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New Zealand Automobile Association response to the Conversation Paper 

1 INTRODUCTION 

The National Road Safety Committee has released a conversation paper on possible directions and 
content for a second Safer Journeys Action Plan.  In parallel with the release, the Ministry of 
Transport hosted a forum of key stakeholders to discuss the paper.   

The AA commends this approach to early consultation on the strategic direction of the next stage of 
Safer Journeys.  In the spirit of this open approach, the AA has compiled our initial thoughts on the 
conversation paper, and we are pleased to have the opportunity to discuss these with MOT and 
NZTA.  We trust that these comments will prove useful to the NRSC.   

The AA would like to continue this approach to the conversation as the Action Plan develops from 
this point onwards.  We note a positive theme in the conversation paper on engaging corporate and 
NGOs in specific activities and consider that a continued engagement as the Strategy develops fits 
well in this theme. 

2 OVERARCHING COMMENTS ON THE CONVERSATION PAPER 

The ‘structural’ elements of the direction are sensible... 

• The conversation paper’s key points on future direction are: 
o Maintain road safety gains to date (agree) 
o Focus on a small number of initiatives (conditional agreement; see our comments on 

each of the initiatives) 
o Take ambitious steps forward (agree) 
o Actions should require joint effort (conditional agreement: form should follow 

function, not vice versa) 
o Action from NRSC agencies and others involved in road safety ( agree – local 

government, NGOs, corporates, road users and the public need to be involved) 
• The ‘structural elements’ of the future direction are largely agreeable (it would be hard to 

disagree with them) 

...but the conversation with the public needs to be developed to gain wide understanding and 
appeal. 

• The ‘emotional elements’ (for want of a better phrase) that will drive public engagement 
and understanding of the action plan need to be developed. 

• If we are to make the substantial change we desire we need to communicate in a way that 
develops much broader understanding and acceptance of what a safer system is amongst 
the general public – develop a “church of the willing”. 
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“The government has a moral imperative to give the public information and training that is 
critical to helps them drive safely and manage risks effectively.  This includes widely providing 
information (currently restricted to a privileged few in the road safety sector) about how to 
protect themselves and other users in a wide range of ways including behaviours unrelated 
to any specific traffic offence” (AA submission on Safer Journeys Strategy) 

A communication plan that sparks a long term conversation with the public needs to be elevated to 
be a pan-Strategic Priority. 

The communication strategy needs to be very sophisticated...we are marketing a cultural change 
not a commodity. 

• In marketing and communications there is an increasing move to segmentation and 
individualising messaging for consumers.  The web is changing this faster every day with 
search engine optimisation and marketing enabling the accurate delivery of highly 
segmented messages. 

• Our current conversation with the public still tends to focus on the greatest enforceable risk 
paradigm.  It also tends to communicate in a way that has the public thinking that it’s 
“others” who are the offenders or at risk – not them.  It’s quite one dimensional. 

• Unless ‘ordinary’ New Zealanders are given the information in a way that helps them identify 
that they are part of the safe system, and to broadly understand how they participate in it 
every time that they hop into a car, then we won’t get the cultural change required, and 
New Zealanders won’t really believe that road safety is their concern. 

• This is an issue that the AA highlighted in our original submission on the Safer Journeys 
strategy (pp3).  Our submission at that time highlighted the shift from an enforcement to an 
information paradigm – “...more effort made to inform new Zealand road-users of the risks 
of road use in general and provide more information on how to reduce those risks through 
particular strategies to minimise injury for unenforceable risks” 

A Communication Strategy needs to ‘click’ with the bulk of the motoring public – helping them to 
understand they are part of the road safety effort.  The EECA advertising campaign does this well in 
the environment and energy use space. 

Most road users want to do everything they can to make themselves and their families safe.     

