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(i) 

PREFACE 

This publication is a compilation of the 
evidence presented by the two authors to the Australian 
Commonwealth Government House of Representatives 
Standing Committee on Road Safety. This Committee 
was conducting a special inquiry into Alcohol, Drugs 
and Road Safety and invited submissions. 

Mr. W. Clifford, Director, Australian Institute 
of Criminology, with the assistance of Mr. J. Marjoram, 
his Research Assistant, decided to collect what was 
known on this subject in Australia and outside. There 
had been no special research project of the Institute 
on this subject, so that what has been collected may 
be regarded as a preparing of the ground for any future 
research of the subject which might be undertaken. 
However, this collection of data, with its confirmation 
of the relationship between alcohol, drugs and road 
safety, did lead to opinions (which were those of the 
authors) based upon the available data. For example, 
it was recommended that a reliance upon severe penalties 
for road offenders would not alone result in the 
improvements which were desired. In some circumstances 
it could be self defeating - as was shown by the A.C.T. 
Police submission to the Committee which indicated a 
reluctance by courts and juries to find that manslaughter 
had been committed where the driver had been culpable 
and a death had occurred. 
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SYNOPSIS 

The relationships between motoring offences, 
crime and society are briefly discussed, with particular 
emphasis on attitudes towards, and images of, motoring 
offenders. The international road safety situation is 
examined in terms of an analysis of road death and road 
injury rates for seventeen countries, including Australia, 
over the period 1968-1976. 

This paper looks at the studies already made in 
Australia and other countries of the relationship between 
alcohol, drugs and road safety and concludes that both 
alcohol and drugs have been found to be correlated as 
major factors in deaths and injuries on the road. For 
the purposes of this paper, the probability of road deaths 
and injuries being a species of the genus of social violenc 
was considered. Thus the rates for death and injuries on 
the road are compared to those for murder offences, a 
consistently defined category of serious violent crime, 
to test the hypothesis that violent crime will be high in 
those societies where road deaths and injuries are most 
frequent. 

Australia's road safety situation is described 
following an analysis of state road death and road injury 
data for the decade 1968-1977. Finally, road safety 
legislation, enforcement and penalties in Australia are 
reviewed, with attention being devoted to attempts at 
deterring motorists from drinking and driving. The paper 
concludes that alternative diversionary measures have the 
potential to reduce the incidence of such behaviour and 
thus reduce death and injury on Australian roads. 



2. 

MOTORING OFFENCES, CRIME AND SOCIETY 

Traffic accidents, injuries and fatalities have become 
so much a part of daily life that society often appears to be 
somewhat oblivious to the contributory circumstances that 
may eventually come to the attention of criminal justice 
authorities. 

Further, it can be argued that while most people who 
break the law are considered deviant and are socially 
ostracised, those convicted of motoring offences are more 
often still regarded as law abiding citizens and their behav-
iour is tolerated and even excused. 

Elliott and Street (1968) consider that no motoring 
offence measures up to the layman's conception of a criminal 
offence : 

"The public does not equate a man who kills 
whilst driving dangerously with a normal 
criminal. This is shown by the well-known 
reluctance of juries to convict of manslaughter 
however shocking the negligence." (1) 

Macmillan (1975) claims that : 

"Lawyers frequently stress the difference 
between traditional crime and motoring offences 
- the driver's liability for errors, miscalcul-
ations and bad luck." (2) 

Willett (1964) states that even among police there is 
is an understandable tendency to tread warily when applying 
the terms crime and criminal to motoring offences and those 
who commit them : 

"Most of the officers with whom the writer 
talked defined crime as the group of indictable 
offences that threaten the security and the 
safety of the person or property or both; but 
most of them excluded motoring offences from 
the criminal category." (3) 

In order to understand contemporary attitudes to motoring 
offences it is considered necessary to very briefly examine the 
development of the motor car and the growth in levels of car 
ownership in western societies. Until at least 1945, and in 
some countries later, car ownership was the prerogative of 
property owners and the middle and upper classes. Criminal law 
was largely designed to protect person and property from 
injury and was thus geared to the interests and priorities of 
the aforementioned groups. The chief consequence of the advent 
of the motor car was to bring these classes into conflict with 
the law. To quote Macmillan (1975) : 



3. 

"The police and the courts were in the 
uncomfortable position of having to 
enforce the law in respect of those 
classes who, hitherto, had been 
regarded.as upholders of the rule of 
law". 

Describing the situation in Britain he points out that since 
19 30 successive governments legislating in respect of road 
safety have favoured a policy of general non-intervention, 
accepting that the motorist, and those who represent him, are 
on the same side of the fence as the policy makers. The 
motorist who breaks the law is not seen as an anti-social 
criminal but a basically law-abiding citizen who will respond 
to reasonable treatment. 

Some would argue that police have therefore been placed 
in the difficult, or almost impossible, position of trying to 
enforce road laws which may be unpopular and generally dis-
regarded. Police may be reluctant to rigorously enforce such 
laws for fear of losing public co-operation and acceptance in 
investigating more serious crime. Indeed, if police did not 
enforce the law flexibly, or selectively, they would be faced 
with an impossible large number of motoring offenders. Plowden 
(1971) sums up the situation by quoting a co.unty superintendent 
writing in 1967 : 

"Almost all police officers are 1broadminded1 . 
In preaching to their underlings the gospel of 
friendly co-operation with the public they have 
managed to produce such a panic stricken paralysis 
in relation to traffic offences as to leave 
motorists, however reckless of the law, virtually 
unmolested Broadmindedness, or flexibility, 
makes for the opposite- of uniform and predictable 
enforcement." (5) 

Ross (1960) has suggested a sociological explanation of 
the popular view of motoring offences. As motoring legislation 
in 'new' legislation to regulate the motor car - a 'new' 
phenomenon, - it is not rooted in prevailing mores and con-
sequently there exists a lack of sympathy for the laws and 
illegal behaviour is not stigmatized. Therefore it could be, 
as Willett points out, that the prevalence of motoring 
offences is (as Sutherland and Cressey (1955) have suggested 
of crime in general) due to the fact that : 

"....the law has been extended much more rapidly 
that the general mores, and when the law is not 
supported by the general mores it is relatively 
impotent and is violated frequently." (6) 



Yet wilfulness and malicious intent are not completely 
absent from many motoring offences, even though the general 
public may not define, or envisage, such behaviour as criminal. 
And, technically, a crime is defined as a breach of existing 
law so that there can be no doubt about traffic offenders 
being criminals. Still it is not possible to criminalize 
all motoring offences because crime on the road exists, 
any more than it is possible to criminalize all business 
because of corporate crime, or all advertising because of 
fraudulent practices. 

Willett (1964) aruges that a change in public attitude 
towards road safety is needed, while others claim that efforts 
to modify human behaviour through driver education/training 
and road safety publicity programmes have proved only minimally 
effective. Deterrent sanctions may be effective in preventing 
delinquent driving behaviour in some, but not all, instances, 
and there is evidence to suggest that such improvements in 
behaviour due to harsh penalties is for an intiial period only. 
People easily slip back into the kind of driving which 
contravenes the law. 

Nevertheless the adoption of more responsible 
behaviour by road users is a fundamental prerequisite to any 
substantial and sustained improvement in road safety. These 
issues are considered in more detail later in this submission, 
but before proceeding with such a discussion it is felt 
necessary to examine international and Australian road death 
and injury statistics over the past decade. Such an analysis 
and interpretation provides an empirical framework in which 
to discuss legal, social and psychological aspects of 
Australia's road safety situation. 



THE INTERNATIONAL ROAD SAFETY SITUATION 

Whilst the causes of road accidents are numerous, and while 
<they are rarely caused by a single factor, the significance of 
alcohol, and to a lesser extent other drugs, as major contrib-
utors to the incidence of road accidents is well documented.(8) 
Unfortunately, comparative international statistics of road 
accidents, injuries and fatalities caused by alcohol and drug 
consumption are scarce due to differing legislation, definitions 
of offences and practices employed in recording such statistics 
between various countries. 

However, statistics of road injuries and deaths for various 
countries are available, and while the difficulties of making 
international comparisons of these statistics are considerable, 
they are not insurmountable. It is considered important that 
before discussing Australian road statistic trends, an inter-
national comparison between Australia and other countries be 
undertaken in order to place Australia's position in a broader 
world context. Furthermore, it appears that recent research .into 
international road death and injury rates is lacking, although 
several researchers have undertaken such studies using pre-
1970 data. (9) 

The selection of countries to be surveyed was decided 
largely by two factors : the availability and reliability of 
their published statistics and their stage of economic develop-
ment. Preference was shown for those countries whose statistics 
were considered accurate and comprehensive, and for those 
countries with essentially 'western' type economies. Not 
surprisingly, those countries fulfilling one criteria generally 
met the other as well. Initially a list of twenty seven countries 
was compiled as the basis for investigation, but the need to 
eliminate some countries because of inadequate or inaccurate 
information resulted in a final selection of seventeen nations : 
Australia, Great Britain, Canada, United States of America, Japan, 
New Zealand, Denmark, Finland, Sweden, Norway, Federal Republic 
of Germany, Austria, Netherlands, Luxembourg, Spain, France 
and Italy. 

The next problem was the selection of the proceeding years 
to be surveyed. Obviously it was necessary to choose a period 
of at least several years in order to examine changing patterns 
over time, and it was considered desirable to utilize the most 
current statistics available. It was accordingly decided to 
collect data on an annual basis for the period 1968-1976, as 
statistics for 1977-78 were not readily available for many 
nations. This period was also chosen in that it paralleled 
the decennium 1968-1977 for which detailed Australian statistics 
were assembled and analysed. 

Road mortality figures may be expressed as numbers per 
100,000 population, numbers per 10,000 motor vehicles, or as 
numbers per million vehicle kilometres driven each year. 



Each measure has advantages and shortcomings when comparing 
countries with considerable variations in geographical areas, 
total population and motor vehicle ownership and consequently 
all three rates were included in the study. 

For each country and for each year of the period 1968-
1976 the total population (10), number of road deaths (11) 
and number of motor vehicles (12) were tabulated. Road deaths 
per 100,000 population and road deaths per 10,000 motor vehicles 
were then computed from these statistics. Road deaths per 
100 million vehicle kilometres for each country was tabulated 
directly from available sources. (13) 

Road death rates, however, should not be considered in 
isolation to those for road injuries which may also be expressed 
in similar fashion to the former. Accordingly the number of 
road injuries (14) was also tabulated and road injuries per 
100,000 population and road injuries per 10,000 motor vehicles 
were computed. It would have been desirable to include road 
injuries per .1.00 million vehicle kilometres as was done for 
road deaths, but statistics of this measure were not readily 
available for those countries included in the study and it was 
consequently omitted. 

