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Some comments about Oral History... 

Oral history has been described as "a picture of the past in people's own words". It reveals 
what you often won' t find in the files and the history books - the facts and the real reasons 
things happened. It is told by the people w h o were there - those w h o were involved, w h o 
made it happen, w h o were affected - in the colour, passion and inflection of their o w n 
voices. 

Oral history accounts can also tell about relationships, perceptions, social and political 
climates, all of which are part of life and influence our actions and those of others. It often 
reveals the unsung heroes, the names of those actually responsible for innovations and 
important changes. 

So, oral history provides a counterbalance to the formal written record by providing the 
personal, intimate, h u m a n and social account of events and w h y they happened. 

The R T A Environment and Community Policy Branch established an Oral History 
Program in 1997, to investigate various topics of historical interest. Developments in 
Vehicle Regulation, Driver Testing and Licensing is the fourth thematic oral history to be 
undertaken as part of the Program. A s with previous projects, this oral history did not seek 
to present a definitive history of developments in this subject area, rather it involved a 
recounting of related stories, told by those involved. 

Over the years, there have been many and far reaching changes in the areas of vehicle 
regulation, driver testing and licensing and to the various organisations entrusted to 
administer these matters. These changes have been in response to a huge increase in the 
number of vehicles travelling on N S W roads, from 6,945 in 1911 to over 3.7 million in 
1999. 

The major output of this project was some 35 hours of taped interviews with people w h o 
have had long standing experience in the areas of vehicle regulation, driver testing or 
licensing. S o m e w h o were initially employed in the 1950s had worked with the 
organisation as it changed from the Department of Road Transport and Tramways to the 
Department of Motor Transport in 1952 and then to the Roads and Traffic Authority in 
1989. This compilation tape features some of the key themes uncovered during the course 
of the project, including organisational change and decentralisation; early data handling 
procedures and the development of D R I V E S ; car and truck driver licensing; regulation of 
the driver instruction industry; number plate series; the motorcycle rider training scheme; 
heavy vehicle load limits; vehicle standards and certification; photo licences and legislative 
issues. 

The opinions expressed in the oral history interview tapes are those of the individuals 
concerned and do not necessarily represent in whole or in part the position of the N S W 
Roads and Traffic Authority. 

R T A 
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1.0 INTRODUCTION 

1.1 The Client 
The client for the oral history is the Roads and Traffic Authority, N S W . 

1.2 Liaison 
The Project Manager is Stuart Hill, Environmental Planning and Assessment Officer, 
Environment and Community Policy Branch. 

1.3 Study Area 
Developments in vehicle regulation and driver licensing and testing in the Department 
of Road Transport and Tramways, the Department of Motor Transport ( D M T ) and 
Roads and Traffic Authority (RTA) . 

1.4 Authorship and Acknowledgments 
This report has been researched and written by Mary A n n Hamilton and Sue 
Andersen. 

W e would like to thank the people w e interviewed for their valuable contribution to 
this oral history: 

Phillip Leeds who joined the D M T in 1989 as a policy analyst and is currently 
Manager, Vehicle Industry Regulation with the R T A . 

Garry Chenhall w h o has been employed by the Department of Main Roads 
( D M R ) / R T A for twenty-six years. His career has included positions such as 
Supervisor, Road Enforcement. H e is currently a Project Officer, Safe-T-Cam 
Operations and Manager Safe-T-Cam and Rider Training Bookings. 

Gary Corben, w h o has been employed by the D M T in positions such as Project 
Officer, Photo Licences and is currently Unit Manager, Policy Implementation with 
the R T A . 

T o m Suter, who joined the D M T in 1956 as a Records Clerk. H e has held positions 
in the D M T Accounts and Internal Audit sections and is currently a Policy Officer in 
Driver and Vehicle Licensing Policy. 

Allan Morey, w h o has been employed by the D M T / R T A for forty-seven years. His 
career has included positions in Registration Records and at the time of the interview 
was employed in Driver and Vehicle Procedures. Allan retired at the end of 1999. 

B o b Reece, w h o has been employed by the D M T / R T A since 1956 in positions such as 
Administrative Officer, Secretarial Branch and Manager, Legislation and Policy. H e 
is currently Senior Legislation Officer, Driver and Vehicle Policy and Regulation. 

Terry Hagan, who was employed as Senior Legal Officer, Supervising Legal Officer 
and Deputy Chief Legal Officer by the D M R prior to the formation of the R T A . H e 
n o w holds the position of Manager, Advisory and Legislative Services. 
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Paul Cullen, w h o has been employed by the D M T / R T A for twenty-seven years. His 
positions have included clerical positions in the Licence History section, Registry 
Officer, Project Officer with the Over the Counter Photo Licence Project. H e is 
currently Acceptance Testing Supervisor, D R I V E S Quality Control. 

Greg Booth, w h o was seconded to the R T A from the Crown Solicitors Office in 
1995. He is currently General Manager, Driver and Vehicle Policy. 

R o n Chisholm, w h o has been employed by the D M T / R T A for thirty years mainly in 
driver testing and training. H e is currently the Unit Manager, Driver Training. 

John Thogersen, w h o was employed by the D M T / R T A for thirty-five years. His 
career included such positions as Special Project Officer and Manager Special Plates 
Branch. John left the organisation in 1999. 

Kevin Salway, w h o has held positions such as Customer Service Officer and Project 
Officer with the Over the Counter Photo Licence Project. 

Hilton W i c k h a m , w h o was employed by D M T / R T A for forty-three years in positions 
such as Manager, Driver Testing. H e left the organisation in 1991. 

John Moore, w h o joined the D M T in 1968 as a Registry Clerk and subsequently held 
positions with the Relief section and as a Project Officer on the Photo licence team. 
John left the organisation in 1999. 

Phillip Y o u n g m a n , w h o began his career with the D M T in 1965 as a Filing Clerk 
with the Correspondence Records section. H e is currently Freedom of Information 
Officer with the R T A . 

Barry Booth, w h o joined the Department of Road Transport and Tramways in 1951. 
His career included supervisory positions with the D M T Stores and Printing 
Workshop. H e is currently an Accounts Clerk with the Parramatta Office of the R T A . 

K e n Suter, w h o joined the D M T in 1959 as a Registration Revenue Clerk. His career 
with the organisation included positions with the Audit section and as a Project 
Officer with the D R I V E S project team. H e left the organisation in 1999. 

Geoff Deacon, whose career with the D M R / R T A included positions such as Director, 
Driver and Vehicle Policy and Regulation. Geoff left the organisation in 1995 

David Hill, whose career with the D M T / R T A included positions such as Chief 
Motorcycle Riding Instructor and Manager, Driver Assessment. David left the 
organisation in 1999 

O H M Consultants 
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2.0 ROAD AND TRAFFIC AUTHORITY - DEVELOPMENTS IN 
VEHICLE REGULATION AND DRIVER TESTING AND 
LICENSING 

2.1 Aims 

The aim of the oral history was to record a series of oral history interviews with 
people w h o have a working knowledge of developments in vehicle regulation and 
driver testing and licensing. The interviews contributed to documenting the history of 
this topic. 

2.2 Methodology 

A period of initial research was conducted which canvassed historical information 
available through the R T A Library. Preliminary interviews were undertaken with each 
interviewee to assist in developing questions for the oral history interviews. 
Introductory letters and an information package about the oral history were sent to 
each interviewee. 

A series of oral history interviews were conducted with eighteen people associated 
with developments in vehicle regulation and driver testing and licensing. Several 
interviewees have had long standing experience in the subject area, some w h o were 
initially employed in the 1950s worked with the organisation as it changed from the 
Department of Road Transport and Tramways to the Department of Motor Transport 
in 1952 and then to the Roads and Traffic Authority in 1989. 

M a n y of those w e spoke to began their career with the organisation as Clerks and a 
couple spent their early years in the front line at Registry offices. O n e of our 
interviewees began his working career in the D M T Stores and Printing Workshop and 
others w e interviewed are now Officers or Managers with various sections of the 
R T A . Several people w e interviewed have left the R T A and taken up consultancy in 
their area of expertise, while others have retired. 

While mindful of the necessity for oral history to be open to the direction of the 
interviewees, the interviews were structured around a series of themes that included: 

• history and development of the organisation from Department of Road Transport 
and Tramways, Department of Motor Transport to Roads and Traffic Authority 

• history of changing work culture and practices 

• history of data handling systems and changing technology in the work place 

• the development and impact of the D R I V E S system 

• the history and development of driver testing and the regulation of the driver 
instruction industry 

• the development of licensing systems culminating in the photo licensing system 
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• developments in the regulation of heavy vehicles, vehicle standards and certification 

• state and national legislative issues and the development of national legislation as 
it impacts on vehicle and driver regulation 

• the various number plate series that have been developed over time 

• instances of corruption and fraud and measures developed to prevent such 
occurrences. 

T o retain the personalised focus of the interviews these themes were discussed in 
terms of the interviewee's personal experience. 

The interview tapes were logged and bound in two volumes and they accompany the 
interview tapes. A summary of the findings of the oral history has been developed and 
is contained in the main body of this report. 

Material for this report has been gained primarily from the oral history interviews. A s 
well as outlining the story of developments in m a n y aspects of vehicle regulation and 
licensing the interviews provide a rich social context in which to understand the 
history of the development of the R T A and its activities. This information gained 
from the oral history interviews has been augmented by library and archival research. 

O H M Consultants 
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3.0 O V E R V I E W 

Motor vehicles first appeared on N S W roads just before the turn of the 20th century, 
yet it was not until 1908 that the number of cars on the roads necessitated a system of 
registration and driver licensing.1 This regulatory activity was at first undertaken 
solely by the N S W Police Department who administered the 1909 Motor Traffic Act 
and collected licence and registration fees and taxes. In 1930, administration of the 
Motor Traffic Act passed to the then newly established Department of Road Transport 
and Tramways.2 

Initially the Motor Traffic Act set out licensing and registration requirements and 
outlined only vague recommendations to regulate the speed and manner in which 
motor vehicles should be driven. By the 1930s there were over 158,000 motor 
vehicles on N S W roads and the Motor Traffic Act was amended to define a speed 
limit of 30 miles per hour in built up areas and 50 miles an hour elsewhere. During 
the 1940s the Department of Road Transport and Tramways also took on the 
administration of Third Party Insurance as well as the provision of traffic facilities.3 

In 1952 the functions of the Department of Road Transport and Tramways were split 
and the Department of Motor Transport was formed to undertake the administration 
of Traffic Laws.4 Provision of traffic facilities was then carried out by the Department 
of Main Roads ( D M R ) . 

After a period of post war social and economic readjustment and the abolition in 1950 
of petrol rationing instigated during the war years, the number of cars on N S W roads 
continued to grow steadily. Consequently the Department of Motor Transport ( D M T ) 
continued to grow through the 1950s and 1960s. By the late 1960s the D M T had 
embarked upon a process of decentralising its offices to major regional centres. T o m 
Suter thought that the move to decentralise the D M T began under the leadership of 
David Coleman, who served as the Commissioner of Transport during the 1960s and 
early 1970s. Decentralisation went a long way to easing the increasing demand for 
local access to registration and licensing facilities. It also lessened the demand on 
Police Department personnel to fulfil licensing and registration functions in country 
areas. 

Throughout the 1950s and 1960s the D M T continued to be primarily responsible for 
administering the Motor Traffic Act and collecting fees and taxes from registration 
and licensing. The revenue raised was then channelled through Treasury to the 
Department of Main Roads which, from 1976, had responsibility for the provision and 
upkeep of traffic facilities including roads, highways, traffic lights and signage on 
State owned roads. Councils looked after local roads and facilities. These were just 
three of a number of bodies which were involved in managing traffic and roads. 

1 J Thogersen. A History of Vehicle Registrations in N S W . The Early Days of the Motor Vehicle, p 1 
2 From a document provided by Bob Reece that was forwarded, in April 1982, as a letter to T C Barker, 
A N U , to assist in his research. 
3 J Thogersen O p cit. pp 2 - 3 
4 J Thogersen O p cit p 3 
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B y 1976 the N S W Traffic Authority was set up to coordinate the road traffic 
functions of these various bodies.5 

Review of the organisation was felt to have been an ongoing theme throughout the 
1980s. In 1988 there was a major restructure of the D M T which resulted in the 
effective amalgamation of the D M T , the N S W Traffic Authority and the D M R into a 
new organisation, the Roads and Traffic Authority of N S W (RTA) . This new 
organisation was created on 16 January 1989. 

department of Main Roads N S W 'New Traffic Authority* in Main Roads Journal 1976v 42 no. 1 p 8 
6 
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4.0 D E V E L O P M E N T O F T H E ORGANISATION 

4.1 Location and Accommodat ion 

A number of the people w e spoke to started their careers with the Department of 
Motor Transport as early as 1948. At this stage the D M T was named Department of 
Road Transport and Tramways . M a n y interviewees continued to work for the 
D M T / R T A witnessing the various organisational changes. 

In 1948 the D M T was located in Phillip St, Sydney. B y 1956 the accommodation at 
Phillip St was insufficient and the premises at Rosebery was purchased and became 
the Head Office for the D M T . According to our interviewees this n e w building at 
Rosebery was a four storey building with a public counter on the ground floor. 
Various clerical departments were located on this level and levels one, two and three. 
O n the fourth level there was a canteen, social club and credit union. The 
Commissioner's Office and his Secretariat were also located on the fourth level. In 
the mid 1960s, when a number of offices had been decentralised to regional areas and 
a team of field officers were on N S W roads, a D M T radio communications station 
was located on the fourth level of the building. 

It was commonly felt that during the 1950s, 60s and the early years of the 1970s the 
D M T was very m u c h a close knit, "family" organisation. A s B o b Reece commented, 
because the D M T was an organisation that valued one of its best assets - its 
employees, it was often a place of employment for several family members . M o r e 
generally it was felt that the D M T was a work place where people k n e w each other as 
Alan Morey commented: 

"...[The DMT] was like a family, everybody knew everybody, 
if you walked down the corridor and saw the Commissioner coming 
towards you, you didn 't say, 'Good morning Sir', you would just 
say, ' Good morning Mr Coleman or Mr Walsh' and he 'd say, ' G 'day 
Al how are you', everybody from the top down knew everybody, so 
you see it was like a big family and everybody was involved on the 
social side of it... " 

(Alan Morey, RTA VRDTL11 Side A , 1212-1489) 

Phillip Y o u n g m a n noted that older staff members looked out for the younger staff: 

"...whilst it was insular, and probably in some cases not the best 
environment, there were aspects of it that were very good. 
People cared for each other...there were some men there who 
were the father figure type blokes who'd look after the young 
kids...l can remember instances where 1 had trouble with other 
blokes and my bosses came to my side.../ was about 16 at the 
time and two guys started... and for some reason they took a 
dislike to me...I ran into them in the toilets...they shoved me 
around ...sol went back and told my boss 1 wanted to be 
transferred. Even though 1 didn't tell him he knew what had been 

O H M Consultants 
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going on ... he said ' leave it with me'... anyway my boss said to 
them ' you 're going to leave by the end of the week, you 're 
either going to resign or I'm going to sackyou' . . . " 

(Phillip Youngman, RTA VRDTL 29 Side B 201-460) 

B y all accounts the D M T staff shared an organised and vibrant out of working hours 
social and sporting life. Regular theatre parties were organised and lunchtime variety 
concerts were held on the rooftop at Phillip St Offices. These were organised by the 
active D M T Musical Society. For those inclined to sporting activities there were 
weekly football, cricket, netball or swimming events. Hilton Wickham, whose career 
with the D M T / R T A spanned from 1948 to 1991, recalled: 

"...we had lunchtime concerts on the roof and some of the people 
went on to better things. One very notable one was the late David 
Gray, the well known tenor...we had singers, we had joke tellers, 
we had pop singers and violinists and instrumentalists.... they 
were all people from within the Department. ..we had our own 
musical society back in the days of the Department of Road 
Transport and Tramways...we had so many characters with 
extraordinary nicknames...people became busier from the 1980s 
onwards as the older ones were going up the Departmental ladder, 
we were the ones who organised the events [the social activities 
decreased]" 

(Hilton Wickham, RTA VRDTL 25 Side A 1145-1632) 

Sadly the lunchtime concerts came to an end with the m o v e to Rosebery in 1956. A 
new work regime of staggered lunch times and a lack of appropriate space were the 
reasons given for the demise of these concerts. In fact, despite the provision of a well-
stocked canteen, there was very little space available for relaxing at lunchtime as a 
number of people recalled. 

The move to Rosebery was apparently not regarded kindly by many of the staff. The 
canteen was provided because at the time Rosebery was an almost exclusively 
industrial area with few or no shops, cafes or restaurants. Another attempt to attract 
staff to the Rosebery offices was a photograph that was widely circulated, taken from 
such an angle as to situate the Rosebery Office in the centre of extensive gardens. O n 
seeing this and the possibility of lunchtime recreation lounging on the lawns, staff felt 
a bit better about the move . As Phillip Y o u n g m a n recalled this Utopian recreation 
ground was not part of the Rosebery premises but was the Sweetacres factory grounds 
and D M T personnel w h o strayed onto the lawns at lunchtime soon found themselves 
persona non-gratis. Phillip Youngman recalled this particular photograph: 

" One of the things that happened some one told me was ... when 
they went out there Sweetacres was just on the other side of the 
road - and it was Sweetacres, huge rolling green grass and palm 
trees...so they took a picture from the front of the building and 
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the way they angled the picture it cut out the road between the 
DMT and the Sweetacres . It looked like - out the front of the 
building where you were going to work was these huge 
green lawn. Apparently when they first went out there, all the staff 
trotted across the road onto this lawn to have their lunch 
... Then the Sweetacres people came out and told them to get lost... " 

(Phillip Youngman, RTA VRDTL 29 Side B 80-201) 

M a n y people had w a r m memories of the social outlets organised within the D M T well 
into the 1970s. John Thogersen observed that the introduction of flexi-time greatly 
impinged on the D M T ' s organised social activities. 

M a n y interviewees employed from the early 1950s, recalled that the clerical staff at 
the D M T were relatively youthful. Indeed in Sydney in the 1950s it was not 
uncommon for fifteen or sixteen year old school leavers to seek employment in Public 
Service organisations such as the D M T . T o m Suter and Phillip Youngman both recall 
the high turnover of staff as young m e n left for positions elsewhere or served their 
two years National Service and young w o m e n left to get married. If you were male 
and stayed on the clerically based organisation you could expect to rise through the 
ranks as higher level positions were vacated by older staff. 

Phillip Youngman noted that the practice of promotion by seniority continued for 
many years and it was not until the mid 1970s that the seniority based system began 
to break down with the recruitment of outsiders to D M T management. U p until this 
time any attempt to " jump the promotion queue" would be unsuccessful or contested 
at D M T Appeals Board level. Phillip Youngman and Paul Cullen both recalled that in 
the non professional ranks of the D M T , one way to beat the promotion by seniority 
system was to accept a higher level position in the country regional offices. M a n y , 
more senior D M T staff chose not to face the ordeal of moving their family to the 
country. 

Another strong impression of working in the D M T in the 1950s and 1960s gained 
from the interviews is the gender division of work. During these years w o m e n 
provided secretarial and some filing services to the Department but the majority of the 
clerical staff were male. W h e n the D M T "mechanised" with the introduction of the 
punch card system of recording information on registration and licensing files, the 
w o m e n handled the updating of the cards. In the Accounts section they were 
employed in bookkeeping activities. After 1972 when the I B M computer system was 
introduced, data entry was handled almost entirely by w o m e n . 

