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ABSTRACT : In 1984, the Govermment amended the Subordinate
Legislation Act, to include the requirements for all
regulations, whether new or remade after reaching
their full term under previously and separately
imposed "sunset” Provisions, to be justified to the
public or abandened as an unjustified intrusion into
the social and economic life of Victorians

A step in the making, remaking and revocation of all
regulations is the publication for public comment of a
Regulatory Impact Statement. Under the terms of the
Act, the Director-General of the Department: of
Management and Budget assesses the adequacy of draft
Statements prepared by regulating Departments and
Authorities

The paper discusses the use of cost/benefit analysis
procedures in relation to the remaking, including some
revocation, of the road user traffic, vehicle and
procedure regulations for Victoria, inciuding
discussion of such topics as:

(a) The difficulties requlators have had in
articulating the objectives of, the alternatives
to and the estimation of the costs and benefits of
the regulatory solutions that were attempted.

Practical legal and political difficulties faced
by such systems as those regquiring public
justification of regulatory change, with special
reference to transport

Advice, based on our own experience, to others who
are contemplating the introduction of systematic
and formal assessment of the economic and social
impacts of transport regulations.

Theoretical issues pertinent to such an assessment
process, and a discussion of when "enough is
enough”

The permission of the Victorian Department of
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the authors however the views expressed are their own
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IF GOLD IS WHERE YOU FIND IT, WHERE DO YOU FIND ADEQUACY?
The Formal Assessment of the Economic and Social Impacts of
Requlation and Deregulation With Special Reference *o Transport

P.J. Bannister and J.E. Hartnett

A, INTRODUCTION:

When, in 1984, the Victorian Government amended the Subordinate
Legislation Act, it had in mind that the Government governs the
better, which governs as little as it must. The law covering
regulation making was altared to include the requirement for all
regulations whether new or remade after reaching their full term
under previcusly and separately imposed "sunset® provisions, to b
justified teo the public or abandoned as an unjustified intrusicn
into the social and economic life of Victorians.

A step in the making, remaking and reveocation of all regulations
is the publication for public comment of a Regulatory Impact
Statement (RIS). Under the terms of the Act, the Victorian
Department of Management and Budget (DMB) assesses, normally
before publication, the adequacy of draft statements Prepared by
regulating Departments and Authorities. Essentially each
regulation or group of regulations is required by an Act of
Parliament to be assessed by a type of cost-benefit analysis.

In this paper, in accordance with Victorian usage, primary
statutes or enactments of Parliament are distinguished from
subordinate legislation or regulations where, under powers
conferred by an Act, the Governcr~in-Council makes often quite
detailed elaborations of the principal Act. The regulations so

made are later scrutinised by an all-party Parliamentary >y |
Committee, the Legal and Constitutional Comnittee, and Parliament
may from time to time unmake regulations brought to its attention

by the Committee.

Our paper, which discusses this particular process with special

emphasis on road traffic and transpert regulation, is divided into.

a number of sections.

The first of these considers the historical setting of regulation
in Victoria and the need to reduce regulation, the desirability of
reviewing regulations in a systematic manner and the specific

requirements of the Subordinate Legislation Act. This is followed

by a discussion of two theoretical issues namely, what is adequacy .

and when should the process of evaluation be broken off and,
second, why, in the presentation of material in justification of a
course of action, logic alone may not be enough? Practical
issues, hints and tips, are covered next and a case study using

portions of the recently remade Road Safety regulations presentednEF

The paper formally ceoncludes with a section, Advice to Others.
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BANNISTER AND HARTNETT

3. HISTORICAL SETTING

‘8.1 The Need to Reduce Requlation in the Victorian Economy and
% the Subordinate Legislation Act.

sgulation of economic activity is a common feature of all

dvanced economies. Governments everywhere regulate prlvgte .
otor activity to achieve a balance between community objectives
nd to handle economic and social problems. At the same time,
equlation should not inhibit economic and social development nor

hould those affected by proposed regulations be unaware of how
y particular proposal may affect them.

;As'a policy instrument, regulaticon has the following advantages.

speedily introduced and useful in dealing with
previously unencountered issues.

easily targetted directly to a particular problem, and
it is,

easy to predict the direct impacts, such as in
prescribing some type of behaviour, say, speeding.

Tts disadvantages include a generally prescriptive nature,

;inflexibility, often considerable unintended consequences and high
‘enforcement, compliance and administrative costs. It can also

enshrine particular solutions to a given problem, stifling the

‘development of new approaches.

-,K'final defect of regqulation and one important in the present
‘discussion, is that it 1s often extremely difficult to
‘comprehensively evaluate. Data which would enable its performance

to be evaluated is often unavailable especially where a strict set

-of standards currently in force, precludes the occurrence of any

instances of the prohibited outcome.

‘B.2 Reviewing Requlations in a Systematic Manner.

‘Among the recent changes to the regulatory environment in Victoria

{including the establishment of a Cabinet Regulation Review

:Committee), is the enactment of legislation repealing all

statutory rules made prior to 1 August 1962. Rules made between 1

~August 1962 and 31 December 1972 will "sunset” on 31 July 1988 and

those made between 1 January 1973 and 31 December 1983 on 31 July

©1892, Statutory rules made after 31 December 1983 will lapse
‘after 10 years. Indeed, it may be said that a "quiet revolution®

is taking place in Victoria. Under the present arrangements the
sun will literally set on some 150 sets of regulations this year

 unless they are remade in the next few weeks. Each changed or
. retained regulation must receive a cost benefit study and the
- results must be published for public comment. '

" Excerpts from the Subordinate Legislation Act itself appear as an

Appendix. ZIts requirements which prove so hard to meet in
Practice are most simply expressed as including




ASSESSMENT OF REGULATORY IMPACTS

- stating the regulation's cbjective

- identifying different means of achieving that cbjectivé

- assessing the financial and social costs and benefits o
each alternative .

- summarising the alternatives considered and giving the:
reasons why such alternatives are not appropriate.

Before considering the practical issues invelved in evaluating
regulations and the case study examples we should digress

momentarily to look at two fundamental theoretical topics wherein
many of the practical prcblems originate;the statutory requiremen
to examine Requlations and the determination of when the impacts:
have been adequately assessed. :

C. THEORETICAL ISSUES

c.1 levels of Examination of Regulations

Proposed regulations are examined in Victoria at four distinct
levels and it is with the second of these that we are chiefly
cencerned in this paper. They are -

1. The Parliamentary Draftsman locking for legal formalities,:
and at things such as the enabling powers of the Act, whether the
Act contains special powers which the regulations may need such &
the power to levy a tax, whether the regulations dupllcate the Ac
(which they may not) and the like.

2. The Department of Management and Budget assessing the RIS t
seek if it adequately assesses the impacts of the proposals. Thi
is an unusunal statutory requirement placed upon the Director
General of DMB. Without this step satisfactorily completed, a
regulation could be deemed, and some have been deemed, to be not
legal regulation.

3. The Community during a 21 day period when public comment on
the Regulation and the Statement is received.

4, The Legal and Constitutional Committee of Parliament who a¢
as Parliament's "watchdog" against the s¢ called "New Despotism™
of undebated, hard to change or challenge subordinate legislation
with the force of a statute which fills in the "detail" of primary
legislation that Parliament has really only agreed in a skeleton:
form.

C.2 What is Adequacy?

Considering the responsibility imposed by the act to inform the
affected parties, how far should cne go in the pursuit of

adequacy? No generally satlsfactory answer to this question is’
possible., However the problem arises in other spheres, practlcal
and theoretical as well. It is cuite fundamental.
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- Moreover, many difficulties encountered in the assessment of
- peguiatory Impact Statements seem to arise frgmAthe nethod of
ﬂpreparing the Statements. The process of arriving at the best
ossible regulation is not in principle separate from the ideal
nrocess of demonstrating its superiority over altermative courses
- of action to achieve some given objective. Sadly, in our
.experience very few sets of regulations have been developed,
-premade or amended simultaneously with the production of the
'statements. Defence of an established positiecn is common.

“Nor is this the only case of this type of problem. A similar
“gituation appears to exist in other areas of economic
justification, for example the cost/benefit analysis of works
“programs, and in even seemingly more remote areas such as in the
- proof of mathematical theorems. There are important theoretical
“parallels between all three fields and the same important lesson
" for each.

* por example, in mathematics in the older Euclidean tradition, the
" two activities of guessing and proving seem separate. It is
however unlikely that the theorems of geometry were proposed in
their final and universal form without regard to earlier attempts
to prove earlier, but perhaps slightly faulty, ancestors. How
indeed were the conjectures arrived at in the first place?

Tt seems that the pattern of both proof and discovery in

. mathematics is no different to that in economics or

~administration. The work for example of Imre Lakatos cited in the
list of References gives an excellent account of the process as it
- occurs in the field of proof analysis in mathematics.

- In any case, in mathematics, economics, administration, the
.process proceeds similarly from a primitive conjecture
i (provisionally held) for which an argument (a potential proof or
justification) seeks to demonstrate the truth of the proposition.
" In the course of the detailed examination of the elements of the
T argument, exceptions emerge which require the proof (read,
. evaluation or justification) to be re-examined. Exceptions, where
" discovered, are articulated and incorporated as conditions into
the coriginal conjecture (or regulation) improving it. This cycle
is continued till most are happy that ne more exceptions can be
found«*.

Such a process may go on for a very long time. Centuries, for
mathematics, six months to a year for a large set of regulations.
Critically appraising proofs of theorems for their validity or to
establish their wvalid domain is actually very similar to
considering the adequacy of an evaluation.