• The AA considers that as a first principle, motorists do not set out to be involved in crashes. 
But because serious crashes are rare events in a person’s life it is human nature to think “it 
won’t happen to me”.  Further, psychologists assert that successful incident free trips 
reinforce less than perfect behaviours, even with drink driving.  This is exacerbated when the 
majority of road safety messages are geared to enforceable risk, and recipients see 
themselves as law-abiding and think road safety is nothing to do with their behaviours.  A 
high proportion of crashes involve “regular” drivers having lapses in judgement, being 
distracted etc 

• There has been some movement in towards a broader approach to information and this is to 
be encouraged.  The conversation papers notes new approaches to public education and 
using a wider variety of mediums in the Safe Speeds section.   
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• An injury prevention model of education is different to a crime prevention approach.  Most 
people want to be safe, and will act on information provided.  Key to providing essential 
safety information to the community is communicating a true picture of what the chief 
causes of crashes are.  International research suggests 80% of crashes involve a loss of driver 
attention just prior to the crash.  However, our programmes continues to concentrate most 
resources on raising awareness on the greatest enforceable risk behaviours – alcohol, speed 
and restraints – although these are already well known and further efforts provide rapidly 
diminishing returns.  Instead tapping into much less well understood risk factors, 
(inattention, drugs, fatigue, roadside hazards) and how to manage these has the potential to 
achieve early success. 

• Within New Zealand, in the government and the private sector, but outside the traditional 
road safety networks there are educators, psychologists, market researchers and analysts 
that bring new insights into education, training and influencing behaviours.  We need to tap 
into these.  

New approaches to the provision of information to “compliant” drivers about how to keep them and 
their families safe should be included as an initiative at the pan-strategic level in the plan.   

The conversation with offenders also needs to be more sophisticated, and it needs to build on 
some of the successful examples that are currently at work in the sector.  

• At the other end of the spectrum, enforcement advertising does not work for road users 
whose behaviour is not under conscious control, for example hard core drink drivers, and 
different approaches, such as the Drive SOBA programme, and the Alcohol and Other Drug 
Treatment Courts, are required. 

• The current catch and release strategy isn’t working for a significant proportion of offenders.  
It also isn’t working for the Justice system with estimates of up to 30% of the workload in the 
courts related to traffic and transport offences and that 43% of Ministry of Justice 
outstanding fines are from traffic fines, registration and wof offences. 

• Courses such as the Drive SOBA programme in Northland are showing impressive results and 
should be scaled up and rolled out.  The recently opened Alcohol and Other Drug 
Treatments Courts are another example of a more sophisticated and tailored approach that 
has shown success in other jurisdictions 

The pyramid approach to prioritising activity focuses attention on high needs areas – we consider 
the initiatives at the top need some re-ordering and rationalising 

As several groups pointed out at the workshop, the current 14 initiatives are not all at the same level 
of the hierarchy and some make good ‘subsets’ of others.  We consider that: 

• “Enhance automated speed enforcement” (4) is but one part of “Implementing a speed plan 
plan” (3). 

• “Enhancing a whole of government approach” (9) (which would benefit from a clearer title 
to more clearly express that it is about impaired driving) is the overarching, strategic level 
goal, under which sits “Moving towards international best practice” (8) (which again would 
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benefit from a clearer title identifying that this is primarily a BAC initiative) under which at a 
third level should sit “Wider use of Alcohol Interlocks” (10) which is an ‘output’ activity. “New 
Interventions for Drug Driving” sits alongside a renamed an international best practice 
initiative at the second level. 

• “Change consumer vehicle purchasing behaviour” (7) could be the consumer outcome that is 
being sought, the impacts of which would be “Improve the Safety of Vehicles Entering the 
Fleet” (5) and “Encourage the Exit of Unsafe Vehicles from the Fleet” (6)  

• “Align Policies and Strategies with the Safe System” (14) is an approach that should be 
applied across all of the initiatives identified – as it is currently displayed it looks like an 
isolated approach.  Both horizontal (between, for example Transport and Justice) and 
vertical (between, for example, national and local government) needs to be addressed.  

Work to rationalise the layers in this way, and then review the coverage of activities, will help drive 
clarity of outcomes sought. 

Capturing important initiatives where activity is already underway in the core business level of the 
pyramid makes good sense – some of the best returns on investment may be achieved at this 
level... 

• For some initiatives (say installation of rumble strips or wire rope barriers) where the 
‘solution’ is known and the only challenge is implementation (and resourcing), it is 
appropriate that they form part of core business.  However, it is important not to have 
stakeholders or the community form a view that bottom of the pyramid equals lesser 
importance.  Some low hanging fruit that are making significant returns for road safety are in 
this space and deserve continued focus. 

...however, core business initiatives must continue to be measured and reported on.  The risk with 
the pyramid approach is that core initiatives that are being implemented with good results, are 
seen by road users and funders, and by stakeholders, as low priority 

• In early discussions with agencies, it was suggested that core initiatives would be reported 
on through existing mechanisms such as Statements of Intent and Annual Reports.  
However, we consider that a comprehensive Safer Journeys monitoring report should be 
instigated, that focuses on activities at all levels of the pyramid and reports progress to allow 
all stakeholders to track progress. 