Five road accident statistics were thus compiled for 
seventeen countries for each year 1968-1976 : 

(1) road deaths per 100,000 population 
(2) road deaths per 10,000 vehicles 
(3) road deaths per 100 million vehicle kilometres 
(4) road injuries per 100,000 population 
(5) road injuries per 10,000 vehicles (15) 
and are presented in Appendix 1, Tables A-E 

A further measure, murder offences per 100,000 population 
(16) was also computed for each country. The reason for including 
this variable requires some amplification. It is hypothesized 
that if violence as a general feature of a society is a factor 
in road death rates and road injury rates, violent forms of 
crime will be high in those societies where road deaths and 
injuries are most frequent. Unfortunately, violent crime is not 
always easy to define, and international comparisons of serious 
crime are even more difficult to undertake than those concerning 
road accident rates. Differences in terminology of criminal 
offences between one country and another often makes meaningful 
comparisons impossible. 

Homicide, however, is a.violent criminal offence which is 
defined in standardized terms between most countries, and thus 
comparison of international homicide offence rates, unlike those 
for other criminal offences, may be undertaken with a relatively 
high degree of confidence. Furthermore, it is assumed that the 
less serious the crime the more commonly it will occur and the 
greater will be the discrepancy between its true frequency and 
official recognition of its existence. Murder offences were thus 
chosen as a measure of violent crime as this offence is commonly 
defined between countries and is usually reported to, or comes 
to the attention of police, unlike less serious reported crime 



which probably represent only a proportion of that type of criminal 
activity. Table F, Appendix 1 presents murder offences per 
100,000 population for the period under consideration. The 
following method of data analysis was undertaken to simplify 
the interpretation of those statistics presented in Appendix 1, 
Tables A-F, and to highlight comparisons between Australia and 
other countries. Initially the yearly statistics for each of 
the six measures were totalled for each country, thus reducing 
each of the six tables of statistics to a single column of totals 
for the period 1968-1976. These totals were then divided by 
the number of years for which data was available (17), thus 
replacing totals with averages for the period under consideration. 

Hence, Tables A--F were collapsed to form a single table 
containing six columns of averages, one for each measure, for 
each of the seventeen countries examined. To further simplify 
this reduced data set, the average for each country grouping 
(Australia, Great Britain, North America, Japan, New Zealand, 
Scandanavia, Central West Europe, South West Europe) was, where 
necessary, calculated by totalling the figures for countries in 
each grouping and dividing that total by the number of countries 
in that grouping. The result of this series of simple 
manipulations of the data is presented in Table 1 which gives an 
average figure for each measure for each country grouping over 
the period 1968-1976. Graphs 1(a)-(f) graphically portray these 
statistics. 

From Graphs 1(a) - 1(f) the following should be noted : 
(a) Australia has the second highest rate of road 

deaths per 100,000 population (27.7), which is 
slightly lower than that for Central West Europe 
(27.9) but more than twice the magnitude of 
Great Britain (12..8) and Japan (13.2). 

(b) Australia has the third highest rate of road 
deaths per 10,000 motor vehicles (6.5), below that 
experienced by Central West Europe (8.2) and 
South West Europe (7.0), and slightly higher than 
Scandanavia and North America (5.3) and New 
Zealand (5.0) . 

(c) Australia has the third lowest rate of road 
deaths par 100 million vehicle kilometres (4.4), 
ahead of Great Britain (3.2) and North America 
(3.4) but considerably below rates for Central 
West Europe (6.5) and South West Europe (7.6). 

(d) Australia has the fourth lowest rate of road 
injuries per 100,000 population (692.4), slightly 
lower than that for New Zealand (720.8) and 
Central West Europe (736.7), significantly less 
than for North America (1091.5), but more than 
twice the magnitude of Scandanavia (337.7). 
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TABLE 1 

DIMENSIONS OF PUBLIC SAFETY FOR SELECTED COUNTRIES 1968-1976 

untry/Region 
Road Deaths 
per 100,000 
population 

Road Deaths 
per 10,000 
vehicles 

Road Deaths 
per 100 
million 
vehicle 

Kilometres 

Road 
Injuries 

per 100,000 
population 

Road 
Injuries 

per 10,000 
vehicles 

Murder 
Offences 

per 100,000 
population 

ralia 27.7 6.5 4.4 692.4 168.2. 2.9 ( ? ) 

t Britain 12.8 4.6 3.2 609.1 220.7 1.8 ( 9 ) 

(1) America 25.9 5.3 3.4 1091.5 215.7 5.4 

13. 2 4.8 5.1 764.8 278.6 1.9 

Zealand 23. 3 5.0 4.6 720.8 162.3 1.1 (8) 

(2) Sanavia 17.6 5.3 4.9 ( 5 ) 337.7 101. 3 1.9 ( 8 ) 

(3) Europe 27.9 8.2 6. 5' ( 6 ) 736.7 220.4 5.5 ( 8 ) 

(4) Europe 19.8 7.0 7.6 455.2 158.7 2.0 ( 8 ) 

Notes: (1) Canada, U.S.A. 
(2) Denmark, Finland, Sweden, Norway 
(3) West Germany, Austria, Netherlands, Luxembourg 
(4) Spain, France, Italy 
(5) Excludes Sweden 
(6) Excludes Luxembourg 
(7) 1968 - 1973 
(8) 1968 - 1974 
(9) Excludes Nth. Ireland -
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(e) Australia has the fourth lowest rate of 
road injuries per 10,000 vehicles (168.2) 
marginally higher than that for New 
Zealand (162.3) and South West Europe 
(158.7), but lower than Japan (278.6), 
Great Britain (220.7), Central West 
Europe (220.4) and North America (215.7). 

(f) Australia has the third highest rate of 
murder offences per 100,000 population 
(2.9), well below North America (5.4) 
and Central West Europe (5.5) but 
slightly higher than that for South 
West Europe (2.0) and Scandanavia and 
Japan (1.9). 

From the above it can be appreciated that Australia's 
road death and road injury rates are better than that of some 
countries and worse than that of others. Australia's position 
in terms of road deaths per 100,000 population (second 
highest) road deaths per 10,000 vehicles and murder offences 
per 100,000 population (both third highest) vis a vis the 
seven other countries/regions examined for the period 
1968-1976 is particularly noteworthy. 

Whitlock (1971) in reviewing the relevant literature 
on the relationship between road deaths and other forms of 
social violence, concluded that there was a correlation. 
He suggested that aggressive behaviour within differing social 
and cultural settings is a major cause of traffic accidents. 
Without facilities for a more intensive study of the diverse 
factors involved it is not possible to make any such statements 
in a categorical form. However the similarily of the position 
of Australia in (a), (b) and (f) above is very suggestive, 
(c), (d) and (e) however underline the need for more careful 
research before any unqualified conclusion is reached. 

In interpreting the above graphs and tables, a number 
of factors must be considered. Smead (1949), for example, 
has shown that a country with a small number of cars will have 
a small number of deaths per 100,000 of the population, but 
a large number of deaths per motor vehicle, whereas a highly 
motorized country will have comparatively high rates of road 
deaths per 100,000 of the population, but a very much lower 
rate of every 10,000 motor vehicles. In Australia, over two 
thirds of the population live in cities of at least 40,000 
persons, and the major metropolitan centres are separated by 
comparatively long distances. Australia's size, pattern of 
urbanization and level of car ownership must be taken into 
account when considering road death and injury rates which 
are discussed in more detail in the next section. 
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THE AUSTRALIAN ROAD SAFETY SITUATION 

In addition to the previous analysis of international 
road accident statistics, an analysis of such data for Australian 
States has been undertaken utilizing the same methodology. 
Four of the previous five measures of road deaths and injuries 
were tabulated for each State over the decade 1968-1977: 

(a) road deaths per 100,000 population, 

(b) road deaths per 10,000 vehicles, 

(c) road injuries per 100,000 population, 

(d) road (18) injuries per 10,000 vehicles 

and these data are presented in Appendix 1, Tables G-J. 
Road death and road injuries per 100 million vehicle kilometres 
would have been included in this data set had statistics 
for each state been available. 

As in,the previous section, murder offences per 100,000 
population 9 were included in the study as a fifth measure 
of 'public safety' (Table I<, Appendix 1), although such statistics 
were only available for the period 1968-1973. 

These data were analyzed using the same techniques 
as described in the previous section, and summary statistics for 
each Australian state are presented in Table 2 and graphically 
illustrated in Graphs 2 (a) - (e). From these it can be 
seen that: 

(a) Northern Territory had the highest.figure for 
each of the five measures examined, while the 
Australian Capital Territory experienced the 
lowest number of road deaths per 100,000 
population, and road deaths per 10,000 vehicles, 
as well as the equal lowest number of murder 
offences per 100,000 population. 

(b) With the exception of the Northern Territory and 
the Australian Capital Territory, all states 
experienced road deaths per 100,000 population 
within the range of 26.0 to 30.7 and road deaths 
per 10,000 vehicles within the range of 6.1 
to 7.2. 

(c) The number of road injuries per 100,000 population 
varied considerably between states with the 
Northern Territory (926.9) and South Australia 
(913.5) scoring highly on this measure compared 
to Tasmania (534.4), Queensland (564.1) 
and Victoria (574.8). 

(d) The number of road injuries per 10,000 vehicles 
varied slightly between most states with the 
Northern Territory (254.4), South Australia 
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TABLE 2 
DIMENSIONS OF PUBLIC SAFETY FOR AUSTRALIAN STATES 1968-1977 

State 

Road Deaths 
per 100,000 
population 

Road Deaths 
per 10,000 
Vehicles 

Road Injuries 
per 100,000 
population 

Road Injuries 
per 10,000 
Vehicles 

Murder Offences 
per 100,000 
population 

7 South Wales 29.2 6.6 780.3 192.7 3.1 

;toria 26.5 6.3 574.8 140.4 2.7 

:ensland 30.2 7.2 564.1 134.8 3.1 

l.Australia 26.0 6.1 913.5 204.7 2.1 

>t.Australia 
i 
1 

30.7 6.6 669.6 146.2 2.0 

l 
>mania 28.9 6.5 534.4 122.6 3.2 

rthern 
:ritory 54.4 14.5 926.9 254.4 12.4 

;tralian 
uital 
J-ritory 17.5 3.8 733.3 162.0 2.0 

Notes: (1) 1968-1973 
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(204.7) and New South Wales (192.7) 
scoring highly on this measure compared 
to Tasmania (122.6) and Queensland (134.8). 

In short it can be seen that the number of road deaths, 
road injuries and murder offences, expressed as rates 
based on total number of persons and/or vehicles, vary 
between states, in some instances quite significantly. However, 
no clear pattern of relationships between the measures 
examined appears evident, other than Northern Territory having 
the highest score for all five measures. South Australia, 
for example, had the second lowest number of road deaths 
per 100,000 population and road deaths per 10,000 vehicles, 
but the second highest number of road injuries per 100,000 
population and road injuries per 10,000 vehicles. Conversely, 
Queensland experienced the third highest number of road 
deaths per 100,000 population and the second highest number of 
road deaths per 10,000 vehicles, but the second lowest number 
of road injuries per 100,000 population and road injuries per 
10,000 vehicles. 

