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1 EXECUTIVE OVERVIEW

1.1 BACKGROUND

The ACT has undertaken a significant number of projects relating to road safety and

older drivers. The NRMA-ACT Road Safety Trust has funded many of these and

some have been undertaken by a variety of organisations. While there is little doubt

that these projects have collectively and individually met a wide range of the needs of

the older community and contributed to the ACT’s excellent road safety record, there

has been no way of ensuring that these individual projects truly met the overall needs

of the older community.

Furthermore, while the ACT does have a Road Safety Strategy, in which older road

users are named as a vulnerable road user group, a specific and detailed strategy

that directly addresses the road safety needs of older road users has not been

developed.

Given that the ACT’s population is ageing faster than any other Australian

jurisdiction, it was considered timely to analyse what has been done within recent

years and to consult widely with the older community and road safety experts,

identifying the driving (and other transport usage) patterns of older people, the

transport needs of older people, to determine the level of awareness and impacts of

road safety initiatives and to produce clear indications of the on-going road safety

development needs of older people in the ACT.

It is hoped that this project will benefit the ACT community by better targeting road

safety expenditure, increasing the community’s awareness of the road safety needs

of older people, reducing road trauma, reducing the impact of the ageing ACT

community on road safety, and encourage the ACT to develop an older person’s

Road Safety Strategic Plan.

This project, conducted by COTA (ACT) and supported by funding from the NRMA-

ACT Road Safety Trust, is designed to scope current road safety issues as they

pertain to older road users in the ACT. It consists of three distinct phases:
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Phase 1: The review phase comprised analysis of the various road safety

projects relating to older people. This phase has two elements. One

reviewed projects within the ACT undertaken during the last 5 years.

The second aspect covers a literature review of material relating to

older people and road safety, both in the ACT and other Australian

jurisdictions.

Phase 2: The consultative and survey phase included wide consultation with the

ACT community and road safety experts. This focused on road safety

needs for older people in the ACT. It included a survey of

approximately 5% of the population aged 65 and over, focus groups

and individual consultations as appropriate.

Phase 3: In the analytical phase, the outcomes of the previous two phases were

analysed and the gaps and needs of the older community identified. A

wide-ranging set of discussion points and recommendations were

developed for carrying road safety forward for this group in the next 5

years.
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1.2 GENERAL OUTCOMES

In Brief

The ACT enjoys the best road safety record of all Australian jurisdictions. To maintain

and continuously improve on this good record the ACT needs to consistently devise,

promote, deliver and evaluate its activities. Part of this process must include seeking

out new initiatives to address road safety issues and to anticipate, assess and

address any changes to the variables within the road safety framework (users, roads,

vehicles and systems) that may impact on our safety. One pair of factors, which is

currently foremost in awareness among road safety specialists, is that our population

is ageing rapidly and older people are particularly vulnerable as road users.

In brief, road safety activities and initiatives in the ACT are on par with those in other

Australian jurisdictions. Quality programs, publications and on-line information are

available and promoted to older road users. Generally the mix of programs reflects

the areas of highest casualties among older ACT road users – drivers and their

passengers.

The ACT accident and fatality statistics for older pedestrians, bicyclists and

motorcyclists are low. If taken in isolation they would not indicate the need for

additional targeted road safety initiatives. Nevertheless the potential for shifts in the

popularity of and consequential changes in transport needs, especially as older

people retire from driving, suggests a broad and strategic approach to road safety for

this group.

The latest research on older driver behaviours and safety reveals new insights into

the causal factors for high road casualties among this group. Whilst many current

programs and projects are valuable, a revision of their content is needed as these

programs and projects do not fully reflect the causal factors in casualties among this

group.

Further questions have emerged from this analysis about whether current initiatives

are sufficiently visible and appropriate to their audience to be influential in changing

behaviours and having positive effect on outcomes. These findings and “gaps” in our
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1.4 KEY NEEDS & RECOMMENDATIONS

1.4.1 SAFE ROAD USERS

The shortcomings identified in this study include:

a. Older road users do not sufficiently understand that ageing increases

their risk as a road user.

i. They do not understand the link between mental and physical

wellbeing and their safety as road users.

ii. They are not sufficiently aware of the impact of frailty on their

vulnerability in a road accident.

iii. Older women do not understand that they are at increased risk

as compared to men due to their natural greater frailty.

b. Older road users have not made the link between exercise and fitness

as a means to help overcome their increased risk.

c. There is a problem with encouraging greater pedestrian activity as

increased exposure as a pedestrian can raise risks of a road accident.

However, a key method of increasing fitness is walking and it seems

to be the preferred option by most older people. A balance between

increased fitness and wellbeing and pedestrian risk is important to

reduce vulnerability to an accident.

d. Design issues relating to footpaths and shared pathways influence

both the willingness of older people to exercise by walking and their

vulnerability as a pedestrian.

e. Couples do not realise the long-term impact of the loss of skills and

confidence of women drivers when the male partner does the majority

of the driving.

f. Older people are concerned that others do not respect and tolerate

their attempts to take account of their ageing and adjust their driving

habits in line with road safety messages.
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Recommendations

Older people be informed about the frailty and health risks pertaining to road safety

and be encouraged to become actively involved in improving their health and fitness

as a road safety measure.

Messages about pedestrian safety be developed and that they include specific

information about risk factors and older pedestrian safety.

Older people be encouraged to undertake physical exercise, including walking as a

way of increasing health, wellbeing and safety on the road.

Cyclists and other users of shared pathways be informed about the needs of older

users of these pathways and encouraged to take actions which will minimise the risk

of “startling” older users.

The message “women need to maintain their driving skills and confidence by driving

regularly” and the reasons why be conveyed to older couples.

Education campaigns be undertaken to inform the public about the good record of

older road users and deliver messages about the specific road safety needs of older

people.
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1.4.2 SAFE ROAD ENVIRONMENT

The shortcomings identified in this study include:

a. For older people, the road environment is not limited to roads but also

includes footpaths, bus shelters and other transport related issues.

This integrated approach is not always reflected in road safety

strategies and plans.

b. There is inadequate provision of safe footpaths, which would enhance

walking options and help keep people off the road surface and

potentially encourage more walking.

c. The complexity of signage both on-road and by the side of the road is

a concern for older people.

i. Too much means confusion and an inability to make choices.

ii. Too little means an inability to decide where they should be or

where they are going.

d. Road speed variations and speed signage are a problem. Concerns

were raised about the inconsistent rating of roads, variations in speed

over a short distance and the increasing number of signs that only

appeared on one side of the road. The view of single signs can be

blocked by another vehicle.

e. The design of roundabouts needs to take into account the particular

needs of older people. This includes any blockage of vision, issues

relating to concrete lips, edge visibility, and tightness of turning

circumference.

f. The increasing complexity of the road environment is a concern for

older people. It is at odds with research relating to road design for

older road users.
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The ACT fully adopt the measures and suggestions for change presented in the

Road Environment and Design for Older Drivers: Stage II1 publication and ensure

that the training opportunities offered by Austroads in relation to this be fully utilised

by ACT authorities.

A particular suggestion by Austroads which needs urgent attention in the ACT is that

the kerbs of all roundabouts be painted white and have reflective beading to enable

ready visual identification regardless of lighting or weather conditions.

1 Road Environment and Design for Older Drivers: Stage II, Austroads, 2004
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1.4.3 SAFE VEHICLES

The shortcomings identified in this study include:

a. Older people are generally aware of vehicle safety features but they have

not connected this to themselves personally in terms of frailty and risk.

b. A small but significant cohort of older people believes that old “strong”

cars which do not crumple in an accident are safer. They do not

understand the transference of impact forces into their bodies in the event

of an accident. Nor do they fully understand the value of ABS brakes,

collapsible steering wheels and other safety features.
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Recommendations

A fact sheet about car safety features and the importance to older people be

developed and sent to all registered owners aged 65 years and older with cars older

than 10 years.

Older driver educational materials and programs include information about vehicle

safety features and ANCAP data and the importance to older road users.

The ACT mandate the provision, at the point of sale, of information about ANCAP

data and vehicle crashworthiness ratings to all prospective purchasers for non-

private vehicle sales.
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1.4.4 SAFE SYSTEMS

The shortcomings identified in this study include:

a. When considering older people, there is a need for a wholistic road

safety approach. The issue is not just drivers and passengers, but

also includes: pedestrian safety, personal fitness, and alternative

transport strategies.

b. Older people are not a single homogenous group and as such, road

safety messages need to take account of these differences in order to

be effective and to reach the right people at the right time.

c. Traffic authorities need to consider alternatives to the private motor

vehicle as a road safety initiative. Providers of such services need to

view the provision of services to older people as an essential service

(as opposed to one of a number of alternatives). To this end:

i. ACTION as the key public transport provider has a key role

to play in this issue.

ii. There are significant opportunities for ACTION to design

timetables and systems to encourage and maximise use of

buses by older people.

iii. Strategic early marketing could increase potential ACTION

usage both as an adjunct to driving, and when driving is no

longer an option.

iv. This should be seen as a Community Service Obligation.

d. Initiatives are required to encourage and enable drivers to retire from

driving at appropriate times. This includes:

i. Information about continuing to drive when no longer safe.

ii. Provision of adequate alternatives.

iii. Developing familiarity with use of alternative forms of travel.

iv. Assistance in identifying and utilising alternatives at the point

at which they retire from driving.
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e. General Practitioner’s remain the major instigators of retiring from

driving and older people believe that that their health professionals,

particularly their GP will tell them when it is time to retire from driving.

i. GP’s would benefit from greater ongoing support and

encouragement in this difficult role.

ii. GP’s are limited in their ability to identify skill deficits and

attitudinal issues with older drivers.

iii. GP’s need to be able to refer drivers to skills refresher

programs to enable the individual to confirm or revise their

on-road skills.

f. The existing educative methods lack important and specific

information and approaches to road safety. The messages provided to

older people about road safety are only minimally meeting their

purpose.

i. There is a need to develop a coherent strategically designed

process to maximise the impact.

ii. Issues that need to be addressed include:

1. Content

2. Presentation

3. Tone

4. Volume of material

5. Mode of delivery

6. Repetition

7. Timing of delivery

8. Consistency

g. The ACT office of road safety needs a broader brief to enable it to

provide integration of policy and operational systems.

h. The ACT needs a Strategic Plan for Road Safety for Older People.
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Recommendations

A wholistic, integrative approach to road safety and transport needs for older people

in the ACT be applied in the ACT Road Safety Strategy and the ACT Road Safety

Action Plans.

Road safety strategies are developed with the specific needs of older road user sub-

sets in mind. In particular: women, men, young older road users, old older road

users, people from culturally diverse backgrounds, IT literate/non IT literate be

recognised as sub-groups.

The ACT develop a specific Older Persons Road Safety Strategic Plan in order to

develop and guide road safety planning and ensure incorporation of the broad

mobility needs of this group.

