the signs without any add-on costs at all but the 
cost of the signage was supplied by the Roads and Traffic Authority. 

There are two ways you can do it, actually. I think a preferable way to do it would be to actually 
take out a government contract for the production of the signs and then councils again, according 
to the number of signs that they require, requisition against that government contract for the 
supply of the signs and the councils meet the cost of erection and what have you. If you like it 
is a shared arrangement. Wherever you go it is thrown up that we are carrying the cost of this, 
that and the other thing and the more we spend on this, it is going to be less we are going to have 
to spend on roads or something else. That is one thing that I think will need to be addressed. 

Mr SMALL (STA YSAFE): The signage was very strongly brought out in our run down 
through the Riverina. Councils were all very concerned in that area and I think what Councillor 
Bott has suggested is the only fair way to go. If the government is going to bring in new laws, 
it is pretty hard on councils to be able to try to meet the costs. I think that is a very good 
comment. You might recall it was mentioned about the signs being painted on the roads with the 
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50 kmIh as being much clearer to a lot of people and there would be that cost effect too. 

Mr JEFFERY (STA YSAFE): On that, at an earlier meeting with the Roads and Traffic 
Authority I think that was mentioned, there would have to be an incentive to councils again in this 
partnership on costs quite obviously. I will have to go back through the �utes but I think: there 
is that acceptance that there would need to be a sharing of the cost involved. 

Mr HARRISON (STAYSAFE): I am well aware that local government is pinned down to a 
2.7% increase which is more than likely slightly below the CPI anyhow, and there would be a 
substantial cost if it came down to putting pivotal impediments and so on in place. I certainly 
agree with what Mr Small has said: that if the government is going to come down with a policy 
like this there should be a help to local government for the cost. In recommendation number three 
you are saying that local councils should be fully compensated for the implementation costs. I 
agree with you completely, it should be some sort of shared arrangement. Since it is our initiative 
we, the government, should be forced to face up to some of the costs, if not all of the costs. 

In relation to recotnmendation four, the further trial of the 50 km/h be completed, who is to 
oversight these trials? If there is a cost involved in enforcing the 50 km/h general urban speed 
limit, obviously there is going to have to be some signage produced just for that particular 
purpose. It may be if not permanent but some physical impediment put in place, at least 
sandbagging and that sort of thing that might act as an impediment to stop people doing their 60 
krnIh or 70 kmIh . Who is to meet the costs of this and more particularly who is going to 
oversight the trial and say whether it is a success or not? Is it the police, the local council or the 
Roads and Traffic Authority? 

Cr BOTT: Obviously the Roads and Traffic Authority and the police would both need to have 
a heavy involvement. Again I think if you were doing it to make it work effectively it really needs 
to have all the players involved in it and therefore the traffic committee needs to have a fairly 
heavy involvement in the development of it. As to the cost of it, obviously it being a trial I think 
it would have to be met, it would be unlikely to get support from local government to meet the 
cost of it on that basis ifit is to be a trial. I would say it would have to be government who would 
have to meet the cost of it. I would see the oversight and development of it would fall, in my 
view anyway, most appropriately to the traffic committee which does involve all the major 
players; local government, police and the Roads and Traffic Authority. 

Mr SMITH (STA YSAFE): I think there should be a stronger emphasis on local government 
as the community representative. As you said a little while ago it is as much an amenity to the 
community as a safety measure and probably more so in the urban areas of Sydney. 

Mr HARRISON (STAYSAFE): There are a lot of things local government would like to be 
involved in if they had the financial capacity to do so, and they clearly do not have that capacity. 
State governments have got the habit of drawing them into things even on a dollar- for-dollar 
basis and that drastically reduces their dollar-
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Mr SMITH (STAYSAFE): No, you have misunderstood me, I am not talking about the cost 
of it, I am talking about the assessment of the program. To my way of thinking the police would 
be more involved in the implementation and fining and so on whereas if you are going to have 
residents' input it should come through the council as far as the benefit of living in the area is 
concerned. 

Cr BOIT: As to who is going to oversight it, there is another group which has just occurred to 
me that we have completely overlooked and that is that we now have in existence a liaison 
committee between local government and the Roads and Traffic Authority and that consists, if 
you like, of the presidents of our associations together with the principal executives of the Roads 
and Traffic Authority. That body could be an appropriate body to determine where suitable sites 
would be for such a trial to take place to actually locate the sites and then to involve their regional 
managers and traffic committees and what have you. That probably would be an effective way 
to go into the development of the trial. 

I would say one other thing and that is in November the National Australian Transport Council 
is to meet. I think there will be a determination there as to whether there is to be at a national 
level a general urban speed limit of 50 kmIh. I have some concern for the reasons I have stated 
earlier, ownership and all the rest of it, that probably New South Wales needs to do further 
trialing and further education rather than rush forward with the November deadline. 
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Pedestrian Council of Australia witness and Sydney City Council witnesses 

Mr Harold Charles Wolfe Scruby, Company Director, Chief Executive 
Officer and Acting Chair 
Cr Julianna Walton, Councillor, Sydney City Council 
Mr Leonard Paul Thomas Woodman, Road Safety Officer, Sydney City 
Council 

Mr GmSON (CHA1RMAN): We have not received a submission from the Pedestrian Council 
of Australia. Do you have any documents you wish to table today? 

Mr SCRUBY: Could I table them as I talk, Mr Chairman? 

Mr GmSON (CHAlRMAN): : Yes. Cr Walton will table the submissions from Sydney City 
Council? 

Cr WALTON: I will. 

Mr GmSON (CHA1RMAN): Mr Scruby, I would like to congratulate the Pedestrian Council 
of Australia on its great initiative, which has been needed for a long time. Do you wish to make 
an opening statement? 

Mr SCRUBY: Thank you. I will give a background of the Pedestrian Council- of Australia and 
then answer the questions of the committee. About 1 8  months ago, following problems 
concerning Middle Harbour Public School in trying to get some relief for pedestrians, particularly 
young children, I by chance spoke to senior people at the National Roads and Motorists 
Association who had similar concerns. We decided to have a look at whether there was a need 
for an organisation which represented pedestrians. 

We contacted the police, the Roads and Traffic Authority, and a lot of other interested parties, 
including STAYSAFE. We are very grateful to the Roads and Traffic Authority and the NRMA 
that they put Borne money into commissioning a report on the need for a pedestrian advocacy 
group. I table that report, which was completed about nine months ago by an organisation called 
Keys Young. There was a very strong recommendation, and with that came incorporation. In 
fact, well over 1 00 organisatiom were interviewed and 99 of the 1 00 said there was a strong need 
for a pedestrian advocacy group. 

A lot of meetings with various other organisations followed and we then decided to set up the 
Pedestrian Council of Australia. Most of the people I will mention now have formally endorsed 
and supported the Pedestrian Council. All of the organisations have attended our meetings and 
support us informally; some are waiting for written acceptance. The council was incorporated 
about two weeks ago. Its patrons are Dame Leonie Kramer and Sir Laurence Street and its 
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supporters include ACROD, Australian Institute of Urban Studies, Australian Tourist 
Commission, Australian College of Road Safety, Children's Accident Prevention Foundation, 
which is known as KIDSAFE, Combined Pensioners and SuperannuantsAssociation, Council on 
Aging, Federation of Parents and Citizens Association, the NRMA, the New South Wales 
Parliamentary STA YSAFE Committee -which has been attending as an. observer rather than a 
member- Paraquad, People Against Drink: Driving, Royal Australasian College of Surgeons -
Trauma Committee, and the Sydney City Council. Our honorary solicitors are Minter Ellison and 
our honorary auditors are Pannell Kerr Forster. 

Within two weeks we will represent six million pedestrians in this State and 1 8  million in this 
country. I am sure you will be seeing more of us. This is our structure and our background 
report, why we exist and what we want to achieve, which I will table, 

Mr GmSON (CHAIRMAN): What effect will the 50 kilometre speed limit have on the people 
you represent? 

Mr SCRUBY: It would have a major effect. There are approximately 3 50 pedestrians a year 
killed on our roads. That is a tragedy no one has to question. I think everyone round this table 
knows the slower a vehicle travels the less chance of injuring a person, a human being, a body, 
flesh and bones. Clearly we cannot have vehicles travelling at zero, but similarly we cannot have 
vehicles travelling at 1 00 km/h down our streets. The 50 kilometre zone is a compromise and in 
most areas almost becomes the default speed that would suit most people. It is a speed also at 
which people will end up at their destination in no less than 15  to 20 seconds later. That is not 
a great sacrifice to make if it means a life or a limb. 

Perhaps I could read the prepared responses to the questions you put to us. The first question 
was how we sought to reduce accidents and the amenity and safety of people, particularly children 
and the elderly. It was very interesting to see in the Sydney Morning Herald today how much our 
population will be aging in the future and how much more difficult it will be in 20 years' time for 
people to cross the road. Point one, there is much evidence to show that a reduction in speed 
means a reduction in the severity of injury to a pedestrian. As examples I pass around the Roads 
and Traffic Authority submission to STAYSAFE, the UK speed kills campaign, and a German 
study. 

Mr GmSON (CHAIRMAN): We have many witnesses before us today. Would you table those 
responses and we will ask questions off the cuff? 

Mr SCRUBY: The best thing I could give you is this German study. Admittedly it does not give 
an exact correlation of 50 km/h to 60 km/h but it shows going from 54 km/h to 64 km/h the 
likelihood of death increases from 45% to 70%. Every death on our roads costs our community 
about $700,000. That does not include the trauma and the tragedy it inflicts upon the families. 
I have not been able to find a better example than this German study. Mr Woodman will talk after 
me and he has studies from Helsinki which show very similar results. I ask you to note that from 
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54 kmlh to 64 kmIh the likelihood of death is increased from 45% to 70%. I think that chart 
shows it all. 

The Hon. J. S. TINGLE (STAYSAFE): There is an old saying that a pedestrian is someone 
who has found somewhere to park his car. Do we define a pedestrian as anyone on foot on a 
public road? 

Mr SCRUBY: We have gone a bit further than that, Mr Tingle. We see pedestrians as people 
in wheelchairs and also people in these new motorised electric scooters. It is very important to 
define these people as pedestrians. I know the word "pedestrian" comes from foot but it is 
important that we see a person in a wheelchair as a pedestrian - particularly while the 
Paralympics are on. We are starting to see more and more of the community in these electric 
wheelchairs and these people occasionally have to cross streets as well. 

The Hon. J. S. TINGLE (STA YSAFE): That is what I wanted to know. It seemed to me the 
definition should be wider. 

Mr SCRUBY: Perhaps the committee might like to define pedestrian. 

Mr WOODMAN: Mr Scruby tabled a study from Germany. I provide copies of two 
documents: one an article from a magazine about transportation and engineering entitled "Driving 
speeds and pedestrian safety in the city of Helsinki" . They have done a lot of studies using video 
cameras at junctions and from that have determined that lower speeds were necessary and also 
the vehiCles that needed to be watched were the ones travelling on their own, -not in a pack or 
platoon, as they refer to it. The second is a paper submitted to the Society of Automotive 
Engineers in the United States by the University of Zurich. It is a full report on the speed limit 
reduction from 60 kmIh to 50 kmIh linked with pedestrian injuries. 

Just a slight addition to that. The most recent copy of New Scientist informs us that Saturday was 
the 100th anniversary of the first pedestrian to be killed by a motor car, at Crystal Palace in 
England. That motor car was not travelling any more than nine miles per hour, which is slightly 
under 16  kmIh. I provide copies for the Committee. 

Mr GmSON (CHAIRMAN): That is an interesting story because there were only three cars 
on the road when that pedestrian was killed, so it can happen anytime. Cr Walton, would you like 
to give a response on behalf of Sydney City Council at this stage? 

Cr WALTON: I table a letter from the Lord Mayor, Frank Sartor. The purpose of the letter and 
my appearance is to reinforce the fact there are pedestrians in high concentration on non
residential roads. I know the focus of this committee is on the question of speed limits on 
residential roads but the Lord Mayor and I thought it was important that we promote the fact that 
there is a very high concentration of pedestrians in places like the city centre, which would be a 
key example, and also in all the former high streets throughout Sydney. There were some press 

MINUTES OF EVIDENCE, 19 A UGUST 1996 



STAYSAFE 40 147 

reports which intimated as a trade-off for lower speed limits and more protection for pedestrians 
in residential streets there might be higher speed limits on so-called arterial roads. 

You need to take into account a great deal more than the status of a road under the guidelines of 
the Roads and Traffic Authority. The mere classification of a road as arte�al does not mean that 
it does not have a high concentration of pedestrians. Indeed, in some cases you might expect it 
to be otherwise, because arterial roads are roads like Military Road, Mosman, and Parramatta 
Road, Leichhardt, which are major shopping streets; the city centre being the heart of it all. I will 
show you something I am about to table, which Len could expand on if you need him to. We 
have a problem with pedestrian deaths and pedestrian accidents on non-residential roads. We also 
had a problem on mixed residential and non-residential roads in Millers Point until the 
introduction of a 40 krn/h speed limit. Len is just showing the pedestrian accident record, which 
is summarised on this sheet. 

In Millers Point the City Council, with the cooperation and assistance of the Roads and Traffic 
Authority, introduced a 40 krn/h speed limit after two women were killed on George Street North 
and in the vicinity of George Street North. We would like to be reassured that a general speed 
limit of 50 krn/h would not override the lower speed limits that have been introduced by us and 
by other councils in areas in which we believe they are appropriate. The Committee needs to 
ensure that we end up with lower speeds, not just lower speed limits. To that end, for lower 
speed limits to translate into lower speeds you need enforcement and reinforcement by physical 
messages that these are lower speed roads. 

Mr GmSON (CHAIRMAN): The Committee is very heartened to hear support today for the 
50  krnJh speed limit from just about every sector of the community. But the question that has 
corne up many times during the hearings is the enforcement of such a limit. Do you think such 
a speed limit can be enforced? 

Mr SCRUBY: A wonderful saying was brought to my attention by Barry O'Keefe, who was the 
mayor when I was at Mosman Council. He made the point that non-enforcement of laws 
encourages their disobedience. If we are thinking of bringing in 50 km/h zones we have to do it 
in tandem with education and enforcement. Without both it will fail. We would be 1 00% behind 
the establishrn�nt of a 50 krn/h zone in residential streets, but it has to have proper enforcement. 
Let me illustrate how bureaucracy can go a bit silly. For several years 40 km/h zones have applied 
outside schools. It was through the Hon. Peter Collins and the assistance of the Hon. Bruce Baird 
that we finally got a 40 krn/h zone established outside the Middle Harbour school. It took years 
to break through the bureaucracy to establish that it was an important zone. When we won the 
40 krn/h zone outside the school I pointed out that it still was not allowed to be enforced. That 
occurred in March 1 995 and it was reported in the Sydney Morning Herald. In the meantime I 
wrote through the Hon. Michael Photios to the Minister asking why new speed cameras could not 
be put in place. May I quote from the letter I received from Mr McManus, the Parliamentary 
Secretary for Police, writing to Mr Photios on behalf of the Minister for Police. These words are 
important: 
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Speed cameras cannot be used within 200 metres of a changed speed zone. 

I do not know whether he has the right word, but "cannot" is not the word I would have used. 
The letter continues: 

Bearing this in mind, and the fact that many school zones are of such short length, it is· inappropriate to use camera 
technology. Specifically, the placement of a police vehicle in a school zone may cause a traffic hazard or adversely 
affect the safety of children. The cameras are used where it has been established that they are able to make a 
significant reduction in road trauma. 

Please assure Mr Scruby that policing of speed limits in school zones is enforced through the issuing of a driving 
contrary to notice rather than exceeding the speed limit infringement notice. 

This is a copy of the notice: people are fined $99 and lose three points. It is a nonsense. I have 
spoken to many police about this issue and they would be very keen to enforce the law in the 
appropriate zones. Technology is with us today: laser speed cameras can detect these speeds. 
As a community we have to get used to changing speed zones. I do not think there is a person 
in the community who would object to someone being booked for speeding in a school zone. Our 
children are our greatest asset. I am sorry I did not bring a video today, but I did not realise you 
had the equipment. About two weeks ago there was a wonderful piece on Ray Martin about how 
young people up to the age of 12 have no, or very limited, peripheral vision. 

All the children are under the age of 12  in the school zone we are discussing here, yet we are not 
allowed to enforce the 40 kmIh speed limit where they cross a busy four-lane street. It is an 
absurdity. The Sunday Telegraph again raised this issue in April, and I will hand around the 
article. But there is still no enforcement. Apparently a tripartite group decides where speed 
cameras will be used. That is a good thing in one respect because we have to use our resources 
as wisely as possible. I might be wrong, but I think that a speed camera would probably pay for 
itself in its first week of operation. I do not know the inner workings of the Police Service with 
the Roads and Traffic Authority and Consolidated Revenue, but it seems to me an accounting 
system has been set up which makes the Police Service pay for the cameras, but the fines go to 
Consolidated Revenue without passing through the Police Service. 

We would like to see a speed camera outside every school. We have to protect our children. It 
is legally a nonsense that police will issue this notice because it requires a police officer to try to 
judge the speed of a vehicle visually then go to court to prove it. Any barrister would knock that 
on the head in a minute. We need technology. If we cannot enforce 40 kmIh zones using 
modern-day technology, how will we enforce 50 kmIh? I live less than 200 metres from Spit 
Road, which is a 60 km/h or 70 km/h zone. As soon as people turn into my street it is a 50 km/h 
zone. Because I am 200 metres from Spit Road the police cannot enforce the speed limit outside 
my house. What use is it to me? We must get to a point where we understand that enforcement 
is a major part of making the system work. 

Mr GIBSON (CHAIRMAN): STAYSAFE 26, published in November 1 994, made 
recommendations to the Parliament along those very lines. It seems quite simple: move back 200 
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metres the 40 km/h sign in front of each school. That would correct the problem. I cannot see 
why we are taking so long to fix the problem. 

Mr SCRUBY: It may, but then it creates another problem ifwe move to 50 km/h because, as 
I have just highlighted, it means that every time you turn out of a 60 km(h zone into a 50 km/h 
zone it is 200 metres before you can be accused of breaking the law. 

Mr GIBSON (CHAIRMAN): We will move the signs another 200 metres. 

Mr SCRUBY: Let's just move Spit Road. My other recommendation relates to your comment 
recently that we should take sputum tests for drug driving. 

Mr GIBSON (CHAIRMAN): I know what you were going to say. 

Mr SCRUBY: Take them down at the Spit. Use Spit Road. I also wanted to bring to your 
attention the culture that exists within our community. One of the best cars on the road in terms 
of passenger safety has to be Volvo. The company has done more work in that area than any 
other company and spearheaded it throughout our community, yet a few years ago it got the 
image of being driven by old men wearing hats. We have had six Volvos, so I plead guilty. Let 
me read to you what Volvo is now publishing. It is introducing the wilder side of Volvo, the 850 
T5R, which is a bullet with wheels. It does 0 to 100 km/h in seven seconds and out on the 
autobahn it can do 245 kmIh, which all proves that the T5R is sure to help you perform well in 
another race, the rat race. We have complained about this promotion to the Advertising 
Standards -Council, but we are knocked back every time. ST A YSAFE investigated kids washing 
windscreens, yet Legal and General is now running an ad that shows a couple out on the road 
washing car windscreens and making a big joke of it. We have also complained about that to the 
Advertising Standards Council, but it has been knocked back. Yet the rules of the Advertising 
Standards Council say it cannot have ads that promote breaking the law. I hope the STAYSAFE 
Committee starts to look at some advertisements in the media to make people realise that this sort 
of image, this sort of culture has to go. In 10 years' time such advertising will be as stupid as 
cigarette advertising is today. 

Mr HARRISPN (STA YSAFE): I do not think it could get more stupid than it is already. 

Mr SCRUBY: A bullet on wheels. What do bullets on wheels do? 

Mr GIBSON (CHAlRMAN): We recently visited Volvo in Gothenburg and we brought up that 
very subject. The clear answer from Volvo was that it was done from a marketing point of view 
following research so that it could hold its share of the market. Volvo is now advertising speed, 
not safety. It is the first time it has changed its advertising. 

Mr SCRUBY: The TV advertisement we complained about depicted a Volvo travelling all over 
the road, chased by a police car, finally becoming airborne. The ad says, "We have lift off." This 
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is not the type of culture Australia needs. We have to slow down the vehicles. The maximum 
speed limit in Australia is 1 10 kmIh on freeways and 100 kmIh on the open roads. We cannot 
have vehicles doing 245 kmIh or even promoted as such. We have to bring down speed limits. 
Nought to 100 km/h in seven seconds is a school zone; they are doing 100 km/h before they get 
to the end of the zone. 

Mr GmSON (CHAIRMAN): I take it from what you have said this morning that you support 
the 50 km/h speed limit? 

Mr SCRUBY: Yes. We have followed Victoria in a lot of ways, and I think it offers a lot of 
out-of-the-circle thinking. If you exceed the speed limit by 30 kmIh in Victoria you lose your 
licence. In New South Wales it is 45 kmIh. That would mean if you did more than 70 kmIh in a 
school zone you could potentially lose your licence. People would start to think twice about 
speeding through school zones. It means that under the proposed legislation if you do more than 
80 km/h in a residential street you lose your licence. That would make people think twice about 
speeding in residential streets. If you can emulate Victoria and make that part of your 
considerations, please do so. This has to happen quickly. You are all familiar with Saint 
Augustine's prayer, "Lord, give us chastity and continence, but not yet." We should not 
procrastinate. Let us get on with this; the Committee knows that the wider community wants this. 

Mr JEFFERY (STAYSAFE): You said that you support a 50 kmIh general urban speed limit. 
In view of your passionate plea today, do you believe that speed limit should be lowered to 30 
km/h in residential streets, instead of 50 kmIh? 

Mr SCRUBY: Yes. In our submission we state that there is room for all types of lesser zones. 
We are not saying that because we bring the standard down to 50 kmIh, that suddenly gives us 
reasons to make other streets higher. All areas outside residential streets and inside should be 
considered on their merits, and in consultation with the community generally through its traffic 
committees, the NRMA, the Roads and Traffic Authority, the Police and the Pedestrian Council. 
Once these speed limits are established proper enforcement must take place. No-one should be 
allowed to suggest that it is revenue raising; that is absolute nonsense. As the police force gets 
its image back and starts to become the organisation that we want it to be, it should be left 
unfettered to _ enforce. It is important to emphasise that random use of these cameras and 
technology must be the way that we will enforce the law. At present everyone knows where the 
cameras are located. 

Mr Woodman told us that in the United Kingdom speed cameras are set and fixed in certain black 
spots. The cameras are simply left there full-time, like we leave a red light camera there. The 
cameras stay there permanently; they have had a marked impact on the accident rate. But in the 
same instance the police must be able to use speed cameras randomly, so that when you travel in 
a back street you can expect to see a camera, just as much as you might see a drink-drive bus. 
Enforcement should be random, not prescribed. No-one should have the right to tell the police 
where they can use these things; the police should be allowed to use them where they want, so 
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that the element of surprise is always there all of for us. I wonder whether the Committee could 
look at the cost of speed cameras, how much revenue they generate and why people say that they 
do not have the funding and the resources to use speed cameras. If you privatise them you would 
have a thousand of them out there tomorrow, and they would make a big profit. 

Mr GmSON (CHAIRMAN): Would you like to add anything else before we close this part of 
the hearing? 

Cr WALTON: Two things occurred to me as Mr Scruby was speaking. First, we need to 
remember that kids are not getting killed just outside schools; they are getting killed' on their way 
to and from school on various sorts of roads well outside the technical school zone. They are 
killed near their homes, they are killed near their shops and they are killed when they get off a bus 
close to their homes. We need to make them safer everywhere. Secondly - Mr Scruby said this, 
and he will forgive me for mentioning it because it is important - you cannot use enforcement 
as a revenue raising exercise if the major penalty is points or loss of licence, rather than a 
monetary penalty. Apart from the fact that monetary penalties do not necessarily address the real 
problem, it is moving towards restrictions on your right to drive the vehicle in future, which is 
perhaps a better targeted and less open to contention kind of enforcement. 

Mr SMALL (STA YSAFE): I do not think that the Sydney metropolitan area has many 
roundabouts. As your organisation is nationwide, do you have any comment to make about 
roundabouts? Roundabouts are marvellous for sorting cars but they do not sort people. Do you 
have any comments to make about safety aspects in relation to roundabouts? 

Mr SCRUBY: We are in a catch-22 with roundabouts. There is no doubt that they are a 
wonderful device for vehicles, and I have been a strong advocate of them. A representative of 
the Council on the Ageing has expressed concerns for the council's members. Disabled or elderly 
people who are trying to cross at a roundabout must have 10  sets of eyes, because the whole 
culture is to get vehicles through quickly. The driver is always looking to his or her right and the 
pedestrian is crossing to his or her left. It is a difficult problem. Sooner or later you will have an 
inquiry into roundabouts because they are growing at a geometric progression through our cities. 
I do not know the answer. I do not know how you are meant to cross at a roundabout. 

Mr SMALL (STA YSAFE): In country areas crossings have been moved away from 
roundabouts - it may be a chain or 50 metres down the road. 

Mr SCRUBY: Elderly people who have difficulty walking must now cross further up the road, 
although they used to cross at the roundabout. We must think this one through as we get older 
and want to walk more - we will be promoting lots of walking. 

Mr HARRISON (STAYSAFE): If you are promoting lots of walking why not promote walking 
50 metres from the roundabout to cross the road? As cars are getting faster and I am getting 
slower I would not dream of crossing at a roundabout. 
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Mr SCRUBY: That might be the answer. 

Mr HARRISON (STA YSAFE): As Mr Small said, in country towns people are crossing roads 
50 metres or more in the middle of a block. 

Cr WALTON: The trouble is that that inconveniences pedestrians if they are trying to get to a 
place directly across the road. Ifit is difficult for people to walk in the first place, you are adding 
a level of inconvenience for those who can least cope with it. 

Mr HARRISON (STA YSAFE): Ifwe must provide for pedestrians, one end result would be 
to remove all roundabouts. The problem is insoluble. 

Cr W ALTON: When the casino went in at Pyrmont, Sydney City Council deliberately had 
certain roads redesigned to remove the roundabouts because they were considered a pedestrian 
risk. In some cases we succeeded. You will find few, if any, roundabouts near the casino because 
they were considered a threat to pedestrian safety. 

Mr SCRUBY: I believe that the national road rules contain a recommendation that vehicles give 
way to pedestrians crossing on their left at comers. If that is the case, it will create double 
jeopardy at roundabouts. I do not know the answer, but I think: that we should seriously consider 
the problem. 

The Hon. J. H. JOBLING (STA YSAFE): Mr Scruby kindly presented to the Committee a 
graph entitled "Probability of pedestrian injury and death". One segment is transposed incorrectly, 
the figures are incorrect or there is a sampling error. The figures for both minor injury probability 
and major injury probability appear to be out of kilter with all the other figures. 

Mr SCRUBY: I noticed that as well. I pulled this off the Internet and then did a graph on my 
computer. It could simply be sampling probability or a glitch. The important statistic to look at 
relates to deaths. 

The Hon. J. H. JOB LING (STA YSAFE): I accept that. I simply wanted to clarify that there 
was not some �peculiar reason that had alluded me. 

Mr SCRUBY: These statistics are supported by the Helsinki study. 

Mr HARRISON (STA YSAFE): I shall make another point about moving pedestrian crossings 
50 metres away from roundabouts. On an equal number of occasions people would save walking 
50 metres to the comer to cross and cross in the middle of the street instead. In other instances 
I admit that it would almost balance itself out. Some people would not walk as far as the 
intersection to cross the road; they would cross in the middle of the street. 

Mr SCRUBY: You are assuming that there will be a pedestrian crossing. Ted Mack always said 
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that pedestrian crossings increase rather than reduce the number of accidents. 

Mr HARRISON (STA YSAFE): I continue to hear that. Of course, the more people crossing 
at pedestrian crossings, the more likely it is for someone to be knocked down. If pedestrian 
crossings were not there, people would cross anywhere, which would great�y enhance the number 
of people being killed on the roads. 
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Mosman Municipal Council witnesses 

Cr Virginia Erica Howard, Mayor 
Mr Scott Ronald Turner, Manager, Infrastructure and Development 

Mr GIBSON (CHAIRMAN): The Committee has received a submission from Mosman 
Municipal Council concerning the inquiry. Do you wish to table any other papers during the 
course of your evidence? 

Mr TURNER: No. 

Mr GIBSON (CHAIRMAN): Do you wish to make an opening statement to the Committee 
or would you prefer to answer questions now? 

Cr HOWARD: I think it would be best to have questions straight away. 

Mr GIBSON (CHAIRMAN): What prompted your council to undertake a trial of a 50 km/h 
speed limit on the lower North Shore? What is the result of community concern about excessive 
speeds in your area? Before you answer, allow me to congratulate you on the initiative of 
Mosman Municipal Council. 

Cr HOWARD: We are absolutely delighted to be a part of it. Traffic has been a major concern 
in Mosmaii for many years. Back in the 1 970s we spent quite a lot of money on road closures in 
the area, which were highly contentious. Then in the 1 980s local area traffic management 
schemes, particularly speed humps and chicanes, were implemented at a cost of about $2 1 0,000, 
which was very divisive in the community. In April 1 995 a community perception survey was 
carried out in Mosman. People were asked to indicate the main areas of concern in the 
community, and 57% of people indicated traffic issues as the main item of concern. To put that 
in perspective, the next biggest issue was right down to 26%, and that was a drainage stormwater 
issue, so you can see how important traffic is in Mosman. 

The benefits .of those two schemes I mentioned in the 1 970s and the 1980s were not very 
noticeable and the community was not very happy with either of them. In 1 987 we held a poll of 
electors, or a referendum, which showed that up to 77% of people did not favour any more speed 
humps, chicanes or road closures. That shows the level of antagonism towards them. In 1 989 
we started a campaign to introduce a speed limit of 40 km/h in residential streets, but we were 
told by the Roads and Traffic Authority that could only be part of a local area traffic management 
scheme. There was general support for lowering the speed limit but there really was not general 
support for a speed limit of 40 km/h; it was considered to be just a bit too low. A market survey 
was carried out of residents in February 1991,  in which 62 per cent of residents wanted national 
legislation to lower the speed limit. In that survey 55% favoured a speed limit of 50 km/h in 
residential streets and 45% wanted a speed limit of 40 km/h in residential streets. 
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At the same time we surveyed what people thought about the traffic control devices that had been 
implemented in the 1 980s, and their level of support had gone even lower. That is why we are 
firmly behind the limit of 50 kmIh. It would achieve what quite a lot of money had not achieved 
in Mosman without the antagonism and community unrest that the other two things had created. 

Mr JEFFERY (STA YSAFE): The Committee is particularly interested in the logistic problems 
you experienced prior to the implementation of the trial. I understand the trial was to commence 
in late 1 995 but did not commence until March this year. Can you outline the reasons for the 
delay and can you offer advice as to how these impediments might be avoided in the future? 

Cr HOWARD: I will ask Scott to answer that question. 

Mr TURNER: As the Committee is aware, quite a lot of signposting and line marking was 
carried out in association with the trial. It took us a considerable time to determine which streets 
we were going to treat with line marking and signs. Signs are an issue in themselves to Mosman 
residents; they do not like a proliferation of signs, so we deliberately spent some time figuring out 
exactly where we were going to put them. Once we had done that the delays were basically 
internal Roads and Traffic Authority problems relating to the logistics of actually putting in a large 
number of signs over a short time and installing a length of line marking over a short time as well. 
That, in combination with the Christmas break, led to the delay. 

Mr JEFFERY (STAYSAFE): Have you any suggestions about how such impediments might 
be avoided in future? 

Mr TURNER: I think it was just a matter of bad timing. As I said, all of that was done by the 
Roads and Traffic Authority, which was doing other things as well and could not meet the 
deadline. Rather than install half the signs, a decision was taken to put the whole lot back until 
after Christmas. I think it is just a matter of getting the timing right. 

Mr JEFFERY (STA YSAFE): Did the Roads and Traffic Authority work in partnership with 
you all the time or were you on the outskirts while the Roads and Traffic Authority did most of 
the work? 

Mr TURNER: The Roads and Traffic Authority employed a consultant who basically ran the 
show in a lot of ways, but they were very good. We had regular meetings with them at which we, 
the consultant, North Sydney Council and the police were involved on a fairly regular basis. It 
went quite well. 

CHAIRMAN (STA YSAFE): Has the trial finished? 

Mr TURNER: It is still under way. It is due to finish very shortly, I think in October. 

The Hon. J. H. JOBLING (STAYSAFE): Obviously communication, whether from State 
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governments or local government bodies, with residents are critical to achieve your ends. What 
communication strategies were undertaken to infonn residents of Mosman of the change in speed 
limits, who was responsible for them, and how did you measure the effectiveness of what had 
obviously cost them money? 

Cr HOWARD: We tried to communicate in quite a few ways. We held two public meetings, 
which were quite extensively advertised but very poorly attended. I think we only had 12 
residents in total at the two meetings. Some people think maybe that is  apathy, but I think that 
shows people were happy with it, so therefore they did not want to come to the meetings. I will 
come back to why they were happy with it. A newsletter was sent to all residents in the areas 
where the trial was to be held. There was an article in Mosman council's  News, which is 
circulated every two months. I know I wrote a mayoral column on it in the local newspaper and 
there was also at least one general interest article in the Mosman and Lower North Shore Daily 
alerting people to the fact that the trial was on. As a result of all that, in the end I think we have 
had three letters of opposition, that is all. Mosman people are not noted for being backward in 
expressing their opinions. They will express it on anything else! I have had two phone calls of 
opposition, that is all. We have had about six letters supporting it and I think we have had about 
12 phone calls from the half of Mosman that was not covered by it asking if they could have it as 
well. From all that, we would have to say, yes, there is community acceptance. I know this is 
hearsay, but from just talking to people there is an acceptance of it. It is recognised as being 
something that the Mosman community is very happy with and has wanted for quite a long time. 

The Hon. J. H. JOBLING (STAYSAFE): Did council get professional outside help to prepare 
the various newsletters or were they prepared purely in-house? 

Cr HOWARD: The newsletters were done in conjunction with the Roads and Traffic Authority. 

Mr TURNER: They were prepared by the consultant, but we certainly had a lot of input into 
the content. There was a vetting process before they were actually put out to the public. 

The Hon. J. H. JOBLING (STA YSAFE): If it is not a confidential figure, what sort of 
expenditure would this have been to council? 

Mr TURNER: It did not cost the council anything other than staff time. The Roads and Traffic 
Authority funded that part of it, but I could not tell you a dollar figure. 

The Hon. J. H. JOBLING (STA YSAFE): Having undertaken that task and proceeded to the 
advertising and testing of the trial, have you or are you about to undertake a testing program of 
its effectiveness? If so, what are you doing? If it has been undertaken, what are the results? 

Mr TURNER: In tenns of the communication strategies, there has not been anything to test 
effectiveness. Basically we have gauged effectiveness by responses we have received. Some 
telephone surveys were carried out by this consultant before the process started and there will be 
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follow-up telephone surveys conducted at the end of the trial. I understand there is a content to 
try to gauge the effectiveness of the communication strategy. 

The Hon. J. H. JOBLING (STA YSAFE): As you say, there have been only a couple of phone 
calls and letters? 

Mr TURNER: Yes. 

Cr HOWARD: In fact, more letters and more phone calls supporting. 

Mr TURNER: The major response we have had is from people outside the trial area asking, 
''Please can we have it here?" If I can put it in perspective, more than 300 Mosman residents have 
managed to write to us in opposition to Optus. If they hated the 50 km/h speed limit, they 
certainly would have managed to write. 

The Hon. A. B. MANSON (STA YSAFE): My questions have been partially answered, but 
perhaps you may wish to add something else. What has been community reaction to the 50 km/h 
trial? What consultative proposals were undertaken during the development of the trial? Have 
you analysed any of the surveys that have been undertaken? 

Mr TURNER: As we have already said, we have had a positive reaction overall to the trial. 
There have been some initial speed surveys done. Obviously there were some surveys before the 
trial started, and there has been one set of surveys done immediately after it started. The results 
of those are fairly encouraging. They are showing a drop in speed, although not a large drop. 
There has been another set of surveys done just recently, but we do not have the results yet. One 
of the other things that we have been looking at is our accident rate on our local roads. We will 
be having a look at that as part of the trial, although it is going to be difficult to judge an accident 
rate on a trial over a short period of six months. However, from 1 993 to 1 994 there was an 
increase of 40% of accidents on our local roads. That was despite council targeting its black-spot 
areas on its local roads. We spent some of our own money and we received some money from 
the Roads and Traffic Authority to build things like roundabouts, pedestrian refuges, et cetera. 
Basically, by statistical definition we have eliminated most of our black spots on our local roads, 
yet the accident rate is going up. To get that rate down even further we need to target driver 
habits and maybe a driver education- type campaign because they are not specific locations that 
stand out as having a large accident rate. Things like speed and poor judgment are really the 
issues on the local roads. Whilst we still have black spots on our main roads, the accident rate 
on local roads is still going up despite spending all this money. The reduced speed limit would 
help in that regard. We will be looking at the accident rate at the end of the trial, but hopefully 
it will have an effect. 

Cr HOWARD: One of the things that has been commented on is that the only negatives appear 
to have been the amount of white paint that had to be used and the number of signs. The white 
paint in particular seemed to offend a few people. It was nothing to do with the actual 50 km/h 
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speed limit, but just the way it was signposted. 

The Hon. J. S. TINGLE (STA YSAFE): Obviously this proposal stands or' falls on compliance. 
There is no use bringing in a rule or new speed limit unless people observe it. I asked this 
question of the representatives of North Sydney Council: what have the police done or what level 
of enforcement has been provided? When you say you have not had much objection to the trial, 
is that because people agree, as we all do, that it is a good idea, but they question whether it is 
practical and can be done? If we are going to keep roads like Military Road at a 60 km/h speed 
and arterial, side and collector roads run at a 50 kmIh speed, the confusion continues between two 
speed limits. Would it be better to have all roads at 50 km/h or separate them further? In other 
words, will the interest and support for a 50 km/h general urban speed limit translate into better 
driving habits despite that confusion? 

Cr HOWARD: I do not think we have any statistics on whether people are driving slower 
except that I work at North Sydney and drive on these streets every day to and from work. 
Obviously, I have done a little bit of my own surveys as I go. My perception is that people are 
driving slower than they were before. They are not doing 50 kmIh, but they are not doing the 70 
kmIh they used to do. They have dropped to about a 60 km/h because before this trial started I 
used to drive at 50 kmIh just a few times to see what happened and you would get 1 0  cars behind 
you. If you drive at 50 kmIh now, you do not get that happening. It is only my personal 
observation, but people have dropped their speeds a bit. Most people acknowledge there is a 
distinction between main roads and when you get off the main road. Obviously, Spit and Military 
roads, six lanes wide, are main roads. If the speed limit for those roads was 60 kmIh, as soon as 
you leave them I think people acknowledge that they are into a 50 km/h zone. Obviously that is 
where signposting is required, as soon as you come off one of those roads. I will let Scott 
comment on the policing aspects. 

The Hon. J. S. TINGLE (STA YSAFE): Have the police booked anyone? 

Mr TURNER: Not that I am aware ot: although I have received calls from residents saying that 
they had seen people pulled over by police. Whether or not they were issued with a ticket, I 
cannot comment. The police are probably better qualified to speak about their Random Road 
Watch, which Was the concept employed to enforce the limit. Basically my understanding is that 
it is a reallocation of existing resources rather than additional resources. 

The Hon. J. S. TINGLE (STA YSAFE): That prompts the question whether the existing 
resources are enough? 

Mr TURNER: Yes. I think they have had problems in Mosman. Mosman is one of the smallest 
stations in Sydney. They only have one general duties car and they have had some problems. 

Mr SMALL (STAYSAFE): Your trial is based on a blanket speed limit over a certain 
geographical area within your jurisdiction including everything except the Pacific Highway and 
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Military Road. If a new 50 km/h speed limit on residential streets but not on arterial and collector 
roads were introduced throughout New South Wales, what would be the response of Mosman 
Council? 

Cr HOWARD: Council would be fully supportive of it except that it wo�ld argue that it should 
also be on collector roads and probably on sub-arterial roads. Council would argue that it is only 
main roads where that speed limit should not apply. 

Mr SMALL: That would certainly slow down through traffic. We are grateful for your opinion. 

Cr HOWARD: It would slow down traffic but make for safer streets. 

Mr SMALL (STA YSAFE): In some country areas when there has been a campaign to slow 
down traffic on flow-through roads motorists have diverted and travelled down urban streets. 
This has caused a great deal of concern and councils in some areas have installed calming or 
slowing devices. The suggestion is that the flow-through roads are necessary and I would be 
interested in your comments. 

Cr HOWARD: Country towns may be different and would probably have less traffic volume 
than city streets. 

Mr SMALL (STA YSAFE): That comparison is probably correct. I do not know about 
residential streets but certainly the traffic flow in most country towns would be less than the traffic 
flow on the main thoroughfares of your area. 

Mr TURNER: I think the reason for our opinion is that in our area the regional or secondary 
roads are basically residential streets and do not run through commercial areas - Ourimbah Road 
and McPherson Street, for example. 

Mr SMALL (STAYSAFE): That explains your reasoning and that is fair comment. 

Mr HARRISON (STA YSAFE): Despite the fact that there has been very little public response 
to the trial taking place in your area, as you mentioned, it seems that people do not object to the 
idea of a lower speed limit. I have taken on board something that was said earlier. Despite 
attention to known black spots, the accident rate is increasing. That is also despite the fact that 
your observation, Cr Howard, is that people have slowed down a little. In my opinion that is a 
paradox. 

Mr TURNER: That was the accident rate before the trial commenced. 

Cr HOWARD: We have not calculated the accident rates while the trial has been in progress. 

Mr HARRISON (STA YSAFE): Another matter worthy of comment is that people in your local 
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government area apparently favour a lower speed limit but object strongly to chicanes that would 
physically slow up motorists. I can understand the objection to speed humps because I believe 
speed humps are positively dangerous. They can cause motorists to career in the wrong direction, 
into front yards and off the road, but I believe that chicanes and other devices such as 
roundabouts that force people to slow down are a good idea. If people �e really committed to 
the idea of slower speed limits why will they not accept the installation of physical impediments 
to ensure that they do slow down? 

Cr HOWARD: I should have been more specific. In any survey that we have conducted 
Mosman residents have always accepted roundabouts. Speed humps are disliked in our fairly 
narrow streets because of the noise associated with cars braking to go over the humps and going 
up in the gears to get through them. People who live nearby find the noise is not worth the 
bother. In Mosman the chicanes are regarded as more dangerous than any other device because 
cars are forced onto the wrong side of the road in order to get through. Even in the case of a very 
well-constructed chicane, if a motorist sets his mind to it he can go shooting through it at great 
speed on the wrong side of the road. Motorists can have great fun going through chicanes; they 
are quite like speedways. I have tried it a few times. 

Mr HARRISON (STA YSAFE): People have a lot of respect for their cars. Even those people 
who do not have much respect for pedestrians would do anything rather than damage their cars. 

Cr HOWARD: Installing the devices is also very expensive, whereas reducing the speed limit 
involves such a small expense. 

Mr HARRISON (STAYSAFE): What oversighting took place in your trial to ensure that 
people were slowing down? Did people get involved in enforcement or compilation of an 
assessment of what occurred? 

Mr TURNER: We have conducted speed surveys and traffic counts - they were done before 
the trial commenced and just after it commenced - which showed a drop in the general speed 
of vehicles. It varied from location to location, but there was an overall small decrease. Another 
set of speed surveys were conducted recently but we do not have the results of those as yet. 

-

Cr HOWARD: I will be interested to see the new accident statistics when they are published, 
I expect they will be down a little. 

The Hon. J. H. JOBLING (STAYSAFE): It has been suggested by some people--I do not 
know whether kindly or unkindly-that North Sydney and Mosman councils are considering 
installing calming devices and lower speed limits in order to keep motorists out of residential areas 
and with a view to deliberately forcing them back on to the main arterial roads, such as Military 
Road or the Pacific Highway. Has any work been done in relation to the number of vehicles that 
are traversing the major roads such as Military Road or the Pacific Highway? Has the number of 
vehicles increased? What travel time factor is involved? What is the average speed with the extra 
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vehicles on the road? Have you encountered a gridlock situation, apart from the normal bank-up 
of traffic on those streets? 

Cr HOWARD: The numbers have certainly increased. 

Mr TURNER: I do not have any figures off the top of my head but the Roads and Traffic 
Authority regularly compiles data on the main road routes and I understand the volume has 
increased, in particular since the tunnel was opened. We have not conducted any studies oftravel 
times through Mosman, along the main road route. 

The Hon. J. H. JOBLING (STAYSAFE): Would you care to offer an opinion? 

Cr HOWARD: I thought that Military Road-Spit Road had one of the slowest peak-hour travel 
times in Sydney, and 14  km/h comes to mind. 

Mr TURNER: A suIVey was conducted recently, possibly by the NRMA. I think that someone 
conducts regular sUIVeys about the slowest routes in Sydney. 

The Hon. J. H. JOBLING (STA YSAFE): It is a little unfair to pose such a detailed question. 
Perhaps if the figures are available the witnesses would be prepared to send them on to the 
Committee. 

Mr TURNER: Certainly. 

Cr HOWARD: Coming back to the early part of your question. You suggested that perhaps 
Mosman and North Sydney councils were doing this deliberately to keep people out. One of the 
reasons that we want the speed limit lowered is because we acknowledge that we always will be 
a through suburb. A lot of the traffic speeding through Mosman is through traffic and it was 
simply an effort to get motorists to stay on 50 km/h so that we do not have children knocked 
down and pets killed all the time. It certainly was not to isolate Mosman and put up the 
barricades exercise. 

Mr HARRISON (STAYSAFE): It was an attempt to regulate residential streets, obviously. 

Cr HOWARD: I wish we could but we cannot, because we are a through suburb. 

Mr HARRISON (STA YSAFE): You want to discourage motorists from viewing those streets 
as a quicker way through and prevent them from darting in and out. 

Cr HOWARD: That is true. It may be that a 50 km/h limit would keep them on Military Road 
or Spit Road, but I suspect that those two roads are so slow that people will always use our back 
streets, no matter what. 
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Centre for Transport Planning, University of South Australia witness 

Professor Michael Anthony Peter Taylor 

Mr GmSON (CHAIRMAN): I am advised that you have been issued with a copy of the 
Committee's tenus of reference, and also a copy of the Legislative Assembly Standing Orders 332, 
333 and 334 which relate to the examination of witnesses. Is that correct? 

Professor TAYLOR: That is correct. 

Mr GmSON (CHAlRMAN): Did you receive a summons issued under my hand in accordance 
with the provisions of the Parliamentary Evidence Act 1 901?  

Professor TAYLOR: I did. 

Mr GmSON (CHAlRMAN): The Committee has not received a submission from you. Do you 
wish to table any written evidence? 

Professor TAYLOR: Yes, there are a number of reports and a short bulletin that I would like 
to leave with the Committee. 

Mr GmSON (CHAIRMAN): What role did you play in AUSTROADS project that resulted 
in the report into urban speed management in Australia? 

Professor TAYLOR: I was a corresponding member of the working group that was preparing 
the technical report on that. 

Mr HARRISON (STAYSAFE): What important lessons can be learned from an examination 
of the speed management practices in other jurisdictions in Australia and overseas, particularly 
regarding identification of current practices, the setting or urban speed limits and the introduction 
of lower local road speed limits in residential areas? 

Professor TAYLOR: There are a number ofthings that we should consider. I would start by 
saying that the existing 60 km/h limit is too high for urban residential streets. I think many people 
are of that view and I am sure that is not the first time you have heard that. There are questions 
about how that limit came into being in this country in the first place. They are very interesting 
and I believe there have been some historical accidents along the way, in terms of the way that 
the speed limit was changed. 

Modem speed management practices are tending to want to identify the appropriate travel speed 
with the particular road that the traffic is moving on, and therefore differentiating between streets 
according to a functional hierarchy with local access streets at one end, arterial roads at the other 
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and freeways beyond that. We have seen attempts to rezone roads, particularly on the arterial 
road system where it is felt that speeds higher than 60 km/h are justifiable. The question then is: 
what about lower speed limits for less important streets, streets that form more of an access 
function rather than a traffic throughput function? 

Of course, questions about how one sets a speed limit are very complicated and cover a large 
number of factors beyond the movement of traffic. I think that is something not commonly 
understood in the community. For instance, if l  wanted to simplify I would argue that it is the 
amount and type of pedestrian activity one could reasonably expect on a street would be a major 
determinant about what the speed limit on that street should be. In a residential environment one 
can expect reasonably high levels of pedestrian activity, particularly by those people who are 
perhaps most vulnerable as pedestrians - the young and the elderly. Therefore, the speeds of 
vehicles using those streets might well be set in accordance with those other road users who are 
likely to be present in that environment. That is one of the criteria that is used in assessing speed 
limits. There is a range of issues from the residential street point of view, the local road, it is the 
other land-use related factors that should have the majority of the weight, whereas one might view 
an arterial road differently. There is the question of shopping centres and so on those roads. 

Mr MILLS (STA YSAFE) : The Committee understands that you played a pivotal role in the 
Unley speed trial. Would you please describe the trial and its outcome and tell the Committee 
what we can learn from it that would enable the successful transition to a lower general urban 
speed limit? 

Professor TAYLOR: The Unley speed trial involved a 40 km/h limit on a small residential area 
in the city of Unley in metropolitan Adelaide. I was asked to chair the working party which 
oversaw the initial trial of that special speed limit. The other aspect of that trial was that not only 
was a lower limit imposed in the area, but that the limit was enforced by a systematic program of 
speed limit enforcement by the South Australian Police. In fact, we were using the frequency of 
enforcement in the area as one of our control variables. Originally our intention was that we 
started with low enforcement and then wound the enforcement up in measured doses. It was a 
scientifically designed experiment and we had to curb the enthusiasm of some of the police 
officers incidentally who wanted to do more than the dose which would be effected. We had very 
strong cooperation from the police, let me say this straight away, perhaps a little too much 
occasionally because we needed to measure that as a scientific experiment that was being 
conducted. 

We were given certain criteria which would rate the enforced speed limit as an absolute success 
if we could achieve certain levels of speed reduction. They were regarded as the levels of 
reduction in speeds that you would have got had the area being treated with physical devices. 
Some streets in the area had already had physical treatments but most had not. There were a 
number of what we regard as problem streets which were in line to have physical treatments, 
humps or whatever, put on tHem but the locals did not want that, I guess mirroring the comments 
we have just heard about attitudes to such things in Mosman and elsewhere. The locals said, 
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''Look, we have had humps enclosures and all of these for nearly 20 years, isn't there something 
else you can do instead" and this idea was put forward. 