Before concluding this examination of the road safety 
situation in the various states, a brief description of trends 
in road deaths and road injuries throughout Australia over 
the decade 1968-1977 is warranted. 

In absolute terms, road deaths in Australia increased 
dramatically from 1968 (3382) to 1970 (3798), declined till 
1972 (3422) and fluctuated between 3550 and 3700 till the 
present. The absolute number of road injuries also increased 
markedly from 1968 (82210) to 1970 (91554), dropped slightly 
till 1972 (89766), peaked the following year (95204) and 
steadily decreased till 1976 (87808). Over this period, 
however, Australia's population increased significantly, as did 
the number of registered vehicles, and cognisance of the 
relationships between these increases and changes in the number 
of road deaths/injuries needs to be taken. 

Graph 3 shows that over the decade 1968-1977 the number 
of vehicles per 100 population in Australia increased steadily 
from 37.1 to 48.5 while the number of road deaths per 100,000 
population fluctuated slightly between 26.4 and 30.2 during 
1968-1973 before decreasing marginally to 26.4 in 1977. Thus, 
while the rate of vehicle ownership in Australia has grown 
steadily, the number of road deaths per 100,000 population 
has, by comparison remained fairly static, and has in fact 
decreased slightly in recent years. 

Graph 4, on the other hand shows that over the same 
period both road deaths per 10,000 vehicles and road deaths 
per 100 million vehicle kilometres have tended to decrease, the 
former from 7.6 in 1970 to 5.2 in 1977, and the latter from 
6.1 in 1968 to 3.5 in 1975. 







Graph 5 illustrates that in comparison to steady 
increases in car ownership (expressed in this instance as 
motor vehicles per 1,000 population), the number of road 
injuries per 100,000 population has fluctuated slightly 
during 1968-1977. Between 1968 and 1970 the latter increased 
from 683 to 732 then fluctuated between till 1974 (683) , 
decreased over the next two years and increased again in 1977 (651) 

Given such trends it should be realized that road 
accidents rank fourth among the major causes of death in 
Australia, behind heart disease (including strokes), cancer, 
and bronchial disorders, but ahead of suicides, falls, 
infectious diseases, drownings and other transport crashes. 
Road deaths happen suddenly, and unlike murder, another form 
of social violence, are mainly cuased by persons who are 
strangers to the victims. Today there are still far too 
many deaths and injuries in Australia caused by traffic 
accidents even though the road toll has continued to 
decrease since 19 75. 

While the exact number of road deaths in Australia 
which are due to alcohol or drug consumption is unknown, 
there is absolutely no doubt that excessive use of alcohol 
and other drugs is a major contributing factor in a large 
proportion of road accidents in this country. 

On the assumption that some information might be 
available from cities that are comparable, at least one of 
which was carefully planned the following table was prepared 
for A.C.T., Wollongong and Hobart. It will be seen that 
this comparison is unfavourable to Wollongong but that any 
conclusion that this might be due to planning or the lack 
of it is offset by the comparison between the A.C.T. and Hobart. 
However this rudaminary collection of figures does show the 
potential for future intensive research in these three areas. 

The following section discusses road safety legislation, 
enforcement and penalties in Australia with particular 
reference to drinking driving behaviour. In presenting this 
last section however it is important to observe that the use 
of the criminal justice system to improve the road death and 
injury situation is only one aspect of a greater problem. 
Better roads, improved designs of vehicles, public education 
and the development of driving skills will often reduce the 
need for any recourse to criminal justice. Indeed, the police 
need not always be regarded as enforcers of law and their role 
as public safety guides or as agencies providing social 
services could be equally emphasised. In dealing with traffic 
as with many other problems the law should be invoked as a 
last resort. 





ROAD ACCIDENT, DEATH AND INJURY RATES FOR CANBERRA, WOLLONGONG AND HOBART 

1968 - 1977 

1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

Accidents Involving Casualties per 100,000 population 

A. Australian Capital Territory 
B. City of Wollongong . . 
C. Hobart Statistical Division 

681 
1429 
N. A. 

651 1 5 3 1 * 
458 

665 
1572 
435* 

594 
1968 
395 

494 
2135 
376 

505 
1855 
373 

448 
2647 
400 

454 
N.A. 
412 

410 
1186 
400 

N.A. 
N.A. 
N.A. 

Road Deaths Per 100,000 population 

A. Australian Capital Territory 
B. City of Wollongong . 
C. Hobart Statistical Division 

12 
21 

N.A. 

21 
15 
27* 

24 
19 
25* 

14 
22 
41 

20 
15 
24 

17 
14 
22 

17 
19 
18 

17 
N.A. 

28 

19 
26 
17 

14 
N.A. 
N.A. 

Road Injuries per 100,000 Population 

A. Australian Capital ̂ ^rritory 
B. City of- Wollongong 
C. Hobart Statistical Division 

1020 
557 

N.A. 

956 
572 
690* 

948 
620 
633* 

817 
713 
563 

641 
710 
510 

664 
785 
508 

574 
872 
526 

587 
N: A. 
575 

563 
706 
532 

565 
N.A. 
N.A. 

Notes 1. As defined by Australian Bureau of Statistics. 
2. As defined by Australian Bureau of Statistics. 
* Accidents, deaths and injuries recorded for Hobart and Southern 

Statistical Divisions jointly. Rates calculated on Hobart 
Statistical Division population estimates only. 

Source: Australian Bureau of Statistics (various publications). 
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ROAD SAFETY LEGISLATION, ENFORCEMENT AND PENALTIES 
IN AUSTRALIA. 

Ward (et al) (1973), in discussing the place of 
legislation and enforcement in road safety policies states: 

"A legal penal policy which should be aimed 
at achieving road safety with maximum cost 
effectiveness consists of three elements. 
Firstly, a set of rules determining behaviour 
of users of the roads, secondly some means of 
enforcing these rules and ensuring the detection 
of at least some offenders against the rules, 
and finally, a set of penalties which theoret-
ically should deter offenders from breaking the 
rules." (20) 

Each of these elements is briefly discussed below with 
particular reference to driving in Australia while under the 
influence of alcohol or other drugs. 

(a) Legislation 
The Australian states and territories each has legislatior 

to control the use of motor vehicles by persons who have consumed 
alcohol or drugs. (21) The Australian Law Reform Commission 
(1976) has described in detail the main points covered by 
such legislation. (22) 

The Expert Group on Road Safety (19 72) referred to three 
categories of road user : those unable to conform with the law 
and resistant to punishment on the threat of punishment, those 
who deliberately and consistently flout the law, even though 
capable of safe driving behaviour: and those who are mainly 
responsible persons but who occasionally engage in unsafe 
behaviour. Referring to these groups, Cowley (1973) writes: 

"Road safety legislation is therefore likely to 
have the largest effect on the third group, 
some effect on the second - although this requires 
carefully chosen penalties - and little effect on 
the first. As the first two categories may in fact 
be responsible for a disproportionately large number 
of road accidents, it is not obvious that road 
safety legislation will automatically cause a 
significant fall in the road toll. Hence carefully 
designed studies are necessary if the effectiveness 
of a legislative measure is to be determined." (23) 

Relating this observation to drink-driving in particular, 
it is obviously important to consider whether it is possible to 
distinguish differnet groups within the drinking driving 
population. Insurance companies seek to make a distinction 
according to the proneness of different age groups to accidents. 
Thus premiums are higher for younger people or for those who have 
had accidents. The figures for the deaths on the road of 
those under 25 would seem to support such a distinction. This 
oc course does not include references to those unable to conform 
or resistant to conformity. 



Tomasic (1977) comments on these matters 

"It is widely accepted that it is possible 
generally to distinguish the younger, under 25 
year old driver, theolder alcoholic driver 
the social drinker, and perhaps the older driver, 
as requiring different types of responses due 
to the differing social bases of their problems. 
Although some of these groups are co-extensive 
to a limited degree, it seems that legislation must 
be flexible enough to allow differing responses to 
the problems of these different groups.... It has 
been found that drinking driver legislation is 
particularly ineffective when it confronts the 
alcoholic, or is contrary to peer group standards. 
In attempting to bring about a change in driving 
behaviour, it is significant that the law has 
often failed to come to terms with the social 
bases of drinking driving behaviour." (24) 

There is a great need for future research with a view to 
categorising different typss of road traffic offenders and 
especially those with previous records, detrimental social 
backgrounds associated with alcohol or drugs in other than 
road traffic connections. Too little is known about the 
distinctions which may be available. 

Robinson (19 77) points out that comprehensive and 
reality - based analyses of the social context of the drink-
driving problem are few. In describing the significance of 
this context he writes : 

"It is likely that the social setting is of 
considerable importance in determining a driver's 
willingness to accept the reality of alcohol effect 
and, in particular it seems.... that most people in 
a social situation, particularly after a few 
drinks, consider themselves as exceptions to the 
rule and all but immune to the effects of alcohol." (25) 

This viewpoint is supported by Tomasic (1977) who states 
that the significance of cultural and socio-economic factors 
as influencing drinking-driver behaviour must not be under-
estimated in studying the deterrent effect of legislation and 
educational campaigns. (26) 

Road accidents represent failures in the operation of 
the interacting components of the road transport system (the 
vehicle, the road environment, the road user and his social 
environment), and the behaviour of the road user is nearly 
always the final link in the series of circumstances leading to 
a road accident. There would seem to be however a need to 
widen this concept of a system so that the use of alcohol or 
drugs (even noted by by doctors or other agencies) would 
immediately raise issues of competence to drive. The law could 
be adjusted to permit such agencies to have a share in the 
prevention of dangerous driving. Drink-driving legislation aims 
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to modify behaviour and, in one sense, it fails if it 
is effective only in dealing with a person after he has 
committed the offence. However such indicative aspects of 
drink-driving legislation are handicapped by what is known 
of the acoholic or drug addict. Frequently the drinking 
driver or drug taker, must voluntary conclude that he has 
a drinking or drug problem before it is possible for his 
drinking or drug taking pattern to be altered. 

(b) Enforcement 
No matter what legislation on traffic behaviour is 

passed, or what penalties are prescribed, they will obviously 
be ineffective without adequate enforcement practices. 
Enforcement of road rules seeks to induce conformity by 
ensuring the detection of at least some of those infringing 
the rules, and thus enforcement may be selective in focussing 
on the detection of certain offences or being directed towards 
particular groups of road users. 