The “Keeping Seniors Mobile”2 model be adopted and its approach incorporated into

the proposed Older Drivers Strategic Plan and the ACT Road Safety Action Plans.

ACTION Buses undertake a review of the needs of both existing and potential older

patrons to identify barriers to their greater utilisation of public transport.

That the ACT investigate expanding alternatives to public transport such as

community buses and “on-demand” transport options for older people and consider

such in the context of road safety, reduction in road trauma and its associated costs.

The ACT road safety authorities, in consultation with the ACT Division of General

Practice, develop specific resources to assist GP’s in identifying “at risk” older

drivers. These resources should include information about locally available driver

refresher programs, alternatives to driving and resources to assist individuals where

cancellation of a licence risks increased social isolation.

The ACT trial “transport advisors” who contact or visit older drivers who surrender

their licence, request advice or are referred for help to make the transition from

driving.

2 (See section 5.7, pages 205-208)
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Driving refresher programs should be funded and offered on an on-going basis and

that options be offered at low-cost so as to capture those older drivers on limited

incomes.

Further research is undertaken in conjunction with key migrant associations to

determine their road safety needs and identify appropriate responses.

Information about interstate and long distance driving be prepared and that recent

retirees and drivers aged 60-75 be targeted for provision of this information.

The NRMA-ACT Road Safety Trust initiate a project to identify and quantify the

benefits of various types of road safety initiatives.
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2 OVERVIEW OF THE PROJECT

2.1 OVERALL PROJECT DESCRIPTION

This project is designed to undertake a “meta” and “needs” analysis of the older

community in the ACT regarding driving and transport issues as they affect road

safety in the ACT. The project included.

1. An analysis of various road safety projects relating to older people undertaken

within the ACT in the last 5-years, a literature review on older people and

road safety in the ACT.

2. Wide consultation with the ACT community and road safety experts regarding

the road safety needs of older people in the ACT. This included a survey of

approximately 5% of the population aged 65 and over, focus groups and

individual consultations as appropriate.

3. The development of a series of recommendations for carrying road safety

forward for older people in the next 5 years.
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2.3 THE META-ANALYSIS

Over the past 5 years, a number of projects have been undertaken relating to road

safety and older drivers. While the NRMA-ACT Road Safety Trust has funded many

of these, some have been undertaken by individual organisations such as COTA

(ACT) at their own expense.

There is little doubt that these projects have collectively and individually met a wide

range of the needs of the older community and contributed to the ACT’s excellent

road safety record. At the same time there is no way of ensuring that these individual

projects truly meet the overall needs of the older community.

Furthermore, whilst the ACT does have a Road Safety Strategy, in which older road

users are named as a vulnerable road user group, a specific and detailed program

that directly addresses the road safety needs of older road users has not been

developed.

COTA (ACT) considered it timely to undertake a project which would perform a meta-

analysis of what has been done within the last 5-years, consulting widely with the

older community and road safety experts, identifying the driving (and other transport

usage) patterns of older people, determining the road safety impacts of road usage

and transport needs of older people, and produce clear indications of the on-going

road safety development needs of older people in the ACT.

The outcome of this “meta” and “needs” analysis helped to determine the

effectiveness of previously undertaken measures on older people and provide future

directions for addressing road safety issues for the ACT’s ageing population.
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2.5 THE NEEDS ANALYSIS

The results of the “meta” analysis, the survey and the focus groups were analysed to

determine gaps in the current road safety strategy being applied to older people in

the ACT, consider possible alternatives and to develop approaches which would

allow better delivery of road safety messages and facilitate a comprehensive

strategic plan for road safety for older road users.

A classic process was employed whereby a list of “gaps” was first identified. These

“gaps” were then compared to current best practice and other information identified in

the “meta” analysis to develop specific “needs”. Finally, the gaps, needs and

information about best practice were integrated so as to present specific strategies

for delivery and for further development.
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2.7 PROJECT DEFINITIONS

For the purpose of this project the following definitions will apply:

Road User(s) – People utilising the ACT road network as drivers, passengers,

bicyclists, motorcyclists (and pillions), pedestrians, electric scooter and wheelchair

users and public transport patrons.

Active Road User(s) – People in control of a vehicle and pedestrians, i.e. those

making choices, decisions and using skills and judgments during their road use.

Passive Road User(s) – Passengers in vehicles, as pillions passengers on

motorcycles and bicycles, and those travelling on public transport.

Pedestrian(s) – Include people walking, boarding or alighting from a vehicle or

utilising electric scooters and wheelchairs.

Older Road User(s) – People aged 65 years and over utilising the ACT road network.

Accident/Crash – A road accident, major or minor.

Major – A road accident which is attended by police. In the ACT police attend

all crashes which result in fatalities, injuries or major vehicle damage (tow

away).

Minor – A road accident reported to police by drivers’ attending a local police

station to complete an accident report.

Casualty –A person injured or killed as a result of a road accident, including persons

receiving medical treatment or admitted to hospital.

Fatality – Any person who is killed outright or dies within 30 days as a result of a road

accident, due to the injuries sustained.

Road Environment – includes roads, paths, verges, signage, controls and crossing

facilities.
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Glossary of Acronyms & Abbreviations

ATSB Australian Transport Safety Bureau.

BAC Blood Alcohol Content.

COTA – ACT Council on the Ageing (ACT).

DUS Department of Urban Services, ACT.

NRMA-ACT

Road Safety Trust National Road Motorists Association & ACT Government

Road Safety Trust.

Notes

1. The “current” crash data used in this report is for the year 2002. At the

time of preparation of the early components of the project, this was the

most recent year in which statistical summaries for both Australia and the

ACT were readily available.

2. Whilst “older road users” are defined, for the purposes of this study, as

those 65 years and older, functional impairment rather than age is an

issue in reduced driving ability. However, whilst bearing in mind this wide

variability in impairment, age is our best guide for studying changes to the

vulnerability of this group of road users.
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providing road safety advice via newsletters and websites and offering road rule

quizzes and tests for people to assess their road skills and knowledge. The

Australian New Car Assessment Program (ANCAP) publishes vehicle safety ratings

and advice for older drivers via their website. General practitioners contribute by

assessing people’s fitness to drive and, in some cases, recommend revocation of

licences to licensing bodies. Rehabilitation services assess and skill or re-skill

disabled and older drivers and pedestrians, recommending and providing instruction

on the use of mobility aids including hand controls for vehicles, electric wheelchairs

and scooters. Local community organisations provide alternative (often volunteer)

transport services for older people and the disabled. Groups such as seniors’

organisations, local governments and, in some cases, motoring organisations, offer

driver refresher programs.
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3.1.2 POPULATION STATISTICS

National Population Statistics

Australia is an ageing nation. Evident in Figure 1 below is the significant shift in

numbers of older citizens anticipated over the next three decades. Increased life

expectancy and the ageing of the baby boomer generation are the key factors

creating this shift.
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Figure 1: – Population in Australia 2002 & 2032 (projected), by age cohorts

This change in the demographics will compel governments, businesses and

organisations to adjust their planning and strategies in terms of providing products

and services including employment, housing, health, transport, recreation and leisure

opportunities.
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ACT Population Statistics

During the second half of the 20th century the ACT was recognised as having the

youngest population distribution and fastest population growth of all Australian states

and territories. The ACT’s population growth is now slowing and with a growth rate of

approximately 0.8% is well below the national average of 1.2 to 1.3%.3 We are now

recognised as having the fastest ageing population. In the 30 years to 2032,

Canberra’s population is projected to grow by 67,000 people. Of this growth 57,000

will be among those aged 65 or more.4
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Figure 2: – Population in ACT 2002 & 2032 (projected), by age cohorts

Figure 2, illustrates the population change for ACT, 2002 and 2032.

3 Australian Capital Territory Population Projections 2002-2032 and Beyond, Chief Minister’s

Department June 2003
4 Australian Capital Territory Population Projections 2002-2032 and Beyond, Chief Minister’s

Department June 2003
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3.1.3 ROAD SAFETY STATISTICS

National Road Crash, Injury & Fatality Statistics

Road accidents are the leading cause of death by injury5 as globally there are over

3,000 lives lost every day and tens of thousands are injured.6

In Australia road fatalities totalled 1715 in 2002.7

When evaluating Australia’s record through comparisons with international (OECD)

statistics on road fatalities, Australia rates reasonably well. In 2001 Australia ranked

11 th out of 25 with a rate of 8.9 road fatalities per 100,000 population (OECD median

11.1). We had the 9th lowest rate of fatalities per 10,000 registered vehicles at 1.4

(OECD median 1.9) and 4 th lowest rate in terms of per 100 million vehicle kilometres

travelled at 0.9 (OECD median 1.1).8

Whilst we are well placed in the OECD rankings with 8.9 road fatalities per 100,000

population9, we are behind the best performing nations (UK, Norway and Sweden).

However, it must be borne in mind that these “top performers” are geographically

small nations which are densely populated. By contrast Australia is geographically

large and our population is disperse. Thus our national road system incorporates a

high proportion of rural roads and we have different travel patterns, particularly in

terms of long-distance travel. These factors arguably increase the risks to our road

users (e.g. higher public dollars per capita are needed to provide and maintain the

road network, long distance travel increases the risks of fatigue).

Taking these factors into account Australia’s road safety record appears particularly

well placed in international comparisons.

Our road fatalities have fallen significantly over the years, from 26.6 fatalities per

100,000 population in 1975 to 8.9 in 2001.10 This achievement is particularly

5 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

6 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

7 Road Fatalities Australia, 2002 Statistical Summary, Australian Transport Safety Bureau

8 International Road Safety Comparisons: The 2001 Report, Australian Transport Safety Bureau

9 International Road Safety Comparisons: The 2001 Report, Australian Transport Safety Bureau

10 International Road Safety Comparisons: The 2001 Report, Australian Transport Safety Bureau
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significant when we consider that the incidence of both licensed drivers and

registered motor vehicles has grown significantly. In 1971 65% of the driving age

population held a licence, in 1995 it was 89%.11 This could be considered to

introduce more marginal drivers and increase the intensity of vehicles.

The sharp downward shifts in our fatality rate aligns with the introduction of

significant road safety initiatives such as compulsory wearing of seat belts and

random breath testing as shown in Figure 3 below.

Figure 3: – Trends in road deaths and major road safety initiatives, 1960 to 200312

However, the reduction in fatalities is slowing and the cost of road trauma continues

to be significant, estimated at around $15 billion in 1996.13

While this picture is generally positive, there is no room for complacency. We need to

stay committed to and focused on sustaining our current initiatives and furthering

11 Safely on the Road in the 21st Century, ACT Road Safety Strategy 2001-2005, ACT Department of

Urban Services

12 Road Safety in Australia: A publication commemorating Wold Health Day 2004, ATSB

13 National Road Safety Strategy 2001-2010, Australian Transport Council
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road safety strategies. Furthermore analysis of expenditure on road safety initiatives

shows it provides sound economic benefit, i.e. the costs of road safety initiatives are

generally lower than the costs associated with dealing with the injuries, fatalities and

ongoing disability.