• The risk with placing initiatives at the bottom of a pyramid is that they are lost in the mix, 
are not seen as valuable as those at the strategic level, are not as exciting to work on as 
those priority initiatives, and will, as a result lose momentum and funding. 

• There are some hard fought and excellent initiatives that could be considered core business 
(rumble strips, wire rope barriers, KiwiRAP) and to lose focus on these will be to do a 
disservice to the initiatives and the benefits they are delivering. 

• For those in the sector, it can be demotivational to have important initiatives that were 
recently viewed as leading edge, to be buried at the base of a pyramid and not receive focus. 
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We must not lose initiatives from the Safer Journeys Action Plan I that have been successful 

• We understand the desire and logic behind the move from over 100 initiatives in the first 
Action Plan, to focus on a smaller number of high priority, multi agency initiatives at the top 
of the pyramid. 

• We are concerned however that we do not throw out the baby with the bathwater and that 
a large number of good initiatives aren’t ‘lost’ or devalued. 

• We would like to see an approach to expressing these important core business activities that 
does not risk devaluing them, or under resourcing them. 

Implementation structures, and the innovative application of resources, will be critical to aligning 
and implementing the strategies 

• A whole of government approach or joined up government is an oft repeated maxim.  The 
benefits are often cited and cases of non-joined up government easily found.  Joined up 
government can have significant advantages, but it can come at a cost too.  Some points  to 
consider: 

o Joined up structures need to be matched with joined up resources.  In an 
environment where there are no “new” resources, budgets need to be free to move 
between Votes to apply resources where they will be of most benefit.  Trade-offs 
can be difficult but are critical.  For example, ACC funding of wire rope median 
barriers (traditionally a Vote Transport responsibility may be a better investment 
than supporting the victims of crashes.  Moving resources from the Justice system 
where it is penalising recidivist offenders into education programmes that ‘divert’ 
offenders before they enter the justice system is another example 

o Be pragmatic about who needs to be joined up in each initiative.  Across the whole 
programme there may be a broad range of departments involved, but at an initiative 
level don’t shoe horn those with no skin in the game into the mix – it just ends up 
slowing down the process 

o The mandate to act and the resources need to match the scale of the challenge 
• These points are relevant at two levels – the overall Action Plan management, and the 

implementation of safe system signature projects which the conversation paper notes will 
require inter-agency co-operation. 

• Agencies such as the AA, and private sector companies who have skills and resources to 
contribute are keen to be involved and have the capacity and capability to do so.  These 
need to be leveraged and utilised.  Partners with resources to undertake actions should be 
‘prioritised’. 

• All that said, improved whole of government outcomes may be achieved through a more 
permissive approach to information sharing.  The example of Researching Impaired Driving 
New Zealand (RIDNZ) where different data sets on offenders behaviour were put together to 
track their ‘progress’ through the system which has resulted in agreement from the Ministry 
of Health to coordinate policy reviews with MoT and NZTA.  Other examples of where this 
could be improved that we noted in our 2009 submission included better integration or 
alignment of health information, meteorological information or Corrections information 
with the CAS system to provide a richer understanding of crash factors in the safe system. 
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3 COMMENTS ON THE SPECIFIC SECTIONS OF THE CONVERSATION PAPER 

For each of the sections of the conversation paper (Safe roads and roadsides, Safe speeds, Safer 
Vehicles, Safe Road Use, and Demonstrating the Safe System) we have taken the following approach 
to structuring our conversation: 

• What is the current AA policy position/ambition in each area? 
• What is our view on the actions outlined in the Conversation Paper? 
• What is missing from the Conversation paper? 

3a SAFE ROADS AND ROADSIDES 

The AA election calls are: 

• Reprioritise transport spending so an extra $150m a year is spent on low-cost road safety 
engineering improvements 

• Dedicate any new traffic fine revenue to road safety initiatives 

AA priorities are: 

• Develop a national road hierarchy based on function 
• Develop a legislative framework to allow access management, based on road hierarchy and 

function 
• Develop self explaining road design guidelines  
• Develop self explaining speed design guidelines that provide national consistency. 