* Neither the deductive (Buclidean) style, where from often far
from self evident axioms and definitions we proceed to proofs, nor
the inductive (Statistical) style, where an hypothesis is tested
for truth by experiment, will do in mathematics. In the latter
case, unless one has a prior theory, cne capnot observe exceptions
adequately. Tust so for the analysis of Regulatory Impact
statements.
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We have come to realise that it is this Process which we use dally
to assess the adequacy of the Statements. It is rarely used by

the regulators in the development of regulations or Statements
initially and this leads to no end of trouble and delays in °
assessment. Nor, given the foregoing, should this ke much of a
surprise. A first shot is bound to faill (even one based on a

model Statement, adequate some months earlier or from a 51mllar
sphere of act1V1ty)
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The standard of adequacy rises continually, albeit at a declinin - Eﬁicin
rate. Statements judged adequate a few years ago, when the sys the Ea
began, may fail today. It is, of course, no more true of import
mathematical theorems that they are forever complete, than that an overla
adeguate Regulatory Inpact Statement is always so. Extension i

continually occurring. At any time, an argument, supported by t _ the gr.
best available data, may be provisionally accepted as adequate cities
satisfactory up to a point. Nonetheless one might hope that 2ac

improvement in the acceptable standard of adequacy is - the in.
simultaneously an improvement in the content not only of the -

Statement, but in the regqulations themselves, though of course - the in
only the Statement is of direct concern to us at DMB. capita’
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The imposition of a requirement to publicly display all the
expected effects of some particular regulation is quite a
restriction. Acts of Parliament are openly debated, but the
decision is finally the result of voting. Industrial agreenments
are negotiated, the partles variously threatening to somehow
disadvantage or promising to help one another. Seo it is uncommon
to find requlrements such as those of the Subordinate Leglslatlon
Act elsewhere in the economy and in our experience extremely rar
to find, first up, a complete and frank presentation from the

Regulator. Sometimes the underlying "1llog1ca11ty" of the :
proposal shows through after a few revisions, reflecting the fa
that at some much earlier time an arbitrated or negotiated stable
positien was reached in which "logic® played only a small part.
When a broad view is taken we see that in the origin of regulation

.In modern times we

itself tie fundamental impediments to the process of logical - tra@e E
assessment. years,
Three forces especially impinge from outside the actual situatié_ - ﬂulgigz
being regulated, in a way rarely acknowledged in Regulatory Impact °
Statements - .
- continu
. major changes, usually sudden and unforeseen, in the threate
course of economic events. _ debt co
. the wish for an "easy life" on the part of governm

magistrates and administrators, and

. the need to do something urgently. -izggggéigiggé;efigf
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- recklessly, fall 1

Firstly, one is struck by the 51m11axlty between those changes
which occurred at the time of the rise of western capitalism at
the close of the Middle Ages and the situatien in
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-é west in the late 20th Century. Pressure for general

gregulation in modern times hasg grown concurrently with the
growing economic difficulties of the advanced Western eccnomies.

A the 14th Century, the elaborate system of economic regulation

ozganised by the civic autherities came under similar pressure
following

the enlargement of the boundaries of the world within
which trade was conducted. The discovery of a route to
the East via the Cape dramatically reduced the
importance of Venice as the nearest port to the
overland trade route, forever.

the growth of nationalities, where once there were just
cities.

the incidental catastrophe of the "Black Death" plague.

the increasing use of money and especially the use of
capital for productive purposes (as distinct from loans
to the monarch to finance military campaigns).

Well ordered trade hindered development at a time when trade
‘routes were being permanently altered. The adaptable only were
iable to make a profit and the activity of trade guilds was
“‘generally in opposition to these irresistible tendencies.
Technical changes in manufacturing and agriculture only occurred
“much later and the major effect at the time of transition to the
Modern Age was a movement of capital te less regulated places
where business could be conducted on more capitalistic lines.
Regulation, where successful, merely maintained the old rules.
could not influence the course of trade. Cities like Antwerp had
their rise and brief flowering at this time.

‘In modern times we see,

- trade patterns have changed markedly in thé last 20
yvears,

multinational companies have arisen with influence
to rival that of small nations,

continuous, cheap fossil fuel supplies are
threatened from time to time,

debt costs have grown rapidly for many corporations and
governments.

Second, a guite separate motivation for regulation is to shift
. responsibility from an individual public decision maker or
administrator to some arbitrary rule. Accreditation schemes and
regulations which permit the prosecution of pecple for breaking
speed limits rather than stipulating that a magistrate needed to
accept a policeman's testimony that the offender was driving
recklessly, fall inte this category.
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EXAMPLE 1

‘fehicle Class 1

Some cynics even go so far as to suggest that the community in
certain cases, unable to do anything guaranteed tc be effective:
the face of an acknowledged hazard, will regulate nonetheless
hoping for almost magical effects - if we regulate in such a way;
this or that terrible calamity will not befall us. Measures
cstensibly aimed at road teoll reduction seem to belong here at.
times ~ certainly, those cases where the tendency may he
undeniable but the exact impact of small variations in current:
practice are difficult to eastimate.

. private Car on
private Use

© private Car on
Business Use

panel Vans,
Utilities

To date, no conpletely satlsfactory method of incorporating these
factors into Statements is clear. In principle, of course, it
should be possible to estimate the commercial or industrial

relations repercussions, costs and impacts and report them in any
given instance.

Light Trucks

Heavy Trucks

Another imp:«
constructio
reduction i:
has heean der
million veh.
expressed a:

PRACTICALI, ISSUES

D.1 Measurement Difficulties.

There is no unigque way to tackle the question of displaying the.

anticipated effects of some measure or other. Obvious first step: Where Y = a
involve listing the types of effect, counting up the affected :
warties and tabulating historical statistics. When it comes to: X=m

sstimating the impacts expected for alternative futures, commonly EXAMPLE 2
:sed metheds from transportation and traffic analysis should be
invoked. Some examples of approaches which could be used to :
zgtimate impacts appear below. They are not the only ones, just:
sxamples, and strange as it might seem, not used in the case stud
“xamples reported in a later section, where they may have found a
clace. .

Vehicle Class

Private Car on
Private Use
Private Car on
Business Use
Panel vVans

D Utilities

. Light Trucks

%.3.1. Estimation of the Impacts of Variation in Vehicle Speeds
For A Typical Situation

Transport economists have long been used to estimating
the difference in travel costs and accident incidence
resulting from changes in vehicle speeds. Two early
examples of relations used in this way in estimating
metropolitan wide traffic impacts in the Melbourne
Metropolitan Transportation Study of the 1960's, are
shown below.

Heavy Trucks
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COST-SFEED REIATIONSHIPS

Total Unit Time Cost Time Cost-Speed

per Vehicle Minute Relationship per
Vehicle Mile at Speed
Vm.p.h

1 such a Waiprivate Car on

feasuras

g here at
r be

I curzent -

rating the

private Car on
pusiness Use

panel Vans,
gtilities

Light Trucks

Heavy Trucks

(cents) (cents)

1.00

Another important benefit which will flow from the
construction of the freeway network is a substantial

reduction in accident costs.

For this analysis a function

has been developed relating casualty accidents per 10

million vehicle miles to speed.

This function can be

expressed as:-

210

0.4 -

¥ = %

39

7 veh-mile)

accldent rate (casualty accidents/10

miles per hour

RUNNING COST-SPEED RELATTIONSHIP

Vehicle Class

Running Cost-cents per Vehicle Mile
{By Speed Ranges)
40 to &0 S to 30
m.p.h. m.p.h.

Above
30 m.p.h,

S to 40
m.p.h.

Private Car on
Private Use
Private Car on
Business Use
Panel Vans
Utilities
Light Trucks

'Heavy Trucks

1l
80-V
11
80~V
11l
80~V

2.37 + 2.72 +

l.76 + 2.11 +

2.53 + 2.88 +
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5.1.2.Existing Results of Relevant Modelling by Gthers

The National Association of Australian State Road
authorities (NAASRA) had recently completed a major study of
the economics of vehicle mass limits. The féllowing table
iummirlses their findings - estimates at a highly aggregated
evel. i

TABLE 2. MAJOR EFFECTS OF AL IERNATIVE VEHICLE MASS LIMIT OPTIONS FOR
AUSTRALIA

QPTION | GPTION | OPTION | OPTION COMMENT

COMMUNITY EFFECT UNIT
B C D

GROUPS AFFECTED

Articulated Travel cost sa¥ings SMpa 114 158 176 2314 {n] Cost savinga relate
truck operators to unrestrained
hudget condition
Rigid truck Travel costsavings $Mpa 53 61 64 123 ¢b) Effects are compar-
OPETAtOrs ed to the existing
situdtion
Carsend light Travel cost aavings SMpa 10 17 18 29 (¢} Rural Arterial roads
commertial and outer Urban
vehicle owners Arterial roads onty
(d) Travel coat savings
All road users Angual reduction in { Number 11 16 18 21 are travel time and
fatal accidents vahicle operating
cost savings.
Value of Accident $Mpa B 1 12 14 (e} Jan 1986 prices o

Savings nenrast million

Residentsand Reduced truck truck kms 12 53 63 85 Allows for conver-
occupiers in £TPOBUCE {million) ted/generated
urbenareas - traffic but does
not ailow for the
Reduction ia traffic —_ No significant effect for all aptions testad effoct of introducing
noise B-Double com-

Bination vehicles

$Mpa 26 35 40 56 Resource costs saved
in fuel consumption
(1984/85) prices

All community To conserve fuel

All Options improve

Ta improve [mprove- | Improve [mprove- |Significant
interstate trade

productivity —_ ment ment ment Improve-
ment

Road transpert Ta imprave Some {mprove- Substan- | Substan Difference in axie

aperators, uniformity of vehicle Improve- ment tial tial spacing mass

vehicls manufact- mass limits - ment. Imprave- | Improve- schedule remains

urers and ment ment bétween eastern end

enforcement western States for

agencies ail options

Lacal Government Ineredse in $Mpa 20 13 39 56 (a) Based on limited

Autborities expenditure information collect-

{LGAs) 2d for the NAASRA
Toads Study (1984}

(b) L984/85 priges

State Government fncrease in bridge SMp.a. 8 13 13 28 (a) For unrestrained
Autharities expenditure | budget conditions
(SRAs) (1984/85 prices}
¢b) Impact on Rural
I[ncrease in road SMpa 25 33 48 33 Arterial and puter
expenditure Urban Arterial
roads including
National Highways
Tetal increase in iMpa 33 52 61 0 ic) Majarity of increas-
expenditure ed road costs would
e incurred in New
South Walesand
Queensland

Econgmic Worth:

ta) Unrestrained budget apaiysis
Total quantified monetary beoefit M 2825 3 785 4050 g 180 ta) Resource costs and
Total quantified costs S 270 490 560 813 benefits are dis-
Net present valug {NPV3 aM 2558 3295 3.450 4962 counted aL 7% aver
30 years. Bridge
Benerb‘cuat ratic B/C 11 8 4 7 costs arediscounted

gver 10 years.

