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TUESDAY, 18 JUNE 2013 
___________ 

 
Committee met at 10.00 am 
CHAIR: Good morning all. I call to order this public briefing of the Transport, Housing and 

Local Government Committee. Thank you for your interest and your attendance here today. My 
name is Howard Hobbs. I am the member for Warrego and chair of the committee. Desley Scott, 
the member for Woodridge and deputy chair, is unable to attend. The other committee members are 
Mr John Grant, the member for Springwood; Mr Carl Judge, the member for Yeerongpilly; 
Mr Anthony Shorten, the member for Algester; Ms Jackie Trad, the member for South Brisbane; and 
Mr Jason Woodforth, the member for Nudgee. Mr Darren Grimwade, the member for Morayfield, is 
unable to be with us today.  

Today’s public briefing is to assist us with our inquiry into cycling issues. The committee will 
be briefed today by representatives of the Department of Transport and Main Roads and the 
Queensland Police Service. From the Department of Transport and Main Roads I welcome 
Mr Graham Fraine, the Deputy Director-General; Mr Mike Stapleton, the Acting General Manager of 
Transport Safety; and Ms Sally Samuels, principal adviser. From the Queensland Police Service I 
welcome Acting Chief Superintendent Dale Pointon.  

The committee has advised the public of the inquiry on its website and by writing directly to a 
number of individuals, organisations and government departments. This briefing is a formal 
proceeding of the parliament and is subject to the Legislative Assembly’s Standing Rules and 
Orders. The committee will not require evidence be given under oath, but I remind witnesses that 
intentionally misleading the committee is a serious offence. You have previously been provided with 
a copy of instructions to witnesses, so we will take those as read.  

Hansard will record the proceedings and witnesses will be provided with a transcript. 
Therefore, I ask you to please identify yourself when you first speak and speak clearly and at a 
reasonable pace. I remind all those attending the briefing today that these proceedings are similar 
to parliament to the extent that the public cannot participate in the proceedings. I remind members 
of the public that under the standing orders the public may be admitted to or excluded from the 
briefing at the discretion of the committee.  

I remind committee members that departmental officers are here to provide factual or 
technical information. Any questions about government or opposition policy should be directed to 
the responsible minister or shadow minister or left to debate on the floor of the House. I also ask 
that if officers take questions on notice today they provide the information back to the committee by 
Friday, 21 June 2013. Before we commence, I ask that mobile phones be turned off or switched to 
silent mode.  

FRAINE, Mr Graham, Deputy Director-General, Customer Services, Safety and 
Regulation, Department of Transport and Main Roads 

POINTON, Chief Superintendent Dale, Acting Chief Superintendent, Queensland 
Police Service 

SAMUELS, Ms Sally, Principal Adviser, Road Safety, Department of Transport and 
Main Roads 

STAPLETON, Mr Mike, Acting General Manager, Transport Safety, Department of 
Transport and Main Roads 

CHAIR: I now call on Mr Graham Fraine to commence the briefing.  
Mr Fraine: I thank you, Chair, and the committee for the invitation to be here today to 

address what is a very important set of issues for the Department of Transport and Main Roads. I 
would seek the committee’s approval to table a folder for each committee member that contains 
some documentation that I will refer to today.  

CHAIR: Is leave granted? Leave is granted.  
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Mr Fraine: Thank you very much. What you will find as the first document within that folder is 
a set of slides. If the committee is agreeable, similar to the process that we worked through at the 
beginning of the motorcycle inquiry that we previously worked on with the committee, I will address 
those through the discussion today. Again, similar to the motorcycle inquiry, if during my discussion 
of those slides there are any questions at any point, please feel free to ask them. Mr Chair, are you 
satisfied with that approach?  

CHAIR: Yes.  
Mr Fraine: Thank you very much. The first slide in that pack is titled ‘Overview of 

presentation’. You will see the sorts of things that I would like to give a light once-over on today to 
provide the committee with some background. First I will briefly go through the strategic frameworks 
that we have in Queensland that guide our work on cycling that will be both the national and the 
state cycling strategy. Then I will talk through some high-level statistics around riding participation, 
some of the infrastructure programs that we provide in the area of cycling, some issues around the 
benefits of cycling, some of our injury data and then turn in the latter part of the presentation to 
some of the specifics around the inquiry’s terms of reference in regard to road rules for cyclists, 
particularly around the one-metre rule, some of the issues around penalties and sanctions, and then 
some of the issues around registration. That gives you a bit of an idea of the sorts of things I will 
cover.  