1. Improve High-Risk Roads and Intersections 

Road engineering is the single most effective initiative to reduce crashes long term, and hence has a 
very high priority for this action plan. There have been huge breakthroughs in safer roads, in large 
part due to some outstanding champions within the agencies particularly the NZTA Highways group: 
the partnership approach with KiwiRAP and KAT, prioritising investment in safety retrofit, developing 
the High Risk Rural Roads, High Risk Intersections and Safer Journeys for Motorcycling Guides, and 4-
star RoNS designs.  
 
The AA considers that it is very important to nurture, promulgate and get maximum potential from 
these fantastic tools. These initiatives are in their infancy, and have not reached robust, sustainable 
“business as usual” status. The risk is that without keeping a strong focus on continuity in the second 
action plan, these initiatives will fade. An example is the reduction in focus on rumble strips, once 
budget pressures arose. Initiatives like KAT and the HRRRG also require funding systems and 
priorities to be aligned before they can achieve their potential; we consider that this should be a 
focus of the next action plan.  

2.  Target Safety Improvements on Local Roads 

The AA agrees the greatest structural challenge is lifting the safety performance of local roads in line 
with what is being achieved on State highways; therein lies both funding and incentive issues. The 
next breakthrough will be to finalise the national road hierarchy, and get high level agreement 
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between central and local government as to how to move forward towards national consistency and 
introduce more balance between national interests (consistency for road users, economic growth, 
travel times and reliability) and the needs of local communities.  The AA considers that the 
pendulum has swung too far in favour of local community interests at the expense of road users in 
the areas of speed limits, access, parking, and ribbon development through agencies taking a “hands 
off” approach to local bodies. This is occurring at the expense not only of national economic growth 
goals, cost and function of the road network, but also in terms of national consistency that assists 
drivers to understand and behave in appropriate ways as cued by environmental signals. 

3b SAFE SPEED 

The AA election calls are: 

• Make fixed speed camera more visible to drivers and signpost fixed speed camera areas 
• Introduce red light camera in all major cities 

3 Implement a Speed Plan 

The AA considers the development of a Speed Plan to be urgent, in order to place a nationally 
consistent structure over the current burgeoning variety of approaches by local government. Unless 
this is developed quickly it will be very difficult to wind back the current inconsistent “demonstration 
project” initiatives springing up around the country. 

4 Enhance Automatic Speed Enforcement 

The AA conditionally supports this approach, provided  
• speed limits are fair and consistent and increasingly linked to intuitive design 
• penalties are fair, related to risk and take account of individual circumstances 
• speed cameras are located based on risk rather than at fishing holes where the speed limit 

does not self explain  
• Police resources thereby freed up are used to focus on intelligence based policing linked to 

high risk drivers. 

3c SAFE VEHICLES 

The AA Election call is to raise the safety standards of imported vehicles, requiring new cars to have 
electronic stability control and a minimum ANCAP crash rating of 4 stars and used cars to have all 
least a 3 star ANCAP rating or meet suitable safety standards. 

5. Improve the safety of vehicles entering the fleet 

The AA supports increasing the uptake of safer vehicles by: 

• mandating the fitment of ESC on all new vehicles and used imports entering the fleet from a 
certain date 

• requiring all new cars to meet a minimum 4-star ANCAP safety rating or equivalent  
• requiring all used-imports to meet a minimum 3-star ANCAP or equivalent rating, or 

developing criteria for minimum safety features that must be fitted e.g. ABS, side airbags 
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6. Encourage the exit of unsafe vehicles from the fleet 

If the other interventions are set correctly, then exiting of less safe vehicles will occur without 
incentives or targeting, as a natural result of motorists uptaking safer vehicles. 

However, the NZAA would support the introduction of a small levy on all vehicles entering the fleet to 
cover the cost of their disposal at the end of life. A bounty would encourage owners to dispose of 
older, less safe vehicles rather than keep them for longer, and would assist with the administration and 
promotion of voluntary scrapping schemes. We would also support investigating the merits of 
introducing an in-service emissions test, especially for diesel vehicles, which may also encourage the 
disposal of older, less safe vehicles. 
 

7. Change consumer purchasing behavior 

The AA proposes the following initiatives to help change consumer buying behaviour: 

• mandatory display of ANCAP (or equivalent) star ratings (for those vehicles that have been 
tested) and safety features at point of sale  

• mandatory publication of minimum safety features in all advertising and ANCAP safety 
ratings (where tested) 

• aligning ANCAP with Used Car Safety Ratings to provide consistency of information for 
consumers  

• revamping the RightCar website to make it easier to use and link to individual TradeMe (or 
similar) listings and include price data. 
 