(b) Resu—amed budgetanalvsm (biJan. 1984 prices

Net present value (NFV} M 1740 1600 1260 Not (¢} Fur restrained
assessed hudget total effects
based on Mew Sauth

Wales and Western
Australian analysis
results
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b,l.B.Educational and Publicity Material

often such sources are overloocked as being too simple or
insufficiently representative. Sometimes they contain
better material than the early drafts of the submitted
statements.

In the specific instances we will shortly turn to consider,
for example, the excellent Walt Disney feature length
cartoon on highways and motoring, "Wheels" provides clear,
easily comprehended data based on US Highway Research Board
work, on such things as how many football field lengths it
will take a motorist to stop safely where travelling at say
60 km/hr compared to 70 km/hr.

Similar information also appears in the RTA "Traffic
Handbook" for learner drivers.

.Caleulation of Mathematical Expectations

Many of the risks which regulations are aimed at dealing
with involve extremely rare events but for which quite
costly consequences may be expected. In such a case,
calculation of the products of probability of cccurrence and
estimated consequential cost may ke a feasible approach.

The assessment of the regulation of dangerocus geoods
transport and the associated hazard would fall into this
category, with an example of such an approach being that of
Dryden and Gawecki reported as "The Transport of Hazardous
Goods - An Approach to Identifying And Apporticning Costs®
in the proceedings of the 1987 Australian Transport Research
Forum.

o D.2 Resources Needed for a Program of Asgessing Statements

How long does all this take? Though scme of the community's
. burdens are relieved, the bureaucrat's worklead is increased.

»© The graphs and tables in the Appendix show the manner in which

. Btatements have been received and the time, both in work hours and

: in elapsed time, taken to examine Statements prior to publication.
The time of the requlator to prepare the RIS is not estimated but

it would be much more than that of the assessors.

Typically the assessmpent of a Statement takes 11 hours spread over
3 months, during which time the regulator revises the Statement

.. sometimes completely altering his approach to the assesgsment. The
- time spent by those preparing Statements is unknown however
probably less than that required for the evaluation of a large
transport investment, for which we normally make a "rule of thump"
allowance of 42 days spread over & months elapsed time.
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E. CASE STUDIES OF A NUMBER OF REGUIATIONS

In September 1986 a draft Regulatory Impact Statement was
submitted for the remaking of the entire Victorian Road Safety

code, the regulations to be made in 3 sets -~ Vehicles, Traffic and.
Procedures. :

To trace the course of each evaluatiocn here would be extremely
tedious but two examples should illustrate the process. In what
fellows we compare only the initial and the final version.

A period of over a year separates the two versions and during that:
time, perhaps partly as a result of the assessment process, some |
small alterations were made to the regulations themselves. The

majority of the new regqulations re-established regulations of a
similar type that had existed previously in one form or ancther.

Two points should be remembered. First, the Legal and
Constitutional Committee is on record as having said it does not .
require an elaborate economic treatise just a sound logical
presentation of the impact that may be expected. Second, in the
iterative process by which an adequate statement is produced,
guidance is offered by officers of DMB to assist Departments in

the production of the various drafts as well as finally judging
their adeguacy.

The initial versions appear below for just two portions of the
regulations, viz.

1. Speed Limits

2. Mags and Dimension Limits

E.1 First Draft Statement on Speed Limits.

The folleowing is an extract containing the general preamble of the .
entire "Traffic" component and the whole of the section on Speed
Limits, "The Statement covering Mass and Dimension limits was
submitted with a similar preamble separately. The Statements are::
quoted at length for completeness sake although readers will lose:-
only the fine detail by following the paper proper in the larger
type.
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EREAMBLE
1. CBYECTIVES

1.1 The cbjectives of these Regulations are to set standards And regquirements for read
Users to follaw when using the State's road syctam,

12 These Regulactiona ara designed
Y 0 give clear instruction to road uzars on tha gse of tha road systen
b t0 regulatq wevement on the road and thararores provide Protection for road users
< to supplement the propasad Road Safecy Act 1985 and to conplemant the proposed
Road Satety {Procedures) Regulations 1986 and tha propased Road Sataty (Vehicle)
Regulations 1936.
SUTLINE
2.1 Thase Requlaticns

a will replace the Transport (Road Traffic) Regulacions 1584 when the latar
Ragularions ara repealed by the proposed Road Safaty Act 1sas

b inGorporate several provisions ©f the Hoter Car Act 1358 ana the Motor Gar
Regulatians 1984 Talating to the <ontrol, regulatisn and cparation of drivers
vehicies and Passangacs

a. introduce seme av.pdments which clarify or extend the axisting Regulations,

2 2 Mequlaticns amendad as Per 2.1 {c} ara detailed in Attachmeng 1

Ixpxcy

3.1 The inteation of these Requlations iz to consplidate and where poesn?le inpeave, road
user observance of trarfic requlations in ordar that Safaty and efficiancy of the road

System ¢an be enhanced.

The Regulatichs will not impoge any new dirace or indirect costs on any individual

group or organisation, Howaver khe maxinus penalties for non-complisnce with the

Regulations have bean increacad by an avarage of 50% in agdardanca wikh tha Covernment

alicy that additional revenus to heat the ¢ost of transport accidents should ba
derived from sanctions against those wio 2ngage in anti-social behavieur on the roads,

SEEED Lpprr REGUIATTIONS

== LT REGUIATTONS

2. OBJECTIVES OF NEW RECULATIONS
—==sasins OF WEW REGULATIONS

The objectives of the Proposed Road Safaty [Traffic) Requlations ara to efisura glear standards
rFeguiraments. and procedures for road users to follow whan using the road sysiem and to provide for a
uniform, safe and efficiant road trarfic Systen.

This objective is consistent with the PUrpean of the Read Safety Bill as sat out in paragraph {a) or
Clausa 1; namely, *to provide for safe, afficient and equitable road usa',

IMPACT

The {mpact of ¢ach of the four groupings of regulations are discnased balow. specifi{c copmants
realated to the changes batvean the existing regqulations and the proposed regulations are shown in the
Attachment.

3 1 Moving Traffic

3.1 1 objectiva - to ansure that road users ack in the  zane way so that eVETyond knows what
the others arg daing.

3.1.2 Alternative - the alternative tp Requlasions would ba a valuntary code of Practica for
using the road system. This would have ng legally=enforceanle Status,

3 1 3 Cost/Benatits of Alternatives,
The cost ef developing a Veluntary Code or Practica would be similar to the cost ot
Preducing the Regulaticns, The benefits to the community however would be raduced,
because of the inability of a Voleatary Code to be enfarced,
Reason far Rejection of Alternative.
The lack of punitive mRASUTR2Y, with a Voluntary ¢ode of Fractica, would severely reduce
its safety and traffic Fahagement affects. The hon=compliance with sugh a Code by aven

2 very small munbar of road users wauld cause saveras disruption to the traffic natwork
and, most likely, a majer increasa in serious accidants.

The first version was considered entirely too brief.
Farther, the objectives chosen, though perfectly reasonable,
were so general, being nearer those of the Road Safety aAct,
in the case of Speed Limits, that a large number of
potential alternatives was possible. However, at the time,
the regulators seemed not to conceive of a worid other than
the one they knew so well. Note the complete lack ~f
quantification of impacts.
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ASSESSMENT OF REGULATORY IMPACTS

E.2. First Draft Statement On Mass And Dimension Limits

3.3.1 cbjectives = to regulate the size and loadings of vehicles using the State's road
system in order to protect the road and bridge infrastructurs and ensure the safety and
convenience of 21l road users and to provide a datum for road dezigners.

3.3.2 Alternative ~ the oply alternative ta the regulatiens would ba the publicaticn of
guidalines on mass and dimensicn linits for vehicles using the road system, but thay
would have no legally e#nforceabla status.

Cost/Banefits of Altermative

Because of the imability of guidelines to be enZorced the read and bridge
infrastructure would be dapaged, walch would rasult in disbenefita to road users and
increased Gommunity gosts in maintaining the road system. Road users would also bae at
risk and inconvenienced by the use of unregulated over dimensional vehicles.

Reazon for Rejection of Alternative

Tha lack of punitive weasures would Lnorsase the risk to road users and land to increased
road systes maslntenance costs.

This Statement was similarly deemed not to fully reveal the
impacts of the propesals and like the Speed Limit document
was revised and a considerable effort produced the following
final statements.