The next slide talks about the strategic frameworks that we work with. I want to briefly 
mention these frameworks because they guide not only the work that we do as an agency but also 
more broadly government and user-group efforts in many cases around where we are trying to take 
cycling in this state. There are two key documents that we work with. The first is the National 
Cycling Strategy, which is our current strategy, started in 2011 and running through to 2016. It has 
six key priority areas. They deal with the things you would rightfully expect: certainly issues around 
cycling promotion, issues around safety, issues around infrastructure and facilities, issues around 
monitoring and evaluation, and also looking at guidance and best practice. Basically, the national 
strategy provides, both at that very high level but also in more specifics about what are people 
actually going to do in this space, the blueprint for how we as a country, through the government 
agencies and through the people we collaborate with, can increase the levels of cycling.  

The vision in that strategy, which I think is quite relevant to a lot of what we are doing today, 
is to double the number of people cycling in Australia during the life of the strategy. We will have a 
couple of slides shortly around cycling participation rates in Queensland. In 2011, the percentage of 
people cycling in a given week was at roughly the 18 per cent mark—17.8 per cent. Obviously, the 
2016 target is to increase that to somewhere around the 35 per cent level.  

The national strategy is effectively what we used as our starting point for our own state 
strategy, and you will see copies of both the national and the state strategy in the folders that we 
have provided you with today. The state strategy basically piggybacks off the work in the national 
strategy. We have our own vision around more cycling more often on safe, direct and connected 
cycle routes. Again, the work that we do and what you will see reflected in that strategy is really 
around how we are working to create safe and useable environments in our transport network for 
cyclists.  

I made reference to cycling participation rates. The graph in the next slide compares the 
participation rates in the various jurisdictions across the country. You will see that Queensland has 
a figure that is pretty similar to the national average. About 18 per cent of Queensland residents ride 
in a typical week. If you look at that in terms of a month and a year, those numbers increase. About 
26 per cent of Queenslanders would ride in a month and about 39 per cent in a year. If you break 
that down into some of our subpopulations and have a bit of a look at that, it rises to more than 
50 per cent for children. That would, I am sure, equate to what we would think and what we would 
see out on the road. So you get a pretty high rate of cycling amongst that age group, but if you look 
at some of the older age groups, only eight per cent of people over the age of 40 cycle in any given 
week. Men and boys are more likely to ride than women and girls. About 23 per cent of males but 
12 per cent of females ride in a typical week. The lowest rate of participation amongst 
Queenslanders is amongst females over the age of 40. Again, one of the jobs of the strategy is to 
be working with those sorts of issues. About 40 per cent of those who cycle in any given week are 
doing so for commuting reasons in the adult space. Obviously, for children it is partly recreational 
and partly school based trips.  

The next slide you will see just has a bit of a breakdown of metro and regional and again 
compares Queensland to the rest of the country. I have asked for this slide to be in here to simply 
demonstrate the point that issues around cycling in Queensland are not merely SEQ issues. Cycling 
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does not occur only in SEQ. In fact, some of our regional cities in this state—and Townsville comes 
to mind as a good example—are quite well set up in the space of facilities for cyclists. It is also, I 
think, relevant as a slide from the point of view that, as committee members may well be aware, one 
of the recent cyclist fatalities was in Cairns. Safety and connectivity for cyclists are as important in 
places like Cairns as they are in SEQ. That is really the point of that slide, noting that, in terms of 
the specific numbers, you will see that there are slightly greater levels of cycling overall in metro 
rather than regional areas in Queensland, which is a bit of a flip from the rest of the country, but the 
numbers are relatively similar.  