Ward (et <al) (1973) and the Expert Group on Road 
Safety (19 72) both comment on the generally inadequate amount 
of valid research into levels of road legislation enforcement. 
Both refer to the exhaustive review of forty-two American studies 
of this issue undertaken by Fennessy and Jaksch (1968), (27) 
a review which concluded that only one study examined was 
sufficiently worthy of consideration due to its scientific 
design. This particular study showed that a high level of 
enforcement led to a significant reduction in personal injuries 
but not in fatal accidents. (28) 

In concluding their review of enforcement studies 
Fennessy and Joksch summarise their findings thus : 

"...there are some, sometimes very strong, indications 
in the quantitative literature reviewed that police 
traffic law enforcement activities can reduce 
traffic accidents. However, there is no adequate 
quantitative and objective evidence currently 
available that could enable us to recommend any 
"optimal" or "desirable" levels of traffic law 
enforcement and standards for police performance." (29) 

Erris (1977) has reviewed more recent studies to 
investigate the relationship between police enforcement and 
general deterrence of certain driver behaviour, including impaired 
driving, and to determine research priorities. Enforcement 
activity is considered one of the central elements in deterring 
the drinking driver since it is the reality upon which fear of 
apprehension is based. However, 

"If the impression of enforcement is not grounded 
in the reality of police activity, the public 
soon learns that the risk is minute and adjusts 
their behaviour accordingly. The result is that 
drinking and driving behaviour is likely to regress 
to the long term mean.. As long as the probability of 
detection is low the expectation of being hurt by 
the law enforcement process on any given occasion 
will be so small as to thwart deterrence." (30) 
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Consideration should perhaps be given to the 
Japanese experience. On the one hand the concept of "causing 
death or injury by professional negligence" - originally 
intended to cover negligences by doctors, dentists, builders, 
professional drivers etc. - has been extended to cover all 
drivers causing death or injury. On the other hand the 
consistent fall in Japan in road deaths per 100,000 is 
frequently attributed to stringent police control of traffic. 

In Australia, the most controversial question of traffic-
law enforcement concerned with drinking and driving, is the 
extent and terms of the power to be conferred on police to 
require persons to undergo tests to ascertain their blood 
alcohol concentration. The question of "random testing" (31) 
of drivers is a particularly vexed one, particularly as the 
possible deterrent effect of random testing in Australia is not 
known. (32) Research is being undertaken on the results 
of "random testing" in Victoria but is not yet available so 
that arguments on both sides continue to be based on questions 
of right and justification. 

Some Australian researchers have argued in favour of 
random testing. (33). Ward (et al) (1973) considered that 
'true' (34) random testing was most likely to achieve a 
reduction in the incidence of road accidents in Australia, and 
argued that -

"...random testing of cars and drivers is in 
principle no more an infringement of liberty 
than is random inspection of premises where food 
is prepared for human consumption. Motor car 
accidents represent a very serious public health 
hazard, just as does contaminated food." (35) 

Vilmer and Landauer (19 71) argued that a change in 
community attitudes toward drinking and driving, arising from 
broad community education, would enable random testing to be 
introduced. Tomasic (19 77) in reviewing the abovementioned 
studies states: 

"The major arguement in favour of random testing 
is its possible value as a deterrent for drinking 
driving, but there is no strong evidence to confirm 
that this will occur. Further, if random testing 
does not succeed, it will bring the law in this 
area into further disrepute rather than solve the 
drinking problems of the alcoholic and problem 
drinking driver." (36) 

and concludes : 

"The present breathalyser legislation, with all its 
faults, is preferable to random testing in that 
existing procedures at least screen a reasonable 
proportion of problem drivers. This proportion 
would be much reduced if random testing were 
adopted, so that the problems associated with 
finding solutions for the drinking driver would 
be further compounded." (37) 
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The Australian Law Reform Commission (1976) concluded 
that the introduction of random breath tests in the 
Australian Capital Territory was not justified at this point 
in time : 

"Suffice it to say that the evidence before the 
Commission does not justify the optimison of its 
proponents that random tests would diminish the 
road toll....the preponderance of expert opinion 
before the Commission is to the effect that no 
long-term diminution of the road toll could 
be anticipated." (38) 

More recently the Senate Standing Committee on Social 
Welfare (1977) agreed that there was not sufficient evidence 
to show that random testing would decrease the drink-driving 
problem and recommended : 

"That if evaluation shows random breath tests to 
have positive effects on driver behaviour, they 
be introduced in all States and Territories," (39) 
and in the meantime; 

"That police extend Breathalyzer testing in the 
vicinity of all places where people drive after 
drinking." (40) 

The ultimate aim of random testing is to reduce the 
incidence of motor vehicle accidents caused by drinking drivers, 
and this raises the questions of whether random testing will 
increase the apprehension of drinking drivers and whether 
it will, in fact, be an effective deterrent. In considering these 
questions cognisance needs to be taken of such factors as 
efficiency in the deployment of police resources, relations between 
police and public, efficacy of publicity campaigns and, perhaps 
most importantly, civil liberties pertainint to police intervention 
into the ordinary conduct of citizens. Once again the clear 
evidence that we are at this stage obliged to make policy 
without the full data which adequate research would provide 
needs to be stressed. Experimental work on the effectiveness 
of laws and law enforcement are both possible and necessary for 
future imporvement of the crime situation on the roads. 

(c) Penalties 
Biles (1973) outlines the basic options available to 

the courts in dealing with offenders: 

"....Courts can require the offender to pay a 
monetary penalty, or cause him to lose a privilege 
or place him on conditional liberty, or order 
his total loss of liberty for a specified period of 
time. As far as traffic offenders are concerned 
this means the alternatives are a fine, licence 
suspension, probation or imprisonment." (41) 
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Each of these 'conventional' penalties warrants 
brief examination and discussion. 

The imposition of a fine is the most common 
penalty imposed on traffic offenders in Australia at the present 
time. This is a retributive measure, the amount of fine 
being graded to the offence but reform or deterrence are 
not conspicuous as aims of the general fining process. 
Robinson (19 77) points out that in Australia there is no 
clear evidence on the effectiveness of fines as penalties for 
driving offences, and suggests that most drivers are unlikely 
to see the monetary cost involved as significant. Here he 
is obviously interpreting "effectiveness" as improved 
behaviour on the roads - but as shown this is not a main 
aim of the present pattern of fines. 

The Law Reform Commission (1976) has stated that 
heavy fines alone are ineffective as a deterrent and that 
to achieve genuinely deterrent effects: 

"....heavier fines would need to operate in 
conjunction with an increased perceived risk of 
apprehension and an increased public awareness 
of sanctions available." (42) 

In making fines realistic, several researchers 
refer to the Swedish day - fine (43). This is a system which 
endeavours to equate the amount of the fine to the offender's 
capacity to pay, and thus equalize the deterrent or retributive 
effect of the monetary penalty to all groups in the population. 
An alternative, but consistent approach, would be to allow 
magistrates wider discretion in determining fine amounts 
relative to the offender's income. In this way the monetary 
penalty could fit the offender rather than the offence 
exclusively - and deterrence or reformation could be given 
as much scope as retribution. 

Suspension or cancellation of an offenders driving 
licence, particularly in conjunction with a fine, is a commonly 
imposed penalty, especially for drink-driving offences. (44) 
Euch a penalty is widely considered as having some deterrent 
effect. Middendorf (1968) has suggested that licence 
revocation is more effective than fines for persistent traffic 
offenders. Zimming and Hawkins (1973) also argue the positive 
deterrent effect of this type of penalty. However - this 
supposes that the suspension is adequately policed. Obviously 
effectiveness will be tied to compliance. 

Thus consideration needs to be given to suspended 
drivers who continue to drive in breach of the suspension. 
Robinson (19 75) has examined the social implication of driver 
disqualification and on the basis of available evidence suggests 
that at least 35% of disqualified drivers continued to drive, 
the tendency to drive while disqualified increasing with the 
length of disqualification. Packer (1968) argues that 
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licence revocation may not be an effective deterrent 
given the limited possibility of being apprehended for 
unlicensed driving. Biles (19 73) acknowledging the unknown, 
but presumably significant, ^degree of driving while 
disqualified which occurs, suggests extensions to licence 
suspension penalties such as temporary vehicle impounding 
and conditional licence restoration. Tomasic (1977) 
suggests that; 

"Adherence to licence disqualification laws 
runs in the face of important social needs which 
are gratified through the use of the motor 
vehicle and enhanced by the high esteem in 
which motor vehicles are held by society." (45) 

This will perhaps need to be read against changes in 
life styles likely to be introduced by energy shortages, 
the increasing prices of vehicles, the concern for environmental 
pollution due to the carbon-dioxide emissions from exhausts, 
the development of alternative forms of public transport 
and consiquent movements of populations to the centres from 
the suburbs. In case of such changes the significances of 
the car will be reduced with consequences not only for the 
effectiveness of licence suspension but for the incidence 
of death on the roads. 

While the social context in which disqualification 
laws must operate reducesthe effectiveness of licence 
suspension, particularly over long periods of suspension/ 
cancellation, relatively short periods of qualification 
probably have some deterrent effect on some drinking-drivers. 

Probation is insufficiently used for traffic offenders. 
Its effectiveness has been questioned where it has been used 
because traffic offenders who consider themselves "respectable" 
do not like probation and may not need it. However probation 
is a flexible remedy and if it has a stigmatising effect this 
could prove to be a deterrent. For traffic offenders paying 
off a fine or accepting a suspended prison sentence may be 
more palatable than having a probation officer call or require 
regular reporting. Therefore probation - a classical reformist 
measure might be applied as a deterrent for "respectable" 
offenders. It is suggested that on occasions driver-retraining 
should be ordered as a special condition of probation, perhaps 
in conjunction with licence suspension. In addition, other 
special conditions may be included in a probation order such as 
a requirement to work on community projects, to abstain from 
drinking alcohol, or to undertake psychiatric or medical 
treatment for the duration of the probation order. 



A sentence of imprisonment is seldom the first 
choice of courts for traffic offenders in Australia, although 
in other countries a mandatory penalty for driving under the 
influence is imposed. Imprisonment should be the penalty 
of last resort for traffic offences to be used when offenders 
wilfully refuse to submit to other punishments. In Australia, 
the effectiveness of imprisonment in deterring drinking 
drivers is unknown. Ross (19 75) has studied the severe gaol 
terms imposed on drink-drivers in Finland and found no clear 
evidence that such penalties had acted as a deterent or 
reduced death and injury in accidents where alcohol was 
involved. Buinkhuisen and Steenhius (19 72) found that 
severe punishments, in particular gaol sentences, had not 
reduced the chances of recidivism among drinking drivers 
in Holland. Again more research in Australia is needed to 
assess the effects of severe penalties against traffic 
offenders and particularly drink driving offenders. However 
imprisonment as an effective deterrent or reformist measure 
may not be the only consideration. In some cases a sentence 
of imprisonment is imposed in accordance with public outrage -
or retributively so that whether the offender commits another 
offence or not is irrelevant to the purpose for which 
a sentence of imprisonment was applied. 

From the above it can be appreciated that penalties 
for traffic offenders like penalties for any other offenders, 
is a subject of considerable discussion and doubt. There is 
currently extensive research being undertaken on sentencing. 