Alan Morey recalls the differing jobs that m e n and w o m e n did: 

" ...we had office assistants and typists, they were women, 
they didn't start into clerical work until the womens' equal 
wage case in around 1974 and didn 't take up until around 1975 
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or 1976 and that was when women started to move across 

to the general clerical side of it... " 

(Alan Morey, RTA VRDTL 10 Side A 499-647) 

Phillip Y o u n g m a n also noted that this division was entrenched by the fact that until 
the mid 1970s, the w o m e n ' s positions in the non professional ranks of the D M T were 
under a different structure to the male clerks. They were also covered by different 
unions, the Public Service Association looked after the w o m e n and m e n were usually 
covered by the Australian Transport Officers Federation. Phillip noted the inequity of 
the system and the disadvantage faced by w o m e n w h e n equal pay was legislated: 

"Prior to equal pay... the women [in the non professional ranks] 
had separate clerical structure from the men and in fact the 

highest paid woman would have been someone like the 
secretary to the commissioner and was probably the second or third 

level from the bottom of the men in pay... When equal pay came 

in they amalgamated the seniority lists...and the women 
got a rough deal... they got put down the bottom of the clerical 

jobs... the vast majority of men were up the top and the women were 

down the bottom [of the seniority list]..." 

(Phillip Youngman, RTA VRDTL 28. Side A 1385-1450) 

This inequity for clerical staff has dissipated over the years assisted by the 
disbandment of promotion by seniority and the creation of a single job classification 
system. Phillip Y o u n g m a n noted that the R T A today has m a n y w o m e n in positions of 
middle to senior management. 

4.2 Decentralisation to Regional Areas 

T o m Suter recalled that during the 1960s Registry offices were established in country 
areas including Wollongong, Newcastle, D u b b o , W a g g a and Armidale. Prior to 
August 1968 w h e n the D M T took over driver testing, the testing of drivers was done 
by Police Testing Officers at Police Stations. In remote country areas m u c h of the 
registration and licensing work continued to be done either by mail or by local Police. 
Vehicle inspections necessary for registering vehicles were either carried out at the 
D M T ' s Inspection pits located at Rosbery and some major country centres or at a 
local Authorised Inspection Station. 

The impact of the decentralisation on staff located at the Rosebery Head Office was 
noted in several quite subtle ways. K e n Suter spent some time as a junior collecting 
the mail from the G P O and recalled the diminishing size of the mail deliveries to the 
D M T during the 1960s. 

"What happened was that the amount of mail transactions gradually 
diminished. So once the Registries began to come on line 
and provide service for customers in rural areas and in 
metropolitan areas....Parramatta first, then Kogarah and Five 
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Dock...and gradually the mail transactions diminished. It didn't happen 
over night it took quite a few years. ..So the mail boy, instead of picking 
up ten bags of mail on Monday morning, he'd probably now only 
pick up five..." 

(Ken Suter, RTA VRDTL 32 Side A 672-720) 

Similarly, Barry Booth worked in the D M T Central Stores area during the 1950s and 
1960s and remembered the increase in workload, as he had to arrange the 
transportation of stock such as stationery, registration and licence certificates and 
number plates to the new regional Registries. Not only did these have to be 
dispatched, but they also had to be accounted for properly, especially the number 
plates. 

"[In about I960 or a bit later]...that was when we began to regionalise 
... we formed regions, North, South, East and West. When I was in the 
Stores I had to arrange to stock these new Registries with complete 
stores — numberplates, everything they required ... If a person in the 
country required a numberplate, we supplied the country Registry 
and they issued it to the customer. Previously they would have been 
mailed out. ... The plates used to come back from country Registries in 
boxes and... you 'd have to tip them out onto a bench and tick the 
plate numbers off against a scheduled sheet... " 

(Barry Booth, RTA VRDTL. 30 Side A 780-820) 

4.3 Amalgamation 

The amalgamation of the D M T , D M R and N S W Traffic Authority into the Roads and 
Traffic Authority in 1989 was the result of a number of years reviewing the efficiency 
and productivity of the Public Sector in N S W . Bob Reece recalled that this process 
was initiated in the years of the Wran Government with the development and 
publication of the "David Block Report". Recommendation from the report began to 
be implemented under the Unsworth government. However, the final implementation 
and the establishment of the R T A occurred under the Greiner Government. 

Geoff Deacon recalled that during this period he was constantly called up to 
Parliament to answer questions regarding the implementation of new organisational 
practices and technology, such as the D R I V E S system that was being developed: 

"DRIVES would have been relatively low key, but it happened 
when there was a minority government in NSW...the Greiner 
Government was suffering from its lack of majority and every 
little thing that was coming up was scrutinised and got an airing 
in Parliament. It wouldn 't have happened if there was a majority 
government" 

(Geoff Deacon, RTA VRDTL 35 Side A 1103-1255) 
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M a n y of the people w e spoke to recalled the amalgamation as a time of great change 
where the staff and structures of three large government bureaucracies were 
rationalised. T o m Suter, w h o was at the time working in the Accounts section, noted 
that after the restructure a number of people retired or took advantage of redundancy 
packages. Even after this occurred T o m recalled that in the Accounts section alone 
there were eighty Accounts section people w h o did not have a position at the end of 
that period: 

"For instance I was in Accounts section ... in that area there would 
have been over a hundred people employed... the end result 

of the amalgamation was that there were about 80 people in that 
section who did not have a position ... some people got redeployed 
straight away but others didn 't see a suitable position . ..and were 
faced with accepting a job at a different level — a lower level..." 

(Tom Suter, RTA VRDTL 9 Side A 380-641) 
The impact of restructuring the organisation as demonstrated by T o m ' s experience 
was felt at all areas of the organisation 

M a n y people felt that the most problematic aspect of the amalgamation was the 
difficulty in reconciling two very different work cultures. A s Geoff Deacon recalled: 

"The DMR used to be an organisation by Engineers for Engineers, its 
life was building things. The only thing the two organisations had in 
common were cars. One built the roads for the vehicles to travel on 
and the other authorised their use..." 

(Geoff Deacon, RTA VRDTL 36 Side A 414-726) 

A s Geoff indicated, the D M R was felt to be an organisation with an engineering 
focus, its personnel base being Professional Engineers. The D M T , with its personnel 
base of clerical workers was characterised as being a family or friendly organisation, 
with all the advantages of this but also some drawbacks. For example, John 
Thogersen and Phillip Youngman both commented that some D M T personnel were 
not well prepared for change. 

Another example recalled was that outmoded practices such as promotion by seniority 
were held on to for a long time by the D M T , while the D M R w h o had more 
professionals employed, had a merit based promotion system in place m u c h earlier. 
Other people described the D M T as having a client or customer centred focus, 
whereas the D M R was said to have been primarily interested in building roads and 
bridges and was commercially orientated. These differences were reflected all 
throughout the structure of the organisations and made the task of amalgamation more 
complicated. 

M a n y of those w e spoke to expressed the opinion that the amalgamation was more 
like a take over by die D M R and most of the management positions were filled by 
D M R personnel. M a n y interviewees commented on the noticeable difference in the 
technology base of the two organisations. R o n Chisholm reflected: 
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" / was amazed at the technology ofthe DMR... they had 

computers, photocopiers while the DMT were stilt on manual 

systems" 

(Ron Chisholm, RTA VRDTL 20 Side B 278-680) 

Some of the problems and improvements experienced during the amalgamation are 

illustrated by the restructure of the D M T and D M R Inspectorates. Phillip Leeds joined 

the D M T just prior to the amalgamation and one of his first tasks was to plan and 

manage the process of combining the D M T ' s Roadworthiness and Log Book 

Inspectors and the D M R ' s Weight of Loads Inspectors. One of the problems with this 

task was to create an integrated position given the disparity in qualification and 

experience between the different positions. 

Finally a generic description was written that set out a minimum level of tasks that all 

the Inspectors would undertake such as checking heavy vehicle log books and 

checking licences and weighing vehicles. Additional elements were required for 

higher grades such as a motor mechanics trade qualification, which was needed to do 

roadworthiness inspections. S o m e people viewed this generic description as 

inequitable for there were some long serving Weight of Loads Inspectors who could 

not attain higher grades unless completing a three year trade course. 

Another difficulty posed by the restructure was the change in reporting procedures 

where the Inspectors were now supervised from the various regional offices. Despite 

these perceived drawbacks many of the Inspectors enthusiastically welcomed the 

opportunity to multi-skill and diversify their tasks. 

Similarly, personnel in operational areas or clerical positions often found the 

amalgamation a catalyst for changing their career direction. For example Barry Booth 

who had worked in the D M T Stores and Printing Workshop was now able to enter the 

clerical structure of the R T A . 

"In those days [early 1950s] we couldn't get onto the clerical staff... 

unless we did a tech course and got our intermediate certificate. 

That's one advantage with the RTA, I have been able to go further 

because after the amalgamation they didn 't say, 'oh because 

you are a storeman we are not going to accept you in the clerical 

side'. They said, 'whatyou are doing is basically clerical work' 

so they transferred me across..." 

(Barry Booth, RTA VRDTL 30 Side A 524-620) 

Many of those we interviewed acknowledged that the organisation is now a leaner and 

in many ways a more efficient organisation. The staff has reduced considerably and 

work is managed quite differently. Bob Reece commented that the R T A Legal Branch 

has far fewer staff than the old D M T legal section. H e noted that since the 

amalgamation much of their work is out-sourced to consultants and noted that the 

maintenance of the D R I V E S system for example, is currently undertaken by Fujitsu. 
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Bob also noted that another difference between the old organisation and the R T A is 
that the D M T was an organisation with a customer service focus. The R T A on the 
other hand is able to take on more business related activities such as joint ventures 
like the Harbour Tunnel. 

Gary Corben recalled that in the early 1990s the R T A had its new business practices 
in place with the focus on efficiency and the provision of modern customer services. 
H e noted that the Q-matic queuing system was installed in Registries around this 
time. The system allowed the R T A to monitor h o w quickly customers were being 
dealt with and where the peaks and troughs were in customer activity. Staff were then 
able to be rationalised and more part-time staff were employed to handle peak times. 
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5̂ 0 D E V E L O P M E N T S IN W O R K P L A C E T E C H N O L O G Y 

5.1 Manual Data handling 
D M T employees who began their working life in the late 1940s and early 1950s 

recalled the days of recording all information on file cards by hand. T o m Suter 

observed that when he worked in the Vehicle Registration section in the mid 1950s, 

registration file cards were kept in very long rows of filing cabinets accommodated in 

a single large room. All through the day the large number of Registration Clerks 

attached to that section scrambled around the card files checking details and updating 

information by hand as T o m describes: 

"There was a large staff employed at Rosebery to record those details 

[registration details] onto cards so that a record of owners 

of vehicles and current registrations was maintained. And it was all 

done by hand in those days - hand entering onto one card per vehicle. It 

was pen and ink -fountain pens-it was before biros and if you didn 't 

have a fountain pen it was pen and ink well. Those cards were all 

maintained in draws that were about shoulder height. The drawers 

were stacked on top of one another. There were a large number of 

people in the registration filing room and we were all trying to 

access the cards at the same time... someone would open the top 

drawer and someone would need to get to the bottom drawer -

you would get covered in grease for the rollers on the drawers 

were all greased ...It was very crowded..." 

(Tom Suter, RTA VRDTL 7 Side A 109-342) 

Each section of the D M T had its own card filing system. So there were similar large 

filing systems attached to the Driver Licensing section, the Air Transport section, the 

State Transport Coordination section, the Public Transport section and so on.6 

T o m ' s brother Ken Suter w h o also worked with the D M T , recalled that in his early 

years working as a Registration Revenue Clerk there were about a hundred and eighty 

clerks and typists working in the Registration Revenue section at Rosebery. As a new 

recruit Ken was often assigned the task of picking up the numerous bags of mail from 

the G P O and bringing them back to the Rosebery Office where a group of junior 

clerks sorted the mail into registration or licensing matters. Ken recalled that a group 

of female typists would then open the mail and deliver it to a group of male 

Registration Clerks who checked all the registration renewal mail and send it off to 

the cashier's area which was reputedly a very noisy place! Here the renewals were 

receipted. 

Most major functions in the D M T had their own physical area, a room or a level of 

the building each with its own discrete records and filing system. At this time there 

was no link or cross-referencing between these record-filing systems. For example 

6 Please note that the functions of the old D M T Air Transport section and the Public Transport section 
are now carried out by the Department of Transport. 
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Alan Morey recounted that a change of address detail on a licence would not be 
systematically carried out on the relevant registration records, the change would be 
processed separately through the Registration Records area. 

5.2 Punch Card System 

W h e n K e n Suter joined the D M T in 1959 the manual filing system was being 
"mechanised" using an early, computerised system driven by punch cards: 

" What they had just undertaken was the purchase of this 
brand new 'you beaut' technology, this punch card technology 

... it was a card with holes punched in it, which could then be 
read by a pretty antiquated computer by today's standards 
... it would interpret those holes as letters and numbers and 
be able to produce details of a person's registration ..." 

(Ken Suter, RTA VRDTL 33 Side A 58-475) 

K e n explained that in the registration area, the system of recording and handling 
registration information was managed by two card filing systems. One card file 
contained vehicle registration details stored in number plate order. The second part of 
the recording system was another card file containing information on registration filed 
in expiry date order. K e n Suter noted that "the follow-up girls" received all the 
registration files that were about to become due and typed out the renewal notice 
which was sent to the vehicle owner. 

The privately owned vehicle registration records were the first to be converted to the 
punch card system. This system was able to automatically write up registration 
renewals as they became due. Soon all vehicle registration details were transferred to 
this system and the "follow-up girls" were deployed elsewhere. 

Paul Cullen worked in the Licence History section maintaining the punch cards for 
licence and registration renewals in the early 1970s and recalled dealing with the huge 
batches of punch cards: 

"We 're talking about millions of records - millions of these 
punch cards and at one stage I remember we had to take 
them down to the mechanisation section, the computer room with 
a whole bunch of collating machines. We had to go down through 
a system of dumb waiters and a good friend of mine was 
waiting at one of these dumb waiters with something like 
thirty thousand cards and he bent over and knocked these 
thirty thousand cards down the stairs. Thirty thousand records 
took about three weeks to recollate - so he wasn 't a very popular 
person." 

. (Paul Cullen, RTA VRDTL 14 Side A 259-307) 
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It is important to remember that all registration records were stored centrally at the 
Rosebery head office, even when the D M T decentralised its offices to country and 
metropolitan regions. Paul Cullen w h o went on to work in several suburban and 
country Registries, recalled that the Registry Officers would telephone Rosebery to 
get any registration or licensing details relating to a transaction they were dealing 
with. 
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5.3 On-line Computer System 

In the early 1970s the D M T , in conjunction with I B M , started work on designing and 
developing an on-line disk based computer system for storing and handling their 
records. Alan Morey recalled that the I B M system, the CICS system, was 
implemented in 1972. Registration records were converted at first and by 1974 licence 
records were converted to the new system. Alan reflected on the enormity of the file 
conversion task: 

" [when we converted to CICS] we had people working there 

overtime two nights a week and Saturdays, entering data, 

running down problems, looking at old licence numbers, you had to 

match that to their conviction records...there were transcription errors, 

so you had to sort that out... some guys were miraculous at it [tracing 

errors to correct cards], they would just look at a number and say 

that this must be such and such...after the initial influx there 

were guys working four or five nights a week and then on Saturdays 

too..." 

(Alan Morey, RTA VRDTL 10 Side B 470-861) 

The computer records system was designed to avoid any impact on the work of 
Registry Officers. Registries accessed the new system only for inquiries and did not 
input data onto the system. N e w or updated information was still recorded at the 
registries on paper forms that were sent to Rosebery. The data was entered onto 
computer tape and was loaded to the computer mainframe each night. Data entry was 
initially done by the women who had previously worked in the "mechanisation" 
section. Geoff Deacon recalled: 

'There was huge amounts of paper work done at the registries and 
nothing at that point was entered onto the computers...that's when 
the real work started, there was 500 people batching and keying 
information onto computers" 

(Geoff Deacon, RTA VRDTL 35 Side A 800-911) 

The volume of data to be entered grew to the point where a data processing centre 
was set up at Charlestown in Newcastle. 

The new on-line computerised system for handling records was in many ways a 
revolutionary tool for the D M T . Ken Suter explained that a Clerk in a Registry could 
now access information by number plate, licence number or name at the one terminal. 
Previously a Rosebery Office Clerk would have had to visit several different card files 
located all over the building. This I B M computer system made the multiple filing 
systems redundant. 

Paul Cullen noted that in the Registry Offices the I B M computer system also 
represented the beginning of a change in the way customers were dealt with. N o 
longer did you have to line up to have your documentation checked and then line up 
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again to wait for a cashier, the officer could now process transactions in one visit to 
the service counter. Despite this, there was still a long customer waiting time while 
forms and documents were manually typed. 

5.4 D R I V E S 

The real revolution in data handling and customer service was the development of the 
D R I V E S (DRIver/VEhicle/System) computer system in 1989. The system went on
line in two stages, firstly with licensing records in 1991 and then registration records 
in 1992. 

The D R I V E S system is an integrated system of recording and handling all registration 
and licensing transactions undertaken by the R T A . It contains information on every 
licence and registration holder in N S W . D R I V E S is said to be one of the biggest 
O R A C L E databases in the world. The original estimate for developing and 
implementing DRIVES was $28.6 to $33.7 million with the final cost being just over 
$39 million. 

The system is able to update records and information immediately and much of the 
records work that was done at Head Office in Rosebery is now done by the Customer 
Service Officer at the registry office. 

Paul Cullen recounted that DRIVES was designed as a one stop shop. As well as 
updating information, Officers handle cash and can deliver registration and photo 
licensing documentation on the spot. 

" You want to get your licence renewed — if you haven't got 
your old licence we'll ask you for proof of identity documents... 
you fill the application form out, we'll punch up your details on 
the computer... you pay the money and as soon as you pay 
the money it brings up your signature ... the officer checks it... 
you sit down and look at the little hole drilled into the registry 
counter... press the button and it captures the signature, the officer 
checks the quality of the photograph, it is sent to the printer. The 
printer takes three minutes to print out the licence ... The whole 
thing, from go to whoa would take between five and ten minutes." 

(Paul Cullent RTA VRDTL 15 Side A 54-280) 

Kevin Salway concurs with Paul's comment adding that D R I V E S has significantly 
enhanced customer service since the early 1990s. 

The development of the DRIVES computer system was undertaken by a huge team 
including consultant computer programmers and D M T / R T A staff who advised on 
matters of D M T business rules, operational procedures, legal and legislative issues. 

Geoff Deacon recalled that much of the information that fed into the design of 
D R I V E S came from discussions with Registry Officers and mostly from the many 
staff who were involved in data entry onto the CICS system. Geoff reflected on his 
position as Manager of the project: 
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"...It was the hardest thing I had to do, to stand in front of 500 DMT 
staff and say I needed them until DRIVES was implemented and 
then no longer... it was a challenge for the team to keep these 
people on side, because we had to use their knowledge to develop 
the system " 

(Geoff Deacon, RTA VRDTL 35 Side A 1426-1458) 

Ken Suter who, during his years working at the D M T , gained a good knowledge of 
computer programming as well as of D M T procedures and legislative matters, was 
seconded to the D R I V E S development team to provide legal support. In the end he 
did much in the development of the reference tables that are the basis of the D R I V E S 

system. 