The next slide really puts that in a bit of context, I guess, in the broader picture around 
national and international experience. You have heard me talk about figures such as 17 per cent of 
people riding on a weekly basis and how that increases. The next slide, to me, still demonstrates 
that, while those figures are something to be proud of, we still have a bit of a way to go in terms of 
cycling participation as a percentage of trips taken. That slide has as its vertical axis what 
percentage of trips are conducted by cycling—so it is what we call ‘mode share’—and then it ranges 
from the Netherlands, which is the international benchmark in this space, down to the USA at the 
other end. You will see from that slide that, although some of the numbers that I have been rolling 
out are good and encouraging numbers, there is still a way for us to go in terms of the cycler as a 
percentage of mode share.  

Unless the committee is particularly interested in the next slide I will not spend a lot of time on 
it. It does demonstrate some of the infrastructure investment in particular that you will see when you 
look through something like the Queensland Cycle Strategy that is really part of our efforts to move 
Queensland and Australia further up that last graph that we looked at. You can see that there are 
three particular programs that we focus on within the work that we do. There is the Cycleways 
Program, which is a state based program that looks at how we invest in the principal cycle network 
on state controlled transport corridors; there is the work that we do with local governments through 
our grants program, which is really all about how we work on the local network; and there is the 
Active Towns Program that the government is involved with that is really looking at three areas 
within the state and how we specifically provide an environment that encourages and creates an 
increase in the amount of walking and cycling that happens in those towns. You will see that the 
three we are working with are Cairns, Mackay and the Gold Coast. If you like, they are our state 
case studies that we are working with in the broader Active Towns Program.  

In terms of what sort of impact that has on cycling levels, you will see in the next slide that it 
is just a snapshot of the impact that investment in facilities will have on cycling. If you start at the left 
of that slide you will see that in 1986 there was no major cycle infrastructure within 12 kilometres of 
the CBD. What that graph is showing is the statistical districts where there is a greater than two per 
cent share of journey to work by cycling. Back in 1986 you will see that there was really one. In 
2006 you bring that forward to a period where there was 66 kilometres of major cycling 
infrastructure and you can see that there were 52 districts. Bringing that forward to 2011, there was 
75 kilometres of cycling infrastructure and 72 districts. Again, it is showing, encouragingly for me, 
that the investment that is being put into the infrastructure is paying off and also that there is still 
further work for us to do.  

In terms of the next slide—again I will not spend a long time on it—I think it is worth outlining 
why we as a department consider there are some real benefits in investing in cycling. You will see 
that there is a list of what we see as the benefits to individuals as well as the benefits to broader 
society. There will not be any particular surprises in there, but I will go through them very briefly. 
There is the importance of cycling as a form of physical exercise for health outcomes, at both an 
individual and a societal level, and its capacity to save time, in particular on short trips. Members 
may recall seeing at points over the last 10 years various surveys that look a commute times in 
traffic for a car and a bicycle and some of the benefits that cycling brings not only during that period 
but also for shorter trips, generally for all family members around a five-kilometre radius in 
particular. Cycling also has a lot of benefits in terms of community connection, environmental 
outcomes and family budget bottom line outcomes. There are a range of reasons the department 
invests and the government more broadly invests in cycling in terms of the benefits it provides for 
the transport system and also more broadly.  

The next couple of slides show some of the high-level injury data. For the committee’s 
interest, in our written submission we will certainly go into this in more detail. There are a couple of 
slides that I thought we would show the committee today to prompt some conversation. The first 
slide shows fatality data for cyclists between 1986 and the current time. Those fatals are where 
there is a motor vehicle involved. For any given year there will be a couple of additional single-
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vehicle cyclist fatalities. What I would say on that point—and I know what some of the cycling 
fraternity would certainly point out at this juncture—is that it is not often clear, even in single-vehicle 
incidents where there is a bike, whether they have, for instance, swerved to avoid a motor vehicle. 
Sometimes it will be recorded as a single-vehicle accident but there may have been in a preceding 
time period another vehicle involved in some way, shape or form. The figures there demonstrate a 
downward trend that certainly has been occurring over time in terms of those fatalities.  