The combined facts that we are an ageing nation and that older people are

considered at higher risk of injuries and fatalities has the potential to put pressure on

our road safety record. Unless road safety initiatives address the issues facing older

road users a further reduction in the fatality rate is likely to be compromised.

The National Road Safety Strategy

The National Road Safety Strategy 2001-2010 sets a target of 5.6 fatalities per

100,000 population by 2010. A recent progress report on the National Road Safety

Strategy found that only 3 out of 8 jurisdictions are “on target” to achieve the 2010

goal – Western Australia, Tasmania and the ACT.14 Thus nationally we are slightly

behind the interim target, but the ACT is well placed.

In addition to this key target, the Strategy has also acknowledged the need to put the

spotlight on improving equity in road safety recognising that youth, older people,

people of non-English speaking backgrounds and indigenous people are all at

greater risk on our roads.

The primary responsibility for roads and road safety lies with the State, Territory and

local governments. This is despite the fact that the Federal Government develops the

National Road Safety Strategy, and biennial Action Plans, and has responsibility for

national highways and some aspects of road safety. Thus, each individual

government undertakes development and implementation of their own road safety

strategies, which, whilst consistent with the national strategy, reflect local priorities.

14 Quoted in ACT Road Safety Action Plan 2003-2004
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ACT Road Crash, Injury & Fatality Statistics

Within Australia, the ACT enjoys the lowest fatality statistics with 3.4 per 100,000 of

population. This is less than half the national rate of 8.9, see Figure 4 below.

Additionally, the ACT has the lowest rate of persons hospitalised and per vehicle

kilometres travelled. It follows that the ACT also has the lowest relative cost of

serious casualty crashes and per vehicle kilometres travelled.
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Figure 4: – ACT and National fatality statistics per 100,000 population, 1994-200315

The rate of road fatalities, both nationally and in the ACT, has declined over the past

twenty years. In 1980 the ACT road toll was 30 and in 2002 it was only 10.16

Similarly the number of crashes and total casualty numbers have declined and the

ACT has consistently had the lowest statistics in the nation. Disappointingly 2005

was a “horror” year for fatalities on ACT roads, bucking the trend with 26 deaths.

Preliminary analysis of these accidents has not yielded any pattern or insight into the

reasons for this sudden increase. For the period January 1 to June 30, 2006 the ACT

fatalities statistics stood at four (4), much more in line with the pre 2005 levels.

Interestingly one of the four was a 60-year-old male motorcyclist and one a 69-year-

old female driver.

The ACT road system is generally modern, well designed and maintained. It has a

well-defined road hierarchy; limited “ribbon development” retail centres and is,

overwhelmingly, an urban system. These factors are recognised as making a

significant contribution to our low injury and fatality rates. (50% of the nations road

15 2003 Road Traffic Crashes in the ACT, ACT Department of Urban Services

16 Road Fatalities Australia 2002 Statistical Summary, Australian Transport Safety Bureau
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fatalities are on rural roads but less than half Australia’s population live in rural

areas.)17

Being a small “island” jurisdiction within NSW, many ACT residents travel on NSW

roads. It is estimated that approximately 25% of all road travel undertaken by ACT

motorists is outside the ACT.18 Furthermore, recent research has determined that the

number of fatal crashes in NSW, involving ACT vehicles/controllers is approximately

the same, or slightly higher than the number of fatal crashes within its borders. This

same study also showed that the majority of these crashes occur in Metropolitan

Sydney. The majority of fatal crashes for ACT vehicles/controllers on NSW roads

involved male drivers. The majority of controllers were less than 40 years of age. 19

Very few ACT fatalities involve drivers from other jurisdictions. Taking these points

into account it could be argued that the ACT has an “artificially” low official fatality

rate.

Against this, in the ACT all road accidents must be reported to police, regardless of

the extent of damage or injury. In some other jurisdictions reporting requirements are

less stringent (damage value thresholds apply) and therefore our crash statistics (as

opposed to fatality statistics) could seem disproportionately high when compared to

data for other jurisdictions or in national comparisons.

Given these factors which “add”, “reduce” and “inflate” our local figures it is difficult to

determine an accurate picture of the ACT road toll, or formulate accurate

comparisons with crash statistics nationally. Nevertheless we can be reasonably

confident that, when all our unique characteristics as a jurisdiction are accounted for,

our road statistics are in the low to average range for Australian jurisdictions.

The majority of accidents in 2002 (85.4%) involved two or more vehicles. The most

frequent form of accident in the ACT in 2002 was the “rear end collision”, accounting

for around 46% of all crashes. This was followed by the “right angle collision ”,

17 Road Safety in Australia - A Publication commemorating World Health Day 2004, ATSB

18 Safely on the Road in the 21st Century, ACT ROAD Safety Strategy 2001-2005, Department of

Urban Services

19 Imberger, K, Styles, T & Cairney, P “Crashes involving ACT vehicles and ACT controllers in NSW

1999-2003”, ARRB Consulting, 2004
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3.1.4 OLDER ROAD USERS CRASH, INJURY & FATALITY STATISTICS

General

Much of the research in Australia has been conducted in other states, particularly in

Accident Research Centres attached to Universities. In the ACT much of the original

research on older road users has concentrated on collecting transport usage and

needs data or on the evaluation of existing initiatives and programs. Given the small

road crash data sets in the ACT it is difficult to accurately determine trends in road

injury and fatality data for sub groups eg. older road users, pedestrians, motorcyclists

etc. It is reasonable then to utilise data and study results from larger jurisdictions to

provide insights into expected road user behaviour here in the ACT, bearing in mind

some key differences. Primarily the ACT is an urban road environment, with few

regional and rural road systems. Secondly, Canberra is designed around a road

system, with few “off road” transport options (ferries, trains, trams).

Looking at national fatality data (see Figure 5) we can see that road users over 70

years of age contribute only 14% to fatality statistics.

70+ Yrs
14%

60-69 Yrs
6%

40-59 Yrs
22%

26-39 Yrs
23%

17-25 Yrs
26%

0-16 Yrs
9%

Figure 5: – Road Fatalities by Age, Australia 2003

Nevertheless older road users are over-represented in the statistics when we look at

their injury and fatality rates as a proportion of the number of older people. Looking at
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the statistics from this perspective their injury and fatality rates are higher than would

be expected.

The over 75 years age group experiences the second highest number of deaths (per

100,000 population) after the 15-29 year old group. However, when looked at in

gender groups, older women (75 years and over) experience the highest fatality rates

across all female cohort groups (again national statistics) (see Figure 6).

Figure 6: – Road Crash Death Rate per 100,000 by Age and Gender 200323

When the statistics are looked at from the point of fatalities per distance travelled

(see Figure 7) we see a dramatic escalation in the fatalities for older drivers. These

patterns are consistent across most western societies.

23 Road Safety in Australia: A Publication Commemorating World Health Day 2004, ATSB
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Figure 7: – Road Crash Death Rate per 100,000 by Age 1998 - 200024

It is when the statistics are assessed using these last two methodologies (distance

travelled is usually considered as the most robust measure) that road safety experts

highlight the older drivers as an “at risk” group.

In the past it was assumed that the functional decline which accompanies ageing

explained the higher than expected injury and fatality rates sustained by older road

users. Recent research has identified two other factors which have a more significant

bearing on the statistics. These are:

1. The increased fragility of older road users (their injury threshold is lower

and their recovery from injury is more complicated).

2. The “short distance” bias applies to older drivers. The short distance bias

suggests that the relationship between distances travelled and accident

rates is not linear. Regardless of age, drivers who travel more kilometres

24 Road Safety in Australia: A Publication Commemorating World Health Day 2004, ATSB
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tend to have lower crash rates per kilometre when compared to drivers

who travel fewer kilometres. Given older drivers generally drive less

kilometres (often in multiple short hops) their relative risk increases when

distance travelled is taken into account. This observation raises doubts

over the concerns of increased accident risk to older drivers on the “per

distance travelled” basis.

In summary, after accounting for the “short distance bias” older road users may not

be significantly more “at risk” than other cohorts of road users who make similar

distanced trips. Nevertheless, they are still over-represented, relative to their

numbers in the population, in serious injury crashes and they are sustaining higher

death rates than would be expected. These facts support the findings of recent

research which suggests that it is their relative fragility which accounts for the high

numbers of deaths and injuries among them, particularly in the over 75 age cohorts.

This information then is pivotal when identifying workable and effective strategies to

improve the safety of older road users. It is the crash outcomes which are more

adverse for older drivers. This is a shift in thinking from perceiving the problem as

heightened crash propensity (decline in driving skills) alone.

In the following paragraphs each road user group is examined separately to highlight

the specific patterns in “on road” behaviour and causal factors in accidents.

Motor Vehicles

Notwithstanding the previously mentioned caveats on the data, when looking at the

national statistics from the point of injuries and fatalities relative to distance travelled

and population proportions it remains that the older driver and passenger is at

second greatest risk after the youngest driver cohort. This trend begins in the 60+

age group and increases significantly for the 70+ groups.

When older drivers are involved in motor vehicle accidents, the characteristics of the

accidents are generally different from those experienced by other driver cohorts,

particularly young and middle-aged drivers. Accidents involving older drivers are

predominantly:
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seems difficult to resolve conclusively. The research did show that when involved in a

crash, “older drivers are more likely to be the victims rather than representing an

unacceptable risk to others”.26

Pedestrians

Pedestrian fatalities in Australia have more than halved in the 20 years from 1982

(629) to 2002 (249).27 The most significant factor influencing this reduction in

pedestrian fatalities has been a reduction in urban travel speeds, largely associated

with the introduction of traffic calming measures and speed camera programs.28 The

recent implementation of 50 km/h suburban speed limits across Australia is also

beginning to have a positive affect on pedestrian safety.

Still pedestrian deaths are a significant proportion of our fatality statistics; about 1 in

every 7 road deaths are pedestrians. They are classified, along with bicyclists and

motorcyclists as “vulnerable road users”, given they are unprotected in an accident.

Although people 65 years and older represent 12.5% of our population, they sustain

about one-third of the pedestrian fatalities (2001).29

Older pedestrians are in a sense the most vulnerable sub-group of all road users,

they are the least physically resilient of pedestrians, and as acknowledged,

pedestrians are the most vulnerable to casualties; more than any other type of road

user. This is borne out in Figure 8.