It has been suggested that the above 'conventional' 
penalties have not proven totally adequate in deterring motorists 
from drinking and driving, and that in Australia attempts to 
deter the drinking driver by the implementation of punitive 
measures or by mass advertising/educational programmes have 
not been overly successful. Alternative, diversionary techniques 
are increasingly being employed in many countries for dealing 
with motorists committing drink-driving offences. Tomasic 
(1977) claims that such diversionary approaches carry less 
stigma than conviction and punishment, confronts the drinking 
driver's problem directly in a community/family context, and 
are likely to have a positive impact on the drinking problem. 
The Senate Standing Committee on Social Welfare (19 77) has 
applauded the introduction of pilot diversionary programmes in 
Australia while noting that overseas evidence of their success 
has been encouraging, and the Australian Law Reform 
Commission (1976) has pointed out that treatment, rehabilitation 
and education of drink driving offenders must play a part in 
countermeasures if they are to be effective. The Criminology 
Research Council has funded a pilot diversionary scheme for 
drinking drivers, details of which are provided in Appendix 2. 
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SUMMARY AND CONCLUSIONS 

This paper has sought to review rather than research 
the question of alcohol and drugs in relation to road traffic 
deaths and injuries. The information available from research 
carried out in other countries and Australia is analysed and 
for the first time an attempt has been made to relate 
traffic deaths and injuries to other forms of social violence 
with results which are suggestive but by no means conclusive. 

During the decade 1968-1977, 35794 persons were 
killed on Australian roads, and almost 900,000 others were 
injured as a result of road traffic accidents. Despite 
the enormity of such figures, road death and injury rates 
appear to frequently have little impact on the general 
population, probably due largely to the comparative rarity of such 
incidents for most road users. It appears that death on the 
roads is accepted as a commonplace, ordinary hazard of daily 
living, in contrast to reactions to other forms of disaster 
such as natural catastrophies. Yet death and injury caused 
through traffic accidents is one of the major epidemics 
of modern society, causing much suffering and sorrow and serious 
social and economic loss. 

Traffic offending is a widespread form of criminal 
activity both harmful to society and legally proscribed yet 
all too often condoned in public opinion - Motoring offending 
gnd criminal behaviour appear to be frequently perceived 
as discreet forms of conduct; for many, motoring offences 
are not really crimes in the narrowest sense. Yet, wilfulness 
and malicious intent are not completely absent from many 
motoring offences, particularly serious ones. 

Road death and road injury rates in Australia during 
19 6 8-19 76 were lower than those for some countries and 
higher than those for others, depending upon the particular 
death/injury rate being considered. Australia's number of 
road deaths per 100,000 population over this period, lower 
than that for only three countries (Austria, Luxembourg, France) 
of the seventeen studied, should be noted. In 1976, the most 
recent year for which international statistics are available, 
the numberof road deaths per 100,000 population in Australia 
was second only to that for Luxembourg, although in that year 
Australia experienced its lowest score for this rate over the 
entire period 1968-1976. 

Within Australia, road death and injury rates during 
the decade 1968-1977 vary between States, in some instances 
quite significantly, although no clear pattern of relationships 
between the measures examined appears evident. What is significant 
is that in Australia during this period, motor vehicle ownership 
rates increased fairly steadily yet the number of road deaths 
per 10,000 vehicles and per 100 million vehicle kilometres 
driven have tended to decrease, and the numberof road deaths 
and road injuries per 100,000 population have remained fairly 
static with slight increases and decreases following in succession. 
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The relationship between the incidence of road 
deaths/road injuries and murder offences, as a measure 
of violent crime, has been tentatively investigated 
but the determination of the exact nature of this 
relationship requires further analysis. Michalowski 
(1975) has found that the sociological characteristics 
of vehicle homicide are nearly identical to those of 
other urban crimes of violence, Porterfield (1960) has 
correlated the incidence of male deaths by homicide with 
male road deaths in the United States., and Desmarez 
(1965) has established a relationship between traffic 
offences and crimes of violence, particularly physical 
assault, in Belgium. The hypothesis that violent crime 
will be high in those societies where road deaths and 
injuries are most frequent cannot, as yet, be confirmed 
or denied without further analysis of the assembled 
data, but future findings may well support those of 
the abovementioned researchers. 

Deterrence of road offending, particularly drinking 
and driving behaviour, has been discussed with reference 
to legislation, enforcement and penalties, the basic 
elements of legal penal policy for road safety. Traffic 
laws, including drink-driving legislation, prescribe 
the standards of behaviour to which all road users are 
expected to conform. The deterrent effect of legislation, 
including breathalyzer laws, is difficult to measure and 
hence evaluate, and the social basis of drinking driving 
behaviour must be adequately considered in studying the 
deterrent effect of legislation. Enforcement of traffic 
laws aims to induce conformity of road user behaviour 
while detecting at least some of those infringing the 
rules. Research into the deterrent effect of enforcement 
in Australia is scarce, yet enforcement is important 
since it is the reality upon which the fear of 
apprehension is based. The issue of random testing of 
blood alcohol concentrations in Australia is particularly 
controversial and whether such testing will reduce the 
incidence of accidents is, at this point in time, unknown. 

Penalties for road offences vary, the most common 
being 'conventional' penalties such as fines, licence 
suspension, probation and imprisonment. While the trend 
in moving away from sentencing based purely on retribution 
is evident,the competing, overlapping functions of the 
court (deterrence, reformation, retribution and social 
protection) must be considered in discussing the purpose 
of sentencing. 'Conventional' penalties have not proven 
totally adequate in deterring motorists from drinking 
and driving, and mass advertising/educational programmes 
on this issue have not been overly successful. Non-
punitive approaches, including diversionary alternatives 
incorporating non-coercive social measures, may be more 
relevant to contemporary society in grappling with the 
drink-driving problem. Such approaches, combining both 



30. 

therapeutic and punitive factors, may, in the future prove 
more successful as deterrents than purely punitive measures. 



31. 

APPENDIX 1 

STATISTICAL TABLES 



ROAD DEATHS (2) per 100,000 POPULATION FOR SELECTED COUNTRIES. 

>n/Country 1968 1969 1970 1971 1972 1973 1974 1975 1976 

\ustralia 28.1 28.4 30.2 28.1 26.4 28.0 26.8 27.2 26.2 

Sreat Britain 12.3 13.3 13.5 13.8 13.9 13.2 12.3 11.4 11.7 

•Jorth America 
3.1 Canada 25.6 25.7 23.7 25.8 28.5 30.3 28.0 26.5 
3.2 U.S.A. 27.4 27.7 26.7 26.0 26.7 26.2 21.7 21.8 21.1 

Japan 14.1 15.9 16.2 15.4 14.9 13.4 10.4 9.8 8.6 

•Jew Zealand 19.0 20.5 23.2 23.7 29.0 28.4 22.3 20.4 

Scandanavia 
5.1 Denmark 22.5 24. 3 24.5 24.5 22.4 22.5 15.2 16.3 16.9 
5.2 Finland 20.0 21.4 22.5 24.7 24.9 23.3 18.4 19.3 17.0 
5.3 Sweden 15.9 16.0 16.2 15.0 14.7 14.4 14.7 14.3 14.2 
5.4 Norway 12.5 12.9 14.4 13.7 12.4 12.9 12.8 13.4 11.7 

Central West Europe 
7.1 W. Germany 27.7 27.4 31.1 30.5 30.4 26.3 23.6 24.0 24.1 
V.2 Austria 29.3 28.1 30.3 33.3 35.2 32.8 29.6 29.7 25.3 
7.3 Netherlands 22.8 23.9 24.4 24.0 24.5 23.0 18.8 17.3 17.7 
7.4 Luxembourg 31.5 33.4 33.9 25.2 30.8 30.8 35.5 35.6 27.9 

South West Europe 
8.1 Spain 11.6 12.0 12.4 12.9 13.7 12.3 12.6 13.1 13.2 
8.2 France 28.6 29.1 29.6 31.3 32.0 29.7 26.4 24.9 26.0 
8.3 Italy 17.1 18.6 19.0 18.7 20.4 19.5 17.3 17.0 15.9 

Motes: (1) Most countries define a fatality as being due to a road accident if death 
occurs withi .n thirty (30) days of the accident. Exceptions are as follows; 
France (6 days); Italy (7 days); USA (1 year); Japan (24 hours] New 
Zealand (28 days). 

(2) United Nations midyear population estimates. 

Sources Australia : Bureau of Statistics. Road Traffic Accidents Involving Casualtie 

Other : International Road Federation. World Road Statistics 
United Nations Economic Commission for Europe. Statistics of 
Traffic Accidents in Europe 
United Nations Department of Economic and Social Affairs. 
Statistical Yearbooks 
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TABLE B 

ROAD DEATHS per 10 ,000 VEHICLES ( 1 ) FOR SELECTED COUNTRIES 
• 

1968 - 1976 

.on/Country 1968 1969 1970 1971 1972 1973 1974 1975 1976 

Australia 7.6 7.4 7.6 6.9 6.2 6.1 5.8 5.7 5.2 

Great Britain 4.9 5.2 5.2 5.1 5.0 4.5 4.1 3.8 3.8 

North America 
3.1 Canada 6.7 6.6 6.0 6.2 6.4 6.6 5.7 5.3 N.A. 
3.2 U.S.A. 5.1 5.1 4.9 4.6 4.5 4.2 3.4 3.2 N.A. 

Japan 6.6 6.7 6.3 5.6 5.1 4.3 3.2 2.9 2.5 

New Zealand 5.0 5.3 5.8 5.7 5.3 5.8 4.5 2.6 N.A. 

Scandanavia 
6.1 Denmark 6.0 6.3 6.3 6.2 5.5 5.4 3.6 3.8 3.8 
6.2 Finland 8.0 8.1 7.9 8.2 8.2 7.3 5.7 5.7 4.9 
6.3 Sweden 5.6 5.3 5.2 4.7 4.1 4.0 3.8 3.6 3.5 
6.4 Norway 5.1 4.8 5.2 4.7 4.5 4.5 4.3 4.3 3.6 

Central West Europe 
7.1 W. Germany 11.5 10.6 11.3 10.4 9.9 8.2 7.3 7.1 6.5 
7.2 Austria 10.6 9.9 10.3 10.8 10.7 9.7 8.5 8.2 6.6 
7.3 Netherlands 6.7 6.6 6.4 6.0 6.6 6.1 4.8 4.3 4.2 
7.4 Luxembourg 9.6 9.3 10.7 6.6 7.6 8.2 8.6 8.0 6.9 

South West Europe 
8.1 Spain 10.7 9.9 9.5 8.8 8.3 8.0 6.6 6.4 6.3 
8. 2 France 7.6 7.5 7.4 7.7 7.5 6.7 5.6 5.5 5.5 
8.3 Italy 

1 

7.8 7.2 7.0 6.4 6.4 5.7 4.8 4.6 4.1 

iNotes: (1) Includes all vehicles except trailers. 