What then did we expect to find in the Statements. They
should have exhibited two different types of tradecff. The
speed limit regulations seek to balance safety against
economics (taking faster to be, other things being equal,
more economic) whilst the mass and dimension limit
regulations generally seek to balance the econcomics of
trucking against the costs of protecting other road users,
pavement and structures.

Of course, the crucial issue is not that driving slower or
in smaller vehicles is safer or less eceonomical but, for

different alternative speeds and sizes, how much safer and
how much more or less costly. Co-measurability is vital to

the comparison and it is this comparison that impact
statements should bring out.

Final Statement Speed Limits

gbjegtives

To raquire road users to comply with posted and general speed limlts to facilitate enforcement of speed
lipits and to specify some speed limits.

Proposal

To stata the current geaneral speed limits in built-up and non bullt-up areas, to specify limits in local
precincts and shared zones and speed zones, to specify medificatlons to those limits £oY scme trucks, and
to requira observance of the speed lipits,

Alternative

'Duty of ¢are' requirement.

Bengfits/costs of Proposal and Alternatives

Tha proposal allows the RTA on the advice of the Speed Limits Committae to set spaed limits other than the

two default limits (€0 k/hr in bailt-op areas, and 100 k/hr in non builtsup areas}. The dafault linirs
operata in the abseace of a posted limit. '

The *3hared Zone" and "Local Tzraffic Frecineu' kre separately specified since thay hava unigue speed limit
signs associated with them.

The proposed requla\:ial:\slvi.ll restrict vehicles over 4.5 tonnes to a maximum of §0 k/hr. or 10 k/hr. less
than regulated speed limits which ara below 1200 k/hr except in a shared zone whara all venicles are
required to obsecve the 10 Xs/hr limit.

The 3¢ kshr limik @0 vahicles over 4.5 tonnes has just baen ralsed from 20 k/hr (January -1947) in line
with the ATAC decision to lmplement this 1limit on an Australia-wida basiz. It i proposed to review tha
80 k/Ry limit after 12 months apeveticn. .

Statements from professional documents and findings of studies with respect to tha affacts of speed
requlation are Worth noting prior to cansidering tha alternativa, The source documents for these
ETatements ara the RTA's "A Speed Kanagement Strategy for Victoria 1587%, and tha Institute of
Transpertation Engineers “Transportation and Traffic Engineering Handbook' 1876.

1 nSpeed limits should be imposed, thus, only when they will promote better flow or incraased safecy
If drivers do not recognise particular speed linits 2s being reasonable, the limits will ke
disrespected and ineffective," (ITE P. 853)

"In soma cases (Route Kl in England. for example} highways were or are cperated with no speed limix
whatevar This tetal lack of speed control has generally praven unsafa.® (ITE p.85d).
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BANNISTER AND HARTNETT

“fhe consensus of tTaffic enginesrs ln the Unifed States if that motorists usually adjust their
cpeads according to conditions on tha road apd not necessaTily to posted spesd linmits. Heace, if
unreasenable low linits ars posted, the llwit will be violated by large numbers of drivers. This
leads to disrespect of other posted limits as vall " (ITE p.§54).

"Although excessive speed has often besn liated in polices reports 45 the causa of major contributing
factor Ln accidents tha real problem is driving tea fast for prevailing conditions*. (ITE p. 354).

wStatistics have generally shewn that the impasitlon of a speec limit In an urban area leads to &
redustion in Bericus injury rate and in tha cverall accident rate on a specific highway section
Dost Tarked general affect of the ilmposition of speed limits in urban arsas in several Furopean
countries has been a reduction in fatal accidents.. The affect on slight-injury er property~danage—
only accidencs is much smeilar * (ITE p. 855)

The

“rn Kemt County, England, in a nev study of 40 sitas whers the speed limit was raised trom 30 mph,
accidents were reduced by about 20 percent. The 8G6-percentile speed decrgaged ac 20 of the 40 sites
and increased at eignt.® (ITE p. B55). This suggests that the previous limit was copsidered to be
toc low by a large nucber of drivers who consequently chese to ignore it. With the ned Limit
drivers accepted it 26 more appropriste and many more drove according to the limit.

*A study mada by the Bureau of Public Roads (now Federal Highway Administration) reveals ... .. A
principal conclusicn is that the more a driver daviates from he average speed of traffic, the greatar
his change of being involved in an accident.* (ITE P.85%6).

wihe Traffic Committes for Amerlcan Assvolatien of State Righway afficlals adopted in 1570 the
fallowing policy statement for the establishment of speed Zomes:

The §6th percentile spaed is to be given primary consideration in speed zonee below 50 miles per
hour amd the 90th parcentila speed is to be given primary consideration J_.n astablishing speed

zones of 50 milea per hour ar above. To achisve the optimum in safety, it is degirable to
secure a speed distribution wish a skewness index approaching unity®. (ITE p. 860}.

"In England, where id urban areas wien tha 70 mph lizit was poorly observed, thers was no significant
change in accident experience when a 40 mpit limit was installed.* (ITE p. 855). This suggests that
accidents are not spaed limit ralated, although they may be spaed related.

vpiffarencial (speed) (ED.} limits by kind of vehicla The marits of differantial speed linits arm
still - that reduced epaed is desjrable for larger vehicles becausa their
oparating characteristics, e.g. stopping distance, are not as good as for passenger cars. Opponenis
on the other hand, argue that a differantial limit ¢yeatasz a bujlt-in hazardous condition  Such
variance in spaed is apparantly undesirable as iz evidencad by the results of the study by the
Federal Highway Adpiniszrasien,. .*. {ITE g B62).

"Crash risk is ralated both fo 'high' speed and particularly, to spaed dispersion - in other words a
vehlcle travelling much fastar [or ruch slower) than the Drevaillng traffic stream is at salevated
zisk¥. (RTA P.2}

r5ince most motorists control their spmed in ralaticn to the prevailing circomstancss reliznce on a
general blankat urban speed limit and a general blankat rural speed lioit must result in a high
incidence of fllegal behaviour.* (RTA p. 3).

13 'the valua of strongly targetting the deviant speeder is underlined". (RTA p &)

Given the ganaraily acoapted tenets chag motorista adjust their spaeds according to roadwey conditions and
not. speed linits, and that a *tighter" speed distribution is safer than a “spread* speed distribution,
tien determination of spaed limits should raflect this situation,

Tha RTA in the above queted report. prépose that “The broad spesd management proposed is based on the
principle of graatly improving the degree of concordance betwaen speed zoning and adaptive drivar
behaviour and then rargecting the deviant behaviour for reduction®.

DUTY OF CARE

European experience of "first time" imposition of realistic speed limita resuited In improved safety
A;l;su experiance hae shown that routes with no gpeed linit generally are (ralatively)} uhsafe. (point 2
apove] .

It is undarstood that ths West Garmany & autobahn system operating without speed limits, Das 3
significantly worse accident rete (par wehicle kilomstre travslled) than equivalent freewey systems in
other countries which cperate with epesd limika.

Deregulation wauld logically ied to a greater variance in speeds and this has beepn showm to contribute to
poor satety performance.

Costs The general community would incur increased costs due to poorar safety
People asgociatad with thosa invelved in sccidents would bear incressed costs.

Average vehicle operating and road maintenance gosts might increase

Banefits Oocupants of vahiclas travelling ac higher speeds may benefit fror Teduced travel time. This
would particularly apply te business, freight and bus traffic. However, the impesition of
nppropriate speed limits has baen shown to control speed dispersion with oftan little change in
average speed indicating that this benefit ls likely to ba small.

It is not possible tn.a:r:u:al‘.aly detarmina the magnitudes of these costs and benefits but the relative
orders af magnitude are generally considerad te favour regulation.

Ganaral Speed Iimita

The 60 kshr speed limit in built-up areas has been In force in this Stata since metrication. Experiencs
has shoun that pany vehlcles travel in excsss of this speed en arterial roads with raelative safety. In
eesidential areas spesds eof 60 k/hr are often considered too high for adequate safoty and amenity. As a
cansequence of both situations both higher and lowar limit zones which can be implamentaa
administratively by tha RTA a& appropriate. Given this rlexibility in application, and the fact that the
QULrent geheral limit lies about midway betwaen the two zost cemmonly applied alternative limits, then
there is no reason to change the existing limit A marginal change to tha general limit to say §5 k/hr
would probably benefit users on arterial roads, but disbDanefit users and residants in lecal areas. The
equity balance and cost-effactiveness cannot ba calculated.

The Eurcpsan exparience quotad above justifies the imposition of an upper general spaed linit The 100
k/hT Lipit has widaspread ageeptance as a suitabla general limic, The recent introductiocn of 118 k/hr
Zones on scme high standard freeways indicates that the RTA's speed limit policles ara being progressively
implerented. On most rural roads the read geometry apd locaticn of roadside hazerds such as trees and
posts indicate that lod kshr is a suitable genaral limit. The choice of the acrual limit tends to be
arbitrazy and pelitical

Despite considerable researzch on speed and safety, thers is na data to indicate that marginally ¢hanged
limits would be more cost-sffective than the current cnes.

Reasons for Rejecting Alternatives

There is substaptial avidence that derequlation would lead to a lowering of safecy laveils with little

benefit. The ease of policing deviant speeding ls far greater (and the cost far less) with speed limits
than With a ducy of care requirement.

The existing maxinua speed linits for trucks wera modified in 1987 and have bean subject to a separate
Regulatery Impact Statement, and the changes made at that Time &¥a currently undar reviaw.
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ASSESSMENT OF REGULATORY IMPACTS

E.4 Final Statement Mass and Length Requlations

Road paverents are designed for a certain 1lfa under existing wags limits: bridge design reflects existing

?ass limics: the construction width of roads reflacts the 3.3 netre width Jipit of trucks: intersections

are desighed to allow safe turning of vehicles of standard langth, width and internal dimensicns:

electricity supply lines, telecom lines, tram lines and bridges have been installed with regard ¢o the

height limit of vehicles: currently existing venicles have baen built to standard dimension limits: and

:;rqe articulated trucks have begn designed to allow interchangeability of senl-trailers of standard
zension.