The outcomes are interesting. Firstly, there were statistically significant reductions in speed in 
the area. However, whether these reductions are altogether practically observable when we 
measured them scientifically is another question. It is a bit like saying we could absolutely 
determine that 98 is different from 100, but for practical purposes, if that was your score in a 
cricket match, does it make all that much difference? Because of the way the data was collected 
we found very strong evidence of reductions in speed. The major reductions occurred as soon 
as the speed limit zone was put in place and those reductions were maintained throughout and 
there were, in fact, continuing reductions but at a very much reduced rate over time. At the same 
time we were also doing attitude surveys, a sequence of surveys of the people who lived in the 
area as to what their opinions and views of the success or otherwise of the lower speed limit were. 

In fact, the people to begin with were very much in favour of the scheme. I have got some exact 
statistics here but you can say that 80% of the population in the area, people who lived in the area, 
were in favour of the lower speed limits and that percentage was maintained throughout the 
survey, throughout the study period and the official trial ended at the end of 1993 . However, the 
speed limit area has remained in place and its popularity amongst its local residents has also been 
maintained over that time. We are told, and we have to get data here from Unley Council who 
have continued to monitor it, that in fact the reductions were maintained. Certainly additional 
treatments have been taken into account in the area and these are to do basically with informing 
people that they have entered a different traffic environment. Although the area was signed 
accordingio�the established Australian standards around the periphery, there was some difficulty 
for people inside it to perhaps remember. You turn a corner and suddenly your old habits about 
how you drive come back. I could feel myself doing it when I drove through the area, ''No, I can't 
do that." 

There have been now a lot of repeater signs put into the area to give people continual reminders 
about it. In terms of the scientific criteria for speed reduction that was set the 40 km/h trial did 
not work. However, it did obtain significant reductions that have been maintained. Our 
psychologists who were involved in the project who came from the Australian Road Research 
Board and Fl�inders University said that the fact that you were able to maintain this change in 
people' s  behaviour in the area over a sustained period is a significant result of itself and that 
normally when such a change has been obtained the effects die away and people revert to their 
old ways later on and that has not happened. 

' There is a great about the trial that we have learned about drivers behaviour, lower speeds in 
residential areas. One of the problems with extrapolating from a trial in one area is that the area 
is different to the rest of the surrounding suburban areas. In the surrounding suburban areas the 
60 km/h speed limit applies; some of those areas, some of those streets have physical treatments 
to try to reduce speeds, some do not, but if you were looking at a general urban speed limit you 
are looking then at something which is the norm, the expected way of behaving everywhere. To 
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extrapolate from behaviour, if you like, in a special area to outside, it has to be done reasonably 
carefully although we are bold enough to make certain recommendations about the effectiveness 
of posting lower speed limits on reducing speeds in residential streets. The recommendations, 
conclusions and analyses on which they are based are in the report on the trial which I am pleased 
to leave with you and which I think may be of use to you. There is also. a summary document 
which basically has the summary of the trial, conclusions and recommendations lifted from the 
report which is easier reading. 

The Hon. A. B. MANSON (STA YSAFE): Do you have any reports or papers that you were 
going to table? The proposed reductions to 50 km/h in urban areas, I take it that refers to the 50 
kmIh? 

Professor TAYLOR: Yes, in fact the follow up to the Unley trial, one of the recommendations 
there was that in South Australia we needed to have a widespread community debate about just 
what the general urban speed limit ought to be. As a consequence of that the Minister for 
Transport in South Australia then asked me to chair another committee which, in fact, did an 
investigation of the general speed limit and reported to her at the end of 1994. 

The Hon. A. B. MANSON (STAYSAFE): Could you briefly outline the outcome of that? 

Professor TAYLOR: Yes, in fact, again I have a copy of the report here which I can also leave 
with you. This report basically started with a preparation of a position paper which was made 
available for the community at large. The position paper argued, we believe, without bias in 
favour of(1) status quo; (2) a 50 km/h speed general limit; and (3) a 40 km/h general speed limit. 
The cases for each were presented and put out for community consideration. We called for 
submissions from the community at large with the position paper as a reference document from 
which to start. We got a large number of responses, some 120-odd. They came from all over, 
local councils were very involved, other government organisations, private organisations, private 
individuals and we found from those that the community reaction was split down the middle: half 
the people very much supportive of the lower speed limit and half did not want it at all. We 
thought, well I suppose you got the people who have strong views on this subject who have 
responded. 

As a consequence of that we also undertook some market research to get the general feeling of 
community attitudes towards speed limits surveyed in the metropolitan area and in country towns 
and cities because the general urban speed limit is going to apply to all built-up areas. 
Interestingly enough that shows the community also split 50-50 so we were not getting the 
extremes, the submissions we had actually mirrored, if you like, the distinct gap in the population. 
Those who were in favour oflower speed limits want much lower speed limits, they want 40 km/h 
or occasionally less. Those who were in favour of basically the status quo include those who 
believe there should be no speed limit anywhere under any circumstance, which is quite 
interesting. As you might expect, we found that people in the metropolitan area were more in 
favour oflower speed limits than those from the country, but then the people in the metropolitan 
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area were subjected, I suggest, to more traffic problems than people in the country typically are. 

We also commissioned surveys of actual speeds on residential streets in the metropolitan area but 
speed surveys done in quite a different way to the norm. Normally when speed data is collected 
it is because some street has been identified, somebody says there is a pr9blem. The problem is 
speeding on the street, go and collect some data and see if there is a problem. What we wanted 
to do was actually find streets at random, what just happens generally where people do not look 
at it? We commissioned a series of surveys on arterial roads, sub-arterials, collectors and local 
streets to look at the kinds of speeding behaviour or the speed distribution on those particular 
streets. By and large we found that the fastest speeds are on the higher standard roads, as you 
would expect. The local streets tend to have lower speeds but there are some, we could identify 
a group, I do not know, I think we probably said 1 5% of the streets we surveyed in a sample of 
local streets, where there were speeds in excess of what we would have expected or what would 
have been considered to be the norm compared to everything else. 

On the basis of all this evidence we then looked at what recommendations would be for a general 
urban speed limit. Our conclusion is that a 50 km/h limit at the present time was the appropriate 
result, meaning that arterial roads would have to be signed at a higher speeds above that, they 
would be at their existing speeds or whatever might be adjusted. We included the sub-arterials, 
collectors, local crossing roads which is, at least, a South Australian condition, as being amongst 
the 50 km/h streets unless there were exceptional circumstances when one would have to look 
at what happened in that particular street. We believe that in the longer run for local streets a 40 
km/h speed limit is more appropriate but that is too big a gap to expect the community to be able 
to accept initially. 

I suppose we wanted a gradual evolutionary way to lower speeds but the potential for some 
special areas to have 40 km/h limits posted should be allowed as long as appropriate physical 
treatments were considered on those streets, that is, we do believe that to have proper observance 
of a speed limit of 40 km/h it is not sufficient just to put up a sign, you have to do some other 
things to the street environment to encourage that kind of traffic behaviour. There is quite an 
amount of analysis behind these general recommendations that is again contained in the body of 
the report and I am happy to leave this with you. Were there any follow up questions on it I 
would be hapRY to tackle those as well. Our Minister has been very pleased with this report and 
I think on a number of occasions now she has indicated that although she would prefer national 
uniformity to prevail in this thing, if it appears as though that is not the case then South Australia 
will go its own way to reduce the speed limit to 50 km/h. 

Mr SMALL (STAYSAFE): STAYSAFE is aware of significant research into traffic calming 
and into making the main streets of towns .and suburbs more friendly to all road users. How can 
this work, which seems complementary to the proposal of a 50 km/h general urban speed limit, 
be better integrated into a general package of measures to reduce vehicle speeds in situations 
where there is a risk conflict between road users? I appreciate from your opening you are looking 
at less than 50 km/h but can you still use the same terminology? 
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Professor TAYLOR: The option for 50 km/h is one thing that we have considered, certainly in 
this second study. It was one of the three options that was under consideration. I guess in this 
area it is moving beyond the local residential streets into what do we do on those more important 
roads where there are strip shopping centres and other centres of commercial activity that arterial 
road traffic still passes through and what are appropriate traffic managem�nt measures for those 
kinds of environments. 

As I said before, the setting of speed limits is a complex business. The level of pedestrian activity 
or pedestrian-related activity on a particular section of road is a factor that needs to be taken into 
special consideration and should be a primary determination for the speed limit. That kind of 
activity includes car parking and people waiting for buses on the side of the road, as well as 
general pedestrian movement along or crossing the street in that shopping centre environment. 

It is a matter of offering to drivers appropriate visual or sensory cues to realise their environment. 
By and large, we are seeing that kind of work in terms of redesign of street scapes in commercial 
areas, whether it is pedestrian refuges, medians in the middle of roads, footpath widening, 
indented parking bays. All those sorts of things have come to the fore. 

Mr SMALL (STAYSAFE): Would you suggest that the lower speed of 40 km/h would be 
better than any calming devices? 

Professor TAYLOR: No. The 40 km/h limit should be applied to residential areas in the longer 
term, once we establish a culture of compliance with lower speeds in those areas. Where we are 
looking at -calming of arterial road traffic, I do not think it would be a hard and fast rule that a 40 
km/h limit was necessarily appropriate in that environment. It would not be quite as clear cut as 
in the residential street environment. However, 50 kmIh might be an appropriate speed on those 
sections of arterial roads, whereas away from those centres that arterial road might be more 
appropriately signed at 60 kmIh. 

Mr GIBSON (CHAIRMAN): What is your comment to the groups that advocate if the 
residential speed limit is reduced to 50 km/h the speed limit on main roads should be lifted? 

Professor TAYLOR: I have a couple of responses. The first is as to the amount of travel people 
actually undertake on the local street system and its proportion of their journey. I guess I am 
coloured by the city in which I now live where there is little reason not to use the arterial road 
system. One can appreciate that in some areas of Sydney other considerations might come into 
play. B asically, the general traffic planning principle has been one of a functional hierarchy of 
roads as a classification, with the idea that traffic is encouraged to use the arterial road system for 
as much of its journey as it should. Therefore, it is only the start and finish of a journey that 
should take place on the local street system. A lower speed limit on the local streets should not 
have an undue effect on travel times. 

Mr SMITH (STA YSAFE): Professor Taylor, in general terms you have answered my question 
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with your description of the Unley trial. In more specific terms, would you indicate the most 
effective and appropriate traffic management strategies that need to be implemented to ensure 
compliance with the 50 km/h local road speed limit and, in particular, what modifications are 
desirable or required to improve the road infrastructure and street signage? 

Professor TAYLOR: There are a number of things there. Firstly, the question of the signing of 
the speed limits. The more important roads with speed zones higher than the general limit would 
obviously have to be signed and motorists given information they have left those roads and gone 
on to other parts of the network. So there is a significant amount of speed zone signage to be put 
in place. In the case of the Unley trial, it was realised that repetition of the message about the 
speed limit had to be given to drivers. Of course, we then have the question of it being a one-off 
zone as opposed to the rest of the network and if this was the norm and had become established 
in the community perhaps that repetition would not be required. But you would still need a 
distinction between the roads zoned at a faster speed and those set at the general limit. The road 
environment would still need to be made very clear to motorists. It is only fair to everybody in 
the community that people are not left wondering about the speed limit when they turn the corner. 

Mr SMITH (STAYSAFE): You do not see physical barriers or anything of that description are 
required? 

Professor TAYLOR: Not for the 50 km/h limit. If you go to a lower limit such as 40 km/h there 
are other physical treatments that would be required, whether it be some form of painted 
markings. It has been suggested, for instance, one way of identifying roads with higher speed 
limits would-be those that had marked traffic lanes. That is one way with us already that might 
be used as a signal of one kind of speed environment. 

Mr SMITH (STA YSAFE): One of the things that generally the committee is concerned about, 
particularly the Hon. J. S. Tingle, is compliance. 

Professor TAYLOR: Again, I can relate to the only experience there. As you will see in the 
report, there was a general shift downward of the speed distributions measured. However, it is 
one of those tantalising things, because the speed was up at the extreme behaviours. It would 
appear a small percentage of motorists were still travelling at the same speeds they adopted 
before. There is anecdotal evidence of people who did not know the previous speed limit or the 
present speed limit and drove the same pattern anyway. There was certainly some evidence that 
a small number of drivers at the very fast speeds had not completely gone, whereas most of the 
speeds had shifted down. You can see quite a distinct trend. There is a potential problem there 
but it is maybe not unlike other areas of road safety we have faced, like drink driving. 

The Hon. J. H. JOBLING (STAYSAFE): You have referred several times in various answers 
to signage and about jogging people's  memories, particularly when changing zones. Even ifit is 
purely your own view, rather than from a study, would you amplifY further in this particular 
regard as to what sort of information or signage a motorist should encounter when they leave a 
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major road and drive into a local residential road if the 50 kmIh speed limit is proceeded with or 
a lower speed limit? 

Professor TAYLOR: In the Unley case, which is good example of practice, the main method 
of indicating the change of speed limit was what is now the Australian s�dard local area traffic 
sign, which is a rectangular sign, the speed limit at the bottom and a picture of a couple of people 
and a house, indicating a local traffic area. That has later been reinforced by pavement markings 
where the number 40 kmIh has been painted on to the road surface a little downstream of the sign. 
Then there are further reminders on the side streets that come from the main street. Again, there 
is the question about people turning the corner and reverting to other driving habits; so there are 
reminder signs on the side of the road, either a small speed limit sign of the standard variety or 
the local area traffic sign, being used as repeater devices. 

The Hon. J. H. JOBLING (STAYSAFE): Is that strong enough to jog the motorist's memory 
or to ensure that the motorist deals with it? Obviously it will be more critical in the early stages 
until drivers grow used to it. It is the transitional period that concerns me. 

Professor TAYLOR: My understanding of what has happened in Unley since those repeaters 
have gone into place is they have worked enough to jog drivers' memories of the zone they are 
in. Those additional treatments were found necessary. There were also changes about the 
placement of the initial signs to give drivers a good chance to see them as they made their turning 
manoeuvre out of a main road into a side street. 

The Hon. -J. H. JOBLING (STA YSAFE): Can you suggest other options that you feel might 
work? 

Professor TA YLO R: The other option, of course, is enforcement of the speed limit, which is 
perhaps not a physical treatment but a managerial treatment. Many local councils seem to be in 
favour of having the ability to undertake that enforcement. I do not know what the status is in 
New South Wales but it has been resisted so far in South Australia. Many councils have put up 
their hands and said they are quite prepared to undertake enforcement of the speed limit. 

Again, I contrast between 40 kmIh and 50 kmIh. In the case of 40 kmIh, I think it is established 
that physical measures are needed to succeed. Maybe with 50 kmIh the initial indication and 
perhaps reminders. noting if the 50 km/h limit is the norm then it would be expected, in the long 
term at least, that became people's understanding of the speed they are supposed to be travelling 
at. 

The Hon. J. S. TINGLE (STAYSAFE): Drivers in New South Wales seem to have a cheerful 
disregard for the speed limit being a maximum. A former Premier once rather indiscreetly blabbed 
on television that the police radar threshold was set 1 6  kmIh over the posted limit. The worry I 
have is that if we lower the speed to 50 km/h what can we do to make people drive at or below 
50 kmIh, because we cannot seem to make them drive at or below 60 kmIh? Are we merely going 
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to reduce the overall limit by 1 0  krnIh and still drive at 60 krnIh? What can we do? 

Professor TAYLOR: One positive effect might be they drive at 60 krnIh rather than 70 krnIh. 
Drivers in other parts of Australia also believe there are tolerances. There is strong evidence to 
suggest indeed there are tolerances, although what they are is a guarded. secret. The tolerance 
by police is for common sense reasons. We do not know how accurate are the speedometers on 
cars. 

The Hon. J. S. TINGLE (STAYSAFE): We are told that speedometers are likely to be out 6% 
either way in general. Should the police tolerance be lower? 

Professor Taylor: The tolerance is different in different places, put it that way. The general rule 
of thumb might be an allowance of 1 0%. 

Mr GIBSON (CHAIRMAN): As we are talking about road safety, why should we have a 
tolerance at all? 

Professor TAYLOR: That is a very good question. If you take the hard view, the speed limit 
ought to be the maximum speed. However, we have a culture in this country where the speed 
limit is taken as a guide. That means that some people would drive a bit faster and some people 
a bit less. There is the question of being able to change to a culture which says the speed limit is 
the maximum speed and you are not supposed to exceed it. You are probably better versed than 
I as to the reactions to enforcement of speed limits. There is some feeling it is merely revenue 
raising, another fonn of taxation, and that the motorist is not really doing anything wrong. There 
is a case for bringing home the road safety message about speeding and trying to change through 
education people's attitudes and the culture that goes with it. It is not an easy or short-tenn 
process. 

Mr JEFFERY (STAYSAFE): How would you sell the concept of a lower speed limit? 

Professor TAYLOR: Funnily enough, there are arguments basically on the grounds of amenity 
and environmental impact that would weigh closely with the community which, in fact, have not 
been put in thi� debate. Motorists can save a lot of fuel and generate less noise and air pollution 
by travelling slower on residential streets. 

Mr JEFFERY (STAYSAFE): Apart from the safety angle? 

Professor TAYLOR: The safety angle is another one but there are a variety of things that could 
be presented. Indeed, we have considerable data from other work we have done to indicate that 
the use of physical speed control devices probably increases emissions, noise and fuel 
consumption. We can encourage people to drive smoothly at a lower speed by indicating to them 
it will not take that much, if any longer, to reach their destination, and there are other advantages 
associated with it. Campaigns are crafted around that, plus the road safety message, particularly 
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the safety of pedestrians who, in urban areas, are most at risk from speeding traffic in terms of our 
ability to do things about other road users. But we are finding that pedestrian accidents are 
emerging as a major source of worry because we do not seem to have had a major impact on 
them. 

Mr GmSON (CHAIRMAN): Would you mind ifwe followed up in writing the environmental 
aspects of what you are saying? Time does not permit us to do so today. If you could also take 
on notice a question regarding your role in the project with the NRMA regarding licensing, that 
would also be appreciated. 

Professor TAYLOR: That project has only just commenced, so we have no results, but I would 
be happy to provide that information later. 
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ARRB Transport Research witness 

Mrs Deborah Donald, Senior Research Engineer 

Mr GmSON (CHAIRMAN): The STAYSAFE Committee notes that it has not received a 
submission from you. Would you like to submit any written submissions during the course of 
your evidence? 

Mrs DONALD: No, nothing additional. 

Mr GIBSON (CHAIRMAN): What role did ARRB Transport Research play in the 
AUSTROADS project that resulted in the report on urban speed management in Australia? 

Mrs DONALD: ARRB Transport Research was engaged by the previous Government to assist 
with the research, report and preparation of working papers and reports. This work was done by 
myself and Dr Peter Kearney, who cannot attend today because he is out of the country. 

Mr HARRISON (STAYSAFE): What important lessons can be learned from an examination 
of the speed management practices in other jurisdictions in Australia and overseas, particularly 
in terms ofidentification of current practices for setting of urban speed limits and the introduction 
of lower local speed limits in residential areas? 

Mrs DONALD: You probably heard all this before from Professor Taylor, arid what I will tell 
you is not markedly different. 

Mr HARRISON (STAYSAFE): It is an identical question. 

Mrs DONALD: An urban speed limit of 60 kmIh is very high. Most other countries have 50 
km/h or 40 kmIh, and a lot of European countries are considering introducing 30 kmIh. The other 
main difference is that overseas countries often have limits on arterial roads as well, and we are 
talking about a local road limit. Care must be taken in that regard. When looking at reports that 
talk about overseas countries and the lowering of speed limits, we have to be wary of whether 
they mean arterial roads or local roads, in other words what roads they are talking about. 
Although speed limits overseas are lower, it is difficult to get information on the actual speed of 
vehicles, which, as you know, can be two different things. Not a lot of information is available 
about what the actual speeds are on those roads. The fact that a country has an urban speed limit 
of 30 kmIh or 40 km/h does not necessarily mean that vehicles are travelling at those speeds. 

Mr JEFFERY (STA YSAFE): Has ARRB produced any other reports or papers that you think 
are relevant for the Committee to examine as part of its inquiry into the proposed introduction of 
a 50 km/h general speed limit? 
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Mrs DONALD: I brought a number of them with me to leave with the Committee. 

Mr JEFFERY (STAYSAFE): Would you like to table them? 

Mrs DONALD: Yes. The first is a report from Hui Tan entitled The effe.ctiveness 0/90 degree 
bends in controlling speed on urban roads and talks about the design of urban roads and how that 
can be used to slow traffic. As you have already heard today, if you have a nice wide, straight, 
local street, vehicles will travel at high speed. This report looked at about 14  90 degree bends 
in three different suburbs and the speed changes that occurred. Another report, Sharing the main 
street, relates to a later question. It was prepared by the Roads and Traffic Authority and the 
Federal Office of Road Safety. Dr Ray Brindle from ARRB Transport Research was very 
involved in this area. Another report entitled Towards traffic calming was prepared by the 
Federal Office of Road Safety, the Department of Transport and Dr Ray Brindle and contains 
information and pictures of methods people have tried. It really is a practitioners' manual but will 
probably be useful for the Committee. The last one, again by Dr Ray Brindle, who is also 
unavailable because he is out of the country, is a report called Living with traffic, a compilation 
of 27 of his papers relating to traffic calming, written between 1979 and 1992. In particular, 
papers 1 6  and 17  talk about the relationship between traffic management, speed and safety in 
neighbourhoods. Paper 17 deals with Local street traffic management: is European practice 
really relevant? The Committee will find those reports useful. 

Mr SMITH (STAYSAFE): The Committee is aware of significant research into traffic calming 
and making the main streets of towns and suburbs more friendly to more road users, which seems 
complementary to the proposal of a 50 km/h general urban speed limit. How can this work and 
be better integrated into a general package of measures to reduce vehicle speeds in situations 
where there is a risk of conflict between road users? 

Mrs DONALD: Probably the best thing I could do is refer to the work by Professor Hans 
Westerman and Dr Ray Brindle contained in some of those documents. They held a number of 
workshops with planners, designers and engineers. It really is an overall topic whereby you get 
a range of professionals together and end up with a much better overall package. It also refers 
to the original design of the area. If roads are badly designed, as in the case of straight, wide 
pavements, it Js very hard to keep speed down. 

Mr MILLS (STAYSAFE): What is known about community concerns with effective speed 
management in urban areas, particularly vehicle speeds on residential streets? 

Mrs DONALD: A number of surveys have been carried out in this area, some of which were 
referred to by Professor Taylor. The AUSTROADS report, of which you have a copy, includes 
comments about quite a few of the reports. Perhaps the latest one, which is not included, was 
conducted in Tasmania, South Australia and New South Wales in May and June. I have the New 
South Wales results. Firstly we looked at a random selection and, secondly, we targeted some 
streets in which, if 50 kmIh were to be introduced, the streets would be changed. As far as 
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whether 50 kmIh was a good idea, 68% of people in the target street said it was a good idea and 
75% of random people said it was a good idea. Around 19% in both areas thought it was a bad 
idea and between 8% and 1 5% were undecided or neutral. Whilst only 68% of people thought 
that 50 kmIh was a good idea, it is worth noting that without any sort of push or publicity it is a 
pretty good result. 

Mr HARRISON (STA YSAFE): What communication strategies are required to support the 
introduction of 50 km/h local road speed limits in residential areas? 

Mrs DONALD: Section 7.2 in the AUSTROADS report covers that in a lot of detail. Basically 
it can be listed as group meetings, area meetings, advertising, facts sheets and brochures, in other 
words the normal sort of publicity. If a blanket limit is to be applied with no signs, it is important 
that drivers are told what is happening. If they are not told, obviously they will not know. The 
main things outlined in the report were paid advertising, facts sheets, media advocacy and the 
importance of coordination, if at all possible. If something is introduced in more than one State 
there is scope for economies of scale by using similar materials. 

The Hon. J. S. TINGLE (STAYSAFE): The available research evidence seems to suggest that 
it is not possible to enforce a 50 km/h limit across an entire residential urban street network unless 
some fonn of device is used to make drivers travel at the proper speed limit without police 
swarming all over them. I have in mind things such as chicanes, raised platfonns and the like. Is 
this the only way in which we can slow traffic down once we lower the limit? Does it really slow 
down traffic any way? 

Mrs DONALD: When we worked on the AUSTROADS report it was strongly felt that the 
concept of a hierarchy was very important, a hierarchy of streets and a hierarchy of speed limits 
to match it. As was mentioned previously, it was not envisaged that if the speed limit changed 
that speed limits would drop overnight. To develop the whole concept of care will take time. It 
is felt that a hierarchy will bring about such changes. It is also important to note that drivers on 
a number oflocal roads are not travelling at 60 km/h now because they are short roads or cul-de
sacs. People who live within a short distance of an intersection, back out of their driveways and 
start driving will not be driving at 60 km/h when they reach the intersection. Therefore we are 
not talking about 100% of local roads having difficulties. Drivers are not doing those speeds on 
some local roads now. A general speed limit of 50 km/h still leaves 40 km/h to be supported with 
local area traffic management devices and for school areas to make that even stronger. 

The Hon. J. S. TINGLE (STA YSAFE): What are the best and most appropriate traffic 
management strategies that can be adopted to ensure compliance? We have probably really 
answered that, have we not? Is there any other strategy that you can think of? 

Mrs DONALD: The awareness of drivers that they are off the main network, in a local network, 
and an awareness of what is expected. 
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The Hon. J. S. TINGLE (STAYSAFE): Ifwe have 60 km/h on one road and 50 km/h on the 
other we will eventually get used to dropping our speed when we move from one road to another, 
but how long will it take? You said that speed will not drop overnight? 

Mrs DONALD: We should get some drop. 

The Hon. J. S. TINGLE (STAYSAFE): But not a total transformation. Will driver awareness 
develop at a rate to make the speed limit effective? 

Mrs DONALD: We would hope so. Part of that has to do with arterial roads that are now 
zoned at 60 km/h, 70 km/h and 80 km/h and the whole idea ofthe hierarchy. Hopefully drivers 
would become aware of that. 

Mr GmSON (CHAIRMAN): What about signs, gateways et cetera? 

Mrs DONALD: The AUSTROADS report contains four different options ranging from sign 
everything to sign nothing. Certainly, the least expensive and the least visually intrusive is to have 
it exactly as it is now, except that the general limit is 50 km/h and not 60 km/h. There are two 
options in between, which are outlined in detail in the AUSTROADS report. 

Mr MILLS (STA YSAFE): In your view what sort of information should a motorist encounter 
when he or she leaves a major road and drives onto a local residential street? 

Mrs DONALD: It would be best to have no signs - as it is now, except 50 km/h would apply 
instead of 60 km/h. The only problem is that you must ensure that the roads that will remain at 
60 km/h are in place before you bring in a 50 km/h speed limit. Some areas in Victoria did that 
some time ago and it seems to work well. 

Mr MILLS (STA YSAFE): Are you suggesting that only those roads that are above the base 
limit should be marked? 

Mrs DONALD: Yes, unless you have a school zone or a specific area that is 40. 

Mr MILLS (STA YSAFE): Which is lower? 

Mrs DONALD: Yes. 

Mr HARRISON (STAYSAFE): Drivers in New South Wales are more experienced with the 
tolerance of speed in excess of the posted speed limit. It seems likely that after a 50 km/h limit 
is introduced drivers will travel above the speed limit at least some of the time. What comment 
Can you make regarding strategies and tactics to deal with this habitual or "sanctioned" speeding 
of five to 1 0  km/h above the posted speed limit? 
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Mrs DONALD: It is difficult to talk about tolerances. It is for the police to decide the 
appropriate tolerance. As part of the AUSTROADS study it was certainly discussed that once 
speed limits were seen to be appropriate - they have certainly become more appropriate over 
the past five years or so - tolerances could possibly be reduced. As Professor Taylor said, the 
speed limit means the maximum. 

Mr HARRISON (STAYSAFE): Do you mean that it has become more appropriate over the 
past few years because so many roads are now 70 kmIh, some are 80 km/h and so on? 

Mrs DONALD: It has been matched much more towards the road hierarchy. It was certainly 
seen as a possibility. As mentioned in the AUSTROADS report, there might be scope for 
reducing tolerances particularly on traffic routes and then on local roads. It was seen as a similar 
enforcement regime as now; it was not seen to require heavy enforcement. It is impracticable. 

Mr SMALL (STA YSAFE): In general, at 50 km/h pedestrians involved in a crash are just as 
likely to die as to survive. Is there a case for reducing the speed limit on residential streets to 40 
km/h or 3 0  km/h, as is now implemented, or at least being considered, in many European 
countries? 

Mrs DONALD: When we were doing the work involved in the AUSTROADS report we felt 
that 50 km/h was more acceptable to the driving public. Care had to be taken not to put everyone 
off side by putting in 40 km/h, which is probably a bit low. The report states that that is not to 
say that in the future attitudes will have changed and that possibly 40 km/h would be more 
appropriafe. We based it on a range of things. We concluded that vehicle speeds would be 
similar, whether a 40 km/h or 50 km/h limit wis applied. 

Mr SMALL (STAYSAFE): Do you support 50 km/h at this stage? 

Mrs DONALD: Yes, it was felt that 50 km/h had much more community support, although that 
may change in the future. 

The Hon. J. S. TINGLE (STA YSAFE): Are you able to comment on the likely effect on fuel 
consumption, yehicle emission levels and traffic noise of a 50 km/h general urban speed limit as 
opposed to the current 60 km/h limit? Is it likely to make much difference if we reduce the limit? 

Mrs DONALD: Obviously it depends on the amount of speed reduction. Professor Taylor has 
been doing some work involving modelling of local traffic areas and the impact of various 
measures on pollution, but the final report is not yet available. We have said that, as well as 
speed, smoothness of travel is important. In fact speed humps carry a full penalty for that reason. 

The Hon. J. S. TINGLE (STAYSAFE): Because of stopping and starting, going through gears 
and so on? 
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Mrs DONALD: That is right. Generally the lower speed limit would reduce fuel consumption 
and traffic noise, but the amounts are fairly small. Traffic noise problems depend on where your 
house is sited and where your windows are. One very noisy car can cause problems, rather than 
speeding vehicles. 

Mr HARRISON (STA YSAFE): You referred to a study entitled Is European practice really 
relevant? What was the conclusion of that study? 

Mrs DONALD: It is in one of the documents I have given to the Committee. Basically, we 
should not discount European practice. The 1 5  km/h or 20 km/h zone was not considered 
relevant to Australian conditions because it is based on very narrow streets, on children playing 
in the streets and on that sort of thing. The 30 km/h and 40 km/h zones were considered more 
relevant because they related to similar streets and areas. The difference is that we do not know 
a lot about the actual speeds in those areas. 
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Australian College of Road Safety witnesses 

Mr Leigh Grant Palmer, President 
Dr John Michael Henderson, Member 

Mr GmSON (CHAIRMAN): I note that the Committee has not received a submission. Are 
there any documents that you would like to table during your evidence? 

Mr PALMER: Yes. 

Mr GIBSON (CHAIRMAN): Can you state the charter of the Australian College of Road 
Safety and briefly describe the history of the college: when it was established, what are its current 
activities, what policy statements and other publications it produces, and so on? 

Mr PALMER: The Australian College of Road Safety was formed in 1988. Its main purpose 
was to bring together people from the many disciplines working in road safety. At that time it 
was considered that there was no formal avenue or forum for these sections to meet, network or 
work on joint policies. The range of disciplines involved includes traffic engineers, 
epidemiologists, road trauma specialists, researchers, enforcement agencies, policy makers, 
industry representatives, motoring associations, insurance companies and many others who have 
a stake in road safety. The aim of the Australian College of Road Safety is to facilitate the 
strategies of intersectoral cooperation and community participation by providing mechanisms of 
communication between agencies and individuals committed to reducing road trauma in Australia. 

The national executive committee represents a cross-section of road safety departments and 
disciplines. In most States, chapter committees reflect the various road safety organisations and 
programs run in that State. There is more detail in the submission. It is important to note that 
we have a number of corporate memberships, including all the Australian national, State and 
territory road safety authorities: the Federal Office of Road Safety, the Queensland Department 
of Transport, the New South Wales Roads and Traffic Authority, the Department of Urban 
Services in the Australian Capital Territory, VicRoads, the Tasmanian Department of Transport, 
the South Australian Department of Transport, Main Roads Western Australia and the Road 
Safety Council of the Northern Territory. The committee includes members of Australian 
automobile associations-the National Roads and Motorists Association, the RACV and so on 
- police departments, local government associations, community organisations, education 
departments, driver training associations, injury prevention and control organisations and a 
number of people who are enthused by the idea of a reduction in the road toll. 

The Hon. J. S. TINGLE (STAYSAFE): How do you see a 50 km/h speed limit - that is, a 
lower speed limit - in residential streets affecting casualty rates among pedestrians and cyclists? 
We have talked a little about pedestrians in the wider context today. Do you believe that a 
reduction in the speed limit to 50 km/h will provide significant benefits, particularly for the very 
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young and the elderly? Generally speaking, what difference will a lower speed limit make to 
pedestrian casualty rates? 

Mr PALMER: As others have noted, the basic laws of physics clearly show that a higher vehicle 
speed reduces the time available to drivers to avoid conflict with ped.estrians, and that if a 
pedestrian is struck the higher energy transfer will result in more severe injuries. Clearly, there 
is a connection between injury and the square of the power of velocity. Others have noted in 
experimental studies that 12% of car and pedestrian collisions that occurred at 60 kmIh would not 
have occurred at 50 kmIh. In 1 5% of those cases pedestrians would not have been killed. This 
led to an overall reduction in fatal pedestrian collisions of 27%. A Zurich study indicated that 
there was a reduction of 16% in all accidents in that city� injuries were down 20% and fatalities 
were down 25%. Those figures are reflected in the AUSTROADS study, which is a 
comprehensive review. I understand that the Committee has seen some of that evidence. There 
is a connection between the experimental work and the actual work to the extent that there will 
be a case for greater reductions, particularly for the elderly as they are more frail. 

The Hon. J. S. TINGLE (STA YSAFE): Is there a continuum effect anywhere? We are talking 
about a 50 kmIh limit, and we have heard about a 40 kmIh limit. Is there an optimum practical 
upper speed limit in terms of reduced trauma or disaster? Should we go to 45 kmIh or 40 kmIh? 
Are we going low enough? 

Mr GmSON (CHAIRMAN): Probably zero. 

Dr HENDERSON: At zero no-one moves. 

The Hon. J. S. TINGLE (STA YSAFE): What is the upper limit at which you get the major 
effect of reducing casualties? 

Dr HENDERSON: There is not a one-for-one relationship between a speed limit and travelling 
speed. There is a rather flexible arrangement� if you lower the speed limit you will reduce 
travelling speeds to some extent but not necessarily to where you want the limit to be. Cars 
travelling at 30 km/h or 40 kmIh in a local street is perfectly reasonable as elderly pedestrians or 
children will h�lve time to see them and cars will have time to stop. Setting the limit at 40 kmIh 
does not necessarily mean that cars will travel at 40 kmIh. 

There is certainly a continuum between nice, objective physical measurements like impact, speed, 
injury and consequences and you can relate that to age as well. That is all textbook stuff. It is 
much less of an easy continuum between the imposition of a speed limit and outcome in terms of 
injury reduction. 

The Hon. J. S. TINGLE (STA YSAFE): Is a speed limit of 50 kmIh a happy compromise? 

Dr HENDERSON: In my view 50 kmIh is a happy compromise. 
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Mr PALMER: It is a compromise between the ability to move around and the downside of 
moving around quickly. 

Mr SMITH (STA YSAFE): Do you think: a speed limit of 60 km/h is appropriate in busy 
shopping streets and main streets of country towns? 

Mr PALMER: It is an interesting question as to whether, when we are talking about local 
streets, we are really talking about streets where people live or where they carry out other 
activities. In the commercial street the issue is about the separation between through traffic and 
heavy pedestrian traffic. A Newark report concluded that the commercial environment had 
significantly fewer fatal crashes than did other environmental types. The very nature of the 
activity tends to slow the vehicles down. We in the college are of the view that we should be 
promoting the separation of activities rather than trying to impose the speed limit; that the 
imposed speed limits may not work; and that when there is a lot of activity there will not be that 
high speed. We were talking outside about the main street of Goulburn, with its near by-pass 
beside the railway line and the higher speed by-pass further away. That seems to be an 
appropriate place, where vehicles are travelling at 50 km/h or less with or without a speed limit 
sign, and the after-hours effect is such that people could travel at a higher speed where there is 
greatly reduced conflict. 

Mr HARRISON (STAYSAFE): What is the view of the Australian College of Road Safety on 
the argument that a reduction to 50 km/h in residential streets should be accompanied by an 
increase in speed limits on major urban roads? 

Dr HENDERSON: The college is of the view that we should not be trading these things off: that 
we should be looking at the most appropriate speed for each particular environment. Therefore, 
we should be trying to match the speeds to the activities that are in existence. We support the 
establishment of hierarchies within the network and the main thing is to look at them in their own 
right and see what is appropriate for each particular environment. 

Mr PALMER: The college, like yourselves, is very conscious about the need for good public 
relations and the need to sell these sorts of concepts with great care. It has already been picked 
up wrongly �t a 50 kmIh local street limit is in some way a trade for letting people hoon around 
at higher speed on other roads. It is very important for spokesmen in governments and 
administration not to give that sort of impression. It may well be that roads are zoned to the 
higher speed, but that is happening all the time anyway, and some are being zoned at a lower 
speed. Any idea of a trade-off is absolutely unwarranted. 

Mr SMITH (STA YSAFE): Can you comment on the danger to pedestrians on residential 
streets in urban areas, as opposed to those in small country towns? In your view is there any 
significant difference? 

Dr HENDERSON: We discussed this and we felt that the issue was the environment, and 
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essentially there was no fundamental difference between urban conditions and country conditions. 
As we noted in our submission, a child is a child and will still chase a ball whether it is in a country 
town or a city street. There will clearly be a higher prevalence of high-density dwelling in urban 
areas, but given that density it is the same whether it is in the country or the city. 

Mr SMALL (STAYSAFE): What are the processes and procedures required for monitoring and 
evaluating the effectiveness of a local road speed limit of 50 km/h in promoting road safety? 

Dr HENDERSON: In our view the importance in evaluating any such measure is going to be 
in the detail of the implementation and the processes and procedures. It would be a mistake to 
decide to impose this measure and see how many deaths it reduces. The number measured that 
way will not be high and probably will not be high enough to appear in statistics. There is a 
danger that people will be disappointed in a measure which may have been oversold by some 
enthusiasts. That is a trap. It will be important to work through the details. Mr Palmer might 
be able to expand on some, and I am sure others have given the details of how it will be enforced; 
what level of authoritarianism, if you like, will be enforced, particularly in the early days; how it 
is going to be signed; how public relations are going to be organised; and how the traffic flows 
following the implementation. All those factors will need evaluation. 

Mr SMALL (STAYSAFE): It has been stated that perhaps more trials are needed throughout 
the State, even though trials have been held in North Sydney and Mosman. It is thought that 
more trials would give a greater message and increase awareness. Do you agree with that, or do 
you think a speed limit of 50 km/h should be implemented immediately? . 

Mr PALMER: That is a difficult question to answer. The college is probably of the view that 
there would be greater impact if it was an Australia-wide approach. Obviously this Committee 
is not empowered to deal with that issue. The college would not want to stop. 

Mr SMALL (STAYSAFE): Some witnesses referred this morning to a national approach rather 
than a State approach. 

Dr HENDERSON: The way the scheme is now being considered, whether it is statewide or 
nationwide, its_aims go beyond tightly specific and identifiable ones. I think everybody hopes and 
believes it will add to the safety of local streets, but because that is only a fairly small proportion 
of the total urban pedestrian problem, which is mostly on arterial roads-which will continue to 
be 60 km/h or 70 kmlh-the benefits as seen in the newspapers will not be particularly high. We 
hope speeds will be lower, we hope amenity and other improvements will flow. But most analysts 
who have written about this subject refer to wider benefits such as, one hopes, a cultural change 
in approach to the using of cars in areas where people are living, children are playing and old 
people are staggering down to the pub. I do not see the point in doing any more trials. You 
cannot prove that that will be the effect; you hope it will be. I think the literature is sound enough 
now to make it firm ground to move on from, but I do not believe you are going to get the effect 
of this measure unless it is done at least statewide. 
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The Hon. A. B. MANSON (STA YSAFE): What is the contribution of the Australian College 
of Road Safety to the process of developing national unifonn traffic laws - the Australian road 
rules? Did the Australian College of Road Safety produce a submission to the National Road 
Transport Commission on this issue, and can the Committee obtain a copy of the college's 
submission. 

Mr PALMER: Members of the college have represented their own organisation in putting their 
views to the National Road Transport Commission on the draft Australian Road Rules. The rules 
have been discussed at length at the executive committee meeting and the college welcomes the 
development of a simplified and consistent set of rules for application across Australia. A copy 
of the college's submission in March 1 995 from the first round of public consultations is in the 
tabled documents. This was written before the 50 kmIh issue was included in those draft 
Australian Road Rules. However, our immediate past president, Harry Camkin, wrote in the 
recent journal of Road Wise updating the previous comments, and those details are attached to 
our submission. The college welcomes the inclusion of the proposal for a local street speed limit 
of 50 km/h and believes this will contribute greatly to road safety in Australia, but perhaps, along 
the lines that Dr Henderson has indicated, we are hopeful for a supplementary spin-off in total 
driver attitude. 

Mr MILLS (STA YSAFE): In many European countries speed limits of 40 kmIh or even 30 
km/h are being implemented in residential streets. What are their reasons for doing that, and do 
those same reasons apply in New South Wales and Australia? 

Dr HENDERSON: I am sure the reasons are the same as they are here. They are in search of 
greater safety and amenity and the recognition that pedestrians, cyclists and residents have rights 
as well as motorists. I am pleased you asked that question, because I think too much is being 
made of some of the European speed limits. I understand many of you have visited Europe, and 
so have I. I grew up there and I drove extensively through Europe within the last two years. If 
people think Australian motorists disobey speed limits they should try France, Spain, Italy and 
countless other countries in Europe. The fact that a limit is written does not necessarily have any 
relationship whatsoever to the speed at which people travel. I found the degree of non
compliance with speed limits in other countries, apart from Britain, extremely low, and in general 
lower than in tl)is country, where the level of compliance, particularly on the higher speed roads, 
is very high. It is not warranted to simply assume that because a country, municipality or 
administration in Europe imposes a limit of 40 km/h it is a good idea for us. 

Mr PALMER: The important thing seems to be in the public acceptance and the attitude of our 
drivers that a speed limit needs to be the right speed for the environment. Signposting alone will 
not achieve that. Where there have been significant reductions in speed associated with 
signposting, it has been because either a lot of activity or a lot of physical devices have been 
engineered into the road network to make it difficult to achieve anything more than that speed. 
Motorists drive a lot by the way they read the environment, and that important component and 
the engineering or the feedback mechanism is an important component beyond just the speed limit. 
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We are of the view that it is a lot harder to achieve a reduction-whether we can go down to 40 
kmIh or 30 kmIh - than by purely signposting and limiting. When it has been achieved it has 
been in association with a lot of other things. 

The Hon. J. S. TINGLE (STA YSAFE): In your opinion do we have the enforcement resources 
to make a speed limit of 50 kmIh work? My impression is we cannot enforce the speed limit of 
60 kmIh. Can we enforce a speed limit of 50 kmIh? 

Mr PALMER: I cannot speak for New South Wales, but in my view across the nation we 
cannot afford the enforcement that is necessary unless there is public acceptance. If a vast 
majority of the public believes that is the right thing to do, we will have a greater level of 
compliance. Where they do not believe it is the right thing to do, we will have non-compliance 
and we will probably not be able to afford to achieve compliance. 

Dr HENDERSON: I think the bottom line is that good laws do not need heavy enforcement. 
If people are convinced that in local streets a speed limit of 50 kmIh is a good law because it helps 
almost everybody and does not significantly stop people getting from A to B in a reasonable time, 
there will be a high degree of compliance. Whether the police are heavily enforcing is immaterial 
because in practice, as Mr Tingle implies, it would be impossible for them to do so. 

Mr PALMER: If I could add to that. The question was asked about the evaluation process. 
The evaluation process needs to be on how well it was implemented. I think we would support, 
"Let's go with it", but look at how well it was implemented, did we get it on the right streets, are 
these streets ones that the public think are correct. 

Mr GmSON (CHAIRMAN): That process would be carried out in consultation with councils 
and other organisations, is that right? 

Mr PALMER: Absolutely crucial to undertake consultation. 
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Environment Protection Authority witnesses 

Mr Christopher Ray Eiser, Acting Manager, Air Policy 
Ms Susan Elizabeth Dawson, Director, Environmental Policy 
Mr Geoffrey John Mellor, Manager, Noise Policy 

Mr GmSON (CHAIRMAN): The Committee has not received a submission from the 
Environment Protection Authority, but you wish to table a submission and answers to questions? 

Ms DAWSON: Yes. We would like to table answers specifically to the questions asked. 

Mr GmSON (CHAIRMAN): Do any of you wish to make a statement? 

Ms DAWSON: I would like to make a brief opening statement. The Environment Protection 
Authority recognises that speed limits are an absolutely critical issue for the community primarily 
because they are fundamental from a safety perspective. To date it is fair to say that environment 
issues have not figured prominently in the policy reckoning given the primacy of the safety 
concerns. If the issue of speed limits is approached from a different angle, the question could be 
asked, what is the potential effectiveness of changing speed limits and what effect might that be 
as a pollution control strategy? The answer we would appear to come up with is that it would 
have a marginal impact as a pollution control strategy. In the short time available to prepare for 
this particular presentation the Environment Protection Agency has not found any bank of 
research or conclusive evidence that shows whether reducing speed limits would be better or 
worse for the environment. 

The unresearched impression of the experts in the field of noise and air is that any environmental 
implications in lowering the speed limit from 60 km/h to 50 km/h in terms of air quality or noise 
management would be basically incidental. The benefits would be likely to be small or uncertain 
and they certainly would not be able to be relied upon as a central reason for determining the 
matter. The Environment Protection Agency within this area wants to stress that it takes very 
seriously the business of improving air quality and noise pollution and has a number of primary 
strategies in the development of air quality management. These strategies derive from the results 
of the metropolitan air quality study, which was conducted at a cost of $1 0 million from 1992 to 
1 995 throughout Sydney, the Hunter and the Illawarra. As a result of the completion of the 
metropolitan air quality study New South Wales now has an extensive monitoring network which 
reports air pollution indices twice daily for five regions in Sydney, the Hunter and Illawarra. 

It has the best emission inventory for any Australian region covering the sources and relative 
contribution of those sources ofair pollution. For the first time it has an understanding of the air 
flow between the Sydney, Hunter and Illawarra regions and it has a sophisticated computer 
modelling tool integrating monitoring, inventory and air flow data, which is the first designed for 
use in New South Wales to predict air quality implications of urban and transport planning 
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decisions and industrial developments. The metropolitan air quality study shows that motor 
vehicles are a major contributor to photochemical smog precursors and a significant source of 
airborne particulates. In the Sydney region more than 80% of oxides of nitrogen are generated 
by motor vehicles. Diesel-powered vehicles have shown to be a disproportionate source of oxides 
of nitrogen and fine particles. However, the crucial issue in all of that i� how far cars travel in 
order to produce this pollution and how often, not the speed at which they travel. 

In addressing this problem of air quality the Environment Protection Agency is leading the 
development of a whole of government air quality management plan for the greater metropolitan 
region, which sets a framework for addressing all forms of pollutants. A part of that will be the 
smog action plan, which will deal with all emission sources contributing to photochemical smogs. 
To address the motor vehicles emissions aspect, the plan will include a transport strategy that will 
incorporate vehicle-based measures for reducing emissions as well as a land use and transport 
strategy, which will incorporate measures aimed at reducing vehicle kilometres travelled. At the 
end of the day it is really most likely that there will be two main strategies to be pursued in this 
area. The first will be that there will need to be initiatives geared towards achieving a more 
compact city where people are required to travel shorter distances to get where they want to go 
in work or leisure terms and strategies to ensure that there is improved public transport. 

It is well recognised by the Environment Protection Agency that noise is a form of pollution that 
can affect health, it can disturb sleep, make learning harder, increase fatigue and lower 
productivity. The Environment Protection Agency is currently pursuing a range of options for 
reducing noise pollution and is in the process of up dating the Noise Control Act. At the broadest 
level, in order to address noise pollution issues, the Environment Protection Agency is seeking 
better integration of the planning and pollution control systems. That initiative is endeavouring 
to recognise that noise problems are sometimes the result of bad planning decisions, such as when 
developments are allowed to be too close together or new development is located too close to 
noise generating development. The crucial issue for noise prevention is to better link the 
environment protection legislation with land use planning. The best approach in short is to 
prevent problems from occurring in the first place. 

With specific reference to motor vehicles and noise, it is important to recognise that motor 
vehicles cause two sorts of noise pollution. Firstly there is pollution from busy traffic where noise 
from each vehiCle blends into the general roar. Secondly there is noise from individual vehicles, 
which are excessively noisy. These stand out from general traffic noise or from a quiet 
background. Excessive noise can result from vehicles not meeting their design standards, for 
example, vehicles with worn out mufflers, non-standard mufllers or pipes, or the mufflers or 
resonators are removed from the vehicle. In the final analysis though, the extent to which a car 
creates noise is most likely to be a function of a complex range of factors, for instance, the type 
of vehicle, its age, the road condition, the grade of the road, driver behaviour and surrounding 
terrain. 

To the extent that speed is an issue, it is most likely to be secondary to those concerns. It is for 
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those reasons that the Environment Protection Agency efforts tend to focus on reducing road 
traffic noise by working with road builders, vehicle standard setters, land use planners and driver 
educators to achieve the desired environmental results. The Environment Protection Agency is 
due to complete a totally revised road traffic noise guideline later in the year and this draft 
guideline has been developed in collaboration with the Roads and Traffic Authority. Basically we 
expect that the guidelines will indicate that road traffic noise needs to be considered on a location 
by location basis and that noise can be addressed by a range of strategies including vehicle 
standards, driver education, building design and road design. 

In short, the Environment Protection Agency takes air and noise management issues very 
seriously, but to date the question of vehicle speed has not emerged as a priority approach for 
addressing these problems. If the Committee wished to promote speed control as a principal 
environmental management strategy, there would need to be a substantial body of primary 
research undertaken by road authorities. It would be essential for detailed and scientifically robust 
research to be done on a range of issues, including issues such as the average speed at which 
people drive; the extent to which drivers abide by speed limits; the actual effect of speed limits on 
the speed at which cars move around our roads; the link between speed limits and travel 
behaviour; the way people drive under different speed limits; whether reducing speed limits 
encourages people to change their mode of transport, such as to switch to public transport. If 
there are speed differentials in an area, do people change routes and if they do, does this create 
more of an impact than the change of speed per se? What are the impacts of speed on fuel 
consumption? 