Sources: Australia: Bureau of Statistics. Road Traffic Accidents 
Involving Casualties. 

Other: International Road Federation. World Road 
Statistics. 
United Nations Economic Commission for Europe 
Statistics of Road Traffic Accidents in Europe. 

« 
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- TABLE C 

ROAD DEATHS PER 100 MILLION VEHICLE K I L O M E T R E S F O R 

SELECTED COUNTRIES 

1968 - 1976 

on/Country 1968 1969 1970 1971 1972 1973 1974 1975 1976 

jAustralia 6.1 5.2 4.8 4.3 3.9 3.9 3.6 3.5 N.A. 

Great Britain 3.6 3.8 3.6 3.5 3.4 3.0 2.9 2.6 2.6 

North America 
! 3-1 Canada 4.7 4.5 4.0 4.2 4.2 4.2 3.7 3.5 N.A. 
J3.2 U.S.A. 
i 

3.4 3.2 3.2 2.8 2.7 2.6 2.2 2.1 N.A. 

|Japan 7.1 6.9 6.0 6.1 4.9 4.0 3.1 3.0 N.A. 

New Zealand i 4.5 4.4 4.9 4.6 4.5 5.0 N.A. N.A N.A. 

Scandanavia 
6.1 Denmark 5.1 5.1 5.0 5.2 4.1 N.A. N.A. N.A. N.A. 
6.2 Finland 6.1 6.2 6.0 7.0 6.1 5.2 4.1 4.0 N.A. 
6.3 Sweden N. A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. 
6.4 Norway 5.1 5.0 4.9 5.1 4.1 4.1 3.6 3.6 3.0 

Central West Europe 
7.1 W. Germany 7.4 7.0 7.1 6.6 6.3 6.0 5.8 5.0 4.7 
7.2 Austria 9.0 8.0 8.1 8.3 8.0 9.5 8.3 8.1 6.6 
7.3 Netherlands 7.3 6.9 5.9 5.6 5.4 4.8 3.9 3.7 3.7 
7.4 Luxembourg N.A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. N.A. 

South West Europe 
8.1 Spain 12.7 11.8 11.3 9.5 9.6 9.6 8.5 7.8 7.6 
8.2 France 8.8 8.5 8.3 8.3 8.0 6.7 5.7 5.4 5.3 
8.3 Italy 7.5 6.6 6.1 6.0 5.9 5.1 4.9 4.5 N.A. 

Notes (1) Estimated vehicle kilometres. 

Sources: International Road Federation World Road Statistics 
United Nations. Economic Commission for Europe. Statistics 
of Road Traffic Accidents in Europe. 
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TABLE D. 

ROAD INJURIES PER 100,000 POPULATION ( 1 ) FOR SELECTED COUNTRIES 

1968 - 1976 

.on/Country 1968 1969 170 1971 1972 1973 1974 1975 1976 

Australia 683.4 714.6 732.1 713.6 690.7 723.0 682.7 660.8 631.2 

Great Britain 619.3 622.7 638.7 619.3 630.9 619.2 568.3 568.2 595.6 

North America 
3.1 Canada 837.2 857.4 833.9 891.7 987.3 1011.4 1021.6 967.7 N.A. 
3.2 U.S.A. 994.3 1230.2 1334.1 1299.7 1338.1 1350.5 1251.9 N.A. N.A. 

Japan 189.2 945.1 948.9 899.3 540. 7 729.1 594.0 563.0 544.4 

New Zealand 688.4 674.3 738.3 758.1 768.1 805.0 688.1 646.2 N.A. 

Scandanavia 
6.1 Denmark 528.7 534.9 517.1 531.9 496.2 467.1 370.9 397. 3 386. 3 
6.2 Finland 306.5 324.2 341.6 346.9 344.9 340.6 302.2 300. 8 247.6 
6.3 Sweden 306.8 306.8 292.6 285.0 275.9 291.6 270.8 268.3 265.7 
6.4 Norway 272.2 293.8 303.2 284.1 287.7 277.0 256.9 275.4 258.2 

Central West Europe 
7.1 W. Germany 779.0 776.4 861.3 843.8 855.1 787.0 720.6 739.8 781.3 
7.2 Austria 931.9 952.2 983.0 1003.5 1004.4 941.0 907.1 908.9 810.1 
7.3 Netherlands 487. 3 525.1 524.0 547.1 525.7 523.6 489.0 438.3 682.4 
7.4 Luxembourg 642.8 661.8 698.2 700.9 752.2 810. 3 769.9 805.3 682.4 

South West Europe 
8.1 Spain 216.1 244.6 255.9 256.2 274.8 288.5 271.1 263.1 275.8 
8.2 France 625.6 618.6 633.3 673.9 751.2 702.6 655.8 654.9 675.5 
8.3 Italy 443.7 434.1 425.3 452.7 492. 3 483.8 423.1 410.8 387.9 

Notes: (1) United Nations midyear population estimates • 

Sources: Australia: Bureau of Statistics. Road Traffic Occidents 
Involving Casualties. 

Other International Road Federation World Road Statistics 
United Nations. Economic Commission for Europe. 
Statistics of Road Traffic Accidents in Europe. 
United Nations. Department of Economic anc Social 
Affairs. Statistical Yearbooks 
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TABLE E. 

ROAD INJURIES PER 10, 000 VEHICLES(1) FOR SELECTED COUNTRIES 

1968 - 1976 

.on/Country 1968 1969 1970 1971 1972 1973 1974 1975 1976 

Australia 193.1 190.8 188.0 177.1 168.2 169. 3 152.0 141. 1 133. 9 

Great Britain 247.9 244.9 247.4 230.1 227.8 212.0 192.1 189. 3 195. 2 

North America 
3.1 Canada 220.5 219.1 210.1 213.5 222.3 220. 3 208.7 194. 0 N.A. 
3.2 U.S.A. 183. 3 224. 7 242.6 229.6 228.5 218.9 196.7 N.A. N.A. 

Japan 383.9 398.4 367.1 329.1 285.1 234.6 183.4 168. 6 157. 2 

New Zealand 170.3 175.0 184.5 182.1 165.4 162.5 137.4 121. 6 N.A. 

Scandanavia 
6.1 Denmark 141.9 139.3 132.9 135.4 122.1 111.9 88.3 92. 2 87. 0 
6.2 Finland 122.1 122.2 120.8 115.7 113.4 107.4 93.2 89. 5 72. 0 
6.3 Sweden 107.1 102.3 94.6 90.4 77.4 80.4 71.2 68. 0 64. 9 
6.4 Norway 110.7 110.4 109. 3 97.5 104.1 96.8 86.8 88. 6 79. 6 

Central West Europe 
7.1 W. Germany 323.8 302.3 314. 3 288.1 2 79.0 248.0 223.4 219. 5 210. 9 
7.2 Austria 337.4 335.1 334.6 324.8 305.9 279.5 261. 3 250. 0 211. 0 
7.3 Netherlands 143.4 145.0 138.0 137.2 . 141.9 138.2 126.1 110. 0 107. 0 
7.4 Luxembourg 196.4 184.9 192.4 181.9 186.4 215.4 186.7 186. 0 169. 6 

South West Europe 
8.1 Spain 223.7 203.1 196. 8 181.0 177.7 169.4 147.2 132. 9 130. 5 
8.2 France 166.2 159.7 159.4 165.1 176.2 159.7 145.0 143. 4 142. 2 
8.3 Italy 185.3 168.5 156.0 154.5 156.0 142.0 134.4 110. 3 99. 7 

Notes: (1) Includes all vehicles except trailers. 

Sources: Australia: Bureau of Statistics. Road Traffic Accidents 
Involving Casualties. 

Other: International Road Federation. World Road Statistics 
United Nations. Economic Commission for Europe. 
Statistics of Road Traffic Accidents in Europe. 

I 
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TABLE F. 

MURDER OFFENCES ( 1 ) PER 100,000 POPULATION*2' FOR SELECTED COUNTRIES 

1968 - 1976 

Lon/Country 1968 1969 1970 1971 1972 1973 1974 1975 1976 

Australia 2.5 2.3 2.7 2.7 3.3 3.8 N.A. N.A. N.A. 
. (3) Great Britain 1.3 1.4 1.5 1.6 2.0 2.2 2.3 2.4 2.0 

North America 
3.1 Canada 1.5 1.6 2.0 2.0 2.2 2.2 2.4 2.8 2.7 
3.2 U.S.A. 6.8 N.A. N.A. N.A. 8.9 9.3 9.7 9.6 8.7 

Japan 2.2 2.0 1.9 1.8 1.9 1.9 1.7 2.0 1.9 

New Zealand 0.8 0.9 0.9 1.1 1.0 1.3 1.5 N.A. N.A. 

Scandanavia 
6.1 Denmark 1.2 1.3 1.0 1.7 1.4 1.9 2.0 N.A. N.A. 
6.2 Finland 2.0 1 %8 2.1 3.4 4.1 4.1 2.9 N.A. N.A. 
6.3 Sweden 2.9 2.6 2.8 2.5 2.7 2.9 3.4 N.A. N.A. 
6.4 Norway 0.1 0.2 0.1 0.2 0.4 0.6 0.5 N.A. N.A. 

Central West Europe 
7.1 W. Germany 3.2 3.5 4.0 4.1 4.5 4.4 4.5 N.A. N.A. 
7.2 Austria 1.8 2.5 2.5 2.6 " 2.6 3.2 3.0 N.A. N.A. 
7.3 Netherlands 3.5 4.0 4.1 4.7 5.4 6.7 7.1 N.A. N.A. 
7.4 Luxembourg 6.8 5.9 11.2 12.9 16.7 13.4 5.9 N.A. N.A. 

South West Europe 
8.1 Spain 0.3 0.3 0.3 0.4 0.3 0.6 0.7 N.A. N.A. 
8.2 France 3.2 3.1 3.3 3.3 2.3 2.3 2.7 N.A. N.A. 
8.3 Italy 2.6 2.3 2.1 2.2 3.1 3.0 3.0 N.A. N.A. 

Notes: (1) The number of offences which, in any way, come to the 
attention of police. 'Murder' defined as any act performed 
with the purpose of taking human life, no matter in what 
circumstances. This definition excludes manslaughter and 
abortion but not infanticide. 

(2) United Nations mid year population estimates. 
(3) Statistics for Northern Ireland not available. 

Sources; Australia: Bureau of Statistics. Official Yearbook of Australia 
Great Britain: Home Office. Criminal Statistics for England and 

Wales. Scottish Home and Health Department. 
Criminal Statistics for Scotland. 

Canada: Statistics Canada. Justice Statistics Division. Homicide 
Statistics and Murder Statistics. 

U.S.A.: Department of Justice. Crinfc in the U.S. - Uniform Crime 
Reports. 