A Teduction in mass limits in Divislon 2 (mass) would increass the cost of transpert of goods where mass
is a liniting factor. RORVL estimates indiCatq for GVN of about 18 ta 4l Tonnes that tha benefits in
reduced road and bridge damage and raduced fuel consumprion and tyzre wear are outweighed by about a 1@
Tlmes greater increase in the cust of transpart

A reduetion in dimension limits tor existing vehicles In Division 1 (Dimensions) would reduce the goods
abla to be carried when volume, length, width, or height is the limiting facrtor, thereby lncreasing costs
Ha benelit would be gained from existing facilities built to curreat llaits, and gains with new
inszallatiens would be minimal. For registration, new vehicles are linmited to the dimensjons previaisly
dpproved by the Premier as part of the Rozd Safecy (Venlclea} Regulactions,

Restiting from the above arguments, whare the Read Safety (vehicles) {Coneslidated) Regulations adopt a
previous standard mass or dimensien limit, no discussion is included justifying existing lisits, and

alternatives which reduce limits are coverad Ly the paragraphs above. Increased limits are covarad by tha
pravision of division. «4.

DIVISION 2 — MASS IINITS

Unchanged Motor Cay Act ragulations

Regulation 705 - Mass imit on Tyre - Sactien {a)

Ragulation 706 - Mass Limit on Single Axla - Sactions (2} (b){ii) and (b} {iii}
Regilation 707 - Mass Linit on Tandem Axle = Sections (a) (b}(ld) {b){iii) and {b){iv)
Regulation 708 - Mass Limits on Tri-Axle Group

Regulation 709 - Hass Limit on Twinsteer Axia

Regulation 710 Hase Limit on Route Busas with Single Axla,

Regulation 705 - Mass Limit on Tyre - Sectien iR} (i) (A)

RORVL recommended that all states 2dopt a gross mass limit of 3.0 tonnes on a single tyre or
3-25 tonnes on a wide profile tyre of section widrh greatar than 375ma.

The increase in mags on & single tyre from 2.7 tonnes allaws route buses to oparate tyres up to
3.0 'fmmes mase limit. As axle loads are not beung incressad, Ao increase in rosd damage will
reault,

The decrease In a)loved mass from 3.50 Tonnes to J.315 tannag oh a wide profila tyrs reflects a
decrease in minimun section width from 450em o 175mu, In practive, as almest all profile tyves
are used on tri-axle groups, the changa will allow tha industry to achieve some cost benefit af
using smaller tyras on current vehiclés. Currant cost for A 450mm section width tyra is about
$Bl0, and for a 375om section width tyre about §€50, For a large tri-axle semi trailar fitred
with =ix vide single tyres, the total cost difference would be §720 for the tyres only. AT
garrant annual kilcmetres and for expected tyre life, thils will approximsate an annual cest.
Industry wide savings may be up to $i to 52 million per year,

The ‘no chahge' slternative wouid ba that road transport operators wishing to obtain the mass
limit hepefits of wide profila tyres would be raguirad ta buy tyrsa whase section width and
Strangth well exceeded that required for cperation at normal mass 1imits. Monsuniformity with
other States would also laad ko problems for vehicles frok other states entering Victoria wich
2es racognlsed in Vietoria and causs such vehicles to be
for mass offence penalties avan thaugh they were legal in tha state of woigin,
would pe opposed to Opiactive 1.

Reguistion 706 - Mass Iijmits on single Axie (not a steering axle) - Section {b){i) (A
These provisions raflect the RGRVL tions and the ar in paragraph 3 2 1 abave. : e aAlthougl

Requlation 705 (b) (i) (B} and 706 {b)(1){8) - Mass Limits on Low Pressure large Fractor and SR r‘eader‘s
arthmoving Tyres. . 8

expecte
This provisicon allows for & gross mass load on lov pressure wide profile tyres of up tog¢65 o R -
tonnes, and a gross mase on a singla axle fitted with such low pressure tyras of up to 5. ; : revised
tonnes subject to a maximum tyre pressura of 165k/pa. o oL TR de ot
Research by the hustralian Road Research Buard has revenled chat such tyres sperated at the o ; ] adedqu
recoppended TYre and Rim Associlation maximums go Rat DOTE pavement cdmage than other legally : Lo dccumeni

pernitted ryres. Further, in so far as bridgas are cencerned, 2.0 tonnes is already allowed on :
a single axle up to 2,5 metres wide fitted with dual narrow tyres. ; 2 : stateme]

i i imi i i ! £ 50,000 tractors . »
An alterhative of a higher limits would remoye a restriction on 100-500 out o . ._
in tetal. As such \:ralg::crs narmally excead the standatrd width of 1.5 mecres. They ara normally ETASY Dimensic

coversd by the provisions of Divisicn 4. - IRBASN
Tes By mhe ® . rora ana : : documerni
i i i tractors and scRe
The change will allow legal operation on road without permits of those large R )
earthacving equipment which do no more damage to pavemencs orf bridges than other legal road - - ShOI t’
vehicles.

4
i

ostpons
Tha ‘no change alternative to the propusal as desoribed would prevent tha legel movement : L p ?
without permit of tractors and earthmoving machines titted with large low pressure tyres. B B publ ic ¢

Regulation 707 (b (i) - Mass Liait on Tandem Axle with wide profile tyres. B g i : -. Which ¢

i ini y discusssd : s
This regulation raduces the lizit in line with the reductions for wide profile Tyres i ; :
I3 Eoail The redurrion ibe serieans Rowvh's finding that this configuzation causes 75% @on: : ¢ ey rajsed 1

rand damage than B cyres tandem axle groups even al 13.3 tonnes. : .
Regulation 711 (a} and 712 (a) - Hass Ilaits for Vehicles ' S
ulation ta) and (£} : . : Only af‘t

Under the provicus act, the paximum vehlcle mass wag inferred from the bridga leoading schedule " AT t " .
relating venicle mass to axle spacing. : S materia’

To clearly state the maximua vehicle mass, and to allow flexibility in using the bridge leading R foooe .
schedula, new clases are being incarced defining the maximin Yehicts nass.  Tha mats iimit i e CJ'-ear anc
itself is required o ensure that seaml-trailers, ubich are safer and ¢an cause less road damage BN llkely
than rigid truck and ctraller combinaticns of the same mass arce tha prefecred vehicle v Foon

configuration for large trucks of standard dimensions R those se

The 'do change' alternative would lmave the mass limit inferred from the bridge schedule and noat o . . limits :

stated in a separsta clsuse
Requlation 71] - Axle distance masa limits on vebicles

As a resglt of the RoRVL investigations it was decided that the bridge loadirg schedule for
vehlcles of maxisuz width of 2.5 matres be based an the formula (3L + 8) instaad of (2L « 12},
where L is the distance frem the front axle Co the rearmost axle. This change will benefit rne
waste, container and extraction industries by enabling greater loads to ke carried on shorser
and mere manoeuvracle venicles. Bridge protection will be rzintatned.
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The schedule will be extended te covel vehigles of mass up £ 36 Lonnes so as to allow for its
use with cOst recovery permit vehicles and possibly B-Doubles.

The 'no change' alternative would lasve the current schedula relating vehicle zass to the
distance from the Erant most to the rear most axle at current values, - For a wehicle to operate
at 38 tonpes the required distance is 11 merres being 13 x 2 = 26 + 12 = 33 Loffhes. Tha RoOAVL
rocommendatian allows vanicles whose extTeme axle spacing is 10 metres Co operate at J§ tonnes
ie 3 x 10 = 30 + §4 « 38 tonnas

ting All road authorities and all States have accepted the proposed change and it is not considered
1 to be likely to lead to any problems with bridges in Victoria. Adoptien will ensurs uniforzity
of regulactieons betueen states.

Hegulation 711 (&) - Allowable Trailer Mass

This proposal raduces tha aliowvable gross mass of 2 trajler (not a semi-trailer) froo ‘the gross
mass af the motor vehicle and load thereon plus 10#" to "the grass mass of motor vehicla and

s load therean", This change is in lihe with the recommendatiens of RoRVL.

United States investigacions of accident fraguency by vehicle typa for heavy vehiclas has shown
that truck-trailer cumbinations invelvement in accidents is twice that Of semi-tradlers and four
times thag of rigid trucks. In additicn, the reilative weight of the trallef Lo the towing
vahici® it shovn to have an effect on the safsty of operation of truck trailer compinations

The 'no change' alternative would maintain the current Situatien whereby tha trailer (Mot 2
semj-trailer] can exceed the towing wvehicls total mass by 10%, Glven the research overseas the
‘no change' proposal would maintain & situaticn Fecagnised as a asignificant safety hazard. No
ochar alternative to the currant proposal existe in encouraginy The safe use of truchk trajler
combinations on victorian reads, exgept to reduce traller weights further,

' Trugk trailer cophinations need nu suffer from a less In carrying capacity, as cost recoveiy
- permits alloy sugh vehicles to cperata at siightly higher wasses chan those cuTrently available
under lagai limits

Requlatign 81% - Ho more than one trailer to be attached to Moktar Vehicles

The regulatioh preventing the operation of E-Doubles or road train confignraticns spaclificaily
withpat & permit was approved by the Premier as parg of tha Road Salaty (vehigles)
Reguiations.matters, to be incerporatad in a permit, therehy epnsuring the waintenanca of raad
safety, ahd recovery of ¢osss of road damaga. Howeyer, B-Doubleg ara hot prehibited.