Consideration could also be given to developing incentives to encourage the uptake of safer cars 
such as: 

• minimum safety standards for government fleet purchases 
• favourable tax depreciation treatment for 4 or 5-star vehicles 
• differential vehicle licence levies based on safety ratings or age (or risk rating ACC levies) 
• develop graduated vehicle insurance levies and finance rates according to safety rating or 

equipment 
• develop literature or advertising for targeted groups e.g. safe vehicle choices for teen drivers 

3d SAFE ROAD USE  

The AA election calls are: 

• Introduce saliva-based roadside drugged driving testing 
• Increase rehabilitation treatment for recidivist drink drivers 
• Extend the minimum learner licence period to 12 months rather than 6 months 

AA priorities include: 

• Impaired driving (alcohol, drugs and medication) 
• High risk drivers 
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• Inattention and fatigue 

In Safer Journeys, Safe Road Use was the largest category and included alcohol/drug impaired 

driving, young drivers, motorcycling (High concern); and high risk drivers, walking and cycling, and 

distraction and fatigue (Medium concern).  

 8. Move Towards International Best Practice 

9. Enhance the Whole of Government Approach  

10. Wider Use of Alcohol Interlocks 

 
Alcohol is undoubtedly remains an area of concern and the AA recognises it is important to keep a 
“foot on the throat” of drink-driving. However, reflect for a moment that alcohol has had road safety 
attention and resources lavished on it for decades.  Gains have been made but get harder and 
harder to achieve. It almost suggests a blinkered view to propose alcohol as the focus yet again of 
the Safe Road Use initiatives proposed for the next two years. The first few years of a Decade of 
Action are a window of opportunity to set up new initiatives that will one day be as streamlined and 
as effective as the current alcohol regime, not to tweak an existing regime.  

That said, the AA strongly supports the innovative initiatives being undertaken on the alcohol area:  

• Improving market penetration of the interlock programme can achieve significant reduction 
in alcohol crashes (as demonstrated in New Mexico); but alcohol Interlocks, in addition to 
reducing offending directly, record failed BAC attempts that predict repeat offending. Laws 
are needed to enable installation of interlocks for the purpose of collecting data on failed 
attempts to better target treatment, penalties, relicensing and/or continuation of an 
interlock licence.  

• a whole of government approach (as is occurring in the Alcohol and Other Drug Treatment 
Courts pilot) can achieve great synergies (better is a “whole stakeholder” approach including 
corporate and NGOs). It should not be limited to alcohol and should include a blank slate 
review of the status quo, asking questions about why we do things the way we do, such as 
auditing for system failures in the deterrence, apprehension, assessment, treatment and 
penalty approaches (eg review of the process for relicensing repeat offenders).  

Continuous scanning for international best practice is already part and parcel of policy review in all 
aspects of the Safe System; however we believe New Zealand already does this well, and the issues 
are not that we do not know what international best practice is, but that we do not have good 
structures to deliver it or to generate wider support and uptake.  

We suggest the action plan not hide discussion of lowering the BAC under this vague heading; the AA 
also remains to be convinced of the international evidence about lowering BACs as an isolated 
initiative, but remains open to discussion about the BAC as part of a package of impaired driving 
(alcohol and other drug) initiatives that tackle the wider issues. Progressing research on the BAC is in 
the current work programme, so we see this item as business as usual. 



10 
 

Instead of taking up 3 places of the 14 new initiatives to pursue, and having effectively an ‘Alcohol 
only’ focus in Safe Road Use, these initiatives should either happen under business as usual or under 
a single “Impaired Driving Plan” (together with the drug initiative below).  Impaired driving could 
also include medical conditions as well as medications. 

11.  New Interventions for Drug Driving 

The AA strongly supports inclusion of new interventions for drug driving, because of the very high 
prevalence of driving impaired by drugs (alone or mixed with alcohol) in at fault fatal crashes in New 
Zealand, the low level of public understanding of the issues and the potential to make large road 
safety gains by providing a credible deterrent. Police have to carry out a hundred roadside alcohol 
tests to detect one offender; Police detect an offender every couple of roadside impairment tests 
carried out. This undermines the argument that Police time is taken up by drug testing. At the start 
of the roadside breath testing programme, the technology was not as effective and costs were high. 
Without commitment to a random roadside drug testing programme, the technology and costs will 
never reduce to challenge that of alcohol testing, and yet the risk levels are of similar order of 
magnitude. We challenge the government to make a commitment to develop the drug testing 
process over the Decade of Action. 