As Ken Suter explained the flexibility and size of the database was made possible by 
designing the system as a relational database that stores reference information in a 
large number of reference tables. Each actual licence or registration record is in fact a 
series of links between pieces of information held in the reference tables. As Ken 
noted: 

" It is a fairly efficient way to store data. In the IBM system before 
DRIVES if we had 25,000 people who lived at Redfern 
then the suburb "Redfern' would be stored 25,000 times in 
the, say, motor vehicle data record. Because we also had an 
alphabetical filing system the suburb 'Redfern' would be 
stored a further 25,000 times, if those people all held licences 
they would be stored again in that record system. In a relational 
data base we have 'Redfern' stored once in a reference table 
...we have that person stored once only and that person is linked 
to a driver's licence, registration and address data. " 

(Ken Suter, RTA VRDTL 34 Side A 1003-1098) 

Geoff Deacon noted that in terms of hardware, each Registry has a processor which 
enables transaction to take place within the Registry, however the main core processor 
of the D R I V E S system is housed at Flemington, where all the information is stored. 
Initially the mainframe processor was a Fujitsu processor and later moved to the Sun 
processor. The main operating system of D R I V E S is the U N I X system, with an 
Oracle relational database. Geoff commented that the aim of the D R I V E S system: 

"we had the goal that anyone in the RTA could access any 

piece of information... it was built for that purpose.. .the concept 

of DRIVES is not innovative, it was the technology that was unique... 

it works on an open platform which was novel at the time...at that 

stage most platforms were proprietary platforms..." 

(Geoff Deacon, RTA VRDTL 35 Side A 1103-1255) 

The installation of the hardware was organised to take place over a weekend period so 
as not to disrupt the work of the Registries. Paul Cullen piloted the registration side of 
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the D R I V E S system at Cammeray Registry and also remembers vividly the first day 
of operation of the new system. 

" The day they put the licensing system in was the only 

day I couldn 't physically serve a customer with a licence 

— we just went onto a long, long wait. Wait, wait, wait on 

the computer, it was shocking ... when they first introduced 

DRIVES ... They shut the old IBM system off on Friday 

and on the first transaction on Monday the system went to wait, 

. . . . We had to go to an off-line contingency and we had people 

hanging out the doors... there was a lot ofangst, a lot of pressure... " 

(Paul Cullen, RTA VRDTL 15 Side A 1337-1430) 

He noted that after these initial hiccups the system settled down when the power of 
the C P U was upgraded. 

A n interesting result of the introduction of the D R I V E S system is that all Registry 
Officers have had to become computer literate and proficient in all the types of 
transactions undertaken at the Registries in order to use the system. Paul Cullen 
related that there was some initial resistance to this but with careful consideration of 
training for staff these problems were overcome. 

Geoff Deacon felt that the biggest challenge in introducing the D R I V E S system was 
to do so without too much resistance from Registry staff. Wendy Anton, a Human 
Resources staff member, joined the project team and developed training programs for 
Registry Staff and set in place a strategy that kept lines of communications open with 
staff, unions, project team members and management. She also developed a magazine 
that went out to all staff at Registries to keep them informed of developments in the 
D R I V E S system. 

There was considerable Union opposition to the introduction of D R I V E S with 
concerns about the loss of 500 jobs and doubts as to the efficiency of the system. 
Geoff Deacon remarked that underlying these concerns was a severe demarcation 
dispute between the Public Service Association and the Australian Services Union 
regarding the coverage of the new multi-skilled Registry Office positions. 

The D R I V E S computer system interfaces with 25 other organisation's databases such 
as the Police Department Infringement Processing Bureau, the State Debt Recovery 
Office, Local and District Courts Administration and provides a platform for the 
Police Department's Eagelnet and Cops systems. 

There are obviously a number of privacy issues surrounding access to information 
stored in the D R I V E S system. To safeguard customer privacy the R T A has 
implemented an auditing mechanism to monitor the system. Staff members w h o use 
the system are required to enter a personal identity code to access the system. In this 
way every interaction of that staff member with the system is identified and able to be 
traced. 

While the DRIVES system does not communicate between state jurisdictions, it is 
currently being integrated with N E V D I S which is an interface protocol allowing 
access to other States' registration and licence databases. 
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6.0 DEVELOPMENTS IN VEHICLE REGISTRATION 

Under the Metropolitan Traffic Act of 1900 all privately used horse drawn vehicles 
had to be licensed but not registered.7 The introduction of the Motor Traffic Act in 
1909 saw the introduction of registration for motor vehicles. B y this stage there were 
enough cars on the road to require some form of vehicle identification that was 
provided by the registration number plates.8 

The motor vehicle was initially seen as somewhat of a fad, however interest in this 
new form of transportation grew steadily and by the end of 1911 there were 6,945 
motor vehicles registered. This figure increased to 22,656 by 1916 and at the end of 
1921 there were 44,856 motor vehicles registered. Today there are more than 3.7 
million vehicles registered.9 

6.1 N u m b e r Plates 

Motor vehicles were first registered in N e w South Wales in 1910 with the numbers 1 -
12 being issued to government agencies. N u m b e r 1 was issued to the Police 
Department while the number plate 10 went to the N S W Fire Brigade in 1910. They 
still hold this original number plate. John Thogersen, w h o worked in the Number 
Plate division from 1969 until recently, pointed out that it is the longest running 
number plate on issue to any single organisation in the world. 

The first private registration plate, number 17, went to William Watson from 
Elizabeth Bay. John Thogersen also mentioned that another plate, number plate 1 has 
been privately owned for many years and is worth at least half a million dollars. 

The first series of number plates were white numbers on a black background for the 
first year and then they were reversed. Truck plates were given black numeral only 
plates with the letter L preceding the numerals on a white background. Public vehicles 
were issued with a taxi plate. 

Originally only one plate was issued for the back of the vehicle and a front plate could 
be purchased from the Department for a small fee. 

During 1937, a new style of plate was developed, changing to two white letters and 
three white numerals on black background. Motorcycles bore number plates with two 
letters and two numbers. The dimensions of standard plates have not changed since 
the 1950s when a three letter and three number plate was introduced with the *F* 
series being allocated to trucks. T w o plates, one attached to the front and one to the 
back of all vehicles were n o w being issued with black characters on a non reflective 
yellow background. In October 1981, a number plate featuring black letters and 
numerals on a reflective yellow background was introduced. 

' From a document provided by Bob Reece that was forwarded, in April 1982, as a letter to T C Barker, 
A N U , to assist in his research. 
8 ibid 
9 J Thogersen. A History of Vehicle Registrations in N S W . The Early Days of the Motor Vehicle, p 3 
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Trailers had plates with two letters and four numerals, similar to today's personalised 
number plates. Current trailer plates are black on yellow with one letter and five 
numerals. 

The D M T ' s first number plate auction was held in the early 1980s at the 
Entertainment Centre with around two to three hundred people in attendance. Such 
auctions are still held. Each auction has a theme and usually offers only a hundred 
plates for sale per auction and each auction raises around half a million dollars. 

John Thogersen remembered one particular number plate auction at the State Theatre 
as a very successful event. The theme for this auction was "vintage" and the theatre 
was decorated with vintage cars and people dressed in period costume. 

There is a considerable amount of work that occurs before each auction to make them 
such a success. A search is done to identify numbers that had not been issued and 
these plates are made and auctioned. It seems that there is great value placed on the 
"right" numbers on plates. John Thogersen commented: 

"the number 8 is good because it means wealth, but 4 is not 
popular because it means death. 007 is also very popular " 

(John Thogersen, RTA VRDTL 21 Side A 1014-1103) 

He noted that it is possible to purchase numeral only plates at an auction and 
generally trade in number plates is restricted to numeral only and custom number 
plates. John commented: 

"people are willing to pay a lot of money for number plates.... 
people buy them for an investment....people are defined by their 
number plate " 

(John Thogersen, RTA VRDTL 21 Side B 1181-1364) 

John believes there is huge potential to make large amounts of money from marketing 
and selling number plates as is currently being done in N e w Zealand. 

At present there are a variety of number plates that can be issued, which include the 
standard black on yellow, three letters followed by three numerals, as well as custom 
or personalised number plates. Custom plates, introduced in 1981, are plates the width 
of which can change to accommodate a combination of up to six letters and numerals. 
A n annual lease fee is charged for these plates. 

Personalised plates are a combination of letters and numbers and a fee does not apply 

to these plates. 

In 1991 Premium plates were introduced. They have three letters, two numbers 
followed by one more letter and are black numerals and letters on a white 
background. They were introduced so as the current numbering system can last 
longer. W h e n the current series reach their maximum (ie ZZZ999) the system may 
well be reversed to numbers followed by letters. 
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There have been a variety of slogans for number plates since the 1980s when 
"Premier State" was introduced. In 1990 it changed to " N S W First State" and again to 
'Towards 2000' in 1994. Since then the slogan has changed to " N S W " . 

There are special commemorative plates that have been manufactured as an 
alternative to the plates previously mentioned. In 1987/88 the Bicentennial plate was 
introduced with black characters on a white background with a special medallion that 
celebrated the Bicentenary. The Olympic plate is n o w available. 

Greg Booth commented that there have been several series of commemorative 
number plates that he is aware of including the R S L anniversary number plates. H e 
noted that the Olympic number plates have sold 20,000 sets to date. The National 
Parks and Wildlife Service and the Centenary of Federation organisers have also 
approached the R T A to have special sets devised. 

Number plates, being one of the main identifiers of car registration, are a valuable 
commodity and great care is taken when distributing them. Barry Booth recalled that 
during his time as a D M T storeman he had to meticulously account for each number 
plate that he sent out, noting the number of each plate and the Registry it was sent to. 
W h e n the plate was no longer in use it had to be sent back to the D M T Central Store 
and its arrival noted. 

The destruction of redundant number plates was also important. Barry noted that the 
process for destroying old number plates included sealing them in large barrels for 
transportation to a steel processing plant at Port Kembla where they were crushed and 
melted down so that the steel could be reused. Prior to these protocols Barry noted 
that: 

" The old number plates used to be destroyed in various 
different ways. When it first started it was in two ways, 
they used to dump them in the Harbour or on [rubbish] tips 
... then we just cut them up but that didn't prove too successful. 
... When they were going on the tip kids used to put them on their 
billy carts..." 

(Barry Booth, RTA VRDTL 30 Side A 823-959) 

Barry also noted that during his time at Stores, the country area taxi number plates 
were a different series from city taxis. Phillip Y o u n g m a n also noted that taxi plates 
were at one stage allocated according to h o w long an operator had been operating a 
taxi, rather than simply being available for purchase. H e reflected that this acted as a 
bit of a superannuation scheme providing an incentive for drivers and operators to 
stay in the industry. Phillip also recalled that at one stage the 9000 series of number 
plate was issued to taxis operating only during peak traffic hours. 
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7.0 D E V E L O P M E N T S IN DRIVER TESTING A N D LICENSING. 

7.1 Drivers Licences 

It has been necessary for N S W drivers to hold a licence since the introduction of the 
M o t o r Traffic Act in 1909. 

U p until 1952, there were no differing classifications of licence, one licence w a s 
issued for all vehicles and levels of driving experience. In 1952, driver licences of 
differing classes were introduced requiring m o r e stringent qualifications for drivers of 
heavy vehicles, public transport busses and taxis10. Since the m i d 1960s n e w drivers 
have been provisionally licensed for twelve months before receiving a full driver's 
licence. 

U p until 1989 licences were printed on paper. Licencees usually posted their licence 
renewals into D M T and received it back approximately two weeks later. Gary Corben 
commen ted that there were problems with the paper licences: 

"they were not durable and also you didn 't know whether the 
licence was actually the driver....people now commonly use the 
photo licence as a formal proof of identity " 

(Gary Corben, RTA VRDTL 5 Side A 910-1066) 

Furthermore, as Gary indicated, the paper licences were particularly vulnerable to 

being fraudulently produced. T o m Suter spent some time assisting in the 

administration of measures to stop the use of fraudulent licences. H e described how 

such fraud occurred: 

" There were a fair number of these fraudulent licences ... 
fraudulent names, addresses that didn't exist... They 
were paper licences, there were no photographs. So people 
could come in and just say ' / need a licence' and if they did 
all the right things they would get a licence in that name ... 
Then they would go to another registry and get another 
one...then they would misuse the licences - traffic offences 
and so forth." 

(Tom Suter, RTA VRDTL 8 Side A 570-790) 

10 From a document provided by Bob Reece that was forwarded, in April 1982, as a letter to T C Barker, 
A N U to assist in his research. 
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7.2 Photo Licences 

In 1987, as a result of a recommendation of the S T A Y S A F E committee, a team of 
nine Project Officers and one Project Manager was set up to plan and develop the 
procedures and hardware for a system of issuing photo licences. 

The problem of issuing fraudulent licences was not helped by the lack of hard proof 
of identity requirements when issuing the old licences. Proof of identity procedures, 
the sighting and authentication of a number of primary and secondary identification 
documents, were also instituted in the photo licence system. 

Gary Corben, who worked with the photo licence team, noted that they developed a 
unique process of engraving pictures onto blank card using digital technology. The 
photo licences were also to be a colour coded graduated system with learner drivers 
issued with a green licence, provisional licencees were issued with red licences, then a 
silver licence and finally drivers with 5 years clean driving received a gold licence. 
Colour coding immediately identified the class of driver and was intended to provide 
an incentive for good driving. 

After eighteen months of research and development the photo licensing system was 
ready. The hardware, software and all the business rules were in place and the system 
was installed into forty Registries. At this crucial point in 1988, there was a change in 
government and the new government of the day decided that the digital photographic 
image presented serious privacy problems and opted to redevelop the system using 
analogue photographic techniques. 

It is important to note that digital imaging technology was a new concept for the 
public and photographic identification was a very sensitive issue, as demonstrated by 
the Australia Card debate that was current at the time. As John Moore, another 
member of the photo licence team, recalled: 

" There were privacy concerns about the fact that the digitised 
image could be stored and sent to Canberra. At that time there 
was a furore over the Australia Card and there was a concern 
that the images were going to be associated with the Australia 
Card. So that system was canned and we had to go back and 
develop another system based on 1960s photographic 
technology. So we developed a second photo licence system." 

(John Moore, RTA VRDTL 27 Side A 420-485) 

A similar memory of the development of the photo licence is provided by Gary 
Corben: 

"...we had a change of government in 1988 and the new 

government were not happy with the digital process... there 

were a number of privacy issues that were raised with the 
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new government and the new government made the decision to revert to a 
conventional photographic process which was the 
old wet film process..." 

(Gary Corben, RTA VRDTL 5 Side A 127-490) 

The n e w analogue photo licence system was installed into Registry Offices in 1989. 
The licence was simply a laminated card containing a photograph and licence details 
and signature. It took four weeks for the licence to be processed and sent to customers 
and the quality of the image was unreliable. 

John Moore outlined the strategy put in place to gradually replace paper licences. 
Firstly the demographics of the N S W population were reviewed which highlighted 
areas where the population was generally older or younger. It was decided to initially 
target areas with an older population w h o had presumably held their licence longest. 

Once the system had been developed the photo licensing team trained Registry staff 
and assisted to set up the photo licence infrastructure in the Motor Registries. Gary 
mentioned that installation and training was a progressive exercise across the one 
hundred and thirty Registries in N S W : 

"The conversion took a couple of years with 10,000 being converted 
per week. The computer selected people who had licences for five 
years without any offences first" 

(Gary Corben, RTA VRDTL 5 Side A 1446-1646) 

B y the end of 1991 all four million licencees were converted over to the new photo 
licence and it was during the change over that gold licences were introduced. Gary 
pointed out that many people are particularly proud of being a gold licencee. 

Gary mentioned that one of the main challenges in introducing the photo licence was 
getting customers into the Registries. Prior to photo licences, renewals were generally 
done via the postal system. M a n y of the Registries were built in the 1960s and could 
not facilitate the face to face transactions, so several shop front Registries were 
opened to cater for the introduction of the photo licence. This occasionally posed 
particular problems in country areas because customers made a long journey to the 
shop front Registry and if the equipment failed it was difficult for them to return to 
get a n e w photo. With the introduction of n e w digital over the counter licences, 
operators can see immediately if the camera failed to take a photograph. 

While the proof of identity requirements seem to have been quite an effective method 
of establishing identity, forgeries of the analogue licences were soon circulating. Paul 
Cullen recounted that people would slit the laminate open and insert a photograph of 
themselves onto someone else's licence details and then relaminate the licence. 

In 1994, photo licensing arrangements were reviewed and it was decided that a 
system using digital photography would be revisited. T o counter incidents of forgery, 
the issuing of photo licences is now integrated into the D R I V E S system and licences 

27 
O H M Consultants 
November 1999 



Roads and Traffic Authority Oral History Program 
Developments in Vehicle Regulation and Driver Testing and Licensing 

Final Report 

are now issued over the counter at Registries. Additionally the licence has 
incorporated a unique self-centring hologram that further reduces the possibility of 
producing fraudulent licences. 

Kevin Salway was closely involved in developing and designing the hologram and 
noted that at the time there were only two methods of printing holograms in the 
market place: a continuous rolling hologram and a stop start method. H e emphasised 
that it was critical that the hologram was able to be printed in exactly the same 
position and quality on each licence and therefore required a self centring hologram 
design. 

Once the research and development stage of the project had been completed the 
technology had to be installed into the Registries. There were site surveys done of 
every Registry, identifying where backdrop and camera was best located, and the 
design of lights required to give a neutral background to the photos. 

The new digital photographic technology, which provides these over the counter 
photo licences, uses two digital cameras. O n e captures the image of the applicant and 
the other the signature. These images are assembled on a computer that then sends 
information to a printing machine that then engraves the image and signature onto a 
blank P V C card. The information on the current licence is customised, showing class 
of licence, fee, specific conditions etc. 

It took three years from planning stage to the implementation of the current, digital 
photo licence system. Victoria has followed the N S W system and other States are 
currently installing photo licence systems. 

7.3 Firearm Licences, Proof of A g e Cards 

In response to the 1992 Strathfield Massacre, the government introduced 
photographic firearm licences. The R T A ' s digital photo licence technology was used 
to develop these licences that were available six or seven months later. 

The R T A went on to develop and produce photographic security cards and in 1992-
1993 piloted the Proof of Age cards for the Department of Gaming and Racing. 
Currently around thirty-thousand Proof of A g e Cards are issued every year. Ken 
Suter worked for some time developing these card and recounted the lengths some 
young people would go to obtain false Proof of Age cards: 

" Little Jimmy Jones would go into a Motor Registry and 
apply for a Proof of Age Card and get it. Some other 

person perhaps a bit younger would go along to the Registry 
a few days later, purport to be Jimmy Jones, have all the same 
documentation and say that the dog ate his card or he lost it 
or it fell in the river... and he wants a replacement card. And 
because he had all the evidence and could relate chapter 

and verse what happened three days earlier, because the real fellow told him. 
So the Registry worker... takes the photo again 
and issues a replacement card. Now there are two Jimmy Jones 
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with exactly the same particulars on their card, except for their 
photos." 

(Ken Suter, RTA VRDTL 32 Side B 569-851) 

7.4 Driver Testing 

In 1938, it became necessary to pass an oral knowledge test in order to obtain a 
licence." This remained the case until 1982 w h e n a written knowledge test w a s 
introduced. 

Paul Cullen noted that in his time at various Registry Offices in the 1970s it became 
apparent that people w h o did not speak fluent English or relied on a community 
language interpreter, were often disadvantaged w h e n completing the oral tests. This 
problem w a s exacerbated with the introduction of the written knowledge tests that 
were initially only done in English. B y July 1982, written knowledge tests were 
available in eight community languages including Italian, Greek, Spanish, Serbian, 
Croatian, Vietnamese, Turkish and Arabic12. 

With the development and use of computer technology in the D M T , the knowledge 
tests were standardised and done on stand alone computer terminals. In recent years 
the knowledge tests have been integrated into the D R I V E S system and are available 
in various community languages. Touch screen technology is employed in selecting 
answers on the n e w computer tests and lap top computers can be used for testing 
away from a Registry. 

Computerisation has also been used in broadening the delivery of driver education, 
with Motor Registries having a number of computer based knowledge self-testing 
systems and a hazard perception test. 