Japan: Ministry of Justice. Summary of White Paper on Crime. 
Other: International Criminal Police Organization. International 

Crime Statistics. 



ROAD DEATHS PER 100,000 POPULATIONS BY STATE 1968 - 1976 

STATE 1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

New South Wales 28 27 29 27 23 26 27 27 26 25 

Victoria 29 30 31 26 26 26 22 25 25 25 

Queensland 28 31 30 33 31 33 30 32 27 27 

South Australia 24 22 30 25 26 27 31 27 24 24 

Western Australia 35 33 35 32 32 33 30 27 26 24 

Tasmania 31 29 30 33 27 27 28 30 27 27 

Northern Territory 29 66 53 58 58 57 52 72 50 49 

Australian Capital Territory 12 21 24 14 20 17 17 17 19 14 

Australia 28 28 30 28 26 28 27 27 26 25 

Source: Bureau of Statistics. Road Traffic Accidents Involving 
Casualties. 



TABLE K. 

ROAD DEATHS PER 10,000 V E H I C L E S B Y STATE 1968 - 1977. 

STATE 1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

New South Wales 8 7 8 7 6 6 6 6 6 6 

Victoria 8 8 8 7 6 6 5 5 5 5 

Queensland 8 8 8 8 7 8 7 7 6 5 

South Australia 7 6 7 6 6 6 7 6 5 5 

Western Australia 9 8 8 7 7 7 6 5 5 4 

Tasmania 8 8 7 8 6 6 6 6 5 5 

Northern Territory 9 20 16 17 16 16 11 13 15 12 

Australian Capital Territory 3 5 5 3 5 4 3 3 4 3 

Australia 8 8 8 7 6 7 6 6 5 5 

Notes: 

Source: 

(1) Registered Vehicles as at 31st October 

Bureau of Statistics. Road Traffic Accidents Involving Casualties. 



TABLE K. 

AUSTRALIA - ROAD INJURIES PER 100,000 POPULATION BY STATE. 1968 - 1977 

STATE 1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

New South Wales 705 731 772 797 788 833 848 794 760 775 

Victoria 664 703 689 610 580 556 481 473 471 521 

Queensland 585 588 610 623 576 608 539 551 493 468 

South Australia 790 870 905 862 925 1050 1040 971 878 844 

Western Australia 720 717 743 712 639 688 570 606 603 698 

Tasmania 504 583 560 526 501 530 475 525 570 570 

Northern Territory 819 1066 908 1083 868 1055 939 891 800 840 

Australian Capital Territory 1020 956 948 817 641 664 574 585 563 565 

Australia 683 714 732 714 691 723 683 661 631 651 

Source: Bureau of Statistics: Road Traffic Accidents Involving Casualties. 



TABLE K. 

AUSTRALIA - ROAD INJURIES PER 10,000 V E H I C L E S B Y STATE 1968 - 1977 

STATE1 1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

New South Wales 207 202 203 202 198 201 196 178 170 170 

Victoria 188 190 180 154 143 132 109 102 98 108 

Queensland 167 159 158 155 138 138 118 116 105 94 

South Australia 213 221 222 206 210 228 218 195 173 161 

Western Australia 184 170 172 160 145 150 119 120 116 126 

Tasmania 137 151 138 125 117 120 103 109 114 112 

Northern Territory 226 318 278 318 246 288 197 164 237 232 

Australian Capital Territory 258 229 217 179 141 136 111 107 12 3 119 

Australia 193 191 188 177 168 169 152 141 134 134 

Notes; (1) Registered vehicles as at 31st December. 

Sources: Bureau of Statistics. Road Traffic Accidents Involving Casualties. 



TABLE K. 

AUSTRALIA - HOMICIDE OFFENCES(1) PER 100,000 POPULATION BY STATE 1968 - 1977 

STATE 1968 1969 1970 1971 1972 1973 1974 1975 1976 1977 

New South Wales 3.2 2.7 2.8 2.9 2.9 4.0 N.A. N.A. N.A. N.A. 

Victoria 1.6 1.9 3.1 2.5 3.7 3.4 N.A. N.A. N.A. N.A. 

Queensland 2.9 2.2 2.0 2.4 3.5 5.6 N.A. N.A. N.A. N.A. 

South Australia 1.6 1.3 2.9 2.3 2.4 2.4 N.A. N.A. N.A. N.A. 

Western Australia 1.5 1.3 1.5 2.5 3.0 2.4 N.A. N.A. N.A. N.A. 

Tasmania 2.6 3.9 2.6 2.0 4.1 3.8 N.A. N.A. N.A. N.A. 

Northern Territory 17.8 9.6 11.3 17.4 10.9 7.3 N.A. N.A. N.A. N.A. 

Australian Capital Territory 2.7 0.8 2.3 1.4 2.5 2.4 N.A. N.A. N.A. N.A. 

Australia 2.5 2.3 2.7 2.7 3.3 3.8 N.A. N.A. N.A. N.A. 

Notes; (1) see Footnote No. (19) 

Source: Biles, D. , (ed) Crime and Justice in Australia 
A.I.C., Canberra, 1977. 
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APPENDIX 2 

DETAILS OF GRANT BY THE 
CRIMINOLOGY RESEARCH COUNCIL 

TO MR. M.F. FARQUHAR FOR 
THE SYDNEY DRINK-DRIVER 
REHABILITATION SCHEME 
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The Criminology Research Council was established 
pursuant to Section 34 of the Criminology Research Act 
1971-1973 and has the function of controlling and 
administering the Criminology Research Fund. The 
Council consists of seven members, one representing 
the Australian Government and one representing each 
State Government. 

On 4 February 19 76 the Council made a grant of 
$14,0 00 to Mr. M.F. Farquhar, Chairman of the Bench of 
Stipendiary Magistrates of New South Wales for research 
into the Sydney Drink-Drive Rehabilitation Scheme. On 
June 2 1977 the Council approved an additional grant of 
$16,000 to Mr. Farquhar for continuation of this 
research. These allocations represented 19% and 16% 
of research grant monies approved by the Council during 
the 1975-1976 and 1976-1977 financial years respectively. 

The scheme commenced its pilot operation on 1 March 
1976, its objectives being to pinpoint the driver with 
a drinking problem and to reduce the likelihood of his 
subsequently driving after excessive drinking. The 
scheme offers educative and treatment courses to drivers 
found to be multiple drink-drive offenders or first 
offenders who recorded blood alcohol readings in excess 
of 150mg/100ml. 

Details of the operation of the scheme during its 
first year may be found in the following references : 

Farquhar, M.F. "The Drink Driver Rehabilitation 
Scheme - N.S.W.", Paper presented 
to the Stipendiary Magistrates' 
Conference, Sydney, June 19 76 

Farquhar, M.F. (et al) The Sydney Drink-Driver 
Rehabilitation Scheme - A First 
Report, (mimeo). Sydney, September 
1977. 

A further report will be forthcoming when 
statistically significant results are available after 
two years' operation of the scheme. 

In concluding the First Report, Farquhar states : 

"An evaluation research study of the pilot 
operation has continued from inception. The 
time available over which participants and 
control groups could be studied is, as yet, 
too short to make any significant calculations 
on reconvictions. Some indications of improved 
knowledge of responsibilities of drivers in 
relation to drinking alcohol have been recorded. 
The assessments of Probation Officers concerned 
with participants indicate improved attitudes 
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to drinking and driving. At this point there 
appears some ground for cautious optimism that 
the operation of the Scheme may produce better. 
results than criminal sanctions alone", (p.25). 
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Each yearbook/statistical paper provides mid year estimates 
of population for each country surveyed which were employed 
as the total population statistics. 

International Road Federation. World Road Statistics 1972 - 1977 
Geneva, I.R.F. 1972 - United Nations. Economic Commission for 
Europe. Statistics of Road Traffic Accidents In Europe 
1969 - 1976. Countries vary in the way they classify deaths due 
to road accidents, depending upon the amount of time elapsing 
between collision and death. Most countries define a fatality 
as being due to a road accident if death occurs within thirty 
(30) days of the accident. Exceptions are France (6 days) 
Italy (7 days), U.S.A. (1 year), Japan 24 hours); and New Zealand 
(28 days). No attempt has been made to standardize these figures 
as existing conventions for undertaking such alterations are 
not clearly defined nor compatable. (cf. Willett, o£ cit. p. 87; 
Britain. Ministry of Transport. Road Accidents in Britain - 1976 
London; H.M.S.O., 1976 p. 50). 

International Road Federation, op. cit. United Nations. 
Economic Commission for Europe, op. cit. 
Figures of number of motor vehicles utilized in this study 
include cars, buses and coaches, goods vehicles, tractors 
(excluding agricultural tractors), motorcycles and scooters, 
and mopeds. Trailers and caravan trailers are excluded, as are 
semi trailers, statistics for the latter are only in requently included 
in I.R.F. tabulations. It is considered that the relatively small 
numbers of semi-trailers in each country, as compared with all other 
motor vehicles (except trailers), does not create any significant 
errors in the total vehicle statistics employed. Figures utilized 
are for vehicles in use on 31 December for most countries. Again, 
variations in total number of vehicles within a given year is not 
considered to a significant source of" variation when rates per 
10,000 vehicles are being generated. 

International Road Federation, op cit. 
Annual vehicle kilometre figures are estimates and should be 
recognized as such. Unlike other measures employed in this study 
persons killed per 100 million vehicle kilometres was not computed 
from raw data but, of necessity, tabulated direct from the above 
statistical reports, as the actual number of vehicle kilometres per 
annum for various countries are not frequently detailed. Although 
no statistics of this measure were available for Sweden or Luxembourg, 
these countries were retained as excellent data sets for all other measures 
were available for these countries. 

International Road Federation. o£ cit. 
Road Injuries per 100,000 population and road injuries per 10,000 
vehicles were computed using the population and vehicle statistics 
as for calculating paralle measures for road deaths. Hence these 
four measures are derived from standardized base totals of persons and 
vehicles. Road injuries are defined as those pertaining to persons 
requiring surgical or other medical treatment as a result of a traffic 
accident. 
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15. In generating these measures, International Road Federation 
(I.R.F.) statistics were almost exclusively utilized. 
Economic Commission for Europe (E.C.E.) statistics were only used 
on the few occassions when I.RF. figures were not available. In 
these instances no uncompatability between the two data sources 
was observed. Indeed, in cases where common data was documented, 
very little, if any, disrepancies between the two sets was observed. 
Australian statistics so employed were derived from Bureau of 
statistics publications in order that they precisely matched state 
statistics derived from the same source and analyzed later in this 
paper. Closely checking of A.B.S. statistics with those from both 
I.R.F. and E.C.E. again revealed only occassional, and minor, 
disrepancies. 