26 Assessing Responsibility for Older Drivers’ Crashes, Draft Report, 2004, Langford et. al.

27 Road Fatalities Australia 2002 Statistical Summary, Australia Transport Safety Bureau

28 ACT Road Safety Action Plan 2003-2004

29 Road Fatalities Among Older Pedestrians, Monograph 13, Australian Transport Safety Bureau, 2002
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Several studies have also demonstrated that as older road users shift from driving to

being pedestrians their risk of fatality shifts with them i.e. decreasing as a driver and

increasing as a pedestrian. Strategies to encourage pedestrian activity and greater

use of public transport must bear in mind this greater risk (walking often being

necessary to accessing public transport).

Motorcyclists

Motorcycling is recognised as the least safe form of road transport.31 Motorcyclists

are identified as one of the groups of vulnerable road users, (motorcyclists,

pedestrians and bicyclists). However, motorcycles travel at higher speeds thus

further increasing their vulnerability.

On the basis of distance travelled, the risk of death for a motorcycle rider per 100

million kilometres travelled is between 18 and 25 times higher than for motor vehicle

occupants.

Motorcycle accident and fatality rates make up a significant proportion of our road

fatality statistics. In 2002 nationally, 224 fatalities (13 per cent, 224 of 1715) were

motorbike riders and their passengers. Motorcyclists are “in step” with the downward

trend in road statistics, however, the rate of decline for this group has been more

modest. In the decade 1991 to 2001 motorcyclists achieved a 6 per cent reduction in

fatalities whereas there was an 18 per cent reduction in the overall road toll (from

2133 to 1736).32

More detailed analysis of the statistics shows that whilst fatality rates among young

riders, 17 to 25, decreased by around 6% between 1991 and 2001, the rates for

riders 40 years and over increased by 77%. Males sustain the vast majority of

motorcycle related fatalities; in 2001, 3 female and 204 male motorcyclists were

killed. The popularity of motorcycling (as shown in registration trends) is increasing

overall, but within this trend younger people’s use of motorcycles is decreasing and

for the 40 years and over age group, it is increasing.33 Given the physicality required

31 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

32 Motorcycle Safety, Monograph 12, Australian Transport Safety Bureau, October 2002

33 Motorcycle Safety, Monograph 12, Australian Transport Safety Bureau, October 2002
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to ride motorbikes, the “mature motorcyclist” is generally defined as 40 years and

over. Whilst this data would suggest motorcycle safety is an area of concern for a

study into the road safety of older road users, those age 65 years and older currently

have very low rates of motorcycle fatalities. Perhaps this will, in the future, become

an emerging issue for older road users as those over forty who are currently reviving

interest in motorcycling reach the “older driver” criteria.

A study, using insurance claim data, showed that in the ACT drivers of cars or other

vehicles were responsible for 70% of the multiple vehicle crashes which involved

motorcyclists.34 A similar figure was cited for other Australian states.

Motorcyclists were a significant proportion 30% (8 out of 26) of the 2005 “horror”

statistics for the ACT. In 2004, two motorcyclists fatalities were recorded and one in

2003. As with the accident statistics for 2005 generally, no distinct patterns were

evident to explain this increase in motorcycle fatalities.

Bicyclists

Cyclists, like motorcyclists and pedestrians, are recognised as vulnerable road users.

Their exposure is high and their protection limited.

At the national level there is no data currently available which directly measures the

extent of cycling activity, therefore trends in cycling and cycling safety are not well

understood.

Cyclists represent a small proportion of the national road fatalities, accounting for

between 1.6 and 2.6 per cent of road deaths each year. However, the number of

cyclists seriously injured is relatively high. An average of 35 cyclists are killed each

year on Australian roads and 2,500 are seriously injured, i.e. for every one cyclist

killed on the road, 65 are seriously injured. By comparison the ratio for motor vehicle

occupants and pedestrians is around one death for every 10 seriously injured. Put

another way whilst there are seven times the number of pedestrians killed than

34 The Canberra Times “Bikers not crash cause”, July 2004
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cyclists each year, the number of seriously injured cyclists and pedestrians is roughly

the same. 35

Over time bicycle fatalities have reduced, see Figure 9. In 1980 there were 93 bicycle

fatalities nationally. In 2002 there were 34. A significant reduction (31 per cent)

occurred between 1990 and 1993.36 The states and territories introduced the

compulsory wearing of helmets between 1990 and 1992. Clearly this initiative has

been key to the reduction in bicycle related fatalities. This initiative, and the

accompanying reduction of bicycle casualties, followed, but outstripped the general

downward trend in the overall road toll.
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Figure 9: – Bicyclist Fatalities 1989 - 200337

After achieving a peak in compliance rates shortly after the introduction of

compulsory helmet wearing (peaking at 83% nationally in 1992) rates have

plateaued.38 In a recent analysis of all bicycle fatalities in NSW, one-third were not

35 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

36 Helmet wearing and Cyclist Safety, Monograph 19, 1997, Federal Office of Road Safety

37 Australian Transport Safety Bureau, Road Fatalities Australia, Database, online, www.atsb.gov.au,

2005

38 Helmet wearing and Cyclist Safety, Monograph 19, 1997, Federal Office of Road Safety
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wearing a helmet and, worryingly, the non-compliance among bicycle casualties in

NSW has been increasing in recent years.39 Data suggests lower compliance is a

problem among children (16 years and younger) rather than for adult riders.

Nearly half (43.8 per cent) of seriously injured cyclists are children aged up to 16

years. This is in part due to the fact that children have high usage patterns for

bicycles compared to other age groups. Only a small per cent of seriously injured

cyclists (5.7 per cent) are aged 60 and over.40

The majority of reported bicycle crashes involve a collision between a bicycle and a

vehicle. There is likely to be an under-reporting of bicycle accidents and injuries as

other forms of bicycle accidents can and do result in serious injury, but may not be

reported to police. Hospital data supports this notion that many bicycle accidents go

unreported. However, we can assume that in analysing trends the official data is

consistent across age ranges.

Safety is a concern for “would be” cyclists; a realistic concern given the number of

serious injuries. Nevertheless a British study determined that whilst the risk of fatality

for cyclists is high (approximately 140 deaths per annum), around 20,000 people per

annum die prematurely from lack of exercise!41

3.1.5 IMPLICATIONS OF THE STATISTICS

If we are to improve or, at the very least, maintain the current level of road safety, we

must understand and address the issues which arise for older road users, who are

identified as an “at risk” road user group.

Using a USA model to project the “older driver crash problem”, and modifying it to

take account of Australian demographic, social and safety trends Langford et al,

“predicted that by 2025 driver fatalities for the age group 65 years and above will

39 Road Safety 2010: Motorcyclist and Bicyclist Safety Action Plan 2002-2004 RTA

40 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

41 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB
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increase by 285% above 1995 levels”.42 This translates to an increase from 121

driver fatalities in 1995 to 345 in 2025 for this age group.

Careful analysis and understanding of the risk factors for older road users, dialogue

with, and co-ordination amongst key stakeholders will be critical to developing

efficient and effective solutions.

It is important that at government, economic and community levels that we anticipate

and plan for the implications of the demographic changes by the way transport

infrastructure and services are funded and delivered. Access to information on road

safety and to safe and accessible transport options is critical to the maintenance of

independence, mobility and overall wellbeing of our senior citizens. These are

important social and economic goals for our region.

As the statistics suggest, the key area to focus on for road safety among our older

road users is the driver. Whilst older pedestrians do not contribute significantly to our

local statistics in the same patterns as they do nationally, as our ageing population

grows so too will the numbers of aged pedestrians and public transport users as they

transition from driving. Therefore, it is reasonable to anticipate a growing need to

address the safety of older pedestrians and public transport patrons. Similarly older

motorcyclists are not currently a major road safety issue in the ACT but given the

patterns of licensing and riding observed among older motorcyclists nationally and

locally this may be an emerging need. This issue requires monitoring.

42 Langford J, Andrea D, Fildes B, Williams T & Hull M, Older Drivers Crashes: Responsibility and Who

is Involved? 2004
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increased, both in terms of numbers of traffic lights and fully controlled right hand

turns. Other traffic control and calming methods have been introduced particularly in

urban areas. These include roundabouts, chicanes, and speed humps.

Changes to road rules, speed zones and policing methodologies have had an impact

on reducing accidents, fatalities and injuries. Drink-driving laws and their

enforcement, speed cameras, red light cameras, reduced urban speed limits and

similar measures have all been shown to contribute to the reduction in the road toll.

Educating driver’s about their behaviour is another valuable strategy which has

contributed to the decline. Safety awareness campaigns and new enforcement

measures mentioned above are contributing to a reduction in fatalities. So too is the

increased efforts to prepare and train new drivers and riders for the tasks through

such programs as Road Ready in the ACT. Refresher programs for older drivers also

add to ensuring optimal driver behaviour, confidence, self-regulation and awareness

of their driving abilities.

Any initiatives to improve the safety of older road users need to address the issue

from these four key areas of safety; users, road environment, vehicle design and

safety systems Vis:

1. What can be done to improve or optimise the behaviour and resilience of

older road users?

2. How can road environments be developed or improved with the needs of

older road users in mind?

3. How can vehicle design best support and protect older road users?

4. How can systems be developed or improved to enhance the safety of

older road users?
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correctly taken and warnings observed) they do not impair driving ability. When

medications are incorrectly prescribed or used they can present a danger.

Older drivers generally abstain from using illicit drugs. Further they abstain or self

regulate alcohol consumption so as to avoid driving under the influence.

In addition to age-related functional decline, certain age related illnesses and

diseases, particularly dementia, have been identified as adversely effecting driver

competency.

Physical frailty leads to lower injury thresholds (more frail people will sustain injuries

more easily) and they experience poorer clinical outcomes as a result of an injury

(they experience greater difficulty in recovering). In the past, it was considered that

the declining functional capacities of the older person were their major road safety

risk factor. However, recent research findings suggest that physical frailty is the

greatest risk factor in the vulnerability of older road users and that declining

functional capacities are a lesser contributing factor. Older drivers are not necessarily

experiencing difficulties with the tasks of driving, riding and walking, or causing more

accidents but rather their physical frailty makes them more vulnerable to injury and

fatality when involved in an accident.

Again, physical exercise has benefits in reducing the risk to older road users. Not

only does exercise slow age related functional declines but by increasing and

maintaining physical strength and flexibility, resilience to injury is increased in the

event of an accident and, if injured, better recovery outcomes are likely.

Questions naturally arise about how we can offset this increased risk to our older

road users and this picture also highlights that older road users have some unique

needs in terms of road safety strategies.
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drink driving (older people benefit indirectly as people who share the road with these

“offenders”). Conversely, strategies which focus on improving the safety of older road

users also benefit other road users. However, some of the strategies also result in

slowing traffic, potentially leading to traffic congestion, driver frustration and

impatience eg. fully controlled right-hand turns at intersections. Finding workable

solutions specific to the needs of older road users is critical. However, any specific

initiative must be considered and evaluated in the broader context of what is optimal

for all road users.