Regquiation 716(2) - Dimenzicn Limits for Articulated Trucks
These chahges &fe laténded to allow the lagal operation of long honnetted prime maver

arciculated crucks, allow graanter flaxibilicy in loading articulated trucks, and better define
the legal limits to the sizes of sami-trailars.

15 racent tiges, thare has been a trefd tOwatds long-bonnatted prime movers with laproved ride
for the driver ledding to Taductions in fatigus end safer cparation, Dus to the distdnce fram
the front of the bumpsr ob bull bar to the back of tha sleaper cabin, the langTh of the seni-
trailer (12,5 matres] and the clearahce reguired betWeen the cabin and segl-traller, such
vahigles are more than 17.¢ metres long Henca it Ls proposed to increass the legal limit ©a
17.5 zetres to atlaw legal operation of such vehicles. An aiternative increase beyond 17.%
metres would ragult in longer semistrailers and greater swept paths, resulting in ipereasod
safety hazards during turning and the likellhced of inCressed damage to traffic contral devices
at intersections.

The restriction in distance Irom tha point of articulation to the centre of the rear axle groum
(‘s dimension) restricts the ability of oparaters To cantral ths distribution of loads helweanl
the drive and rear axle groups, and can lead ta loade behind the rear axle beifgy damaged. The
RoRVL Teport recanmended that the lmprovements rasulting from inereasing the 's' dimension to
9.0 metras would offset the minor incrasse ih safety hazards of a slightly incrassed swept path
&f the vehicle whilst turning.

The intent of current }imits o sepl-trailer size ls not meU by Ehe present sections of the
Metor Car Act. The changes define the size in & manner which is ubambiguous, sovious to ail
mznufacturers, and in line with registration standatds.

The 'ne change* alternative would require many long bonnetted artitulated Trugks To operate
illegally or cbraip permits, would uhnecessarily restrict the internal dimensions of zemi
trailers, and would majintain the curtent imprecise description of the maxiwmum size of a seol
trailer. On uniformity, safecy, and clarity of legislation grounds the na change alternative Is
net wvarranted, and would ot conply with objective 1.

No gther viable alternatives exist for thc -lues prepasals

Although there is guite a guantity of material presented, not al.
readers may feel that the best possible account of the impacts
expected of the proposed regulations had yet been rendered. The
revised versions were an enormous improvement, but hardly an
adequate statement of expected impacts. To produce such a
document is an extremely onerous requirement. The length of the
statements had also increased, for the Speed Limit and Mass and
Dimension Statements from 50 lines to 400 lines. The whole
document was over 4cm thick, In the event, time was running
short, the introduction of revised regulations having been
postponed neaxly a year. Prior to being put out for 21 days
public comment, supplementary statements were finally prepared

which sought to cover the more important unanswered guestions
raised by the submission.

Only after the preparation of the following supplementary
material was the Director General prepared to issue the regquired
clearance that in his view the statements adequately assessed the
likely impgcts of the proposed regulations. Here finally are
tho;e sections of the supplementary statements dealing with speed
limits and the mass and length regulations.
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E.5. Supplementary Statements

Regulaticn 1001 - Speed Limits

Ohjective:

To pravide & speed limlt system which achieves a rsasonabla balance between safety, efficiency and
amenity, to raguire road users to comply with posted and geheral speed limits, to facilitats enfercement
of speed limits and to specify sore speed limits.

Requlatory lmpact Statement:

The Inpact Stacement in some detail outlines the need for speed limits and the Jjustification for 60 and
100 k/hr as the twe default limits for built-up areas and non built-up areas. The basis for the existing
10 k/hT heavy vehicle speed differential is alse ouclined.

Comments on_the Iapact Statements:
A number of comments were raceived arquing against the coantinuaticn of the heavy vehicle speed
differential, As a consequence, it is proposed to:

(i} abolish the differential for speed zohed up to 0 k/hr

(1i) from : Tuly 1888 . abolishing the differantial in zones up to 100 X/hr

The revised propoused Regulation 1001 is attached

Supplementary Information:

1, Genecal Speed Limits {Regulation 1061 {1)}:

The two major dafault speed lipits prescribed in the current regqulatfons are 60 k/hr in built-up areas and
100 %/hr outcide built-up areas. In additlon, drivers must drive according to signed speed zonas which can
include 40 k/hT in logal ctraffic precincts or 10 k/hr in shared zones.

Alternatives:
The alternatives would be to increase or decrease these limits

Cast and Benefits af the Alternativas:

Tha benafits of ipcraasing the limits imclude:
A reduction in the varjacion of speeds has
study which showed that accident

{i} raising the limit may reduce the spread of speeds
ated by an
han 2% k/hr frca tha average spaed.

safety advantages. This haa been
risk incresses where speeds are Were

{ii} higher speeds would reduce travel times and tharafore travel and transport costs. Increasing
he maximuz spaed of comparcial vahicles by say L0 k/kr in an urban area would Yeduce transport
aosts by approximately L% taking into aodount sCopping times, fuel costs and loading znd
unloading.

[iiijthere is already a substantial degree of nanwcompliance with speed limits and it could be said
that in doing so, drivers zake 4 judgaemant on what they believe appropriate speeds should be.
Raising tha iinits would make them more Gompatible with existing traffic buhaviour One survey
found That 70% of drivers wers exceeding the posted spasd lipits.

The ¢osts of increasing the limits include:

{i) higher speed would lead to an overail reduction In road safety Thers would be a significant
;’n:x‘ease in the severity of accidents as a small rise in speed provides a moch larger lncrease
in the energy te be absorbed. (Eneryy is proporticnal to the mass x velogityl).

Aigher speeds give drivars less time to react. There is also evidence that the numbaer of single
vehiele acoldents inorease with speed, and this 1s a particularly iRportant point on Australian
rooads.

(i1} high speeds are less desirable frokn an apenity viewpsint. In particular in residential areas
many would prefer to sea raduced speeds to reduce noise and intrusion and to improve safety.

{iii}a change would invelve significant costs through the changing of signs and associated publicity
The cost of the changeover of signs alcne for an increase in one of the speed linits would

Probanly exceed $300,000.

Inforoation is not guyrastly available which would allow a definitive, quantitative assessment of toe
overall agohemlc benefit and @osTE of ralsing or lowering speed limits.

A major study on speed limits, "A Speed Management Strategy for Victoria, 1987', was raecently carried out

by the RTA in associition with the Polica apd ocher interasz organisations and experts. This study
specifically addzessed the issue of the general speed limits and conoluded Thag, whila it was not possible
o quantify the ovarall sffects of altaring tha general speed linits, the limits of 60 and 10¢ k/hr should
remain, The report was of the opinlon that the current limits reflected an appropriarte balance and that
::c)dem'.s would inerease if the limits increased, and Transport ¢oscs would increasa if the limics
acreased,

conglusiont

It is concluded that the existing limits of 60 and 106¢ k/hr provide an acceptabla balance between safety
Transpart ¢osts and amenlty.

z Heavy Vehicle Speed Limits (Rogqulation 1401 (2))f

Victorian Regulacions currently specify heavy vehicle speed limits of 10 k/hr less chan the limits for
other vahicles. :

Alternatives:

The alternative would be to abolish this differential
Costs and Banefits of the Alternativa:

The benefits of abolishing the differsntial ara:

(i} victoria {s the only State with a ganeral heavy vabitle Speed differential and this causes

confUsion for intarstate drivers.

Mzny heavy vehicle drivers do not comply with the limits =and they are not seen by the

ceppunity as being negessary.
A study has shown that in 60 X/hr zones the averags fres speed of trucks was 10 ¥/hr abova
their limit of 50 k/hr

Abolishing the diffarantizl would reduce the spread of speeds and this would have rcad

safety beneficts. . . . .
As sutlinag aarlier an Aperican study has shown that accldent risk is contained if vehicles

travel at less than 25 k/hr from THe averagae spaed.

The heavy vehicle speed limit §n 180 ks/hr areae was recently Taised from 8C €2 90 k/hc. An
analysis of this change by Che Federal Office of Road Safaty dld not indicate that cnere were
safety disbanefits. A further increase from 20 to 100 k/hr may lead to A simjlar result.
Allowing heavy vehicles to travel at 10 kyhr in 110 speed zones may however have adverse
saferty effects. Such a move fould only be contemplsted after Therough ewaluation  an incrzasa
fran 20 to 100 k/hr wooid allaw such an evaiuation to be considered.
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{¥) Victorian heavy vehicles are being unfairly panaliged comparsd to other States and this leads
S increased transpart costs for goods In this state. A 1p ksnr difference in speeds in urban

areas could redyce LLANSPOTT cosTs by say L¥.

The costs of abolishing the differenczial are:

(i) the severity of heavy vehicle accidencs is much greater on avarzge than those invelving other

d trucks reguire Jgreater braxing distances than QArs.

FPReds could leagd ion in averalj safety, Glvan the low level of compliance vith the
current limits, and rhe factors outlined above, it is hovever Aot possible to. determine the

overall safety impact op abolishing the differential.
Cenclusion:

It is propesed g abalish the heavy wehicle speed differantial Up ta speed zones ar ag X/hT 2t the tims of
ipplenenting the requlations (scheduled for 1 Harch 1988}, Ra a result of an ATAC meeting en 11 Decexber
1987, it is Proposed to ¥lso abolish the differantial on og K/he zones from 1 July lgaa,
110 k/hr zones wouia still have a diffarencial, This would provide consistency witn Deasures to Lba

introduced by other It is considerad that this Arrangekent would Previde a reascnable bslance

betwarn safeLy and efficiency.