The vertical line you will see in 1991-92 demonstrates the point at which compulsory helmet-
wearing legislation was introduced. Committee members may be aware that one of the debates 
around the cycling fraternity, both in government and more broadly, is the degree to which the 
introduction of helmet-wearing legislation decreased the amount of cycling participation and 
whether, for instance, what we see here in terms of a reduction in fatality figures simply reflects a 
reduction in cycling participation since the introduction of helmet-wearing legislation.  

Our data and the work that we have done and seen suggests to us that, certainly after the 
introduction of the legislation, there was a bit a dip in participation rates, in particular amongst 
school-age children. After a couple of years that participation rate came back up to the point that 
participation rates are now more than they were at the time of the introduction of compulsory 
helmet-wearing legislation. Certainly there was an impact in the first couple of years on the cycling 
participation rates. Its influence more broadly overall on these sorts of numbers is quite clear.  

Mr GRANT: Graham, do you have information for us on the spread of ages of these fatals?  

Mr Fraine: We certainly would, yes. We can certainly provide that.  

Mr GRANT: Thank you.  

Mr Fraine: The next slide gives the committee a look at the broader injury picture for cyclists 
over that period. Again, hospitalisation figures—those figures in pink—demonstrate that the 
hospitalisation rates, in part in line with participation rates over the last decade or so, are increasing 
slightly. That is something we are certainly keeping an eye on.  

In terms of the data we would normally like to look at—and you will see in the next slide if you 
turn to that—we try to measure any of our injury data by some sort of exposure measure. In the 
case of what you see in this slide it is per 100,000 population and it is a comparison of cycling data 
with general road toll data. What we would ideally also show is a measure of exposure by vehicle 
kilometres travelled. In cycling that has been a notoriously difficult set of figures to get. It is work 
that we are nonetheless trying to pursue, but at the moment, in terms of what we are presenting 
today, it is more by population, so per 100,000.  

You can see with the broader road toll a couple of interesting step drops around 1996-97. For 
the committee’s interest, the earlier step drop aligns with the time that random breath testing was 
introduced. The second step drop around 1996-97 is when the speed camera program first really 
rolled out on Queensland roads.  

The next and final slide in terms of bicycles is just giving you some comparative data with 
other Australian jurisdictions. Across the country, which is the tall white column, you will see from 
2003 to 2012 the figure has jumped up and down a little bit. That is showing overall, to my mind, a 
fairly flat line in terms of impact on numbers. Again, were we to have better exposure data in this 
space I think that would provide some interesting figures for us to look at. Certainly for our 
submission we will keep hammering away on trying to get some of that.  

I turn now to some of the terms of reference and the matters that you have been asked to 
investigate. I will kick off with some information with regard to road rules. I will go through some of 
the background in terms of the Australian Road Rules, but if the committee is familiar with those 
then please give me the hurry-up, Mr Chair.  

For the committee’s benefit, the road rules in Queensland at this time are based on an 
agreement that was put in place around the turn of the century with a creature called the Australian 
Road Rules. They contain the basics at a national level of the core of the road rules that each 
jurisdiction puts in place. So the Australian Road Rules was an exercise to basically bring together 
a number of sets of road rules around the country. The way they operate is that there is a body that 
each individual jurisdiction then enacts into its law. We go through maintenance programs to look at 
changing particular road rules. But it is also important to note that the Australian Road Rules do not 
undermine the sovereignty of an individual jurisdiction. You will see that there are certainly various 
parts of the road rules which are still primarily state based pieces of legislation around the road 
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rules—for instance, the drink-driving legislation—and there will always be from time to time 
individual pieces of law and road rules that will be unique to a jurisdiction. By and large, the way it 
operates is through the Australian Road Rules procedure which means it goes into jurisdictions’ 
legislation.  

The road rules for us perform three basic functions. The first is to prescribe the behaviour that 
is necessary for the ordinary operation of transport out on the road. The second, and the corollary to 
that, is really therefore to specifically preclude certain types of behaviour. The third is around 
resolving conflicts before they happen on the road. That is really around issues such as give-way 
rules and those sorts of things. Whenever we look at making changes to the road rules, the 
fundamental things we look at are how they conform to the primary intent of the road rules and, as I 
will talk about shortly, how they conform more broadly with some of the principles we ask around 
the regulatory craft. I will talk about that briefly shortly.  