3.1.8 OLDER ROAD USERS IN THE ACT

General

Access to suitable transport is a key factor in maintaining mobility, independence and

quality of life for older people. Shopping, accessing services, working, pursuing

recreational activities and social connection all rely on the ability of people to travel.

Conversely, lack of access to suitable transport options can lead to social isolation

and deterioration in health and wellbeing.

Older road users usually make fewer trips per day than younger people. Generally

speaking, they also have greater flexibility around the timing of their journeys (less

time fixed purposes for travel such as education and work). This flexibility can be

advantageous if using motor transport – they can (and do) avoid peak hours

wherever possible. However, if they are relying on public transport then peak times

usually offer the best frequencies and routes, while seniors’ discounts discourage

travel at these times. Often too, older people’s travel needs are more localised and

diverse (as opposed to commuting to centres) and again the frequency of services

and routes may not match their needs.

Older Motorists

Research indicates that the motor vehicle is the predominant mode of transport used

by people of all ages. Private motor vehicle travel is favoured as it offers the most

convenient timing and door-to-door access. In addition, it is perceived as safe in

terms of personal security and it is comfortable and “weatherproof”. People with

some degree of mobility problems may have difficulty as pedestrians, accessing
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public transport and using pedal power, but are still able to effectively utilise private

transport as a driver or a passenger.

A 1994 study by Monash University showed that older Canberrans drove 30% more

than their Sydney counterparts. This is not surprising given that Canberra’s design

favours the use of private vehicles as the main means of transportation and public

transport alternatives are more limited and less frequent than more populous cities.

The same study also showed that older Canberrans drive about 20% less than their

younger counterparts.44

Without adequate alternatives to private motor transport, there is pressure on older

Canberrans to continue to drive, perhaps beyond when it is a safe and viable travel

option. Notwithstanding this concern, older people are usually aware of their

declining physical and cognitive functions. They tend to self-monitor and self

regulate, developing compensatory or restrictive driving habits. A number of recent

studies confirm these driving behaviours. For example, many older drivers limit the

distance they travel, confine themselves to known areas, pre-plan their routes, avoid

peak traffic times and opt not to drive at dusk or at night.45 Older driver’s have the

benefit of many years of practical driving experience and many studies have also

shown that older drivers are particularly responsible in terms of not speeding and not

drinking when they drive.

ACT residents aged 75 years and older are required to undertake and pass a

medical and vision test on an annual basis in order to retain their licence. Local

general practitioners most commonly conduct these medical assessments. Licensing

procedures are a state responsibility and the rules in other Australian jurisdictions

vary widely. There is no conclusive evidence on whether stringent re-licence rules

impact on the road statistics.

44 Survey of Older Road Users: Behavioural and Travel Issues, Monash University Accident Research

Centre, 1994

45 Booklet Evaluation Project Report on Retiring from Driving, COTA National Seniors ACT, 2004
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Older Pedestrians

A recent local study showed that walking is the second most frequently used travel

mode, after driving.46 Only a small number of people indicated using motorised

scooters. However, this mode of transport is recognised as becoming increasingly

popular.

We can expect that the introduction of the 50 km/h suburban speed limit will enhance

pedestrian safety as reductions in urban speed limits have a positive effect on

pedestrian fatalities. This change may not be readily visible as pedestrian injuries

and fatalities in the ACT are very low. In addition, the areas with the lower speed

limits are not where most pedestrian accidents occur, such as near schools and

shopping centres. However, the reduction should become evident in national

statistics and thus able to be inferred for the ACT.

The national accident data on older pedestrians suggest that specific education

strategies are needed to develop greater safety habits, such as use of controlled

crossings, re-evaluating estimates of time needed to cross safely due to reduced

mobility, making eye contact with drivers to ensure they are being seen and observed

and wearing clothing which optimises visibility.

It is recognised, both locally and nationally, that older pedestrians encounter specific

problems when walking. These include “walk” cycles at fully controlled crossings

which are not long enough for them to complete road crossings, poor lighting and

lack of pedestrian refuges. In terms of their personal confidence and safety in using

pathways (as opposed to negotiating across roads), uneven or broken path surfaces,

overhanging foliage, sharing pathways (with skateboards, scooters, cyclists etc),

unmarked edges and high gutters create difficulties for them. It is clear that greater

consideration of older road users in road environment design standards could

facilitate greater safety for older pedestrians and perhaps encourage greater

utilisation of walking as a mode of transport.

46 Booklet Evaluation Project Report on Retiring from Driving, COTA National Seniors ACT, 2004
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Older Motorcyclists

Given the increased physical skills required to ride safely, when categorising

motorcyclists an older rider is typically defined as “over 40”. There has been an

increase in popularity of motorcycling in this older age group; often this is people

returning to riding after a prolonged break. These riders are often returning on newer

machines with different power, performance and handling than those of their early

riding years. The traffic mix and road environment has also changed. Often, they did

not receive comprehensive rider training when they were first licensed.47

In part, this increasing interest in motorcycling for older riders explains the increase in

fatality statistics among older riders. It is also important to consider the correlation

between ageing and lowered injury thresholds and poorer clinical outcomes as

contributing to this trend.

Older Bicyclists

Few respondents to the Retiring from Driving study nominated using bicycles as a

mode of transport (4%). Although the number of riders in this study was small, men

nominated cycling more often than women (raw data ratio 3:1)48. Pedal Power ACT

have looked into Canberran’s resistance to cycling and the two main reasons

nominated by people are “cycle trip time” and “fear of traffic and accidents”.

Given the high number of serious injuries sustained by cyclists, coupled with the

increased fragility and low injury thresholds among older road users, the benefits of

encouraging cycle use (to the wellbeing of individuals and the environment) would

have to be carefully weighed. However, a study by the British Medical Association

reflected that whilst 140 cyclists were killed in Britain each year, some 20,000 die

prematurely due to a lack of exercise. Along with this our bicycling in Australia

appears significantly safer than in the United Kingdom.49 What a Catch 22 when it

comes to older cyclists!50

47 The Chronicle “Program to look after Older Riders”, October 2003

48 Booklet Evaluation Project Report on Retiring from Driving, COTA National Seniors ACT, 2004

49 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB

50 Road Safety in Australia – A Publication Commemorating World Health Day 2004, ATSB
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Older Public Transport Patrons

The recent study, which in part examined the transport patterns of older ACT

citizens, showed buses were the third most popular mode of transport after driving

and walking.51 Use of taxis (both full fare and subsidised) and community transport

services were also utilised but by only a small number of survey respondents. An

interesting finding in this study was the fact that women utilised these public transport

services much more frequently than men. Reasons for this difference in usage

patterns could not be determined from the data. However, looking across all transport

forms it appears that men prefer more independent means of transport such as using

their own vehicle, a motorised scooter or bicycle. Women were more likely to utilise

lifts with family and friends and a range of public and community transport options.

Further confirmation and study of this apparent gender bias may identify the barriers

to men using public transport and point to solutions to encourage and support greater

use of these options.

Although outside the time parameters for this project, in June 1998 the Council on

the Ageing (COTA) conducted a survey of its members on transport issues. In terms

of public transport, respondents indicated “significant dissatisfaction” with ACTION

services and routes, and access to the buses (step height).

With input from COTA and a range of other stakeholders, the ACT Government, in

May 2000 developed and published an Action Plan for Accessible Public Transport in

the ACT. This plan was updated in 2003 to create the Updated Action Plan for

Accessible Public Transport in the ACT 2004-07. This update incorporated evaluation

of the initial plan and again consulted widely with stakeholders. In working to

overcome key barriers to public transport use, the focus has been on improving

physical access to transport vehicles and infrastructure. Although the focus of this

plan is to improve access to services for people with disabilities, such access and

mobility issues also echo the difficulties faced, and raised, by older public transport

users. The key objectives of the Updated Plan include:

51 Booklet Evaluation Project Report on Retiring from Driving, COTA National Seniors ACT, 2004
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Buses are recognised as the safest form of travel.52 Combine this knowledge with the

increased vulnerability of older road users and there is compelling argument for

focusing research on the motivators and disincentives for our older citizens to more

frequently utilise buses, for both local and distance travel.

Whilst ACTION undertakes regular surveys of customer satisfaction, and in this

assesses both the barriers and motivators to using buses, it does not specifically

examine the issues relating to older bus patrons. Nevertheless, it is worthwhile noting

that the three most commonly cited incentives for using buses more regularly are

more direct bus routes (31%), more regular services (30%) and loss of current

transport (18%). The two key barriers were the perceived inconvenience and having

access to a car.

52 Road Safety in Australian – A Publication Commemorating World Health Day 2004, ATSB
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3.2 ACT ROAD SAFETY PROJECTS & PROGRAMS FOR

OLDER ROAD USERS

Many stakeholders in road safety have been instrumental in initiating, funding and

supporting programs in response to the results of research and the body of

knowledge available on the needs and habits of older road users, The programs aim

to enhance people’s awareness of the issues and provide education, information and

encouragement on preventative, protective and remedial strategies to improve the

safety of older road users. Within the past few years, in the ACT, the following

projects and programs have been pursued:

ACT Older Drivers’ Handbook

This booklet was initially developed and published in 1995 by COTA (ACT) and

funded by the NRMA-ACT Road Safety Trust. The Department of Territory and

Municipal Services, who now manages the publication, updated it in July 2003. This

booklet is distributed with ACT Licence Renewals at age 70. The booklet is also

available at ACT Shopfronts, Public Libraries and COTA (ACT). Additionally it is

distributed through road safety courses and seminars for older road users.

This publication offers older drivers an opportunity to evaluate their driving

performance, review their driving habits and update their road rule knowledge. The

booklet also encourages people to consider their health and wellbeing and the

implications for their driving ability. It outlines some “warning signs” of reduced

driving ability, and provides some basic information on alternative transport services.

Finally, the booklet provides some brief information on vehicle maintenance, what to

do if involved in a road accident and a review of basic first aid measures.

This booklet has not been formally evaluated. However, informal feedback is positive

and encouraging. People have found the booklet to be useful and have been

accepting of its inclusion with licence renewals.
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edition. Further, upon the instigation of this project, it was agreed that it was

desirable to await its outcomes prior to any significant changes to the “Retiring from

Driving” Booklet

OverDrive – Older Driver Refresher Program

This four part program offered participants First Aid training, information on

medications and their affects on driving, classroom training on driving skills and

strategies for safer driving, a review of current road rules and a question and answer

session. The final part of the program was a one-hour on road, individual driving

assessment and coaching session with a qualified driving instructor. OverDrive is

targeted at drivers in the range 60-70 years of age.

OverDrive has been offered as two series of programs, Round 1 in 2000 and Round

2 in 2002. Overall around 300 older drivers participated in the program.