Supplementary Statements
Mass and Dimension of Vehicles

DIVISION 3 - MASS LTMITs

Reguiation 705 - Massg Lizmit on tyra
06 = Mass Limit an single axla

Hass Limit tanden axla
Mags Limjg triaxle group
Hass Linit Twinstaer axls
Mass Linit on Routa Buses vith singie axles
Hass Limit on Vehicla
¥ass Linits of motar vehicle ang trailer
cazbination
Axle Distance Mase Limits on mortor vehicle
and trailer combimations,

Objectives;

To provide a raasonable balance between Bafety. erficiency and Iimiting damage to the roag netuorx through
&8 limits,

cantrol ovar ma.

Rﬂlatnﬂ IEbact Statements:

The Impact Statenents outline the beokground to masg limits for vehiclas. Hany of the mass limits
't changed from tha existing standards ouclined {n the Motor Car Requlations,

propused are ng

Most af tha ¢hanges which ave Propased follow from the Review of Road Vehiclas Limirs (RoRVL) Study of
1285 which cayrjeq Qut an apalysis of mass asd dimansien limitg throughout Australia.

Includad {n the propased changes vas Requlztion 711{e) which Yeduced the allawable
the notor venhicla towing it, this Proposal followsd a RaRVL recammend.a!;j.un for this
testriction to he applisd to heavy vanicles, ag a Egsult of publie Comment tChis restriction iz pow

Proposed to be dropped for owWing vehiclaes under 4 S tonhes Gy,

suggle-ent:aa Intormation:

A General Mass Limits
~Ehgzal Hxss Limits

The Mass Limits for vehicles are specified in Regulacions 785 tg 713 Travel with heavier vehicles than
the limits iy Permissible subtect to obtaining & permit, Tha limits mean that a typical six axle
areiculated truck is akle to travel at a limit of Up to 38 tomnes witheut a parmit,

Gperators ara abla to obTain permits to travel within increas Providing the astimated rpad
danage is paid ror {Regulation 723, fculated trus
4L tonmes.” Permits for higher masses wi granted ror exseptional Circumstances

very heavy indivisible lead needs o bae transporcad,
Alternatives:

The alternativa tg these linits would be increase them. Thers would be littls ta
reduca the limits becausa of the ¢ost this wvould cause to industry.

Cost and Benefits of the Alternative:

The benefits of increasing the lizics include:

(1) bigher limits than these specified in Regulations 705~13 weuld allow suitable vehicles ro
Lransport nere goods at Tedused transport costs Per koenne, Depanding on the clreumstance
increased load of 1ok weuld lead to a reduction 1n tha transport costs of say 3 = ¢

(1£) 2 reduction in tranzport casts weuld be readily achievablae in that many vahicles Are capable of
tansporting heaviar loads and thus increased limits would allow oparators to mateh loads more

te their vehicle's capabilitias.

Tha costs af intreasing tha linmits include:

[$3] the damage caused rg rozds relates clesaly to the masz of vehicles. Increasaed oass linjts
would reduce the life of road Pavements, thereby increasing the costs of rESanstructien and
maintenanwe. The overall costs of dapege from vehicles currently oxceeding the ‘mass iimite is

Sstimated at sbout §51p =illion per year.

the azount of rgag danage incurred incresges rapidly as the mass limit tnureases

For exanple, if a =ix axled truck was allowed teo Operate at sp tennes, . =33 increase in loagd
; The sane increase in
lead for a vehicle at the 33 tonne limir woulg CAUSE an ihcrease in read damage of only 13%,

carried would cause s 160t increase in oad damage par tonne-kilometre,

while zass limic lncresses would Provide benefits to Transpert operarars,
expect the public co subgidise heavy transpore operations by Paying for th

dacage costs,
CTeating further differsnces between States.

incraased danags to bridgas

increased masg loadings would leag 0 reduced safety in chac:

* the effectiveness of braking sYstems would be
reduged,

= there would be incraased STress on various vehicle
fomponents.

MASE limit of a trailer

cks to aparate at up to

A2 support teo generaliy

it iz unreasspable to

Ty e e
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MASS LIH.T ON VEHICLE
711 “he mass limit of a vahicle is the lesser af -
(a) 38 tonnes; and
[£3) any nass limit prescribed in raspect of the vehiclae in accordance vith Regulatilen 213; and

) the sum of the mass timits oh the axlea or axle greups of the vehicla as calculated in
accordasce with Regulatien 708, 707, 708, 708 or 710 az tha case zey bar

d) any gross mass limit specified in raspect of the vehicle by itz manutacturer and

[CH in the case of a trailar {other than & semi-trailar} being tovad by a potor vehicla with 3 Base
limit 2= calculated in accordance with this Regulation exceeding 4.5 tonnas = the mass of the
towing vehicle.

The extent of any such safety problem is not possible to quantify
{vii) greater wear and tear on vehicles {including tyTes)

The restraints of the existing pavement and bridge systek mean that it Is not appropriace to make larye
soale wodifications to the mass limite. 7There are widely varying estimates of the castrefiectiveness of
incrazsing mass limits, with the estimates varying by about it-fold. (The astimated incremental ¢ost of
road damage for an increase of 34 t¢ 4} tonnes varies from 0.3 tO &.0 cants per equivalent standard axle
(ESA} .Jm) .

Some esticata that on ifcreass would be costreffective and soms euggsst lt would nct. The RORVL study
eatimates that for & venicla with GVH of 38 - 41 tonnes, an increase tn Dase would benefit industry
through reduced cests LR transport, sbout 10 times more than the cost of road and bridge dazags, ats

conclugion:

It ls considered that the proposed limits provided a raasonabla balance betwesn safety, afticiency and tha
dapage incurred on the road system, an | a of i d limits should be rejected.

d
The recently introduced permit system allows vehicles to garry increased loads praviding they pay for the
estimated increased road damige.

?. Limitations to tha allowable mass of trailers compared to the masa of towing vehlicles (Regulation 711
&)

Tha earlier draf: ragulations included a glause to ensurs the masa of trailers did not exceed the mass at
towing vehicles, This followed a RORVL recopmendaticn to apply thia restrictien to heavy vehicles to
minimisa bridge damage and to improve road safely.

Mrernativess

A nunber of organisatiens proposed that this restriction should not apply to vahi¢les under 4.5 tonne GV
The major alternative -to the draft regulation would thersfore ba To not inglude the provision ter lLight
vehicles. These light vehicles are typically used for towing caravans, boata and herse floats,

Costs and Benefits of the Alternativas:

The benefira of not ingluding this provision for light wehicles includa:

(1) accident inforpation indicates that. thare are virtually no reported accidents in victoria that
are directly attributed to such trailecs baing overladen.

(ii} particular prubleps with everweight trailars can still be followed up and prosecuted using the
general reguirement "io be safe and to comply with stopping disranca requirements™.

The costs of not including regulation for light vebicles ineluda:
(i)  the provisions for cars would be different to those for trucks

(i1} @& specific guida on mass control for the safe travel of trallers would no longer be retained in
the Regulations.

Conclusion:

There is ne evidence that thiz regulation ls required for light vehicles to mset tha safety objective and
theraforas the lLimitation should not apply to vehicles less than 4.3 tonne GVH. The revisad
regulation is attached.

Regulation 716 = Langtk Iinits

ebiectivaer

To provide a reasobable balanca between tha safety efficlency and 1imiting road damaga to the Road
Hetwork through contrel over vehicla dizensions.

2. Length [imits

Requlatien 716 outlines overazll lsngth limits for vehicles that may ba nsed without a permit For
axampla, the length limit for a trugk-trailer combinatien is 17 S metres.

Alternatives:

Many vehiclas are already constructed to these lengths and a reduction in the limits i5 ¢learly nat
appropriate. An alternative would be to increase che length limit,

Costs and of the A1t es
The benefits of increasing the lengths of vehicles includa:

3] in some cases Lt would allow goods to be tramsported at lower costs. Often however length is

not an issua and it is the allowable mass that is eritical.
The costa of incressing the limits includes:
(1) tha limits are already in plzce and ara consistent with safz vahicle construction standards.
(ii) tha limits are consistent with thome Iroz other States
(iif) increased lengths would causa road sataty and mobility difficulties based omi

- in some locagions there would ba lnadequate road space available for lLonger vehigles ta
make turns, particularly left turns.

longer vehicles would encreach on othar vehicle space particularly when making tarns

longar vehicles take a longar time to evertaka in rurzl aress and could therafore lead to
an ipcrease in avertaking accldents.

It is not possibles to quantify these effscts

vehicles of about the current length

(iv) the artarial road system has bean deslgned to accommodats
1

imit.

Swdoubles are now specifically addrassed in the Rrequlations at this stage a5 a widely :gpreeencntb{e
Governzment Working Party s cugrently evaluating tha appreach to be taken for these vehicles, IT iE
poasible te allow E-doubles to operate through The permit aystem, and this would enzble conditions for the
safe usa of thase vehicles (such as routa selection and vehicle dimensions} to be specifiaed.

Conelusions

The current length limits provide a raascnable balencs hatwWeen safety end afficiency and the alternative
of increasing the limits should be rejeocted.
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g. ADVICE TO OTHERS

ion 7135 amd

The purpose of this paper has bkeen to descr?be and discuss the
: rirst hand experience of the statutory requirement to app;y

- cost/benefit analysis to making and revoking regulations in the
the macs aecma ‘gtate of Victoria. What have we learnt and what advice can we
' offer to those considering or already faced with following a
similar path?

lated in

to make large R
ﬁ&?ﬁﬁ?i F.1 Summary of Problems with Statements in General

standard axle

BaRVL study “ common problems encountered with the Statements for all types of
ndustry .