Practical tests of drivers seeking licences were at first carried out by Police 
Department personnel. In 1968 D M T Driver Testers were stationed at registries or at 
Police station registries to carry out driver testing. A t this time no official records of 
the driver tests were kept. Paul Cullen explained the changes in driver testing over the 
years, saying that initially it was simply a matter of driving around the block and the 
tester feeling that the driver could drive adequately. 

Later a checklist of skills and tasks w a s developed and a driver w a s marked d o w n 
with each unsuccessfully completed requirement. Paul called this the "tick and flick" 
method of driver testing. 

In the early 1990s the Driver Ability R o a d Test ( D A R T ) w a s implemented. David 
Hill w a s involved developing the n e w test and noted that the old system of driver 
testing was flawed in a number of w a y s . Both David and R o n Chisholm commen ted 
that the old test w a s primarily a system of marking mistakes m a d e . T h e test w a s not 
conducted on one particular course or route so that varying road and traffic conditions 

11 From a document provided by Bob Reece's which was forwarded, in April 1982, as a letter to T C 
Barker, A N U to assist in his research. 
12 File note provided by T o m Suter 
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could affect the likelihood of making a particular mistake. Additionally, David 
pointed out that a survey of Victorian Testers indicated that different Testers had a 
propensity to notice and mark down particular mistakes. Besides this lack of 
objectivity it was felt that the "tick and flick" method of driver testing was really a 
test of road rule knowledge rather than of things such as driver observation and 
decision making and other safe driving behaviours. 

The D A R T system documents a series of performance checks that must be assessed in 
every driving test. These include the obvious operational procedures involved in 
driving but also includes proper observation skills, gap decision.and proper braking 
behaviour. Under the D A R T system a course or route is mapped out in the vicinity of 
each Motor Registry where driver testing is carried out. The route is designed to 
include situations in which all the performance checks can be assessed. The driver is 
left to negotiate the route and interpret the road rules for themself with little direction 
from the Tester. The system works on a percentage number of passes, and a driver 
must attain 90% "yes" scores to pass the test. There are also a number of "immediate 
fail" behaviours such as driving through a stop sign. 

Paul Cullen commented that the D A R T system provides a more flexible approach for 
people who may be nervous during a test but are in fact good drivers. Kevin Salway 
added that this new method of testing is highly standardised and the Driver Testers 
assess every nuance of a driver's performance. 

The implementation of the D A R T system of Driver Testing received a mixed 
response. David Hill noted that many of the long serving Driver Testers were 
unhappy with the system. Having Driver Testers simply checking performance did 
not allow them to judge the skill of a driver from their experience. Then again, many 
of the new Testers who were retrained Registry staff with no outstanding skill or 
knowledge of driving felt happy to observe and score performance as the D A R T 
system required. Similarly, some R T A Driver Testing Coordinators were sceptical of 
the scheme. One particular coordinator challenged David to find a suitable course for 
the test in one remote town: 

". . . he challenged me to set up a test course ...he said OK we '11 
try it in Wanaaring, now Wanaaring is a Police Station, a shop, 
a hotel and 8 houses, 2 hours on a dirt road west ofBourke... 
I went out to Wanaaring ...we ended up setting up a few stop 
signs and a couple of centre lines - not a lot of work..." 

(David Hill, RTA VRDTL38 Side A 60-380) 

During the late 1960s and early 1970s, Ron Chisholm mentioned that there were no 
formal or consistent training programs for Driver Examiners. In 1977, Ron developed 
a draft training program that was further amended in 1989 to include consideration of 
issues of corruption. Kevin Salway, who trained as a Driver Testing Examiner in late 
1989 when he first joined the R T A , noted: 

"...It was pretty intense, two weeks hard training in classroom 

training and practical training and there was a further month or 

so out on the road doing a buddy system in the training, and once 

you were at a certain level you were then tested to see if you met 
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the criteria to proceed on... I believe that today it is even more 
Intense..." 

(Kevin Salway, RTA VRDTL 23 Side A 353-429) 

One-on-one training for Driver Testing Officers was abandoned and after 1989 
training classes significantly increased in size. It seems that the new philosophy 
within the R T A was to multi-skill staff, so there were no Driver Examiners as such 
with many of the registry staff training in this area. Paul Cullen noted that this work is 
now undertaken by Registry Officers of a higher level grading. 

He also recounted his experience of less than adequate drivers being tested during his 
time in the Registries: 

" [Driver Testing] can be interesting and dangerous. Many 
times when I was running Cammeray [Registry] I would get phone 
calls about people running off the road - I'd have to jump into 
my car to go and pick up the Examiner and call a tow truck. Many 
of the Examiners took them out in their private cars which are 
not dual controlled - there is only a hand brake to prevent a major 
accident..." 

(Paul Cullen, RTA VRDTL 14 Side A 1134-1284) 

A similar experience is retold by Ron Chisholm: 

" Probably the funniest one was an incident involving a girl at Miranda, 
we had just about finished the driving test... I remembered she hadn't 
done a three point turn and I got her to drive into a street that I normally 
don't go into ...we put the car in reverse and go back, very slowly and 
she says, 'oh I forgot to look over my left shoulder'...she saw this 
obstruction in the back window and it spooked her and her foot slipped 
off the clutch and she hit the accelerator ...by the time I had realised 
it and hit the dual control there was this almighty crash from the rear 
. . . then I see this other woman peering out of all this broken glass and 
red wood and realise it was the remains of a telephone box...[I got 
out of the car and ] I said, 'are you all right' and she yelled, 'ahhh' 
and off she went and all I could hear was this voice saying, 'Ethel, 
Ethel what has happened, what has happened,' so I picked up the phone 
and said, 'Ethel has something to do' and I hung up! " 

(Ron Chisholm, RTA VRDTL 20 Side B 1102-1303) 

The Driver Testing area has traditionally been a male dominated area. In 1969 there 
were no women Driver Testing Officers and it was an initiative of Ron Chisholm to 
introduce women into this field. In 1979 there were still only three women, however 
today in 1999, 60% of the Driver Testing Officers are women of all ages. 
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7.5 Corruption within the Driver Testing and Licensing Area and Regulation 

of the Driver Instruction Industry 

Ron Chisholm commented that driving schools have been operating since the mid 
1950s. There was no regulation of the standard of instructor or instruction and even 
the 1961 Instructors Act, which stated that instructors must be T A F E trained, was 
never enforced. In 1991 the Driving Instructors Act was amended and training courses 
were introduced in T A F E for Driving Instructors. 

The lack of any kind of regulation of the industry gave rise to corrupt practices over 
the decades. Most commonly this would occur when particular driving schools would 
approach particular D M T Examiners and offer considerable amounts of money to 
pass their students. This was made easier by the fact that the schools could book 
particular D M T Driver Examiners to test their students and some of the Examiners 
were ex-Driving School Instructors. 

During the late 1960s and earlyl970s there was significant peer pressure to accept 
bribes to pass students or at least remain silent about such instances as Ron Chisholm 
recalled: 

". . . it was very difficult for any new person coming along to be 
an Instructor, you would get ostracised because you wouldn 't get 
anyone [ driving students] through,] because one would not accept 
bribes] but I have seen many a good driving Instructor not survive 
because they were just not going to do it [take bribes], ...after a 
while you got to know the good ones and there were some others that 
weren 't and you got to know these over time... " 

(Ron Chisholm, RTA VRDTL 19 Side A 756-1288) 

In 1979, the Lewer inquiry was set up to investigate allegations of these corrupt 
practises and make recommendations to allay the corruption. Ron Chisholm thought 
that there were very few changes that took place after the Lewer inquiry. Ron said 
that while some people were named, there were no dismissals and only procedural 
changes occurred as corruption tainted every level of the Industry. Corruption 
continued to be a problem in the Driver Testing area for another decade with more 
incidents reported over the years. 

These were finally addressed by the 1989 I C A C Inquiry into driver licensing. During 
this inquiry many Examiners and Instructors were named and they were subsequently 
dismissed or lost their Driver Instructor licences. Hilton Wickham commented on the 
level of corruption in the Industry at the time: 

" / was taken aback in the ICAC Inquiry which came in the late 1980s 
... one of the Driver Examiners decided to roll-over... and he named 
thirty five or thirty six corrupt Instructors, and I didn 't know that there 
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were so many of them... most lost their licences" 

(Hilton Wickham, RTA VRDTL 25 Side B 1102-1216) 

Hilton noted further that during this Inquiry, police had the ability to search homes 
and access bank account records to build evidence of corruption. Hilton recalled one 
particular woman at around this time who was stopped by the Police for a driving 
offence: 

" . . . this woman had been picked up the same night as she had 
got her licence by an off duty Driver Examiner. He 
was following this vehicle and pulled her over and ended up 
reporting her and as a result... he got her in for a retest about a 
week later... he terminated her test saying that there was no 
way she could have passed her licence test. On the basis of that 
we took action on the Driver Examiner and then we did a retest of 
others that came from the driving school and then we knocked 
out others that just couldn't drive." 

(Hilton Wickham, RTA VRDTL 25 Side B 1216-1340) 

As well as this institutionalised corruption there were also many almost stereotyped 
instances of offers of bribes from the general public. Twenty dollar notes were 
frequently slipped between the leaves of the Knowledge Test Manual, and it was not 
uncommon for a couple of 'orange backs' or twenty dollar notes to be strewn 
carelessly on the seat between the Tester and Testee! 

As a result of the 1989 I C A C Inquiry into driver licensing, Ron Chisholm and others 
mentioned that there have been considerable changes made to the Driver Instruction 
Industry including the implementation of the 1991 Driving Instructors Act. This Act 
required that Instructors receive formal training. 

Ron Chisholm felt that these changes strengthened the Driving Instruction Industry, 
by making everyone involved more accountable and procedures more transparent. 
R T A developed a computerised audit system after the I C A C Inquiry, which monitors 
driving schools, Driver Examiners and people accessing information on the D R I V E S 
system. Driver testing is booked randomly so there is no guarantee of having a 
particular person for a test. Additionally, driver testing is now not done exclusively by 
Driver Examiners but is one of many tasks undertaken by Registry staff. 

7.6 The Development of the Motorcycle Rider Training Scheme 

Hilton Wickham was closely involved in developing the Pilot Motorcycle Rider 
Training Scheme in 1984. The scheme came out of the recommendations of a 
S T A Y S A F E Committee Inquiry and was largely designed around a proposal 
submitted to the Inquiry by the Motorcycle Riders Association. Previously to this 
system being introduced, the test for a motor cyclist was simply a matter of a Driver 
Examiner driving behind and observing the cyclist's performance. 

The motorcycle fraternity did not feel that the old testing procedure was 

comprehensive enough and after negotiations with D M T , a competency based training 
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course was devised and conducted at Granville T A F E College. Hilton Wickham noted 
that at the inception of the Scheme, the D M T took the unusual step of providing 
personnel to take on a teaching role. 

The Motorcycle Rider Training scheme remained voluntary up until 1988 when David 
Hill was employed as the Chief Motorcycle Riding Instructor. David then began the 
task of implementing the Motorcycle Training Scheme as a compulsory requirement 
for obtaining a N S W Motorcycle Riders Licence. David noted that initially the 
Scheme was implemented in three locations, Northwest Sydney, Newcastle and 
Armidale. At this stage the training course was a compulsory requirement only for 
potential riders within a certain radius of the training school. 

Today there are twenty Training Centres located over the state and 90% of learner 
riders are required to complete the training. It is only in very remote areas where 
provision of training proves to be too expensive that the Scheme does not operate. 
The cost of the training for riders is kept affordable with some government subsidy 
involved. 

The training is no longer done by R T A staff but is contracted out through a process of 
competitive tender to a number of Training Providers. The syllabus for the course has 
been devised by the R T A and David noted that it follows the guidelines suggested by 
the Motorcycle Riders Association and the S T A Y S A F E Committee in 1984. The 
course is divided into two parts with beginner riders taught competencies necessary to 
obtain a learner's licence. They ride with this licence for up to six months during 
which time they are required to return to do a pre-provisional training course before 
obtaining their ' P ' plates. 

7.7 Heavy Vehicle Competency Based Assessment System 

For many years the heavy vehicle industry was unhappy with the licensing procedures 

for Heavy Vehicles. As David Hill noted; 

" The heavy vehicle industry was of the view that - a guy has a 
licence that legally allows him to drive trucks but he's not going 

to drive my trucks until I prove that he can drive so I set 

about setting out a series of competencies that IS heavy vehicle 
driving and then having them assessed as separate competencies... 
leaving and returning to the kerb, stopping at a bus stop, lane 
keeping, gear changing, signalling...long reverse... back into a 
loading bay. See the industry said, well our drivers don't kill many 
people, but our problem is that is a driver backs into a loading bay 
and hit a roller door, we 've got the truck damaged, off the road and 
we've damaged a client's property....its more the day to day things 
that we worry about as much as running over people..." 

(David Hill, RTA VRDTL 38 Side A 1178-1376) 

In an effort to address these concerns, David Hill began the process of devising an 
assessment system where each of the competencies of heavy vehicle driving are 
evaluated. The system was designed to allow heavy vehicle drivers to achieve 
progressively more difficult levels of competency. This is done at their own pace and 
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the achievement of competency documented so they can move on to the next 
competency. The system was implemented on a voluntary basis in 1995 with the 
enthusiastic support of the Industry. 

In 1996, Competency Based Assessment was trialed in northern N S W on a 
compulsory basis. In 1998, following an evaluation of the northern N S W trial, the 
government announced that Competency Based Assessment would be retained as an 
option to the traditional R T A delivered heavy vehicle driving test. Despite strong 
support for Competency Based Assessment, the scheme remained non-compulsory 
partly because of early problems with consistency of delivery but also because private 
providers delivering the scheme do not have coverage of all areas of the State. 
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8.0 REGULATION OF T H E H E A V Y VEHICLE INDUSTRY 

8.1 S o m e Regulatory Measures for Heavy Vehicles from the early 1950s to 
the 1970s - State Coordination Permits and R o a d Maintenance Taxes 

Aside from registration fees and taxes, heavy vehicles have over the years been 
subject to a number of other regulatory fees. 

T o m Suter noted that the State Transport Coordination Permits were one such 
regulatory mechanism that was in place from the early 1950s. The permits were 
necessary for trucks that carried goods for more than fifty miles on N S W roads and 
were thus in competition with the N S W Railway. 

The Road Maintenance Tax was imposed to offset road network maintenance and 
transport infrastructure costs. It was levied under the Road Maintenance Contribution 
Act of 1958 and was calculated on the basis of the type and weight of the goods 
carried and varied from a penny per tonne per mile to a threepence per tonne per mile. 
Fresh fruit and vegetables were exempt from this impost because it was thought that 
such goods would perish before they reached their destination if transported by train. 
Weighing was done at State government weighbridges such as that at Marulan: 

" To do your journey you had to pay for your permit in 
advance. Once you started your journey you were then 
required to pull into D M T weighbridges ...Marulan, Gosford 
... at three or four placed along the main roads out of Sydney so 
you could not leave Sydney without crossing a weighbridge. 
They'd weigh your truck, look at your permit, if your load 
did not agree with your permit... you had to pay more. All 
the weighbridge tickets would come back to Rosebery attached 
to a copy of the permit.. the staff would work out if they were 
over or under weight... if you were overloaded we would 

send you a bill..." 

(Tom Suter, RTA VRDTL 7 Side A 664-793) 

In reference to weighbridges, Phillip Leeds noted that prior to the 1960s when the 
D M T weighbridges at Marulan and Berowra were built, heavy vehicles were weighed 
on the side of the road or at the closest public weighbridge. These were often located 
at local rail yards or owned by individuals and run as a business. 

T o m Suter worked for a number of years at the Rosebery Head Office as a State 
Transport Coordination Permit Clerk. T o m recalled that interstate operators were 
opposed to this system and in the late 1950s, mounted a High Court case against the 
N S W government on the grounds that such a tax impeded free trade between the 
States. The operators w o n this case and the N S W government was required to refund 
many thousands of pounds to interstate truck operators. In the late 1960s or early 
1970s the tax was abolished. 

T o m Suter also worked for a time checking operators' claims, assessing miles 
travelled, comparing aggregate weight and hand noting these figures in a journal 
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which was then transferred to an accounting machine and onto a running account to 
be sent to each Operator. 

T o m recalled that when the Road Maintenance Contribution Act was established in 
1958 the D M T recruited a number of " adult clerks" to administer the Act. T o m 
reflected that Truck Operators persistently attempted to avoid the tax: 

"Of course the operators didn 7 want to pay the tax so a lot 

of the work was prosecution work so they needed an auditor ... 

I did that job for a while. There were a lot of records." 

(Tom Suter, RTA VRDTL 7 Side A 793-883) 

Operators who were successfully prosecuted faced substantial fines for each offence 
and many operators thus faced bankruptcy. If they chose to serve a jail sentence rather 
than paying the fine their business generally suffered greatly. In the face of this many 
operators began to register their trucks in their wives* names. If they were prosecuted, 
the wife would face the court and the judges were often reluctant to impose a jail 
sentence on the women and would opt for far more lenient penalties. Another method 
of avoiding prosecution was for the truck operators to register their trucks in South 
Australia through bogus operating companies that had no assets. W h e n fines were 
imposed these bogus companies could not pay up and the matter was dropped. 

Before such matters came to court it was D M T practice in the 1970s to send out Road 
Maintenance Field Officers to follow up the payment of Road Maintenance Tax 
directly with Operators. Phillip Youngman was one of these Officers attached to a 
regional N S W Office. During the course of his work notifying and persuading rogue 
truckies to pay up their Road Tax he had a couple of difficult encounters: 

" / was only 21 at the time and pretty naive and I had to deal 
with some odd files where we had really tough nuts that 
the Inspectors couldn't catch so they'd send them to us ... these 
blokes are tough hard Truckies that could eat you for breakfast 
... one bloke at Tingha near Guyra. ... lived on a property out of 
town and you had to travel through all these gates, closing them 
after you . . . I found the fellow and his wife and his son in an old 
cabin... I worked out what he owed and said 'this is what you owe 
us 'and he said 'well I just haven't got it' and I said 7 can give you 
time to pay' and he said 7 don't think so'... and he was sitting 
between me and the door and there was a rifle in the corner ... 
and he said 7 think I'll just take the rifle and shoot you and throw 
you down one of the mine shafts out there'... I said 'well that's 
a good idea you should get rid of the body because if they find it 
they'll hang you'... and he sat down laughing and said 'go on 
get out of here'..." 

(Phillip Youngman, RTA VRDTL 28 Side A 821-974) 

In the mid 1970s unhappy operators began a series of protests against the Road 
Maintenance tax. T o m Suter recalled that it was "Green D o g " Stevens who was the 
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driver/operator to start the first road blockade in the mid 1970s. By the end of the 
1970s the Road Maintenance Act had been abolished. 

8.2 Regulation of Heavy Vehicles from the Late 1970s 

Mobile Inspection Teams and Heavy Vehicle Inspection Scheme 

During the 1970s and 1980s there were a series of three tragic bus accidents on N S W 
roads that led to significant initiatives in regulating heavy vehicles. Phillip Leeds 
related that a serious accident at Gunning, N S W in the late 1970s resulted in a Heavy 
Vehicle Industry Summit being held at the old D M R building in Castlereagh St. The 
summit, involved representatives from the Police Department, Department of Motor 
Transport, Ministers and Heavy Vehicle Industry representatives. 

Another tragedy, a fatal accident at M t . Ousley, prompted the establishment of the 
Heavy Vehicle Inspection Scheme with Mobile Inspection Divisions being set up in 
1978. In this accident a truck that was grossly overweight rolled and collided with a 
car at M t . Ousley and killed a family. Prior to the Mobile Inspection Teams, heavy 
vehicles were inspected at service stations. 