Feedback from the first round enabled COTA (ACT) to refine the content and delivery

of the second series. Round 2 of OverDrive was subject to a detailed program

evaluation by participants. Overall the second series was very well received by

participants who reported they were impressed with the amount of information

imparted and the thoroughness of the program. A few participants questioned the

relevance of the first aid and medications components. Overwhelmingly participants

reported increased confidence in their driving ability through confirmation of existing

skills and improved driving knowledge. Many expressions of interest have been

received as word of mouth promotes OverDrive. However at this stage a third round

is not secure.

Programs similar to OverDrive have been developed and conducted in other

jurisdictions in Australia and overseas. Studies by insurance companies in the USA

suggest that these driver refresher programs do have a small but positive impact on

accident statistics53. A recent Australian study claimed, “education programs by

themselves have made at best, a very modest contribution to reducing road tolls

around the world”.54 The study did not detail the evidence for this conclusion. Further

53 Older Driver Risks and Countermeasures, Elliot and Shanahan, ATSB, 1995

54 Assessing Responsibility for Older Drivers’ Crashes, Langford, J, Andrea, D, Fildes, B, Williams, T &

Hull, M., Austroads, 2004.





Older Persons’ Road Safety Needs Analysis for the ACT

Page 70

Seminar Series

Developed alongside LiveDrive is a series of brief, interactive seminars which are

designed to highlight the issues of road safety to older people and to extend their

knowledge and skills.

This program is currently in the delivery stage. With a target of 500 participants, 368

older citizens have attended the seminars conducted at Senior Citizens Clubs,

recreational clubs and community services. It is expected that as a brief seminar it

caters to different audiences than the longer programs or on-line and published

information. Similar programs to the Seminar Series have been developed and

conducted in other Australian jurisdictions such as “The Years Ahead” program in

Victoria.

Coming of Age: Safety and the Older Driver

Coming of Age is a video produced by COTA (ACT) in 1996 as a resource targeted

at older drivers. It helps older drivers assess the safety of their driving skills to

continue driving in the years ahead. Broadcaster and motoring driver Ralph Bain

discusses safe driving with veteran drivers and a range of experts. He concludes with

an eight-point plan to help older drivers assess their driving skills and continue safe

driving. The video is available on loan from ACT Public Libraries. Some copies are

available for purchase from COTA (ACT).

Teaching Older Drivers – A Handbook for Driving Instructors

Developed for the then ACT Department of Urban Services and the Tasmanian

Department of Infrastructure, Energy and Resources by La Trobe University and

sponsored by the NRMA-ACT Road Safety Trust in 2001. This book supports and

guides driving instructors when working with older drivers.

The Handbook highlights the impacts of ageing on driving, the characteristics of older

drivers, their specific needs, and also addresses the legal and ethical issues

associated with older drivers. The handbook includes an outline for retraining older

drivers, gathering data on driving experience, knowledge, special needs and specific

learning strategies.



Older Persons’ Road Safety Needs Analysis for the ACT

Page 71

This booklet was distributed to all driving instructors in the ACT, via the Driver

Training Association. At the time of distribution it was well received by instructors.

SafeDrive Medical ACT 2003

In 2003 the NRMA-ACT Road Safety Trust sponsored the Monash Ageing Research

Centre to develop and present a series of three seminars to local doctors, specialists

and allied health professionals. These seminars were a modification of a similar

program which had been offered in Victoria. The purpose was to promote safe road

use by older people through assisting health professionals to deal more effectively

with issues relating to older and impaired drivers. The focus of these sessions was

on issues such as prescribing medications, assessing people’s fitness to drive and

the health professionals’ legal obligations.

Over 120 local health professionals, mostly general practitioners, attended. Prior to

attending only 47% of doctors surveyed indicated they felt comfortable discussing

driving issues with older patients. Subsequent to the seminar this figure rose to 84%.

It is expected this series will be repeated in the near future.55

Drugs and Driving: A Workshop to discuss the key issues

This was a short series of half-day workshops, presented by the Australasian College

of Road Safety Inc. with support from the NRMA-ACT Road Safety Trust. It provided

local health professionals with information on the impact of drug use (licit and illicit)

on driving and current trends in consumption of illicit drugs. User knowledge and

attitudes, as well as, strategies to manage and police this behaviour were included.

Stay Upright ACT MASTERS Course

The “MASTERS” course is a defensive road skills course initiated by the Motorcycle

Riders Association of the ACT and developed and conducted by Stay Upright

Motorcycle Techniques. It is subsidised by the NRMA-ACT Road Safety Trust. This

one evening and one day course is aimed at licensed riders who are returning to

55 NRMA-ACT Road Safety Trust Annual Report 2003/04
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motorcycling after a break. Theory, road craft skills and how to develop a safe on-

road riding plan are included.

This course proved very popular in its first year of operation and continues to be well

subscribed.

Investigation of Older Women’s Road Safety in the ACT

The Monash University Accident Research Centre, received funding from the NRMA-

ACT Road Safety Trust to analyse older women’s crash rates, survey their driving

and travel patterns and develop an educational handbook. The fact that women over

the age of 85 years are the fastest growing segment of the Australian population was

one impetus for this research. A specific focus of this project was to examine the

consequences of older women becoming the principal driver after years of being

predominantly a passenger and how this might affect their safety.

This research confirms differences between older women and older men drivers

which together heighten their risk of being involved in a crash and also sustaining an

injury or a fatality. Firstly, whilst older women live longer than their male counterparts

they have a greater prevalence of illness and disability. Women are more susceptible

to injury and experience poorer recovery outcomes in the event of a trauma, because

of the increased frailty factor. Research outcomes also show that older women

compromise their driving skills and confidence by allowing their current driving

experience to diminish in later years when a male driver (usually a husband) is

available to assume the principal driving role. Women also tend to drive shorter

distances than their male counterparts (again bringing the “short-distance bias” to

bear on their statistics).

The key recommendations emerging from this study promote; the development of a

handbook for older women drivers, improved road design and engineering to support

the needs of older drivers and improved vehicle design, particularly as it relates to

occupant protection measures.
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being reworked and many pedestrian islands and refuges being built at crossing

points.

Whilst being aware of these and other useful programs and projects, it is beyond this

project to fully scope and investigate them. However, other information and programs

are relevant and available but are as yet not linked to our programs.

This awareness of projects tangentially linked to road safety highlights the need and

potential benefits of a central clearing house facility to provide an integrated

approach to managing road safety in the broader context of the health and wellbeing

of ACT citizens.
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adjunct to the reference handbook. The ultimate aim is for these suggested design

principles to be formally incorporated into our national road design standards.

As previously noted, most of the primary research projects on road safety are

conducted in other states, often in accident research centres linked to universities.

This research has been extensively drawn on. However, it is acknowledged that not

all studies have been located, analysed or reported in detail in this report.
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3.4 SUMMARY OF THE META-ANALYSIS

We have scoped the extent of the issue related to older persons road safety,

examined the unique needs of older road users, provided an overview of recent

research and identified existing programs and strategies. The increasingly ageing

population, increased numbers of licensed older road users, and increasing motor

vehicle registrations will result in an ongoing increase in the density of older road

users for the foreseeable future. The increasing complexity of our road systems will

likewise become an increasingly important issue to be addressed.

The identification of older road users as an “at risk” category has been explored and

is the subject of differing opinions. This is because any single risk measure is not

definitive and can provide misleading results (e.g. distance travelled involves a “short

distance” bias). In OECD terms, Australia’s road safety ranking is 4th (per kilometres

travelled), 9th (per number of registered vehicles) or 11th (per 100,000 population).

Perhaps the most useful data is the number of older road user casualties compared

with other road user cohorts. This form of comparison does show that a

disproportionate number of older road users are seriously injured or killed. This fact

alone compels us to apply resources to redressing this risk.

What is also clear is that Australia, and the ACT will have increasing numbers of

older road users in the years and decades ahead. They have unique needs and risks

which must be addressed as part of the effort to minimise our road toll regardless of

whether or not they are a disproportionate share of road injuries and deaths.

Analysis on national and local crash data show:

The highest contribution to road fatality statistics (both nationally and locally) is

among vehicle drivers and passengers. This is the preferred form of transport among

older people. Thus, older drivers must be a key and ongoing focus of local strategies

and initiatives. This will involve reformulation of some existing older driver programs

to better reflect current knowledge.

Older pedestrians are generally vulnerable and over represented in the pedestrian

fatality statistics. In the ACT pedestrian fatalities are very low. Despite this, the





Older Persons’ Road Safety Needs Analysis for the ACT

Page 80

Many of these tasks are already in train here in the ACT. However, evidence of three

key gaps in our local activities emerged from this meta analysis. They are:

1. Some of the information from recent research is not adequately reflected in

the existing programs and strategies. This is particularly true for the

information on why older road users are “at risk”. Current programs inform

older road users that they are “at risk” but the links between why (physical

frailty, low injury thresholds and recovery outcomes) and the preventative

measures people can pursue are generally not presented. An example of this

shortcoming is the usefulness of optimising physical wellbeing as a road

safety strategy for older people. Similarly, the importance of safer vehicles is

not adequately considered when making purchasing decisions.

2. A well co-ordinated and implemented local older person road safety plan is

required. While the ACT Road Safety Strategy is acknowledged, a stronger

approach which both encompasses these strategies and creates links

between the stakeholders is required.

3. Finally, there are gaps in existing knowledge of the transport usage patterns

and needs of ACT’s older citizens. There is little understanding of people’s

perception of road safety issues and strategies. In addition, the approach to

engaging people more fully in the issue of their road safety is inadequately

developed in the ACT.
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3.5 THE NEXT STEP

Further consultation with older road users and other key stakeholders needs to

explore outcomes of this Meta analysis. These issues will be listed under the key

road safety systems categories of Safe Road Users, Safe Vehicles and Safe

Systems. These issues helped frame the basis of the consultation phase.

Safe Road Users

General

The questions raised include the following issues. How healthy and active are our

older citizens? Do older people understand the links between optimal well-being and

road safety? Do they know that their physical and cognitive health affects their ability

to travel safely as drivers, riders and pedestrians? Do they understand that their

physical wellbeing influences their resilience to injury and influences their recovery if

injured?

How are older people optimising their on road use skills? How do they keep informed

about health and safety issues?

Drivers

How often and how far do older driver’s travel? Do they drive long distances? What is

the purpose of their travel? How widespread is self-regulation of driving behaviours

and activity to make allowances for functional declines? How do drivers maintain

their knowledge and skills? What concerns do they have about driving, now and for

the future? What factors influence the decision to retire from driving and the timing of

this decision?

Pedestrians

How much pedestrian activity is there among older people? What are the concerns or

barriers to greater walking? Do older pedestrians know how to optimise their safety?

Do we need to address the issues of older pedestrian safety with programs and

information?
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Bicyclists

How popular is this form of transport among older people? Are there any specific

issues or concerns among older cyclists which need attention?