I am sure there are many other questions that might be appropriate to that--sort of primary 
research and it may well be that the Roads and Traffic Authority and organisations such as the 
NRMA have done or are planning to do primary research on these issues, but even if that territory 
is canvassed thoroughly and scientifically, in order to address the question of speed and 
environmental impacts, you would still need to go a step further and do a series of modules of 
research related to that particular question. That research would need to address questions such 
as whether speed significantly influences noise and/or air pollution; to what extent speed limit 
changes within a particular range or between a range of speeds influences noise and/or air 
pollution. Are the impacts on air and noise different? For example, if speed decreases, are air 
emissions less �ut noise greater? Is the impact of speed changes different depending on the sort 
of vehicle used, such as light or heavy vehicles, diesel versus petrol or LPG versus petrol? 

Are the air emissions implications different for vehicles which have catalytic converters as 
opposed to those which do not? To what extent does the choice of the speed control device, such 
as humps versus signs, change the noise impacts? What is the impact of different gear ratios on 
vehicles? What is the relative noise impact of driver behaviour on non speed parameters such as 
braking, gear change, hom use, music systems and so on? I could go on but I think I have 
possibly made the point. 

Mr GmSON (CHAmMAN): You mentioned that 80% of pollution problems in Sydney are 
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caused by the motor car. What is the percentage of cars that really have an effect on that 80% 
of pollution? Would it be 1 0% or 20% of older vehicles? 

Ms DAWSON: I am not quite sure that I necessarily understand your question. 

Mr GmSON (CHAIRMAN): If 80% of Sydney's pollution problem is caused by emissions 
from car exhausts, what percentage of that problem is caused by older model motor cars? 

Mr ElSER: I do not have the exact numbers. 

Mr GmSON (CHAIRMAN): Just use a ballpark figure. Is it 1 O%? 

Mr ElSER: It is more then 1 0%. The population is about 50-50. When we refer to an older 
motor vehicle we refer to one made pre-1 986. It has different technology. After 1 986 we had 
catalytic converters on cars. It is roughly the same number in population at the moment, but the 
bulk of kilometres travelled, about 60% to 70%, are travelled by those later model vehicles. The 
older cars are becoming less of a problem but they contribute, on average, about five times the 
amount of pollution of a later model vehicle. The emissions from older model vehicles are still 
significant but are being phased out. 

Mr GmSON (CHAIRMAN): The AUSTROADS study indicated that 4.2% cent or 48 million 
litres less fuel would be used if the speed limit was dropped from 60 kmIh to 50 kmIh. You are 
saying that if the speed limit is dropped to 50 kmIh the burning of 48 million litres offuel per year 
would make no difference. I find that hard to believe. 

Mr ElSER: It is a question of how you drop the speed limit from 60 kmIh to 50 kmIh . If you 
do it by putting in traffic calming devices so that a vehicle has to brake and accelerate, you will 
not get the benefits from the reduction in speed limit. When we calculate emissions we look at 
a drive cycle and do not merely calculate emissions at 60 kmIh. We take a normal drive cycle for 
Sydney, which ranges from stopping to idling and all the way through to accelerating up to 100 
kmIh on an expressway; and from idling and stopping at traffic lights to accelerating away from 
those traffic lights. 

When we calculate emissions from vehicles we tend to look at a real driving cycle rather than 
extending the 60 kmIh. If you were able to keep cars at a constant speed of 60 kmIh and in the 
same gear and then reduce the speed limit to 50 kmIh, there would be an improvement in fuel 
consumption and a drop in emissions. However, when you have a real time situation, a real life 
situation, you are accelerating and decelerating and how you bring the speed down can affect fuel 
consumption and also affect emissions. 

Mr GillSON (CHAIRMAN): Ifwe are burning 48 million less litres of fuel, surely that has to 
have an effect on the environment and the atmosphere. 
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Ms DAWSON: We have not seen the assumptions that the AUSTROADS study is predicated 
upon. There is an enormous number of complexities, depending on how you deal with the 
business of reducing the speed limit. Ifwe were to test all those assumptions it may be that some 
of them would not apply to the real world situation, and the question of how drivers actually 
respond to a decreasing speed limit in the real world. 

The Hon. J. S. TINGLE (STA YSAFE): Could I just make the point that we are talking about 
a speed limit of 60 km/h or 50 kmIh. I am trying to pluck a figure out of my memory. My 
memory is that a survey taken some time ago showed that the average speed travelled in the 
Sydney area was between 30 kmIh and 3 5  kmIh, averaged over distance and time. We are not 
talking about traffic travelling at 50 kmIh, are we? We are talking about traffic labouring along 
at an average speed of 30 kmIh to 35 kmIh . Is that not so? 

Ms DAWSON: We have not had access to the research to which you are referring, but that is 
one of the primary issues that we would need to satisfY ourselves about to understand the answer 
to this question. We suspect that, irrespective of the posted speed limits, current actual speeds 
may be dramatically different and driver behaviour might be dramatically different from that which 
the speed signal indicates. Yes, we share some of the expectation that all is not as it seems. 

The Hon. J. S. TINGLE (STAYSAFE): Referring to an answer to an earlier question, you 
suggested that a possible indirect benefit of lower speed limits will be to promote a shift from 
private car use to alternative transport modes, including walking, cycling and public transport, and 
that this would be welcomed by the Environment Protection Authority. I do not follow your 
reasoning. - Are you suggesting that because cars have a slower speed limit fewer people will want 
to use them? 

Ms DAWSON: No. If there is a safety benefit in lowering the speed limit in the urban 
environment and the average pedestrian or cyclist feels safest on the road, we suggest that there 
may be an indirect benefit and a choice to change mode. 

Mr HARRISON (STA YSAFE): A theory is beginning to evolve about the use ofleaded and 
unleaded fuel. I do not know how factual it is but the theory seems to be that unleaded fuel which 
contains carcin_ogens and benzene, which I think was one of the additives mentioned, are in some 
respects every bit as dangerous and sometimes even worse than lead. 

Ms DAWSON: Fuel science is a very complex matter and one that my colleague is better 
acquainted with than I. 

Mr ElSER: In terms of leaded and unleaded fuel at the moment there is no difference in the 
benzene content or aromatic content of the fuel, which are the two parameters one looks at when 
looking at benzene. Certainly, in later model vehicles using unleaded petrol, the catalytic 
converter takes out in excess of 90% of the benzene. With the advent of the unleaded petrol 
program, we have a reducing inventory of benzene emissions into the atmosphere. 
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We look very closely at the benzene content and the aromatic content of the fuel. That is why we 
picked a low octane number unleaded petrol as a different route to that taken in Europe for 
example, which has a high octane unleaded petrol. We have about a 9 1 -93 octane petrol and 
Europe has about 96 octane petrol. They are getting that extra octane by using materials such 
as aromatics in benzene which are very good for octane enhancement. � Australia the benzene 
content and aromatic content of leaded and unleaded petrol are basically the same, the only 
difference being the amount of lead. 

Mr HARRISON (STA YSAFE): Additives are now being promoted and placed on the market 
to encourage people with older style motor cars that do not have catalytic converters to use 
unleaded petrol plus the additive. Have you conducted any research on whether that is 
contributing anything, either improving the situation or making it worse, so far as emissions are 
concerned? 

Mr ElSER: We have tested a few additives but our policy basically is that where the vehicle can 
be used on unleaded petrol and the manufacturer says it should be used on unleaded petrol, that 
it should be used on unleaded petrol wherever possible. If the manufacturer does not recommend 
the use of unleaded petrol, we recommend the use of leaded petrol. The lead content of petrol 
is quite low. Some additives on the market may have some effect. We find a marginal effect from 
additives such as octane boosters. They seem to do everything from allowing your car to run on 
unleaded petrol to giving a spring clean. 

Mr HARRISON (STA YSAFE): I suppose its real effect is to allow the motorist to run his car 
on unleaded ])etrol without burning out the valves of the motor. 

Mr ElSER: We would be very careful about using an additive that said it would do just that 
because there are other parameters on the engine that need to be looked at and a motorist could 
risk damage to his vehicle. Some of the older vehicles on the market cannot take the low octane 
unleaded petrol, they need a higher octane, and in some cases the use oflead or a valve lubricant, 
to prevent subsequent damage. 

Mr GmSON (CHAIRMAN): Would you care to add anything, Mr Mellor? 

Mr MELLOR: I do not think so. What has been said is contained in the submission. 
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New South Wales Police Service witnesses 

Inspector Terence Earle Lester, Acting Commander, Traffic Services 
Branch 
Inspector Kerry William Grainger, Commander, Traffic Technology 
Section 
Senior Sergeant Raymond Keith Smith 
Senior Sergeant John Walter Lovatt 

Mr GIBSON (CHAIRMAN): I note we have not received a submission. Is there any 
documentary evidence or anything that you would like the table during the course of your 
evidence? 

Inspector LESTER: There is a formal submission on the way, a copy of which you have and 
also there is a copy of our responses with which you have been supplied. 

Mr GIBSON (CHAIRMAN): Would you like to make an opening statement or will we go 
straight into questions? 

Inspector LESTER: No, we might go straight into questions. 

Mr GmSON (CHAIRMAN): On average how many speeding offences are detected by officers 
of the New South Wales Police Service each calendar year? Of these offences liow many relate 
to speeding offences in urban areas? 

Snr. Sgt. SMITH: In 1 99 1 -92 there were 452,545 speeding offences detected. In the next 
financial year 1992-93, 48 1 ,494. In 1 993-94, 343,852. In 1 994-95, 367,6 1 6. The Police Service 
traffic penalty system captures speeding offence data in broader categories than those required 
by the Committee. Whilst information relating to speeding offences can be provided on a 
statewide regional district and patrol basis, it is not possible to distinguish between offences 
committed on major arterial roads and residential streets. Nor is it possible to determine the speed 
limits applicable to the areas where speeding offences are detected. 

Mr GmSON (CHAIRMAN): The figures relate to the overall number offines but you cannot 
say how many were from urban streets or main roads, is that right? 

Snr. Sgt. SMITH: That is correct. 

The Hon. A. B. MANSON (STAYSAFE): Is the speed camera technology used currently 
employed on collector and local roads as well as arterial and sub-arterial roads? Are there any 
plans for the wider development of speed camera technology, for example, on a wider variety of 
roads than those as negotiated between the police, the Roads and Traffic Authority and the 
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NRMA including on residential streets? Using the stationary speed camera sites including those 
at intersections fitted with red light cameras and speed cameras mounted in police vehicles rather 
than on roadside devices? 

Inspector GRAINGER: Speed camera devices are only operated at loca,tions which have been 
assessed and approved in accordance with negotiated police, Roads and Traffic Authority and 
NRMA speed camera site criteria. Any site, irrespective of what type of road, which conforms 
to the agreed criteria can be approved as a speed camera site. Further to that, negotiations have 
taken place between the police, the Roads and Traffic Authority and the NRMA in regard to 
broadening site criteria and to expand the range of sites suitable for this type of operation. This 
type of operation was recently approved. The new criteria will give the Police Service greater 
flexibility in deploying this type of technology while maintaining a focus on the reduction of road 
trauma. In regard to the different types of speed camera technologies the Service has looked at 
stationary type speed camera equipment. The papers are currently with the Minister for Transport 
seeking approval. In this regard a certain legislative change and gazettal is required. A number 
of sites including existing red light camera sites are currently under consideration. 

Mr GmSON (CHAIRMAN): Would the police prefer to put the cameras on any street rather 
than go through this procedure with the Roads and Traffic Authority and the NRMA? 

Inspector LESTER: In one way but with a limited amount of resources we have also got to 
make sure that the speed camera activities or any of our road safety activities are directly related 
to the reduction of road trauma. One of the main things that we are about is relating our activities 
to reduction of road trauma. It saves a lot of criticism coming from other areas saying we are 
doing it for other reasons. I think the speed camera activity at this stage is more important to 
relate that directly to the reduction of road trauma. By having some sort of site selection criteria 
relating to the use of cameras we basically at this stage agree with that so we can directly relate 
it. 

Mr HARRISON (STA YSAFE): The response given by Inspector Grainger seems to be at 
variance with a claim made in evidence given earlier on this morning that the use of speed cameras 
in the proximity of school zones was not permissible because of the requirement that there be a 
200-metre restriction on using them when you came into a different speed zone, which is pretty 
much effectively the length of a school zone anyhow. Inspector Grainger has indicated that the 
police are at liberty to use them anywhere. Could you comment on that? 

Inspector LESTER: No, we are not at liberty to use them anywhere. 

Mr HARRISON (STAYSAFE): That is what I understood was said. 

Inspector LESTER: We are at liberty to use them only at the locations that have been approved 
as speed camera sites throughout the State. 
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Mr HARRISON (STA YSAFE): Is it true to say that there is a complete restriction on using 
them in the location of speed zones outside schools? 

Inspector LESTER: No, because some of the school zones may well fit into the site selection 
criteria, but generally what you are saying is right. What we are both .saying is exactly right. 
Most of the school zones are too short. In response to a question a little later on when we talk 
about new laser technology it might satisfy you as far as enforcing speed limits within school 
zones. 

Mr GmSON (CHAIRMAN): Would random speed camera operations be better? 

Inspector LESTER: That is what we are heading for. With the new site selection criteria it is 
a lot looser. Our standing operating facilities at the moment restrict us to one site per roll of film 
virtually. The new cameras, the new traffic packs, will allow us to move on the same roll of film 
and take up to 600 shots. The new site selection criteria, the new standard operating procedures 
and a lot of other things are currently in the Minister's office awaiting approval. Hopefully they 
will be signed off very soon and it changes again. 

Mr GmSON (CHAIRMAN): It is a little bit like fighting Mike Tyson with one hand tied 
behind your back, in a lot of ways. 

Inspector LESTER: One might say that. 

The Hon. J. S. TINGLE (STA YSAFE): If, in fact, the cameras and-- technology are 
concentrated in areas where you are going to reduce accident trauma, is the inference they would 
not normally be used in areas of low speed limits such as 50 km/h roads? Would that mitigate 
against their being used there because if you have a 50 km/h limit and people observe it we hope 
there will not be so many accidents. In other words you would be looking at 100 km/h limits and 
80 km/h limits more than, say, 50 km/h limits. 

Inspector LESTER: If speed is a factor in crashes that is where we use whatever technology 
is available to us. Now if that is the new lasers, if it is a radar or if it is a speed camera, depending 
on the areas, we are still restricted because the manufacturer's  requirement for the operation of 
radar is quite strict because you have got all sorts of bounce and Inspector Grainger can explain 
this more technically than I can, so we are restricted in using them where there are signs and 
where there is Armco railing and stuff like that. However, with the lasers it will go a fair way in 
solving that problem. If speed is a problem in a specific area, it does not matter what speed limit 
it is, we will attempt to enforce it. 

Mr SMALL (STAYSAFE): STAYSAFE is aware that the New South Wales Police Service is 
to introduce laser technology to support speed enforcement operations. What are the costs and 
benefits associated with the technology? 
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Inspector GRAINGER: The Police Service has carefully considered the question of laser 
technology as a form of speed enforcement. We are currently awaiting gazettal of devices and 
amendment to regulations to allow the use of this equipment. The benefit of the laser device is 
basically its ease of use suitable for multilane road applications, suitable for use in heavy traffic 
flows and it is suitable for use in short runs such as residential streets aQ,d school zones. On a 
cost-benefit basis the cost of a laser device is approximately half the cost of current stationery 
radar. 

Mr SMALL (STA YSAFE): Are there reports or other documentation that you can forward to 
the Committee regarding the use of laser technology for speed enforcement, particularly any 
documents which might describe and discuss the experience of other States and Territories with 
the technology? 

Inspector GRAINGER: I am not in possession of any documents but I can report that laser 
equipment is being used in a number of other States which is detailed in the chart. Basically 
Tasmania has eight devices, the ACT 12, Western Australia 30, South Australia 33 and New 
South Wales will be taking 60 devices into use shortly. 

Mr SMALL (STA YSAFE): If any information came forward I am sure we would very much 
appreciate it if that is possible. The Police Service has indicated that it supports a limited period 
of grace in relation to the enforcement of new speed limits in residential streets in similar fashion 
to the moratorium on speeding offences directed to speed camera technology at the time the 
cameras were introduced. Has the Police Service been involved in any formal discussions with 
relevant organisations on this suggestion? If so, what is the outcome of these discussions. 

Inspector LESTER: It is the desire ofthe Police Service to utilise enforcement efforts for the 
purpose of facilitating modification if driver behaviour and to promote subsequent voluntary 
compliance with the traffic law. We are saying it should be almost self-enforcing. As Dr Michael 
Henderson said earlier, we should not have to use major enforcement techniques to make this 
system work. It is not and never has been our particular aim to punish motorists. For this reason 
the Police Service would support a limited period of grace in relation to the enforcement of any 
new speed limit in residential areas, just in an effort to reaffirm with the motoring public that our 
activities are road safety related and aimed at the reduction of the road toll. Discussions have 
taken place between the Police Service and the Roads and Traffic Authority and there has been 
general agreement between the two organisations. Should a general urban speed limit or 
residential speed limit of 50 kmIh be introduced, the Police Service would participate in any 
consultation concerning a period of grace. 

Mr GmSON (CHAIRMAN): Should we still have a tolerance on our speed limit? Should we 
let a driver do 66 km/h in a 60 kilometre zone, or whatever the tolerance may be? I note in 
Victoria if it is a 60 km/h limit it is 60 km/h. 

Inspector LESTER: Our formal position is there is no such thing as a tolerance, full stop. We 
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leave it to the discretion of the constable who is actually working the area, with his or her 
knowledge of and intelligence on that particular area and street, whether or not to enforce at 
particular levels. The Commissioner did issue general guidelines in April 1 994 or 1 995, I am not 
sure which year, that if a person is less than 10% cent over the limit some other action apart from 
an infringement notice might be more appropriate. In other words, waggl� a finger or a caution. 
Formally there is not such thing as a tolerance in New South Wales. 

Mr GmSON (CHAIRMAN): Most people in New South Wales believe there is a tolerance. 
If a 50 km/h speed limit is implemented people will probably think: they are entitled to do 55 km/h. 
So does that not defeat our criteria before we even start? 

Inspector LESTER: To some extent it may. But not only do we have an external marketing 
process with the members of the public of New South Wales, we have an internal marketing 
process to be carried out with the operation of police in New South Wales to make sure they 
enforce at whatever is the appropriate level. 

The Hon. J. S. TINGLE (STAYSAFE): We have already touched on this. The committee has 
expressed concern previously about the ability of police to effectively enforce the 40 km/h limit 
in school zones both from the point of view of the length of the zone and availability of resources. 
In STA YSAFE 26 we made recommendation 28 to address this issue. Would you indicate to the 
committee what action the Police Service has taken with regard to that recommendation relating 
to a 40 km/h speed limit in school zones? 

Snr. Sgt. LOV A IT: In line with the recommendation referred to, the Police Service addressed 
the issue of guidelines for the use of speed detection technology in school zones. The amended 
guidelines, which are still subject to final approval, now include all school zones as approved 
camera sites. The most significant step towards addressing the problem of speeding in the school 
zones is represented by the Police Service efforts to commence laser speed enforcement in this 
State. The nature of these devices makes them ideal for deployment in this type of area. Roads . 
and Traffic Authority funding has allowed the purchase of 60 of these devices. Discussion has 
also been held with the Roads and Traffic Authority concerning problems associated with the 
policing of school zones. The discussions have centred around the signposting requirements for 
these zones �d the actual offence committed by persons disobeying the signposting in these 
zones. 

Mr JEFFERY (STAYSAFE): Does the New South Wales Police Service conduct joint 
enforcement operations, for example random breath testing and speed enforcements? If not, does 
the Police Service have plans to do so? 

Inspector LESTER: The New South Wales Police Service does conduct joint enforcement 
operations. The current guidelines allow for the combined operation of random breath testing and 
speed enforcement at the same time. Road trauma research has long indicated there is a variety 
of major causal factors directly related to frequency and severity of road trauma: that is, speed, 
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alcohol, occupant restraint, and fatigue. As a consequence, police enforcement operations are 
designed to address the variety of causal factors which traffic intelligence indicates are relevant 
at the time. We can cost efficiently and effectively enforce that area. 

Mr JEFFERY (STAYSAFE): The committee in recommendation 1 7  of the STAYSAFE 27 
report - which report I have a lot of passion for, as the parliamentary secretary to the Minister 
for Police would understand - made a recommendation that the New South Wales Police Service 
install video cameras and recorders in highway patrols and accident investigation squad vehicles. 
That was to record drivers' behaviour. This technology would be very appropriate for use in 
areas that are otherwise difficult for police, such as speed offences in a 40 km/h speed zone 
outside schools and also speed offences on residential streets and local roads. Apart from what 
has happened in Parliament, what has been the progress in implementing this recommendation? 

Inspector LESTER: We have one type of video recording system that is being tested within the 
Police Service. The initial results are proving quite effective and are quite positive. The Police 
Service will be further evaluating other types of on-board videos - there are quite a few on the 
market - before decisions are made, and there will be consultation with the Privacy Committee 
and the judiciary. From first-hand experience the Privacy Committee is very interested in on
board videos. The effectiveness or otherwise of the devices cannot be commented on prior to 
these proper evaluations being carried out. Following evaluation of all the available equipment 
the appropriate tendering policies will be employed, along with the application for capital funding 
for the purchase and the fitting of the devices. So whilst there is one on trial, we are gradually 
proceeding down the line to get them on board. 

Mr JEFFERY (STAYSAFE): Is the Privacy Committee interested positively or negatively? 

Inspector LESTER: I am sure with appropriate negotiation we can come up with a solution to 
both sides of the argument - the police enforcement side and the Privacy Committee. The major 
concern is what is called technology creep. The new speed cameras use frontal photography and 
the Privacy Committee is concerned, as with the videos, that the Police Service uses the speed 
camera or the on-board video for exactly what we say we are going to use it for and not allow it 
to creep into other areas and do other things we did not say we would do in the first place. 
Technology c�eep is their major concern. We can certainly work our way through negotiations 
and come up with a good solution from both sides. 

Mr HARRISON (STAYSAFE): In previous evidence on 4 December 1 995 the New South 
Wales Police Service indicated a current proposal to reduce the general urban speed limit to 50 
km/h would be an appropriate time to review the current penalty and demerit point system in New 
South Wales. Has a review of the demerit point system taken place or commenced? 

Inspector LESTER: The demerit point system is administered by the Roads and Traffic 
Authority. The Police Service is able to provide some advice in this regard though. A task force 
was created and met earlier this year to address the review of the demerit point system. Its 
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members comprised representatives from various sections of the Roads and Traffic Authority and 
the police Traffic Services Branch. A basic philosophy was agreed upon and that was that the 
demerit points should be allocated to persons for road safety related offences rather than just 
technical breaches. A draft document has been prepared setting out the recoinmended demerit 
point offences and that has gone for consideration to the Ministers of both organisations. 

Mr HARRISON (STAYSAFE): The committee has suggested that the current speeding 
offences under the Traffic Act 1 909 should be revised to specify increments of 1 0  krn/h rather 
than the current increments of 1 5  kmIh. This would bring the speeding offences increments in line 
with the increments in posted speed limits. Does the New South Wales Police Service support 
such a suggestion? 

Inspector LESTER: Basically we do support such a suggestion. The issue has been considered 
at length and the Police Service has participated in consultations with the Roads and Traffic 
Authority on this issue through its representation on the speed management task force. A number 
of concerns were identified by the police organisation during the consultation and were raised 
with the Roads and Traffic Authority. The latest advice we have is such that it would appear that 
the concerns held can be overcome and that there is no real impediment to the introduction to the 
system. It is also understood, however, that the Roads and Traffic Authority has corresponded 
with road safety authorities in other States of Australia and received information about what those 
authorities are doing so we have consistency. 

Mr GmSON (CHAIRMAN): You mentioned you had concerns. What concerns did you have? 

Inspector LESTER: Probably the base concern was 1 0  krn/h and under where an offender 
received one demerit point and no fine and there was a legal impediment where there was no right 
to appeal. An offender received an infringement notice, lost one point and did not get a monetary 
fine. Because of that, there was some complicating factor that it could not be appealed against, 
which goes against the grain in most of western society. So there must be some sort of right of 
appeal. We are working through that and it is looking good. 

Mr MILLS (STA YSAFE): The Police Service acknowledged in previous evidence last 
December that .there had been discussion on the development of a cautioning system about two 
years ago. Has there been any further examination of the question of a formal cautioning system 
to operate in conjunction with the traffic infringement notice system? 

Inspector LESTER: It was indicated in earlier evidence that the Police Service previously 
considered this on-the-spot cautioning system. At that stage we prepared a file to go to the 
Minister for Police. The matter was then considered by Cabinet and it was decided to defer the 
proposal. The Police Service was further advised that it would be appreciated if it could arrange 
for no further action to be taken in regard to implementation of this proposal until the matter was 
further considered by Cabinet. To date, no further advice has been received. So, after two years, 
it may have been lost in the system. However, papers relating to the proposal are being 
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resubmitted for consideration by the current Government. We have copies of the main file, so we 
will breathe new life into it. 

Mr MilLS (STA YSAFE): The committee has heard a lot about the importance of effective 
public education and communication strategies if we are going to implement lower speed limits 
successfully. Is the Police Service working with the Roads and Traffic Authority on possible 
communication strategies in relation to a new urban speed limit? 

Inspector LESTER: Yes, we consider this is one of the key things in the whole process of 
introduction of the 50 krn/h residential speed limit. We have had early consultation between the 
Police Service Traffic Services Branch and the Roads and Traffic Authority. Agreement in 
general terms has been reached and should a decision be made to implement or reduce general 
urban speed limits then steps can be taken to swiftly introduce the suitable marketing and public 
education strategy. The Roads and Traffic Authority is the driver of the marketing and public 
education, but we would certainly support that. 

Mr GIBSON (CHAIRMAN): Would the Roads and Traffic Authority or the Police Service 
implement that? 

Inspector LESTER: The Roads and Traffic Authority is the driver of the marketing side of it. 

Mr MILLS (STAYSAFE): I want to revisit the school zone question. I think I heard you say, 
Sergeant Lovatt, that the proposal that is currently awaiting consideration by the Minister is that 
all school zones be camera sites? 

Snr. Sgt. LOVATT: That is right. It will not fit the criteria. At the moment there has to be a 
number of crashes and it has to meet certain criteria before it is allocated a camera location. If 
they allocate the 40 krn/h zone as a camera site, we can put the camera there. 

Mr MILLS (STA YSAFE): Without it being a black spot. 

Snr. Sgt. LOVATT: That is right. 

Mr MILLS (STAYSAFE): What about this 200 metres guideline? Is that a legislated thing or 
a regulation? 

Snr. Sgt. LOVATT: It is a policy for operating the radar. 

Mr MILLS (STA YSAFE): It is an operational policy within the Police Service? 

Snr. Sgt. LOVATT: Yes, you have to work within 200 metres of the signpost and lots of the 
areas do not fall within that category. But if it is legislated and the speed signs are gazetted we 
can then report the motorist for speeding rather than for driving contrary to notice, which is what 
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we are doing now. 

Mr HARRISON (STAYSAFE): Even ifit is the subject of policy, perhaps that could be related 
back to school zones? 

Snr. Sgt. LOVATT: Yes. 

Mr HARRISON (STAYSAFE): That should not take too much effort at all . 

Inspector LESTER: No, that is actually one of the major pilots. 

Snr. Sgt. LOVATT: The laser radar would be ideal for enforcement in school zones. 

Mr GmSON (CHAIRMAN): Is it not like saying we can conduct random breath testing only 
after a drunken driver has crashed? It is a silly situation that we have to wait until so many 
accidents have occurred until we can do anything. 

Snr. Sgt. LOVATT: As you said before, our hands are tied behind our backs. We have been 
given equipment that we cannot use for what we want. Safety officers do speed checks at various 
locations. They might not meet the criteria for crashes, but local residents are complaining. 
Council officers do their speed checks and there is no doubt that speed is there, but we cannot 
work with it. 

Mr HARRISON (STA YSAFE): It is understandable that if you are coming from a 1 00 km/h 
zone into a 60 km/h zone, even if you take your foot off the accelerator immediately, it takes 
some time to slow up, otherwise you would have to start slowing down 200 metres before you 
reached the sign. 

Mr GmSON (CHAIRMAN): But by the same token, all motor cars have a brake. If a horse 
jumps out in front of your car, you will pull it up nine times out of 10 .  Surely it only means that 
you put a warning sign further down the road that in 200 metres you will be in a 60 km/h zone. 

Snr. Sgt. LOVATT: That is done now. 

Inspector LESTER: The point is that it was nice to have the deceleration zone for 200 metres 
after the change of speed limits, but another factor involves radars, which includes cameras. You 
cannot operate them in a certain area of reflective material, whether it is a vehicle or whether it 
is a sign. So technically we have to be careful of that as well. Lasers do not do that. They will 
be an excellent piece of technology and they will go a long way to solving our problems both in 
40 km/h school zones and residential speed limits in the same area. You just point the laser. If 

members of the Committee have not yet had the opportunity of seeing one, I would invite you to 
come out one day and we will demonstrate it for you. 
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Mr MILLS (STA YSAFE): Accepted. Thank you. 

Mr GIBSON (CHAmMAN): We would also like to have a look at any documentation 
applicable to the laser, if that is appropriate. 

Inspector LESTER: We can arrange that for you. 

Mr SMALL (STA YSAFE): Will the laser or any future technology clearly identify the vehicle? 
When you issue an infringement notice or a fine can you identify the car at the relevant speed? 
Many people dispute they were doing the alleged speed and say that other cars were travelling 
along the highway at the same speed at the same time the infringement was issued. Do you see 
that technology will help you in that regard in the future? Will the laser do that? 

Inspector LESTER: Traffic packs and current speed cameras are excellent. Members of the 
public can obtain a photograph of their own vehicle, if it is their vehicle, which shows the number 
of the car and across the top is printed the site and the speed. That occurs now. Laser 
technology is a simple hand gun. It is not attached to a camera. The only way we can record that 
is with either a digital camera, or an ordinary camera as we have now. But when you are 
considering $7,500 for a laser or $100,000 for a speed camera, you have to start weighing up the 
cost efficiency of the operation. 

Mr SMALL (STAYSAFE): Lots of drivers write in and say they were not travelling at the 
speed for which they were fined, yet on the highway many trucks are still travelling at that speed. 
It would be�helpful if there were some way to identify that person so that there could be no 
excuse. It would be wonderful to have it, but it sounds as though it would not be cost effective. 

Mr HARRISON (STAYSAFE): Proof has been available has it not? 

Inspector GRAINGER: Yes, photographs are available on application. 

Inspector LESTER: If it is an ordinary radar offence, or an ordinary laser offence you will not 
get a photograph, but if it is a camera offence you can get the photograph. 

Mr SMALL (STA YSAFE): But the camera offence would only be in the city where they are 
set up? 

Inspector LESTER: Some rural areas have them. 

The Hon. A. B. MANSON (STAYSAFE): The New South Wales Police Service previously 
indicated in submissions to the inquiry into pedestrian safety that the community and road 
education scheme, or CARES, was to be expanded from the focus on bicycle safety to allow for 
training in both bicycle safety and pedestrian safety. The Committee supported this initiative in 
recommendation 33 of the STAYSAFE 26 report. What action has been taken to ensure that 
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CARES centres and other similar centres throughout the State offer both bicycle and pedestrian 
safety training for young people? 

Inspector LESTER: The issue has been examined by the CARES coordinating committee, 
which has endorsed that as a valuable statewide strategy. In other words, it wants to do it in little 
groups. The provision of physical devices necessary to support the initiative is dependent upon 
funding for local CARES centres. Funding for these types of programs is always a problem, and 
it is not known when the program will be introduced on a broad-based scale. At this stage only 
one centre has completed the required works and that is the CARES centre site at Prospect under 
the administrative control of the Prospect police district. To date the educative aspects of the 
program have not been commenced but it is anticipated they will commence in the next couple 
of weeks. 
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Mr GmSON (CHAIRMAN): I note that the STAYSAFE Committee has previously received 
a submission from the NRMA. Is there any further documentation you wish to table during the 
course of your evidence? 

Mr MACKY: No. 

Mr GIBSON (CHAIRMAN): Would you like to make an opening statement or would you 
prefer to go straight into questions? 

Mr MACKY: I have a brief opening statement. On behalf ofNRMA I would like to thank the 
STA YSAFE Committee for inviting us to give further evidence to the inquiry of the Committee 
into 50 km/h local road speed limits in residential areas. The submission of the NRMA, which 
was tabled on 4 December 1 995, canvasses a range ofissues that NRMA considers needs to be 
addressed to generate broad community support for a 50 km/h speed limit in residential streets. 
We trust our submission has assisted the Committee in its inquiries to date. However, I 
understand the Committee has further questions it would like to pose to NRMA. Nigel, Stanley 
and I would be happy to answer them and any additional questions you may have. 

Mr GmSON (CHAIRMAN): What work has the NRMA done on speed management since the 
NRMA's witnesses last gave evidence to this inquiry that might assist the Committee in its 
deliberations? 

. Mr MACKY: NRMA has not undertaken any specific activity in speed management that might 
assist this Committee. It has, however, contributed to the development of the 1 996-97 New 
South Wales Speed Management Task Force Action Plan, one issue of which is to look at the 
introduction of lower speeds in local streets. It has continued its membership on the steering 
committee that is overseeing the Mosman-North Sydney trial, and it is also in the process of 
preparing an article on speed management for the next issue of the Open Road, which will include 
a questionnaire seeking member feedback on various issues including a 50 km/h residential street 
speed limit. 

Mr GmSON (CHAlRMAN): Your submission strongly recommends that the Mosman-North 
Sydney trial be fully evaluated before any decision is taken to implement a 50 km/h local street 
speed limit. What is the justification for such a recommendation when it seems that the Mosman
North Sydney trial is not a model that could be introduced effectively on a statewide basis? After 
all, the trial includes a 50 km!h limit on arterial, sub-arterial and collector roads, roads which 
would not be affected by the proposal before the Committee in this inquiry. 
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Mr McDONALD: The Mosman-North Sydney trial is a scientific study of a 50 km/h speed limit 
on a range of streets, being primarily local residential streets. Therefore, it is a model which 
would form a good basis to represent a statewide implementation of a 50 km/h speed limit. The 
study was developed as a full scientific study, planned, implemented and monitored with input 
from all relevant stakeholders, unlike a number of previous trials. The , study also includes an 
extensive assessment of community attitudes, and NRMA sees one of the key elements of the trial 
as the assessment of community feedback. Ultimately the success of a 50 km/h speed limit will 
depend on community acceptance. Appropriate communication strategies might also be 
developed from this information. Additionally, an assessment of the trial may be beneficial to 
demonstrate a full consideration assessment and subsequent commitment to a lower residential 
street speed limit. The merits of the scheme can be communicated to the New South Wales 
community in addition to providing realistic expectations of what we are likely to achieve with 
a lower speed limit. The trial and evaluation will finally provide local New South Wales 
experience under local conditions. 

Mr SMALL (STA YSAFE): I understand that last year you undertook a study tour on speed 
management to Europe. What can you tell us about the information on speed management you 
gleaned from that tour? 

Mr MACKY: I did undertake a study tour of Europe and the United Kingdom and looked at 
various traffic management issues. Obviously speed management was a priority. I had the 
opportunity to look at the issue of speeding in light of what was happening in New South Wales 
and Australia with respect to a lower speed limit in residential areas. One thing that struck me 
was that the residential areas of Europe, which have lower speed limits, are typically represented 
by very narrow streets with little properties set back from the road boundary, very dense housing 
areas and a lot of pedestrian and cyclist activity in addition to vehicle activity. 

These conditions are much more conducive to a lower speed limit than what we have in Australia, 
where we typically have wider streets, a greater property set back and less activity in our regions. 
Another issue I looked at was the implementation of 30 km/h speed limits in some countries, 
notably, Germany and the Netherlands. 

My main obseryation was that either those limits were applied in conjunction with traffic calming 
devices or the road layout was such that a 30 km/h speed limit was appropriate for the given 
conditions. I also noted that the speed limit on the motorways was typically in the order of 120 
km/h or higher. Based on my observations and experience, the design standards of some of those 
roads is certainly no better than what we have on some of our rural freeways in New South 
Wales. 

Another key issue I looked at was the development of intelligent transport systems and the 
various technologies associated with that, and the potential for variable speed limits which are 
used extensively on many European motorways to better reflect the prevailing speed limit based 
on travel conditions, weather conditions and so on. We would like to see that pursued with much 
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more effort in New South Wales. I acknowledge that the NRMA will be conducting a trial of this 
technology on the M4 motorway. The NRMA fully supports that because there are a number of 
opportunities to have a system whereby speed limits clearly reflect the prevailing travel conditions. 

Mr GmSON (CHAIRMAN): Public opinion does not support what the NRMA is saying about 
increasing the speeds on those roads. The STAYSAFE committee also toured Europe. We found 
that many speed limits in urban areas were based on 30 km/h in black spots and so on. We did 
not find many areas, apart from in the old cities, that had smaller, narrower and less windy streets 
than those in the Sydney central business district. Dublin has the widest streets in the world. 
There is a great comparison between many European cities and Sydney. On the European 
freeways and tollways countries have gone in the opposite direction to what the NRMA is saying. 
They are talking about bringing down the speed limit on most freeways and tollways. At certain 
hours the speed limit on a specific stretch of the M25 around London is down to 50 km/h; until 
12  months ago it had an unrestricted speed. Even Europe is moving - and it is moving much 
quicker than we are. For example, Denmark has had a 50 km/h speed limit for 10  years; many 
other European cities are the same. What we found in Europe would be almost the opposite to 
what you found. 

Mr MACKY: That is interesting. You raised a number of points that I should like to address. 
Firstly, Denmark introduced a blanket 50 kmIh speed limit in 1985. Clearly, it has also recognised 
the need to introduce higher speed limits on its traffic routes, and it is introducing speed limits of 
60 kmlh or higher on its traffic routes. That information was passed on to me by the police 
officers and traffic authority officers whom I met. European countries are looking at reducing 
their speed limits on freeways to 120 kmIh. For example, Germany has an unrestricted speed limit 
on many sections ofits motorways and is looking at opportunities to bring it down. A report of 
the European Transport Safety Council refers to reducing motorway speed limits to 120 km/h 
throughout the European Union. With respect to the M25, that represents a parking lot. It is well 
acknowledged-

Mr GmSON (CHAIRMAN): So does the autobahn and most of the others. 

Mr MACKY: That is why they have introduced variable speed limits. 

� 

Mr GmSON (CHAIRMAN): You just told me that in Germany they are increasing it. 

Mr MACKY: No, I did not; I said that they had unrestricted speed limits but were looking at 
reducing them through the introduction of variable speed limits. They will be able to post credible 
limits in areas where there is a lot of traffic or where adverse weather conditions exist. Whilst I 
certainly agree that there are a number of points or issues in Europe that we can take on board, 

we also need to be aware of Australian conditions and how we apply speed limits to reflect those 
conditions. I am certainly not suggesting that the NRMA is opposed to the introduction of 30 
kmIh or 40 kmIh speed limits, but it would need to be done in areas where there is  a demonstrated 
need for such speed limits and where the road environment or the physical layout supports such 
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speed limits. The European Transport Safety Council also noted that such limits should primarily 
be put in place where the physical environment encourages self-compliance. 

Mr HARRISON (STA YSAFE): In general, at 50 km/h pedestrians involved in a crash are just 
as likely to die as to survive. Is there a case for reducing the speed limit Qn residential streets to 
40 km/h or even 30 kmIh, as is now implemented, or at least being considered, in many European 
countries? 

Mr GRAY: Certainly, research evidence indicates that lower speeds significantly reduCe the 
severity of crashes for pedestrians, so lower speed limits are an important consideration in terms 
of pedestrian safety. This must be balanced with the needs of other road users and the likelihood 
of compliance by motorists. The NRMA believes that to reduce the residential speed limit to a 
blanket limit of, say, 30 kmIh, which is effectively half the present limit, may be considered by 
motorists to be too severe. This may seriously hinder compliance with the new limit. The 
proposed reduction to 50 km/h would be seen by most road users as a reasonable balance. It 
would provide an increased level of safety for pedestrians, which is important, and still allow 
reasonable access for motorists. Nevertheless it should be noted that the setting of speed limits 
in general should be related to the context of the road and the traffic environment in a specific 
area. This would allow us to have a range of potential speed limits, as Mr Madey suggested, set 
according to the context of each individual area. 

Mr MACKY: As I said, the NRMA is certainly not opposed to the implementation of 3 0  km/h 
or 40 km/h speed limits in appropriate areas, provided that they are supported by traffic calming 
devices orthe road layout. 

Mr GIDSON (CHAIRMAN): No witness today has spoken against the 50 km/h speed limit. 
However, all the so-called experts have told us that a 50 km!h speed limit should not need calming 
devices. You are saying that we need calming devices to bring in a 50 km/h speed. On what do 
you base your suggestion that we need calming devices, because the NRMA is the only body that 
has made that suggestion? 

Mr MACKY: The NRMA has not suggested that. I said that 30 km/h or 40 km/h speed limits 
would need th� support of traffic calming devices. We support the introduction of a 50 km/h limit 
because it can be implemented without the need for traffic calming devices. To answer Mr 
Harrison's question, some research I came across indicated that in Germany 74% of motorists 
exceeded the speed limit when 30 kmJh speed limits were put in place. We must bear in mind 
that, while we can introduce measures to support 30 km/h speed limits, there still may be 
difficulties in getting motorists to travel at that speed. That issue is of great concern to the 
NRMA We do not want to introduce rules that people do not obey and that cannot be effectively 
enforced. 

Mr HARRISON (STA YSAFE): Do you accept that it is a hypothetical question and no 
consideration is being given to that at present? 
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Mr MACKY: Certainly, but as I said, the introduction of those speed limits must be supported 
by appropriate devices. 

Mr JEFFERY (STA YSAFE): In northern Europe, road safety and traffic management issues 
are commonly dealt with in conjunction with environmental issues -. something that could 
perhaps be termed green safety. The move towards lower speed limits and better compliance with 
speed limits seems to be an outcome of this joining of safety and environmental considerations. 
This joining of safety and environmental considerations does not seem to occur in Australia or 
New South Wales. Why do you think Australian road safety workers have not followed the 
European lead? How do you think the joining of safety and environmental considerations could 
be better effected? 

Mr McDONALD: From the NRMA's knowledge of northern European practice we understand 
that environmental considerations and road safety considerations are addressed in conjunction, 
but that environmental issues are not treated as a primary objective. From our knowledge of a 
small number of instances in which they have been considered together, we understand that 
projects have been instigated on a road safety basis, then environmentally beneficial side effects 
have been identified, but generally more to assist in promoting the projects so that they gain 
further acceptance in the community, not to meet environmental goals. The primary role and 
driving force behind these projects has been road safety. In relation to the likely environmental 
effects ofa reduced speed limit in New South Wales, as stated in our December submission to the 
Committee, it would appear that the benefits would appear negligible. Direct changes in noise 
pollution and vehicle emissions would be expected to be insignificant. 

Any long-term environmental benefits, for example, from lower emissions as a result of a less 
aggressive driving approach on residential streets are unable to be quantified and may be open to 
public scepticism if used as a marketing tool for the proposal. However, having said that, we 
point out that the environment is only one component of amenity as defined in our submission. 
Amenity as a whole may be a valid marketing tool or selling point for the proposal, in addition to 
the road safety benefits. Such points may include the improved perception of safety in our local 
streets, especially for pedestrians and vulnerable road users. 

Mr GmSON -<CHAIRMAN): I do not know whether you have seen the AUSTROADS report, 
which suggests that we will bum 48 million litres of fuel less in the first year. Do you think that 
that is an environmental plus? 

Mr McDONALD: Our understanding of that study is that, first, AUSTROADS looked at steady 
speeds to obtain its figures, so it is not a true reflection of the real environment. Secondly, the 
figures assume that we will achieve speed reductions with a change in the speed limit. To some 
extent, it may not be realistic to expect these reductions, particularly if existing travel speeds are 
below the speed limit that we aim to set on some roads. 

Mr GmSON (CHAIRMAN): The AUSTROADS report is in a graduated form, for example, 
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if the average speed falls by 10 kmIh, 48 million litres of fuel will be saved; if the average speed 
falls by only 7 kmIh, X lit res of fuel will be saved, and so on. It would have to be a plus for the 
environment, even if we burn 25 million litres of fuel less. 

Mr McDONALD: That is certainly true. There may be a plus but we e�pect it to be relatively 
small, compared to other potential environmental improvements. In that regard it would be 
negligible. 

The Hon. J. S. TINGLE (STAYSAFE): The NRMA has suggested that a review of speed 
limits everywhere should be undertaken to help to build public credibility in speed limits, thereby 
winning public support for a 50 krn/h speed limit in residential streets. The Roads and Traffic 
Authority has told the Committee that this has virtually been done and that there is little room to 
move on speed limits. The Roads and Traffic Authority also does not agree with the NRMA 
proposal to raise speed limits on the best freeways to 120 krn/h. The idea that speeds should be 
increased on some roads does not appear to have any support among those who have given 
evidence today. What justification is there for your argument? 

Mr MACKY: Firstly, the NRMA disputes the Roads and Traffic Authority's assertion that there 
has been a review of speed limits on all roads. We recognise that lot of good work has been done 
in recent years in addressing this issue, but the NRMA thinks there are still inconsistencies in 
posting speed limits. We drew the attention of the Committee to this problem last year when we 
provided evidence on 4 December. This has also been reinforced by feedback from our members 
and from various other stakeholders. The NRMA believes there is still a credibility gap between 
drivers' expectations, current speed zoning and the communication of speed limits. With respect 
to the issue of a speed limit of 120 km/h and the general setting of speed limits, we certainly have 
not recommended a random increase of speed limits on some roads to compensate for a reduction 
of speed limits on other roads. We have stated for a number of years that speed limits should be 
set to reflect the driving environment and the relative safety of different road environments. We 
feel that establishing a more credible system of speed limits in the eyes of the community is one 
of a number of important measures that will encourage greater compliance with speed limits. 

Our support for trialing a speed limit of 120 krn/h on high-standard rural freeways is based not 
only on our personal observations but on feedback from our membership and from various other 
sources. In 1 993, the then State Government formed the Community Advisory Group on 
Speeding in recognition of the fact that community input and involvement were integral to the 
success of the New South Wales Speed Management Program. Membership of that group 
comprised local government, various road transport operators, the medical profession, the 
Country Women's Association, New South Wales Farmers Association, and a broad cross section 
of stakeholders. One of the recommendations of the group was that the community would 
appreciate a commitment to examine the potential for increasing the limit on appropriate sections 
of rural freeways. 

This view is not something the NRMA has devised or made up. It is something we have 
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canvassed with our membership and it also has the support of a variety of other stakeholders. It 
should also be noted that the roads we are talking about where this would apply are really only 
high-standard rural freeways. Currently in New South Wales a speed limit of 1 1 0 km/h can apply 
on the high-standard two-lane rural roads; that is undivided rural roads with one lane in each 
direction. We are saying that limit is perfectly safe on a two-lane rural higpway, yet on the other 
hand we have a four-lane divided carriageway, a freeway-standard road and we are saying that 
the same limit is applicable to that road. In the eyes of the community I think there is a bit of a 
credibility gap there. 

The Hon. J. S. TINGLE (STAYSAFE): There may be, but ifwe seriously envisaged raising 
the speed limit on those best roads to 120 km/h - and I agree that some of those roads could be 
travelled at 1 20 km/h-it would add another speed limit to the confusion we have heard about 
today. We have heard about speed limits of 40, 50, 60, 80, 100 and 1 1 0 kmIh. Speed limits seem 
to lose credibility if they constantly change on one long stretch of road. People become irritated 
and think they are meaningless. Would that not mitigate against credibility rather than support 
it? 

Mr MACKY: I agree absolutely. The whole basis of speed zoning is to have credible speed 
limits on our roads system, but not so much that speed limits change so frequently people do not 
understand what the speed limit is. It is a case of ensuring that there is a minimum length of road 
which would be speed zoned and that it is speed zoned accordingly. The issue of not knowing 
the speed limit comes back to how that speed limit is communicated. One of the concerns we 
have raised in our submission is that there needs to be an improvement in the communication of 
speed limitsto road users so that they are in no doubt whatsoever what the prevailing speed limit 
IS. 

Mr GmSON (CHAIRMAN): lfthe speed limit on those roads is increased to 1 20 kmIh, would 
you also increase the speed limit of trucks and buses by 1 0  km/h? 

Mr MACKY: That issue needs to be looked at. We are certainly suggesting that. We are 
saying that there may be merits in increasing the general speed limit. 

Mr GmSON JCHAIRMAN): Surely if that is the case it would have to apply to buses on open 
roads as well. 

Mr MACKY: Currently it does not, in New South Wales for example. 

Mr GmSON (CHAIRMAN): It is 1 0  km/h less. If the speed limit is increased to 1 20 kmIh, 
you say the NRMA supports trucks and buses travelling at 1 1 0 km/h on those main roads? 

Mr MACKY: Currently in New South Wales the speed limit for trucks and buses is 90 km/h 
unless the vehicle is fitted with a speed limiting device. 
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Mr GIDSON (CHAIRMAN): But it is 100 kmIh. 

Mr MACKY: I am not in a position to comment on that. There is that differential. The 
development of the Australian road rules recommends that a speed limit of 100 kmIh be applied 
to all trucks and buses, and that would still have a speed differentiatiop. of 20 kmIh on those 
highest standard roads. 

Mr GIDSON (CHAIRMAN): You are saying these roads are good enough for cars to increase 
their speed by 10  km/h to 120 kmIh, yet they are not safe enough or good enough for trucks and 
buses to travel at that speed? 

Mr MACKY: I appreciate the point you are making, and it is valid one. Research has shown 
that speed variance or increased speed dispersion can actually be detrimental to road safety. A 
number of studies highlight that problem. 

Mr GIDSON (CHAIRMAN): I am asking whether to NRMA believes the increase in the speed 
limit should apply to trucks and buses? 

Mr MACKY: We certainly recOgnise that there are scientific studies, but we also have to accept 
the fact that we need to deal with the community. I am not sure whether the community would 
support increasing the speed limits of trucks and buses to be in line with the general speed limit 
for all vehicles. 

Mr HARRISON (STAYSAFE): I inferred from what the NRMA said that if the speed limit on 
buses and trucks was increased to 1 1 0 km/h and they were governed, they would travel at that 
speed on other roads where the speed limit was 1 00 kmIh. That is not a practical suggestion. I 
gather the NRMA is saying that whilst the speed of private cars may be increased to 1 20 kmIh, 
trucks and buses that are governed to 100 kmIh would maintain that speed. Is that correct? 

Mr MACKY: As I said, the community may support the introduction of a speed limit of 120 
km/h on some roads, but whether there would be broad community support for increasing speed 
limits for trucks and buses is another issue that cannot be dismissed and has to be considered. 

Mr HARRISON (STAYSAFE): If the relativity of 1 0  kmIh were to be maintained, trucks and 
buses would have to be governed at 1 1 0 kmIh. That would mean they could travel at 1 10 kmIh 
on roads that had a speed limit of 80 or 100 kmIh. 