The role of the Mobile Inspection Teams was to regularly visit trucking companies 
and to travel over the State randomly checking heavy vehicles. Overloading continues 
to be very common. Garry Chenhall noted that truck drivers use innovative methods 
to evade regulation, including avoiding driving when weighbridges are open. 

Phillip Leeds also commented that the Truck Operators and drivers often seemed 
determined to avoid inspection and regulation as indicated by this story: 

" It's challenging - you've got to out-think them...According 
to some old Weight of Loads Inspectors - they said that blokes just 
drove their rigs into the bush and would wait for a week because 
they knew they were heavy, they knew if they sat it out they'd 
sneak through at 3 o' clock in the morning..." 

(Phillip Leeds, RTA VRDTL 2 Side A 245-332) 

Phillip notes that drivers' techniques of evading regulation constantly move with the 
times. Scanners, C B radios and mobile phones all assist drivers to avoid detection: 

" The industry communication is amazing, they know 

where every one is ... they've got scanners and CBs and 
the rest of it, pretty sophisticated communication...! 

can recall a couple of times when a group of us were going 
to one of the Safe-T-Cam inspections on the Hume Highway 

driving down in a fleet of a dozen RTA cars. The one I had had a CB radio in 

it and you could hear all the truckles going 'what the hell is going on there's a 

whole bunch of RTA cars on the road... " 

(Phillip Leeds, RTA VRDTL 2 Side A 70-245) 

N S W was the first State to introduce the Heavy Vehicle Inspection Scheme. At first 
there was only one mobile inspection team. This number increased to ten, two person 
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teams managed by a Senior Inspector at Rosebery. The Mobile Inspection Division 
ceased operation in 1989. W h e n the scheme first started Garry Chenhall noted that 
there was a lot of hostility, he received threats and he heard of families that were 
abused. 

" . . . there was a huge amount of hostility when we first began 

[the mobile inspection teams], there were a lot of representations 

by people to discourage inspection fleets, but the attitude taken 

by the DMT at that time was that they didn 't care about who was 

complaining, we just went in and did our job ...we had threats, we 

had guns pulled on us, a number of our trucks had brake linings cut, 

gear boxes drained... our families copped a fair bit of abuse and we 

even had a number of our vehicles forced off the road." 

(Garry Chenhall, RTA VRDTL 3 Side A 802-1056) 

In the late 1980s there were two more serious accidents on the Pacific Highway 
involving heavy vehicles. They resulted in reducing the speed limit for heavy vehicles 
and several other regulatory measures. 

Around this time Phillip Leeds was involved in developing a specification for 
monitoring heavy vehicle speed. The specification did not require any one technology 
or technique for recording vehicle speed such as the installation of a tachograph. 
Instead it demanded that a vehicle's speed, time and distance travelled be recorded, 
for each journey by the driver, using a D M T approved method. 

Currently, heavy vehicles have annual inspections over the pits at an authorised R T A 
Inspection Station. Additionally they can be subject to random inspections in the field 
performed on a "truck-a-lyser" as Phillip Leeds explained: 

"We have the mobile inspection trailers otherwise known as the 
truck-a-lysers ... that's essentially the equivalent of a full inspection 
pit in a trailer that has a hydraulic jack so you can lift up the truck 
to inspect it, a roller brake tester, shaker plates, a range of heavy 
vehicle inspection equipment in a trailer that you can tow around 
and set up on the side of the road." 

(Phillip Leeds, RTA VRDTL 1 Side B 1383-1540) 

Phillip Leeds noted that the seriousness of a defect detected in a random inspection 
determines how it is dealt with. Minor problems must be fixed within a time limit. 
Other more serious defects must be attended to in the next town. Very severe defects 
can result in the vehicle receiving a red label that prohibits it from being moved until 
it is fixed or towed away. 

8.3 Mass Limits and Loading Regulations 

The M t Ousley accident in the late 1970s also heralded the introduction of Mass 
Limits and Loading regulations. As well as being a safety issue influencing braking 
function and load balance, overloading contributes to the deterioration of roads and 
bridges. Phillip Leeds recalled: 
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" There are limits to road infrastructure, pavements can 
only take so much and bridges can only take so much...in 
the worst case you might break a bridge or fall through it. 
We 've got some wonderful pictures of heavy loads that thought 
they could go over a bridge and didn 't make it. ... There 

was one reported recently, on a private road." 

(Phillip Leeds, RTA VRDTL 2 Side A 420-492) 

The limit for a standard six axle truck is 42 tonne, rigid trucks and trailers can go to 
50 tonne and prime movers and two semi trailers can go to 62.5 tonnes and road trains 
can go to 92 tonnes. Phillip Leeds noted that after a vehicle reaches a basic weight of 
42.5 tonnes there are restrictions on which routes it can travel. 

8.4 Heavy Vehicle Regulation in the 1990s 

Safe-T-Cam 

In 1997 vehicle speed and other information such as driver fatigue and registration, 
began to be monitored through Safe-T-Cam technology. Designed by CSIRO, 
Advanctra and R T A Business Systems, Safe-T-Cam is a series of sophisticated, 
electronically linked video cameras mounted at particular locations along the State's 
main road transport routes. The cameras take a time stamped image of a vehicle at 
one site and then at subsequent sites along the route. By clocking the time a truck 
passes camera ' A T and the time it passes camera ' B ' , a calculation of the truck's 
speed can be made. If it appears that, given mandatory rest stops and speed 
restrictions, the truck has been travelling above the speed limit, the vehicle is flagged 
in the system as a speed problem and followed up by a Heavy Vehicle Inspector. If 
the behaviour is persistent then Operators face deregistration or prohibition from 
driving on N S W roads. 

Garry Chenhall, as Manager of Operations for Safe-T-Cam, implemented the 
monitoring system. Initially there were only 10 sites, now there are 21 running state
wide. Safe-T-Cam monitors heavy vehicles for fatigue management purposes, speed 
and valid registration. Garry noted that it is remarkable that information on heavy 
vehicle movements are monitored from level seven of the R T A building in Elizabeth 
St, Sydney. 

Gany Chenhall noted truck drivers will go to no end of trouble to avoid being 
detected at the camera sites: 

"...we have had reports of heavy vehicles, semi trailers driving 

along the levee banks to avoid being monitored. We regularly 

get images of vehicles going down the wrong side of the road... 

they will also turn off their lights to avoid being monitored by 

the cameras, they will also travel around within one or two 
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metres of one another ...and this is all while they're travelling 
in excess of100km per hour, not just normal semis but B Doubles 
too..." 

(Garry Chenhall, RTA VRDTL 3 Side B 430-754) 

Terry Hagan and B o b Reece emphasised that there are a number of restrictions on the 
use of Safe - T - C a m . The technology cannot be used to identify persons driving a 
vehicle and at present the cameras are used only to track heavy vehicles, not privately 
owned cars and passenger vehicles. Apart from these privacy concerns there are 
problems with using the digital imagery provided by Safe-T-Cam as evidence in 
prosecution. Such imagery is easily able to be enhanced or modified relatively 
seamlessly. Currently the technology is only used to flag problem behaviour of Heavy 
Vehicle Drivers and repeat offences are dealt with by Inspectors w h o have to gather 
other hard evidence such as anomalies in log books or roadworthiness defects before a 
prosecution can go ahead. 

N S W is the only state in Australia to monitor heavy vehicles using this system and 
Garry Chenhall noted that there will be far more monitoring in future because of 
R T A ' s commitment to road safety. Other States are n o w taking some interest in Safe-
T-Cam. 

8.5 Alternative Compliance Scheme 

The R T A has in recent years moved away from a philosophy of enforcement by 
penalty and has encouraged a system of self-regulated compliance. A s Phillip Leeds 
explained, Vic Roads has currently set up the Mass Management Pilot Accreditation 
Scheme where Operators undergo a process of accreditation and thus provide a 
guarantee that they will comply to limits, roadworthiness and driving hours 
regulations. The R T A recognises this accreditation and these Operators are fast 
tracked through the checking stations and weighbridges on N S W roads. Operators 
belonging to this scheme have to monitor their weights and loads and record them and 
are subject only to the occasional audit check. The value of this scheme is that 
resources can be diverted from inspecting compliant Operators to targeting sections of 
the heavy vehicle industry which have repeated problems with overloading, 
roadworthiness or limits on driving hours. 

Garry Chenhall also mentioned that the R T A is working hard to educate the industry 
to identify problems and develop systems to overcome potential infringements of 
heavy vehicle regulations. The R T A is n o w working on a three strike principle where 
if a heavy vehicle is detected travelling at 115km/h or more, three times within a three 
year period, the vehicle registration can be cancelled, however there are provisions for 
appeal. 

Garry Chenhall discussed the Transport Industry in general, saying that it is dollar 
driven and very hard to regulate and control. H e pointed out that almost every year 
new legislation comes into place and this involves training both Inspection staff and 
the transport industry about the changes. 
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8.6 Corruption within the Heavy Vehicle Industry 

During his time as Manager of the Katoomba Motor Registry in the 1970s, Phillip 
Youngman saw incidents of blatant corruption among the Heavy Vehicle Inspectors 
w h o would waive or reduce Road Tax for truck operators on payment of a bribe. H e 
commented that at one stage it became such c o m m o n practice that Inspectors would 
send out invoices for their graft: 

" There was a big scandal then - up in the Blue Mountains -
a number of Inspectors were taking bribes - they worked 
out deals with trucking companies where they were paid a 
certain amount a month to ignore that company's trucks passing 
through so that the Road Maintenance tax was reduced... they 
kept books and details ..." 

(Phillip Youngman, RTA VRDTL 28 Side A 969-1127) 

Garry Chenhall also recounted several incidents of corruption in the heavy vehicle 
industry that he witnessed. Garry recalled the joke shared among Inspectors to 
discourage any attempts to bribe them: 

"...situations did arise, but one thing, we always had the attitude 
that if you take it off [a bribel one the word would spread and it 
eventually gets back to the boss and you 'd lose you job. So most of us 
adopted the attitude that if anyone was to bribe us the starting 
fee was $250,000 because that is what we believed our super and 
our future with the organisation would be if we got caught" 

(Garry Chenhall, RTA VRDTL 4 Side B 564-1007) 

Garry also noted the importance of maintaining a professional distance with Truck 
Operators declining on many occasions offers of free lunches and social drinks. 
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9A) NATIONAL AND STATE LEGISLATIVE ISSUES 

9.1 National Road Transport Commission 

Since the early 1990s, with the formation of the National Road Transport 
Commission ( N R T C ) , efforts have been made to put in place a Nationally consistent 
set of laws and requirements for the regulation of heavy vehicles. Prior to the 
formation of the N R T C , National initiatives were developed by a committee called 
the Overarching Group. 

A s Terry Hagan explained, the need for legislative reform and a National approach to 
legislation came about because of the difficulties faced by commercial transport 
operators w h o had to deal with eight or nine sets of State laws as they travelled 
around the country. 

The N R T C was originally set up to develop legislation, voted on by a Council for 
Road Transport which was made up of the Transport Minister for each state and the 
Commonwealth Minister. If a piece of legislation was passed by the Council, it would 
become law immediately in the A C T and oblige each of the States and the Northern 
Territory to enact similar laws. Such "template" legislation provided a guide for State 
legislation and has been developed to cover the six major areas of heavy vehicle and 
driver regulation. 

9.2 Road Transport (Heavy Vehicle Registration Charges) Act 1995 

Greg Booth outlined these areas noting that the first piece of National Legislation he 
was involved in was the Road Transport (Heavy Vehicle Registration Charges) Act 
1995. This laid out a regime of charges for vehicles over 4.5 tonnes gross vehicle 
mass and was intended to recoup costs of wear and tear on roads and bridges. Lighter 
weight vehicles are taxed under various State Acts. 

9.3 Road Transport (Vehicle Registration) Act 1997-1998 

The Road Transport (Vehicle Registration) Act was enacted in 1997. N S W was the 
first State to implement this legislation in 1998. One of the main differences between 
this legislation and previous legislation is that vehicles must be garaged in the 
jurisdiction in which they are registered. 

9.4 Road Transport (Mass Loading and Access) Regulation 1996 

The National Vehicle Operations Module of National legislation has been 
implemented in N S W as the Road Transport (Mass Loading and Access) Regulation 
1996. It was the amalgamation of three N R T C regulations, the Road Transport Mass 
and Loading Regulations, the Oversize and Over-mass Regulations and the Road 
Transport Restricted Access Regulations. Greg Booth noted that this National 
legislation was particularly difficult to draft and implement as there were confusing 
problems of definition between the three regulations that were the subject of the 
legislation. A s Greg explained, it was at times hard to tell whether a vehicle was 
governed by one regulation or another and it was important to discern this as penalties 
applicable were different in different regulations as were the procedures for getting 
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necessary permits. The resultant N S W legislation is regarded as a landmark National 
model for implementation. 

Greg Booth provided an insight into the detailed investigations that he had to make in 
drawing up this particular module of legislation: 

" One of the recollections I have was the discussions I 
had over a number of months with Ray Wedgwood our Chief 
Bridge Engineer. It was necessary for me to understand 
mathematical formulae about axle spacings which govern 
the effect of a loaded vehicle on a bridge in order to translate 
those into instructions to Parliamentary Counsel to write law. 
I probably have not done as much mathematics since I left school!" 

(Greg Booth, RTA VRDTL 16 Side A 921-970) 

9.5 Road Transport (Driver Licensing) Act 1998-1999 

The Road Transport (Driver Licensing) Act was enacted in 1998 and implemented as 
a State regulation in N S W in 1999. This legislation represents some significant 
changes in licensing drivers as it enshrined in legislation the concept of one driver one 
licence. N o longer could a driver hold discrete licenses for different classes of vehicle 
and from more than one State. It also introduced the practice of licence suspension 
before cancellation. 

9.6 Legislation Regarding Dangerous Goods and Compliance and 
Enforcement 

The National module of legislation on Dangerous Goods was also developed, 
although it does not impact directly on the R T A . Currently, work is being done to 
draw up National legislation relating to compliance and enforcement. Greg Booth 
commented that this is perhaps the most difficult area in which to get agreement on a 
National strategy as each State jurisdiction has its o w n approach and philosophy 
regarding these matters. 

The N R T C has since 1997 abandoned its aim of developing "template" legislation for 
the time being and is n o w looking at voting on proposals for reform across the Nation, 
leaving the process of legal implementation of these reforms to each State. Greg 
Booth reflected that the process of enacting National laws to regulate vehicles in a 
coordinated manner has always been difficult. States facing a State election have been 
sometimes reluctant to enact such legislation and additionally the Legislation Review 
Committees of some jurisdictions have been reluctant to surrender their right to 
review legislation which a Government m a y present as fait accompli on the basis that 
it forms part of a national scheme. Furthermore, Parliamentary Counsel in many 
jurisdictions have wanted to maintain their o w n styles of drafting legislation. 
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10 .0 Conclusion 

Over this Century there have been many, far reaching changes in the area of vehicle 
regulation and driver testing and licensing and the organisation which looks after 
these matters. The changes have been a response to the astounding increase in the 
number of vehicles travelling on N S W roads; from 6945 in 1911 to over 3.7 million 
in 1999. 

Over the past five decades all aspects of the organisation have experienced a 
transformation. W o r k practices and customer service have been revolutionised with 
the introduction of networked computer systems and related technology. A s well, the 
organisation has moved from being concerned solely with record keeping and 
administration, to being the chief agency to carry out both regulatory and road 
construction functions in N S W . 

M a n y interviewees commented that the R T A ' s greatest challenges for the n e w 
millennium lie in the areas of vehicle and road safety, developments in its 
technological base, customer service and efficiency. Initiatives such as a National 
model of laws in vehicle and driver regulation and National vehicle and driver 
information systems are currently being developed and implemented, providing a far 
more consistent and thorough framework for drivers and vehicle owners. 

Finally w e would like to acknowledge that all the people w e interviewed for this oral 
history program expressed a sense of great pride in their achievements within the 
organisation and continue to have a strong commitment to the R T A . W e wish to thank 
them for their contribution to the oral history program. 
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W H A T ' S N E W IN M O T O R CYCLE RIDER TRAINING & TESTING? The answer is LOTS . . . and the full story is inside 
on the next tvvo pages. Our cover scenes show ^r\e three workstations and centralised computer system of the Rider Training Unit Booking and 
Information Centre at Rosebery. It's here that (from front to back) Jim Vanitsas, Course Coordinator; Fay Dairies, Booking Clerk; and Richard Diamond. 
Booking System Supervisor: take calls from applicants and m a k e all the necessary arrangements for their attendance at the appropriate rider licence 
Itraining course Our terrific trio might " h a m it up " for the cameras occasionally but their everyday service is fast, efficient and friendly. 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

C O V E R STORY 

W h o said all bikies are 
bearded, tattooed, 

bad 'n' mad? 
Our Rider Training Unit at Rosebery 

operates in stark contrast to that familiar - but 
distorted - picture image The Unit was formed 
three years ago to overhaul the State's rider 
licensing program, after the Parliament of N S W 
Joint Standing Committee on Road Safety, in 
their 1984 report "Staysafe 3", recommended 
major changes in motorcycle training, testing 
and licensing. 

In 1988. the Unit began creating the new 
Rider Training, Testing and Licensing program, 
which is aimed at novice rnotorcycte riders - the 
target group for accident reduction. 

Project Manager David Hiii says that "From 
the start community consultation has been of 
vital importance. When the Unit placed 
advertisements to invite comments and 
recommendations, it received a wide range of 
replies from *ne general public motorcycle 
lobby groups and the motorcycle industry" 

What's New? 
The U a ^ trialted a number of training 

programs on a voluntary basis and m a d e 
modifications as necessary. Meanwhile, other 
rider training and testing programs from both 
overseas (particuiariy the USA) and in other 
states were being reviewed. The current N S W 
program most closely resembles the Victorian 
program. 

By 1993, every rider licence applicant will 
have to take compulsory training before being 
able to appy for either a Learner or Provisional 
Rider Licence App&cants will also have to pass 
two new riding tests - ie a skill test and a 
roadcraft test - before obtaining a Provisional 
licence. 

"Under the new program, rider licence 
applicants have to . . . 

• take' seven hours of training, split into two 
days! before a Learner Licence is issued, 

• hold the Learner Licence for between three 
and six months, and 

• take a further six-hour training session, a skill 
test and a roadcraft test before a Provisional 
Licence is issued. 

Training is carried out at rider Saining 
centres, which also conduct the skill test. The 
roadcraft test replaces the current riding test 
admraisiered by the RTA. 

Setting U p 
Training Centres 

The State has been divided into a number 
of .post-coded regions. Each region wiii 
uffimateiy.be declared under the new program, 
and wiii have its own training centre where all 
applicants within that region wiii undertake the 
various forms of pre-licence training. These 
centres will be run by independent contractors, 
whose training must fall within established RTA 
guidelines and they must only employ RTA 
accredited instructors. 

. As a centre opens, its surrounding region 
is declared under the n e w program . . . but, 
untP all the centres are established and their 
surrounding areas declared, a duar licensing 
system will operate. Applicants iiving in non-
declared areas can continue to apply for a rider 
licence under the old system. 

By 1993, more than 25 motorcycle rider 
licence training and testing centres wii! be in 
operation and handling 9 0 % of the State's 
annual 23,000 rider licence applicants. The 
remaining 1 0 % of applicants will eventually be 
subject to an alternative Remote Area Training 
Program. 

First Cent res O p e n e d 
O n 1 August 1990, the first three regions 

were declared under the n e w program. They 
are . . . 

A publicity snot of a publicity shot being taken of a typical demonstration of an applicant 
undergoing the new skill test. From left to right; David Hill. Manager. Rider Training: 
Wily lyffyt. Community Relations Consultant; and Dennis Leard. Admin. Officer. 

Region: NorthMfestem Sydney 
Centre: Seven Hills Rider 

Training Centre 
Areas declared: From Castle Hill and 

Blacktown through to 
Richmond, Windsor and 
Kurrajong. 