Motorcyclists

Are their significant and growing numbers of older motorcyclists in the ACT? Are

older motorcyclists aware of their vulnerability? Are they aware of their poor safety

record? Are they aware of how they can optimise their safety? Are they aware of the

local programs available to enhance riding skills?

Safer Vehicles

How old are the vehicles driven by our older motorists? Do they understand the

safety advantages of late model vehicles? Do they understand the particular

importance of vehicle safety features (particularly occupant protection) for older

drivers and passengers? Are older motorists aware of, and utilising, ANCAP data

when making vehicle purchasing decisions?

What vehicle design features would further enhance protection for older occupants?

Are their any vehicle design features which are distracting or confusing for older

drivers?

Safer Roads

What road environment factors are problematic for older road users? Can consumer

feedback improve environment design and maintenance so as to enhance the safety

of older road users?

Safe Systems

Integration

Is the current model, of safe users, vehicles, roads and systems, broad enough to

optimise the safety of older road users? Is the distribution and sharing of information

using resources efficiently and achieving the best outcomes?
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Licensing and Retiring from Driving

Are older people accurately assessing their fitness to drive? What information or

advice do they rely on to make this decision? Are they adequately preparing to retire

from driving? Is the timing of their decisions appropriate? Is an assessment of fitness

to drive by a health professional adequate for identifying people whose licences

should be revoked?
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According to the Australian Bureau of Statistics, there were some 30,200 people

aged 65 and over in the ACT at 30 June 200457. It was determined that a sample of

around 5% of this population would be appropriate.

Previously, COTA has had exceptionally high response rates to surveys of this

population group, often exceeding 50% of those approached. Given this experience

and the positive response to the pilot of the survey, we hoped to replicate this

response rate and issued some 4000 surveys to a randomly selected group aged 65

and over. In practice we obtained 1460 usable responses, which is a response rate

of 36.5% and represents 4.8% of this population group. Given the size of the survey

instrument – 7 pages, this is an excellent response rate relative to most commercial

surveys.

A computerised random number generator was used to select people from the

Seniors Card Database. Most ACT residents’ aged 60 and over have a Seniors Card.

Postcodes and age cohorts of this survey selection were visually checked to ensure

that the sample chosen reflected the population.

57 3235.8.55.001 Population by Age and Sex – Jun 2004, Australian Capital Territory, Australian Bureau

of Statistics, Online, http://www.abs.gov.au
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4.2 SURVEY OUTCOMES

4.2.1 DEMOGRAPHIC RESULTS

Gender

As indicated in Figure 10, approximately equal numbers of men and women

responded to the survey. Men represented 50.8% (n=742) of respondents, women

represented 48.5% (n=708) of respondents and 0.7% (n=10) respondents failed to

indicate their gender. Proportionately more males than females responded to the

survey when compared with the ACT population aged 65 and over as males

represent 44.6% and females 55.4% of that population. Analysis of living

arrangements suggests that where a survey was sent to an individual in a

partnership that the male partner was more likely to respond to the survey.

Figure 10: – Gender of Respondents

Female
48.5%Male

50.8%

Not Specified
0.7%
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Age

Figure 11 shows the numbers and percentages of respondents in each age cohort

and compares the distribution to the overall ACT population aged 65 years and

over58. In general, the percentage of respondents in each age cohort is within 3

percentage points of the cohort’s population and the discrepancies are within

expected tolerances for this type of survey.

Age
Number of
Respondents

Percentage
of Sample

ACT
Population
30 June 2004

Percentage
of ACT 65+

Population

<65 7 0.5%

65-69 419 29.1% 9,420 31.2%
70-74 384 26.6% 7,198 23.8%

75-79 317 22.0% 6,238 20.6%
80-84 211 14.6% 4,363 14.4%
85+ 103 7.1% 3,011 10.0%

Total 1441 30,230

Figure 11 – Respondents by Age cohort compared to ACT Population

There were a small number (n=7) of respondents less than 65 years of age and

some were too young to have a Seniors Card (i.e. younger than 60 years of age). It is

likely that these respondents were the younger partners of individuals to whom the

survey had been sent, that respondents have given the wrong year of birth in this

questionnaire, or their birth date is incorrectly recorded on the Seniors Card

Database.

58 Note: For the purposes of Figure 11 only those respondents who included both their gender and their

age were included in the analysis.



Older Persons’ Road Safety Needs Analysis for the ACT

Page 89

Living Arrangements

Respondents were asked to indicate their current living arrangements – see Figure

12. Two-thirds (65.5%) lived with a partner or spouse, 26.0% lived alone, 5.6% lived

with others and 4.1% resided in a retirement village.

When the respondent lived in a partnership, men were more likely to complete the

survey (64.3%, n=613). In contrast, when the respondent lived alone, women were

more likely to respond (71.8%, n=283). While we might expect that more women than

men would live alone, given men’s shorter life expectancy, the high number of female

respondents who lived alone is still surprising. It suggests that where men are

available as the driver in a partnership, they were more inclined to respond to the

survey, but perhaps when women live alone, they are more likely than men to

respond to road safety issues or that women living alone are more likely to respond

to surveys.

67% (n=531) of respondents who lived with a partner and used their own vehicle

three or more times a week were male. This is significant in the targeting of road

safety messages to drivers of vehicles; it is clear that in these partnerships men are

more likely to be the driver.

Figure 12: – Living Arrangements

With Partner
64.1%

Alone
26.4%

Retirement Village
4.0%

With others
5.5%
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Geographic Distribution

ABS Region Number of
Responses

59ABS Estimate of
Population aged 65+

Percentage
Responding in

Region
North Canberra 224 5236 4.3%
Belconnen 320 7342 4.4%
Woden Valley 225 4884 4.6%
Weston Creek – Stromlo 145 2923 5.0%
Tuggeranong 221 4938 4.5%
South Canberra 181 3655 5.0%
Gungahlin – Hall 59 1220 4.8%
(Post Code Not Specified) 85
Total 1460 3023060 4.8%

Figure 13: – Responses by ABS Statistical Regions for the ACT

Figure 13 shows the distribution of responses by ABS Statistical Local Regions for

the ACT. The number of questionnaire responses ranges from 4.3% to 5.0% of the

number of older people in these areas of the ACT – a maximum variation of 0.7

percentage points.

Figure 14shows this distribution of responses by postcode overlaid on a map of the

ACT.

59 ABS Population Estimates by Statistical Region within ACT, 2004

60 Includes 32 people living in the remainder of the ACT
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Figure 14: – Postcode Response Density Map
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Cultural and Linguistic Diversity

Four (4) respondents indicated that they were of Aboriginal or Torres Strait Islander

descent. This sample was too small to allow separate analysis.

Twelve per cent (n=171) of respondents indicated that English was not their first

language. Fifty-one (51) different languages were listed. In most cases each

language was nominated as the first language of only 1 or 2 respondents. Languages

given by 5 or more respondents as their first language are shown in Figure 15.

Language
First Language
Speakers

First Language
Speakers

(Number) (%)

Polish 5 2.9%

Russian 5 2.9%

Spanish 5 2.9%

Finnish 6 3.5%

Greek 7 4.1%

Dutch 16 9.4%

Italian 23 13.5%

German 31 18.1%

Figure 15: – First Language of Respondents

It was noted in particular that no Vietnamese or Cambodian speakers responded.

Likewise, we lacked responses from people from the Middle East. While it is not

possible to determine the precise reasons for this, some on the reference group

noted that there is anecdotal evidence that these groups do not tend to respond to

requests for personal information. This may make it harder to approach these people

with road safety messages and perhaps could mask any particular needs for these

cultural groupings. It is also possible that these people are under-represented on the

senior’s card database.
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Income

Respondents were asked to indicate their combined income – i.e. the total income for

the couple or the income for the respondent when living alone.

Figure 16 shows the percentage of respondents in each income category61. If we

combine the over $50,000 categories, then the proportion of respondents is evenly

distributed with approximately 20% in each category.

Figure 16: – Income Ranges – Combined Income

However, further analysis shows differing levels of income depending on the gender

of the respondent regardless of whether living in a couple relationship or living alone.

Figures 17 and 18 are of the income of male and female respondents when in a

couple relationship. Figures 19 and 20 show the income distribution of male and

female respondents when living alone. The disparity between income levels for those

living alone is well documented with clear evidence that, on average, retired men

have higher income than females. However, the reason for the difference in the

61 Note: Sixty one (61), respondents did not answer the question about income and are excluded from

this analysis
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income for men and women respondents living in couple relationships is difficult to

determine.

Figure 17: – Combined Income Ranges

(Percentage of Male Respondents – in a couple relationship)

Figure 18: – Combined Income Ranges

(Percentage of Female Respondents – in a couple relationship)
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Figure 19: – Income Ranges

(Percentage of Male Respondents – Living Alone)

Figure 20: – Income Ranges

(Percentage of Female Respondents – Living Alone)
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developing road safety strategies and messages for this cohort as a single

homogenous “older road user” group.
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4.2.2 TRANSPORT EXPERIENCE

Question 8 of the survey asked respondents about transport services they used.

Usage was indicated as: ‘Never’, ‘Irregularly’, ‘Once per Month’, ‘Once per Week’, or

‘Three or more per Week’.

This question was designed to gain an overview of the importance of different

transport options and allow analysis of particular transport preferences.

Figure 21: – Frequency of Journeys per respondent per week by mode of Transport.

Transport Mode
Total Journeys

/Month

Journeys
/respondent/

week

Driver in own car 13613 2.87

Walking 7187 2.47

Motorised Scooter 88 2.20

Passenger in own car 3177 2.14

Bicycle 440 1.90

ACTION Buses 1439 1.52

Taxi (Subsidy) 221 1.45

Family & Friends 1311 1.39

Community Transport 68 1.13

Taxi (Full Fare) 111 0.71
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Figure 22: –Travel Mode by

Journeys per Month & Journeys per respondent per week

The total journeys made each month (see Figure 22) provides a method of ranking

travel methods in terms of popularity, but does not directly relate the importance to

respondents of any particular transport option. Considering the average number of

journeys per respondent per week (see Figures 21 and 22) illustrates the importance

of a transport option to the respondent. While an enormous number of journeys per

month are as the driver of a car (13,613) and this is nearly twice the number of

journeys per month by walking (7,187), the average number of journeys per

respondent per week is similar, 2.87 as a driver and 2.47 as a pedestrian. Likewise

we can see that while the number of journeys per month by motorised scooter is only

88, each respondent who uses a motorised scooter for transport makes an average

of 2.2 journeys per week. The motorised scooter is a more frequently used mode of

transport for these people than, for example, those who use ACTION buses at1.52

journeys per week.
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Figures 23 to 32 show the responses to questions relating to usage of different type

of transport. Each table shows two separate percentages for each. The column

headed “% of respondents to this sub-question” shows the percentage of

respondents indicating a usage frequency for the transport type. Because not every

respondent answered each question (despite the response “never” being available)

and in order to allow some comparison of transport type usage across all

respondents, the number of respondents indicating a frequency of use for each

transport type has also been calculated as a percentage of the total number of

survey respondents. (“% of all survey respondents”). Most, 87.1% (n=1272) of

respondents answered the questions about usage of their own vehicle as a driver.