Mr MACKY: Some people might say that trucks and buses are already travelling at those sorts 
of speeds on other roads. 

The Ron. J. R. JOBLING (STA YSAFE): I wish to refer to motorist compliance and 
compliance with the multiplicity of zonal changes that have been discussed, particularly the 
possibility of a speed limit of 50 kmIh. Will you address the question of the sort of information 
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a motorist should encounter when leaving a major road to travel on a local or residential road? 
How can older motorists be educated to ensure that they understand what they have encountered 
if a speed limit of 50 kmIh is imposed when they leave the major road? How would you ensure 
that they get the message? 

Mr McDONALD: The NRMA would envisage that it would be similar to the current situation. 
The blanket speed limit would be 50 kmIh and all other routes signposted appropriately. 
Therefore, we would see that current traffic routes would be signposted at 60 kmIh and the speed 
limit clearly communicated on those routes to motorists, with particular attention being given to 
any areas that might not meet driver expectations, where they may expect a higher or lower speed 
limit. As a basis for discussion the NRMA has also suggested that a suitable road environment 
prompt for the speed limit may be centre-line markings. Any roads that have centre-lines would 
be expected to be speed zoned at 60 km/h or above and roads without centre-line marking would 
generally be expected to have a speed limit of 50 kmIh, again with special attention to signposting 
in locations where that does not occur. It is important to emphasise that this will not be a no-cost 
activity; there will be significant costs associated with clearly signposting and communicating the 
new limits to motorists. 

The Hon. J. H. JOBLING (STA YSAFE): You suggested that there would be no centre-line 
marking on roads with a speed limit of 50 kmIh. On some of the narrower roads with parked 
vehicles, would that not create in the minds of some drivers a judgmental problem with the width 
of the road? What would be the benefits of having no centre-line marking other than that it would 
be different? 

Mr McDONALD: Basically the background for that suggestion was that most of the roads 
where we would expect a limit of 50 kmIh to apply currently do not have markings. We would 
need to give some attention to any areas that do have markings to ensure that motorists are not 
confused. That was the primary reason. 

Mr MACKY: This has just been put forward for discussion. Many of our local streets where 
a speed limit of 50 kmIh would apply do not have any line marking. Therefore, it is a clear and 
relatively simple message to drivers that if there is no line marking they are in a local environment 
and should driye accordingly. Obviously in some areas line markings exist. It has been raised as 
a point for general discussion. 

The Hon. J. H. JOBLING (STA YSAFE): I am equally concerned about some older drivers 
who have been driving for many years. If a speed limit of 50 kmIh applies, the absence of a 
centre-line would not remind them of that speed limit. It will take quite a while for it to sink in 
unless there is a standard "50" or a house sign. Would you consider marking the speed limit on 
the road or putting a brick band across the road? Without such a sign I do not believe one could 
guarantee that an alarm bell would ring to indicate that the speed limit was 50 kmIh. 

Mr MACKY: That is an important point. With any introduction of a lower speed limit there 
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would have to be extensive community education and a publicity campaign. I do not think the 
problem will be sorted out immediately; it needs to be considered in great detail. How do we 
effectively communicate speed limits to the road user? If a general speed limit of 50 km/h applies 
on our network and we advise drivers that where the speed limit is signposted 60 km/h or higher 
they know they are on a traffic route, that would probably be the mqst appropriate way of 
differentiating between those local streets where a lower limit applies and your main traffic routes. 

The Hon. J. H. JOBLING (STAYSAFE): Motorists travel from State to State. Would you 
suggest that this should be a uniform arrangement throughout the States or will you take your 
chances with interstate drivers and hope they read the book or remember the difference? 

Mr MACKY: It would be far more appropriate to have uniform road rules across the nation. 
It simplifies things and it overcomes the problem of drivers from different jurisdictions not 
knowing what rules apply in different areas. We would prefer to see a national approach 
undertaken particularly on this issue, where so many potential benefits are available to the 
community. 

The Hon. A. B. MANSON (STA YSAFE): If there were a general review of speed limits in 
tandem with the introduction of a 50 km/h speed limit in residential areas, and assuming this 
process led to a higher speed limit on certain roads - for example, NRMA's proposal to raise 
speed limits on the best freeways to 1 20 km/h - two results might be expected: that the 
credibility of the setting of speed limits would increase but severity of crash injuries would 
increase on those roads where speed limits have been raised. Can we be certain that the 
improvement in injury severity in 50 km/h zones will outweigh increases in injury severity on 
roads where speed limits have been raised? 

Mr MACKY: From NRMA's perspective it is not a case of trading off slower speeds on some 
roads in return for higher speeds on others. Nor is it a case of suggesting that any casualty 
increases, which may occur on higher speed roads, will be acceptable because there will be a 
greater reduction of casualties on other roads. Our premise for a higher speed limit on some of 
those highest standard rural freeways is based on the perception that our road network is far too 
complex to warrant general speed limits and that we need a credible system of limits that reflects 
the driving environment and relative safety of different roads. Currently we have speed limits of 
1 10 km/h on two-lane undivided roads and, therefore, we think it is appropriate to have a higher 
speed limit on the higher standard freeways. We are talking about four-lane divided carriageway 
roads. 

The proportion of the network that we are talking about is very minor, but in the eyes of the 
community it could have significant ramifications by having a more credible system of speed limits 
in place. Another point is that it should be noted that according to the 1994 Roads and Traffic 
Authority Statistical Statement, which is the most recently published report, only 1 .5 % of 
casualty crashes occurred on roads where a 1 1 0 km/h speed limit applied. In other words, that 
is on all rural roads where 1 10 km/h applied. The sections of road we are referring to again only 
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represent a small percentage of those roads and, therefore, we do not think there will be a 
dramatic increase in crash risk. The other point is that on many of these roads that the NRMA 
would want a 120 km/h speed limit applied, travel speeds on those roads exceed the 1 1 0 km/h 
speed limit and most people drive quite safely in excess of those speed limits. 

Mr MILLS (STA YSAFE): What role will the NRMA have regarding the introduction of the 
new 50 km/h urban speed limit in New South Wales, first in providing infonnation to its members 
and, second, in cooperative activities with the Roads and Traffic Authority, police and other 
organisations such as councils? 

Mr GRAY: We have a number of ways to provide infonnation to our NRMA members, 
particularly through the NRMA magazine Open Road, with which you would be familiar. That 
can be used significantly to highlight the benefits of a new speed limit, if such comes in, and also 
provide general infonnation about the whole proposal at the planning and implementing stages. 
It is possible that the Open Road could be used as a feedback mechanism for gauging public 
reaction before, during and possibly after the implementation of a 50 km/h limit. We can also 
utilise the NRMA branch network, which is now across New South Wales, to channel infonnation 
to members and people from the general public. It is possible that the proposed limits might be 
the focus of some activity during road safety activities that our branches commonly undertake in 
their local areas, partiCUlarly during October, which is road safety month within the NRMA. If 
this speed limit were introduced, there is a possibility that that might be part of that road safety 
month. 

We coulct also infonn people about the new 50 km/h limit as part of our general ongoing road 
safety campaigns, particularly utilising newspapers, radio and television. NRMA has a long 
history of cooperative campaigns and activities with all other major stakeholders in road safety. 
We are certainly a major stakeholder in Road Safety 2000. We have representation on the Road 
Safety Advisory Committee and the Road Transport Advisory Committee and all road safety task 
forces as Mr Macky mentioned earlier. That includes, of course, the Speed Management Task 
Force. We have been involved in cooperative campaigns on many issues, not just speed, but also 
child safety, seat belts and child restraints, drink-driving and fatigue. We are very happy to 
continue to liaise and work with those organisations in the implementation of a new 50 km/h limit, 
if there were �y indications of that happening. 

Mr GmSON (CHAIRMAN): You mentioned the possibility that the Open Road could be used 
for public feedback. How could that be done? 

Mr GRAY: Because the Open Road goes to all of our members, which is more than two million 
members in the State, it is possible it could be used to conduct something like a survey to get 
feedback from people on the new limits, for example, within a period of time after it was 
introduced. A carefully constructed survey with appropriate questions could possibly be included 
in the Open Road and responses collated as they were returned to get an idea of what people are 
saying about the new speed limit and any problem with it. It is just an idea. 
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Mr GmSON (CHAIRMAN): Is it possible to say now that the Open Road would be used for 
that purpose? 

Mr GRAY: I cannot give a 100% assurance on that, but it seems likely at this stage, given some 
long-term planning, we would be able to utilise the magazine. 

Mr MACKY: There are certainly opportunities to use the publication. One problem is that the 
Open Road is a bi-monthly publication and the lead-up time is extraordinary. 

Mr GmSON (CHAIRMAN): Do you control the publication? 

Mr MACKY: No. 

Mr GIBSON (CHAIRMAN): Perhaps that is another reason you cannot say whether the 
magazine could be used in the manner suggested? 

Mr MACKY: That is quite right. Certainly we try to work with the editors to include articles. 
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Mr GmSON (CHAIRMAN): The STAYSAFE Committee has received a submission from the 
Roads and Traffic Authority previously. Do you wish to table any further documentation during 
the course of evidence? 

Mr TAYLOR: We have two packages of infonnation to present. 

Mr GIBSON (CHAIRMAN): Mr Ford, would you care to make an opening statement or 
would you prefer to proceed to questions? 

Mr FORD: I would prefer to go straight to questions. 

Mr GmSON (CHAIRMAN): Have you identified any key elements that would fonn a strategy 
for substantially reducing the road toll by the year 2000? How important do you see the 50 kmIh 
speed limit in residential streets to such a strategy? 

Mr FORD: 'Road Safety 2000 is the Government's  strategy for reducing the road toll for New 
South Wales. Speed management is an integral part of that strategy. Lower speed limits in 
residential areas or in special precincts are in tum a key part of the speed management strategy. 

Mr MILLS (STA YSAFE): In the Committee's research under this inquiry there seems to be 
some confusion about whether the Mosman-North Sydney 50 kmIh trial is a prototype for the 
general proposal regarding 50 kmIh speed limits. Can you indicate how the Mosman-North 
Sydney trial differs from the Roads and Traffic Authority's proposal for a 50 kmIh speed limit on 
urban roads in New South Wales? 

Mr MORAN: The Mosman-North Sydney 50 km/h initiative should not be seen as a prototype 
for a general 50 km/h urban residential speed limit. However, it is a convenient avenue for 
tapping community opinion and practical experience with a 50 km/h limit under urban New South 
Wales conditions. Any 50 km/h urban residential speed limit would be focused on changing the 
general limit, that is to say that 50 kmIh would be the rule rather than the signposted exception 
and would automatically apply only to streets identified as having a predominantly local access 
function. Designated traffic routes would be zoned at 60 kmIh. By contrast the Mosman-North 
Sydney initiative involved identifying an entire precinct incorporating both local access and traffic 
routes and applying a 50 km/h zone across the entire area. That is to say that the 50 km/h limit 
is a signposted exception under the current 60 km/h rule. The Mosman-North Sydney initiative 
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was and remains primarily a trial of alternative treatment to conventional traffic calming using 
physical means to reduce the impact of through traffic on residential precincts. The effectiveness 
of a community feedback mechanism and the feasibility of random enforcement methods, which 
have been incorporated into that particular trial, may well be elements of that trial with more 
general applicability for a lower urban residential speed limit. 

Mr MILLS (STA YSAFE): The available research evidence seems to indicate that it is not 
possible to enforce the 50 kmJh limit across an entire urban residential street network without 
some form of alteration to the road environment or road infrastructure that compels drivers to 
travel at the appropriate limit without a significant and targeted police presence. The Committee 
refers here to chicanes, raised platforms and such engineering measures. Can you comment? 

Mr CROFf: A general urban residential speed limit of 50 kmIh, as we are considering here, will 
be introduced as a general default limit - that is, it is applicable on all roads unless signposted 
or speed zoned otherwise. There should be no intention in a general limit like that to rely on road 
devices such as speed humps and so on. Such devices are more properly reserved for special 
areas where there is a lower speed limit than the general limit. Evidence from Australian 
experience indicates that special areas or precincts with lower limits, such as 40 km/h, indeed 
work better than by installing physical devices. There is evidence from Australia and elsewhere 
that a 50 kmJh general limit can be implemented without road engineering devices and, indeed, 
should be as a general rule. 

Mr GmSON (CHAIRMAN): You have argued that it should not be a default speed limit, that 
it should be known as the local street speed limit. Is there any particular reason for that? . 

Mr CROFf: It is a matter of terminology in these times of impending change. Certainly the way 
the notion is being considered by the Committee is that something like a 50 kmJh limit should be 
introduced as a general default limit, rather than the signposted exception. So, in theoretical 
terms, it is a general limit. The current general limit is, of course, 60 kmJh. There is good advice 
around that, in order to avoid confusion in the mind of the community, we should be talking about 
introducing something which is new and has a specific purpose rather than merely lowering 
something we already have. 

� 

Mr HARRISON (STAYSAFE): The Committee has noted recent media accounts of the so-
called smog-dog or a vehicle emissions detection and measurement device developed and to be 
deployed by the Roads and Traffic Authority. Are you able to describe the development of this 
device, its intended operational use and the statutory context in which the device would be 
deployed? 

Mr TAYLOR: I have sought information from our environmental branch on this issue. I do not 
claim to have personal expertise, but the information I can provide for the Committee is that the 
Roads and Traffic Authority is currently trialing a remote sensing technology and regards it as a 
screening mechanism. It is not being used as part of any vehicle enforcement program and I 
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understand that it uses infra-red technology to detect invisible emissions. It uses cameras to assist 
in the administration of the program but those cameras are not related to speed or red light 
cameras. The further information I have is that if they prove effective at identifying polluting 
vehicles they will be used to screen for vehicle emissions and identifY those vehicles that require 
more rigorous emissions testing to identify mechanical problems. That would be done either in 
an emissions testing facility or from the roadside. It is a device to screen out vehicles that do not 
require such testing. 

The advantages are that, as a screening mechanism, it would mean that only polluting vehicles 
would need to undergo rigorous testing. It is important to note that the advice I have received 
is that those polluting vehicles are not necessarily older vehicles. Many new vehicles can be gross 
polluters particularly if their emission control equipment is faulty or out of service. I can 
undertake to give further detailed information if there are ·follow-up questions, but because of my 
limited technical knowledge I cannot undertake to answer those here. 

Mr HARRISON (STA YSAFE): Many councils, including those who have expressed support 
for the proposal, have indicated that they expect the State to meet many of the costs associated 
with implementation. What does the Roads and Traffic Authority consider to be the appropriate 
means of meeting such costs? 

Mr FORD: The likely cost will be incurred in the identification of routes which should remain 
at 60 krnlh, signposting those routes, publicity, advertising, public education regarding any 
changes and, initially, raising the level of enhanced enforcement on certain sensitive routes. If the 
50 km/h proposal were to be endorsed by the Government, it would be an essential element of a 
major policy initiative area to the Roads and Traffic Authority and, consequently, the Roads and 
Traffic Authority would meet the initial costs of implementing such proposals. In the longer term, 
costs such as those associated with signposting would be shared between the Roads and Traffic 
Authority and councils as is the present policy position. 

Mr HARRISON (STAYSAFE): Would that be on a 50-50 basis? 

Mr FORD: That is correct-well, it depends on the proposal. It would be at least on a 50-50 
basis. The �oads and Traffic Authority does fund above the 50-50 level, depending on the 
application. We can fund up to 100%, provided that there is a clearly demonstrated road safety 
outcome. We start with a minimum of 50-50 and work up from that. 

Mr HARRISON (STAYSAFE): Have you made an assessment of the likely cost to the 
Government? 

Mr FORD: Yes, we have. In our earlier submission we indicated a figure of the order of about 
$5 million. A bit of guesswork is involved, of course. 

Mr HARRISON (STA YSAFE): I would think that is a conservative estimate. 
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Mr FORD: That is over and above our current level of funding for councils for initiatives on 
local roads. That amount of money is really quite substantial. The $S million is additional 
funding, over and above the amount of money which we currently fund for local government. 

Mr HARRISON (STAYSAFE): The money that is currently allocated is fully expended, so 
effectively the cost would be $S million. 

Mr FORD: I am saying that the additional cost over and above that would be $S million. We 
currently fund a number of what we call local area traffic management initiatives or lower speed 
initiatives on local roads. 

Mr HARRISON (STAYSAFE): My understanding is that that money is fully expended every 
year. Is that so? 

Mr FORD: Yes, it is. That is correct. 

Mr HARRISON (STAYSAFE): Effectively, you would have $S million to work with, is that 
so? 

Mr FORD: Over and above that, yes. 

Mr HARRISON (STA YSAFE): Unless you were to divert money from somewhere else. 

Mr FORD: If the Government elected to run this initiative and we had to divert money from 
somewhere else, we would. It would become a government policy position and the funds would 
be made available. 

Mr SMALL (STAYSAFE): The Committee has a concern about the logistics of the 
introduction of a SO km/h speed limit. What time period is being contemplated for the preparation 
of the introduction of a SO kmIh speed limit, assuming that the Government supports the 
introduction of a SO kmIh speed limit in one form or another? The Committee has also heard 
much about the importance of effective public education and communication strategies in the 
successful implementation of a new speed limit in residential streets. What developmental work 
has been programmed, or is in progress currently, regarding possible communications strategies 
to introduce and support a new urban speed limit of SO kmIh? 

Mr TAYLOR: Certainly the implementation of a SO kmIh limit would involve appropriate 
community consultation and a public education program would be essential, supported by 
information materials, publicity and advertising activities; identifying and signposting those routes 
that would remain at 60 kmIh; and development of initial targeted enforcement activities. 

In the scheduling of that we would try to avoid periods such as the December-January period as 
being atypical or untypical periods of traffic flow for implementing such a major change. Also, 
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that would avoid a clash with other major road safety campaigns that we currently run across the 
State at those times of the year. Our submission indicated that our estimate is six to nine months 
for those basic tasks. 

In the context of the nature of communication strategies pages 30 and 3 1  of the Roads and Traffic 
Authority submission identified a number of communication strategies we considered would be 
appropriate for this initiative. They include such things as being prepared to hold stakeholder 
forums, advertising, generation of facts sheets for information, involving ourselves in media 
advocacy and a range of public education activities that would be relevant to implementation. 

The communication program would have three clear phases. The first phase would be before the 
implementation or changeover to 50 krn/h. That phase would be focused on informing and 
advising the public of what to expect, and also re-enforcing any public support of the policy. I 
would see that as the first phase. The second phase would be when something occurs, if 
something is agreed to and it occurs. It is essentially a message designed to explain for drivers 
how they can distinguish between a 50 kmlh road and every other road. That is the simple 
message at the point of implementation. I think there would be a third phase, which would be a 
follow-up phase, where we would be seeking feedback, trouble shooting, information. 

Mr SMALL (STAYSAFE): The introduction of speed cameras in New South Wales was 
funded by a specific diversion to the New South Wales Police Service of monetary fines collected 
for speed-related traffic infringements. Has a similar diversion of revenue been contemplated to 
support the costs associated with the introduction of a 50 krn/h speed limit? 

Mr TAYLOR: No. 

Mr SMALL (STAYSAFE): Has the Roads and Traffic Authority ever proposed to Treasury 
that some percentage or proportion of the revenue generated from monetary fines collected for 
traffic infringements be used for road safety or traffic enforcement activities? If so, when was this 
proposal made, why was it being proposed, what was being proposed and what was the response 
of relevant government agencies such as Treasury? 

Mr FORD: The concept has been debated within the advisory committees of the Roads and 
Traffic Authority. No decision to support such a proposal has resulted from those deliberations. 
Certainly no formal proposal has been submitted to Treasury. This is clearly a policy decision and 
is a matter for determination by the Government. If I may come back to the earlier question with 
respect to the diversion of funds to facilitate enforcement, two points are important. 

Firstly, we have quite a comprehensive program with the police on targeted enforcement whereby, 
at crucial times during the year, the Roads and Traffic Authority meets the cost of additional 
enforcement activities. Those activities are an integral part of a campaign. It may be the 
Christmas campaign, for example, or the Easter campaign or a holiday period campaign; or it 
might target a vulnerable road user group, for instance elderly pedestrians. 
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The second point might assist. As part of the Mosman-North Sydney trial the police, in concert 
with us, are looking at extending this notion of targeted enforcement whereby we are getting a 
better presence of police without necessarily increasing the amount of resources we need to do 
that - a better utilisation of the police enforcement resource. That is based on a New Zealand 
model. If that is successful, and we will know that by the end of Septe�ber, we can certainly 
extend that application further, in which event we are effectively getting better use of the resource 
as well as putting additional funds into enforcement over the crucial periods of the year. An 
enforcement strategy is being developed and trialed as part of this process. 

The Hon. J. H. JOBLING (STAYSAFE): As I understand it, available research seems to 
suggest that pedestrians who are involved in a crash at a speed of about 50 km/h are just as likely 
to die as to survive. Whether or not you agree with that, from your point of view is there a case 
for reducing the speed limit on residential streets to 40 km/h or even 30 kmIh, as is being 
implemented or at least considered in many European countries? If your answer is no, would you 
explain to the Committee your reasons for saying that? 

Mr CROFT: Research evidence is that in a crash typically some braking occurs from the 
prevailing speed to the actual impact speed. The lower the prevailing speed limit and prevailing 
speeds, the greater the opportunity for a vehicle to be able to reduce its speed in the event of an 
impending crash. In terms of simple physics, a crash at a speed of 40 km/h or 30 km/h is 
obviously going to be better than a crash at a speed of 50 km/h. If the application of a 30 km/h 
or 40 km/h speed limit could achieve such a reduction in crash speeds, it would certainly be safer 
to have that. 

The Roads and Traffic Authority's submission to which you referred makes the judgment that in 
practice in New South Wales there may well be a substantial level of excessive speeding in a lower 
limit environment, which would negate any benefit we would expect from generally an approach 
to lower speeds. These figures are acknowledged already in the fact that there are special 40 
km/h and 30 km/h areas in areas where the need is regarded as special, for example, to 
accommodate pedestrian and cycling traffic particularly near schools or in some shopping centres, 
parks and confined residential areas. 

The community and the drivers are prepared to accept those areas as different from the general 
road network and as deserving of a lower speed limit. We know that. Lower limits such as 40 
km/h in those areas may continue to be implemented under any proposal that the Committee is 
considering at the moment. They could be implemented by councils in partnership with the Roads 
and Traffic Authority under guidelines which exist at the present. 

The Hon. J. H. JOBLING (STAYSAFE): In specific urban areas a bullbar added to the vehicle 
will compound the injury quite substantially, I take it? 

Mr CROFT: The issue of bull bars is something of a rather controversial nature which has been 
discussed in other forums, but it would exacerbate the situation. 
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The Hon. J. S. TINGLE (STA YSAFE) : We all agree that there are a tremendous number of 
drivers in New South Wales who seem to regard the posted speed limit as a suggestion rather than 
the maximum, who assume that there is a tolerance level over that 60 krn/h or whatever it might 
be. When we bring in a 50 krn/h limit, do you believe it will be possible to actually get those 
drivers to reduce their speed and observe the 50 krn/h limit when so many of them ignore the 60 
krn/h limit and drive at 70 krn/h or 75 krnIh? How do you propose to deal with that? 

Mr TAYLOR: Firstly, it is not just an Australian or a New South Wales circumstance because 
wherever speeding is an issue in the world we find that it is a contributing factor to crashes, and 
that sort of driver-speeding behaviour is a manifestation. But taking that as a background, we 
believe that the long-term aim of a speed management strategy is to shift that road user behaviour 
ultimately in a voluntary sense both with an attitude to speeding as an understanding that it is 
directly related to crash and injury causation. That community response quite clearly requires 
speeding to be ultimately seen as a socially undesirable behaviour because it is linked to crashes 
in the same way other major factors are. 

But the experience of our drink-driving behaviour provides clear evidence that this is not going 
to happen overnight and we need to take a long-term time frame. We are talking about a 1 5  or 
20 year change in attitudes. Having said that, over recent years some of our recent speed 
observation studies on residential streets in particular, and that is where we are talking about now, 
show some reductions in average speeds and average speeds are very close to the speed limit of 
60 krnIh currently. 

Mr FORD: Mr Moran will correct me if I get this wrong, but our preliminary work on the 
Mosman-North Sydney trial, for example, tends to indicate that while we are not getting a 
significant shift on the average speeds which are around the 50 krn/h mark, the gross speeds over 
that have corne down substantially. The gross offender, if you like, has corne back into the range 
of the average behaviour, and that is very important from our perspective. 

The Hon. J. S. TINGLE (STAYSAFE): Is he driving at 60 krn/h instead of 70 krnIh? 

Mr FORD: No, he is driving at 55 krnIh instead of 70 krnIh. 

_ .  

Mr HARRISON (STA YSAFE): Is that brought about by the fact that the driver in front of him 
or the driver somewhere up the line has dropped his speed back so everyone else has to drop 
back? 

Mr FORD: Those factors certainly influence that outcome. 

Mr HARRISON (STAYSAFE): You can only drive along those roads as fast as the slowest 
driver likes to go. 

Mr FORD: Yes, that is true, and as you say, a lot of them are single file, aren't they effectively? 
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Mr GmSON (CHAIRMAN): It is a bit like everybody wearing a new suit, black shoes and 
somebody turns up with white shoes on, I suppose, in a way. Everyone conforms to that speed. 

The Hon. J. S. TINGLE (STAYSAFE): Where are we at with this process of identifying the 
road hierarchy for urban roads in New South Wales? I note that the CQmmittee has seen, for 
example, the roads hierarchy for Wagga Wagga. 

Mr CROFT: It is a fundamental aspect of speed zoning and setting speed limits that the 
hierarchy of speed limits and speed control, if you will, matches the hierarchy of roads; it is 
fundamental. Already there is a clear hierarchy of roads in metropolitan areas in New South 
Wales particularly with regards to arterials, sub-arterials and so on. The advent of a proposal for 
a 50 km/h limit and the associated need to identify some roads which should remain at 60 km/h 
provides a good opportunity to complete the examination of that hierarchy to make sure we have 
got those 60 km/h roads well identified. 

The process of identifying those roads which would remain at 60 km/h under a 50 km/h proposal 
like that has been considered already by some councils, not all, as they go on with looking at the 
hierarchy of roads in their area. Existing speed zoning guidelines provide the basis for this 
already. Identification on a statewide basis would be the first major implementation task, which 
we have mentioned already, should such a proposal be accepted and endorsed by government. 

Mr GmSON (CHAIRMAN): Representatives from the Local Government and Shires 
Associations were in here a little earlier today. They mentioned to us that there has been no 
liaison between the Roads and Traffic Authority and that body which represents every council in 
this State on this issue. Is there a reason for that? 

Mr FORD: There is ongoing liaison with respect to lower speed limits in residential areas. In 
fact, all councils in New South Wales have our guidelines and our update to those guidelines. I 
believe they are represented on the Speed Management Task Force. 

Mr GmSON (CHAIRMAN): They expressed their concern here today that they had not been 
consulted. I will double check on that through Hansard but I am pretty certain that is the message 
they gave us t9day. 

The Hon. J. H. JOB LING (STA YSAFE): This, in particular, was the Shires Association half 
of the Local Government and Shires Associations, which may help with this question: whilst you 
talk to the parent body, do you separately talk to the local government groups which are more 
urbanised than the Shires Association who are more countrified? 

Mr FORD: Yes, that may be where the confusion is coming in. We talk directly to the councils 
and directly to the shires associations but not in all cases do we go to the intermediate level and 
that may be where the problem is coming in. I would be pleased to take that up. 
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The Hon. A. B. MANSON (STA YSAFE): What sort of information will a motorist encounter 
when he or she leaves a major road and drives onto a local residential area, for instance, from a 
sub-arterial or collector road? 

Mr CROFf: Ifwe look at what we have got at the moment, the current .60 km/h general urban 
speed limit and the motorist leaves a major road which might be at 60, 70, 80 or 90 km/h or 
something like that, and turns into a local street he receives absolutely no indication whatsoever 
other than the geometry of the street to indicate that it is 60 kmIh. This is because all motorists 
are expected to know and are, in fact, inculcated with the understanding that, 60 kmIh is the 
default limit: it is 60 kmIh everywhere unless signposted otherwise. 

An identical approach would be the case for a proposal which had 50 kmIh as a general urban 
speed limit, that is, if it is not signposted, it is 50 km/h. At the point of changeover there might 
well be a need for some introductory or interim advice in some particular areas, either signage or 
road markings, to remind drivers that the law has changed. We would expect that would be in 
the vast minority of cases. If, in fact, it was deemed necessary that could be provided at some 
strategic locations, not at every point of diversion to a 50 kmIh area. It would be provided only 
as an initial reminder of the change in the law but it is the law which the people need to know. 
Our advertising and publicity campaigns would ensure that that message got through. 

The Hon. A. B. MANSON (STAYSAFE): What, if any changes are likely to the 40 kmIh speed 
limits outside schools if a 50 km/h general urban speed limit is introduced? 

Mr CROFT: Absolutely no changes whatsoever are envisaged other than what we are talking 
about here. 

Mr HARRISON (STAYSAFE): A strongly argued aspect of the submission received from the 
Roads and Traffic Authority is the need for extensive community consultation and community 
acceptance of 50 km/h speed limits. What information regarding community attitudes, beliefs and 
knowledge about speed has been gained from regular community surveys conducted by the Roads 
and Traffic Authority over, say, the last decade? 

Mr FORD: A couple of points in respect to that question. The Roads and Traffic Authority has 
initiated regular action over certainly the period that I have been working with the organisation 
designed to tap community perspective on that issue. These have included a range of methods 
such as commissioned surveys, community consultation procedures and advertising for 
community input. There is a wide range of information which has been developed on the speeding 
issue about community views. They include things like a community acceptance that speeding 
is related to crashes at least at a cognitive level - that is what I think the community is saying 
at a cognitive level: it is related; speeding is a major crash contributor; community support for 
speed cameras has come out of those surveys; community support for the need for speed zone 
review in an ongoing way; community support for the education of drivers around the issue of 
speeding and more recently the Roads and Traffic Authority has been given perspectives of the 
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community's view on the notion of a 50 kmIh local street limit from those surveys. 

Mr HARRISON (STA YSAFE): Can these community surveys be tabled today? Have the 
community surveys been published as research notes or consultant reports? 

Mr FORD: They can be tabled today and I have got a package here for the Committee and, no, 
we have not published those to date. 

Mr GmSON (CHAIRMAN): What information regarding vehicle speeds generally, and urban 
and residential speeds specifically, has been gained from the regular speed surveys conducted by 
the Roads and Traffic Authority over the last decade? 

Mr CROFT: Through more than ten years now we have been doing a regular series of speed 
surveys throughout New South Wales on urban and rural roads across the State. Each survey 
collects comprehensive information on the vehicle type, vehicle speeds and some detailed statistics 
on the distributions of speeds and so on. In the last few years we have added to that by having 
some more regular speed 'surveys undertaken on the metropolitan network, and that is sampling 
speeds on various types of road, local access streets, distributor roads, sub-arterials and arterials 
and so on. We are getting a pretty good picture on speeds and their distribution across the 
various types of roads. This has been done primarily to provide background information for the 
very proposal or notion that we are discussing today. 

Mr GmSON (CHAIRMAN): Have those results been published? 

Mr CROFT: They have indeed. There have been some technical papers and research notes 
which I can table here and some follow-up bulletins since the last substantial report. 

Mr GmSON (CHAIRMAN): What use is made of these surveys by the Roads and Traffic 
Authority? 

Mr CROFT: It is like an ongoing monitoring exercise in that as we develop our speed 
management strategies, in particular our urban speed management strategies, we can draw on this 
supply of det�ed information to make sure that we have got it under tab. We use that in 
conjunction with attitudinal surveys which Mr Taylor has already mentioned so we have got a 
good feel for how things are and how people are dealing with it. 

Mr TA YLOR: There is another use for the data which is probably unrelated to what we are 
talking about today. In the urban context the information is used to improve the operation of our 
signal system, to improve the coordination of traffic signals, to identify areas where we have got 
excessive delay where we need remedial treatment at intersections and sections of roads. It helps 
us to define the program of works in the traffic management area as well as to identify the issues 
that Mr Croft spoke about in the speed management area. 
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The Hon. J. S. TINGLE (STAYSAFE): Ifwe are to modifY the residential street network to 
assist the enforcement if you like of the introduction of a 50 km/h limit, if we put in things like 
chicanes, humps and platforms and so on, has any consideration been given to the effect on access 
for emergency service vehicles such as ambulances, fire brigades and so on? 

Mr TA YLOR: If a residential area is modified with the modifications that we are talking about 
are worked up in such a way as not to impede emergency vehicle access, that has a significant 
impact - perhaps I will give you a few examples. Some years ago one of the councils here in 
Sydney artificially narrowed a number of their residential streets which in tum made garbage 
collection services difficult and in some areas it made emergency access quite difficult. At that 
time we got involved in that process and put in place some design guidelines for residential streets 
which includes the use of chicanes and other types of device which by their nature do not put any 
limitation on access by emergency vehicles. Nevertheless that access will definitely be slower� the 
intent is to slow the vehicles down. Ambulances, fire brigades and police vehicles, garbage trucks 
and other collection services, their access is all taken into account in putting together our 
guidelines. 

The Hon. J. S. TINGLE (STAYSAFE): Are those guidelines in place and accepted? 

Mr TAYLOR: Yes they are. 

The Hon. J. H. JOBLING (STAYSAFE): From the Roads and Traffic Authority's  point of 
view, what would you say to this Committee you would expect to be the major difficulty that you 
will encounter with the introduction of a 50 km/h default limit? 

Mr TAYLOR: There would be a number of difficulties in implementation of a 50 kmIh. I 
suspect initially the major difficulty will be, in fact, the public education campaign. We do need 
to put a lot of time and effort into that and to, in fact, draw on the resources of other 
organisations to support the Roads and Traffic Authority, for example, the NRMA and the police, 
the local government mechanisms. 

To have a clearly identifiable network in the community's mind, particularly in the non-urban 
areas of this State. I am talking about those country towns, for example, or regional cities where 
there is quite a significant residential urban content where the speeds for their roads by their very 
nature may be higher. So we will need to work through with local government particularly and 
the Police Service what is appropriate in different parts ofthe State and put together, one, a very 
clearly defined public education program that is not global but applies to Sydney, Newcastle, 
Wollongong, Tamworth and other major centres. That will take us some little time to put in 
place. 

Secondly, to have in place a well thought through community feedback on that implementation. 
So to that extent we would put in place a 008 hot line, for example. There could well be a 
number of cases where we have poor understanding of what we are on about. so the community 
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feedback is vital. To promulgate the answers community-wide is also very important. So, in 
summary, public education is crucial and feedback from that public education to community 
groups is equally crucial. The public education we are talking about is not universal; it applies 
differently in different parts of the State. So to get that right is absolutely vital. 

The Hon. J. H. JOBLING (STA YSAFE): In looking at the two points that you have raised, 
education and feedback, what sort of time would you anticipate to put in to place and to operate 
such a program, in other words, to be able to introduce such a program in general terms. Where 
in that program, with feedback, would you reasonably anticipate that you would understand 
whether you had been successful? 

Mr FORD: I will ask Mr Taylor to help me here. In part ofMr Taylor's earlier comment about 
staged implementation, phase one talked about general information prior to the implementation 
of any such scheme and phase two talked about community consultation, feed back, the media 
advocacy, et cetera. That is assuming in phase two there is a well thought through strategy for 
implementation that precedes that. We were talking ofa period of six to nine months, if I recall 
correctly. 

Mr TAYLOR: That is correct. We believe we need that period of time for the two key activities 
to be undertaken, that is, the preparation and the implementation of the public education. By the 
way, the feedback mechanisms I would see applying from the earliest phase of the public 
education program. One of the ways to assess its success is you would expect a change in the 
nature of questions and issues people raised in feedback, presumably a hot line. Initially, I think 
people would still be confused as to what it means. Initially they would be confused as to which 
roads a 50 krn/h zone applied to or whether a 50 krn/h zone applied to all roads. 

I would expect part of that first phase would be designed to overcome that confusion and move 
into the implementation phase. You would expect the sort of questions coming back to be more 
precise later on as people became more comfortable. Equally you need the six to nine months to 
ensure working with local government and making sure the arterial roads, the through roads that 
were to be zoned at 60 krn/h or above were in fact zoned and signed in preparation. 

Mr FORD: �n the speed management surveys that we have conducted over the last few years 
we have a gleaning of community attitudes towards lower speed limits. So we have made some 
progress down this path already. It is not comprehensive by any means but we do have some 
understanding of some of the issues that people would raise. We have made a start' on this. We 
are not coming from a zero base. 

The Hon. J. H. JOBLING (STA YSAFE): You refer to assessing the information and 
determining the success of such a project in education and community feedback. Who would 
undertake that and how would you propose to undertake it? 

Mr FORD: Once we have a strategy for implementation in place, and that includes the public 
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education component, we would actually put the education campaign into place, and that would 
be a fairly broad-based campaign. We would bring independent people in to evaluate the 
effectiveness of it, as we do now. So with any road safety campaign we run, for example, any 
evaluation of that campaign is undertaken independently of the organisation. If you like, direct 
face-to-face interviews with the targeted groups we are trying to influen�e. 

The Hon. J. H. JOBLING (STA YSAFE): Could you indicate the type of group or person you 
have employed in the past in such a position? 

Mr TAYLOR: Depending upon the nature of the project we have commissioned the Australian 
Road Research Board to be involved in evaluation studies and the Monash University Accident 
Research Centre for an independent analysis. There would be commissioned works through the 
University of New South Wales, key personnel in the university environment, and sometimes we 
would commission work from commercial providers of those services, depending upon the nature. 

Mr GIBSON (CHAIRMAN): Has the Roads and Traffic Authority done a specific 50 km/h 
zone survey of attitudes? 

Mr FORD: Not specifically. 

Mr TAYLOR: No, but they are included in our fairly consistent speed survey. That question 
and some of the information are provided for you, Mr Chairman, that is the response to questions 
ofthe 50 kmIh zone, particularly amongst the more difficult target group, if you like, the younger 
speeders. -We have a view about what they feel about it. 

Mr CROFT: Already there has been preparatory work done towards evaluating what might be 
the effects of any such change. That arose in the AUSTROADS area. As a result of the 
AUSTROADS report there was a subsequent AUSTROADS active program project to 
commence this preparatory work for evaluation. The Australian Road Research Board transport 
research already conducted some initial attitudinal surveys in three States - Tasmania, South 
Australia and New South Wales. While it has not been published, I understand the results of 
those surveys indicate an increase in the proportion of people who support the notion of a 50 
km/h zone sp��d limit. 

Mr GmSON (CHAIRMAN): You have also done an Australia-wide survey too that gives the 
same or better result? 

Mr CROFT: The Federal Office of Road Safety has been doing some work in the same area. 

Mr SMALL (STA YSAFE): I refer here to the new car assessment program-NCAP. Does the 
new car assessment program testing procedures include a pedestrian vehicle interaction test, as 
occurs in the United Kingdom's new car assessment program? What information relevant to the 
debate over lower urban speeds could be gained from such a pedestrian vehicle interaction test? 
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Mr TAYLOR: A pedestrian interaction test is not part of the official new car assessment 
program program which is run by a conglomerate of the new car assessment program 
organisations in Australia. However, as part of this year's road safety program there is testing 
being undertaken to identify the pedestrian friendliness or unfriendliness, as the case may be, of 
vehicle fronts, including a pedestrian dummy who consistently gets knocked over at crash lab. 
That is designed for two purposes. One, to assess the effectiveness of current frontal designs and 
their pedestrian fiiendliness, particularly with respect to bonnets and the reinforcing under bonnets 
and the rail near the windscreen. Also we are doing some of that testing to assess the injury 
outcomes from bull bar equipped vehicles as well. 

Mr GmSON (CHAIRMAN): Has the Roads and Traffic Authority examined how motorists 
perceive driving in a 50 km/h or even a 40 km/h environment and how they actually drive in such 
environments? What information about motorists' beliefs and about vehicle low speed 
performance can be factored into the various strategies to support a 50 km/h speed limit? 

Mr FORD: In terms of 40 km/h - in fact, we have quite a bit of experience with the 40 

kilometre zones - one, we have very strong support from the local communities involved in the 
introduction of the 40 km/h speed zones. It is driven mainly by amenity considerations rather than 
by road safety considerations - reductions in speed, noise, et cetera. Over the years we have put 
a fair bit of effort into measuring the stated attitudes both before and after, together with the 
response on the road and, to be perfectly candid, we have had mixed success. The success 10  to 
1 5  years ago was marginal on both counts. I remember some of the early local area traffic 
management schemes we put in around Sydney. I think it would be about a 50% success rate. 

We drew on that and put together some guidelines which in fact worked. That in turn has been 
supported by other work designed to get community acceptance; that is broad community 
acceptance, not just local community acceptance in terms of lower speed precincts. The best 
example I can think of is the work we did in Windsor and the Richmond area four or five years 
ago. We turned that into guidelines to circulate to local governments . .  So the councils then had 
a set of procedures for effective community consultation, together with a set of procedures for 
appropriate technical application, devices, et cetera. 

We have learn� a lot from that work in relation to an introduction of the 50 km/h zone, or a 40 
km/h or 30 km/h zone for that matter. We would be building on that information, particularly in 
the public education and community consultation part of the process. The technical applications 
are fairly well understood. It is in the other areas where we would have to do considerable work, 
as I mentioned earlier. 

Mr GmSON (CHAIRMAN): What consultation has there been between the Roads and Traffic 
Authority and the Department of Transport over the 50 km/h speed initiative? 

Mr FORD: We deal with the Department of Transport on a number of issues, mainly in relation 
to road-based transport, for example, buses and taxis, regulations that affect their safety, their 
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road worthiness. We have consultation on bus ways, speed limits for buses under certain 
circumstances, and how buses perform in a lower speed precinct. In a lot of cases their 
suspension is more rigid than motor cars. We have to make special provisions for that type of 
vehicle in that precinct. Specifically in relation to the introduction ofthe 50 km/h limit, there has 
not been any significant consultation with the Department of Transport, principally because the 
onus is with the Roads and Traffic Authority and local government to implement. 

However, as part of any application that affects bus operations through the local traffic 
committees and consultative mechanisms we would be talking directly with the Department of 
Transport. I am talking about their bus routes in residential streets which may be impacted by the 
imposition of a device if required, for example, to bring the speed limit down. As a matter of 
course we would talk to the bus operators and the Department of Transport as to what is the most 
appropriate treatment. 

Mr HARRISON (STAYSAFE): Has the Roads and Traffic Authority held any discussions with 
its equivalent bodies in other States to see if it is being considered elsewhere? In the course of 
our recent visit to the Riverina there was confusion about speed limits on main roads, like 100 
km/h in Victoria coming straight down to 90 km/h when you get into New South Wales. Would 
this lead to conflict with other States or is this something that has been considered generally for 
all of Australia? What progress has been made, if any, from discussions with other States? 

Mr TAYLOR: Two or three issues are germane to that. The first is that a lower local street 
speed limit has been considered in the National Road Safety Strategy Implementation 
Task Force; which is a group of road safety people from each State who look at the nature of key 
initiatives that might impact on and reduce the road toll. Through dealing with the task force we 
know that there is reasonably strong support in South Australia for looking to this sort of 
initiative as a support. Secondly, we have cross-border initiatives on road behaviour to try to take 
account of the fact that there may be differences in particular States, and I refer to things like 
Operation Range, which you may have heard of when you were down in the southern part of the 
State, a joint initiative between our police and our Victoria counterparts. Associated with that 
is the notion of providing some advice for interstate visitors when there are key changes in the 
legislation. I noticed that was discussed in earlier evidence. It seems to me a good idea came out 
of that, one w�ch was applied when Victoria changed its left-turn rule. There was advice at the 
border for all drivers that the left-tum rule had changed. Even if they were not going to do a left 
tum for a while, even if they were not going into an urban environment straight away, there was 
clear advice at the border, which is a good idea. It is a good idea to do it at all borders. 

Mr FORD: The 50 km/h proposal has been addressed by the working party of AUSTROADS, 
which is the national body. Through the National Road Transport Commission we have on the 
agenda a number of changes that affect a variety of traffic regulations in the interests of moving 
to a clearly nationally consistent set of rules. Any introduction of the 50 km/h speed limit would 
be part of that. Deliberations before the national road transport forum would be designed entirely 
to address the issue of uniformity about which you are concerned. Any proposal for a 50 km/h 
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implementation would be put through that forum. 

Mr SMALL (STA YSAFE): At present it is most likely that New South, and I assume the 
Minister and the Government would accept the 50 kmIh, given the support evident here as well 
as your support for it. Would you envisage a long period ofimplementatioQ? If the Minister gave 
approval and the Government passed legislation, could you see it happening within six months or 
sooner, or would you have to wait for the national road rules to be implemented? 

Mr FORD: As I understand it, the national road rules will be up and running by about November 
next year. 

Mr TAYLOR: They will be. My feeling is that there is no need to wait a substantial time. If 
the New South Wales Government felt there were genuine benefits to be gained and wanted to 
implement something, it could. One of the issues in a national arrangement is an interest in the 
result of the consultative processes taking place in New South Wales. Those consultative 
processes are being awaited. 

Mr FORD: While the timetable for the changes I have mentioned under the national code has 
been agreed to, there is very strong consultation between the States. As Mr Taylor indicated, the 
other States are taking a keen interest in the processes involving ST A YSAFE, which was initially 
the work of AUSTROADS. We indicated earlier a six- to nine-month implementation period. By 
its nature, as Mr Taylor has indicated, that must go across borders to address the tourist issue that 
was raised earlier. In that process we would consult with South Australia, Victoria and 
Queensland with a view to getting, if not a joint implementation, at least a commitment to a 
timetable that would affect the other States. In other words, while we would not want to be seen 
to be acting outside the intent of what has been discussed through the national road transport 
forum, it would be a staged implementation in any event if it affected the other States. We would 
work out with the other States the timetable to support that. I am suggesting that we would not 
have a situation in which New South Wales was out on its own with respect to the other States. 

Mr GmSON (CHAIRMAN): But by the same token, if the New South Wales Government 
decided to go that way tomorrow, that is the way it would go. It would not wait for the national 
body. 

Mr FORD: I am sorry, I communicated poorly. 

Mr SMALL (STAYSAFE): You explained it fairly well. 

Mr FORD: We would have agreement in principle through that forum to a national initiative. 
I might add, it already is in that forum. But in terms of the staging and implementation it would 
be in different jurisdictions right from day one. As you quite properly pointed out-

Mr GmSON (CHAIRMAN): South Australia has already intimated it does not matter how the 
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national body goes, it will implement 50 km/h anyway. 

Mr HARRISON (STAYSAFE): Hypothetically, if you did not get the support of any State in 
the long run, would the Roads and Traffic Authority recommend to the Government that it 
proceed with it? 

Mr FORD: If the Government in New South Wales decided that was the way to go -

Mr HARRISON (STAYSAFE): If the Government makes a decision to do anything, that is it, 
but would you recommend it to the Government in that circumstance? 

Mr FORD: In part it depends very much on the deliberations of this Committee. If this 
Committee strongly supported the 50 km/h we definitely would recommend it. 

Mr HARRISON (STA YSAFE): Regardless of what went on in any other place? 

Mr FORD: Yes. 

Mr GmSON (CHAIRMAN): I would like to thank the Members of the Committee. It has 
been another long day for us. I would also like to thank the staff of STA YSAFE and Hansard 
for working so hard all day. 
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PUBLIC HEARING ON MONDAY, 2 SEPTEMBER 

1996 
Department of Transport witness 

Department of Transport witness 

Ms Margaret Jane Abraham, Manager, Urban Structure 

Mr GmSON (CHAIRMAN): I note that we have not received a submission from you. Is there 
any written submission you would like to table? 

Ms ABRAHAM: There is not. 

Mr GmSON (CHAIRMAN): What are the current primary transport documents for New 
South Wales, and how do they relate to the objectives of the Government as stated in the Road 
Safety 2000 Plan? 

Ms ABRAHAM: The primary transport planning document in New South Wales, which I can 
table, is Integrated Transport Strategy for the Greater Metropolitan Region, which was prepared 
in conjunction with Metropolitan Planning Strategy-Citiesfor the 21st Century, which were 
both released in January 1 995 . Both the integrated transport strategy and the Road Safety 2000 
plan emphasise the importance of integrated transport and land use, planning and management. 
In this regard the important element of the integrated transport strategy and objective is to 
manage travel demand and maximise walking, cycling and using public transport by influencing 
the location, design and type of urban development. In particular, this complements the objective 
of Road Safety 2000 and improves road safety by encouraging safer and more sustainable 
transport modes. 

The Hon. A.- B. MANSON (STAYSAFE): Can you describe the work of the Shaping up 
Streets and Roads Task Force? How did it come to be established? Who are the members of the 
task force? What are its achievements to date? What are its current and projected future 
activities? What other information can you give us about it? 

Ms ABRAHAM: It was established by our Department of Transport following a successful 
series of seminars and a design workshop on integrated transport and urban structure held in June 
last year. I will table a report about those seminars. The seminars were attended by more than 
200 practitioners in local government, urban development and private consultancy, and by others. 
They highlighted the need to address traffic engineering and design practice to encourage 
alternative modes to the car and to better integrate streets and roads with the surrounding urban 
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structure. The task force was formed in July 1 995 and has met six times in the past year. The 
objective of the task force is to promote best practice in the planning, design and management of 
streets and roads. Best practice in this context is taken to mean an across-disciplinary approach, 
not just to be the bailiwick of traffic engineers, directed towards the best environmental, social 
and economic outcomes. 

We are particularly interested in the way in which streets and roads can be designed to improve 
access for walking, cycling and using public transport. The task force comprises me as chair, 
Martin Kensey from the NRMA, John Grinsell representing the Roads and Traffic Authority 
Network Development, Craig Moran representing the Roads and Traffic Authority Traffic 
Management Directorate, Chloe Mason from the Environment Protection Authority, Terry Davis 
from Landcom, Kate Veitch from the Department of Urban Affairs and Planning, Alex Gooding 
representing the Western Sydney Regional Organisation of Councils, Rhonda Neuhold 
representing the Local Government and Shires Associations, and Geoff Morris representing the 
Australian Institute of Traffic Planning and Management, a professional organisation. 

The task force has undertaken a survey of practitioners to ascertain current practice in street and 
subdivision design, which covered 22 councils in the greater metropolitan region. It has also 
produced the first issue of a quarterly newsletter, which I will table. On 1 1  July it held a seminar 
on streets and roads modes, which was attended by over 90 traffic and transport professionals, 
mainly from local councils. It has also shared information on the relevance of programs to its 
objective with members of the task force. Its priorities for the next year are to continue 
publication of the newsletter and to develop a best practice program involving a seminar and 
awards and case study sheets to encourage and award best practice in the design of movement 
networks by local government, which will be part sponsored by the NRMA. 

Mr GmSON (CHAIRMAN): Could the Committee be given a copy of the questions relating 
to the submissions that went to local government? 

Ms ABRAHAM: We could give the Conunittee a copy of the survey and the results. I will take 
that on notice and provide them. 