Looking at the next slide in terms of some of the current road rule changes for cyclists that we 
are specifically doing work on, there are two amendments that we currently have on our books that 
we are looking at in the department. This really comes out of a piece of work that we did in the 
cycling strategy where we asked the Centre for Accident Research and Road Safety at QUT to 
have a look at what are some of the road rules that might be impeding improving the lot for cyclists 
in our transport system.  

There are two that you will see mentioned there. The first is looking at whether a change to 
the laws is required to allow cyclists to ride a bike across a signalised crossing. The feedback we 
often get from cyclists—and in particular in a state like Queensland, where footpath cycling is 
permitted—is that the continuity of their trip is often broken because at a signalised crossing where 
there is a green walk signal they are still required to dismount and walk the bike across. You will 
certainly see some instances where there are joint signals—green walk and green cycle—but there 
are not a lot of those about in the scheme of a network such as Queensland’s. One of the things we 
are looking at is the impact of making a change to permit cyclists to ride across a signalised 
crossing when obviously the walk signal is green.  

The second—and this has been raised with us on a number of occasions by the Brisbane 
City Council—is what we call bicycle storage areas, or BSAs, at signalised crossings. If you think of 
coming up to a particular signalised crossing, there is the stop line for the motorised vehicles and 
then there is the gap in the road to the point where there is the dashed line for people to walk 
across. There is a box there that is sometimes—and people may have seen this on the Gold 
Coast—a different surface colour and is specifically used as an area where cyclists can go so that 
they can basically get visibility and get a head-start when the signal turns green.  

At the moment in the legislation there is a requirement for there to be a bicycle lane leading 
into such a bicycle storage area. The feedback we have received on a number of occasions is that 
oftentimes there is not the physical space on the network for putting in a cycle lane yet it is still 
considered, from a road infrastructure perspective, a safe environment to get the cyclists through 
and into the storage were there to be one there. That is the second piece of legislation we are 
looking at at the moment in terms of that work.  

I turn now specifically to the terms of reference of the committee around the one-metre rule. 
The way we are interpreting the one-metre rule is the way we have written it on the slide there—that 
it would require motorists approaching a cyclist travelling in the same direction to provide a 
minimum passing distance of one metre between the vehicle and the cyclist. As it currently sits in 
our legislation, our road rules do not talk so much about a specific distance but say that if you are 
overtaking another vehicle then you must not do so if it is unsafe. That is really the extent of the 
legislation in this space. There is the more generic provision and requirement in our legislation 
around driving with undue care and attention that may also come into play if a particular matter went 
to court. Certainly the road rule at the moment that deals with this specific matter is that you should 
not overtake unless it is safe to do so. If you do so, the traffic infringement at the moment is $154 
and two demerit points. It also has 20 penalty units should the matter go to court, and a penalty unit 
is about $110 at the moment. So it would be $2,200 if this particular infringement went to court and 
you were given a 20 penalty unit outcome.  

Mr GRANT: Can you speak to that as compared with a truck overtaking a car—a motorised 
vehicle—and a cyclist coming head-on? Why would we want to say that you can do it if you cannot 
achieve a one-metre separation from the bicycle coming towards the vehicle doing the overtaking?  

Mr Fraine: If I understand that, regardless of which direction the vehicle is travelling?  
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Mr GRANT: Yes. I personally question quite heavily why the one-metre rule as stated has the 
words in it ‘travelling in the same direction’.  

Mr Stapleton: Travelling in the same direction as opposed to— 

Mr GRANT: The opposite direction. So the cyclist travelling in the opposite direction to the 
passing vehicle, which in this scenario is passing another car.  

Mr Stapleton: And there is a bicycle on the other side of the road?  

Mr GRANT: Yes.  

Mr Stapleton: I would have thought that would constitute unsafe overtaking.  

Mr GRANT: Yes, but we are reviewing the one-metre rule on this side. Why shouldn’t we be 
reviewing one metre in the opposite direction as well?  