Region: 
Centre: 

Areas declared: 

Region: 
Centre: 

Areas declared: 

Greater Newcastle 
Adamstown Rider 
Training Centre 
From Morisset and 
Swansea in the south, to 
Nelson Bay in the north 
and West Wallsend and 
H e x h a m in the west. 

N e w England 
N S W Traffic Education 
Centre at Armrdale 
Include ArmidaJe, 
Walcha, Uralla, Bundarra, 
Guyra and T m g a 

Further centres to be declared during 
1990/91 are . . . 

Canoboias 
Central Coast 
lltawarra 
Penrith 
Sydney MidAAfestem 
Sydney Eastern Suburbs 
Sydney Northern Suburbs. 

T h e Right Skills for the J o b 
The Rider Training Unit befieves that in order 

to communicate with future rnotorcycte riders, 
the program first needs to make sense to them. 
instructors, testers and Training Unit staff need 
to be experienced motorcyclists, committed to 
safe riding and also be effective ccnTrnunicators. 

Young riders look for (and look u p to) role 
models w h o have "expertise" and "status". 

The Unit's policy is that both rider training 
centre instructors and RTA testing officers be 
competent riders and communicators w h o can 
adopt the mentor rote. To achieve this. Rider 
Training Unit staff themselves are primarily 
dedicated motorcyclists, committed to the 
objectives of the program. 

Informing the Public 
ft is important that the public knows that tie 

RTA has brought in a n e w program for bike 
riders and that applicants can find out h o w they 
n o w get a rider licence 

Consequently, the Rider Training Unit places 
advertisements in local newspapers w h e n new 
centres are opening. This advertising is often 
supported by news coverage. The media has 
written and talked about the n e w program in 
great detail, with extensive TV coverage 
(including in-depth special current affairs 
reports) in both Newcastle and ArmidaJe 
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"Fore and aft" views of a typical roadcraft test, shewing the Motor Registry Rider Testing Officer (demonssrateti by our Manager. Ride: Training. 
David Htii) following the provisional rider licence applicant (demonstrated by Dennis Leard. Administrative Officer. Ride- Training Unit). 

Furthermore, a n e w 12-page brochure has 
been produced on " H o w to get your N S W 
Rider Licence", ft explains ail the steps 
necessary to get a motorcycle rider licence and 
is available free -at motor registries. If after 
reading the brochure an applicant still has 
queries, they should contact the Rider Training 
Unit. 

Posters have also been sent to affected 
motor registries to further help inform the pubfc. 

H o w C o m e There's Not Lots 
of Red Tape and Delays? 

All information goes in at one place and 
c o m e s out at the s a m e piace . . . -that is, the 
Rider Training Unit Booking and Information 
Centre at Rosebery (see cover photo). 

The Unit takes all bookings and enquiries 
through a single Sydney telephone number on 
(02) 662 5836. Those living outside Sydney can 
phone toll-free on (003) 45 1389. 

AG rider training bookings and confirmations 
are performed on a centralised computer using 
a specialised version of O p e n Access There 
are three workstations, so the Unit can handle 
all telephone enquiries immediately. 

W h e n a rider licence applicant makes a 
phone enquiry, the Unit can check the nearest 
training centre, the next scheduled training 
course and the current size of the class. 
Bookings are given over the phone, and the 
computer generates letters to applicants with 
all relevant details. 

T h e R o l e of the M o t o r Registry 
Motor registries handle all payments foi 

rider training courses and licensing fees anc 
are often the first place where would-be 
applicants seek information. They can 
conveniently hand out the brochure " H o w to 
get your N S W Rider Licence", or refer 
applicants directly to the Rider Training Unit for 
further details. 

Before each opening of a new centre and 
declaration of tie surrounding region, motor 
registry staff are provided with up-to-date 
information via Motor Registry Circulars 

The N e w Licence Tests 
In declared regions, the old motorcycle 

"P-Plaie" riding test has been replaced by two 
new tests under the n e w program. 

1. The Skill Test 
.As the n a m e implies, this is a ski-oriented test. 
It is performed off-road and is conducted by 
the training centre. . 

2. The Roadcraft Test 
This test focusses on road riding abflity and is 
assessed by a Motor Registry Rider Testing 
Officer. 

• With the old "P-Plate" riding test, the 
examiner used to stand on a comer while the 
applicant rode off . . . sometimes out of sight. 
With the roadcraft test, the Provisional Licence 
applicant is followed around a set route by a 
testing officer w h o is also on a motorcycle In 
this way, the testing officer obviously has a 
m u c h better opportunity to assess the 
applicant's ablity in traffic conditions. 

The roadcraft test is to b e offered at a limited 
number of motor registries associated with the 
declared areas. 

By 1993. when 9 0 % of N S W will be 
declared under the new program, all rider 
appfcants wfll be undertaking the roadcraft test 

Testing Officers 
T a k e Their Tests 

Being a Rider Testing Officer is another 
opportunity for the mutti-skilling of Customer 
Service Officers, Grade 2 , w h o can n o w receive 
special training before being accredited to 
conduct the n e w roadcraft test 

A s a Rider Testing Officer they get a small 
allowance, full riding leathers and a helmet, 
wh0e, to maintain their rider skflb, they m a y also 
commute to and from h o m e on the motorcycles 
issued to them for testing. 

The first four Rider Testing. Officers recently 
completed their training at the S 2 mHlton 
upgraded N S W Traffic Education Centre at 
Armidale. They are Lance Roberts from 
Chariestown M R , Terry Manning and R o n 
Campbell from Blacktown M R and Barry 
Warner from Armidale M R . . . and you can 
see them in the photograph below. 

For further information, feel free to 
contact the Rider Training Unit's 
Manager, David Hill on tel (02) 662 
5637. He's bearded . . . but, as far as 
we're aware, he's not tattooed . . . and 
certainly not "bad n' m a d " . 

The first batch of Rider Testing Officers undergoing training at Armidale. From left: Lance Roberts. 
Chariestown M R ; Richard Beany. Rider Testing Coordinator. Rider Training Unit Rosebery; Terry 

Manning. Blacktown M R ; Barry Warner. Armidale M R ; anc Ran Campbell. Blacktown M R ; with Terry 
Sweeney, RTA Chief Riding instructor, located at the N S W Traffc Education Centre Armidale. 
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MOTORCYCLE RIDING -
A SAFER FUTURE 

The w a y motorcyclists get 

their licence has changed with 

the n e w rider Training. Testing 

and Licensing Program 

introduced on 1 August 1990. 

In future, motorcycle riding 

will b e safer because licence 

applicants will need to train to 

increase their skill level before 

being able to apply for either a 

learner or provisional rider 

licence. 

Based on results from similar 

programs both here and 

overseas, 140 lives are 

expected to b e saved over the 

next ten years. 

Under the n e w 

program, rider licence 

applicants have to: 

• Take seven hours of 

training, spread over two . 

days, before a learner 

licence is issued. 

• Hold the learner licence 

for between three and six 

months. 

• Take a further six-hour 

training session, a Skill Test 

and a Roadcraft Test before 

a provisional licence can b e 

issued. 

Rider training, and the 

n e w Skill Test, will both be 

carried out at a rider 

training centre. The 

Roadcraft Test replaces 

the current licence test 

administered by the 

Roads and Traffic 

Authority. 

Pre-learner training 

will cost S40. whilst 

pre-provisional licence 

training will cost $60. Both 

courses are subsidised. 

The state has been divided 

into a number of post-coded 

regions and the program will be 

phased in state-wide by 1993. 

Each region will ultimately 

b e declared under the n e w 

program and will have its o w n 

conveniently located training 

centre where all applicants will 

train. 

W h e n a centre opens, the 

surrounding region will b e 

declared under the n e w 

program. Until all centres are 

established, and all regions 

declared, a dual licensing 

system will operate. Applicants 

living in non-declared areas 

can continue to apply for a 

rider licence under the old 

system. 

By 1993, there will b e 25 

training centres in operation, 

and they will handle 90% of 

N S W ' s annual 231X10 rider 

licence applicants. The 

remaining 10%, w h o live too far 

from a training centre, will b e 

subject to a remote training 

program. 

First centres to open 

O n 1 August 1990, the first 

three regions were declared 

under the n e w program: 

Region: Norfh-Western 

Sydney 

Centre: Seven Hills Rider 

Training Centre 

Areas declared: From 

Castle Hill and Blacktown 

through to Richmond, 

Windsor a n d Kurrajong. 

Region: Greater Newcastle 

Centre: A d a m s t o w n Rider 

Training Centre 

Areas declared: From 

Morisset a n d Swansea to the 

south. Nelson Bay to the 

north and West Wallsend 

a n d H e x h a m to the west. 

Region: N e w England 

Centre: N S W Traffic 

Education Centre 

Areas declared: Include 

Armidale, Walcha, Uralia, 

Bundarra, Guyra and Tinga. 

Ray Chappell. M.P. 
Northern Tablelands, 
presents Bill Schofield 
with his Instructor's 
Accreditation Certificate 
after the r//sf training 
course under the new 
program, held at NSW 
TEC Armidale. 

Adamstown Rider 
Training Centre 
Instructor Steve 

Northey, explains 
body posture 

during cornering 
to students. 
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Further centres to b e 

declared during 1990/91 are: 

Canobolas 

Central Coast 

I
lilawarra 

Penrith 

Sydney Mid-West 

Sydney Eastern Suburbs 

Sydney Northern Suburbs. i 
• ^ E W RIDER TEST. 

• The oid "P-Plate" Rider 

licence Test has been 

•ep laced by two n e w tests, in 

^ h e dectored areas, applicants 

jtfill need to take a n e w off-

B o a d Skills Test which is designed 

T O test motorcycle riding ability. 

» Later, applicants take an 

rvroad Roadcraft Test to test 

their road-riding skills. With the 

Ild "P-Plate" Riding Test, the 

xaminer used to stand on a 

comer while the applicant rode 

Iff out of sight. This method had 

>ng been an embarrassment 

to the old Department of Motor 

Iansport as it w a s clearly 

nsatisfactory. 

With the n e w Roadcraft Test, 

Ke applicant is followed over a 

t route by a testing officer 

w h o is a so on a motorcycle. 

Iiis w a y , genuine riding skills 

an b e assessed. 

While oil this cppears to 

^
ke getting a rider licence 

re difficult, ihe opposite is 

true. Because riders win have 

(ained before taking the tests. 

letr skill level will b e m u c h 

gher, and they will b e better 

uipped to pass. 

Furthermore, the tests 'nave 

(sen developed by 

oforcyclists for motorcyclists, 

and real-life situations have 

Jeen taken into account, 

/hat the applicant faces 

during training and testing is a • 

Itodel of the real riding worid. If 

ny applicants nave trouble 

reaching the required riding 

l 

standcrd, free extra remedial 

training will b e offered. 

BETTER "BIKIE" I M A G E 

Due to the program, the 

poor image of motorcycle 

riders is expected to change. 

Young and inexperienced riders 

often look for role models to 

learn from and emulate. N o w 

they have contact with 

.confident and skilled instructors 

w h o can act like mentors. 

Because motor registry 

testing officers will n o w also b e 

motorcycle riders, young riders 

are further exposed^to 

competent role models. 

H O W T O FIND OUT A B O U T THE 
P R O G R A M 

If you want, to book a 

training course or enquire 

about the program, call The 

Rider Training Unit Booking and 

Information Centre on (02) 662 

5836. People living outside 

Sydney can call toll-free (008) 

45 1389. 

For anyone who wants to 

know more about the program, 

there is also a 12-page 

brochure entitled " H o w to get 

your N S W Rider Licence*, and it 

is available from all motor 

registries. 

Terry Sweeney 
RTA Chief Riding Instructor 

Armidaie. 

"e/°oi, 
"**><**&'*», 

• * * « * " « * * * 

New Skills test - checking 
braking performance. 



A ROADS A N D TRAFFIC AUTHORITY ROAD SAFETY BULLETIN 
AUTUMN EDITION 1990 

P O Box 110 Roseberry 
N S W 2018 
Telephone 218 6888 

Drugs and driving 

Helmets for drivers? 

Road Safety and 
the future 

Financing safer roads 

Promoting bicycle safety 

Get them young 

Dangerous poles 

Road safety in schools 



Motorcycle training 
* opportunities 
Whilst'the n e w motorcycle 
training program is yet to 
come into effect, riders in the 
Sydney area can take 
advantage of the Roads and 
Traffic Authority's novice 
rider training courses at 
Granville and Botany. These 
weekend courses cost S30 
andmotorcycles are 
provided. 

There are m a n y .other 
training opportunities 
throughout N e w South Wales 
and the Sydney region and 
anyone interested can call 
the Road Safety Bureau on 
{02)662 5836 for .information. 

Gosford Motor 
Registry - A first for 
motorcycle safety 
The recent opening of the 
Gosford Motor Registry 
marks a significant point in 
the advancement of 
motorcycle rider safety - it's 
the first time purpose-built 
training facilities have been 
incorporated. 

The facilities, which are 
currently available for the 
use of rider training 
organisations on weekends. 
will eventually become the 
Central Coast Training 
Centre for the n e w 
compulsory motorcycle rider 
training program. 

.s-\ \i 

K & & 
,&*> 

T h e Minister for Transport, 
M r Bruce .Baird, has 
announced a n e w motorcycle 
rider training, testing and 
licensing program to be 
implemented this year. This 
m o v e , which has been 
welcomed by motorcycle 
lobby groups, will do m u c h to 
enhance the skill of the 
state's novice riders. 

"I hope that this initiative 
has the same impact on the 
motorcycle toll as random 
breath testing did on all 
drivers," commented M r 
Baird. 

> Seven hours of off-road 
training will n o w be required 
as •well as the current 
eyesight and knowledge 
tests before learner licences 
are issued. Once these have 
been held for three to six 
months, a provisional licence 
will be issued, but only on 
the completion of a further 
six hours of instruction, and 
the successful completion of 
both a skill and roadcraft 
test. 

The program will be 
introduced progressively 
throughout the state and the 
compulsory training sessions 
will be conducted by Roads 
and Traffic Authority 
instructors at special training 
centres. The first of these will 
be opened m Newcastle. 
Arrrudale and in the north 
western suburbs of Sydney. 



Motorcycle Training and Testing 

Minister Announces N e w Scheme For Public Discussion 
The Minister for Transport, Braes 

Balrd, has released for public 
discussion a paper prepared by the 
Rider Training Unit on a proposed new 
system of motorcycle rider training, 
testing and licensing aimed at 
dramatically reducing the accident 
rate for motorcyclists. 

Mr Balrd announced that the 
objective of the proposed rider 
training, testing and licensing 
programme Is to reduce the level of 
road trauma a m o n g N S W 
motorcyclists by at least 30% within 
ftvs years, with the programmes 
available to 9 0 % of potential 
motorcyclists within three years. 

"The Government Is committed to 
rider training, examining ways to 
Improve training safety and to 
developing proper provisional licence 
examination procedures," Mr Balrd 
said. 

What's In the Rider Training 
Proposals? 

For those Interested, copies of the 
paper can be obtained from the Rider 
Training Unit at Rosebery on (02) 662 
5836 (see change in location details on 
page 3). W e summarise them here to 
give you the basic background. 

Motorcycle R o a d Trauma 
Although motorcycle rfdar fatalities In 

N S W during 1988 (111 riders and 12 
pillion passengers) were the lowest since 
1972, this Is still too high. 

Out of every 10,000 motorcycles In 
N S W , 12.3 are involved In fatal accidents 
annually, compared to 3.6 in every 
10,000 cars. Cars travel an estimated 
average annual distance of 4977kms 
compared to 2637kms for motorcycles. 
Thus a N S W motorcycle Is six times 
more likely to be involved In a fatal 
accident than a car. 

The present fatality level needs to be 
compared with the falling number of 
registered motorcycles. N S W had 153 
deaths In 1983 when a peak of 135,600 
motorcycles were on the road, compared 
to 123 In 1988 with 105,700 motorcycles 
on the road. 

Perhaps most salutary Is a 
comparison of N S W to other States. 
During 1988 Victoria had 55 motorcycle 
rider fatalities, Queensland 5 8 , South 
Australia 28 , and Western Australia 27 . 
Comparing fatalities to number of 
registered motorcycles, the N S W rate Is 
4 7 % higher than Victoria, and 2 0 % higher 
than the national average. 

Clearly the issue of motorcycle rider 
road trauma In N S W needs to be 
addressed, and the absence of a 
comprehensive training programme 
coupled with only very basic testing 
procedure is seen as a significant 
factor. 

The Minister for Transport, Bruce Balrd, discusses the proposals with Greg Hirst, Chairman of the Motor Cycle Council of N S W 
(left) and David Hill, R T A Manager, Rider Training at a demonstration of the proposed skill test at Botany Motor Registry on Monday 
6 March. 
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Motorcycle Training and Testing 

T h e Present Licensing System 
A learner's licence to ride a motor 

cycle on public roads can be obtained at 
age 16 years and 9 months by passing a 
knowledge and eyesight test at a motor 
registry, A provisional licence is gained 
by passing a basic riding test on public 
roads watched by a stationary Driver 
Examiner. Trie minimum age tor a 
provteionaltlcencels17years. Rrdersare 
restricted to a m a x i m u m 250ml capacity 
motor cycle during their one year 
provisional licence period. Special speed 
limits and pillion carrying restrictions 
apply. 

Kt 
T h e Proposed System 

The current proposal recommends 
for all applicants . . . 
* pre-learner's licence evaluated 

training of two sessions of three 
and a half hours duration each (plus 
the present knowledge and eyesight 
tests); 

* learner's licence held for a m l m l m u m 
of three and a m a x i m u m of six 
months; 

* pre-provislonal licence training... of 
one six hour session; and 

* an off-road skill test and an on-road 
roadcraft test (to replace the present 
test)... before gaining a provisional 
licence. 
Minimum riding ages and other 

current restrictions on learner and 
provisional licence holders would be 
unchanged. 

Derivation of the System 
Major changes in training, testing and 

licensing were recommended by the 
Parliament of N S W Joint Standing 
Committee on Road Safety In their report 
'Staysafe 3* In 1984. The Rider Training 
Unit recently reviewed these 
recommendations in the light of 
developments in other States, 
particularly Tasmania, Victoria and South 
Australia. A wide range of system options 
w a s considered. 

The recommended training courses 
aresimilartothoseusedln Victoria. They 
comply with the recently formulated 
National Core Syllabus for Motorcycle 
Rider Training. 

The on-road test M T T T (Motorcycle 
In-Traffic Test) is also used in Victoria, ft 
and the skill test Alternate M O S T 
(Motorcycle Operator Skill Test) were 
developed by the Motorcycle Salety 
Foundation ( M S F ) In the U S A . 

Above: Senior Riding instructor G r a h a m R o w e keeps fit while teaching clutch control 
at the R T A Pilot Training School at GranvMle. Courses are available every weekend. 
Below: The Motorcycle Riders' Association conducting a training course at the R T A 
Rider Training Centre at A d a m s t o w n (Newcastle). 
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Motorcycle Training and Testing continued 

A n Integrated System 
Each component of the proposed 

programme fs an Integral part of the 
whole. 

The first training provides riders wtth 
basic skills and knowledge so they are 
ready for and can m a n a g e s o m e road 
riding. With s o m e road experience, the 
rider Is ready for and responsive to further 
training. The tests are then a final 
confirmation of ability. 

W h y Evaluated Training for a 
Learner's Licence? 

The overall objective of the scheme Is 
not only to ensure adequate rider skill but 
also to encourage acquisition of road 
sense i.e. adoption of defensive attitudes 
w h e n riding in traffic. T h e long-term aim 
is to change the whole attitude of the 
riding community towards being positive 
about safe riding. Riders, quite rightly, 
often blame other road users for 
accidents but that does not m a k e 
motorcycling safer. T h e solution rests 
principally wtth riders. In their decision to 
ride safely and defensively. 