Mr MILLS (�TA YSAFE): In evidence from witnesses from the Roads and Traffic Authority 
the Conunittee has been introduced to the concept of urban amenity or suburban amenity. Is this 
concept used in the exercise of the transport planning function? If so, how is it used? 

Ms ABRAHAM: By urban amenity I take you to mean the quality of the immediate physical 
environment, for which we often use the term livability. Streets, roads and public transport may 
either contribute or detract from that urban amenity. We believe that transport planning has two 
aspects: first, to improve the ability to safely and easily live and move in your local area. It 
implies a human scale of development, with opportunities for social and economic interaction, and 
thus consideration of how to ameliorate the negative impacts of traffic and promote alternative 
modes for cars and trucks that might improve the amenity of that area. Second, it implies 
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increased access to a wide range of facilities and services through land use planning and the 
careful location and design of development as well as the design and development of transport 
services. That is how we basically understand urban amenity. 

Mr JEFFERY (STAYSAFE): A common phrase we hear in this inql,1iry is safety, mobility, 
access and amenity. What does this phrase mean to you with regard to the exercise of transport 
and planning functions within the Department of Transport? 

Ms ABRAHAM: This phrase could summarise the characteristics of a successful urban 
structure, or a successful transport system. However, they are not necessarily mutually 
supportive. For example, the more people or goods move around, the less amenity there may be 
in a local area. We seek to achieve a quality balance between those four objectives according to 
the desires or vision of the local community for its area, balanced with the objectives of the region 
in relation to environment quality, social equity and economic vitality. We seek to achieve a 
balance in the transport planning activities for which we are responsible by involving key 
stakeholders in the early stages of the project. 

For example, we are involved in the planning and design of public transport infrastructure, 
including bus-rail interchanges. In the case of Liverpool station, where we will build a major bus
rail interchange, we have worked closely with the council, the Roads and Traffic Authority, the 
railways, local taxi operators, local business and other landowners and users so that the result will 
be a quality design with local support, as well as funding from all agencies, to provide a package 
of improvements that will increase accessibility to that station. In fact, the result will be not only 
a new station concourse and a new bus-rail interchange but also new arrangements for commuter 
parking, traffic management, pedestrian access, et cetera. That is how we try to achieve the 
balance between safety, mobility access and amenity. A key objective of the task force is to 
promote best practice in the design and management of streets and roads, which was something 
we explored in the recent seminar. The best projects were to seek to achieve the appropriate 
balance between those aspects. 

Mr SMALL (STA YSAFE): My question relates to the planning process for integrated 
transport, private passenger vehicles, goods vehicles, public passenger vehicles, cycling and 
pedestrian moyements. How much importance is placed on the lower urban speed limits as an 
element in achieving a better, more efficient transport environment? 

Ms ABRAHAM: Speed limits are one thing in the tool box of traffic and transport management, 
a technique that can be used to achieve a safer and more sustainable transport environment. 
Speed limits need to be appropriate to the function of the street or the road network under 
consideration. For example, where an arterial road is dominated by its role as a freight route 
speed limits may be higher, but when the same road becomes the spine of a commercial shopping 
strip the commercial or social function provided may warrant a lower speed enviroriment. 
Generally environmental cues, such as other speed control devices apart from speed signage, are 
seen to be just as important in modifYing driver behaviour, which is evidenced by local area traffic 
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management schemes or main street treatments that are already in evidence in this city. 

Mr GmSON (CHAIRMAN): Does the Department of Transport have any thoughts on what 
the urban speed limit should be? 

Ms ABRAHAM: No, it is not a major issue for us, and we have not made a submission 
specifically on that issue. It is just part of a package of issues that we are interested in. We see 
that as mainly an issue for the Roads and Traffic Authority. 

Mr SMALL (STAYSAFE): Has the Department of Transport been involved in any way in the 
Mosman-North Sydney 50 km/h trial, that is, with regard to modification of bus routes and bus 
stop locations, evaluation of implications for transport planning, and so on? Has the Department 
of Transport been involved in any of the older 50 km/h trials, where traffic-calming devices were 
utilised, such as those at Wahroonga, Turramurra and Hurstville? 

Ms ABRAHAM: It is a long question, and the short answer is no. But I understand that the 
local passenger transport operators have been. It would be the normal course of events that they 
would be consulted. 

Mr JEFFERY (STA YSAFE): Is there any reason that you have not been invited to be involved 
in such trials? 

Ms ABRAHAM: I think it relates to the core functions of the Department of Transport. Our 
role is in-strategic transport planning; it is not in detailed traffic management or local traffic 
schemes. We have been aware of it. We certainly have been involved in the development, for 
example, of guidelines for use of speed control devices on public transport routes, but not on 
those specific schemes. We are made aware of them, but the most appropriate involvement is 
either by the actual operators who are running buses in those areas or by the local councils 
themselves. 

Mr JEFFERY (STAYSAFE): Coming back to safety, mobility, access and amenity, you are 
involved in that and you have made recommendations? 

- . 

Ms ABRAHAM: Generally. In the sense of making public transport more effective and walking 
and cycling more attractive, as part of the broader transport strategy. 

Mr GmSON (CHAIRMAN): The Department of Transport did not play a role in relation to 
40 km/h speed limits outside schools, etc.? 

Ms ABRAHAM: No. We were only consulted in terms of our responsibilities as a regulator of 
passenger transport vehicles. 

Mr GmSON (CHAIRMAN): Should you have a say in those sorts of things? 
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Ms ABRAHAM: I think it is a level of detail. It is something that we would get involved in if 
there was considered to be a major issue that could not be handled by consultation between the 
responsible agency, which has been the Roads and Traffic Authority, and public transport 
authorities. It is my understanding that that has not been the case, that we have not become 
involved. 

The Hon. J. S. TINGLE (STA YSAFE): You mentioned cooperation with the Roads and 
Traffic Authority and others on interchanges and things of that sort. You have told us that the 
main role of the Department of Transport is in traffic management. 

Ms ABRAHAM: No, that is not true. 

The Hon. J. S. TINGLE (STA YSAFE): I misunderstood you. Bearing in mind that passenger 
transport has to fit in with the general flow of traffic, has the Department of Transport developed 
an opinion about whether we can use either traffic calming devices or speed limits, or do we have 
to use a combination of traffic calming devices, speed limits and all the other things? Do you have 
a philosophy on that? 

Ms ABRAHAM: I think the view that would be supported by the expertise in our division and 
the literature would be that a package approach is always necessary, that dealing with one aspect 
alone is unlikely to make the most impact. 

The Hon. J. S. TINGLE (STAYSAFE): I refer back to your comment that sometimes road 
speed limits have to change when an area becomes part of a shopping centre. Obviously, 
something would have to be applied to change traffic behaviour? 

Ms ABRAHAM: Yes. 

The Hon. J. S. TINGLE (STAYSAFE): Obviously, what you are saying is that there may be 
a need for speed limits, some traffic calming devices and other gadgets as well? 

Ms ABRAHAM: Yes. Certainly, I think that is something that many companies and the Roads 
and Traffic Authority have been trying to do. 

The Hon. A. B. MANSON (STA YSAFE): What influence has the new urbanism movement had 
on the transport planning function within the Department of Transport? 

Ms ABRAHAM: I thought it might be best to start with a definition of new urbanism. It is one 
name. There are others that are also in use, such as transit-oriented development or new, 
traditional town planning of urban villages, but they are all roughly the same concept. It is a 
concept that has gained great momentum, particularly in the United States, for a movement to a 
form of development which recognises that physical coherence of a community is an essential 
aspect and that we should move back towards town making, that we should be developing an 
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urban form, based on a town, with all the facilities and services of a town. The new urbanism 
seeks to produce a built environment which is diverse in use and in population, one that is scaled 
to the pedestrian and capable of supporting both cars and viable and attractive public transport. 
It contrasts with conventional suburban development, which is characterised by segregated land 
uses, high car dependence, relatively disconnected street systems, low re�idential densities, and 
limited public transport and local employment opportunities. Probably the best Australian version 
of what new urbanism is about-and I will table this document-is a report prepared for the 
Commonwealth Government on transit-supportive urban design, which explains the concepts. 
There is a good diagram on page five which contrasts conventional suburban development with 
new urbanism, which might explain the concept better. 

. 

As stated in the integrated transport strategy, the Department has actively promoted the need to 
refocus urban development to maximise the attractiveness of walking, cycling and public 
transport. In that regard we have worked with the other State agencies, local councils and 
developers. At the time that we held the seminars last year, we produced a brochure, which I will 
table, which explains the need to integrate transport with urban structure, in the sense that the 
urban structure will influence whether people drive their cars or use other modes. The objective 
is to give people transport choice such that they can walk, cycle, use public transport or use their 
car as appropriate in their daily lives; that they should not be denied any of those choices by lack 
of access. So the key issues in terms of principles, which are not exclusive to new urbanism but 
might be considered supported by transit-oriented development, are: connected street networks, 
which allow maximum penetration for pedestrians in public transport-permeability is the term 
used; concentrating densities and the mix of uses at major public transport modes so that you can 
maximise the number of people who live and work within walking distance of public transport; 

planning your streets and roads such that they cater for all modes, not just for cars or trucks; 
creating safer pedestrian environments and increasing the pedestrian catchments of centres in 
public transport services; controlling parking supply in locations which have good public 
transport; and, in terms of urban design, orienting buildings to face streets so that those areas are 
attractive pedestrian environments where people feel safe. 

Mr GmSON (CHAIRMAN): What would an exponent of new urbanism have to say about the 
current urban environment, particularly with, for example, the Radburn policy? 

- -

Ms ABRAHAM: It is  a critique of that sort of suburban development that separates pedestrians 
from streets and puts them through open space developments. In fact, you may be aware that 
those Radburn estates in south-western Sydney are being redesigned by the Department of 
Housing. 

Mr GmSON (CHAIRMAN): Can we assume that the Department of Transport is not trying 
to move the pedestrians from streets, etc.? 

Ms ABRAHAM: I am not sure what your question is. 
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Mr GIBSON (CHAIRMAN): That there is no physical separation. 

Ms ABRAHAM: Again, you have to seek a quality balance, and I cannot give you a broad brush 
answer to that as it would depend on the local situation. Generally speaking, as has been 
evidenced in many of those sorts of Radburn estates, the concern is that .where pedestrians are 
separated from streets and placed in, say, unlit areas that feel unsafe, where there are no people, 
for example short laneways, they do not use them; they become termed rape and pillage 
opportunities. Therefore, people cannot walk. The issue is whether you want to encourage 
people to walk, how best to do that, and how to maintain their safety. 

Mr GmSON (CHAIRMAN): We can all see the problems now but why did not the Department 
of Transport foreshadow the present situation 25 years ago? 

Ms ABRAHAM: I guess we are not alone. I think the question is, why didn't local councils and 
the planning and traffic engineering professions generally do so? I am thinking back to my own 
training. I am not sure how far the history of the Department goes back then, but those sorts of 
designs were sought to achieve safe street environments through lowering traffic speeds, 
providing the cul-de-sacs and those sorts of environments where they felt children would be safer. 
As usual, as human beings, we have solved one problem and created others, and we are always 
trying to catch up with ourselves. 

Mr SMITH (STAYSAFE): I understand that the transport planning area of the Department of 
Transport has been involved in seminars and exercises in recent years that have attempted to 
address transport issues arising out of what can be called the spaghetti sprawl of Sydney suburbs. 
What are some of the suggestions that have been given to improve these environments for road 
users other than private vehicles? Do these suggested improvements have any safety benefits? 

Ms ABRAHAM: I have actually already outlined the improvements that would certainly 
improve those sorts of areas for public transport operation. F or example, I mentioned more 
connected street networks. A lot of buses cannot actually operate in many of these suburbs 
because there are no direct road links that link one neighbourhood cell to another neighbourhood 
cell. Footpaths had been a major neglected issue. Trying to create centres with less segregation 
ofland uses so that people do not have to travel as far by car is another suggestion. The safety 
benefit of these suggestions is certainly broader than just the consideration of vehicular conflict. 
If we aim to achieve a more attractive environment for pedestrians and therefore encourage 
walking as a suitable mode, particular for short trips, then consideration of the perception of 
personal safety from other people is just as important as the perception of safety from vehicles. 
As I said, pedestrians do not find lonely, unlit laneways away from streets safe, neither do they 
find being on a very busy road with no protection safe. So I guess that is the challenge to provide 
a vibrant, attractive walking environment that is also safe from traffic. Obviously traffic calming 
measures and urban design measures have the most important role to play there. 

The Hon. J. S. TINGLE (STA YSAFE): As we learn more about ways of achieving better 
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access, mobility and safety for everybody, obviously we can apply those principles to what we are 
doing in the future in the way of subdivisions. What about the stuff that is already there? How 
do you do it in places like Newtown or Lightning Ridge? Can we really apply it, and should we 
be seeking to, all over the State, or are we talking about what we are going to do in the future? 

Ms ABRAHAM: That is a very important issue and one raised at our seminars last year - what 
do we do about the thousands of hectares of stuff that is not amenable to walking and public 
transport? There are a few initiatives that may address that, and are worth supporting. Firstly, 
as I mentioned, the Department of Housing has been working on its older estates in south-west 
Sydney progressively retrofitting those estates to remove the narrow pedestrian walkways and to 
link the heads of cul-de-sacs and reconnect the streets so that they can get pedestrian access and 
bus access. They have also been reorienting dwellings to the streets so that there are eyes on the 
streets for the children playing and people catching the bus. The second initiative is the concept 
of the use of bus-only links between neighbourhoods. As you may be aware, conventional 
suburban design does not provide through links between residential neighbourhoods in order to 
discourage traffic running through. However, that also discourages effective bus operation 
because they have to go in to service the neighbourhood and then come out. 

A report was prepared by consultants for Penrith City Council on an appropriate bus-only traffic 
device where you would not want through car traffic but you may want a bus to operate. I have 
not got a copy to table but I could get a copy made. It recommends a passive device that relates 
to the difference between the wheel base of the bus and the wheel base of a car which allows the 
buses to pass but inhibits cars. It is used with landscaping and signage. They did an international 
review of devices. As I understand it, a number of councils are interested in the application of 
that sort of device which could either be incorporated into the planning of new areas and 
retrofitted into existing areas. In terms of retrofitting, obviously the provision of cycleways, 
footpaths and bus shelters could help make it more attractive and safer for those other modes. 
Traffic calming or speed control devices may be appropriate as long as attention is given to the 
needs of buses and cyclists and their complaint about road humps. 

The Bon. J. S. TINGLE (STA YSAFE): There are obviously areas where we are going to have 
all sorts of problems. I refer again to King Street, Newtown, where there are speed limits and 
where a driver _would be flat out getting up to 50 km/h taking into account the quality of the road 
and the width of the road. It is going to mean that all the traditional ways of managing the traffic 
or calming it are not going to work, except to take out on-street parking. Depending on the place 
we look at it can be a very complex issue. 

Ms ABRAHAM: Exactly. 

Mr GmSON (CHAIRMAN): Is the Department of Transport planning anything to make the 
environs of schools safer than they are today? 

Ms ABRAHAM: My expertise is in transport planning. Are you talking about public bus 
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operation? 

Mr GIDSON (CHAIRMAN): My question relates to pedestrians, cyclists, cars, buses, and to 
everything that takes place around a school. 

Ms ABRAHAM: We are working on a committee with the Environmental Protection Authority 
looking at how to encourage alternative modes for journeys to schools, because obviously a lot 
of parents are using cars much more than they did, say 20 years ago. The independent mobility 
of children has rapidly decreased in all western countries actually. We are working with the 
Environmental Protection Authority on that on some pilots to encourage children to actually go 
back to walking and using buses to schoo� as we probably all did when we were younger. As our 
role is a strategic one, the Streets and Roads Task Force is trying to promote best practice in that 
sort of thing. We would be interested in finding useful case studies of councils and communities 
that have dealt with that effectively. 

Mr SMALL (STAYSAFE): I am not sure if it happens in urban areas, but in country regions 
there are traffic committees which meet with local council representatives, the police, an Roads 
and Traffic Authority representative and the local Member or a nominee. Should the Department 
of Transport also have a representative at those committee meetings where there are discussions 
on heavy transport movements or similar issues? 

Ms ABRAHAM: That issue is being reviewed. Our problem obviously is resources. We are 
a very small Department. There are only ten transport planners covering the whole State. We 
have been a non-voting member on traffic committees and we are called in to traffic committees 
if there is a major issue relating to public transport that has not been sorted out. We are not in 
a position to attend every meeting of every traffic committee across the State. 

Mr SMALL (STA YSAFE): I can site examples of heavy traffic movements through some 
country towns, but the cost of designing bypasses for those areas is very expensive. You say you 
have been able to attend traffic committees, that you do not have voting rights on them, but that 
on the other hand your resources may not allow you to be present at all such meetings. 

Ms ABRAHAM: That is something that is going to be reviewed with the Roads and Traffic 
Authority about our involvement in the operation of those committees and perhaps how to use 
the appropriate triggers for our involvement to address major developments or major issues. 

STAYSAFE also noted a recent paper written by Ms Abraham that discusses transport planning 
and suburban amenity issues, amongst other issues. A copy of this paper follows overleaf 
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Abraham, M. (1996). Planning for transport choice. Paper 

presented at the ITE Regional Conference, Melbourne, 15-16 

MAY 1 996. 

While transport professionals are giving increasing attention to moderating the use of cars 
and making walking, cycling and public transport more attractive, many transport planning 
and traffic engineering practices work to undermine the availability of transport choice. Is 
it possible to create environments that are friendly to pedestrians, cyclists and public 
transport users and that manage car and commercial vehicle travel? This paper explores the 
concept of planning for transport choice and the key issues which need to be addressed to 
encourage alternative modes to the private car through urban and transport planning. 

Introduction 

In the search for more sustainable and livable urban environments, increasing attention has been 
given to moderating the use of cars and making walking, cycling and public transport more 
attractive. These modes are more space, energy and often cost efficient than cars and provide 
mobility for a wider range of people, including young and older people without cars. However, 
it is clear that those of us who have cars, and I believe this is especially true for women, find them 
the most convenient, safe and reliable means of travel to carry out our daily activities. How do 
we manage car travel and provide viable alternatives? 

We need to create (some would say, recreate) an environment that is friendly to pedestrians, 
cyclists and public transport users, and that can manage car travel over time. We need to make 
land use and development decisions that encourage people to use non-car modes for at least one 
or more of the trips between home, work, shopping, school and other personal business. This 
requires planning for transport choice. 

This paper explores the key issues and directions related to planning for transport choice and in 
particular, what traffic engineering issues need to be addressed to encourage walking, cycling and 
public transpo_rt wherever possible. 

Critiques for conventional planning 

There are numerous critiques of the suburbs created by post-war planning and engineering 
practice, noting their emphasis on the needs of traffic rather than the needs of people, and 
encouraging mobility at the expense of environmental quality and, some argue, community 
cohesion (Calthorpe 1993 ; Kaufman & Morris, 1 995). Such critiques also note the mismatch of 
the form of conventional suburbia, designed for the traditional family unit, with current trends of 
ageing population with a minority of households with children. 
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These critiques are a powerful indictment of the professionalisation or specialisation of different 
aspects of "town making". The separation of land uses, street and road design which focus on 
managing car travel rather than encouraging walking, cycling and public transport, and planning 
policies which neglect the influence of urban fohn on travel behaviour, have all contributed to car 
reliance and the reduction of transport choice. 

The New Urbanists, among others, have promoted the following concepts with benefits for 
alternative modes to the car (Kaufinan & Morris, 1995): 
• highest densities and concentration of a mix of land use into two centres within walking 

distance of public transport nodes and routes 
• interconnected, walkable streets leading to close and useful destinations 
• narrow streets with footpaths, trees and on-street parking 
• active frontages on the street eg porches, balconies, pedestrian entries, to provide "eyes" 

on the street 
• pedestrian focus - the vehicle is subservient 
• main street retailing rather than "big box" shopping malls, surrounded by car parking. 

Various simulation and descriptive studies have tended to support the transport benefits of such 
neo-traditional design, particularly higher proportions of walking and transit use and shorter trip 
lengths in neo-traditional neighbourhoods (Kulash, 1990; Chellman, 1 991 ;  Friedman et al., 1 992; 
McNally & Ryan, 1993; Holtzclaw, 1994; and bthers cited in Crane, 1 996). Analysis of the 1 991 
Home Interview Survey in Sydney echoes this research. A comparison of three types of 
neighbourhoods-high density around stations, traditional (originally tram-based) and 
conventional suburban-shows fewer ovenill pension trips, fewer vehicle trips and a higher 
proportion of public transport and walking trips in high density and traditional neighbourhoods 
(Rosenkrantz, 1 995). 

However, a recent analysis by Crane (1996) has questioned the transport benefits of grid street 
neighbourhoods, noting that the increase in access provided by a connected street system reduces 
the cost of travel for all modes and that the number of car trips may not necessarily be lowered 
and indeed, may increase. He concludes that the transport benefits of neotraditional developments 
are more likely to be due to traffic calming features and the clustering of destinations within 
walking distance, than from a grid-like street network. 

On the other hand, the problems posed to efficient public transport operations by conventional 
suburban planning and street design are highlighted by the work of Fleming and Pund ( 1993). 
This analysis of operations in Western Sydney shows the negative effect of "island suburbs" with 
circuitous street networks and few connections on bus service directness, frequency and 
profitability. 

This study evaluated bus service operations for Blacktown, Mt Druitt and Campbelltown in 
Sydney. These areas have similar socio-economic profiles and relative public transport levels. 
The primary differences were directness of bus services as a function of street network design. 
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Higher passenger loads with fewer buses in service were generated in Blacktown and Mt Druitt 
which had greater road connectivity than in Campbelltown, where "island suburbs" have 
disconnected street networks, requiring longer, more circuitous and expensive bus trips. As a 
result, even ifbus travel was free, only people with no alternative would use it. 

The new urbanist critique has been useful in highlighting the ways in which the physical 
environment-the province of planning and engineering�an affect travel behaviour as well as 
urban liveability. Many of he new urbanist principles have been taken up and adapted by public 
transport agencies in the USA and Canada in the form of handbooks and guidelines (Ministry of 
Transportation, Ontario, 1 992; Tri-Met Oregon, 1 993 ; NJTransit, 1 994). Such public transport 
fiiendly design guidelines are also being developed by consultants to the Queensland Department 
of Housing, Local Government and Planning. 

Putting planning in its place 

Most evidence suggests that it is difficult to truly influence travel demand and moderate car use 
unless there is an integrated package of strategies (Moore and Thorsnes, 1 994; Newman and 
Kenworthy, 1 995). With some variations, these regional strategies include: 
• improving the quantity and quality of public transport, pedestrian cycling and HOV 

infrastructure 
• increasing the price of car travel relative to other modes of travel 
• calming traffic on an area-wide basis, in favour of non-car modes and non-car based land 

uses 
• re-orienting urban development through restricting urban sprawl, encouraging higher 

density development and creating mixed use centres at public transport nodes - including 
"urban villages". 

Most economists and even planners would agree that pricing would be the most effective means 
of getting people out of cars and into public transport. However, it is also the most politically 
unacceptable. Moore and Thorsnes (1 994) categorise urban and land use planning strategies as 
"second best" to pricing. Be that as it may, they are still important, as they have the ability to 
influence the �osts of travel indirectly, and can be manipulated by local communities. Closer 
attention to how urban planning measures can encourage walking, cycling and public transport 
is an important part of the package approach and long overdue. 

Planning for transport choice 

Let us take a generalised view of development practice, as determined by State and local polices 
and plans, as it relates to transport. Development practice until now, at least in NSW, has tended 
to: 
• promote higher density residential development in dispersed locations 
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• consider the likely traffic generation of a proposed development and what measures can 
be used to accommodate, rather than moderate that traffic. This usually takes the from 
of a traffic study, not an integrated transport and land use plan. 

• segregate land uses to minimise amenity conflicts but maximise trip lengths 
• provide a hierarchy of roads with limited penetration for bus services and minimal 

provision for pedestrians (eg footpaths), cyclists and public transport users (eg bus stops). 
Where provision is made for pedestrians and cyclists, they are segregated from car traffic 
as much as possible in the name of road safety 

• provide road systems with capacity for peak daily traffic flows 
• provide public transport services only when warranted by demand, primarily focused on 

school and work trips 
. • fund road improvements through developer contributions, but not public transport 

facilities 
• provide infrastructure (particularly road) without considering the complementary 

management measures needed to ensure that it does not have unwanted side effects and 

that it achieves its objectives. 

This is not planning for transport choice. 

Planning for transport choice is planning for all passenger transport modes according to the needs 
of the local community and agreed objectives for the region. In particular, more attention needs 
to be given to the requirements of pedestrians, cyclists and public transport users than in the past; 
as much as has been given to the requirements of cars and commercial vehicles. Residents should 
have the opportunity to safely walk or cycle to the nearest community facilities, such as shops and 
schools. The route to the nearest station, tram or bus stop should be safe and direct. 

Obviously, it isn't easy. It requires a multi-disciplinary approach and trade offs between 
competing objectives. It requires attention to the details as well as the broad strategic vision of 
what needs to be achieved e.g. a walkable town. It requires more iterative, rather than sequential 
processes and the management of places rather than functions. 

Some key issues and directions that enable planning for transport choice are discussed below. 

Accessibility mapping and "transit-oriented development" 

The starting point for planning for transport choice is a good understanding of the regional and 
local movement networks. In particular, the regional network of designated public transport 
corridors with high quality services (10-20 minute frequencies, stop facilities etc) needs to be 
identified. In most cities, this will mainly the rail, trunk bus and ferry networks. 

Along these corridors councils need to create and promote opportunities for a variety of 
development types which are: 
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• compatible with the relevant forms of public transport (e.g., offices, not truck distribution 
centres) and 

• correspond to the level of service provided (e.g., highest densities and land uses mixes 
need highest service frequencies). 

At a more local leve� bus "super-stops" with high frequency services adjacent to extended hours 
retail should be identified as key nodes on which "transit-oriented development" can focus. 

Once the hierarchy is developed, access by walking, cycling and public transport can be mapped 
for each area to ascertain strengths, weaknesses and opportunities. For example, comparing a 400 
metre radius around a rail station with actual walking distances, can identifY where pedestrian 
links may be improved to maximise the potential catclunent. Or relative accessibility can be 
expressed as a ratio of the number of jobs/retail and leisure activities that can be reached in a 
given time by car, compared to those that could be reached by public transport in the same time. 

The London Borough of Hammersmith and Fulham has adopted an approach under which 
improved accessibility is rewarded by higher plot ratios and tapered parking requirements. The 
Netherlands Government has adopted a business location policy, titled "The Right Business in the 
Right Place", which matches the accessibility of locations with the mobility requirements of 
business. For example, people-intensive land uses with a high need for public transport must be 
located proximate to main public transport interchanges in town centres, with fast rail services and 
easy access by cycling and walking (United Kingdom Department of Environment and Transport, 
1995). 

Transport planners, not just traffic engineers, are needed to work with land use planners to map 
accessibility and maximise development opportunities close to good public transport. 

Different sorts of plans 

Instead of the usual separate plans for arterial roads, road hierarchies, traffic management, 
development control plans and parking policies, there needs to be an integrated approach. 
AMCORD 9� recommends the planning of "integrated movement networks". This requires a 
partnership between the State and local government. 

The needs of walking, cycling and public transport also need to be considered as early as possible 
in the planning and design process. It is more expensive to retrofit roads, neighbourhoods and 
centres for efficient public transport operation once major development or works have taken 
place. 

A good example of this approach is the City of South Sydney's "Strategy for a Sustainable South 
Sydney 1 995 which overlays strategies for: 

• environment 
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• land use and transport 
• character and identity 
• community well-being 
• city management 

The goal for land use and transport is to: 
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"Develop a sustainable environment whereby activities are located close together and 
walking, cycling, public transport and sharing private vehicles are the main means of 
travel." 
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Not a goal for the faint-hearted ! Detailed and integrated strategies are spelt out for pedestrian 
networks, cycling facilities, public transport, private vehicles and traffic management, freight and 
services, mixed use zones and urban growth around stations, commercial centres and open space. 

Streets and roads for all modes 

There are a number of other issues of interest to transport engineers which need to be examined 
in more detail when seeking to obtain a balanced transport system, with transport choice. 

As stated earlier, conventional subdivision's street and road networks have not supported 
alternative modes to the car. Expertise in designing highways and streets would appear to be 
much further advanced than expertise in designing for all modes. 

The classification of streets 
It can be argued that conventional road hierarchies based on traffic volumes are insufficiently 
dynamic or multi-modal to support transport choice. Indeed, New Urbanists argue that they are 
obsolete and that connectivity should be encouraged . 

New models are required which are multi-dimensional and which enable transport planners to 
make trade off's between traffic flow, walkability, permeability for public transport and activity. 
Streets and roads and their environments need to be considered together. AMCORD 95 defines 
streets as local traffic routes where the residential environment is dominant and roads as corridors 
where the movement function is dominant. Is such a classification sufficiently dynamic to cope 
with an increasing mix of uses and housing types? 

Arterial roads 
For example, there is considerable debate at the moment about the form and function of arterial 
roads. New urbanists argue that such roads should encourage alternative modes through allowing 
active frontages and designs which include side roads - "integrator arterials". The alternative, 
evident in more recent urban areas, is walled off' arterials, which are "sewers for cars". These 
arterials are certainly not pedestrian or public transport environments. 
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Pedestrians, and hence buses, like to be on active streets with cars, but obviously only up to a 
point. Westerman (1 996) believes that the concept is inappropriate for major traffic routes with 
volumes in excess of 1 5,000-20,000 vehicles per day, due to the effect of vehicle emissions on 
health. 

Pedestrian safety 
It can also be argued that in trying to reduce conflicts between vehicles and people (Le., 
separating them as much as possible), we have discouraged walking as a mode. The tendency has 
been to remove risk rather than manage it. Pedestrian only links between cul-de-sacs or in open 
spaces are often unlit, lonely and without natural surveillance. The New South Wales Department 
of Housing is retrofitting public housing estates planned on the Radburn model to remove such 
"rape and pillage opportunities" and re-orient townhouses to streets, rather than open space. 

Streets and roads need to be designed with the pedestrian in mind. Footpaths are essential on both 
sides of trunk public transport routes and on at least one side of connected residential streets. 
Traffic calming techniques can be used successfully to cue drivers that they are entering a 
pedestrian environment and arterial roads can be adapted to shared use (Roads and Traffic 
Authority, 1 993). Such techniques have been taken up enthusiastically by many councils. 

More connected street systems can be more direct and efficient for non-car modes but require 
attention to issues of pedestrian safety at intersections, traffic noise and unwanted traffic in 
residential streets. Traffic calming techniques are required to address these issues and maintain 
permeability for pedestrians and public transport. 

New forms of public transport 
Of course, the changing nature of urban structure and urban living is also generating new forms 
of public transport, such as the concepts of Personal Public Transport or Personal Rapid 
Transport, which merge the convenience of private transport with the benefits of public transport. 
These will, however require lumpy up front capital expenditure, and hence government support, 
and major institutional changes to the way bus and taxi services are regulated. With minimum 
technological and institutional change, larger operators such as Westbus in Sydney are 
successfully operating high frequency midi-buses on a hail and ride basis in Penrith. Such services 
still need, however, to be complemented with priority treatments, efficient interchange facilities 
and clustered activity centres to be profitable. 

Towards an agenda 

Providing for transport choice depends on many factors, not all of which are related to urban 
structure and planning. However, there are ways of adapting the form and design of urban areas 
so that the need to travel is minimised and options such as walking, cycling and public transport 
become feasible alternatives to the car. 
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This paper has raised just a few of the directions and issues which need to be considered when 
planning for transport choice. It is heartening to note the comprehensive work which has been 
undertaken by Hans Westerman for AUSTROADS on the relationship between roads and land 
use planning, which also addresses these issues and others, and in much more detail . NSW looks 
forward to the promotion and dissemination of the information which Westerman has collected 
and distilled. 

However, in order to successfully plan for transport choice, the following points need to be 
considered in setting the agenda for change: 
• More information is needed on the advantages and disadvantages of a range of 

movement network designs in order to allow local communities to increase transport 
choice. 

• Funding for transport choice is not yet available. There is Commonwealth funding for 
roads which is managed by road authorities with a history and capability focused on 
highway construction. There is no Commonwealth funding for urban public transport. 
In New South Wales, public transport infrastructure must be funded by consolidated 
revenue, and now public/private joint ventures such as the new southern railway linking 
the airport with the Sydney central business district. Road funds are guaranteed by 
secured sources, such as fuel taxes. A recent positive initiative has been to use some of 
the fuel tax levy for bus priority facilities but this is still a proportionately small amount. 

• Who is responsible for planning for transport choice? Obviously, all levels of 
Government and all urban professions are implicated. Planning for transport choice 
requires a multi-disciplinary, inter-agency approach. Is there a need for a new profession 
which combines traffic engineering, urban design and land use planning skills? Or is a 
more consultative, iterative process required? How do we promote best practice? This 
issue is being examined in New South Wales by a Sharing Streets and Roads Taskforce 
chaired by the New South Wales Department of Transport, comprising representatives 
from a wide range of stakeholders : 

the Department of Urban Mfairs and Planning 
the Roads and Traffic Authority 
the Environment Protection Authority 
the NRMA 

- Landcom 
the Australian Institute of Traffic Planners and Managers 

• Many local practitioners look to State authorities for guidance and policy direction. 
However, the appropriate transport authorities in most states are still roads authorities . 
Roads are a sub-set of transport. Increasingly, public transport agencies are 
concentrating on core operations. Who should provide guidance on planning for transport 
choice? What prospect is there of multi-modal agencies and funding, such as the United 
Kingdom Department of Transport and the American metropolitan transit boards? 

We cannot force people to walk, cycle or use trains or even live at higher densities . Nor should 
we. We can, however, remove the barriers to choosing alternative transport modes and housing 
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types and demonstrate the "liveability" gains from doing it properly. 
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Executive Summary 

Speed and Accidents 

Excessive speed is a major contributor to the accident and casualty situation in Nsw, and 
is estimated as contributing to one-third offatal crashes. Significant'emphasis is therefore 
placed on developing strategies to better manage speeds on the road network. 

Speeding has been identified as a key priority area in the NSW Road Safety Strategic 
Plan, "Road Safety 2000", and there is now in place a comprehensive speed management 
program to address the speeding situation in Nsw. A fundamental aspect of this program 
is the management of speeds on the urban road network. 

There is a case for a lowering of speeds on local residential streets. Benefits are expected 
for improved safety, amenity and emissions relu.ted to lower speeds. A large proportion 
of the community would prefer lower speeds, and lower speed limits, on local streets. 

Speed Limits 

The existing 60 hn/h General Urban Speed Limit is considered too highfor the majority 
of local streets. While valid arguments can be proposed for introduction of either 40 hn/h 
or 50 hn/h limits on most local streets, a 50 km/h limit is considered an appropriate 
balance between what is needed, what is manageable, and what is publicly acceptable. 

The most etftcient way of introducing this 50 km/h limit is by applying it as a general limit 
for the majority of local streets, to be known as the Local Street Speed Limit. Speed 
zoning would be used for roads more suited to speeds above or below this limit. 

Local Street Speed Limit 

The proposal/or the new speed limit may be summarised asfollows: 

• The speed limit/or local streets would generally be 50 km/h, applying on all unsigned 
streets in-all built-up areas, in metropolitan centres and rural towns. 

• This speed limit would be known as the as Local Street Speed Limit, and be applied as a 
general limit by regulation. 

• It would replace the current general urban speed limit of 60 km/h which applies to the 
wide range of roads in built-up areas. 

• Roads or sections of road not suitable for a general limit of 50 km/h would have higher 
or lower speed limits, according to traffic junction and physical characteristics, and 
would be signposted accordingly, as at present. ' 
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• Introduction of a 50 hn/h limit on local streets would provide a hierarchy of urban 
speed limits which included 

40 !an/h Speed 
Zones 

50 hn/h Local Street 
Limit 

60 km/h Speed 
Zones 

70 km/h Speed 
Zones 

80-90 !an/h Speed 
Zones 

100-110 KmIh General 
Limit 

Residential or shopping areas generally where physical 
devices (eg. narrowings, humps) are applied. and at 
school zones located in 60 hn/h and 70 IanIh zones. 

The majority of streets providing a local access function 
in built-up urban areas, including residential and 
commercial areas. 

Undivided traffic routes having direct access from 
abutting development; also school speed zones in 80 
and 90 kmIh zones. 

Higher standard urban traffic routes, generally divided 
roads with some or full direct access from abutting 
development,' also for undivided roads having low 
levels of direct access from abutting development. 

Higher standard urban traffic routes, generally divided 
roads with no access from abutting development; also 
for undivided roads having very low levels of direct 
access from abutting development,' also limited 
application on outer urban arterials. 

Open road speed limit, and limits for high standard 
freeways and motorways 

• Road sections not suitable for the general 50 IanIh limit would be identified and speed 
zoned before the new limit was introduced. 

• Casualty crash reductions of between 1 ()() and 520 per year with annual savings 
ranging from $6 million to $31 million are estimatedfollowing implementation of a 50 
km/h loca� Street Speed Limit. Estimated identifiable once-off costs are $4 -$5 million. 

• Particular attention would be paid to publicity, education and eriforcement strategies in 
implementing the change, and a major public irifonnation campaign would be mounted. 

• Community and interest group input on the change would be encouraged via public 
discussion papers and processes based on the infonnation referred to in this 
submission. 

• Adequate monitoring and evaluation of the impacts of changes to urban speed 
management on vehicle speeds, accidents, travel times and amenity would be conducted. 

• The new speed limit would be incorporated into the Australian Road Rules, currently 
being drafted by the National Road Transport Commission (NRTC). 

The Local Street Speed Limit is seen as part of an urban speed management strategy which 
also includes extension of traffic route speed zoning practices, and continuing 
developments in enforcement strategies and techniques. 
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Summary Responses to Terms of Reference 

The material contained in this submission covers all aspects of the tenns of reference for 
the inquiry. The major points, as they relate to the individual tenns of reference, may be 
summarised as follows: 

1 

2 

previous research into 
lower residential 
speed limits in 

Australia and 
overseas 

speed management 
practices in New 
South Wales and in 
other jurisdictions in 
Australia and 
overseas, particularly 
in tenns of current 

practices for setting 
urban speed limits 

The few studies undertaken in Australia have considered 
lower speed limits (40 or 50 kmIh) in confined residential 
areas within the overall 60 kmIh general limit These 
have been introduced by signposting alone or by 
signposting together with LA TM devices, and usually 
without special enforcement activity. Evaluation of the 
lower limits has been confined to effects on speeds and 
community opinions rather than on accidents. 
Better results (in terms of reducing speeds and deterring 
unnecessary traffic) have been obtained where LA TM 
devices are also present Signs without LA TM devices 
require a local street geometry which is encouraging of 
lower speeds, or a special enforcement effort 
Survey research indicates that, generally, residents have 
been in favour of the reduced limits, and their perception 
of the effects has often been optimistic. 
Overseas studies indicate that where lower speed limits 
have been imposed in urban areas, speed reductions have 
been accompanied by crash and casualty reductions. 

During the early 196Os, the different states had variously 
30 or 35 mph general urban speed limits. NSW changed 
from 30 to 35 mph in May 64, to come into line with 
other states and the National Road Traffic Code. Upon 
metrication in July 1 974, the general urban speed limit 
was converted from 35 mph (56.3 kmIh) to 60 kmIh. 
The general urban speed limit of 60 krnIh is technically 
inappropriate for all roads in the wide range of road types 
included in an urban area. It is too high for residential 
streets and other local areas where there is high 
pedestrian activity and/or property access movements by 
vehicles; it is often too low for efficient vehicle 
movement on major traffic routes. 
The inappropriateness of the general limit has bred 
contempt for the limit and undermined community 
credibility of the speed limit system. Lower speed limits 
in appropriate areas (residential, schools, shopping) - and 

higher limits on arterial routes - are requested and 
accepted by the community. Extensive speed zoning on 
arterial routes in recent years has helped overcome 
inappropriateness at the upper speed levels. 
The system of speed limits in an urban area should match 
the range of road types. 
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3 

4 

community concerns 
with effective speed 
management in urban 
areas, particularly 
vehicle speeds on 
residential streets 

the most effective and 
appropriate traffic 
management 
strategies to be 
adopted to ensure 
compliance with 50 
Ian/h local road speed 
limits, including an 
assessment of trials 
under way on the 
lower North Shore of 
metropolitan Sydney 

Survey research indicates that the community wants and 
will accept a lower speed environment for the local 
streets where they live, but there is still some resistance 
to the installation of speed humps in local streets. People 
will not always slow down sufficiently when driving 
down other people's residential streets. 
People want higher speed limits on major traffic routes, 
and want a clear indication of what the speed limit is on a 
particular road. 
Recent survey research by the NRMA has indicated that 
the community is divided on the issue of a "lower general 
urban speed limit", but with a trend towards greater 
acceptance of the concept, particularly for residential 
streets. The specific concept of a new local street speed 
limit has not been presented to the community. 

A 50 kmIh local street speed limit would replace the 
current 60 kmJh general urban speed limit There is no 
requirement for additional physical devices, or additional 
enforcement resources, specifically to sustain such a new 
limit. 
The fundamental strategy will be to ensure that the speed 
limits on all road types are consistent with their function. 
Introducing a 50 kmIh local street speed limit will mean 
that some of the more major roads will need to remain at 
60 kmIh and be specifically signposted. Those areas 
which need speed limits below the 50 kmIh limit will 
need to be specifically identified, signposted and often 
supported with physical devices, as they are at present 
The North Shore trial involves the introduction of a 50 
kmIh speed limit on local residential streets in specially 
defined areas of North Sydney and Mosman. The trial 
itself has not yet commenced, but there has been 
extensive consultation with the local community in 
preparation for its introduction in December 1995. This 
consultation has yielded further information on 
community attitudes about local street speeds and speed 
limits, indicating broad acceptance of a lower speed 
environment 
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5 

6 

7 

the decisioTJ processes 

involved in the 
selection of the local 
streets to be subject to 
a 50 km/h speed limit 

communication 
strategies required to 
support the 
introduction of 50 
kmIh local road speed 
limits in residential 
areas, including 
advertising, publicity, 
and education of 
drivers and the 
general public 

changes required for 
the effective 
enforcement of lower 
local road speed 
limits, including an 
assess.ment ofspeed 
enforcement 
technologies, 
techniques and 
procedures, and 
operational 
instructions 

All streets in a built-up urban area are subject to a general 
urban speed limit, unless otherwise indicated. At present 
this Jimit is 60 kmIh. Under the proposal, all local streets 
would be subject to a new 50 kmIh limit unless their 
traffic function dictated that a higher or lower limit was 
more appropriate. There are comprehensive Speed 
Zoning Guidelines which help to assess whether a 
particular road should be speed zoned above or below the 
general limit. The RT A would continue to detennine 
appropriate speed zoning in consultation with local 
councils, and hold the fonnal authority for any change. 
Streets not subject to the 50 krnIh local street speed limit 
would be assessed in accordance with this process. 

The central thrust would be to outline clearly exactly 
what is proposed, and the reasons for it, particularly the 
safety (and amenity) benefits. Community views as 
measured in surveys would be acknowledged and 
addressed in advertising and promotional material. A 
large scale multi-media campaign would be developed to 
support the program, with emphasis initially on ensuring 
community knowledge of the change and subsequently 
on reminding drivers it is in force. A brochure setting 
out the safety and amenity advantages of such a new 
speed limit for residential streets, and addressing known 
community concerns, is under development 

The 50 kmIh local street speed limit would be subject to 
enforcement in the same way as the current 60 kmIh 
general limit - as part of the normal deployment of Police 
patrols, and in response to specific problem sites. 
Following introduction of a new limit, a special period of 
"enhanced" enforcement, targeting local streets, would be 
negotiated with Police. The initial focus would be on 
intercepting offending drivers and cautioning them about 
the new limit, followed some weeks later by full 
enforcement of the limit There is no fundamental 
requirement for a pennanent increase in enforcement 
resources specifically for the new limit. 
Continued adoption of developing technologies (such as 
laser speed guns) and alternative deployment strategies 
(such as random patrot allocation) will continue to assist 
in the effectiveness and efficiency of speed enforcement 
patrols on residential streets. The increasing involvement 
of local councils in monitoring and managing the speed 
problem will also assist. 
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8 

9 

1 0  

implications for the 
penalty and demerit 
point system, 
including the need for 
revision of current 
speeding offences . 
under the Traffic Act, 
and the possible 
adoption of a 
cautioning system to 
operate together with 
a traffic infringement 
system 

the road safety 
implications of 
introducing a 50 kmIh 

. local road speed limit, 
particularly in terms 
of a reduction in 
intersection crashes, 
andfor pedestrian 
iiiUI bicycle safety 

an appropriate 
schedule for 
introducing a 50 kmIh 
local road speed limit 
in residential areas 
through NSW 

Introduction of the new limit would require only a change 
in the regulations to amend the general urban limit from 
60 to 50 kmIh. Speeding offences are specified in tenns 
of the amount by which a speed limit is exceeded, not in 
tenns of the limit itself. This general approach would 
remain. 
There is no fundamental requirement for a change in the 
speeding penalty system specifically for the new limit. 
The new limit would provide an opportunity to consider 
revision of the current penalty system structure to assist 
the management of speeds. This might well include 
provision for a cautioning system as an additional tool 
available to Police for achieving compliance. Such a 
review is proceeding separately, but is not essential to 
introducing the new limit. 

The new limit would enable the apprehension of those 
who drive at the currently legal, but inappropriate, speeds 
on residential streets. The major beneficiaries of the new 
limit are expected to be pedestrians and bicyclists on 
urban streets - these are predominantly children. Lower 
speeds provide drivers with a greater chance of stopping 
before collisions can occur, and when collisions do 
occur, lower speeds mean less severe injury outcomes. 
Intersection collisions between vehicles can benefit 
similarly. 
Evidence from research in Adelaide indicates that a lower 
(by 10 km/h) residential speed limit, with the same 
degree of enforcement and compliance as at present, 
could achieve a reduction of about 27% in pedestrian 
fatalities. Evidence from overseas indicates that where 
the general urban speed limit has been reduced from 60 
to 50 krnIh, there have been substantial savings in crashes 
and casualties. 

Time would be required for communication with the 
community to explain and promote the new limit, and 
prepare further advertising material for its introduction. 
Time would also be required for the identification of 
those road sections for which a higher speed zone would 
be appropriate, and for the appropriate signposting of 
those sections. AIl such zoning would need to be 
complete before the new limit was brought into effect. 
It is estimated that the above tasks would occupy about 6 
to 9 months. Developments in adjacent states should be 
considered, but the unpreparedness of another state to act 
should not inhibit a NSW initiative. 

Page vii 



1 1  

12  

1 3  

processes and 
procedures required 
to monitor and 
evaluate the 
effectiveness of a 50 
lan/h local road speed 
limit in promoting 
road safety 

implications of a 
lower residential 

speed limit for local 
government traffic 
planning and 
practices, and in the 
longer term, limit for 
residential planning 
and street design 

future directions in 
speed management in 
urban areas 

It is necessary to assess the overall impact of the new 
limit, and some details of its implementation, in order to 
determine how best to refine its operation for the future. 
Relevant measurements will be required of speeds, 
community acceptance and accident experience - both 
before, and at several points after, introduction of the 
limit. 
Results from the monitoring and evaluation activities 
should be used to promote further the new limit as part of 
the overall speed management program for road safety. 
Such information would also form the basis of regular 
feedback bulletins to the community on the progress of 
the initiative and its success. 

A well-defined hierarchy of road types is the basis of 
road and traffic planning in local government areas. The 
new speed limit is an integral part of better matching the 
speed management system to the road function hierarchy. 
Introducing the new limit will assist in reviewing road 
classes, both in planning new areas and managing or 
adapting older areas. 
A lower speed urban environment is a central feature of 
emerging practice in residential area planning and design. 
The relevant national code (AMCORD) and the RTA 
guidelines on traffic generating developments emphasise 
the benefits of low-speed design features, such as narrow 
and short streets, for both safety and amenity, and 
recommend their adoption. Introduction of a new lower 
speed limit will assist and encourage this practice. 

The speed limit system in general, and urban speed 
management in particular, are essential elements of the 
speed management strategy established under Road 
Safety 2000. 
Much of the loss in public credibility for the speed limit 
system stems from the inappropriate nature of the current 
general urban limit across the entire range of road types. 
Introducing the new limit addresses this directly. 
A basic concept in the speed management strategy is to 
ensure that the speed environment, as evidenced by street 
design and traffic management (including speed limits), 
is appropriate and acceptable. Introducing the new limit 
is crucial to achieving this. 
Accident and casualty savings from introducing the new 
limit will help achieve the Road Safety 2000 targets. 
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14 environmental 
implications of lower 
local road speed 
limits, particularly in 
tenns of traffic noise, 
greenhouse gas 
emission, and travel 
time 

The effects on all these area5y as a direct result of 
introducing the new limit, would be extremely small. 
Lower constant speeds will, in the absence of other 
factors, result in lower noise, lower fuel consumption and 
lower levels of noxious exhaust emissions_ Lower speed 
levels brought about by physical devices can be 
associated with increases in noise, fuel consumption and 
emissions as vehicles accelerate through them. 
Lower speeds mean increased travel times, but studies 
examining urban driving behaviour indicate that on a 
typical journey, only a few seconds of additional travel 
time will arise directly from a lower speed limit 
environment 
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1 .  INTRODUCTION 

Speed is a major contributing factor to road trauma Higher speeds increase the risk of 
accidents occurring and lead to more severe injuries When accidents do occur. Speeding 
therefor�.has a double effect on road trauma - it influences crash frequency and crash 
severity. 

Excessive speed is a major contributor to the accident and casualty situation in NSW, and 
is estimated as contributing to 30 % of fatal crashes. This requires that significant 
emphasis be placed on developing strategies to better manage speeds on the road network. 

Speeding has been identified as a key priority area in the NSW Road Safety Strategic Plan, 
"Road Safety 2000", and there is now in place a comprehensive speed management 
program to address the speeding situation in NSW. A fundamental aspect of this program 
is the management of speeds on the urban road network. 

Observation surveys of speeding behaviour indicate that high speed levels in urban areas 
generally, rather than rural speeds, constitute the problem. Urban speed management is 
therefore of particular concern to road safety agencies. There has emerged in recent years 
a general proposal for the introduction of lower speed limits in urban areas, and inquiries 
in several jurisdictions have given serious consideration to this issue. In NSW, the 
Parliamentary Joint Standing Committee on Road Safety (STAYSAFE) has undertaken an 
inquiry with tenns of reference as set out below. 

This present document has been prepared and submitted to assist the inquiry. 