16. Australia. Bureau of Statistics. Official Yearbooks of 
Australia 1969-1974. Great Britain. Home Office. Criminal Statistics 
for England and Wales. 1974-1976, and Scottish Home and Health Department 
Crime Statistics Scotland, 1974-1976. Canada. Justice Statistics 
Division. Statistics Canada. Homicide/Murder Statistics 1974-1976 
United States. Department of Justice. Crime in the United States -
Uniform Crime Reports 1973-1976 
Japan. Ministry of Justice. Summary of White Paper on Crime 
1968-1977. International Criminal Police Organization. International 
Crime Statistics 1967-1974. 
Whitlock (1971) points out that criminal statistics may be presented 
in at least three different ways : crimes known or reported to police; 
the number of criminal prosecutions, and the number of convictions. Obviously 
the first irethod is the most satisfactory basis for the comparing 
the incidence of a particular crime in different countries as not all 
offenders are brought before the courts and prosecuted, and of these 
only a proportion will be convicted of the particular offence. Murder 
offences are defined as 'any act performed with the purpose of taking 
human life, not matter in what circumstances.' This definition 
excludes manslaughter and abortion, but not infanticide. The number 
of murder offences were derived from the above mentioned publications 
and the rate of murder offences per 100,000 population then computed 
using the same population base statistics as for road deaths/ road 
injuries per 100,000 populations. 

17. In most instances data was available for all years under consideration, 
and hence totals were divided by nine. For those countries where 
complete data was not available for a particular measure the number 
of years for which data was able was the divider. In all cases data 
was available for at least six years during the period 1968-1976. 

18. Data compiled directly from Bureau of Statistics. Road Traffic 
Accidents Involving Casualties. 1968-1977. 
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19. Biles, D. (ed.) Crime and Justice in Australia, Australian 
Institute of Criminology, Canberra, 1977 : pp 14-15. The 
basic data for murder offences were taken from the Year Book 
of Australia 1969-1974 and constitute 'offences reported or 
becoming known' to police, with one offence being counted in 
respect of each victim, regardless of the number of offenders 
involved. Attempted crimes are counted as offences. Thus the 
definition of homicide used for recording Australian statistics is 
the same as that used for overseas offences with one exception. 
For Australia statistics, homicide includes murder, attempted 
murder and manslaughter, but as from July 1973 this offence 
category includes manslaughter arising from motor traffic accidents 
and therefore 1973 figures are not strictly comparable with those 
for the preceding years. 

20. Ward, P.G. (et al) A Review of Legislation and Enforcement in 
Relation to Road Safety. Report to the Department of Transport, 
1971. AGPS : Canberra, 1973 p. (i). 

21. The relevant laws are as follows: 

Traffic Ordinance 1949, ss G-9A 
Motor Traffic Act, 1909, s4E and S.5(2) 
Traffic Act 1949-1975, ss 16-16B 
Road Traffic Act, 1961-1974, s.47 
Road Safety (Alcohol and Drugs) Act 1970 
Motor Car Act 1950, ss 80B-82 
Road Traffic Act, 1974, ss 63-72 
Motor Traffic Ordinance 1936-1.974. 
Motor Traffic Ordinance (Amendment) 
Bill 1975, 8, 11, 28, 86. 

22. Australia. Law Reform Commission. Alcohol Drugs and Driving 
AGPS : Canberra 1976 : p.21ff. In relation to rules determining 
the behaviour of road users the Law Reform Commission report focusses 
discussion on the offence of driving under the influence (Traffic 
Ordinance 1949 (N.T.) s. 8(1); Motor Traffic Act, 1909 (NSW) s.5(2); 
Traffic Act, 1949-1975 (Qld) s.l6(l); Road Traffic Act, 1961-1974 
(S.A.) s.47(1); Road Safety (Alcohol and Drugs) Act 1970 (Tas) s.4; 
Motor Car Act 1958 (Vic) s 80B(1); Road Traffic Act 1974 (W.A.) 
s.63(l)) and the offence of driving with a blood alcohol concentration 
in excess of a prescribed figure (Traffic Ordinance 1949 (NT) s.8(2) 
Motor Traffic Act, 1909 (NSW) s.4E(l); Traffic Act, 1949-1975 (OLD) 
s.16(2)(a); Road Traffic Act 1961-1974 (S.A) s 47b(l); Road Safety 
(Alcohol and Drugs) Act, 1970 (Tas) s.6(l); Motor Car Act 1958 
(Vic.) s.81A(1); Road Traffic Act, 1974 (.W.A) s. 64(1) 

23 Cowley, J.E. "The Effects of Legislation on Road Safety", Papers 
Presented at Symposuim on Road Safety and the Law, Sydney, 2-3 
August, 1973. (mimeo.) 1973. 

Northern Territory 
New South Wales 
Queensland 
South Australia 
Tasmania 
Victoria 
Western Australia 
Australian Capital Territory 

24. Tomasi: R. Deterrence and the Drinking Driver. Law Foundation 
of New South Wales : Sydney; 1977 : p. X 
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25. Robinson, C.D. "Problems Facing Drink - Driving Counter Measures," 
Australian and New Zealand Journal of Criminology. 
No. 10, March 1977 : p. 54. 

26. cf. Carlson, W.J. and Kleen, D. "Familial versus international 
Socialization of the Young Traffic Offender:, Journal of 
Safety Research Vol 2, No. 13, 1970. . Cisin, I.H. "Sociological factors 
in Drinking Driving" in B.H. Fox and J..H Fox (eds), (Alcohol 
and Traffic Safety. Washington : Government Printing Office, 1963. 
Cooper, R. and Mozersky, K. "Social Correlates of Drinking and 
Driving", Quarterly Journal of Studies on Alcohol Supplement No. 4 
1968. 

27. Fennessy, E.F. and Joksch, H.C. Police Traffic Services and Road 
Safety - An Evaluation of the Literature. Travellers Research 
Centre, Interim Report No. 1. 1968. 
They suggest in their review that in most studies controls employed 
to exclude external factors with a reasonable degree of confidence were 
inadequate. Most studies reviewed did illustrate some, albeit not 
significant, reduction in road accidents with increased levels of police 
supervision.' In particular they found no reliable research 
effectiveness of police enforcement in urban areas and the concept 
of selective enforcement. 

2 8. California Highway Patrol Operation 101 Final Report - Phase 1 : 
Background and Accidents Analysis. Sacramento. California, 1966. 
Also: Crittendon, B.M. 'Operation 101' Police Year Book 1966 
California Highway Patrol : pp 321-335. Crittendon, B.M. 
'Operation 101" Police Chief Vol 33, No. 1, 1968 : pp 8-16. 

29. Fennessy and Joksch. ££ cit. p. 125 

30. Ennis, P.K. "General Deterrence and Police Enforcement". Effective 
Countermeasures Against Drinking and Driving?", Journal 
of Safety Research, Vol 9, No. 1, March 1977 : p. 21 
Ennis points out that police enforcement is a crucial element for 
the success of the American Alcohol Safety Action Projects 
(ASAP) as the enforcement of driving while impared by alcohol laws 
constitutes the input factor of the ASAP system concept. The system's 
goals are to identify, apprehend and channel offenders into the 
judicial system, and to optimize the installing of a high perception 
of risk of being apprehended in potential drinking drivers. The 
former leads to judicial sanctioning of individual drivers to minimize 
recidivism, while the latter, coupled with public education, leads to 
general deterrence of drinking driving, cf. U.S. Department 
of Transportation. Evaluations of the Enforcement Countermeasures 
Activites (1972) ar.d Preliminary Report of ASAP Rehabilitation Systems : 
Description and Analysis (1974). National Highway Traffic Safety 
Administration, office of Alcohol Countermeasures. Washington, D.C. 
1972; 1974. 
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31.. The Law Reform Commission (1976) takes the term 'random tests' 
to mean "the facility whereby police may conduct roadside tests 
on any driver or person who has been driving or attempting to 
drive. No precondition of conduct, accident or offence on 
the part of a driver would be necessary. No significant 
interposition of reasonable cause or judgement by the police 
would be required." (p.104). Henderson (1978) feels that "random" 
testing is a misnomer since police officers are located at times and 
in places where drinkers are most likely to be driving so that 
a highly selective process of enforcement is adopted (pp5-6). 
The Expert Group on Road Safety (1975), while advocating the 
introduction of legislation permitting police to take samples from 
the driver of any vehicle at any time, recognized the problem of 
defining "random testing", explaining that such testing is random 
only in the sense that police could test drivers at will (p.33). 
In this submission, the above definition of 'lrandom testing" 
provided by the Law Reform Commission is used although the above 
qualifications are accepted. 

32. On 1 July, 1976 Victoria became the first, and to date the only, 
state to implement random breath tests with the introduction of the 
Victorian Motor Car (Breath Testing Stations) Bill, 1976. It is 
understood that the Road Safety and Traffic Authority in Victoria 
is currently undertaking research into the effects of random 
testing which followed the passing of this legislation. 

33. Brown, G. "Random tests and Hospital Tests of Blood Alcohol Levels" 
in Proceedings of National Road Safety Symposium, Canberra 1972 
Canberra; A.G.P.S. p. 522. Ward (et al). op. cit pp 53-54. 
Raymond, A. Alcohol in Relation to Road Safety, Australian Road 
Research Report No. 2, Melbourne; Australian Road Research Board, 
1974 : pp 42-44. 

34. 'True' random testing is that "based on policemen being assigned 
to stop cars ar specific times and places and not upon their own 
selection unless they have reasonable grounds for suspicion." (pp 53-54) 

35. Ibid p. 54 

36. Tomasic. 0£ cit. p. 29 

37. Ibid, p. 30 

38. Law Reform Commission, op. cit. p. xviii 

39. Australia Senate Standing Committee on Social Welfare. 
Drug Problems in Australia - An Intoxicated Society? Canberra : AGPS, 
1977 p. 68. 

40. Ibid p. 69 

41. Biles, D. "The Range of Alternatives", Papers Presented at Symposium on 
Road Safety and the Law, Sydney, 2-3 August, 1973. (Mimeo) p. 2. 
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42. Law Reform Commission, op. cit. p. 144 
The Commission also proposed that the maximum fine for breath 
analysis and associated offences in the ACT should be increased 
from $500 to $1,000, with a maximum fine of $2000 for a second 
offence or for the offence of driving under the influence. A 
second offence of driving under the influence should attract a fine 
of up to $4,000. 

43. For details see Law Reform Commission (1976) ojd. cit. p. 43 

44. Roberson, C.D. Individual Differences in Perceived Arousal Resulting 
from Road Safety Communications. Unpublished M.A. Thesis, Flinders 
University, 1974. 
Robinson found that in Victoria during 1974, 80% of drink driving 
offenders were penalized by a combination of licence/cancellation 
and a fine; 8% by a fine alone; 4% were gaoled and 3% placed on 
a good behaviour bonds. The remainder had charges against them 
reduced or withdrawn. 

45. Tomasic, 0£ cit. p. 18 

46. Biles, D. op cit. p.l 
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