Formal testing does not encourage 
positive attitudes to safe riding, but 
training can. Training ensures that 
novices actively consider the Issues. 

If a n e w entrant to motorcycling Is told 
"you have to take training" rather than 
"you ha ve to pass a test" then w e are seen 
to be assisting In the venture rather than 
putting up barriers. 

Thus It Is proposed that formal testing 
Is not held until after Initial training, s o m e 
road experience, and then further 
training. But the pre-learner's licence 
training Is evaluated. The learner must 
satisfactorily perform each training task 
In the programme. Unless there are 
problems, the applicant Is unaware of the 
evaluation, but the Instructor 
nevertheless has objective standards. 
Remedial training, for problem areas. Is 
part of the concept 

W h y Compulsory Training? 
Voluntary training Is available n o w . 

Training resources are not fully utilised. 
Only about 600 holders of the 24,000 
learner's licences issued annually decide 
to take s o m e form of basic formal 
training. These tend to be those w h o are 
already highly safety conscious. 

There are no riders w h o do not need 
training. Those with off-road experience 
need to acquire good road riding habits 
and an understanding of the road 
environment Often they are over 
confident and a danger to themselves. 
Experienced car drivers obviously need 

to acquire riding skills. They also need to 
learn to m a n a g e the road environment 
from a rider's viewpoint. Class sizes are 
deliberately kept low (Ave riders per 
Instructor) to cater for Individual needs. 

Training exposes Inexperienced 
riders to mature Instructors In a positive 
peer environment Testing Is not a 
substitute for this critical time of Influence 
on n e w rider's attitudes to road safety. 
Testing helps ensure a standard but It Is 
the quality and universality of training 
combined with testing whlcn will produce 
real results. 

All riders w h o undertake training are 
afterwards convinced of Its value. They 
enjoy It and they want more, but there 
s e e m s to be only one way of firstly 
ensuring that they alt get to a training 
course. 

Implementation 
It Is proposed that pre-learner's 

licence training is provided through off-
road Rider Training Centres. About 35 
Centres would be required to cover 9 0 % 
of the State population without 
Inconvenient travelling distances. 
Training would be at weekends, and m a y 
be extended to weekdays depending on 
demand. 

The Centres m a y be operated by the 
Authority, or by commercial or 
community organisations either on 
Authority sites or sites of their o w n . 
Existing commercial and community 
facilities and resources as well as existing 
Authority properties will be used 
wherever possible. 

Pre-provlslonal licence training and 
skill testing is proposed to be undertaken 
entirely by commercial and community 
organisations. 

T h e roadcraft test would be 
conducted by R T A Driver Examiners at 
the applicant's local motor registry. 
Specially trained examiners, riding a 
motorcycle, will follow the applicant along 
a set route. 

A n e w training and licensing system 
will be Introduced for Instructors and 
organisations carrying out training and 
testing under the programme. 

T o ensure smooth Introduction of the 
scheme, and particularly to guard against 
excessive waiting times, the scheme 
would be Implemented by the 
progressive opening of Centres. W h e n a 
Centre opens, an appropriate number of 
surrounding postcode areas are declared 
and applicants residing In these declared 
postcode areas comply with the n e w 
system. While postcodes remain 
undeclared (I.e. no Centre is yet 

established) the existing licensing 
system will continue. 

A Remote Area Training Programme 
is Intended for areas permanently outside 
the Centre system. 

C o m m u n i t y and Industry Viewpoints 
The scheme has been developed to 

satisfy, wherever possible, the variety of 
community viewpoints, yet to still be fully 
effective. 

Opinion w a s widely but Informally 
canvassed before formulating these 
particular proposals, but formal 
community response Is n o w being 
sought. 

Primary concerns s e e m to be 
potential Inconvenience and cost to the 
rider, and whether this will discourage 
n e w entrants to motorcycling and affect 
the motorcycle Industry. Already there Is 
diversity of opinion on these Issues, 
ranging from complete pessimism to 
optimism that, through training 
programmes, motorcycling will b e c o m e 
safer and thus more acceptable and 
popular wtth the community. 

Costs and Charges 
A full user-pays cost (excluding 

capital costs of site and buildings) would 
be of the order of $100 to $120 for pre-
learner's licence training and a little less 
for the combined pre-provlslonal licence 
training and skill test. It Is recognised that 
this Is currently seen as prohibitively high 
by the rider groups and the motorcycle 
industry. G o v e r n m e n t operated 
programmes In other States charge 
between $45 and $60 per course. 

This Issue needs further discussion 
and analysis. W e are seeking advice on 
potential support from Industry and on a 
pricing structure which might be more 
acceptable. In addition, the Authority will 
analyse the benefits of Government 
Investment in the programme in 
comparison to other important road 
safety programmes. 

Other Options 
TheobJecUve Is to achieve substantial 

decreases In motorcycle road trauma 
through appropriate combinations of 
training and testing I.e. through education 
and performance evaluation. Any Ideas 
which you have on achieving this 
objective, particularly ideas which help 
resolve the cost and convenience Issues, 
are extremely welcome. 
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AUSTRALIAN COLLEGE OF R O A D SAFETY 

CONFERENCE ON YOUNG DRIVERS - 30 APRIL 1997 

THE ROLE OF DRIVER TESTING AND ASSESSMENT IN GAINING A 
LICENCE 

Presented by David M Hill, Manager, Driver Development, 
N S W Roads and Traffic Authority 

A Novice Driver's View of the Test 

So far as a novice driver is concerned there are two threshold events in their driving career -
passing the knowledge test and passing the driving test. The driving test is perhaps the most 
daunting. 

The driving test assesses both knowledge and skill, requiring immediate responses to 
unpredictable situations, all watched by the beady eye of the testing officer. Failing involves 
another test booking, more expense and inconvenience, and perhaps public loss of face. F rom 
the novice driver's point of view, taking the test is a challenging and often nerve-racking 
experience. Passing is an achievement, a milestone in becoming an adult, and the granting of a 
new freedom. 

T h e Traditional Driving Test 

Driver testing systems traditionally focused only on detection of driving faults - demerit based 
systems. A testing officer was charged with taking an applicant for a drive, detecting the driver's 
faults and then, often with minimal guidelines, was required to decide whether the applicant 
should be given a licence. 

Jurisdictions gradually formalised their systems, a 1963 paper by McGlade 1 being pivotal in the 
adoption of specific fault checklists with allocation of scaled demerit points against each specific 
fault and a pass/fail determination based on accumulated demerit points. Victoria introduced the 
demerit point system in 1975 and N S W in 1985. 

The validity of the demerit point 'shopping list' system, as used in Victoria, was investigated in 
1988 by Fabre, Christie and Frank2; The Victorian Road Test Score Sheet contained 68 error 
categories to be scored (the N S W scoresheet was very similar). It was found that testing officers 
focused their attention on a small number of error categories rather than evenly dividing their 
attention on all potential faults. 

A further major problem with the demerit system, very evident in N S W , was the wide variation 
in road and traffic conditions between test locations throughout the State. A demerit based 
system favoured applicants being tested in undemanding test locations. 
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The A D O P T System of Driver Testing 

To address these difficulties, Victoria began the search for a new test. As a basis they took a test 

developed in the U S A in 1981 called the Automobile Driver On-Road Performance Test 

( A D O P T ) 3 . Its scoring system is designed to produce consistent and reliable results regardless of 

who administers the test or the location at which it is administered. 

The A D O P T system works by testing applicants on specific behaviours, called performance 

checks, at specific points on a set route. Having scored all the performance checks on a test 

course the test result is determined as a percentage - the percentage of checks which the applicant 

demonstrated correctly compared to the total checks assessed. Thus correct behaviours are 

recognised as well as incorrect ones. The proportion, correct to incorrect, determines passing or 

failing, not simply the total number of errors. 

Victoria trialed a version of A D O P T in 1988. While the trial had excellent results, it was 

abandoned, mainly due to opposition from industrial associations. South Australia introduced 

their version of A D O P T in 1992. 

The N S W Roads and Traffic Authority introduced its version of A D O P T , the Driving Ability 

Road Test ( D A R T ) , for car drivers (1A licences) in March 1993. D A R T was developed using 

previous Australian experience coupled with extensive trials, further detail development and 

wide consultation. In particular a detailed analysis was conducted during development of D A R T 

to ensure the inclusion of all the driving abilities which could be measured with reasonable 

objectivity. The key sources for this review were the N S W R T A Novice Driver Curriculum, 

Edition l4 and the extensive 1990 review of driver licence testing conducted for the California 

Department of Motor Vehicles by McKnight and Stewart5. 

Victoria and the Northern Territory have subsequently introduced A D O P T based tests. Thus the 

introduction of A D O P T based driver testing systems in Australia is helping to further the cause 

of national uniformity. 

A further, significant feature of A D O P T is that it places strong emphasis on assessing 

observation and decision making skills and limited emphasis on vehicle controls. All Australian 

jurisdictions, including N S W , which have introduced tests based on A D O P T principles, have 

taken a more conservative approach in this regard, retaining vehicle control skills as a key 

element as well as including search, decisionmaking and space management skills. 

Preparing for the Driving Test 

A learner's licence holder has freedom of choice as to whether to take private instruction from a 

relative or friend, or whether to pay for driving instruction. A further option is to have a mix of 

both. 

In N S W there is no fixed curriculum which learner drivers must follow. To bridge this gap, the 

R T A published Licence to Drive in 1992. This is a practical guide for learner drivers and their 

tutors which sets out a sequenced procedure for both to use in the learning process. Available in 

motor registries for $8, and reasonably well promoted, the publication has not been widely used. 

If a learner pays for instruction, then, by the provisions of the Driving Instructors Act 1992, the 

instructor must hold a driving instructor's licence issued by the R T A under stringent 
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requirements. The requirements were introduced to improve the professionalism and integrity of 

the driving instruction industry and m a n y of the provisions of the Act resulted from a corruption 

investigation into driver licensing. 

Again, with professional novice driver instruction, there is no c o m m o n course of tuition followed 

by the industry. Car driving instruction is delivered almost universally on a one to one basis and 

driving instructors tend to tailor their courses to individual needs. The N S W training course to 

become a driving instructor (part of the instructor licensing process) provides instructors with a 

base curriculum and prepares them for this individual approach. In addition, driving instructors 

are n o w generally using a c o m m o n basis of assessment of their clients: w h e n commencing 

instruction, to record progress during instruction, and to assess readiness to attempt the driving 

test. 

Inevitably, with the test being the barrier to obtaining a provisional licence, the learning process 

tends to focus on passing the test. Prior to D A R T the assessment criteria were loosely stated and 

only available to R T A staff. Thus applicants and tutors (both private and driving instructors) 

were unclear as to the requirements. So far as the driving test standards and testing procedures 

are concerned the R T A has n o w adopted a 'no secrets' policy. 

A Guide To Dart clearly sets out, for the first time, what standard of driving the R T A expects in a 

driving test and h o w the test is conducted and assessed. Targeted at applicants, this is available 

free of charge at all motor registries. A clearer and more comprehensive test report form w a s 

also introduced. 

The 100 page DART Testing Officer's Manual6, which gives detailed directions for testing 

officers, has been made available to driving instructors so they are equally aware of the correct 

driving requirements for passing the test and, in detail, h o w the test is scored. 

Test Performance and Standards 

The pass score required for D A R T is 90% plus not scoring any 'Fail' or 'Immediate Fail' items. 

This compares to 8 5 % for the A D O P T based tests used in other Australian States. 

W h e n D A R T was first introduced in March 1993, the pass rate fell from its p r e - D A R T level of 

56% to 4 5 % . B y April, however, it had already risen to 51%. Currently, the pass rate is 54 .8%. 

The pass rate for driving schools is 55.4% and for privately tutored applicants is 54.1%. 

A n applicant is free to undertake a driving test at any stage of their learning process. Privately 

tutored applicants m a k e their o w n judgement as to whether they would have a reasonable chance 

of passing. Driving instructor clients are usually advised by their instructor but the advice is not 

necessarily accepted. Several opposing market forces are at work here, influenced largely by the 

cost of the test and the cost of instruction. In the driving instruction industry a full range of 

business strategies is operating: from driving schools which are prepared to basically hire a car 

and instructor for the test regardless of the applicant's ability, through to schools which insist that 

an applicant not take a test until the instructor is reasonably certain the applicant will pass. 

Consequently the driving test pass rate should not be considered as an accurate indicator of the 

driving standard required to pass the test. Rather, it is an indication of the dynamics operating in 

the community as to when a decision is made to attempt the test. The true indication of driving 
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test standard is the level of skill required to actually achieve a score of 9 0 % or more without any 

'Fair items. 

The test is pitched to a level believed to represent the standard required to first allow a novice 

driver to drive unaccompanied. Passing the test allows the driver to m o v e forward to the next 

stage, the provisional licence, but the licensing system still imposes conditions and restrictions in 

recognition of the driver's limited experience. However , at present, there are no further 

assessments in the licensing process prior to eventual gaining of an unrestricted licence. Thus a 

predicament arises in the setting of the test pass standard as to whether: 

• some recognition should be given to the test marking the transition phase from learner to 

provisional i.e. the driver is still gaining experience within the graduated licensing system 

with some allowance being m a d e for this limited experience and for some degree of error 

making, or 

• this being the final test, the expected driving standard should be set a high level with little 

margin allowed for even minor errors. 

Inherent Limitations of the Current Test 

Whilst D A R T and other A D O P T - b a s e d tests are state-of-the-art in terms of test procedure it is 

not claimed they are the perfect solution to assessment requirements. Inherent issues include: 

• T h e test is delivered (in N S W ) at 153 locations throughout the State as part of our 

community service obligation. Road and traffic conditions vary considerably between 

locations e.g. C a m m e r a y compared with Gulargambone. N o test procedure can give entirely 

equal assessments for that range of conditions. 

• T h e test is administered by people. W e have yet to discover a better instrument than a 

trained testing officer to conduct, analyse and record the driving test. It is unlikely w e will 

find a better instrument in the near future. However testing officers are h u m a n beings and are 

subject to h u m a n limitations and failings. With even the best of management strategies 

problems are not totally unavoidable. 

• T h e test cannot cover every attribute thought to be critical to safe driving. It is widely 

held that motivation and attitude are critical issues in whether a driver will be accident prone 

or not. A driving test can only assess what is reasonably measurable within the context of the 

test. T o have credibility and reliability, the driving test needs to focus on objective 

assessments which testing officers can reliably judge and which the community accepts as 

reasonable and appropriate. 

• T h e assessment time is limited. Each driving test is allocated 30 minutes, with the actual on-

road test lasting 1 5 - 2 5 minutes. This is typical of time allocations in other jurisdictions. The 

constraint on testing time is a function of costs and resources. 

• Test delivery must be consistent. In N S W 208,000 novice car driver tests are conducted 

annually. Currently 362 R T A testing officers are involved in delivering the test at the 153 

locations. T o achieve consistency in test delivery the test procedures must be highly 

documented, reasonably straightforward to apply, and limit the scope for variable subjective 

interpretation. This constrains somewhat the scope of competencies which can be included in 

the test. 
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• T h e test has no prerequisite driving skill/experience criteria. The freedom of choice for 
an applicant to decide when to present for a test does result in some incompetent and even 
dangerous drivers taking a driving test. The safety record during driving tests is high. 
Nevertheless this is only achieved through the constant vigilance of testing officers. Being a 
testing officer is a stressful occupation. 

T h e Validity of the Driving Test as a Predictor of Driving Behaviour 

A driving test simply indicates that a driver is capable of demonstrating the performance required 
to pass the driving test. It does predict h o w a provisional licence holder will drive after passing 
the test. 

O n the positive side, the driver has: 

• usually gone through some instructional process, formal or informal, in preparation for the 
test; 

• acquired some driving experience under supervision; 

• given consideration to the standard of driving expected of a licensed driver and been required 
to demonstrate this; 

• become aware, through the procedural and authoritative elements of the testing process, of the 
importance that the Government (and thereby the community) places on safe driving. 

O n the negative side, the driver m a y : 

• view the driving test as merely a barrier to be passed and not regard the standards and 
components of the test as particularly relevant to future driving behaviour; 

• model future driving behaviour more on standards adopted by peers and other road users 
rather than on the standards implicit in the driving test; 

• Decide on a personal acceptable standard of risk in his or her driving behaviour which is 
either a misjudgment of the actual risks involved or is set at a higher level of risk than is seen 
as acceptable to the road safety community; 

• soon forget the experience of preparing for and passing the test. Post test behaviour is more 
likely to be modelled on the perceived level of enforcement, i.e. more influenced by present 
constraints (the risk of being booked) rather than a single event past constraint (passing the 
driving test); 

• assume that the driving test clears them as a safe and competent driver and thus assume 
preparedness to manage all future eventualities on the road. Thus the test m a y contribute 
unrealistic ally to confidence. 

There is a perception, somewhat misplaced, that the driving test is a predictor of driving 
behaviour and a harder or more comprehensive test would, in itself, assure safer driving 
behaviour. The test is an important component of the road safety system, but it can never be the 
total panacea often expected of it, even if were longer, tougher or more comprehensive. 

Perhaps the most pessimistic view of the driving test has been given by L y n a m and Twisk7 in an 
extensive review of European licensing systems, noting that European driving tests are generally 
based on the traditional demerit points model. They state that "The literature shows conflicting 
findings and investigators generally concluded that the road test lacked sufficient predictive 
ability to support its use as a screening device to determine w h o will be permitted to drive." 
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In 1990, McKnight and Stewart5 reported: "Drive tests have never been assessed for their validity 

to reduce accidents. Correlational studies have been inconclusive due to the inability to control 

for various mediating factors. The function of the drive test is not to predict accident probability 

but rather to assure that drivers possess the knowledge and skill required to operate safely before 

being granted a licence." 

They conclude: "Assessment of routine handling skills is the primary function of the drive test. 

Perceptual skills cannot be readily tested due to the non-uniformity of the highway traffic scene 

and the difficulty in distinguishing what drivers fail to perceive from what they m a y perceive but 

feel no need to respond to. Habits cannot be validly assessed within the constraints of driver 

licensing." 

rt 

This is not an isolated view. For example, the Queensland Transport position is that "driver 

testing can perform three important roles: 

• to assess whether drivers meet m i n i m u m sufficient standards to become licensed; 

• to act as an incentive to novice drivers to practice/study for practical and knowledge tests, at 

an important stage in their driving career; 

• to influence the nature of pre-licence driver training offered to novice drivers, particularly by 

the commercial driver instruction industry." 
It should be noted that these roles do not include an assurance of post test driver behaviour. 

Competency Based Assessment 

There is a hope that introduction of competency based training and assessment ( C B T & A ) m a y 

resolve many of the problems with the current testing system. It m a y , but it m a y bring problems 

of its o w n . 

In virtually all facets of community activity, traditional vocational training, which required a 

highly structured training program and formal testing, has been replaced in recent years with 

C B T & A . With C B T & A , the emphasis is on attaining competence rather than merely fulfilling 

processes to obtain certification. The concept is a key component of the national training agenda. 

Learning to drive is ideally suited to C B T & A and one of its key elements, recognition of prior 

learning. Driving instruction usually allows the learner to proceed at an individual pace, 

previous experience can be recognised, and instruction can be delivered to facilitate continuous 

assessment. 

Currently, gaining a licence under C B T & A is an option for novice car drivers in South Australia 

and for heavy vehicle licence applicants in N S W . The N S W system is on trial. In both systems 

the learner driver is issued with a log book listing the competencies to be achieved and these are 

progressively signed off by the learner's driving instructor. The instructor is accredited to 

undertake the assessments by the licensing authority. 