TERMS OF REFERENCE 

The STA YSAFE Committee announced an "Inquiry into 50 kmIh Local Road Speed 
Limits in Residential Areas" with the terms of reference for the inquiry seeking 

infonnation on the following: 

• previous research into lower residential speed limits in Australia and overseas 
• speed management practices in New South Wales and in other jurisdictions in 

Australia and overseas, particularly in terms of current practices for setting urban 
speed limits 

• community concerns with effective speed management in urban areas, particularly 
vehicle speeds on residential streets 

• the most effective and appropriate traffic management strategies to be adopted to 
ensure compliance with 50 km/h local road speed limits, including an assessment of 
trials under way on the lower North Shore of metropolitan Sydney 

• the decision processes involved in the selection of the local streets to be subject to a 50 

kmIh speed limit 
• communication strategies required to support the introduction of 50 kmIh local road 

speed limits in residential areas, including advertising, publicity, and education of 

drivers and the general public -

• changes required for the effective enforcement of lower local road speed limits, 
including an assessment of speed enforcement technologies, techniques and 

procedures, and operational instructions 
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• 

• 

• 

• 

• 

• 

• 

implications for the penalty and demerit point system, including the need for revision 
of current speeding offences under the Traffic Act, and the possible adoption of a 
cautioning system to operate together with a traffic infringement system 
the road safety implications of introducing a 50 krnIh local road speed limit, 
particularly in terms of a reduction in intersection crashes, and for pedestrian and 
bicycle safety 
an appropriate schedule for introducing a 50 krnIh local road speed"limit in residential 
areas through NSW 
processes and procedures required to monitor and evaluate the effectiveness of a 50 
kmIh local road speed limit in promoting road safety 
implications of a lower residential speed limit for local government traffic planning 
and practices, and in the longer teno, limit for residential planning and street design 
future directions in speed management in urban areas 
environmental implications of lower local road speed limits, particularly in terms of 
traffic noise, greenhouse gas emission, and travel time 

SCOPE OF SUBMISSION 

This submission presents consideration of the issues seen to be most pertinent to 
introduction of a new local street speed limit as a major road safety initiative for NSW. 

Specific consideration is given to -
• the current practice for setting urban speed limits, in the context of national and 

overseas practice; 
• the safety benefits from introducing a new speed limit on local streets; 
• community views on speeds and speed limits on local residential streets, in terms of 

road safety and quality of the environment; 
• the most effective way of implementing the new speed limit; 
• the technical and social pre-conditions necessary for introducing the new limit; 

• the implications for traffic management, public education and enforcement. 

It is acknowledged that enforcement is an integral component of speed management, and 
elements of eI1forcement practice are therefore considered in this submission as they relate 
to implementation of the specific proposal. Detailed consideration of enforcement policies 
and operational practices is not presented. It is understood that these are to be covered in a 
submission from the NSW Police Service. 
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2. THE SPEEDING PROBLEM 

SPEEDING AND ACCIDENTS 

There are strong a priori grounds for expecting that higher speeds will result in an 
increasing number of accidents. The faster a vehicle travels, the longer the stopping 
distance will be and the less the opportunity the driver will have to avoid unexpected 
conflicts with other road users or to correct his or her own lapses or errors. The reaction 
distance component of stopping distance, i.e. the distance travelled during the 1-2 seconds 
it takes for the driver to identify an emergency situation and initiate a response, increases 
in direct proportion to the speed of the vehicle. The braking distance component, i.e. the 
distance over which the vehicle travels before its brakes bring it to a halt, increases in 
proportion to the square of the initial travel speed. There may also be other factors which 
increase the probability of a collision in some circumstances, such as the increased 
probability of skidding or other loss of control, less time for other road users to react, and 
less attention to monitoring the environment due to the increased demands of the vehicle 
control task. 

In a recent review of speed and crash involvement, Fildes and Lee ( 1993) cite a number of 
studies which demonstrate a link between speed and accident occurrence. 

The relation between higher speed and crash involvement would appear to be more robust. 
Fildes, Rumbold and Leeming ( 199 1)  found that drivers who were travelling faster than 
average when their speed was unobtrusively measured were more likely to report, when 
they were subsequently stopped and interviewed, that they had been involved in accidents. 
In a detailed study which collected data at the accident scene, Treat et al ( 1977) assessed 
excessive speed as a defmite causal factor in 7 to 8% of crashes, and was a probable factor 
in up to 16% of crashes. Note however that in a similar study carried out in Australia., 
McLean et al ( 1979) found that in only 4% of fatal urban crashes was the driver 
"travelling too fast to respond appropriately". Although the latter two studies give an 
indication of the possible extent of the crashes attributable to excessive speed, they do not 
show that speed increases crash risk. This would require a demonstration that vehicles 
which travel faster than average have a higher risk of crashing, a demonstration which is 
yet to occur. 

The task of proving a link between higher speeds and crash involvement has been made 
difficult by the lack of objective measure of pre-crash speed in most crashes. Fildes and 
Lee have suggested that it would be necessary to fit "black box" speed monitors to 
vehicles to overcome this problem. These monitors would have to be inspected for a 
substantial sample of crashed vehicles to enable a reliable analysis. A research project of 
this type is currently in progress through the Austroads strategic road safety research 
program. 

There are similarly clear a priori grounds for expecting a relationship between speed and 
the severity of injuries sustained in crashes. The energy exchange between the vehicle and 
the object collided with increases with the square of their relative speed. Thus small 
increases in speed can result in a great increase in the forces applied to vehicle occupants 
in a collision, e.g.  a 20% increase in impact speed will result in a 44% increase in the 
energy to be dissipated, and a 50% increase in impact speed will increase the energy to be 
dissipated by 1 25%. 
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Empirical evidence to confirm this relationship has been more readily obtained than is the 
case with the relationship between speed and accident occurrence. Fildes and Lee report a 
number of studies which demonstrate a curvilinear relationship between speed and injury 
severity. Of special interest in the context of safety on local streets is the effect of vehicle 
speeds on pedestrian and bicyclist injuries. 

Clear evidence that lower speeds result in fewer deaths and injuries comes from a number 
of studies, comprehensively reviewed by Fildes and Lee, where the speeds of vehicles in 
general have been reduced through reducing the speed limit or by systematic enforcement 
of the speed limit In such studies, it is usually not possible to separate the effects of 
lower speed on crash occurrence from the effects on injury severity. Despite some of the 
studies relating changes in casualties to changes in speed limits without actually reporting 
changes in speed distribution, there is an impressive body of work which shows that 
higher speed limits increase casualties and lower speed limits reduce casualties. The 
weight of evidence in these studies, and in those that do report changes in speed 
distributions, confirms that reduced speeds is indeed the mechanism through which lower 
casualties are achieved. 

THE NSW SITUATION 

Urban Crashes 

A large proportion of all crashes occurs in urban areas. In 1994, for example, more than 
70% of all crashes occurred on NSW roads with a 60 kmIh or less speed limit� The problem 
is not confined to the major metropolitan areas: comparable proportions for metropolitan 
and country urban areas are 82% and 48%. 

Speeding-Related Crashes 

A speeding-related crash is defmed as one in which at least one vehicle (i) was identified 
by the Police as travelling at an excessive speed, andlor (ii) had performed a manoeuvre 
characteristic of excessive speed. 

In 1994, almQst one-third (3 1 %) of fata! crashes and 1 8% of serious injury crashes were 
speeding-related - representing the death of 205 people and serious injury to another 1 ,249 
people. 

Of all speeding-related serious casualty crashes (fatal plus serious injury crashes combined) 
in NSW, more than one-third (37%) occurred in the major metropolitan areas, and 4 out of 
5 of these were on 60 kmIh roads. Urban roads in country areas accounted for a further 
2 1  % of all speeding-related serious casualty crashes. Overall. more than 40% of all 
speeding-related serious casualty crashes occur on roads with a speed limit of 60 krnIh. 
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Speeds 

Speed surveys throughout NSW indicate that a large proportion of drivers continue to 
travel at speeds in excess of the speed limit. A recent survey (November 1 994) showed 
that in 60 krnIh residential zones, approximately 50% of drivers exceed the speed limit by 
1 0  krnIh or higher. 

' 

A later survey (June 1995) gives more detail for speeding behaviour by car drivers in the 
Sydney Metropolitan Area: 

Road Class Time Period Mean 85%ile % exc 
(All 60 kmIh of survey (kmIh) (lanIh) Speed 

Speed Limit) Limit 

SUB-ARTERIAL 0500-0800 64 70 72 

1 100-1400 61 69 52 

1600-1900 63 69 67 

2100-2400 60 68 46 
" ,  . ... , ' " " , . ,  " . .  , ,. .:, ,: ::':'::.!::.:.;.: •. v " . . � � . .  

' . ' ;' ,:. , ... : ::: . . 

COLLECfOR . 0500-0800 64-." , 71 69 ' . 

1 100-1400 64, 72 68 
1600-1900 . .  ' 62'" 70 ' 60  
2100-2400 63 ' ., 70 60 , ' . .  

RESIDENTIAL 0500-0800 - - -
1 100- 1400 # 57 66 37 

1 600- 1 900 - - -
2 100-2400 # 57 66 35 

Day * 57 65 35 

Night • 57 66 36 

It is clear that even on residential streets, more than one-third of drivers are exceeding the 
applicable speed limit of 60 krnIh. 

PEDESTRIAN CRASHES IN URBAN AREAS 

Cairney ( 1986) discovered that for casualty crashes in the Melbourne Metropolitan Area, 
22% occurred on local streets, and 30% of these involved pedestrians or cyclists. 

Richardson ( 1 994) reports that 30% of accidents in the Perth Metropolitan Area occur on 
local streets. S ince pedestrian and cyclist accidents are typically dispersed over the 
network with few "black spots" where accidents are concentrated and engineering 
measures worthwhile, lowering vehicle speeds is one of the few strategies available for 

increasing safety on local streets. 

Data on the effect of vehicle speeds on the severity of pedestrian accidents is particularly 
relevant to the issue of appropriate speeds. Ashton ( 1 982) documents the effects of 
pedestrians being struck by cars travelling at different speeds. Pedestrians struck at 
impact speeds less than 25 krnIh usually sustain only minor injuries, and those struck at 
speeds greater than 30 kmlh usually sustain severe injuries. Where impact speeds are less 
than 50 kmIh the injuries are likely to be survivable, but at speeds greater than 55 kmIh 
the pedestrians are more likely to be killed than to survive. 
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While there appear to be no studies dealing specifically with the effects of vehicle speeds 
on cyclist injuries, it is reasonable to expect a broadly similar relationship between vehicle 
speed and injury outcomes. 

A recent analysis of some 1 80 fatal crashes in Adelaide (McLean et al 1994) presents 
curves which show the relationship between speed and stopping distance for different 
initial speeds. It demonstrates how small differences in initial speed can make a great 
difference to the consequences to pedestrians with whom cars collide. For example, 
imagine the case of a pedestrian suddenly stepping into the carriageway in front of a car 
26 m away, and the driver seeing the pedestrian and braking immediately. If the car were 
travelling at 60 kmIh, the pedestrian would be struck at 40 krn/h, a speed at which serious 
injury is the most likely outcome, and survival uncertain. On the other hand, if the car had 
been travelling at 50 km/h, the car could have stopped just in time to avoid the pedestrian 
altogether. 

McLean et al applied such a technique to a sample of pedestrian fatal accidents which 
occurred in the Adelaide Metropolitan Area Most accidents had occurred on roads with a 
60 kmIh speed limit. Using standard accident reconstruction techniques, they estimated 
the probable speed of the vehicle in each collision. They then estimated the likely 
outcomes of the crash under a number of different possible scenarios, including one where 
the vehicle was travelling 5 kmIh slower than it had actually been in the real collision. 

Even this modest 5 krnJh reduction in speed would have resulted in 32% of the pedestrians 
surviving, and in 1 0% of cases a collision would have been avoided altogether. 

Under a scenario where the speed limit was 10  lanIh lower (ie. at 50 km/h), and was 
complied with to the same degree as compliance with the current limit, it was indicated 
that there could be a 27% reduction in fatal pedestrian crashes - about half of these being 
avoided altogether, and the others reduced to injury-only cases. 

These data demonstrate how relatively small changes to speeds can have large effects on 
safety outcomes. Although it is not possible to be precise about the extent to which 
changes in speed limit would reduce accidents, or what the impacts of different limits 
would be, we can be confident that reducing speeds would reduce the number and severity 
of accidents, and that the lower the speeds the greater these effects would be. More 
detailed analysis of these possible effects is given in Section 5 of this submission. 

A CASE FOR CHANGE 

A number of recent social, cultural and technical developments suggest that change in 
urban speed management practices is not only possible, but is desirable, and would be 
readily accepted by the community. 

Community Views 

Perceptions are changing of what constitutes an appropriate balance between safety, 
amenity and use of motor vehicles on local streets. Many successful LA TM schemes have 
been implemented in Australia over the last few years, with stated intents of reducing 
vehicle speeds and discouraging through traffic.  These successful examples have 
generated higher expectations about the amenity which local streets can provide. 
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The trial of the 40 kmlh limit in U nley, South Australia, was prompted by a rejection on 
the part of residents of further physical devices as an acceptable strategy for managing 
speeds on a network which already had extensive physical treatment Besides indications 
of growing public resistance to the extensive use of physical devices, it is clear that the 
costs' of using such devices to achieve lower speeds over the entire local street network 
would be prohibitive. This has encouraged a readiness to consider lower speed limits as a 
way of achieving the appropriate balance. 

There is evidence from a number of surveys that a substantial proportion of the 
community would prefer speed limits to change. Two surveys carried out recently in 
NSW using random samples suggest majority support for a 50 kmIh limit A study carried 
out for the NRMA in 1 993 tested reaction to a proposal to introduce a 50 lanIh limit on 
urban roads with no centreline. Forty nine percent agreed with the idea and 42% 
disagreed. A survey carried out for RT A in the same year found that 54% thought that a 
50 kmIh general urban speed limit was a good idea and 41  % thought it was a bad idea. 
Care was taken to explain that the 50 kmIh limit would be implemented as part of an 
overall package of speed measures. 

The membership of the RACV also indicated support for reduced speed limits in a range 
of situations through their responses to an article in the organisation's magazine. In 
response to a photograph of a typical local street, 46% indicated they thought the speed 
limit should be 50 kmJh, 24% that it ought to be 40 krn/h, and only 30% that it ought to 
remain at 60 krnIh (Williams 1992). Although the respondents were not randomly 
selected, the large number who chose to respond (over 7,(00) indicates a high level of 
interest in the issues. 

A survey carried out in South Australia in 1994 reinforces this picture of reasonably 
strong community support for lower speed limits . Of a random sample of over 700 people 
interviewed by telephone in October 1994, almost half (48%) indicated support for a 
lower speed limit on local streets in the Adelaide Metropolitan area. This is rather high, 
considering there has been little general discussion of the issue, and little or no selling of 
the concept of a lower speed limit at that stage. 

Of those who supported a reduction in the limit, 57% favoured a general limit of 40 km/h 
. or lower. When asked about an, appropriate speed for their street - arguably reflecting 
their views as reSidents rather than drivers - 8 I % of those who supported a lower limit 
opted for 40 kmIh or lower. 

There also appears to be support from local government for a change to speed limits. A 
survey of Victorian municipalities showed that 50 metropolitan areas supported a 50 krnIh 
general urban speed limit and only four did not support it The non-metropolitan 
municipalities which responded to the survey were evenly divided for and against, but 
only 26% of them responded to the survey (Municipal Association of V ictoria 1 994). 
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Enforcement Practice 

The availability of new technology in the fonn of laser speed detection and slant radar, 
and more recently of speed cameras, means that much more extensive speed enforcement 
is possible, and that it is now possible to enforce compliance with speed limits in places 
where it was never practical before. Detailed evaluation of the Victorian exPerience with 
speed cameras on arterial roads has demonstrated that they can be effective in reducing 
speeds over the long tenn, and that considerable accident reductions are associated with 
them (Cameron, Cavallo and Gilbert 1992). Thus there is for the first time the possibility 
of really effective enforcement of limits on local streets. The experience with the Unley 
trial suggests that even minimal levels of enforcement can achieve a change in speed 
behaviour in association with new limits. 

International Practice 

Finally, it is increasingly being accepted that Australia should be matching or exceeding 
international best practice over a wide range of economic and regulatory issues. Compared 
to other jurisdictions, the general urban speed limit which applies over most of the non
arterial network in Australia is high by international standards, as are the limits generally 
applied in designated local traffic areas. The questions must be asked as to whether 
Australia needs to be, or can afford to be, so different or whether there would be benefit in 
adopting a practice similar to that in most comparable countries . 
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3. SPEED MANAGEMENT IN NSW 

The speed limit system in general, and urban speed management in particular, are 
essential elements of the Speed Management Strategy established under "Road Safety 
2000", the NSW strategic plan for road safety. 

SPEED MANAGEMENT STRATEGY 

The Speed Management Strategy targets all drivers who exceed the speed limit, and those 
who drive at speeds which are inappropriate for prevailing conditions. The key objectives 
of the strategy are to ensure the community drives consistently at safe speeds. to 
implement an effective system for managing the speeding problem, and ultimately to 
make speeding socially unacceptable. Key integrated elements of the program include 
communication and public education, speed limits and speed zoning. enforcement, 
regulation and legislation. 

A basic concept in the speed management strategy is to ensure that the speed 
environment, as evidenced by street design and traffi� management (including speed 
limits), is appropriate and acceptable. 

Much of the loss in public credibility for the speed limit system stems from the 
inappropriate nature of the current general urban limit across the entire range of road 
types. There is public concern that speed limits and the speed zoning regime do not reflect 
functional needs in all circuIDStances. Speed limits in urban areas is a key issue for the 
program in 1 995, with action planned on speed zone revision and on the local street speed 
limit question� 

URBAN SPEED MANAGEMENT 

The fundamental aim of speed management is to establish an appropriate balance between 
safety and amenity on the one hand and mobility on the other. The traditional approach to 
speed management is based on the setting and enforcement of speed limits. 

Urban areas span a wide range of functional road classes which differ markedly in teons 
of traffic operations, vehicle mix, road use, accident patterns and speed behaviour. Urban 
speed management is a complex issue which not only involves the setting and adjustment 
of speed limits, but also has significant implications for enforcement policies and 
practices and, ultimately, for urban planning and management strategies. Consideration 
must also be given to the concerns of those who use the road networlc, as drivers, 
passengers, cyclists or pedestrians, and to those who live with the consequences of road 
use as residents or occupants of commercial premises. 

Extensive reviews of speed zoning procedures and widespread application of new zoning 
criteria on the arterial road network (major traffic routes) have recently taken place in 
most States. Action in the area of local streets has yet to be implemented. Consequently, 
the present major focus is speed management on local streets, seeking to extend rational 
speed management principles to cover the entire urban network. 
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4. URBAN SPEED LIMITS AND SPEED ZONING 

CURRENT PRACfICE 

The principles and general guidance for speed control through the application of speed 
limits is set down in Australian Standard AS 1742 - Manual of Uniform Traffic Control 
Devices: Part 4 - Speed Controls. It remains the basis from which the more detailed 
Speed Zoning guidelines, setting out arrangements for determining. declaring and 
installing speed zones in the jurisdiction concerned, have been developed. 

Responsibility for setting speed limits in NSW rests with the RT � with responsibility 
being devolved to regions with direct authority to set limits. The RTA has developed 
comprehensive technical guidelines (Traffic Engineering Manaual - Section 3: Speed 
Zoning) for the setting and adjusting of speed limits. 

Types of Speed Limits 

General limits are imposed by statute and are applicable to all roads in a general area 
unless signposted otherwise. Nationally, there is one general urban speed limit (GUSL) of 
60 kmIh . Most States have a general rural limit of 100 krnIh, the exceptions being WA 
with 1 10 kmIh, and NT with no general rural limit 
Speed zones are speed limits based on engineering assessments of road., traffic and land
use characteristics. They are established for particular lengths of road., particular defined 
areas andlor for particular times of day for which the prevailing general limit is not 
appropriate· 

Road Classification 

The tenns 'arterial', 'sub-arterial', 'collector' and 'distributor' are in use throughout much of 
Australia to describe different classes of road in urban areas, but these words are defined 
differently in the different jurisdictions. Additionally, many road classifications have their 
origins in administrative or funding arrangements, rather than in a functional hierarchy for 
traffic management purposes. 

Roads may be more simply classified as either traffic routes or local streets. The primary 
function of traffic routes is to enable travel between localities, while the primary function 
of local streets is to enable access within a locality. It is recognised that many roads must 
cater for both,movement and access functions (eg traffic routes with abutting residential or 
commercial development). 

Urban Speed Limits 

During the early 1960s, the different States in Australia had variously 30 or 35 mph 
general urban speed limits. NSW changed from 30 to 35 mph in May 64, to come into 
line with other states and the National Road Traffic Code. Arguments in favour of the 
increase were that vehicles and roads were then far superior than when the 30 mph limit 
was introduced in the 1 930s, and that vehicles were already travelling at commensurate 
speeds. Upon metrication in July 1 974, the general urban speed limit was converted 
nationally from 35 mph (56.3 krn/h) to 60 krnIh. 
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Current Speed Limits in NSW 

Until the 1 980s, urban areas in NSW were almost exclusively subject to the general urban 
speed limit of 60 kmlh, applying across the entire range of road types, with a few higher 
standard roads speed zones at 80 krnIh. Following a major review of speed zoning 
practice in the late 1980s, there has since been substantial application of speed zones on 
major traffic routes, and lower speed zones in local traffic areas. The speed limit 
hierarchy which generally applies now on urban roads in NSW is as follows: 

Traffic Routes 60 70 80 90 

Local Streets 40 60 

Detailed characteristics of the urban road types to which speed limits apply are given in the 
following table: 

S�Limit Road Characteristics 
10 kmIh Speed Zone Shared zones in residential or commercial areas (eg. for service 

vehicles in shopping malls). 

30 kmIh Speed Zone Commercial or recreational areas where there is considerable 
pedestrian activity (eg. Centennial Park) 

40 krn/h Speed Zone Residential or shopping areas generally where physical devices (eg. 
narrowings, humps) are applied; also school speed zones located in 
60 kmIh and 70 krn/h zones 

50 kmlh Speed Zone Limited application on local streets in some residential areas. 

60 km/h General Limit The vast majority of local streets. and many undivided traffic routes 
having direct access from abutting development; also school speed 
zones located in 80 and 90 krn/h zones. 

70 km/h Speed Zone Higher standard urban traffic routes, generally divided roads having 
provision to safely store turning or crossing vehicles but with some or 
full direct access to the road from abutting development; also for 
undivided roads having low levels of direct access from abutting 
development 

80 kmIh Speed Zone Higher standard urban traffic routes, generally divided roads having 
provision to safely store turning or crossing vehicles and no access 
from abutting development directly to the main carriageways; also 
for undivided roads having very low levels of direct access from 
abutting development 

90 kmIh  Speed Zone Limited application on outer urban arterials; lower standard urban 
freeways. 

100-1 10 km/h High standard arterial roads and urban freeways. 

The vast majority of local streets in all jurisdictions are still subject to the statutory general 
urban speed limit of 60 kmIh. However, there is increasing concern among both residents 
and those professionals involved in road safety that this is inappropriately high for many of 
the activities in these streets. There is a growing tendency to give greater weight to the 
safety and amenity needs of those who live in the stx:eets through greater control of those 
who drive along them. 

Government agencies in most jurisdictions have considered the issue of appropriate local 
street speed limits over the last few years in the course of developing speed management 
programs within their road safety strategies. A common thread of the reports produced by 
these agencies has been the call for a lowering of speeds in residential areas, in association 
with adjustments to zoning and enforcement practices. 
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RECENT DEVELOPMENTS IN SPEED ZONING 
. 

Most jurisdictions have been active in re-examining zoning policies and practices in 
recent years. An important thrust of these developments has been not only to have limits 
more suitable to road and traffic conditions, but also to make the overall speed zoning 
system more credible and acceptable to road users. This has led to greater choice in 
selecting values for speed limits (the addition of 40, 50, 70 and 90 kmIh zones) and 
greater flexibility in applying speed zones, but particularly on urban arterial roads. These 
changes to practice have been widely implemented in most jurisdictions, and constant 
zoning review is generally a feature of road authority annual programs .. 

The consistent application of these zones has been aided by the development of computer
based expert advisory systems, or 'advisers', which embody the knowledge and experience 
of speed zoning practitioners to suggest appropriate speed limit levels on which expert 
practitioners can make final judgments. Three States, Victoria, New South Wales and 
Queensland, now use such systems (VLIMlTS, NLIMlTS and QLIM1TS, see ego Donald 1992). 
While the core of these systems is a consistent set of decision rules, they reflect subtle 
differences in practice. The development of a consolidated national system (AuSI.».m'S) 
is planned. 

In local residential areas the need for lower speeds has long been recognised, and there is 
now an established history of setting speed zones lower than the prevailing generai limit, 
typically at 40 kmIh. Often, but not always, these zones have been designated in 
association with the installation of physical devices, mainly in residential streets 
experiencing high traffic volumes where residents perceive a safety problem, to force a 
reduction in speeds and deter through traffic. 

Such local area traffic management (LA'I'M) treatments have been broadly successful, but 
their installation has been restricted by considerations of expense, and more recently by 
complaints of residents relating to inconvenience and noise. The introduction of lower 
limits without accompanying physical devices has been less successful in modifying 
speeds by practically significant margins. 

Some advances have been made in guidelines for the planning and design of new 
residential areas to prescribe road network designs which will encourage lower speeds, but 
much needs to be done in effectively implementing these. 

AUSTRALIAN INQUIRIES INTO SPEED ZONING 

Government agencies in most jurisdictions are addressing these concerns in the course of 
developing speed management programs within their road safety strategies. Parliamentary 
committee inquiries and inter-agency reviews of road safety, traffic calming and local area 
traffic management issues have led to discussion papers ap.d proposals for changes to 
speed management practices. A common thread has been the call for a lowering of speeds 
in residential areas, in association with adjustments to zoning and enforcement practices. 

Some States began work in this area during the 1980's, and by mid- 1 994 nearly all States 
and Territories had carried out or were contemplating reviews of speed limits and speed 
zoning practices and procedures. 
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The most recent State inquiry has been in South Australia. in 1 994, where a 
recommendation has been made for the introduction of a general urban speed limit of 50 
km/h to replace the current 60krnlh general limit. This recommendation echoes those of 
previous inquiries in Victoria ( 1 99 1 )  and Queensland ( 1 994). More recently, the issue of 
urban speed management has been examined from the national perspective by Austroads, 
and while a final report has not yet been released, the draft report circulated to States and 
Territories has presented a case for introduction of a 50 kmIh speed limit to apply to local 
streets as a general speed limit. A convenient summary of the issues covered in that study 
is given in Croft (1995). 

LOWER SPEED LIMITS IN RESIDENTIAL AREAS 
Several Australian studies have examined the effects of lower speed limits on traffic 
speeds. Some have also examined the effects of lower limits on residents' opinions 
regarding the safety and amenity of their street. 

The first 40 kmIh zone in Australia was introduced as part of a comprehensive LA 1M 
scheme in the Shire of Corio (McDonald 1984). As the lower limit was introduced in 
conjunction with extensive application of physical devices and as the speed measurements 
were made in the vicinity of these devices, little of direct relevance to the question of 
lower speed limits per se can be concluded from this scheme. 

In another early trial of lower speed limits in Australia. a 50 kmIh zone introduced in the 
Melbourne suburban municipality of Preston had little impact on speeds either at the time 
of introduction of the limit, or after a brief week-long enforcement campaign (Ove Amp 
Transportation Planning 1 982). 

A later more extensive trial in Sydney compared different approaches to introducing the 
40 krnIh limit. Speeds in all areas fell by between 3 and 6 km/h, with the lowest speeds 
being achieved in an area which had previously been fitted with physical devices. Social 
surveys showed that lower speed limits were popular and perceived as an effective way of 
lowering speeds (Webster and Schnerring 1 986). 

A similar series of trials was conducted in several Melbourne suburbs where Local Traffic 
Precincts were designated (Traffic Planning Section 1987). All areas had a 40 kmIh limit 
imposed. With signposting only, 85th percentile speeds increased by 3.5 kmJh. Speeds 
were unchanged in areas which had pre-existing treatments, or where only new threshold 
treatments had been installed. Speeds only fell where the 40 kmIh limit was imposed in 
conjunction with new physical treatments inside the area as well as new threshold 
treatments. 

The longest-running trial to date has been held in Unley, SA, where a local area speed 
limit of 40 krnIh was imposed on a trial basis (Cairney and Fackrell 1993). The trial of the 
limit came about largely through resident rejection of further physical speed reducing 
devices. A feature of the trial was the systematic use of speed camera enforcement to 
encourage compliance. Reductions of approximately 5 kmIh were achieved at the 
beginning of the trial before enforcement commenced. Only very slight further reductions 
were achieved throughout the trial despite relatively heavy enforcement towards its end. 
At the conclusion of the trial, 85th percentile speeds were approximately 50 kmIh and 
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mean speeds approximately 38 kmIh. There was a clear trend for the greatest speed 
reductions to occur in streets which initially had the highest speeds. A potential sourCe of 
concern was that speeds tended to increase on very low volume streets on which mean 
speeds were .initially· about 2 kmIh or more below the 40 krnIh trial speed limit. Despite 
many residents believing that the 40 krnIh limit had not reduced speeds, they were 
overwhelmingly in favour of the limit and its continuation. 

Currently in Sydney, a new approach to a local area speed management strategy is being 
developed for the Lower North Shore area The RT� local councils, the Police and the 
NRMA, have been undertaking extensive consultation with the local community prior to 
introducing a trial 50 k.mJh speed limit in a few local residential areas. This consultation 
has yielded further infonnation on community attitudes about local street speeds and 
speed limits, indicating broad acceptance of a lower speed environment The trial itself 
will utilise signs and pavement markings, and involve a period of special augmented 
enforcement, using random patrol allocation, and continued community consultation. It is 
scheduled for introduction in December 1 995, and will be closely monitored via speed 
surveys and community opinion as to its effects on suburban amenity. 

It is important to note that, with the exception of the Unley trial, the various Australian 
trials to date have been evaluated over relatively short periods and have not made use of 
systematic enforcement. All of them, the Unley trial included, covered a limited 
geographical area. There has therefore been no trial sufficiently extensive to give 
definitive guidance as to what is likely to happen with a lower speed limit applied widely 
as a general limit However, there have been some relevant changes in practice overseas, 
for exampl�. in Denmark, where the general urban speed limit has been reduced from 60 to 
50 kmIh. These studies are reviewed later. 

Community Views 
'....... 

There is a range of responses to questions that have been asked about the proposal to 
reduce the general urban speed limit from 60 kmIh to 50 kmIh. 
The questions asked in 1993 and 1994 put particular emphasis on the fact that the proposal 
was part of a package that did not involve the reduction of all urban speed limits. In each 
case opinion was divided, with the majority opinion alternating between the proposal being 
a "good idea" ruld the proposal being a "bad idea". 
Driver acceptance of the proposal to reduce the general urban speed limit from 60 kmIh to 
50 kmIh appears to depend on the nature of the question being put to them. A possible 
explanation for this variation in responses is that community understanding of the proposal 
is limited, and as such the nature of the question being used to measure acceptance of the 
proposal has a major impact on drivers' responses. 

COMPARISON WITII OVERSEAS PRACTICE. 

Australia has a high urban speed limit compared to most other comparable developed . 
countries, where the urban speed limit is generally 50 krnIh - as shown by the examples in 
the following table. Some European countries have recently reduced their urban speed 
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limits from 60 kmIh to 50 kmlh. Some of these other countries also permit zoning at 
lower speeds, ego in residential areas. 

. 

Country Urban Speed Limit 

(kmIh) 
Australia 60 
New Zealand 50 
Canada 50 
USA 40-56 
Sweden 50 
Germany 50 
UK 48 
Denmark 50 
France 50 

With the benefit of hindsight, and now that community attitudes to road safety and 
environmental issues have undergone marked changes, the metrication of speed limits in 
Australia in 1 974 can be viewed from a new perspective. The decision to adopt 60 kmIh 
rather than 50 kmIh as the general urban limit appears to have been an unfortunate choice 
which has led Australia in the opposite direction to international trends .

. 

The international trend is towards even lower speed limits on local streets. One of the 
recommendations of the European Transport Safety Council Report, discussed later, was to 
encourage the use of 30 kmIh or lower speed limits in residential areas where appropriate 
layouts could be achieved, together with more general use of traffic calming in built-up 
areas. 

Recent Overseas Experience with Lower Limits 

Data about the likely effects of different speed limits comes from two sources, broad 
international comparisons and before-after studies of countries which have changed their 
speed limits. 

Despite differences in operating environments, international comparisons can yield useful 
indications of liKely effects of changed speed limits in Australia Preston ( 1 990) 
compared death rates of pedestrians aged 25-64 in a number of European countries and the 
US. Countries with an urban speed limit of 50 kmIh or less had an average death rate 
30% lower than the average for countries with an urban limit of 60 krnJh. Although there 
is overlap between the two groups, there is a clear tendency for the 50 kmIh or less group 
to have lower death rates. The same pattern appears to hold for death rates for child 
pedestrians aged 6-9, a group which generally tends to have a very high accident 
involvement rate. 

A number of countries have had successes with lower speed limits which are relevant to 
the present investigation. The case studies presented here are recent cases where accident 
reductions can confidently be attributed to speed reductions reSUlting from changes in 
speed limits, with or without supporting physical devices. They do not constitute an 

exhaustive l ist. 
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The UK installed approximately 70 zones where a limit of 20 miles per hour (32 krnIh) 
replaced the usual 30 miles per hour (48 kmIh) urban speed limit' These lower limits 
were supported by physical devices in key streets, mainly speed humps. Substantial speed 
reductions were achieved, from 40-48 kmIh before to 22-37 km/h after the introduction. 
An average reduction in injury accidents of 70% was achieved, falling from an average of 
3 .32  per area before to 0.98 after (cited in Jorgensen 1994). 

Norway reduced its urban speed limit from 60 kmIh to 50 kmIh. (Norwegian Traffic 
Safety Handbook. cited in Jorgensen 1 994). Average speeds reduced by 3.5 - 4 � or 
about 6%. A small and insignificant increase in total accidents occurred, but the number 
of fatal accidents reduced by 45%. Mean speed was reduced by up to 10 kmIh if the 
average pre-change speeds were already over 50 krnfh. If pre-change speeds were below 
50 km/h, then imposing speed limits as low as 40 krnfh or 30 kmIh had no effect on mean 
speeds. 

Denmark changed from a general urban limit of 60 kmIh to 50 km/h in 1985. On major 
roads, average speeds of 58 krnJh fell by 2-5 kmIh. Minor roads had lower average speeds 
to begin with - 45 kmIh - and smaller speed reductions of up to 1 kmIh. Total accidents 
fell by 9%, fatalities by 24%, serious injuries by 7% and slight injuries by 1 1  %. The 
accident reductions were statistically significant only on the major roads (Engel and 
Thomsen 1 99 1 ,  cited in Cameron 1 992). 

Walz et al ( 1 983) describe the effects of reducing the speed limit from 60 krnIh to 50 krnIh 
in Zurich, Switzerland. Pedestrian collisions fell by 20% and pedestrian deaths by 25%. 
The number of collisions with slow vehicles such as buses a.'1d trucks remaining 
unchanged, thIs reduction was attributed to a reduction in vehicle speeds following the 
change in speed limits. The severity of injuries, as assessed by the Injury Severity Scale, 
was reduced. 

More recently, in December 1990, France changed from a general urban limit of 60 kmIh to 
50 kmIh, with provision to reduce limits to 30 km/h or increase them to 70 kmIh where 
conditions are appropriate (page 1 993). Average daytime speeds fell from 65 kmIh to 60 
kmIh in the month following the change, recovered to some:: extent, then steadily declined 
to fInish at 60 kmIh at the end of the two-year study period. Injury accidents and fatalities 
both decreased substantially in the month following the introduction of the 50 kmIh limit. 
The reductions over the two year period following the introductions were more modest. 
However, a number of other road safety measures were introduced during this peri� 
including a very controversial points demerit system and changes in restraint use laws. 
Nevertheless, the accident reductions in towns, particularly in the smaller centres, were 
much greater than that experienced in the open country. Page concluded that the 50 km/h 
limit had saved 1 4,500 injury accidents and 580 fatalities in its fIrst two years of operation. 
The latter figure approximates to 3% of road fatalities in France. 

These studies need to be treated with some caution. Although the changes in speed limits 
in these studies is similar to that proposed for Australia later in this report, it cannot 
simply be assumed that similar reductions would be achieved in an Australian context It 
is not possible to tell from the reports to what extent the accident reductions were 
achieved on traffic routes rather than local streets, or how the length, cross-section, sight 
distance, pedestrian activity, traffic flow and other relevant factors compare with 
Australian conditions. Nevertheless, the fact that all reductions in speed limits led to 
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reductions in casualties, particularly the more serious casualties; suggests that reducing 
urban speeds in Austral ia would also reduce casualties. 

The European Transport Safety Council (ETSC) recently released a discussion paper 
which presents an overview of the current research findings on speed behaviour, its 
management, and its relationship t� accidents and accident severity (ETSC 1995). The 
paper fonnulates a set of recommendations for actions to be taken across the whole 
European Union in order to reduce casualties related to excessive speeds of motor 
vehicles. It is estimated, on the basis of extrapolation from several studies carried out on 
various types of road in Europe and the US, that a 1 kmIh decrease in mean traffic speed 
will result in a 3% accident reduction, and that a 5 kmIh reduction in speed would 
therefore bring about a 15% accident reduction. Although there is no reason to expect that 
exactly the same speed decrease-accident reduction relationship would apply on local 
streets in Australia, it highlights the point that substantial accident reductions may result 
from modest changes in speed. 

The ETSC document has two sets of recommendations, the first relating to the application 
of known measures, the second relating to research. Many of the recommendations for the 
application of known measures coincide with the conclusions derived in the present 
document, although they are usually given in more general terms. These 
recommendations include: 
• the establishment of a clear functional hierarchy for roads, reinforced by physical 

adaptation of the road and appropriate speed limits; 
• harmonisation of motorway limits throughout the European Union; 
• encouraging the use of speed zones lower than the general limits on motorways and 

rural roads; 
• encouraging international best practice in the enforcement of speed limits, including 

the best use of speed cameras; and 
• promoting infonnation campaigns which target the consequences of speeding and 

encourage better understanding of the need for appropriate speed. 

PROPOSAL FOR CHANGE 

On the basis of the foregoing, there appears a good case for changing cuirent urban speed 
limit setting practice within Australia. Specifically, there would appear to be systemic 
benefits (in rationalising the system) and safety benefits (in reduced speeds and crashes) 
from introducing a new speed limit for local streets which is lower than the present general 
urban speed limit level of 60 kmIh. 
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5. EFFECTS O F  A LOWER SPEED UMIT 

OVERVIEW OF EFFECTS 

. 
Lower speed limits will have impacts on safety, amenity, emissions and access only to the 
extent that drivers change their behaviour to comply with the new limits. Since it is 
impossible to predict this in advance, it is not possible to be precise about the extent of the 
benefits and dis benefits different options for changes to urban speed management are 
likely to deliver. While the reduction in the incidence and severity of accidents is likely to 
be directly related to the extent of speed reduction, impacts on amenity and perceived 
safety are less dependent on a change in driver behaviour. 

The evidence from several studies suggests that residents view the quality of life on their 
street as improved as a result of lower speed limits, and welcome the lower limits even 
when actual speeds change very little or not at all. Other factors are likely to affect the 
benefits experienced by different jurisdictions, such as the extent to which lower speed 
zoning already applies, and the extent of the road network which is likely to be affected by 
a change in speed limit practice. 

One possible major benefit may be a changed public perception of speed management and 
its validity. If the public can be persuaded that a new system reflects a more rational 
match between speed limits and road, traffic and land use characteristics, there may be an 
increased willingness to conform to the new requirements and support changes which may 
ultimately aII!end established driving patterns. The opportunity that this represents should 
be kept clearly in mind during the planning for any transition. 

A parallel may be drawn here with experience from other road safety initiatives. In areas 
such as drink-drlving, speed cameras and seat-belt usage, community support has become 
stronger after implementation of the initiative and its associated enforcement and public 
education activities once a clear public safety benefit has been identified. 

Estimation of the more tangible benefits and disbenefits is made difficult by the lack of 
data relating specifically to local streets, by the age of the data that does exist, and by the 
assumptions that -are required to jointly apply data from different sources. An attempt has 
been made to quantify the safety and fuel consumption benefits, and to estimate the travel 
time disbenefits. 

Because of the uncertainty as to what speed reductions are likely to be achieved, the 
approach taken has been to examine a range of possible effects associated with greater or 
lesser changes to average speeds on local streets. A speed reduction of 5 kmIh has been 
adopted as the mid-range of the scenarios examined, with a 2 kmIh reduction as the lowest 
change, and 7 kmIh as the greatest change. 

The benefits and dis benefits are summarised in the following table, with details of their 
derivation given in the subsequent sections. The tentative nature of these estimates cannot 
be emphasised too strongly. 

Speed Amenity Reductions Reductions in Increases in travel 
Reduction in casualty fuel time 
Achieved accidents consumption 
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2 krnJh Some 104 0.5% 5 s per person per day 
improvement $6 million 7 million litres 

5 kmIh More 3 1 2  2% 1 2  s per person per 
improvement $ 1 9  million 27 million litres day 

7 km/h Greatest 520 3.5% 20 s per person per 
improvement $3 1 .2 million 48 million litres day. 

ROAD SAFETY 

The general nature of the effects of reduced speed on accidents has been discussed earlier. 
This section attempts to predict the accident savings which might be achieved with 
different speed reductions. 

Cairney ( 1986) found that approximately 2,300 casualty accidents occurred on local streets 
in Melbourne in 1 98 1 .  McLean et al ( 1994) found that 1 5% of the fatal pedestrian 
accidents they studied occurred on local streets, and that a 5 krnIh reduction in vehicle 
speeds would have resulted in 1 % of their total sample of accidents being avoided, ie. 
approximately 6% of the accidents on local streets would have been avoided altogether. 

Assuming that all casualty accidents would be reduced by 6% at 5 krn/h, and extrapolating 
from this 5 krnIh reduction, it seems reasonable to expect reductions of 2% with a 
reduction in speeds of 2 kmIh, and 10% with reductions of 7 kmIh. This is equivalent to a 
reduction of 104 casualty accidents with a 2 kmIh reduction, 3 12 with a 5 kmIh reduction, 
and 520 with a 7 kmIh reduction. These estimates are quite conservative given the 
outcomes from overseas studies and represent the lower end of expected outcomes. A 
value of $60,000 has been adopted as the cost of an urban casualty accident, the figure 
currently used by VicRoads for planning purposes (E. Vincent, personal communication). 
This is equivalent to savings of $6 million, $19  million and $3 1 million under each of the 
three speed reduction scenarios. These estimates possibly underestimate the costs of 
casualty accidents, as accidents on local streets are likely to include a high proportion of 
pedestrian accidents, which have high costs. 

AMENITY 

The likely effects of a lower speed limit on the amenity of local streets is particularly 
difficult to assess, partly because amenity is not well defined. 

Safety ratings by residents in the Unley 40 krnIh speed trial in South Australia remained 
unchanged during the course of the trial. On the other hand, most people viewed their 
street more favourably under the 40 kmJh speed limit, with 8 1  % indicating support for the 
lower speed limit, even though the speed reductions achieved were generally seen as 
small .  All other Australian trials of lower residential speed limits where resident opinion 
was canvassed have produced similar findings. A recent follow-up survey of the residents 
of the Un ley trial area revealed that, more than two years after the start of the trial, the 
high level of support for the 40 kmlh limit remains unchanged. 

Recent surveys in South Australia have shown that, assuming reductions similar to those 
found in the Unley 40 kmfh Local Area S peed Limit Trial , speeds on local streets would 
exceed a 40 kmlh limit only to about the same extent that speeds on arterial roads 
currently exceed the 60 kmlh speed limit. If the needs of those who live in a local streets 
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are 'to be given greater weight than those who drive through them, then the speed limit in 
that street should be lower than that applying on the arterial network. Otherwise not only 
are the needs of drivers taking precedence over residents' needs, but there will be l ittle or 
no scope for pursuing lower speeds in the local network. 

It can reasonably be anticipated that reducing speeds on local streets would reduce traffic 
noise, although it is not possible to estimate by how much noise levels would be reduced or 
what the effects on amenity would be. The exact reductions experienced in any particular 
dwelling would be determined by the prevailing traffic speed. the mix of traffic, distance 
from the roa� and the presence of fences, walls and other environmental features. It is 
questionable whether this would have any perceptible impact It may be conjectured that in 
many local street settings, it is isolate� noisy vehicles travelling fast in otherwise quiet 
conditions which are the main source of nuisance rather than overall noise levels. To the 
extent that a change in speed management brings about a reduction in the speeds of these 
vehicles, a reduction in noise nuisance is possible. 

8 
While physical devices do reduce speeds on local streets, they do so at the cost of increased 
noise from braking and acceleration. Ind� increased noise experienced in dwellings 
immediately adjacent to the devices appear to be one of their main drawbacks. 

While amenity improvements may be difficult to quantify, their importance relative to 
readily quantifiable benefits, such as objective safety, should not be underrated. Safety 
improvements will naturally be welcomed by everyone, even though only a few people 
will benefit and these individuals are unlikely ever to know that they had in fact benefited. 
Conversely, even a small improvement in amenity will be apparent to many people and is 
likely to attract wide community support 

ENVIRONMENT 

Recent theoretical and empirical work demonstrates that physical devices can result in 
increased fuel consumption, while driving at steady speeds lower than 60 krnIh results in 
lower fuel consumption. 

Van Every and Holmes (1992) provided a theoretical analysis suggesting that physical 
speed control devices could increase fuel consumption by 30-50% above that obtained by 
driving at a steady speed. They further assumed that an increase in fuel consumption 
results in a proportionate decrease in air quality, and therefore concluded that using 
physical devices to control speeds rather than a speed limit was likely to increase 
emissions by 30-50%. 

This claim was confirmed by measurements made by Lines and Morgan ( 1 992) using an 
instrumented car. They also demonstrated that on local streets, maintaining a steady speed 
of 50 kmIh used 4.2 per cent less fuel than it did at 60 kmIh, and at 40 kmIh, 14.5 per cent 

less fuel than at 60 kmIh. 

The NAASRA Roads Study ( 1984) estimated travel on urban local streets for the whole of 
Australia in 198 1  to be 1 3 ,300 million km. Total vehicle krn travelled in NSW appear to 
have increased by 14.5% between 198 1 and 1994 (ABS 1983, RTA 1 993). Assuming 
travel on local streets to have grown by the same amount, current travel on urban local 
streets may be estimated at 15,200 million km. Extrapolating from the finding of a 
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reduction of 4.2% in fuel reduction when speeds are reduced from 60 kmIh to 50 krn/h, it 
has been assumed that fuel reductions of 0.5%, 2%, and 3.5% would be achieved with 
speed reductions of 2 krn/h, 5 krn/h and 7 krnIh. 

Assuming an average fuel consumption of 9 litres per 100 km, the total savings under the 
three speed reduction scenarios would be 7 million litres, 27 million litres and 48 million 
litres. These savings range between 0.04% and 0.3% of total current fuel consumption 
(Australian Institute of Petroleum 1994). Although the expected benefits from reduced 
fuel consumption are therefore small, they nevertheless support the case for using speed 
limits rather than physical devices to lower speeds. 

More recently reported work (Watson 1 995 - cited by the AAA) has examined the 
possible effects on vehicle emissions of reducing urban speed limits. It concluded that a 
speed limit reduction from 60 to 50 kmIh would increase carbon dioxide and fuel 
consumption by about 3%, but that hydrocarbon emissions would be reduced slightly, and 
nitrous oxide emissions reduced quite substantially ( 13%). However, it must be noted that 

. this study concentrated on sub-arterial roads, with their typical traffic volumes and journey 
profiles, so the results are of doubtful relevance to the residential street network. 

TRA VEL TIMES 

Both the time spent and distance travelled in local streets is relatively small in a properly 
developed road hierarchy, so that the disadvantages to drivers of lower speed limits will 
also be relatively small (Office of Road Safety 1 994). In practice, the parts of the journey 
when a driver js held up by other traffic, negotiating corners, or giving way at 
intersections, which will be largely unaffected by a lower speed limit, are likely to be the 
major source of delays. 

The Western Australian discussion paper on traffic calming makes a similar point 
through a worked example (Ministerial Task Force 1994). ''For most journeys by private 
motor vehicles, travel times will change only marginally if the speed limit in local areas is 
lowered. A typical journey in the Perth metropolitan area might last, say 20 minutes. This 
would usually not involve more than 2 kms travel on local streets. If the local area speed 
limit was reduced to 30 kmIh from 60 kmIh, this would mean a maximum theoretical 
increase in travelling time of two minutes. In the real world it would be even less." 

The people likely to be disadvantaged by a reduction in speeds in local streets without any 
compensating gain in amenity are drivers who use local streets to avoid arterial roads 
whenever possible, even for longer journeys. The W A discussion paper points out that, to 
the extent that such people observed a lower speed limit, their journey times will be 
affected more than a similar journey on the arterial network. However, these are the very 
people who cause much of the traffic problem in local streets, which in turn make 
expensive LA TM treatments necessary. Keeping out of local streets because of increased 
travel times might represent a cost to these individuals, bu� would be a benefit for the rest 
of the community. 

Special Transport Issues 

The potential impact of lower speed limits on public transport vehicles must also be 
considered. A simple simulation of bus travel in local areas suggests that the impact 
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would be minor (Office of Road Safety 1994). Assuming the sPeed limit on bus routes 
was reduced from the current 60 kmIh to 50 kmIh, bus travel time would increase by a 
maxImum of 8 to 1 0  seconds per kilometre of travel within local streets. Based on this 
estimate, the travel time on a typical route of 14 Ian length, 6 Ian of which is within local 
streets, would increase by 50 to 60 seconds at most over the whole route. Closely spaced 
bus stops and frequent comer turning in local areas will mean that only a small part of the 
total time that a bus spends in local streets will nonnally be at a speed exceeding 40 or 50 
kmIh, so the effects of a lower limit are likely to be even smaller. 

Delivery vehicles are subject to similar influences, and will only have their travel times 
increased in proportion to that part of their journeys spent travelling at speeds greater than 
40 krnIh or 50 krnIh off the arterial system. This is likely to be small. 

Emergency vehicles responding to calls will still be free to maximise their speed subject 
to safe operation, and may possibly even benefit from the lower speeds of other vehicles 
and from a reduction in the future installation of physical slowing treatments. 

Estimates of Effects 

Returning to the three speed reduction scenarios of 2 kmIh, 5 km/h and 7 kmIh, travel time 
increases of 2 seconds per krn., 5 seconds per km and 8 seconds per km respectively would 
be expected. Although applying the estimate of 15,200 million km for travel on urban 
local streets derived from the NAASRA Roads Study results in estimates of the total 
annual delay under the three scenarios of 8 million hours, 2 1  million hours, and 34 million 
hours, when averaged over the entire Australian population, these approximate to 5 
seconds per person per day, 1 2  seconds per person per day, and 20 seconds per person per 
day. 