Mr Stapleton: My reading would be that in that situation you would be obliged in both 
circumstances to maintain a one-metre distance, regardless of which side of the road you are on.  

Mr GRANT: Good. I question the sensibilities of retaining that phrase ‘in one direction’.  

Mr Stapleton: It is a fair point.  

Mr Fraine: We have done work to date on the one-metre rule in terms of having a look at it 
ahead of today—and committee members may already be aware that currently there are 20 states 
in the US that have put in place what they call a three-foot rule. The Netherlands and France have 
already instituted a one-metre rule and Spain has a 1.5-metre rule, and I will talk to some of those 
distances shortly.  

One of the things we have provided for committee members is a report that we have come 
across that reviews the operation of those rules, particularly in the United States. What you will see 
when you look at that report is that it goes through and looks at some of the benefits and some of 
the perceived challenges in how they have introduced the rules in those particular areas. In terms of 
benefits, it seems to certainly demonstrate some benefits around providing an increased deterrence 
for unsafe overtaking. It certainly provided what seems to be an initial high level with some level of 
ongoing education for road users. I think, again, what you will see when you read the report is that 
those jurisdictions that have continued to promote the rule in a public education sense are those 
where it seems to have worked better, rather than an initial ‘bang’ and then not a lot. It also talks 
about a flow-on effect for review—that it increases the perception amongst the broader public that 
cyclists are legitimate road users. Those seem to be the three things that have come out of it in a 
positive sense.  

The perceived challenges that the report talks about are difficulties around enforcement. I will 
refer to that a bit later on. At that stage I will also refer to Acting Chief Superintendent Pointon on 
that point. If there is a lack of education and awareness put in place when the laws are introduced 
then those jurisdictions tend to question what effect it actually ultimately does have out there on the 
road and there is some ongoing discussion, if there are already laws in place, around what I 
previously mentioned in terms of unsafe overtaking: what does this add or change to the mix? The 
conclusion the report seems to reach is that there are certainly some benefits seen in jurisdictions 
with a road rule such as this on the basis that it provides heightened awareness and ongoing 
education as part of it. As I say, there is a copy of that report in your pack.  

One of the interesting things that I referred to briefly is how you define a safe passing 
distance and particularly in and under what circumstances. You will see on the next slide a diagram 
from our Austroads design guidelines for cycling. I draw your attention to the table under the 
diagram. You can see that the desirable clearance there differs according to the speed limit. 
Certainly there is a discussion of a one-metre clearance within a 60-kilometre-an-hour zone, but it 
does talk about a 1.5-metre distance within an 80-kilometre-an-hour zone and a two-metre 
clearance within a 100-kilometre-an-hour zone. What that also says to me is that, when considering 
a road rule such as the one metre, we need to think through how that actually impacts in the 
different environments in which cyclists and motorists find themselves on the road and how, then, 
you might construct legislation or a road rule around something such as this.  

As I mentioned earlier, when we consider road rules we look at them through a number of 
lenses. One is around how practicable it will be to operate for the motorist—or the cyclist in this 
case. One is around how enforceable a particular road rule will be by the Police Service. The third is 
how successful it may be in achieving the policy intent.  
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So for something like this, the sorts of issues we would think through are along the lines of 
what I have just talked about with the speed zones. It will be issues such as how a motorist figures 
out what is a metre or 1.5 metres between them and the cyclist they are travelling near. Another will 
be what happens in a circumstance where a vehicle is travelling next to a cyclist and the cyclist, for 
quite legitimate reasons—and sometimes it will be to avoid a door that is being opened on them—
actually moves out and closer to the vehicle. So the vehicle has not changed their position on the 
road but the cyclist has. So there are a range of issues around this that we will be giving thought to 
during the life of this inquiry in terms of how a piece of legislation such as this would be practicable 
in terms of its operation. Mr Chair, if it is okay, I will refer to Acting Chief Superintendent Pointon at 
this point to talk about some of the enforcement.  