Sags, stc. 1 regulations, not just those for transport include -

feiency and tae 1. Objectives

a rejected,

¥ pay for tha

Unreascnable or inappropriate objectives, "not in accordance
with the enabkling Act," inconsistent with other regulations.

‘Regulation 711,

d the zasa or
hicles to

Alternatives

¢ 5 tonna GV

1 Fer Ligne : only perfunctory attempts to identify alternative means of
achieving the objectives.

ictorta that Ignering non-regqulatory metheds of meeting the objectives.

&d ysing tha

Costs and Benefits

Financial, Social, Direct and Indirect, Tangible and
+ rerained in " Intangible costs and benefits to one or other of the
' following groups missed

vjective ang
| ravised

- a sector of industry or commerce (including
employees and employers).

consumers,
taxpayers and members of the public generally.
the State and the Conseclidated Fund.
In some cases regulators were even unaware of the numbers of

pecple that would be affected by a proposal and by how much
each person would be affected.

length is

Ideally, the assessment of costs and benefits should be done
as cbjectively as possible, however, some of the worst
submissions have adopted an advocacy style.

1dards.

Drawing Conclusions

Finally some authors fail to gummarise the costs and
beneflits presented in earlier sections. This last phase
: lengen should be almost a formality in that given the chosen
objective and the material presented on impacts in earlier
sections, the reader should be led to the conclusien that
the proposed regulation or revocation is the most
appropriate thing to do.

va

is
v for the

nativa
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F.2 What We Have Learnt

The following observations, based on our experience, may aid
others contemplating introducing such a system or faced with +he
administration of a newly introduced system. i

1.

The best statements tend to come from people practically
involved in an area - engineers, inspectors, and the like,
Legal people are often ill equipped to answer such question
as - what will happen to group x if the regulation requireg
a,b, or ¢? :

Workshop seminars held to assist the preparers of Statement
have shown that most regqulators are much more cbjective in
the assessment of other people's statements than their own,
They are less imbued with the conventional restraints and
more inclined to develop a "next best®™ alternative for
estimation and ultimate comparison with the preferred cours
of action.

In an area which seems to be characterised by high staff
turnover, workshop seminars to help evaluators may only
yield returns over a very long time. No immediate effacts
are apparent. Equally, officers preparing Statements after
their first attempt do a better job and take less time than
"first-~timers".

The training which young economists have received assessing
the impacts of requlations is extremely valuable for other
analytical work within the Department of Management and
Budget. Presumably similar incidental benefits have
occurred in the regulating bodies.

Throughout the regulating organisation the process forces
consideration of what precisely should be in the

. Act

N Regqulations

’ Voluntary Codes

From the evidence available from Statements, very little is
known about the impacts of different levels of enforcement
and penalties., Regulation without adequate policing and
penalties appears rather illogical.

The process of requiring Statements is inappropriate when
time is short, although the expedient of granting a _
Premier's Certificate exemption for a limited period, during
which the requlation temporarily applies and a Statement is.
prepared for ultinmate publication, prior to the regulation
being finally made, seems to work well.
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Freparation of Statements for publication certainly has the
he general publie ends up bearing

agreement between directly

dlords and retail tenants,

Allow a lot of time for the step of preparing Statements in
the regulatory timetable. If a "sunset" provision is to
apply, opt for some itenms to "sunset" each year (not in
decade groups) and if possible schedule the remaking and
revocation of regulations inte a timetable ocutside the
requlators' contrel so as to avold a last minute "log jam".

Finally, if a system at all like the Vietorian one is to be
used, the importance of the task must be emphasised to all.
It should not be seen as a formality nor an academic
exercise. The Victorian solution has been to make
production of adequate statements a statutory obligation -
perhaps anything less than this would be inadequate,
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APPENDIX %
SOME FACTS AND FIGURES

The following material is presented to show in quantified terms
the way matters progressed. It comes from a recording system
set up when the scheme began.

Aug 85 Jan 87
to Dec 85 to Nov 87

Statutory Rules Made 162 200

Certificates Issued by the Premier
Exempting A Regulation From the
Need For An RIS 10 31 14

Regulations Made With A
Regulatory Impact Statement 1 20 33

The provision of an exemption mechanism for items other than the
purely machinery rules is necessary for the cases where
publication of a statement would not be in the public interest
and the total of regulations either so exempted or for which a
statement was prepared seems to have settled at around 50 per
annumn.

RATE OF ARRIVAL AND PROCESSING

Submission are counted as "arriving" when formally received
though in many cases the (preferred) practice of discussion of
preliminary drafts with officers means that the statistics
generally understate the elapsed time. The time estimated to be
spent in evaluation however is the total time spent on drafts o:
the official versions (ie. one duly authorised by the Senior
Executive of the Ministry or Authority concerned) .

Over the period August 1985 to March 1987 the average arrival
rate was 3-4 per month with a range of 0-9. At March 1987 there
were 43 officially submitted Regulatory Impact Statements not vei
adequate and a further 10 drafts under discussion.

Average elapsed time per statement was 97 days and an average of
11 hours was spent assessing each evaluation. The pattern over
the pericd August 1985 to March 1987 is shown in the folliowing
graphs, where considerable monthly variations may be noted.
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PER MONTH

AVERAGE NUMBER OF HOURS SPENT ON RISs
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EXTRACT FROM THE SUBORDINATE

Subardinate Legisiation No. 6386

pro 0 in Guestion 10 the sotice of the public or of persons
likely to be aflected by 1t of of the person concorned.

% dusunmay
la 10158 4"

Sunsct provision fur statutery rutes.
3a. (1} Unless saoner revoked, a statulory rule—

{a) made prior 1o | January 1962 and rcterred to 1 ihe Schedule
Lo ihe Swbordinate Legislation (Revocaugn) Act 1984 shall
by virtue of this Act be revoked on | Sulv 1985;

{0} made on or after | Japuary 1962 and priocr to © January
1972 shall by virtue ol'this Act be revoked on 30 June 1988;

{¢} mude on or alker | January 1972 and prior to 1 July 1982
shall by virlug of this Acz be revoked on 30 June 1992: and

(d} made en or after | fuly 1952 shall by vinwue of this Act be
revoked on the day which is 10 vears aticr the dav which is
the earliest day on which any provision of the statutory rule
Came INlo operalion,

{2) For the purposes of this section a relerence 10 a stalutery rule
whete 2 statulory rult has becn amended by any ather statutory rule, is
a reference (o the slatutory rule sis amended from time to wime and not
10 any of 1the amerdiag statutory rules,

(3) For the purposes ol deter g when a siatutory rule was
trade where the slacutory tule is a statutory rule io which sub-sochion
{1) (83 (1) () or (1) {d} applics, the statutery rule shall be deemed o
have been inade on the day on which the Governmtent Gatzétfe coniaining
the notice required by section 4 {2) was published.

(3) Where a statutory rule is revoked by virtue of this seclion any
statutory rule which amends that statutory rule and any provision ina
stututory rule which is 2 provision that amends that statviory rule shall
alsa be revoked.

Fr. 42 amongnd
by Nas 948857
4. 1008 5. 4
“

5.4 oy
By bo. 1063 4

Statutorv rukes to be published,

4. (1) Ali statutory rulés made on or afier the commencement of
this Act shall forthwith afier they are made be numbered pnnted and
published by the Governmenl Printer.

(2} A nohee of the making of a statutory rule and of the place where
copies ol the rule can be obtained and of 1he date on which the rule was
first obtarnabie trom that place shail be published in (he Government
CFuceite as soon as 1s practicable alier the making of the siatutory rule,

2a) The production of a copy ol the Goveramigal fuzetle purporiing
o coman o potce published pursuant to sub-sectian {2) with respecy
te o stalutory rule shall be conciusive evidence that the stawtory rule
wus prnted and published by the Govemment Printer on the date

*Mow: Act No. HI169 carties ity eperdion on 1,735,

LEGISLATION ACT

Ru. bt

Intilihe Apomev-General prepdres and issues puidelines ouder

this seetion. e guidehines specilied in Schedule 2 shall apply
Regulmory inpagt stlement,

12, ¢1) Where a sintutory rule 1s promosed 10 be made which 15 of
aype or ol a class in tespeet of which the pmdelines operating under
secnon L require ihe preparanon of a regulatory tmpact staiement the
following provissons shail apply:

ta) A notice shall be published in the GFovermmient Gazere and
m g daily newspaper and where appropniaie any relevant
wade, professional, business or public mieresi ournal or
publication—

(i} specifving the reasons for 1he proposed slatulary rule

and the objeciives to be achieved:

(i) summarizing the results ol the reguialory wmpact
swaiement,

(iti) advising where a copy of the regulatory impact
statenict may be obtained; and

(iv) inviling public comments and submissians within such
ume being nol less than 21 davs Irom the publicanon
ol the notice as 15 specified in (he notiee;

{#) The Minisier administering the Acl under which the
statutory rule is 1o be made shall cause ail the comments
and submissions received under this seciion 10 be considered
before the stalutory rult is made;

{¢) A copy of the regulatory impsct stalement shail be torwarded
10—

{i) the Direclor-General of the Depariment of Managemient
and Budget; and
{ii) the wepal and Consutuuenal Commitee; and

{d} A copy of all the comments and submissions received under
this section shall be iorwarded 16 the Legal and
Constitutional Comntiee,

{2) Sclicdule 3 has effcet with respect 1o regulatory impacl
slalements.
{3) ILshall noat be necessary Lo comply with sub-section (1)

{a@) the Premier certifes in wnting thatin the Premier's opinien
tn the $pecial circumsiances of the particular case the public
inlerest requires that the proposed statuiery rute should be
made without complying with sub-section {1}, and

() & copy of the certificate 15 submutied with the propostd
statutory Tule to the Governor 1o Couneil.

APPENDIX B
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