Interventions missing in the area of Safe Road Use 

High Risk Drivers, Inattention and Fatigue 

The Decade of Action will not be achieved by a decade of pursuing the same actions harder. 
Watershed changes will come from breakthrough thinking. The greatest potential gains lie in 
thinking outside the square, questioning the way things are done, and looking at the evidence in a 
new light.  

Of the priority Safe Road Use areas in Safer Journeys the AA considers the most promising to be High 
Risk Drivers, and Inattention and Fatigue. The AA suggests that under Safer Road Use there be three 
actions: Impaired Driving Plan, High Risk Driver Plan, and an Inattention and Fatigue Plan. 

High Risk Drivers  

High Risk Drivers make up 35% of fatal at fault crashes. Minister Joyce publicly committed to 
addressing High Risk Drivers. Key actions here involve taking a whole of government approach to 
data, interventions and resourcing: 

• Resource: Undertake whole of government cost and benefit assessments on the wider 
societal impacts of high risk offenders, including crossover effects on crime (eg violence, 
property and drug crimes), families, employment and health (including mental health and 
addictions). This will ensure that appropriate levels of resource are applied and in a way that 
integrates multiple government objectives. 

• Identify: Develop sector intelligence to identify high risk drivers / road users using data 
sharing and analysis (eg data from  NZTA, Police, Justice, ACC, Health, social agencies and 
potentially schools)  

• Risk map: Project likely risk paths based on individual characteristics (offence history, 
attitudes, other life choices);  
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• Target interventions: Identify which interventions are most effective for which segments of 
the high risk driver population and at which points in the risk paths (eg deterrence, 
behaviour change, education or technology such as interlocks). This could include escalating 
brief interventions by Police at the roadside, medical staff and Courts; or targeted 
individualised education (eg diversion from demerits and fines). 

• Monitor: track individuals’ offence and intervention patterns through whole of government 
data sharing, to weed out those interventions that are not effective for that individual (eg 
repeat fines) and learn from each experience what works and what does not.  

Given that a relatively manageable number of high risk drivers, often well known to Police and other 
government agencies, are disproportionately represented in fatal crashes, this is a promising area 
for road safety gains that has received too little focus to date.  

The transport sector needs to garner experts in the fields of motivation, behaviour change and 
learning (eg behavioural psychologists, educators and guidance networks) and addiction treatment 
experts. Behavioural experts and market research analysts need to segment these drivers into 
distinct groupings and different tracks for interventions. Integrating responses among NZTA, Police, 
Justice, Health and ACC, as well as GPs and relevant agencies who may already be working with 
individuals through an intervention programme for example CYFS, Education, Social Development, 
TPK, WINZ.  

Care will be needed to ensure that Privacy Act requirements are met and this may require legislative 
protection. 

The AA considers specific actions the High Risk Driver Plan should include are: 

• Develop effective evaluation, education and treatment programmes for those at risk 
(includes alcohol, speed, racing and other risky behaviours).  

• Trial approaches to the management of high-risk offenders. The AA is disappointed to see no 
reference to the Drug Court pilot, as this therapeutic jurisprudence approach is totally 
different and more effective way to deal with high risk offenders (not only for alcohol and 
drugs). 

A high priority is to reduce reoffending; this is a self-selected group; new data matching has made 
this available; it promises high returns not only for road safety but government costs. If not 
incorporated in the next action plan time and momentum will be lost.  

Inattention and Fatigue 

Half of serious and fatal crashes are compliant drivers who have not managed the driving well. For 
compliant drivers, evidence points towards inattention and fatigue being a major factor in road 
crashes, much more than previously thought (including the 100 Car Study, CAS crash database and 
research presented at the inaugural seminar on inattention and fatigue run by the AA Research 
Foundation). The AA previously submitted that Inattention and fatigue should be an area of high 
concern, not medium concern, so the AA is extremely disappointed to see it dropped from the 
proposed Action Plan for 2013/14. The AA would like to see an “Inattention and Fatigue Plan” 
included. Key actions in this item include:  
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• Reinvigorate the Driver Fatigue Co-ordination Group and action the Driver Fatigue Strategy 
(launched in 2007 but never delivered). 