Economic theory requires that travel time increases must adversely impact productive 
activity before it is appropriate to assign monetary values to them. As it is implausible that 
the small daily increases in travel time resulting from lower speeds on urban local streets 
have any measurable impact on productive activity, and as it is unlikely that any 
individuals will ever be faced with long delays as a result of the lower speeds, calculation 
of monetary costs of increased travel time would be inappropriate. 

It also seems likely that these increases would be too small for individuals to notice. 
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6. APPLYING A NEW SPEED LIMIT 

. GENERAL PRINCIPLES 

The following principles ought to guide the processes of setting general urban limits and 
speed zoning : 
• establishing a balance between mobility, safety, and the amenity of adjoining land; 
• meeting driver expectations, to the extent consistent with the first principle, thereby 

making speed limits self -enforcing where possible; 
• achieving consistency across the whole jurisdiction (in this case nationally); 
• deterring speeders by adequate enforcement and narrow tolerances; 
• developing a culture of compliance; and 
• minimising the costs of signing, speed management devices and enforcement, 

consistent with the optimum safety and amenity outcomes. 

Communicating Speed Limits to the Driver 

Apart from special one-off information campaigns to advise the community of any new 
arrangements, sign posting is the principal means of communicating speed limits to 
drivers, except in areas where general speed l imits apply. In particular, care in the 
provision and sighting of repeater signs will be a necessary feature of speed management 
initiatives. There are few alternatives at present, and it does represent an extension of 
existing signing practice with which all drivers are familiar. However, a scheme based on 
physical cues provided by road features such as centre line markings or medians has some 
appeal for future consideration. 

. 

For the present, in addition to signing, reliance must be placed on consistency of practice 
to enable the motorist to recognise the speed limit which applies, with' a reasonable degree 
of certainty, basing the decision on a combination of road, land use and traffic 
characteristics. Additionally, at the time of implementation advisory signage can be 
'erected' to direct drivers attention to a change in the 'traffic law' which applies in the 
State. This process can be enhanced by physical treatments, such as low-impact physical 
devices in low speed zones and restrictfug parking or right turns in higher speed zones. 

DETERMINING THE SPEED LIMIT LEVEL 

The central contention is that speed management should be based on a rational hierarchy 
of speed zones applied to reflect different road and traffic conditions in a reasonable and 
consistent fashion. In applying these concepts to local streets, a range of l imits from 40-
60 kmIh appears to be appropriate. 

Comparison with overseas practice, consideration of impacts with pedestrians and cyclists 
at relatively high speeds, environmental impacts, and community preferences and 
aspirations all suggest that the current limit of 60 km/h, used as the general urban speed 
limit, is too high for many of the roads to which it applies. A 60 kmIh limit clearly still 
has a place in the hierarchy of limits, but would seem to be appropriate on traffic routes 
with suitable geometric characteristics rather than on local streets having only an access 
function. 
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In Australia. 40 kmIh zones applied on residential streets have generally been popular with 
residents, and have achieved a degree of speed reduction when backed by physical devices 
or enforcement. There appears to be strong support for 40 kmlh limits on residential 
streets among those living in 40 kmlh trial areas, but it seems unlikely that a high degree 
of compliance would be achieved if a 40 kmlh limit were more widely applied. For the 
present at least, a 40 kmIh speed limit appears to be inappropriate for local. streets unless 
geometric characteristics limit speeds to this level or speed reduction devices are installed. 
The application of 40 kmIh zones should, however, continue where appropriate. for 
example - school speed zones. 

If 60 kmIh is too high for local streets and 40 krnIh is too low to achieve a high level of 
compliance, then a 50 kmIh limit would appear to be appropriate for the majority of local 
streets. The indications are that an acceptable degree of compliance would be achieved if 
this speed limit were widely applied over the local street network. 

There are a number of other reasons why 50 kmIh would be a suitable choice for the 
majority of local streets. A 50 kmIh limit for local streets is probably a sufficient change 
from the current 60 krn/h general limit to make it clear to drivers that the system has 
changed and to cause them to re-evaluate and modify their habitual speed choices. 
Although the safety and amenity benefits will be lower than would be the case with a 40 
krnIh limit. it is thought that the difference between a 40 kmIh limit and a 50 kmIh limit 
would be small, as the two options are likely to result in similar speed distributions. With 
a 50 kmIh option, it is expected that a much higher proportion of drivers would comply 
with the limit, building respect for and encouraging compliance with the whole hierarchy 
of limits. opting for a 50 kmIh limit also has the advantage of retaining a distinct 
difference between the general street network and special situations zoned at lower 
speeds, such as school zones and local residential precincts. 

Finally, there has already been a considerable amount of discussion on this issue in 
Australia over the last few years, and there seems to be a clear consensus emerging in 
technical circles that 50 kmIh is the preferred option. 

Introduction of a 50 kmIh limit on local streets would provide a hierarchy of speed limits 
as suminarised in the following 

I Traffic Routes 60 70 90 100 80 1 10 
40 50 Local Streets 

The major difficulty may be in reaching agreement as to which of those streets that serve 
both movement and access functions are to have limits greater than 50 kmIh applied. 
Existing guidelines for speed zoning will need to include criteria to assist in resolving such 
issues. It may be anticipated that residents and local government will oppose a higher limit 
on some roads where State road authorities believe the traffic function warrants it. This 
could be addressed by a regionally based series of consultations with groups of local 
councils as a precursor to implementation to gain general agreement, especially for specific 

- routes. 
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HOW BEST TO APPLY A NEW SPEED LIMIT 

There are a number of ways in which a 50 krnIh limit could be applied to local streets. 
These include: 
Option 1 .  retaining a 60 kmIh GUSL and signing individual streets where a 50 krnJh 

limit was appropriate; 
Option 2. introducing a general limit of 50 kmIh to apply on all local streets, and 

signing those streets where a higher or lower speed limit was appropriate; 
Option 3.  defining areas or precincts where the 50 kmhI limit would apply and be 

indicated by peripheral signposting; 
Option 4: abolish the use of a GUSL, signing all streets where either a 50 kmJh or a 

60 krn/h limit applied. 

Each of these options has different implications for the costs and difficulties of 
implementation. The signing requirements of these options may be directly compared as 
shown in the following table. 

Streets having a speed Streets appropriate for a 
limit of 50 krn/h speed limit of 60 kmIh 

Option 1 
(retain Signs needed No signs needed 
60 krnIh GUSL) 
Option 2 

I 
(introduce general limit of No signs needed Signs needed 
50 krnIh) 
Option 3 
(introduce 50 krn/h in Signs at boundaries No signs needed 
precincts) 
Option 4 
(abolish concept of a Signs needed Signs needed 
general limit) 

The intangible nature of many of the costs of implementation make it impossible to give a 
complete and balanced account of each of the courses of action described above. The one 
area where the costs are known and can be evaluated with some confidence is in terms of 
the amount of signing required. 

Based on creating a comprehensive speed hierarchy with the majority of local streets 
having a speed limit lower than 60 krnJh, VicRoads (Cunningham and Barton 1 993) 

undertook an analysis of different options for signing streets in the Melbourne 
Metropolitan region. The two options of relevance to this current submission were: 
• retaining a 60 krnIh general limit and signing downwards as appropriate - estimated 

to cost $ 12.2 million (extensive publicity not required); 
• introduction of a 50 krnJh general limit, signing upwards for the arterials and 

downwards where appropriate -- estimated to cost $3.4 million, with a further $ 1  
million required for publicity. 
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Assuming that proportionately similar amounts of signing would be required in cities in 
NSW, the cost of implementing these options could be calculated.' The important aspect, 
however, is the relative difference in costs among the alternatives. 

No firm costing is available for either Option 4 (sign all streets) or Option 3 (use of 
precincts). Option 4 would be the most expensive of the four alternatives and that for 
Option 3 would fall between the costs for Options 1 and 2. It must be emphasised that this 
analysis is in terms of the costs of physical signing only, and takes no account of the 
administrative, political or other costs associated with determining where a 60 kmIh limit 
should apply, or how widely the precincts of Option 3 should be implemented. 

Thus, considered from the point of view of the number of signs, their cost and associated 
visual clutter, and efficiency in covering the majority of local streets in all urban areas, the 
best option for applying a 50 krn/h limit would appear to be by means of a 50 km/h general 
limit. In effect, this would mean a lowering of the current general urban speed limit from 
60 km/h to 50 km/h, with speed zones of 60 km/h applied to those roads for which a lower 
speed limit would not be appropriate. 

It is important, however, to consider the nomenclature that might be adopted for this 
initiative. 

The term 'general urban speed limit' (GUSL) is possibly misleading to the general public 
as it appears to refer to a speed limit applying to all urban roads. Any suggestion of 
"lowering the GUSL" might therefore meet with resistance from the community if it is 
interpreted to-mean applicability to "all urban roads".  With the advent of more 
specifically applied speed zoning on traffic routes, as has been achieved in recent years, 
the :erm GUSL may no longer be appropriate. 

The issue is rather one of adopting a general default speed limit for local streets, and it is 
proposed that a term such as Local Street Speed Limit, which accurately reflects this 
more limited scope, is more appropriate. Implementation of the new limit would be 
marketed in terms of "introducing a new limit" rather than "lowering" the existing limit. 
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7. ' PROPOSAL FOR A LOCAL STREET SPEED LIMIT 

On the basis of the foregoing discussion, a proposal for a new lower speed limit applicable 
to local residential streets may be fonnulated as follows: 

• The speed limit for local streets would generally be 50 km/h, applying on all unsigned 
streets in all built-up areas, in metropolitan centres and rural towns. 

• This speed limit would be known as the as Local Street Speed Limit, and be applied as 
a general limit by regulation. 

• It would replace the current general urban speed limit of 60 kmIh which applies to the 
wide range of roads in built-up areas. 

• Roads or sections of road not suitable for a general limit of 50 kmIh would have higher 
or lower speed limits, according to traffic function and physical characteristics, and 
would be signposted accordingly, as at present. 

• Introduction of a 50 krnIh limit on local streets would provide a hierarchy of speeds as 
below. 

Speed Road Characteristics 
Limit 

10 kmIh Speed Zope Shared zones in residential or commercial areas (eg. for 
service vehicles in sh�in� malls). 

30 kmIh Speed Zone Commercial or recreational areas where there is 
considerable pedestrian activi!Y (e�. Centennial Park) 

40 kmIh Speed Zone Residential or shopping areas generally where physical 
- devices (eg. narrowings, humps) are applied, and at 

school zones located in 60 kmIh and 70 krnIh zones 
50 kmIh General The majority of streets providing a local access function 

Limit in built-up urban areas, including residential and 
commercial areas. 

60 krnIh Speed Zone Undivided traffic routes having direct access from 
abutting development; also school speed zones in 80 and 
90 kmIh zones. 

70 krnIh Speed Zone - .  Higher standard urban traffic routes, generally divided 
roads having provision to safely store turning or crossing 
vehicles but with some or full direct access to the road 
from abutting development; also for undivided roads 
having low levels of direct access from abutting 
devel0.Rment. 

80 krnIh Speed Zone Higher standard urban traffic routes, generally divided 
roads having provision to safely store turning or crossing 
vehicles and no access from abutting development 
directly to the main carriageways; also for undivided 
roads having very low levels of direct access from 
abutting development. 

90 km/h Speed Zone Limited application on outer urban arterials; lower 
standard urban freew'!Ys. 

1 00- 1 1 0  Speed Zone High standard arterial roads and urban freeways. 
km/h 
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CD Road sections not suitable for the general 50 kmlh limit would be identified and speed 
zoned before the new limit was introduced. 

. 

CD Particular attention would be paid to publicity, education and enforcement strategies in 
implementing the change, and a major public information campaign would be mounted. 

CD Community and interest group input on the change would be encouraged via public 
discussion papers based on the information referred to in this submission. . 

CD Adequate monitoring and evaluation of the impacts of changes to urban speed 
management on vehicle speeds, accidents, travel ·times and amenity would be 
conducted. 

CD The new speed limit would be incorporated into the Australian Road Rules, currently 
being drafted by the National Road Transport Commission (NRTC). 

8. IMPLICATIONS OF A NEW SPEED LIMIT 

A well-defined hierarchy of road types is the basis of road and traffic planning in local 
government areas. The new local street speed limit is an integral part of better matching 
the speed management system to the road function hierarchy. 

There are important implications, therefore, for traffic engineering practices such as speed 
zoning, for approaches to enforcement of speeds on different road types, for the 
management and treatment of existing local streets, and for the planning and design of 
new residential streets. 

Speed zoning guidelines, which provide detailed requirements and guidance for the 
setting and adjustment of speed limits, will need to be amended where necessary to 
accommodate the new limit. Similarly, computer-based expert advisory tools for this 
process will need to be updated. 

Introducing the new limit will provide a new safety focus to assist the RT A and local 
councils in the review of road classes, and may provide an impetus to complete what is 
already a well developed urban road hierarchy system in NSW. This has implications 
both in planning new areas and managing or adapting older areas. 

A lower speed urban environment is a central feature of emerging practice in residential 
area planning and deSign. The relevant national code (AMCORD) and the RTA guidelines 
for Traffic Generating Developments emphasise the benefits of low-speed design features, 
such as narrow and short streets, for both safety and amenity, and recommend their 
adoption. The widespread acceptance of a hierarchy of road types with well-defined 
operational characteristics should provide planners and developers with clear goals for 
future urban development. 

Introduction of a new local street speed limit will assist and encourage this practice. 
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9. IM PLEME NTATION ISSUES 

The effectiveness of the proposed changes to urban speed management will depend 
critically on the implementation process. This implementation process extends well 
beyond the designation of speed limits and the posting of signs, and embraces 
communicating the concept, enforcement, and ultimately the creation of a culture of 
compliance. The detailed planning for each of these is a matter for the RT A and other 
stakeholder agencies. The following material gives a broad outline of the process and 
identifies the key issues which will have to be addressed in implementation plans. 

APPLYING THE NEW SPEED LIMIT 

The essential task is to ensure that determinations of limits are made on the basis of proper 
assessments, and that zoning is carried out in a co-ordinated fashion. 

Road Hierarchy Planning. Establishing a clear functional hierarchy of roads is the basis 
of a proper approach to traffic calming and traffic management It is also, ideally, a pre
requisite for introducing a matching hierarchy of speed limits. Such hierarchies, and the 
classification of roads accordingly, are more developed in some jurisdictions than in 
others. In most cases, the need to examine zoning requirements on major traffic routes 
will facilitate the further classification of roads sufficiently to introduce a minimum level 
speed limit hierarchy. It is recognised that in the past, implications for funding 
arrangements have distorted or prevented the development of functional hierarchies. If 
such hierarchies are to be developed for the purposes of speed management, it may be 
necessary to separate the question of funding from the question of functional 
classification. 

Non-metropolitan planning. Rural towns (other than large provincial centres) may need a 
special approach with regard to defining an appropriate road hierarchy, and persuading 
stakeholders and the general public of the need for change. Emphasis might best be 
placed on the benefits for safety that would come from lower speeds on residential streets, 
with secondary consideration given to the need for zoning �n sub-arterials. This might be 
effectively addressed through regional activity involving information seminars and 
discussions. 

Speed zone assessments. This is essential for all road sections where the general speed 
limits will not apply. 

Signing. It will be essential to ensure that traffic routes which are to retain a 60 krnIh limit 
are adequately signposted, particularly with regard to repeater signs. Guidance for the 
consistent installation and spacing of these signs is required. There might well be a need 
for augmented linemarking to reinforce the functional hierarchy of roads at the sub-arterial 
and collector levels. In addition, for those local streets whose geometry suggests a speed 
limit greater than the general limit and where compliance or safety is a problem, 
application of a minimal level of physical devices (such as narrowings, or deviations 
without vertical displacement) might be appropriate. 

Order of implementation. If implementation is to proceed smoothly, the steps in the 
implementation should proceed as follows: 
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1 .  reach agreement on defining a road hierarchy and the rules and procedures for 
allocating roads to different functional classes; 

2. agree on the hierarchy through application of the rules and procedures; 
3.  ensure that traffic routes which will retain a 60 kmIh limit are adequately sign posted. 

with special attention to the number and location of repeater signs; 
4. if a lower local street speed limit has not been implemented, signpost local streets at 

the required limit. 

Public transport. Special consideration needs to be given to the effects upon service 
schedules. Although these effects are likely to be smail, details such as the impact of 
short delays on making connections need to be considered. The impact of physical 
devices should also be considered. 

COMMUNICATING THE NEW LIMIT 

The essential task is to convince the public of the benefits which will flow from the 
changes to speed management practices, to win their support for these changes and 
encourage individual compliance. Success will depend in large measure in persuading the 
public that the changes have a rational basis and that enforcement is carried out in a fair, 
reasonable and consistent fashion, with safety as the prime consideration. 

To better understand the community's attitude to the proposal it will be necessary to 
provide the community with further information about the issues relating to the proposal. 
The distribution of information about the issues relating to the proposal is being organised 
by the RT A and will facilitate the development of an informed community opinion about 
the proposal. The RTA will be monitoring a sample of the driving as part of a continuous 
tracking survey that will extend over a six month period beginning in November 1995. As 
part of the survey drivers' responses to the following will be monitored: their awareness of 
the proposal to reduce speeds limit in local streets from 60 km/h to 50 kmIh, and their 
acceptance of the proposal to reduce speeds limit in local streets from 60 km/h to 50. The 
cbange in drivers' responses will provide an indication of the impact of community debate 
on the proposal over the six month period. The results of this survey will be reported in 
February and May of 1996. The RTA will also be exploring the concerns and perceived 
benefits that members of the community have regarding the proposal, as part of indepth 
interviews being-conducted to test the communications effectiveness of various road safety 
advertisements. 

Communication Strategy Considerable reliance will need to be placed on appropriate 
publicity to support the case for change. This will range from educational material to 
explain the need for change and the details of the changes proposed, to promotional 
material and associaled media activities to facilitate the introduction of the new system. 

Stakeholder communication forums. Open meetings with groups affected by the proposed 
changes will provide opportunities to put the message across in detail,  address concerns 
raised in the consultation process and get feedback about the effectiveness of 
communication strategies. 
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Paid advertising. Paid advertising is justified by the magnitude of �e changes proposed, 
and by the extent in the changes of long-established driving habits which will be 
necessary. It is essential that advertising is timed and co-ordinated with other activities to 
produce maximum effect. 

Fact Sheets. These will assist stakeholders to disseminate relevant facts to their 
constituents. 

Media advocacy. A co-ordinated effort should be made to encourage media interest in the 
process and its outcomes, and to encourage public debated through the media. Past 
experience with Random Breath Testing suggests that a degree of appropriately managed 
negative coverage can play a useful role in keeping the issue controversial. 

Co-ordinated messages and releases. To gain maximum benefit from public statements 
from various organisations and maximise credibility it will be helpful to ensure co
ordination of the content and timing of paid advertising, media releases and appearances, 
and other material. 

ENFORCEMENT 

The essential task is to ensure that best use is made of the available enforcement resources 
in encouraging compliance with changed speed zoning. 

Commitment. It is particularly important that Police with responsibility for speed 
enforcement are convinced of the benefits likely to flow from changes to speed 
management practice in order that they are committed to the level of enforcement 
required, and give positive messages to the public in the course of these duties. The RTA 
would identify enforcement programs in this area as relevant to the criteria applicable for 
"enhanced enforcement" funding and seek relevant program submissions from the Police. 

Introduction phase. A high level of highly visible enforcement on roads where the speed 
limit has changed would be desirable shortly after the introduction of new limits. This 
might be best handled by a period of "police cautions", with the regular penalties being 
imposed after a suitable settling-in period. 

Implicationsjor operational planning. As it is to be expected that the patterns of offences 
and, eventually, the pattern of accidents, will change following changes in speed limits, 
local commanders will have to pay particular attention to the allocation of speed 
enforcement resources over the initial phase. 

Long-term implications. In the longer term, Police resources which can be devoted to 
enforcement of speeds on local streets on a sustainable basis is likely to be small.  The 
options for ensuring an adequate minimum level of enforcement in the longer term will 
have to be considered in the context of the police role in the Road Safety 2000 Strategy 
and existing co-ordination mechanisms at central, regional and local levels. 
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EVALUATION 

The essential task is to gauge the effects of the changed limits. This implies, in all the 
cases listed below, that adequate 'before' phases of before and after studies are carried out 
well in advance of the changes, and that a high level of commitment to the evaluation 
process is maintained. 

Traffic Speeds. It will be essential to monitor speeds on affected roads to determine 
whether worthwhile speed reductions have been achieved. Ideally, this monitoring would 
extend to traffic routes and local streets not directly affected by the changes. 

Safety and emissions. It will be essential to detennine to what extent the expected benefits 
have been realised. 

Community attitudes and perceptions. It will be essential to detennine the extent to which 
residents perceive the safety and amenity of their neighbourhood to have improv� and 
the extent to which traffic is still perceived as a problem. 

Journey times. A logical analysis of the likely impact of the proposed changes on travel 
speeds suggests that the impact on journey times will be very small, but adequate 
empirical data is lacking. It will therefore be particularly important to monitor journey 
times. 

ACHIEVING COMPLIANCE 

The essential task is creating a driving culture where there is a hig� level of voluntary 
compliance with the revised speed limits. 

Continuing public education. Continuing education regarding the safety benefits of 
modest speed reductions will help build support for systematic speed management. 

Continuing deterrence-based enforcement. Continuing, visible enforcement of speed 
limits will help e�tablish lower speeds as habitual behaviour. 

Continuing feedback. Feedback., particularly if it shows increasing compliance levels, will 
help establish driving near the posted limit as the norm. 

n ... _ .... .., ..,  



�1 o. SUMMARY COMMENTS 

There is a case for a lowering of speeds on local roads. Benefits are expected from 
improved safety, amenity and emissions related to lower speeds, and a large proportion of 
the community would prefer lower speed limits on local streets. 

While valid arguments can be developed for introduction of either 40 kmIh or 50 kmIh 
limits on most local streets, a 50 kmIh limit is considered an appropriate balance between 
what is needed, what is manageable, and what is acceptable. 

The most efficient way of introducing this 50 kmIh limit appears to be by applying it as a 
general limit for the majority of local streets, using signposting for roads more suited to 
alternative speed zoning. Authorities will need to define an adequate system of traffic 
routes for which the 50 kmIh limit may not be appropriate. 

Given the wider range of speed zones now better matched to road and traffic 
characteristics, the term General Urban Speed Limit is less appropriate for the default 
speed limit applicable to the remaining streets. A term such as Local Street Speed Limit is 
more suitable for the new general limit 

The Local Street Speed Limit is seen as part of an urban speed management strategy 
which also includes extension of traffic route speed zoning practices, and continuing 
developments in enforcement strategies and techniques. 

The following comments summarise the main points made in this submission: 

• Other countries have lowered their urban speed limits. In those cases where published 
studies are available, crashes and casualties generally appear to have been reduced. 

• Australia has little experience with reduced urban limits, and no experience with a 
reduced widespread limit Early work suggested that speed reductions were only 
obtained when lower limits were introduced in confined local areas in conjunction with 
physical devices, although more.recent work has shown that reductions can be 
maintained when the lower limits are supported by modest levels of enforcement It is 
difficult to generalise from these limited trials to system-wide changes. 

• The current general urban speed limit in Australia, 60 km/h, is high compared to the 
general urban limits applying in other comparable countries, and is considered too high 
for the activities in local residential streets. 

• Several Australian jurisdictions have recently re-examined. the issue of speeds on local 
streets, and all have endorsed the principle that lower speeds would be more 
appropriate. A lower speed limit for local streets is a common endorsement in these 

inquiries. .' 

• Lower speeds from lower speed limits on local streets are likely to deliver benefits in 
terms of reduced crashes and reduced vehicle noise and emissions. 
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• Increases in travel time due to reduced travel speeds on local streets are likely to be 
insignificant. 

• Surveys in three States, conceived and commissioned independently of one another, 
indicate a high level of community support for lower speed limits on local streets. 

1 1 .  RECOMMENDATIONS 

A new Local Street Speed Limit of 50 km/h is recommended for application in all urban 
areas in NSW. 

It would be characterised by the following: 

• The speed limit for local streets would generally be 50 kmIh, applying on all unsigned 
streets in all built-up areas, in metropolitan centres and rural towns. 

• This speed limit would be known as the as Local Street Speed Limit, and be applied as 
a general limit by regulation. 

• It would replace the current general urban speed limit of 60 kmIh which applies to the 
wide range of roads in built-up areas. 

• Roads or sections of road not suitable for a general limit of 50 kmIh would have higher 
or lower speed limits, according to traffic function and physical characteristics, and 
would be signposted accordingly, as at present. 

• Road sections not suitable for the general 50 kmIh limlt would be identified and speed 
zoned before the new limit was introduced. 

• Particular attention would be paid to publicity, education and enforcement strategies in 
implementing the change, and a major public information campaign would be mounted. 

• Community and interest group input on the change would be encouraged via public 
discussion papers and processes based on the information referred to in this submission. 

• Adequate monitoring and evaluation of the impacts of changes to urban speed 
management on vehicle speeds, accidents, travel times and amenity would be 
conducted. 

• The new speed limit would be incorporated into the Australian Road Rules, currently 
being drafted by the National Road Transport Commission (NRTC). 

Page 34 



REFERENCES 

ABS ( 1 983). Survey of motor vehicle use 198 1 .  Australian Bureau of Statistics. 
Ashton, S.l. ( 1992) . Vehicle design and pedestrian injuries. In Chapman, A.l., 

. Wade, F.M. and Foot, H.C. Pedestrian Accidents. Chichester ; John Wiley and Sons. 
Australian Institute of Petroleum ( 1 994). Oil and Australia : Statistical review 1 994. 
Melbourne : Australian Institute of Petroleum Ltd. 
Cairney, P.T. ( 1 986). Major/minor intersections and junctions - a greater accident problem 

than we think? Proceedings 1 3th ARRB-5th REAAA Conference, Vol. 13,  Part 9, pp 78-

89. 
Fackrell, H.L. ( 1993). The effects of a 40 kmIh local area speed limit on traffic behaviour 
and community perceptions and opinions. Australian Road. Research Board, Research 
Report ARR 243. 
Cameron, M. ( 1992). Urban speed management in Denmark. Monash University Accident 
Research Centre, Report to AUSTROADS Project Team on Urban Speed Management. 
Cameron, M., Cavallo, A., and Gilbert, A. ( 1 992). Crash-based evaluation of the speed 
camera program in Victoria 1990- 1 99 1 .  Phase 1 :  General effects; Phase 2; Effects of 
program mechanisms. Monash University Accident Research Centre, Report 25. 
Cunningham, 1.A. and Barton, E.V. ( 1 993). Recent dev�lopments in speed management in 
Victoria. In Fildes, B.N. and Lee, S.l. (eds) The speed review : Appendix of speed 
workshop papers. Federal Office of Road Safety/Road Safety Bureau, Roads and Traffic 
Authority of NSW CR1 27A1CR 3/93A 
Department of Transport ( 1993) .  Tasmania: Review of Tasmanian Speed Zoning Practice. 
Department of Transport, Tasmania. 
Donald, D. ( 1 992). Continuing development of an expert system speed zone adviser. ?roc. 
1 6th ARRB Conf.., 1 6, Part 4, pp 33 1-343. 
Engel, U. and Thomsen. L. ( 1 992). Safety effects of speed reducing measures in Danish 
residential areas. Accident Analysis and Prevention, 24, pp 17-28. 
European Transport Safety Council ( 1 995) Reducing traffic injuries resulting from excess 
and inappropriate speed. Brussels, European Transport Safety Council. 

Federal Office of Road Safety. National Road Safety Strategy. Federal Office of Road 
Safety 
Federal Office of Road Safety. National Road Safety Action Plan. Federal Office of Road 
Safety. 
Fildes, B.N. and Lee,·S .l. ( 1 993). The speed review : road environment, behaviour, speed 
limits, enforcement and crashes. Federal Office of Road SafetylRoad Safety Bureau, 
Roads and Traffic Authority of NSW CR1 27/CR 3/93 
Fildes, B.N., Leening, A.C. and Corrigan, J. McM ( 1989). Speed perception 2: Drivers' 
judgements of safety and travel speed on rural curved roads and at night. Federal Office of 
Road Safety, Report CR60. 
Jorgensen, E. ( 1994). The effects of changed urban speed limits. PIARC Technical 
Committee C 1 3  - Road Safety. Pennanent International Association of Road Congresses. 
Local Area Speed Limit Working Party ( 1 993). Final report and recommendations. South 
Australia, Department of Transport. .-
McDonald, P .E. ( 1 984). Implementation of Local Area Traffic Management and 
streetscape improvement in Shire of Corio. Proc; 1 2th ARRB Conf., 1 2, Part 5, pp 34-48. 
McLean, A.J. , Anderson, R.W.G., Farmer, MJ.B ., Lee, B .H. and Brooks, C.G. ( 1 994). 
Vehicle travel speeds and the incidence of fatal pedestrian collisions. Federal Office of 
Road Safety CR 146. 

Page 35 



McLean, A.J., Aust, H.S., Brewer, N.D. and Sandow, B.L. ( 1 979). Adelaide in-depth 
accident study. Part 6: car accidents. University of Adelaide, Road Accident Research 
Unit. 
Main"Roads ( 1992) .. Report of the road speed limits review committee. Perth, Main 
Roads, Western Australia. 
Ministerial Task Force ( 1994). Traffic calming in Western Australia - A discussion paper. 
Western Australian Government. 
NAASRA ( 1984). The NAASRA roads study : Report on the Australian Road Network. 
National Association of Australian State Road Authorities, Study Report R4. 
Office of Road Safety ( 1994). Urban speed limits in South Australia ; a discussion paper. 
South Australia, Department of Transport. 
Ove Arup Transportation Planning ( 1982). Preston 50 kmJh speed limit trial : summary 
report. Road Safety and Traffic Authority, Hawthorn South, Victoria. 
Page, Y. ( 1993). La mise en oeuvre du 50 en ville et ses effets sur Ia secuite routiere. 
Recerche Transports Securite No. 41 ,  Decembre 1993. 

Preston, B. ( 1990). The safety of walking and cycling in different countries. In Tolley, R, 
(ed.). The greening of urban transpo� : planning for walking and cycling in Western cities. 
London : Belhaven Press. 
Queensland Department of Transport ( 1 993). Speed management in Queensland - Issues 
paper. Queensland Department of Transport. 
Richardson, E. ( 1 994). Traffic management devices in local streets - why are they 
needed? Paper presented to the Australian Institute of Urban Studies, 24th May, 1994. 

Road Safety Bureau ( 1994) Road traffic accident in NSW - 1993. Roads and Traffic 
Authority of New South Wales, Road Safety Bureau 
Road Safety Division ( 1 993). Speed management in Queensland, Appendix C, Queensland 
Speed Zoning Guidelines - Draft, August 1993. Road Safety Division, Queensland 
Department of Transport. 
Road Speed Limits Review Committee ( 1992). Report of the Road Speed Limits Review 
Committee to the Minister for Transport and the Minister for Police, Vlestern Australia. 
RT A ( 1992). Interim policy and guidelines for speed management of regional roads in 
urban areas. Roads and Traffic Authority of New South Wales. 
__ ( 1 994). Traffic Engineering Manual, Section 3 ,  Speed Zoning. Roads and Traffic 
Authority of New South Wales. 
Social Development Committee ( 1 99 1). Inquiry into speed limits in Victoria. Parliament 
of Victoria. 
Standards Australia ( 1 986). Manual of uniform traffic control devices, Part 4 Speed 
Controls. Standards Australia, AS 1742.4. 
Traffic Planning Section ( 1 987). Summary report on local traffic precinct trials. 
Melbourne, Road Traffic Authority. 
Travelsafe Committee ( 1994). Report on Local Area Traffic Management. Legislative 
Assembly of Queensland, Parliamentary Travelsafe Committee. 
Van Every, B. ,  and Holmes, M. ( 1992). Local Area Traffic Management ; effects on the 
environment. Paper presented at the South Australian Local Government Engineering 
Conference, Adelaide. South Australia, Department of Transport. 
VicRoads ( 1994). Traffic engineering manual, Section 7. Speed zoning guidelines. 
Melbourne : Vic Roads. 
Walz, F.H. ,  Hoeflinger, M. and Fehlmann, W. ( 1983). Speed limit reduction from 60 to 50 
kmlh and pedestrian injuries . In : Twenty-seventh Stapp Car Crash Conference 

Page 36 



Proceec!.inb-. lith International Research Committee on Biokinetics of Iritpacts (IRCOBI), 
pp 3 1 1 -3 1 8.  October 1 983, San Diego, CA. Warrendale (PA) :  Society of Automobile 
Engineers. 
Webster, K.A. and Schnerring, F. ( 1986). 40 kmlh speed limit trials in Sydney. Traffic 
Authority of New South- Wales, Research Note RN 6/86. 
WiIIiams, D. ( 1 982). Speed limits : RACV members survey. Melbourne : Royal 
Automobile Club of Victoria Ltd. 
Working Group ( 1 993). Review of Tasmanian Speed Zoning Practice. Report to Minister 
of Roads and Transport, Tasmania 

Page 37 



ST A YSAFE Inquiry into 50 kmJh Local Road Speed Limit 

Terms of Reference 

The inquiry requires an assessment of : 

1 previous research into lower residential speed limits in Australia and overseas 
2 speed management practices in New South Wales and in other jurisdictions in 

Australia and overseas, particularly in terms of current practices for setting 
urban speed limits 

3 community concerns with effective speed management in urban areas, particularly 
vehicle speeds on residential streets 

4 the most effective and appropriate traffic management strategies to be adopted to 
ensure compliance with 50 krnJh local road speed limits, including an 
assessment of trials under way on the lower North Shore of metropolitan 
Sydney 

5 the decision processes involved in the selection of the local streets to be subject to 
a 50 kmIh speed limit 

6 communication strategies required to support the introduction of 50 kmIh local 
road speed limits in residential areas, including advertising, publicity, and 
education of drivers and the general public 

7 changes required for the effective enforcement of lower local road speed limits, 
including an assessment of speed enforcement technologies, techniques and 
procedures, and operational instructions 

8 implications for the penalty and demerit point system. including the need for 
revision of current speeding offences under the Traffic Act, and the possible 
adopfion of a cautioning system to operate together with a traffic infringement 
system 

9 the road safety implications of introducing a 50 kmJh local road speed limit, 
particularly in terms of a reduction in intersection crashes, and for pedestrian 
and bicycle safety 

l O an appropriate schedule for introducing a 50 kmIh local road speed limit in 
residential areas through NSW 

1 1  proces� and procedurys required to monitor and evaluate the effectiveness of a 
50 'krnJh loCal' road speed limit in promoting road safety 

12 implications ot a lower residential speed limit for local government traffic 
planning and practices, and in the longer term, limit for residential planning 
and street design 

1 3  future directions i n  speed management in urban areas 
1 4  environmental implications of lower local road speed limits, particularly in terms 

of traffic noise, greenhouse gas emission, and travel time 
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1 .  Introduction 

1 . 1 .  Scope of NRMA submission 

1 . 1 . 1 .  The issue of d SOkm/ h Local Street Speed Lim i t  in Residential 
Areas cannot be considered in isolation from other elements of a n  
overal l  speed management stra tegy. 

1 . 1 .2 This su bmission canvasses a range of issues which NRMA 
considers needs to be addressed in order to genera te broad 
com m unity su pport for a SOkm/h speed limit in residential streets. 
Measures such as improved speed zoning a nd speed lim i t  
signposting, cou pled with appropriate community consultation and 
education programs, wiJI be required to ensu re the successful 
im plemen tation of a lower residential speed limi t  

1 .2. NRMA involvement in speed management 

1 .2 1 .  NRMA is closely involved i n  speed management issues. We are 
represen ted  on the NSW Speed Management Task Force, which 
develo ps strategies dnd countermeasures for speed management in  
this state. NRMA was a member of the Com munity Advisory 
Gro u p  on Speeding, which was established by the Minister for 
Roads i n  1993 to provide community advice to the Government o n  
strategies to tackle speeding behaviour. 

1 .22. NRMA also recently represented the Australian Automobile 
Association (AAA) on the Project Team tha t  conducted the 
AUSfROADS Urban Speed Management Project The basic 
objective of the Project Team was to develop a national framework 
for u rban speed management. concentrating mainly on the local 
street network. 

1 .3. Member feedback 

1 .3 .1 .  NRMA annual ly receives over 1200 reports from members abo u t  
specific locations where they feel road safety or traffic efficiency 
needs to be im proved. We also receive many enquiries and 
com ments a bout m ore general traffic management issu es, that  do 
n o t  c o ncern s pecific locations. A considerable proportion of  these 
enq u i ries (a l m os t  25 % )  relate to speed managemen t issues 
(exc l u d i n g Loc a l  Area T ra ffic M anagement schemes). 
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1 .3.2. A qualitative review of this feedback has been conducted for this 
su bm ission. We have extracted a number of issues of concern 
predominantly from a driver's perspective but also issues that 
concern residents and vulnerable road users such as pedestrians 
and cycl ists. 

1 .3.3. Typical issues that  mem bers raise with NRMA include: 

• Poor comm unication of speed limits. It is often stated that  signs 
are infrequent, inconspicuous, obstructed or missing. 

• Unreal istic speed limits. 

• A perception tha t Police enforcement of speed limits is focused 
on  'trevenue raisingn rather than road safety. This is often 
related to complaints about speed camera operations. 

• Speeding or unsafe speeds in local streets. 

1.3.4. In addition to unsolicited enquiries, NRMA has actively sought 
com munity feed back on speed management issues, including local 
street speed l imits, through surveys in NRMA's TIle Open Road 
journal and independent market research. Appendix A provides 
deta i ls of this work.. 

1 .4. Summary of Recommendations 

1 .4.1 .  We believe our i nvolvement in various speed management issues 
as outlined above enables NRMA to make a meaningful 
contribution to the debate on lower urban speed limits. It is our 
view that the concept of a reduced speed limit on local streets 
needs to be implemented as part of an overall package of speed 
management initia tives . 

1 .4.2. Speeding is a very difficult behaviour to address and much harder 
than drink driving, for example, to make socially unacceptable. 

_Changing com m u nity attitudes is a long term process, and cannot 
be achieved through "quick fix" solutions such as add itiona l 
enforcement operations or tougher penalties. It is therefore 
necessary to develop a package of elements that will  generate 
community support for speed management initiatives and enable a 
SOkm / h l ocal  street speed l imit  to be introduced with broad 
c o m m u n i ty  end orsement 

1 .5. S peed management in itiatives 
1 .5 . 1 . There i s  a c lear need for in-depth crash ana lysis  to determ ine the 

exact role of speed i ng as a causal factor in crashes (Fildes, 1993) . 

2 



NRMA Submission to ST A YSAFE: SOkmlh Local Streets Speed Umit 
\ 

1.5.2 NRMA supports speed zoning - setting speed limits to match 
primarily the safety of a road dnd its roadside environment. 
Suitable speed zoning encourages more uniform and appropriate 
d riving behaviour, which has demonstrated road safety benefits. 
Realistic speed limits dlso encourage greater levels of d ri ver self 
com pliance with the set l imit. 

1 .5.3. NRMA believes there is stiU a credi bility gap '  between d rivers' 
expectations, current speed zoning and the comm unica tion of 
speed limits. It  is strongly recommended that a suitable program 
be developed within a reasonable timeframe to ensure a review of 
all s peed limits in NSW, as a credi ble system of speed limits is 
fundamental to the success of the speed management program .  

1.5.4. Slower traffic speeds can reduce the occurrence and particu larly the 
severi ty of crashes. However, setflng unrealistica l ly slow travel 
speeds across our urban road environments is nei ther achievable 
nor desirable in terms of its overaU impact on society. While 
recognising the need for slower speeds on some roads, we believe 
there is a need to d ifferentiate between different road environments 
tha t  are encountered in Syd ney and other major centres in NSW . 
As a basis for com m unity discussion, NRMA suggests: 

1 0km/ h shared zones (with extensive treatments) 

40km/h traffic calmed areas (with physical devices) 

50km/ h local streets (Wi thout continuous centrelines) 

60km / h  urban roads (with continuous centrelines) 

70km/ h urban roads with medians 

80-100km/h high standard urban divided roads, country road s  

llOkm/ h freeways and selected rural highways 

120km / h safest high standard rural freeways 

1 .5.5. One of the drawbacks of s ignpostin g  different speed l i m i ts  based 
on road design and safety considerations, is potential confusion to 
drivers. Feedback from mem bers suggests drivers m a y  become 
confused if  the speed l imit  is not well s ign posted . In a recent 
s u rvey, 34% of respondents stated they often experienced th is 
problem (NRMA, 1995). Only 14% of respondents cla imed they 
never experienced thi s  problem. Clear and unam biguous 
s i gn posting ( includ ing pavement m arkings and frequent rem i nder 
s i gns) is v i ta l  to the success of such a scheme. 

3 
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1 .5.6. Through its representation o n  the Speed Management Task Force, 
Community Advisory Group on Speeding dnd various other 
forums, NRMA has been promoting the development of a trial for 
speed l imit  rem inder signage. NRMA strongly recommends that 
the current trials be evaluated as soon as possible, and an effective 
speed l imit  repeater sign system be developed and implemented at  
loca tions where: 

• the posted limit is slower than the speed at �hich one would 
d rive comfortably if  there were no speed l imit  signs 

• the speed l imit changes from adjacent sections of the road, or 
ddjacent roads 

• the roadside development changes markedly at  the site, but the 
speed limit remains unchanged 

• the site has a severe crash problem 

• there is a high proportion of speeding drivers. 

1 .5.7. Publicity to inform and educate the pUblic about speed zoning and 
signposting initiatives should be regularly conveyed to the 
comm unty. 

1 .5.8. While there is a clear acceptance by the community that speeding is 
a major road safety issue, there is a degree of cynicism about speed 
enforcement. To address this, CAGS (1993) outl ined a range of  
initiatives that could be introduced, which included visible Police 
operations, the introduction of a Police Cautions System, and 
ded ication of revenue from traffic fines to road safety 
improvements. Whi le Police have made positive moves to improve 
the Visibil ity of enforcement operations, the community has not 
seen any action on the other recommendations. 

1 .5.9. NRMA strongly supports the introduction of an Officia l  Cautions 
System for minor traffic offences and feels that such a proposal 
should be imp lemented as soon as possible. This would assist i n  
enhancing the credibil ity o f  enforcement operations and their focus 
o n  more serious traffic offences. Such a system would also further 
enhance the Police role i n  d river education, and this would be of 
vital importance i f  community attitudes towards speed 
e nforcem ent are to be changed. 

1 .5 . 1 0 .  Ded ication of a portion of fines revenue to road safety is a lso 
reco m mended. This  would send a clear m essage to the c o m m u n i ty  
tha t  enfo rcement is  l inked t o  road sa fety a n d  changing d river 
beha v i o u r. 

. ,  w: 
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1 .5.1 1 .  Regular comm unications to the public demonstrating the success of 
Police enforcement in achieving speed dnd crash red uctions at  
specific crash locations or routes shou ld · be undertaken. 

1 .5. 12 Demonstration projects such as the Mosman/ North Syd ney trial 
provide the opportunity to experience a concept first hand. NRMA 
is keen to see more demonstration projects in  areas where slower 
speeds would provide benefits to a l l  road users, for example 
through selective shopping strings. NRMA supports the 
development of well designed and implemented demonstration 
projects as a means of raising awa reness and educating the 
comm unity on the benefits of slower speed environments. 

1 .5.13. The implementation or a SOkm/h local street speed limit would 
largely depend 011 comm unity attitudes. NRMA strongly 
recommends that the Mosman/ North Sydney trial be fuHy 
evaluated before any decision is taken to im plement a 50km/ h  local 
street speed limit 

1 .6. Introducing a 50kmlh local street speed limit 

1 .6 .1 .  NRMA strongly supports national uniformity in traffic regulations 
and standards across Australia. On the issue of urban speed l imits, 
NRMA would prefer to adopt a national approach that is consistent 
across all states and territories. 

1 .6;2 NRMA considers that the establishment of a clear ' functional 
hierarchy of roads, that is based on traffic functions rather than 
funding arrangements, is  integral to  the success of an urban speed 
management program. Roads within this functional hierarrhy can 
be categorised as: 

Arterials/sub arterin1 roads. Roads that  mainly serve a traffic flow 
function, catering for relatively high volume or long d istance 
travel. 

- Collectors. Collectors connect the local street network to the arterial 
and sub-arterial system, serving a dua l  purpose of local traffic flow 
and local access functions. 

Local streets . Streets that carry relatively low volumes of traffic, 
primarily catering for local, short d ista nce tri ps and access to 
properties. 

5 
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1 .6.3. Based on the above hierarchy, NRMA recommends that a SOkm/h 
speed l imit apply only on local streets, with speed limits of  60km/ h 
or higher apply ing on arterials and sub-arterials. The determination 
of a suitable speed l imit for collector routes is less clear, as they 
serve both traffic flow and property access functions. The 
Australian Model Code for Residential Developments (AMCORD) 
outlines a performance based assessment that could be used to 
determi ne the main function of a particular collector, taking into 
consideration factors such as road user needs includ ing public 
transport, pedestrians and cyclists; route connectivity and urban 
planning considerations. 

1.6.4. NRMA recommends that a speed limit of 60km/ h be maintained 
on collectors. Where a lower speed limit is considered more 
appropriate, l(lw cost engineering treatments such as linemarking 
or kerb extensions should be used to create a SOkm/h speed 
environment. 

1 .6.S. NRMA strongly believes tha t genuine community consul ta tion 
m ust be undertaken, and Significant levels of community support 
achieved, if  the SOkm/h local street speed l imit is to be successful. 
Encouraging and actively seeking feed back from the comm unity 
would demonstrate a commitment from authorities to act on issues 
of concern to the public and promote community ownership of  the 
proposal .  

1.6.6.- ·  An effective communications and marketing strategy, invo lv i ng 
television, radio and print media, will be requ ired to inform and 
educate the public. Any communication strategy will need to 
incorporate a range of strategies from brief and simple messages to 
detailed information, and targeting varying cultural backgrounds . 
Consideration could also be given to the use of high profile 
personalities to promo te the concept of slower speed limits and 
ga in community support for the proposa l . 

1 .6.7. NRMA feels there is a clear need not only to communicate widely 
and openly with the community as a whole, but also with key 
stakeholders such as Local  Government and Police to ensure a 
consistent approach is adopted. 

1 .6 .8.  Wh i le some h igh visib"ity Police presence may be approp ria te 
d u ring the in i tial implementation of a local  street speed l im i t, 
NRMA considers that Police enforcement of a SOkm / h  speed l im i t  
shou ld not d iffer from curren t enforcement activities that target 
excessive speeds in residential streets. 
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1 .6.9. As has been the case with previous enforcement operations, NRMA 
recommends that any initial period of enforcement should be based 
o n  the philosophy of awareness and · ed ucation, with warnings 
issued to drivers who have infringed the new l imit Such a n  
approach was undertaken following the im plementation of speed 
cameras in NSW, and RTA attitud inal surveys i nd ica ted this 
approach was well received (RTA, 1992). 

1 .6.10. W hile NRMA would not support the use of radar s peed cameras to 
enforce a local s treet speed l imit  unless the location had an adverse 
crash history. 

1 .6. 11 .  NRMA does not see a need for any alterations or additions to the 
existing penal ty structure to accom pany any introd uction of a 
50km/h local street speed l imit. While there may be some merit in 
reviewing the existing speeding penalties structure, NRMA 
considers other in itia tives would be more effective in a l tering 
driver behaviour a t  this time. 

1 .6.12. The introduction of a Police Cautions System, and the issuing o f  
warning letters for a set "public ed ucation" period fol lOWing the 
introduction of a local street speed l imit, is s trongly recommended. 
Previous experience i ndicates that such an approach could be just 
as effective as fines in al tering driver behaviour (Zaal, 1994). 

1 .6.13. NRMA would not support the use of non Police personnel to 
enforce local s treet speed limits. If another agency such as Local 
Government were permitted to enforce speed l im i ts, NRMA 
believes the l ikely variance in operations would detract  from 
current enforcement practices. NRMA firmly believes tha t  having 
speed enforcement under the control of one enforcement c.gency 
with suitable qualified personnel provides a m uch more 
professional and credible approach. 

1 . 6.14. NR MA believes that any measures adopted to add ress traffic 
problems should be fu l ly evaluated both i n  terms of engineering 
and community im pacts. Evaluati ons of a SOkm/h local  street 
speed l imit would need to include: 

• speed red uctions 
• crash savings 
• monitoring of  noise levels/ vehicle e m iss ions 

• tra vel tim e  changes 

• c o m m u n i ty a tti tudes 

1 .6 . 15 .  In the case of a red uced local s treet speed l i m it ,  NRMA fee l s  a l o n g  
term a p proach s h o u l d  be adopted as the i n i ti a tive IS essen ti a l l v  
l o o k i n g  fo r l o n g  term mod ifications a n d  benefi ts .  
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1 .6.16. A 50 km/ h local street speed limit should not detract from the need 
to continue to identify and implement countermeasures at 
"blackspots" and other problem locations Within the local street 
network. This would include the use of Local Area Traffic 
Management schemes only in areas where excessive speeds and 
volumes have contributed to a high crash frequency which cannot 
be addressed through a 50km/h local street speed limit 

1.6.17. For future residential developments, NRMA supports the concept 
of laying out the street network of new developments so that 
vehicle speeds and movements are greatly influenced and possibly 
controlled by the road environment 
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2. Speed a nd crashes 

2.1 . Causes and Outcomes 

2.1 .1 .  Speed ing i s  widely considered to be a major contri bu tor to crashes. 
The higher the speed, the greater the braking distance. The 
reaction d is tance (the d istance travelled during reaction time) also 
increases, thereby red ucing opportunities to correct d river error or 
avoid conflicts with other road users. Excessive speeds on roads 
which are not designed to accommodate such speeds can therefore 
increase the risk of a crash. 

2 1 .2. The la tes t  NSW Roads and Traffic AuthOrity data (RTA 1 995) 
ind icate speed i ng to be a factor  in around 31 % of fatal crashes, 18% 
of serious injury crashess and 13 % of a l l  reported crashes. 

21.3. In 1 994, speeding was considered to be a contributing factor in 
more crashes tha n  alcohol or fatigue on NSW roads. Nevertheless, 
thE; role of  speeding and crash involvement is not well understood. 
The i d entification of excessive speed as a factor in crashes cannot 
always be determined directly from Police reports. Although the 
NSW R oads a nd Traffic A uthOrity has esta blished criteria to 
determ ine whether speed was a contributing factor in crashes 
(Ap pendix C), there is a dear need for in-depth crash analysis to 
determi ne the exact role of speeding as a causal factor in crashes 
(Fildes 1993). 