The N S W heavy vehicle competency based assessment system was born out of an unsuccessful 

attempt, after field trials, to develop a heavy vehicle version of D A R T which would provide a 

comprehensive assessment in a wide range of road and traffic conditions. The C B T & A project 

involved development of competency definitions, and performance conditions and requirements 

for each, which could be practically applied on road. This w a s done through literature sources, 

and extensive trials and consultation. In addition to the core Guide9, subsystems developed to 
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support the scheme include assessment procedures, assessor training programs and accreditation 
agreements, audit systems and audit training programs, sanction procedures for non-compliance, 
competency reporting systems, community and staff awareness programs, etc: in effect, a whole 
n e w infrastructure. 

Competency based training and assessment is seen as having a number of advantages: 

• assessments can require driving in a wide range of conditions (city, country and motorway 
driving, night driving, under load, Qtc). Unlike the driving test, assessment is not limited to 
local conditions in the vicinity of the testing office. Thus a comprehensive assessment of the 
driver is achievable and the driver gains experience under the wideranging conditions; 

• the pass standard is 100% competence. All test systems allow some degree of error; 

• through the hierarchical format of the competency listing, structured learning is encouraged 
and the learner proceeds at their o w n pace; 

• greater convenience for the learner. Assessments are conducted concurrently with training 
and at times convenient to the learner and assessor; 

• the trauma, costs and inconvenience of driving test(s) is avoided; 

• assessment is outsourced by the licensing authority. Assessors operate in an open market and 
set their o w n fees. 

The system encourages learner drivers to take professional driving instruction. This could be an 
advantage, depending on the quality of driving instruction. 

There are potential disadvantages, principally arising from the system relying on the driving 
instruction industry to deliver the system with commitment, consistency and probity. These 
include: 

• the need to implement comprehensive audit systems to monitor the delivery of the assessment. 
These are proving to be complex, resource demanding (and thus costly), and they m a y not 
necessarily provide clear evidence of either correct or inappropriate delivery; 

• the potential for conflict of interest between the instruction and assessment roles; 

• the preparedness and competence of the driving instruction industry to deliver the system; 

• additional costs, for assessment, for learners w h o gain a licence through private tutoring; 

• a possible deterioration of delivery of assessment, such that C B T & A is presented as a form of 
driving test. Again the 'test' could become the objective, particularly where the learner has 
limited funds and the assessor is operating in a highly competitive market; 

• a m o v e away from private tutoring in the process of learning to drive. Learners m a y not gain 
the extent of driving experience as novices which road safety experts are n o w proclaiming as a 
major factor in the acquisition of safe driving ability; 

• road authorities lose direct management of the driver's licence assessment process and have to 
rely on indirect processes. 

Consequently jurisdictions are being cautious in replacing testing with C B T & A . T h e current 
systems are fairly small and manageable; the South Australian car and N S W heavy vehicle 
systems having comparable throughputs. T o introduce C B T & A for car drivers in N S W would 
involve approximately a tenfold increase in throughput. 
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T h e Future for Driver Assessment 

It is clear that the days of the driving test being the sole measure of competence to gain an 

unrestricted licence are numbered. Furthermore, C B T & A is not necessarily going to resolve the 

current limitations of driver testing systems. State and national jurisdictions are considering and, 

in s o m e cases, already initiating a number of additional measures to: 

• encourage the gaining of broader and more extensive experience while learning to drive; 

• more comprehensively assess drivers at various stages in the graduated licensing process; 

• set higher standards of expected proficiency; 

• convince the communi ty that the acquisition of safe and competent driving ability is a 

personal responsibility expected of every driver i.e. the graduated licensing system is not a set 

of inconvenient and restrictive hurdles to be worked through but is a process in support of 

communi ty expectation. 

T h e R T A is committed to being both a partner and a leader in this process, but it is not an 

objective of this paper to discuss any particular measures. T h e primary objective has been to 

demonstrate that, due to its inherent limitations, a range of measures additional and 

complementary to the driving test (or competency based assessment) is essential to reliably 

ensure the safe transition of a novice driver to a safe and competent experienced driver. 

For too long the expectation has been that passing the driving test is sufficient and if it is not, 

then the presumption has been that the problem is with the test. N o doubt there is r o o m for 

improvement in the test but, in reality, m u c h of the problem has been having too high an 

expectation of the test. It, or an alternative form of on-road assessment, is a key element in the 

graduated licensing system but the most effective solution to further ensuring acquisition of 

driving competency lies with introduction of other complementary measures. 
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CHIEF 
RIDING 

INSTRUCTOR 

O n 27th January, David Hill 
took up the position of Chief 
Riding Instructor, and heads a 
special rider training unit within 
the Driver Testing Branch. 

This unit is charged with the 
responsibility of introducing a 
Statewide pre-leamer's permit 
training and testing scheme for 
motor cycle riders. The unit will 
ultimately have a complement of 
seven officers. Three 
administrative positions are in 
the process of being filled. 

About David 

David was initially trained as a Naval architect and 
worked forthe Department of Navy ina variety of tasks 
which included Project Manager for the construction 
of Australian submarines in Scotland. 

His last position was as Project Manager for the 
restoration of the 1874 sailing ship James Craig, which 
you m a y have seen on display in Darling Harbour, 
Prior to this position he managed the Conservation and 
Restoration Department of the M u s e u m of Applied 
Arts and Sciences. 

David has been riding motor eye les for. 15 years and 
is the owner of 5 motor cycles. They are a B M W K 7 5 
(a .touring bike), a 1979 Triumph Tiger (a classic 
British Twin) , a Honda Postie Bike, a 1960 B S A A 1 0 
(with sidecar) and a 1969 Triumph Trophy (in bits). 

His involvement in motor cycle rider training has 
been through various riding groups, particularly the 
Motor Cycle Riders' Association. H e worked with our 
Department in setting up the Granville Pre-Permit 
Motor Cycle Rider Training Scheme. . 

David has also prepared and presented detailed 
submissions on motor cycle rider training to the 
Staysafe Committee after personally investigating 
schemes operating in Victoria, Tasmania and the 
United Kingdom. 

H e hopes to have a state-wide motor cycle training 
scheme operating within 3 years with the objective of 
significantly decreasing road trauma among motor 
cyclists. 

A n y enquiries regarding rider training should be 
directed to David on (02) 662.5718. 

David and his BMW. 

STATE LIBRARY 
OF NSW 

'The Coming of the Strangers jy 

A free major Bicentennial exhibition 

which examines the dramatic impact of 

European colonisation on Australia. 

T h e exhibition will focus o n five 

key themes -

* T w o cultures in conflict. 

* T h e environment. 

* Women. 
* Governors and governed. 

* Australia and the world. 

This exhibition will run until 31st 

December , 1988 and is open from 9.00 

a m to 5.00 p m Tuesdays to Saturdays, 

and from 11.00 a m to 5.00 p m Sundays 

and M o n d a y s . 

Where? Galleries, State Library of 

N S W , Macquarie Street, Sydney 2000. 

Telephone (02) 230.1414^ 
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Motor Cycle Council of New South Wales 
Auto-Cycle Union/Bikers Ltd/Federation of Australian Motorcyclists/Motorcycle Riders Association 

DRAFT PROPOSALS FOR 
MOTOR CYCLE RIDER 
TRAINING, TESTING AND LICENCING 

1. 
LEARNER'S PERMIT 

Issued to enable riders to learn to ride a motor cycle. 
T o receive a Learner's Permit a rider would have to either 

(a) hold a Learner's Proficiency Certificate issued by an author
ised Rider Training facility, or 

(b) undertake a Learner's Proficiency Test at a Department of 
Motor Transport test facility. 

To gain a Learner's Proficiency Certificate the rider would have 
to: 
(a) undertake a training programme of 9 hours total duration at 

an off-street training facility, 
{b) pass a test of basic riding skills, 
(c) pass a written test on the road rules and safe riding. 

A learner motor cyclist would be allowed to carry a motor cycle 
licenced passenger for training purposes, would be required to 
pass an eyesight test, and would display an 'L' sign on the rear of 
the motor cycle which must be of less than 250 ml engine capa
city. There should be no special restrictions on speed, otherthan 
normal statutory limits. The minimum age for a Learner's Permit 
would be 16 years and the permit would be valid for 12 months 
only. 

It is intended that riders be encouraged to undertake the Certifi
cate Course rather than the Department of Motor Transport test. 
The Learner's Proficiency training programme and required 
skills are as follows: 

AIM 
To develop basic operating skills and knowledge for novice 
motor cyclists for Learner Permit eligibility. 
DURATION 
T h e duration of the course is 9 hours and is conducted over 3 
separate 3 hour sessions. 

FACILITIES 
A n off-road training course, with a facility for showing films/ 
videos, practice machines of less than 250 ml capacity, and 
staffed by instructors licenced by the Department of Motor 
Transport. 

O B J E C T I V E S 
(a) Purpose of Course: 

T o generate a consciousness of the excessive accident in
volvement of learner motor cyclists and an appreciation of 
what the course will be like and aims to achieve. 

(b) Safety: 
T o create an impression of the importance of safety and of 
defensive attitudes on the road. 

(c) Road Rules and Responsibility: 
T o create a sense of responsibility to recognise and obey all 
road rules. 

(d) Mounting/Dismounting: 
T o be able to m o u n t and dismount from the motor cycle 
without losing balance and without the motor cycle rolling. 

(e) Riding Posture: 
T o adopt a suitable riding posture that affords both comfort 
and precise operation of all hand and foot controls. 

(f) Locating/Operating Controls: 
T o locate and operate all motor cycle controls whilst sitting 
astride the machine. 

(g) Pre-ride Check: 
To be able to carry out a routine pre-ride check of essential 
items and equipment on the motor cycle before riding c o m 
mences. 

(h) Non'Powered Control: 
T o m o v e , control and stop the motor cycle whilst n o n -
powered by the rider walking alongside, and whilst sitting 
astride by both the rider's o w n locomotion and w h e n being 
pushed . 

(i) Starting/Stopping Engine: 
T o b e able to correctly start and stop the engine. 

(j) Clutch/Throttle Co-ordination: 
T o be able to correctly operate the clutch and throttle to 
m o v e the motor cycle. 

(k) Straight Line Riding/Stopping: 
T o ride the mo to r cycle in a straight line and bring to a 
smoo th stop at a marked point using both brakes. 

(I) Gradual Turns: 
T o ride in a straight line in first gear and negotiate gradual 
turns to left and right using a combination of steering and 
leaning. 

(m) Gear Change Procedures: 
To understand gear change patterns and the procedure and 
physical co-ordination required to change gear up and 
down. 

(n) Lean Angles: 
To understand the use of body and motor cycle lean angles. 

(o) Combined Turns and Gear Changes. 
T o b e able to c h a n g e from first to second gear, continue 
riding a rectangle smoothly, a n d then change d o w n from 
second to first gear and stop at a given point. 

(p) Combined Leaning/Gear Changing. 
T o b e able to ride around a large circle, change u p to second 
gear, increase lean angle to compensate for increasing 
speed, operate ancillary controls on c o m m a n d , change 
d o w n to first gear and stop at a given point. 

(q) Slow Riding: 
T o b e able to maintain balance and direction while riding 
as slowly as possible in first gear. 

(r) Braking Factors and Stopping Distances: 
T o identify op t imum-brake application, stopping distances 
a n d limitations of motor cycle brakes. 

(s) Braking Technique: 
T o be able to effectively use combination braking technique 
to slow or adjust speed, stop at a designated point and stop 
on c o m m a n d (quick stop). ' 

(t) Safe Road Riding: 
T o identify methods of communicating with other road 
users, appropriate lane positioning and safe following dis
tances. 

(u) Cornering (Signalling/Changing Gear): 
T o be able to select a suitable speed and gear, and safely 
negotiate a marked path around both left and right comers. 

(v) Simulated Traffic Situations: 
To b e able to safely ride a course containing a variety of 
simulated traffic situations. R o a d law must be obeyed at all 
times and the system of motor cycle control mus t b e d e m o n -
monstrated throughout. 

SKILL T E S T 
T h e testing of students' ability to emp loy riding skills to success
fully negotiate the test course. This would parallel a n e w and 
objective D M T Motor Cycle Learner's Skill Test. 

KNOWLEDGE TEST 
T h e testing of students' knowledge of the road rules as generally 
detailed in the Motor Traffic H a n d b o o k and their understanding 
of road sense, safe riding and motorcycle operation as taught in 
the course and given in the Motor Cycle Rider's Manua l . 
L E A R N E R ' S P R O F I C I E N C Y CERTIFICATE 
issued to riders w h o have attended the full course and passed 
the skill and know ledge tests. 
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2. 
PROVISIONAL LICENCE. 

T o receive a Provisional Licence a rider must either: 
(a) hold a Rider's Proficiency Certificate and a Learner's Pro

ficiency Certificate issed by an authorised Rider Training 
Facility, or 

(b) undertake a test at a Department of Motor Transport Test 
Facility after having held a Learner's Permit fora m i n i m u m of 
3 months. 

T o gain a Rider Proficiency Certificate the rider would have to: 
(a) undertake a training p rog ramme of 12 hours duration at 

both an off-street training facility and on the street in a 
variety of traffic situations. 

(b) pass a test of intermediate riding skills, 
(c) pass a written test on the road rules and safe riding. 

T h e written test will again cover the road rules as given in the 
Motor Traffic Handbook but will cover more advanced aspects 
of machine functions and rider skills to be employed in various 
riding situations. 
A Provisional Licence will be held for one year before the rider is 
eligible for a Motor Cycle Rider's Licence. 
There will be no capacity limitation once the Provisional Licence 
has been gained: 
A Provisional Licence holder will be allowed to carry a motor 
cycle licenced pillion passenger. 
In addition to the automatic loss of licence provisions applying to 
all road users, both Learner Permit and Provisional Licence 
holders would lose their licence for three mon ths if they gain 
more than four points for offences under the points system. A 
subsequent gain of four points will result in total loss of the Per
mit or Licence and ineligibility for retrain!ng/retesting for six 
months. 
It is intended that riders be encouraged to undertake the Certifi
cate Course rather than the Department of Motor Transport test. 
T h e scope of the Rider's Proficiency training p r o g r a m m e and 
required skills are as follows: 
A I M 
T o develop intermediate skills and knowledge for learner motor 
cyclists for Provisional Licence eligibility. 
DURATION 
T h e duration of the course is 12 hours and is conducted over 4 
separate 3 hour sessions. 
FACILITIES 
A n off-road training course, the facility for showing films/videos, 
practice machines of less than 250 ml capacity, and staffed by 
instructors licenced by the Department of Motor Transport. 

OBJECTIVES 
(a) Attitude and Awareness: 

T o focus attention on the importance of attitude and aware
ness to safe riding. 

(b) Safety Rules: 
T o create a sense of responsibility to recognise and obey all 
road safety rules. 

(c) Small and Medium Circles: 
T o be able to adjust speed by slipping the clutch and use 
combinations of motor cycle and body lean to maintain 
balance while riding around small and m e d i u m circles. 

(d) Stop and G o : 
T o be able to bring the motor cycle to a near stationary 
situation, pause without putting either foot to ground, then 
accelerate forward and continue travel. 

(e) Slow Riding: 
T o be able to maintain balance and direction while riding as 
slowly as possible through a marked course in first gear. 

(f) Engine Braking: 
T o be able to employ the power of the engine in conjunction 
with both brakes for slowing and stopping the motorcycle. 

(g) Turning Sharp Corners: 
T o be able to suitably adjust speed, signal intended turn and 
use motor cycle and body lean to maintain balance and 
direction for negotiating sharp corners. 

(h) Basic Road Riding: 
T o identify methods of communicating with other road 
users, appropriate lane positioning and safe following dis
tances. 

(i) Simulated Traffic Situations: 
T o be able to safely ride a course containing a variety of 
simulated traffic situations. Road law must be obeyed at all 

: times and the system of motor cycle control must be d e m o n 
strated throughout. 

(j) Emergency Situations: 
T o identify advanced riding skills employed in emergency or 
hazardous situations. 

(k) Braking Limitations I Stopping Distances: 
T o identify op t imum brake application, stopping Jistances 
and limitations of motor cycle brakes. 

(I) Controlling Rear Wheel Skids: 
T o be able to maintain direction and balance and c o m e to a 
stop with the rear wheel locked and no application of the 
front brake. 

(m) Quick Stops: 
T o be able to stop the motor cycle quickly within a specified 
distance using m a x i m u m application of both brakes. 

(n) Braking and Stopping in a Curve: 
T o be able to stop the motor cycle in a curve using both 
brakes without losing control or balance. 

(o) Turning Speed Judgement: 
T o be able to judge and select a safe speed for riding a left or 
right curve from an approach speed of 30 k m / h . 

(p) Riding Over Obstacles: 
T o be able to maintain balance and control and ride over 
obstacles while standing on the footrests. 

(q) Countersteering: 
T o be able to turn the motorcycle to the right or left using the 
technique of 'countersteering". 

(r) Emergency Lane Changing: 
T o be able to use the technique of countersteering to sud
denly diverge left or right w h e n confronted with a simulated 
traffic hazard blocking the laneway ahead. 

(s) Roadcraft: 
T o experience a variety of road traffic situations and receive 
constructive criticism/correction on roadcraft techniques 
adopted. R o a d conditions to include dense traffic, multi and 
single lane traffic, freeway, multi curve roads, narrow roads 
and unsealed roads. 

SKILL TEST 
T h e testing of students' ability to employ riding skills to success
fully negotiate the test course and to ride safely on the road (as 
demostrated by the student during Roadcraft section of the 
course). This would parallel a n e w and objective Department of 
Motor Transport Motor Cycle Rider's Skill Test. 
KNOWLEDGE TEST 
T h e testing of students' knowledge of the road rules as generally 
detailed in the Motor Traffic H a n d b o o k and their understanding 
of road sense, safe riding and motor cycle operation as taught in 
the course and given in the Motor Cycle Rider's Manual . 

RIDER'S PROFICIENCY CERTIFICATE 
Issued to riders w h o have attended the full course and passed the 
skill and knowledge tests. 

3. 
MOTOR CYCLE RIDER'S LICENCE 

(FULL LICENCE) 
Gained automatically after holding a Provisional Licence for 
12 months. There would be no capacity or pillion carrying re
strictions. 

4. 
GENERAL PROVISIONS 

The holding of any other type of licence will give no exemption 
from any part of the new rider training, testing or licensing pro
gramme. 



Appendix 3 
Documents provided 

by 
John Thogersen 
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Thoy attained among other moritorioua awards the G R A N D PPIX at belli 
the Brusicle and Duenoi Ayros Exhibitions, 1910.' 

See the N a m e on Every Tyre 

— — WfHo lor Pile* L U U aud lull l̂ srnintlon (• 

H O S S T 2S7 Clarence. Street, Sydney 
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Melbourne— Brisbane— Wellington, N . Z . 
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OWNERS 
Notify Police at once when selling a car, or when 

purchasing a registered ear, and also when 
changing address. 

Inspect a driver's license before engaging h im; 
Paint- n a m e and address and registered weight on 

• Commercial car, and registered number on rear 
of trailer; 

Report any driver w h o usee car without permission; 
w h o is guilty of any serious misennduct; • 
w h o drives whilst under influence of drink; 

D R I V E R S 

Always "drive carefully and reasonably near footway 
on left side; 

W h e n overtaking a vehicle other -than iv tram car 
pass on right side until quite clear ; 

Drive closo to and parallel with footpath when about 
to stop ; 

Give signal- w h e n about to stop or turn, or turn 
corner-; 

W a t c h Police at intersections and always obey their " 
directions; 

Pull in close to near oida when a /ire engine ap
proaches, or when requested by any person in 
chargo of a restive horse, and stop engines if 
necessary ; 
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