• Initiate research around inattention on crash risk of compliant drivers, research public 
understanding of inattention while driving and messages that alter their view, and develop a 
communication plan raising the profile of inattention as a road safety issue for compliant 
drivers. 

With alcohol and speed related crashes declining, it is even more important to raise the profile of 
Inattention and Fatigue as an issue.  

Other issues we would like to see covered include: 

Motorcycling 

The AA is extremely disappointed at barriers and delays experienced by MOTO in trying to reduce 
motorcycle crashes. More flexibility is needed in the use of the MSL levy, and to enable MOTO to 
implement projects they have nominated to be funded by the levy. There are issues with how 
section 263 of the ACC Act is interpreted with regards to approving preventative measures that are 
“most likely” to lead to reductions in ACC costs. While that may be appropriate for general levies, 
the MSL is a specific charge to fund motorcycle-specific safety measures that are intended to reduce 
motorcycle accidents, not solely ACC motorcycle accident costs. ACC funding policy also does not 
permit use of the statistical cost of life or injury which the Ministry of Transport and NZTA use for 
cost-benefit analysis; this needs to be rationalised across the agencies. 

Motorcycling is a growing trend and remains a significant proportion of crashes despite declining 
crash rates.  The second action plan needs to give some priority to accelerating the uptake of 
initiatives recommended by MOTO, including the Safer Journeys for Motorcycling Guide.  

Older Drivers 

The over 80’s is the fastest growing segment of the population. While a relatively small segment of 
the crash population at this stage it is an emerging trend. An older driver strategy is required for the 
older driver segment before people are dying rather than in retrospect. The opportunity to start that 
development is at the first phases of the Decade of Action, so that actions are ready for when the 
trend escalates. 

3e  DEMONSTRATING THE SAFE SYSTEM 

12. Safe system signature projects 

The AA supports the use of demonstration or signature projects where these are implemented 
properly, with the objective of using a variety of tools and techniques to create a safer environment.  
Projects such as that carried out in Point England are, we understand, showing very positive results 
and the AA supports such holistic approaches.   

However, we have a concern that in some places areas are declared “demonstration projects”, the 
speed limit is lowered and very little else is done to try to achieve safety objectives.  We do not 
consider that this is in the right spirit, nor that it will achieve the results targeted. 



13 
 

As per our overarching comments, we strongly support encouraging a conversation with the public 
to help develop the understanding of what a safe system is.  Using signature projects to assist in this 
will, if properly implemented, be a critical part of this education project.  There was some discussion 
at the workshop that signature projects will require increased resources.  We do not consider that 
this should be the starting position.  We understand, for example, that the Point England project had 
to operate within the same budget as traditional traffic calming treatments.  Phase II of the study, to 
look at lower cost treatment options, did not proceed. 

Further, as described in the conversation paper, collaboration and alignment between 
departments/agencies, and with road users and the private sector, within existing resource base, 
can make progress towards safer system goals. 

13. Corporate Partnership Programme 

The suggestion of improving corporate partnerships is one which the AA supports.  In particular the 
mention of use of incentives caught our eye.  We consider that the insurance industry (in which we 
include ACC) has significant potential to incentivise road safety outcomes through targeting of low 
and high risk drivers and vehicles, encouraging and auditing company’s safety and vehicle 
management processes and systems, and using differential payments.  We support the investigation 
of this area 

As to the establishment of a collaborative network to share good practice, it is the AAs view the 
there are enough known actions that could be considered “outside of traditional road safety 
practices” (Fleetsafe, investigating ACC and insurance levy’s).  The focus of resources from the 
transport sector should be on investigating and taking leadership to implement these known 
solutions.  The AA would be very supportive of strong leadership on specific projects in this area. 

14.  Align policies and strategies with the safe system 

The AA strongly supports increased alignment of policies to improve consistency for motorists and 
improve safety outcomes.  As noted in our recent conversations regarding setting of speed limits, we 
consider that there is too much inconsistency across the jurisdictions, and this is creating uncertainty 
and confusion for motorists.  The AA considers that strong, national level direction is required to 
provide strong guidance to regional and district bodies.  It is our view that New Zealand is sufficiently 
small and homogenous that in issues of technical standards and delivery of engineering solutions, 
there are great safety and cost benefits that could be achieved through strong, consistent leadership 
at a national level.  As with the speed limits discussion we have recently held, the AA is certainly 
willing to support the MOT and NZTA to take strong leadership in this area. 