2 1 .4. The consequence of speed in crashes is more readily understood. 
The faster the collision, the greater the l ikelihood of a casualty. 
This is explained by elementary physics which states that impact 
force is  a function of mass times velocity squared. For example, an 
im pact speed. of 60km/ h compared to 50km / h  will result  in 44% 
m o re energy being dissipated in a crash. This relationshi p is 
particula rly critical for vul nerable road users such as pedestrians 
and cyclists, as this additional energy exchange could significantly 
a ffect crash severity i n  the event o f  a coll ision. 

21.5.  Recent analysis by the Road Accident Research Unit (Mclean, 1(95) 
pro d uced curves which show the relationship between speed a nd 
sto p p i n g  d ista nce for d ifferent initial  s peeds (Table ..... ) As an 
ind icati o n  of the potential  benefits of a 50km/ h local street speed 
l i m i t, u nder emergency bra king, a vehicle initial ly travel l ing at 
60km / h  would still  be travell i ng at  a speed of 44km / h  at  the 
d ista nce a vehicle i n i tia l ly travell ing 50km j h  has come to a stop 
(Mc Lea n 1995). 

9 
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Figure 21.5. - Relationship between speed and distance from initial 
speed (Mclean 1995). 

21 .6. Compounding the significant differences in stopping d istance and 
im pact speeds between initial travel speeds identified by Mclean, 
research has shown that slight increases in impact speed can lead to 
large increases in severity. For example, Mclean detennined that  a 
pedestrian hit at 35kmjh has almost a 90% chance of survival whi le 
at  45kmj h the same pedestrian has less than a 30% chance of 
survival. 
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2.1 .7. Research has shown that a relatively small reduction in travel 
speeds can have a major im pact on' red ucing crashes and crash 
severi ties. In a study of pedestrian fata l ities on arteria ;  roads in 
Adela ide, i t  was estimated that even a u niform speed red uction o f  5 
km / h  wou ld lead to over 10% of col l is ions being avoided dnd over 
20 % being red uced in severi ty to non fa ta l  crashes (Mclea n  1 995). 
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2.1 .8. It has been shown that crashes on local streets are a major factor in 
road trauma. A study of casualty ' crashes in the Melbourne 
metropolitan area revealed tha t 12% of crashes occurred on local 
l i nks, 5 %  at the local/collector interface and 5% on collector roads 
(Cairney 1986). Of these crashes, 30% involved pedestrians or 
cyclists. 

2 1.9. A Perth study reported a similar d istribution of crashes on local 
streets (Richardson 19(4). The Perth study also highJighted the 
d ispersed nature of pedestrian and cyclist crashes, reflecting the 
need for a n  area wide strategy i n  addition to targeted "blackspot" 
cou ntermeasures. 

21.10. In view of these stud ies, slowing travel speeds through lower 
speed limits in local streets could be an effective countermeasure i n  
red ucing crashes in the local street network. 

1 1  
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3. Speed management 

3.1 .  Urban speed limits 

3. 1 . 1 . Urban speed limits appear to have their  origins in the 1930's with 
the introd uction of a 30 mph (48 km/ h) l imit  in built-up a reas in 
1 937. In 1964 this was raised to 35 m ph ; (56 km/h) in NSW in 
recogni tion of im provements in roads and vehicles and to bring 
NSW i n  l ine with other states (NRMA 1988).-

3.1.2. In 1965, legislation for signposted limits (zoning) was introd uced in 
NSW and extended progressively on main roads and major 
highways. On 1 July 1 974, speed lim i ts  were converted to metric 
measurements and the urban 35 mph (56 km/h) limit was raised to 
60 km/h. 

3.2. Speed zoning 

3.2.1 .  One of the fundamental objectives of speed l im its is to achieve an 
acceptable balance between road safety and amenity on one hand 
w i th mobility on the other. This has given rise to the concept of 
speed zoning - setting speed l imits to match primarily the safety 
of a road and its roadside environment. S� zoning takes into 
consideration features such as road alignments, widths, clearances, 
roadside obstacles, traffic conflicts, 85th percentile speeds, crashes 
and adjacent land use in order to detennine the most appropriate 
speed limit for a section of road. 

3.2.2. Suitable speed zoning encourages more uniform and appropriate 
d riving behaviour, which has demonstrated road safety benefits. 
Rea listic speed limits also encourage greater levels of driver self 
compliance with the set l imit. A study in Syd ney indicated that 
speed limit increases on six major arterial  routes did not result in a 
corresponding increase in travel speeds, supporting the argument 
that in urban areas, motorists drive at a speed that feels 
"co m fortable" given the characteristics of the road environment 
(Amos, 1991). 

3.2.3. Even though the intent of speed l imits is to establish a maxim um 
s peed tha t  is cons idered reasonable for safety and mobility, i t  is 
i m portant to set the l imi t  at  a level that moto rists wil l  perceive as 
realistic, encouraging voluntary levels of compliance. Research 
wor ldwide has shown that i t  is very d i fficult  to effectively enforce 
r u les tha t  do not receive broad community support This is 
particu la rly important  in rela tion to speed management, as there is 
broad community cynicism about enforcement  of existing speed 
l imi ts .  

1 2  
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3.3. NSW practice 

3.3. 1 .  Australian Standard AS 1 742.4 - Speed Controls, provides the basis 
for speed zoning guidelines a l though it  is now considered dated in 
i t's l imited advice, and in need of revision. Elements of this 
Standard have been incorporated into the NSW' Roads and Traffic 
Authority's recentJy issued Traffic Engineering Manual - Part 3 -

Speed Zoning, and computer based expert advisory systems such as  
NLlMITS. 

NLlMITS is a program which assesses traffic conditions a nd 
ad vises appropriate speed limits. The program req uires input on 
appropriate factors such as lane and median wid th, road 
alignment, adjacent land use, 85th percentile speed, traffic volumes 
and crash history in determining the suitable speed limit 

The main benefit of the program is that i t  removes most of the 
guess work previously involved in speed limi t  determination 
(al though it  still  requires some interpretation on the part of the 
operator), and can ensure a uniform decision making process is 
followed by a range of practitioners. 

3.3.2 NRMA is pleased to see the development of NLIMITS a nd the 
release of the RTA's new speed zoning guidelines. Despite some 
improvements in speed zoning and speed limit signposting, NRMA 
believes there is still a credibility gap between dri vers' 
expectations, current speed zoning a nd the communication o f  
speed limits. I t  is strongly recommended that  a suitable program 
be developed within a reasonable timeframe to ensure a review o f  
speed limits i n  NSW utilising the new guidelines is conducted, a s  a 
credible system of speed limits is fundamental to the success o f  the 
speed management program. 

3.3.3. A similar review was successfully undertaken in Victoria. In 
1990/91 the Victorian Parliamentary Social Development 
Committee held its Inquiry into Speed Lim i ts  in Victoria. In 
response to the Committee's recom mend ation that all  speed limits 
in Victoria be reviewed, the Speed Management Policy Comm i tte€ 
was established to develop new speed zoning guidelines. The 
Policy Co mmittee consisted of representatives from VicRoads, 
Victoria Pol ice, Royal Automobile Club of Victoria (RACV), 
Municipal  Association of V ictoria, Institute of M unicipal  Engineers 
a nd the Austral ian Road Research Board (ARRB). 

' <  
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3 .3.4. Before a.nd after studies were undertaken by the RACY on a 
selection of a rterial roads to detennine the im pact of speed zone 
cha.nges. The RACV concluded that generally there was a greater 
level of compliance with the new speed l imits and i t  appeared 
motorists were more wil l ing to comply with a speed l imi t  that  
better matched the roadside environment 

3.4. Speed Hierarchy 

3.4.1.  NRMA believes speed limits should be set to reflect the driving 
environment a nd the .relative safety of different types of roads. We 
feel tha t  establishing a more credible system of speed limits in the 
eyes of  the comm unity is one of a number of impo rtant  measures 
that  will  encourage greater compliance with speed l imits genera lly. 

3.4.2 Slower traffic speeds can reduce the occurrence and particularly the 
severi ty of crashes. However, setting unrealistically slow travel 
speeds across our urban road environments is neither achievable 
nor desirable in tenns of its overall impact on society. While 
recognising the need for slower speeds on some roads, we believe 
there is a need to d ifferentiate between different road environments 
that are encountered in Sydney and other major centres i n  NSW. 
As a basis for community discussion, NRMA suggests: 

10km / h  shared zones (with extensive treatments) 

40km / h  traffic calmed areas (with physical devices) 

50km / h  local streets (without continuous centrelines) 

60km/ h urban roads (with continuous centrelines) 

70km/ h  urban roads with medians 

80-100km / h  high standard urban divided roads, coun try  roads 

110km / h  freeways and selected rural highways 

120km / h  safest high standard rural freeways 

3.4.3. NRMA surveys on appropriate speed l imits, conducted through 
TIle Opetz Road in  October 1991 (NRMA 1991) and reported in Apri l 
1 992 (NRMA 1 992), indicated considerable comm unity support for 
d ifferenti a ting speed l imits according to the road environment 
Sim ilar surveys cond ucted by the Royal Automobi le Club of 
Queensland (R ACQ 1 992) and the Royal Automobi le Club of 
Victoria  (RACY 1992) have reported s imi lar resu lts  on community 
attitudes to such a hierarchy (see Appendix A). 
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3.5. Sign posting 

3.5.1 . One of the d rawbacks of signposting different speed l imits baSed 
on road design and safety considerations, is potential confusion to 
d rivers. Feed back from mem bers suggests d tivers may become 
confused if  the speed l imit  is not well signppsted. In a recen t 
survey, 34% of respondents stated they ofte� experienced this 
problem (NRMA, 1995). Only 14% of responpents claimed they 
never experienced this problem. Clear �md unam biguous 
signposting (including pavement markings and frequent reminder 
signs) is vital to the success of such a scheme. and is particularly 
important • 

3.5.2. Through its representation on the Speed Management Task Force, 
Community AdviSOry Group on Speeding and various other 
forums, NRMA has been promoting the development of a trial for 
speed limit reminder signage. NRMA strongly recommends tha t  
the current trials be evaluated as soon as possil:�le, and a n  effective 
speed limit repeater sign system be developed and implemented a t  
locations where: 

• the posted limit is slower than the speed at which one would 
drive comfortably if there were no speed l imit signs 

• the speed limit changes from adjacent sections of the road, or 
adjacent roads 

• the roadside development changes markedly at the site, but the 
speed limit remains unchanged 

• the site has a severe crash problem 

• there is a high proportion of speeding d rivers. 

Reminder signs also play an im portant role in ma intai ning 
community support for road safety initiatives such as speed 
cameras. Such support is required to ensure the maximum road 
safety benefits are derived from these schemes. � 
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4. Studies and experience with lower speed limits 

4. 1 .  AustraJiar:J experience 

4. 1 . 1 .  Most Austral ian experience w ith lower speed l imits in local areas 
has been associated with the im plementation of Local Area Traffic 
Management (LA TM) schemes, which has involved the provision 
of  physica l devices such as speed humps and thresholds to reduce 
vehicle speeds. While many schemes involving physical devices 
have been broadly successful, their installation is restricted by 
expense and comm unity opinion. 

4.1.2. NRMA surveys have found that the comm unity is evenly d ivided 
on the use of LATM (NRMA 1993). Recent market research has 
confirmed this earlier finding, with 45 % of respondents favouring 
m ore widespread use of  traffic calming devices while 51 % opposed 
it  (NRMA 1995). In view of  these polarised views, NRMA 
recommends the use of LATM only in areas where excessive speeds 
and volu mes have contributed to a high crash frequency. 

4.1 .3. While the use of traffic caltning devices have traditionally been 
applied in the local street network on an area wide basis, recent 
innovations include the use of low cost engineering measures to 
red uce speeds on m inor traffic routes. Results from studies by van 

_den Dool and McKeown (1991) indicated that such techniques 
could be successful in improving safety while maintaining vehicle 
throughput on appropriate roads. 

4.2. Reduced speed limits 

4.2.1 . Limited information is available on lower speed limits that have 
not been supported by physical devices. A number of 50 km/h 
trials in Melbourne, including the suburban municipality of Preston 
have been reported as having had little effect on traffic speeds. A 
siinilar trial in NSW in the Wahroonga/Turramurra area reached a 
simi lar conclusion. These trials have generally been applied to 
limited geographical areas, over sho rt  periods and w ithout 
appropriate education, enforcement and other sup porting 
measures. It is therefore difficu lt to draw firm conclusions from 
these trials. 

1 ('  
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4.3. The Unley experience 

4.3. 1 .  In Decem ber 1991, South Austral ia's first trial  of a 40km/h speed 
l imit  commenced in the Ci ty of Unley in Adelaide. The drea 
selected for [he study incl uded the inner eastern su burbs of Unley, 
Hyde Park, and Unley Park. The trial concluded in March 1 993. 

4.3.2. The objective of the Unley trial was to assess the red uctions i n  
traffic speeds following th e  imposi tion o f  the lower l imit  
accompanied by systematic police enforcement using radar speed 
cameras a t  low and high levels of intensity. In particular, i t  was 
desired to establish whether such enforced lower speed limits 
could serve as an alt;ernative to the insta llation of physical devices 
within local traffic management schemes. The study involved 
signposting, monitored enforcement, speed surveys a nd 
community attitude surveys. 

4.3.3. Although some speed reductions were achieved, overall  
compliance with the 40km/h speed limit  was low, even during 
periods of high enforcement The study also concluded that 
40km/ h speed limits should be comprehensively supported by 
physical speed control devices (DOTSA 1993). A 50km/ h  speed 
l imit  i n  local streets may be achievable without requiring extensive 
engineering measures, provided it has the support ' of the 
community. 

4.4. Mosman/North Sydney 

4.4.1. During December 1995, a trial  of a 50km/h speed l imit  wil l  
commence i n  parts of the Mosman and North Syd ney Local 
Government Areas. This demonstration project incorporates low
cost engineering, enforcement and social  strategies and is a co
operative effort between the NSW Roads a nd Traffic Authori ty, 
NSW Police, Mosman and North Sydney Councils and NRMA. 

4.4.2. One of the primary objectives of the Mosman and North Sydney 
project is to develop a co-ordinated strategy which includeS low 
cost a nd sustainable engineering and enforcement measures to 
support a 50 km/ h residential speed l imit.  Vehicle travel speeds 
wi ll  be closely monitored i n  addition to community attitudes and 
perceptions of the trial.  

4.4.3.  NRMA strongly supports this project as it  wil l  provide an 
opportunity to raise com m u nity understand ing and involvement in 
deba tes over slower speed l imits, as well as provide a more 
rigorous eva luation of a lower s peed l imi t  in res idential streets. 
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4.5. Demonstration projects 

4.5. 1 .  Demonstra tion proj�ts such as the Mosman/ North Syd ney trial 
provide the opportunity to experience a concept first hand. NRMA 
is keen to see more demonstration projects in areas where slower 
speeds would provide benefits to all road users, for exam ple 
through selective shopping strings. NRMA suppOrts the 
development of wel l  designed and implemented demonstration 
projects as a means of raising awareness and educating the 
com m unity on the benefits of slower speed environments. 

4.5.2 The implementation of a 50km/h local street speed limit would 
largely depend on community attitudes. NRMA strongly 
recommends that the Mosman/ North Sydney trial be fully 
evaluated before any decision is taken to implement a 50km/h local 
street speed limil 

4.5.3: The results of this trial will then enable authorities to evaluate a 
suitable implementation strategy which would need to include 
extensive community education and promotion programs. Such 
programs should also continue through the initial stages of 
implementing a local street speed limil 

4.6. Overseas experience 

4.6. 1 .  A comparison of some overseas urban speed l imits with Australia 
is shown in the folloWing table. Australia has one of the highest 
general urban speed limits in the world. 

Country Urban Speed Umit 

(kmIh) 
UK 48 
France 50 
Germany 50 
Sweden 50 
Canada 50 
USA 40-56 
New Zealand 50 
Australia 60 
Table 4.5.1. General urban speed l imits 
in several countries 

4 . 6 . 2. A comparison of pedestrian fata l ity rates among 13 countries with a 
50km / h  (or less) urban speed l imit, and 7 countries with a 6Okm / h  
urban spee d  l imit  concluded that  a red uction i n  the urban speed 
l i m i t  m ight reduce the number of fatal i ties by up to 28 % (Field wick 
and Brown 1987). 
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4.6.3. When Denmark reduced the speed limit  in ' built  up areas from 
60km / h  to SOkm/ h in 1985, i t  reportedly ' resulted in a 24% 
red uction i n  road fa tal ities and 9% d rop in crashes. If this result  
were appl ied to the NSW road toll, 1 57 fewer deaths would occur 
based on last year's figure, amounting to substantial savi ngs to the 
com m u n i ty .  Alth o u gh the SOkm/h l im i t was introduced as a 
general u rban speed l imit, Danish a u thorities :are now introd ucing 
speed zoning on tra ffic routes so tha t speed limits better match the 
road environment (Macky, 1995). 

4.6.4. In Zurich, Switzerla nd, the urban area speed l imit was lowered 
from 60km/ h to SOkm/ h in 1980 and at the same time the open 
road speed l im i t  was red uced (d ue to political pressure from green 
groups to reduce vehicle emissions). It is reported that this lead to 
20% red uction in pedestrian crashes and a 25% red uction in 
pedestrian fatalities (Walz et al. 1983). The severity of i njuries also 
redu ced. 

4.6.5. Applying this research to Australian conditions req uires some 
cau tion. Many of these countries have dense urban environments 
wi th typically narrow residential streets. Such environments are 
conducive to lower speeds. Our lower urban densities, wider local 
road s  and generally more spacious surround ings tend to encourage 
higher speeds. Also, there is l ittle data describing compliance rates 
with speed limits before and after the speed l imit  changes were 
introd uced, and comm u ni ty atti tudes towards these changes. ' 
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5. Implementing a 50km/h local street spee� l imit 

5.1 .  National uniformity 

5.1 .1 .  NRMA strong ly supports national uniformity in traffic regulations 
and standards across Australia. On the issue of urb�n speed limits, 
NRMA would prefer to adopt a national approach that is consistent 
across a ll states and territories. 

5.2. Functional and speed hierarchies 

5.2 1 .  One of the priorities in the National Road Safety Action Plan stated 
"that Governments implement a nationally harmonious urba n  
speed management policy which recognises t�e specific needs o f  
traffic routes and local access streets. "  

5.22 NRMA considers that the establishment of a clear functional 
hierarchy of roads, that is based on traffic functions rather than 
funding arrangements, is integral to the success of an urban speed 
management program. Roads within this functional hierarchy can 
be categorised as: 

ArterinIs/sub arterial roads. Roads that mainly serve a traffic flow . 
function, catering for relatively high volume or long distance 
travel. 

Collectors. Collectors connect the local street network to the arterial 
and sub-arterial system, serving a dual purpose of local traffic flow 
and local access functions. 

LocaJ streets. Streets that carry relatively low volumes of traffic, 
primarily catering for local, short distance trips and access to 
properties. 

5.2.3. - Based on the above hierarchy, NRMA recommends that a 50km / h  
speed limit apply only on local streets, with speed limits of 60krn/ h  
or  higher applying o n  arterials and sub-arterials. The determination 
of a suita ble speed l imit for collector routes is less c lear, as they 
serve both traffic flow and property access functions. The 
Australian Model Code for Residential Developments (AMCORD) 
outlines a performance based assessment that cou ld be used to 
detennine the main function of a particular collector, taking in to 
consideration factors such as road user needs i ncluding public 
transport, pedestrians and cyclists; route connectivity and urban 
planning cons iderations. 
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5.2.4. NRMA recommends that a speed limit of 60km/ h  be maintained 
o n  collectors. Where a lower speed limit is considered more 
a ppropriate, low cost engineering trea tments ·such as linemarking 
or kerb extensions should be used to crea te a :  50km/h speed 
environment 

5.2.5. Such a n  approach would com plement the hierarchy of speed limits 
proposed i n  Section 3, which would util ise physiCal cues to 
determine the speed environment For exam pie, �on l inemarked 
streets (typically local streets according to : the functional 
classification) would be zoned at SOkm/ h, and roads with 
centrelines, which would include most collectors, would retain a 
60km / h  l imit Higher standard roads, com prising of ruterials and 
5ub-ruferiais, would be ZO"1ed at 60km/h or higher. 

5.3. Co-ordination among agencies 

5.3.1 . It is reported that when France changed from a general urban limit 
of 60km/ h  to 50km/ h  in 1990, some significant problems occurred 
d ue to the lack of communication with Local Government This 
was apparently related to the fact tha t the concepts, benefits and 
methods of implementation were not clearly communicated . 

5.3.2 NRMA f�ls there is a clear need not only to communicate widely 
and openly with the comm unity as a whole, but also with key 
stakeholders such as Local Government and Police to ensure a 
consistent approach is adopted. 

5.4. Evaluation and countermeasures 

5.4 . 1 .  NRMA believes that  any measures adopted. to address traffic 
problems should be ful ly evaluated both in terms of engineering 
and community im pacts. This would include: 

• speed red uctions 

• crash savings 

• monitoring of noise levels 

• travel time changes 

• com m u nity attitudes 

5.4.2. In the case of a red uced loca l s treet s� lim it. NRMA feels a long 
term approac h should be adopted as the initiative is  essentially 
looking for long term modifications and benefits. 

5.4.3.  A 50 km/ h loc a l  street speed l imit  should not detract from the need 
to conti nue to identi fy and implement cquntermeasures at  
" blackspots"  a nd other problem loca tions witHin the local  s treet 
network. 
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6. Enforcement 

6.1 .  Enforcement and speed 

6.1 . 1 .  NRMA is supportive o f  pol ice enforcement of traffic laws a s  a road 
safety countermeasure. Police enforcement should primarily be 
visible and aimed at deterring unsafe driver behaviour, rather than 
just apprehending offenders once an offence has been committed. 
NRMA considers that speed enforcement should be used to deter 
excessive speeding at locations and times for which there is 
evidence of increased crash risk and/or injury severity associated 
with speed. 

6.1.2 While there is a dear acceptance by the community that speeding is 
a major road safety issue, there is a degree of cynicism about speed 
enforcement. To address this, CAGS (1993) outlined a range of  
initiatives that could be introduced, which included visible Police 
operations, the introduction of a Police Cautions System, and 
dedication of revenue from traffic fines to road safety 
improvements. While Police have made positive moves to improve 
the visibility of enforcement operations, the community has not 
seen any action on the other recommendations. 

6.2. Changing community attitudes towards enforcement 

6.21. NRMA strongly believes there is a need to introduce an Official 
Cautions System for minor traffic offences and feels that such a 
proposal should be implemented as soon as possible. This would 
assist in enhancing the credibility of enforcement operations and 
their focus on more serious traffic offences. Such a system would 
also further enhance the Police role in driver education, and this 
would be of  vital importance if community attitudes towards speed 
enforcement are to be changed. 

6.2.2. Dedication of a portion of fines revenue to road safety is also 
recommended. This would send a clear message to the community 
that enforcement is linked to road safety and changing driver 
behaviour. 

6.3. Enforcement of a local street speed limit 

6.3. 1 .  Although Police enforcemen t is integral to an effec tive speed 
manage ment strategy, it  would be i m possible, as well as 
undesi rable, to expec t enforcement alone to ensure com pliance w i th 
a lower speed l i m it. Co m m u nity support and self  compliance is  
essential  if a 50km / h  local street speed limit  is to be successfu l .  
Research worldwide h a s  shown that i t  is very difficult to effectively 
enforce ru les tha t d o  not receive broad com m u nity support. 
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6.3.2. The U nley trial  clearly demonstrated tha t  high levels of 
enforceme�t will  not ensure compliance with an unreal istic speed 
limit Broad community acceptance, not just ' from local residents 
but all road users, is a vital prerequisite. Where inappropriately 
high 85th percentile speeds rem ain after speed lim its have been 
red uced, appropriate traffic management solu tions should be 
developed rather than placing an em phasis on enforcement 

6.3.3. While some high visibility Police presence may be appropriate 
d uring the initial im plementation of a local street speed limit; 
NRMA considers that Police enforcement of a 50km/ h speed limit 
should not differ from current enforcement activities that target 
excessive speeds in  residential streets. 

6.3.4. As has been the case with previous enforcement operations, NRMA 
recommends that any initial period of enforcement should be based 
on the philosophy of awareness and education, w i th warnings 
issued to drivers who have infringed the new l imit Such an 
approach was undertaken following the im plementa tion of speed 
cameras i n  NSW, and RTA atti tudina l surveys indicated this 
a pproach was well received (RTA, 1992). 

6.4. Speed cameras 

6.4.1. NRMA supports the use of radar speed cameras at high crash 
- locations. NRMA would not support the use of radar speed 
cameras to enforce a local  street speed l imit  u nless the location had 
an adverse crash history . 

6.5. Penalties 

6.5.1 . NRMA d oes not see a need for any alterations or a d ditions to the 
existing penalty structure to accompany any introductio n  of a 
50km/ h  local street speed limit. While there may be some merit in  
reyiewing the existing speeding penalties structure, NRMA 
cons iders other initiatives would be more effective in altering 
d river behaviour at this time. 

6.5.2. The introd uction of a Police Cautions System, and the issu i ng of  
warning letters for a set "public education" period fo llowing the 
introd uction of a local street speed limit, is strongly recommended . 
Previous experience ind icates that such a n  approach could be j u s t  
as effective a s  fines i n  altering driver behav iour (Za a l , 1 994). 
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6.S. Enforcement by other agencies 

6.6.1.  NRMA would not t;upport the use of non Police personnel to 
enforce local street .,peed limits. If another agency such as Local 
Government · we-rf! permitted to enforce speed limits, NRMA 
believes the likely varia nce in operations would detract from 
current enforcement practices. NRMA firmly believes that having 
speed enforcement u nder the control of one enforcement agency 
with suitable qualified personnel provides a much more 
professional and credible approach. 
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7. Building community support 

7.1 . Timing of initiatives 

7.1 .1 .  A local street speed limit cannot be considered in isolation from 
other elements of an overall speed management strategy. Speed ing 
is a very d ifficult behaviour to address and much harder than drink 
driving, for example, to make socially unacceptable. Chan ging 
community attitudes is a long term process, and cannot be achieved 
through "quick fix" solutions such as additional enforcement 
operations or tougher penalties. It is therefore necessary to develop 
a package of elements that will generate community support for 
speed management initi3tives and enable a SOkm / h  local street 
speed limit to be introduced with broad community endorsement 
Initiatives include: 

• Development of a hierarchy of speed limits 

• Review of speed limits on all roads to ensure a uniform system 
of speed limits are in place 

• Clearly communicated speed. l imits using signs and markings, 
and repeater signs where appropriate 

• Publicity to inform and educate the community about speed 
zoning and signposting initiatives 

• Introduction of a Police Cautions System for m inor traffic 
o ffences 

• Dedication of fines revenue to road safety activities 

• Regular communications to the public demonstrating the success 
of Police enforcement in achieving speed and crash reductions at 
specific crash locations or routes 

• Continued implementation of lower speed. limit demonstration 
projects at appropriate locations and communication of the 
benefits to the public 

7.1 .2. Apart from the above speed. management initiatives, NRMA 
recom mends that the Mosman/ North Sydeny trial be fully 
evaluated before any dedsion is taken to proceed with 
im plementing a 50km/h local street speed l imil 
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7.2. Community consultation and discussion 

7.21. NRMA strongly believes that genuine community consultation 
must be undertaken, and significant levels of community support 
achieved, if the 50km/ h local street speed l imit is to be successful. 
Encouraging and actively seeking feed back from the comm unity 
would demonstrate a comm itment from authorities to act on issues 
of concern to the public. 

7.22 An effective communications and marketing strategy, involving 
television, radio and print media, will be required to inform and 
ed ucate the public. Any communication strategy will need to 
incorporate a range of strategies from brief and simple messages to 
d etaiJed information, and targeting varying cultural backgrounds. 
Consideration could aJsf'\ be given to the use of high profile 
personalities to promote the concept of slower speed limits and 
gain community support for the proposal. 
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8. Likely impacts of lower speeds 

8.1 .  Safety 

8.1 .1 . The l ikely impacts on safety are hard to predict without having a 
reasona ble assum ption of the likely reduction in veh icle travel 
s peeds . Nevertheless, the introd uction of credible speed l im i ts on 
al1  major traffic routes prior to the implementation of a local street 
speed limit could result in greater compl iance with speed limits 
generally, including travel speeds in accordance with a 50km/h 
speed l imit 

8.1 .2 As an exam pl e  of the potential safety benefits, Nilsson 's (1992) 
fourth power rule determined that a change in average speeds will 
change the occurrence of fatal crashes in proportion to the fourth 
power of the ratio of speeds. It was also determined tha t �erious 
injury crashes and minor injury crashes would vary in proportion 
to the third and second powers respectively. 

Average Speed Reduction 

Crash Severity and 4% 7% 10% 
occurrence 
reduction 

Fatal 15% 25% 34% 
Serious Injury 12% 20% 27% 
Minor Injury 8% 14% 1 9% 

Table 8.1 .2 Possible severity savings from reduced speeds 

8.1.3. Assuming Nilsson's analysis was appl icable to Australiarl  
cond itions, a 4 %  reduction in  average speeds could reduce the 
incidence of fatal crashes by 15% ,  serious injury crashes by 12% and 
m inor injury crashes by 8% . Clearly, only small reductionc; in 
speed have the potential  to !ead to substantial benefits from 
red uced accident frequencies and severities. 

8.1 .4 . Placing a n  economic figure on the potential accident reductions, 
AUSTROADS indicate annual savings for Victoria alone to be in the 
order of $6 m il l ion to $31 mil l ion for uni form red uctions of 2km / h  
and 7km/ h  respectively. 
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8.2. Repair savings 

8.2. 1 .  NRMA believes that in addition to reduced road trauma from a 
lower speed lim i t, there is the potential to make significant savings 
i n  vehicle repair costs. NRMA's Technical Research Centre have 
a ttempted to determine the potential repair  savings from reduced 
i m  pact speeds. 

8.2.2. Based on known i nformation from NRMA's Low Speed Crash Tests 
a t  15km / h, a nd estimating the l ikely damage at  an impact speed of  
a ro u n d  l l km/h, repair cost savings of  around 3% for this low 
impact could be achieved. With the overall cost of accident 
damage to the NSW community estimated at around $978 million 
in 1 993/94, a conservative 3% saving represents nearly $30 million 
annual ly.  Of course, this figure relates to al l  collisions arid not 
those just occurring on local roads. F-!owever, it provides some 
ind icative i nformation on the potential benefits of red ucing crashes 
through i m provements in overall speed behaviour. 

8.3. Amenity 

8.3.1 . 

• 

• 

• 

• 

• 

• 

8 .3 .2.  

IMQCC Me $ #  , ;; .... 

The concept of amenity is not well defined. For the purposes of 
traffic assessment, amenity can be defined as the inherent sense of 
well-being experienced by the residents of  a given street 
enviro nment A resident's sense of well-being is typica lly 
influenced by s ix  principal factors, namely: 

E nvironmenta l  factors, including traffic noise and air quality; 

Ease of access (particularly driveway access); 

Actua l  safety performance in terms of vehicular and pedestrian 
accidents; 

Perceived safety levels, particularly for young and elderly 
pedestrians; 

Overal l  aesthetic value of the roadside environment (setback to 
properties, level of vegetation, night l ighting etc); and, 

Ease and sa fety of on-street parki ng. 

Prevai l ing traffic speeds have a d i rect influence on a number of the 
fac tors  mentioned above. However, anecdotal evidence suggests 
t h a t  w h i l e  p a s t  approac hes to speed m anagem ent such as the use of 
p hYSica l d evices are often effective i n  red ucing traffic speeds, they 
m a y  o ften be j u d ged by affected residen ts to be detrimenta l  to the 
overa l l  a m e n i ty of  a given road or street. 
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8.3.3. Although amenity itself may be difficult to quantify, its importance 
should not be underestimated. This is particularly the case in the 
areas of political acceptance and marketing. 

8.3.4. The continuing strong supp"rt in the U nley trial for a lower speed 
l imit by around three quarters of the local community, in the face of 
acknowledged small speed red uctions could be a reflection of the 
perceived amenity improvements (USLAG & OOTSA 1993). It is 
noteworthy that  while approximately two thirds considered the 
reduced l imit ineffective in comparison to physical devices, support 
for the scheme continued. 

8.4. Mobility 

8.4.1. The proposal for a 50 km/h speed l imit in local streets would 
essentially only effect the part of a motorist's journey near home, 
which on average would only be several hundred metres or less. 
Given that the average trip length in Australia is about 14km, the 
d istance travel1ed at the lower speed and the difference in time will 
be minor. 

8.4.2. As an example of the likely travel time increases, AUSTROADS 
estimated that a uniform 7 kmjh reduction would probably add an 
extra 20 seconds onto an average person's trip. Impacts on buses 
and other public transport vehicles would be negligible, as factors 
such as stopping frequency have a greater impact on overal l  
journey times. 

8.4.3. Should the potential amenity benefi t of d iscouraging some 
inappropriate through traffic from local areas come to fruition, one 
mobility concern is that the surrounding main road network be 
maintained with sufficient capacity to cater for the modified route 
selection. 

8.5. Environment 

8.5.1 .  It would generally be assumed that a decrease in travel speeds 
would result in a reduction in fuel consum ption. In 1992, Lines 
and Morgan estimated that a reduction of on-road speeds from 
60km j h  to 50km j h  would lead to 4 %  less fuel consumption and 
therefore reduce vehicle emissions .  Research conducted by 
Kenworthy et al (1984) indicates that the optimum fuel 
consumption plateaus in the area of 40 to 60kmj h. 
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8.5.2. This research tends to indicate tha� in practical terms, d reduction 
in maximum vehicle speeds from 60km/h to SOkm/ h is unlikely to 
significantly reduce vehicle related pollution on its own. The 
contribution of vehicle emissions from local streets alone is also 
unl ikely to be d significant proportion of vehicle related pollution. 

8.5.3. The insignificant changes in fuel consumption likely from a 
red uction in  speed limi t  can be contrasted against the estimated 
increases i n  fuel consumption from the application of _physical 
devices which is in the order of 30-50% (Van Every and Holmes 
1992). 

8.5.4. The factors contri buting to the level of traffic noise in residential 
areas i nclude: 

• traffic volumes (daily); 

• percentage heavy vehicles; 

• type of street surface; 

• traffic speeds; 

• road grade; 

• setback of homes; 

• degree of exposure (angle of view) of individual houses to 
- roadway. 

8.5.5. The reduction in the level of traffic noise due to a travel speed 
reduction of 6Okm/h to SOkm / h  will also be site specific as the 
factors do not relate l inearly. On a case specific basis, it could be 
expected. that a reduction of 1dB(A) might be achieved. This is 
relatively insignificant when compared to the OECD desirable  level 
at the facade of residential premises of 5SdB(A) L10 [18 hour] . 

8.S. Speed 'culture' 

8.6.1. It is important to highlight that  a change in the speed limit may not 
immed iately result in travel speeds in accordance with the lower 
limit The objective of a local street speed limit should be viewed 
as an initiative to change long-term driving habits. 

8.6.2. This was the approach adopted overseas and has been successful in 
countries such as Denmark. The experience has a lso  been 
identi fied to a l imi ted extent in the - Unley 40km/ h  trials i n  
Adelaide where tentative stages o f  a lower speed culture have been 
noted (USLAG 94). Speed reductions achieved at the beginning of  
the tria l  have been maintained at  least a year follOWing the trial 
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without any add itional promotion, enforcement or other change in 
circumstance from pre trial cond itions. 

8.6.3. NRMA feels that a SOkm / h  local streets speed limit is part of a long 
term stra tegy aimed at  achieving a change in the 'speed culture' of 
the community. Nevertheless, other components of the speed 
management strategy such as credible speed limits, - p u blicity, 
ed ucation and visible policing are essential if the community is to 
su pport a SOkm/h local street speed limit 
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9. Future options 

9.1 . Urban planning 

9.1.1.  The ultimate solution to the management of speeds, and traffic 
generally, lies not with imposed traffic regulations but with urban 
planning. 

9.1 .2. NRMA supports the concept of laying out the street network of 
new developments so that vehicle speeds and movements are 
greatly influenced and possibly controlled by the road 
environment Emphasis needs to be placed on such an approach 
not only to address the concerns outlined in this report. but also to 
encourage more environmentally sustainable transport and better 
communities. 

9.1.3. This approach is being pursued in AMCORD. This document is 
intended to act as a national guideline for new subdivisions, and 
will  hopefully address existing problems in  local streets. NRMA 
supports the general principles guiding AMCORD. 

9.1 .4. The January 1995 Draft AMCORD document quotes the following 
Target Speeds or Design Speeds for various road classifications 
used by AMCORD. 

!5 km/h 

40 km/ h 

50 km/ h 
crossings) 

60 km / h  
; 

Local Access Lanes and Places 

Local Access Streets 

Minor Collectors (20km/ h  at pedestrian/cyclist 

Major Collectors 
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Appendix A Motoring Club Member Surveys 

A.1 NRMA The Open Road Survey 

A. 1 . 1 .  In October 1991, NRMA sought community feed back on 
appropria te speed limits for various condi tions through TIre Open 
Road (NRMA 1 991). Members were asked to nomina te a speed 
l imit  they felt appropriate for a given, generalised situation. The 
survey generated significant com m uni ty interest with nearly 4,400 
responses received. 

A.1 .2. The results of NRMA's TIre Open Road survey, as tabled below, 
dea rly d emonstrate that motorists recognise a link between road 
safety and vehicle speeds. The major finding was motorists 
dcknowled ging that speed limits should reflect the safety of a road 
dnd its roadside environment. 

Road Environ ment 

U rban 
• Near schools 
• I n  busy shopping centres 
• I n  residenti a l  a reas with s peed h umps,  

rounda bouts etc . 
• In local residential  streets 
• General  u r b a n  l imit in bui l t  up areas 
• O n  busy four lane roads 
• O n  six l a n e  roads with median islands 
• O n  maj o r  traffic routes without houses 

o r  s h o ps 
• O n  freeways i n  city a reas 

Country 
• O n  tra ffic routes throu g h  towns n ea r  

b u s y  s h o pp i n g  a reas o r  h ouses 
• O n  low sta n d a rd sections of two la ne 

h i g hways (eg n a rrow, winding, steep) 
• G en e r a l  l i m i t  o n  the open road without 

street l i gh ts 
• O n  h i g h  q u a l ity two l a n e  highways 

w i t h  l i t t l e  t raff i c  

• O n  fo u r  l a n e  h i g hways with wide 
med i a n s 

• O n  f r e e w a y s  

Desired 

Speed Limit 

(Survey 

average ) 

47 
47 
48 

55 
63 
77 
9 1  
94 

90 

64 

84 

1 04 

1 06 

1 1 2  

1 1 9 

NRMA 
suggested 

appropriate 

speed limit 

401 

40 
402 

5()3 
6()4 
705 
706 
80 

90 

607 

80 

1 00 

1 1 0 

1 1 0 

1 20 

, ExiSting NSW & ACT school limits and Wombo!lt cross,ngs 
2 Speed cont rol d ev,c e �  restrict speeds 
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. 

3 On streets without linemarlr.ing 

4 On streets with linemarking 
5 If they have medians 
6 May be higher with bener madians or little roadside 

actiVIty 

7 Preferably bypass lor through traffic 

A.1 .3. Other relevant fi ndings from the survey incl uded 84 % support for 

the concept of speed zoning - setting speed l imits to match the 
safety of a road and i ts  roadside environment, and 83% i nd icated 

they wou ld then be more likely to com ply with the posted speed 
. . 

l imits. 

A2 RACV Royalauto Survey 
A.21 .  In August 1 992, the Royal Automobile Cl u b  of Victoria (RACV) 

cond ucted a speed. limit survey through the RoyaJallto magazine. 
Approxim a tely 7,200 responses were received (RACV 1992). 

A.22 RACY gave members a number of 10km / h  increment options dose 
to the existing speed limit for given situations and asked mem bers 
to select one option. NRMA's interpretation of selected results from 
RACV's speed limit survey are summarised as tabled below. 

Road Environment Most RACV 
common suggested 
member limit 

selection 

Busy shopping centre, d u ring hours only 40 40 
2 lane residential road with cul-de-sac SO SO 
2 lane collector i n  a residential area SO SO 
4 lane divided urban road with wide 80 70/80 

med ian 
6 lane urban road with narrow median 80 70 
6 lane urba n highway with service roads 90 80 
Typ ical rural local road 80 80 
2 lane undivided rural highway 100 100 
6 lane divided rural freeway 110  110  

A.23. The resul ts  a re largely complimentary to NRMA's The Open Road 
survey, with some minor exceptions that are most l ikely a result of 
survey methodology. These results have assisted the RACY in 
d eveloping a hierarchy of speed l i m its that is almost a duplicate of 
NRMA' s i n  urban areas. 

I"'r'llll __ :US!!ll"l'''';UU'l·I'iI'C'!''II. ---�---------------- ------- -
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Appendix B Motoring Club Market Research 

B.1 NRMA Market Research 

B. l . 1 .  The NRMA Speed ing Su rvey was first cond ucted in February 1 993 
to ascertain  perceptions as to the main causes of m otor vehicle 
dccidents d nd to elicit suggestions of possi ble ways of red uci n g  the 
incidence of speed related crashes. The second p hase of the survey 
was conducted i n  May 1995 (NRMA 1995). 

B.1 .2 The study consisted of 550 random telephone interviews amongst 
NSW / ACT d ri vers. 250 interviews were cond ucted in the Sydney 
metropol i ta n  area, 150 in t! ie Canberra/ WolJongong/ Newcas tle 
areas a nd 150 interviews in Other NSW areas. 

B.l .3. The results were weighted by area, age and sex to ensure that the 
results would be truly representa tive of the NSW / ACf population. 

B.l.4. Two addi tional questions included i n  the 1995 survey rela ted to the 
issue of urban speed limits. The questions asked the respondents 
to ra te their level of agreement w i th two suggestions to reduce the 
incidence of speed related crashes: 

" Reducing the general urban speed limit from 60k11lj1l to 50km;1I, " and 

" Introducing a 50 km;11 speed limit on local residen tial streets only, _ but 
maintaining existing speed limits on otller roads. " 

B.1 .5. In summary, the results were: 

74 % of respondents agree with the proposal to introd uce 50 krn/ h 
on " local residential streets only." 

Only 39% agree with the suggestion of r� ucing the general urba n 
l i m i t  to 50 km/ h. 

B.1.6. Fu rther details are contained in  the following pages. 

3 7  
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May 1 995 

� 
NRMA 

� 

As Pdrt of NRM A's involvement in speed management issues, d speeding survey was 
conduded in May 1995 to dSt:ertain perceptions dS to the main cause of motor vehicle acddents 
.md to elkit sugg€'Stions of possible wdyS of reducing the inddence of speed related crashes. 

The study consisted of 550 random telephone interviews amongst NSW / ACT drivers. 250 
interviews were conduded in the Sydney metropolitan area, 150 in the 
CUlberra/Wollongongf Newcdstle areas cUld 150 interviews in the Other NSW areas. 

The results were weighted by drea, dge and sex to ensure that the results would be truly 
rerresentative of the NSW / ACT population. 

Responses from the May 1995 survey have been compared with results obldined from d n  
earlier speeding survey, conducted b y  NRMA in February 1993. The February 1993 survey 
was conducted specifically to assist the Community Advisory Group on Speeding (CAGS) in 
developing speed reduction countermeasures. 

Speed Related Accidents 

Respondents were dsked whd t  they believed to be the main causes of motor vehicle acddents. 
Any CdUse that was identified by more than lOr.. of respondents in either year is shown below. 

o 1 0  20 30 40 50 eo 70 

Speed�g i.�������!!���������;;���m;��--� Alcohol! drink driving i 
,= � .. 

:: ..,; I� i � �: � i ,;:: : : M '= 74i4 IrreSPOnS�kJ = :
; 

;; : -:-J 
_ =�� 

Not concentrating lJRiiAFri?§!N , w  
Bad road conditions 1m. 'N FE+' _;; 

FaU asleep! Fatigue i�������k::�:J 
Inexperienced T . .Eti4 3btfi. m 

Impatience . '"1<&6&2' W 
Reckle ssness Q 7 ::  " 

Not follow road rukJs k,. E�n�;;;;�»�r��JCI ______________________________ J 
, , : :J F E B  1 993 � MAY 1995 \ 
------------� 
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The findings show that a large part of the community continue to perceive spt>eding and drink 
driving to be two of the main causes of motor vehicle acddents. There was also a Significant 
iIl(..'Te� in the number of respondents titing irresponsible or careless driving as a major cause. 

Ways of reducing speed related crashes (unprompted) 

Respondents were asked if they could think. of ways of reducing the intidence of speed reldted 
tTashes. Results of this unprom pted question are illustrated below. 

% 

I Zl Feb-93 0 May-9 

. 134 
I 

35 40 

Improving driver education, increasing police enforcement and changing s�d limits were the 
three most frequently mentioned ways of redUcing s�d re lated crashes. 

Ways of reducing speed related crashes (prompted) 

Respondents were read several ways in which the inddence of s�d related crashes could be 
reduced. After each one, respondents were asked to indicate their level of agreemenL The 
results are ou tlined on the fo Uowing pages. 
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A greement with Decreasing all Speed Umits 

40 

10 

o 
AGREE STRONGLY AGREE SUG>fl'L Y UNOECIOEO 

I � Feb-93 0 M.y-9 

Agreement with Keeping Speed Umits as they are 

AGREE STRONGLY AGREE SUGJ-!TL Y UNOECIOEO 

� 
NRMA 

� 

DISAGREE SlIGHT\. Y DISAGRE:: STROHGl Y 

DISAGREE SlIGHT\. Y DISAGREE STRONG!. Y 

!\: R M A  Sp(,E'J ing  Su rvry 
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I 
Agreement with ReducingJhe General Urban Speed Urnit from 60 kmlh tp 50 kmlh 

i '  

50 _  

40 .1.  

10 

I 
: 
I 

23 

Ie 

AGREE STRONGLY AGREE SUGKTL Y UNDECIDED 

20 

, 

I 
I 
i I· 

I 
I 1 ' :. 

J7 

DISAGREE SLIGHn Y OCSAGREE STRONGLY 

Agreement with-Intrcxfucing a 50 kmlh Speed Urnit on Local Residential Streets Only 
but Maintaining Existing Speeds on Other Roads 

40 

� j  
10 l. 

I \ 0 '  i 
AGREE STRONGLY 

4.04 Oil P 

I I 
\ 
I I 

AGREE SliGHTLY UNDECiDED 

= May·9 

I. 

10 

OISAGREE SLIGHTLY OISAGREE STRONGLY 

N R M A  S�eJ ing Su rvey 
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� 
NRMA 

� 

Agreement w1h Intrcducing Special Speed Umits for Different Conditions 
(eg low levels of light heavy rain) 

.lOREE STIIONOLY AOREE SUOHTlY UNDECIDED 

1 21  Feb-93 0 M.y-9 

· DISAOIIE E  SUOHll.Y DIS.lOR E E  STIIOHOLY 

Agreement with Increasing or Changing EnforcementIPenalties for Speeding 

50 

42 42 

AGREE ST RONGLY AGREE SUGHTL Y UNDECIDED DISAGREE SUGHTl Y 
; DISAGREE STROHGL Y 

� Feb-93 2 MiIy-9 

N R M A  SrepJ in� Su rvey 
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� 
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� 

Frequency of Not Knowing the Speed Umit Due to Insufficient Signposting 

% 
60 
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40 

30 

20 
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B.2 RACa Market Research 

B.2.1 .  In October/November 1994, the Royal Automobile Club of 
Queensland (RACQ) included two speed limit questions as part of 
a mail out  survey to 500 members. The RACQ q uestions read: 

" Do YOIl think the general urban speed limit, unless otizerwise signed, 
should -be reduced to 50 km/ll ?"  

" Do you think tIre general highway/freeway limit, unless otherwise signed, 
should be increased to 1 10 km/ll ? "  

B.22 Given the three options of Yes/ No/No Opinion, the strong 
responses to the questions were: 

50 km/h speed limit 

1 1 0  km/h speed limi t  

79% No 

81 % Yes 

B.23. The response to the 50 km/ h  general urban limit q uestion is clearly 
worth highlighting. NRMA feels the strong opposition to the 
proposal is based on the lack of understanding and method of 
implementation proposed. This is demonstrated in RACQ's later 
survey and the response to NRMA's Speeding Survey. 

B.2.4. During 1995, RACQ conducted a simi lar survey asking members to 
rate their level of agreement with various proposals to reduce 
speed related crashes. Preliminary results from the survey are as 
fol lows: 

30 

25 

RAca preliminary 
surVey results 

1 3  

.. . � 

33 

Stro ng ly Disagree Neutral Agree 

Disagree 

25 

1 2  

,-�' '. � . . .  
. � .. : .. 

Stongly 

Ag ree 

tl 50 G enera l  Urban Limit 
0 50 Local Streets Only 
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A greement wah Introducing Defensive Driver Training 

T.I 

40 
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Agreement with-Introducing Road Safety Education in Schools 

100 
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A greement with IntrcxJucing More Physical Means to Slow Traffic 
(eg speed humps) 

40 _  
i 

35 '  

AGREE STROt+GI. Y AGREE SUGHTl Y UNOECIOED 

I � Feb-93 0 MIy-9 

DISAGREE SI.IGHn Y DISAGREE STROt+GI. Y 

Agreement with Increasing Police Enforcement of Speed Umits 
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Appendix C RT A Criteria for Speed Involvement 

The identification of speeding (excessive speed for the prevailing conditions) as 
d contributing factor in road traffic accidents cannot always be determ ined 
directly from police reports of those accidents. Certain circumstances, 
however, suggest the involvement of speeding. The Roads and Traffic 
Authority has therefore drawn up criteria for d�termining whether or not a n  
accident i s  to be considered as having involved speeding as a contribu ting 
factor. 

Speeding is considered to have been a contributing factor to a road traffic 
accident if that accident involved at least one speeding motor vehicle. 

A motor vehicle is assessed as having been speeding if it satisfies the conditions 
described below under (a) or (b) or both. 

(a) The vehicle's controller (driver or rider) was charged with a speeding 
offence; or the vehicle was described by police as travelling at excessive 
speed; or the stated speed of the vehicle was in excess of the speed limit 

(b) The Vehicle was performing a manoeuvre characteristic of excessive speed, 
that is: 

while on a curve the vehicle jack-knifed, skidded, slid or the controller lost 
control; or 

the vehicle ran off the road while negotiating a bend or turning a corner 
and the controller was not d istracted by something or d isadvantaged by 
drowsiness or sudden illness a nd was not swerving to avoid another 
vehicle, animal or object and the vehicle did not suffer equipment failure. 



B.2.s. In summary, the RACQ results show: 

Approximately 58% of respondents agreeing with cl proposal to 
introduce 50 km/h on local streets only. 16% of respondents were 
neu tral on the idea. 

Only around 15% of respondents agreed with red�¢ng the general 
urban speed l imit to 50 kmjh, with 16% neutral on the idea. 

B.2.6. RACQ's findings reinforce the trends shown by NRMA's survey 
results with the exception of a much higher neutral proportion. 
Possibly due to the o�tion of neutral compared to undecided. 