CHAIR: Yes, of course. Thank you, Superintendent. That would be great.  
Chief Supt Pointon: I take it I am commenting in relation to the one-metre rule. Clearly, the 

problem will be providing evidence of that one metre when you go to court. In most cases it will be 
an estimation of whoever observes it. Either it will be down to the bike rider saying that the motorist 
came within the metre or a police officer may have observed it. Even then, you will have that 
cross-examination of how you know that it was not half a metre or three quarters of a metre and 
those sorts of things. If you think about it, if there is a crash of some sort, clearly they impinged 
upon that one metre. The other issue then will always be—and you can see this happening—that 
they will say that the bike rider, for whatever reason, veered towards the truck, which does happen 
sometimes. If you think about it, sometimes trucks get that close and that is part of the reason: you 
go off towards the edge of the road and you come back towards them again because you are 
worried about what you are going to hit on the gutter or whatever. There will always be those sorts 
of issues.  

CHAIR: Thanks for that.  
Mr Fraine: I will now turn to one of the committee’s other terms of reference, around 

penalties and sanctions. You will see from that first slide that in our road rules most of the offences 
have specific penalties for cyclists. Many offences more broadly in our road rules carry demerit 
points for motorists, but for cyclists in this state they are only monetary fines—unlike a couple of 
other jurisdictions, which you will see in a subsequent slide, where they do have in place for adult 
cyclists the ability to take demerit points off their car licence.  

The bicycle penalties in this state are generally—not in all cases—lower for cyclists than they 
are for motorists. To give you an example of both where they are not and where they are—and we 
will get on to this again shortly—it is the same monetary penalty amount for something like using 
your mobile phone while either cycling or driving but there is a differential for running a red light, for 
instance. The last point there talks about specific offences that align with the specific pieces of 
legislation or the road rules that are only for cyclists. So they are issues around, for instance, helmet 
wearing.  

If you look at the next slide you will see those examples that I have been discussing around 
the penalties and sanctions. The first one on the table is that there is no specific penalty for 
speeding for cycling. In the very rare instance that it would occur, the offending cyclist would 
generally be dealt with through a court. You will then see some instances, as I mentioned, around 
red lights and various other stopping offences where the penalty is different for a cyclist as 
compared to the driver of a motor vehicle. For instance, for failing to stop at a red traffic light the 
penalty is 110 infringement units for a cyclist but $330 and three demerit points for a motorist. You 
will also see the other examples down there, such as around the use of a mobile phone, where they 
are the same.  

If you look at the next slide you will then see what I referred to earlier in the comparison with 
some of the other jurisdictions. Queensland, New South Wales and Tasmania all have the situation 
where there are different penalties for cyclists in a number of cases. Other jurisdictions such as 
Victoria have the same monetary penalty but do not impose demerit points on cyclists. But, again, 
you will see there are jurisdictions such as South Australia where there is the capacity to have both 
fines and demerit points for cyclists.  

The next slide gives you a bit of a feel for the number of offences issued per year for a 
various number of offences for cyclists. You will see that, in line with some of the points that Chief 
Superintendent Pointon might make, some of the numbers around cycling offences are low in 
comparison to motor vehicles. That may reflect a number of things in terms of ease of enforcement, 
amount of enforcement and relative amounts of offence committing. There are a range of reasons 
that may be the case. 
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The last issue I want to briefly cover for the committee is bicycle registration, which is one of 
the other items in your terms of reference. Like the one-metre rule, I guess our starting point for this 
goes back to the purpose of establishing a registration scheme in the first place. Traditionally, it 
deals with a couple of things. One is allowing road authorities to identify and manage operators of 
vehicles who use the network. It has, as a corollary of that, supporting the safety, security and asset 
condition of a network. Thirdly, and tied to that, revenue garnered from a registration system has 
historically in many jurisdictions been reinvested into the system. 

In terms of what the literature we have reviewed tells us in terms of bicycle registration, we 
have only to date discovered one jurisdiction that has put a bicycle registration scheme in place, 
and that is really more for the purpose of avoiding bicycle theft. It is less a road use registration 
system in that sense and more a case of registering bicycles so that they can be identified and 
tracked in the case of theft.  