Own Vehicle
as the Driver Total

% Of
Respondents to

this
sub-question

% Of All Survey
Respondents

3-or-more-per-week 1111 87.3% 76.1%
1-per-Week 69 5.4% 4.7%

1-per-Month 5 0.4% 0.3%
Irregularly 20 1.6% 1.4%

Never 67 5.3% 4.6%
No-Response 188 12.9%

Figure 23 – Frequency of Use – Own Vehicle as Driver

Over three-quarters of respondents (76.1%, n=1111) drive their own vehicle three or

more times per week, a further 4.7% (n=69) drive their own vehicle about once per

week. Overall, this response highlights the centrality of the personal motor vehicle as

the preferred mode of transport for older people. Over 80% of respondents use their

car once a week or more.

Of those who did not respond to this question (n=188), 110 indicated that they do not

currently have a licence. A surprising result is that 0.5% (n=8) indicated they do not

have a licence and they drive 3 or more times per week. It is unclear whether this is a

misinterpretation of the question or truly does indicate the percentage of people who

do not have a licence and who continue to drive.
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When asked to indicate the use of their own vehicle as a passenger, 49.3% (n=721)

of respondents answered this segment of the question.

Own Vehicle
as the Passenger Total

% Of
Respondents to

this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 222 30.8% 15.2%
1-per-Week 121 16.8% 8.3%

1-per-Month 29 4.0% 2.0%
Irregularly 192 26.6% 13.2%

Never 157 21.8% 10.8%
No-Response 739 50.6%

Figure 24 – Frequency of Use – Own Vehicle as Passenger

Passengers in their own vehicle at least once a month totalled 372 or 25.5% of all

respondents; including 15.2% (n=222) of respondents who were a passenger in their

own vehicle 3 or more times per week. Most passengers in their vehicle once a

month of more also indicated that they had a drivers licence (86.5%, n=192). Some

208 or 93.7% of those who were a passenger in their own vehicle 3 or more times

per week also lived with a spouse or partner. Two-thirds of these are female (66.8%,

n=139) compared to one-third male (33.2%, n=69). In couple relationships, women

are twice as likely to be the passenger.

When asked to indicate frequency of travel with family or friends as a passenger

51.6%% (n=754) of respondents answered this segment of the question.

Travel with
Family & Friends Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 70 9.3% 4.8%
1-per-Week 102 13.5% 7.0%

1-per-Month 63 8.4% 4.3%
Irregularly 449 59.5% 30.8%

Never 70 9.3% 4.8%
No-Response 706 48.4%

Figure 25 – Frequency of Use – Travel with Family & Friends

As shown in Figure 25, almost half of respondents, 46.9% (n=684), indicated that

they do use family and friends for transport, only 16.1% (n=235) indicated that they
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do it regularly – 1-per-month or more. Of those who use family and friends regularly,

62.6% (n=147) also indicated that they drove their own car 3 or more times per week.

47.1% (n=687) of respondents answered the section on the use of taxis as full-fare

customers. Only 2.7% (n=39) of all survey respondents indicated that they regularly

used Taxis and payed the full fare, see Figure 26.

Travel using Taxis
paying Full Fare Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 3 0.4% 0.2%

1-per-Week 13 1.9% 0.9%
1-per-Month 23 3.3% 1.6%

Irregularly 345 50.2% 23.6%
Never 303 44.1% 20.8%

No-Response 773 52.9%

Figure 26 – Frequency of Use – Travel in Taxis Paying Full Fare

About one quarter (23.6%, n=345) of respondents use taxis irregularly. Interestingly,

the overall regular use does not increase for people who use the Taxi Subsidy

Scheme (see Figure 27). The reasons seem to relate to the cost and this will be

analysed when we examine responses to questions 27-33, see section 4.5 Transport

Options.
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40.0% (n=584) of respondents answered the question about use of subsidised taxi

services. .

Travel using
Taxis with Subsidy Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 12 2.1% 0.8%
1-per-Week 17 2.9% 1.2%

1-per-Month 9 1.5% 0.6%
Irregularly 63 10.8% 4.3%

Never 483 82.7% 33.1%
No-Response 876 60.0%

Figure 27 – Frequency of Use – Travel in Taxis Utilising Subsidy

Figure 27 shows that only a small number of people use taxis regularly even when

they have access to the subsidy scheme, although interestingly there is a slight

increase in the number using a taxi 3 or more times per week when they have the

subsidy available.

Overall, there appears to be no linkage between access to a vehicle, or possession

of a licence and use of taxis. It could be useful to further investigate the reasons for

use (and non-use) of taxis by older people.

Almost two-thirds of respondents, 63.0% (n=920) completed the section on ACTION

buses.

Travel using
ACTION Buses Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 90 9.8% 6.2%
1-per-Week 71 7.7% 4.9%

1-per-Month 75 8.2% 5.1%
Irregularly 419 45.5% 28.7%

Never 265 28.8% 18.2%
No-Response 540 37.0%

Figure 28 – Frequency of Use – Travel on ACTION Buses

Almost half the people, 44.9% (n=655), use ACTION buses. However, the number of

people using buses regularly (16.2%, n=236) is similar to the number of people who
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regularly use transport provided by family and friends. The Sustainable Transport

Plan62 suggested that in 2001 only 6.9% of people used buses as their primary

method of travel to work. While not directly related, 6.2% of older people use buses 3

or more times per week indicating that the usage pattern of younger and older

Canberrans is possibly similar. This is of some concern given that we would expect

that older Canberrans might be more likely to use buses and that usage would

increase as people reduce their driving or give up their licences.

One-third, 33.3% of those who do not have a car use buses 3 or more times per

week (see Figure 33) compared with 3.0% of those with a car.

Information on the Community Transport Services was completed by 41.0% (n=598)

of respondents.

Travel using
Community Service
Transport Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 1 0.2% 0.1%

1-per-Week 14 2.3% 1.0%
Irregularly 29 4.8% 2.0%

Never 554 92.6% 37.9%
No-Response 862 59.0%

Figure 29 – Frequency of Use – Travel using Community Service Transport

Only small numbers of people use Community Service Transport options; with 1.1%

(n=15) of people indicating that they use it regularly and a further 2.0% (n=29)

irregularly (see Figure 29).

62 Sustainable Transport for the ACT An Issues Paper, Planning and Land Management, June 2003
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When asked to indicate frequency of travel using a motorised scooter 40.1% (n=588)

of respondents answered this segment of the questionnaire.

Travel by
Motorised Scooter Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 6 1.0% 0.4%
1-per-Week 4 0.7% 0.3%

Irregularly 5 0.9% 0.3%
Never 573 97.4% 39.2%

No-Response 872 59.7%

Figure 30 – Frequency of Use – Travel using Motorised Scooter

As indicated in Figure 30, only small numbers (0.7%, n=10) of respondents regularly

use a motorised scooter as a mode of transport. This is from a total of 15 users of

motorised scooters. About half, 46.7% (n=7), of those who use a scooter also have

access to a car. Of the six people who use a scooter “3-or-more-per-week”, only 1

has a licence to drive. Similarly, only one of the four “1-per-week” scooter users has

a licence to drive. All five (5) of those who use a scooter “Irregularly” retain a licence

to drive.

Responses on bicycle use were provided by 41.9% (n=612) of respondents.

Travel by
Bicycle Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 29 4.7% 2.0%
1-per-Week 21 3.4% 1.4%

1-per-Month 8 1.3% 0.5%
Irregularly 78 12.7% 5.3%

Never 476 77.8% 32.6%
No-Response 848 58.1%

Figure 31 – Frequency of Use – Travel using a Bicycle

More people indicated that they used a bicycle as a mode of transport regularly

(3.9%, n=58) than those using a taxi regularly (full fare). Of the 58 people who use a

bicycle regularly only 19 % (n=11) are female compared to 81% (n=47) male.
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66.2% (n=967) of respondents answered the question about walking as a form of

travel.

Travel by
Walking Total

% Of
Respondents

to this
sub-question

% Of All Survey
Respondents

3-or-more-per-Week 547 56.6% 37.5%
1-per-Week 148 15.3% 10.1%

1-per-Month 31 3.2% 2.1%
Irregularly 182 18.8% 12.5%

Never 59 6.1% 4.0%
No-Response 493 33.8%

Figure 32 – Frequency of Use – Travel using Walking

With 37.5% (n=547) of respondents indicating that they walk 3 or more times per

week, walking as a regular mode of transport is second only to driving their own

vehicle. Overall 62.2% (n=908) of all respondents indicated that they walk as a mode

of transport at some time. Given the high risk of injury as a pedestrian, this makes

pedestrian issues a major road safety concern.
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The transport experience of those without access to a motor vehicle is interesting.

Ninety (90) people identified that they did not have a vehicle (figure 33).

Transport Mode Number
using

regularly

Percentage
using

regularly
ACTION Buses 43 47.8%

Walking 38 42.2%
Family and friends 26 28.9%

Taxis (subsidy scheme) 16 17.8%
Taxis (full fare paid) 11 12.2%

Community Service Transport 6 6.7%
Motorised Scooter 5 5.6%

Own Vehicle (as passenger) 4 4.4%
Bicycle 3 3.3%

Own Vehicle (as driver/rider) 2 2.2%

Figure 33 – Transport Usage when no Car Available

The importance of ACTION as a principle mode of transport is clear and for

independent travel over any distance its importance cannot be understated. While

walking is also important, it is difficult to believe that it is being used for any purpose

other than short, close to home, journeys. Nearly one third rely on family and friends

for some of their regular transport needs.
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4.2.3 ISSUES – TRANSPORT EXPERIENCE

As we might expect, the car remains the principle mode of transport and driver safety

and the contribution of passengers to driving safety must remain a key target of road

safety measures.

In addition, walking is highly rated and given that 25% of all road fatalities for those

aged 65 and over are pedestrians, greater attention to road safety messages and

strategies for older pedestrians is needed.

From a road safety aspect, the total number of journeys per month (see Figure 22) is

an important measure of the relative importance of any one category of transport and

therefore the targeting of the road safety dollars. Consider that extrapolating this

response to the total ACT population aged 65 and over suggests that older drivers

make around 280,000 journeys per month. Similarly, older pedestrians make over

145,000 journeys per month.

The total number of journeys for less used methods with smaller numbers involved

must also be considered. For example, while in this survey, only 10 respondents

indicated use of a motorised scooter at least once per week this equates to more

than 1830 journeys per month for this population overall. Similarly, this age group

makes over 9000 bicycle journeys each month.