The ideas put forward in the various literature for registration are that it gives you a better 
opportunity to understand what your cycling population is, where they travel and what they do to 
allow you to better manage your investment in the network and in other aspects of cycling. There is 
an argument that it provides a better identification form for enforcement agencies. There is, as I 
mentioned, the view that a registration system provides funding, therefore, for reinvestment into the 
system. There is also a view in some of the literature that it can serve a purpose for addressing 
some of the broader community concerns about cyclists and their legitimacy on the road network. 
There is also the earlier issue that I discussed in terms of assisting in the recovery of stolen 
bicycles. 

Those are the list of pros, if you like, that are put forward for a registration system. Some of 
the potential cons are also discussed in there. Initially, as you will see on those slides, there are 
issues around increased costs that may be borne by individuals and households who will need to 
pay an additional registration. There is also quite often the point made that many adult cyclists 
already pay motor vehicle registration and in fact by riding a bicycle they are both doing more to 
protect the asset and providing a method of protecting the asset through their motor vehicle 
registration.  

As I am sure the cyclists in the room will know, there are many cases where cyclists, 
particularly adult cyclists, have a number of bicycles that they utilise for different purposes, or 
indeed for the same purpose but for different occasions. So there is the potential of that financial 
impost which they will have. There are also concerns that we hear from some sections of the 
bicycle-manufacturing industry about the potential impact on their sales numbers. Of course, from a 
government perspective the issue that we would need to consider is the cost of development and 
administration of a system such as this. There are those broader concerns that you will see listed 
there around the disincentive to cycling it may provide. There are also questions asked about the 
purpose of the policy, so be very clear about what is the policy outcome that is trying to be achieved 
through the registration of bicycles. 

Finally in terms of those cons, for me there are a range of practical matters that would need 
to be thought through in this space. It would start with a determination of exactly what would be 
registered. Are we talking about children’s bicycles? Professional? Recreational? Commuting? As I 
mentioned, in the case of someone who might own three or four bikes, are we talking about all of 
them? What are we doing with off-road mountain bikes, because they may at times access a portion 
of the network to get to their off-road facility? In terms of people who primarily cycle on off-road 
facilities—bike paths and footpaths—it goes back to the point of the practicality of the system you 
are putting in place. How do you practically work a system that can cater for something like that?  

There are also issues around vehicle standards. If you recall, one of the purposes of a 
registration system is to ensure the vehicles that are using the system are safe to do so in that 
sense and can be identified. Vehicle standards, and certainly compliance plates, do not exist in 
anywhere near the same way, shape and form for cyclists. Indeed, there is the issue of what form of 
plate or sticker you would require of a bicycle to demonstrate that it is registered, but also not to 
present a safety issue for the cyclist themselves. That would need to be very well thought through. 
Of course, as with the last two points there, you would need to look back at how such a scheme 
would assist with enforcement and what would be the price you would set on something like this.  

That is some of the info that we will certainly do more thinking about and work around in 
consideration of as this inquiry continues. I am certainly happy to answer any questions.  
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CHAIR: Thank you, Mr Fraine. That has certainly given us a lot of food for thought. How do 
you currently gather the statistical data on cycle use? There is no system of registration in place. 
How do you get the data now? Is it guesswork, or is it— 

Mr Fraine: No, we would gather it through primarily survey methods. There are regular cycle-
use surveys that are done, both at state and national level, in terms of our use of statistics. We also 
certainly rely on Australian Bureau of Statistics surveys in terms of journeys to work, census data, 
those sorts of things. Also as a department, in various planning pieces of work that we undertake at 
various times we do anything from household travel surveys to cycle counts on particular corridors. 
So it would come through a variety of those methods.  

CHAIR: So you are fairly confident of the data that you do receive?  
Mr Fraine: We are confident of the data in terms of how it presents, noting that, as I say, 

there are gaps in the data in areas such as understanding something like overall vehicle kilometres 
travelled for cyclists, which is something that we do not have a good handle on currently.  

Mr WOODFORTH: Just on that point, Mr Fraine, looking at the Queensland participation rate 
and seeing 17 per cent metro, plus 8.4, plus 14.2 for the year—but even looking at the 17.4 for the 
last week ridden—I just do not see that many cyclists on the road. When I look at my street, I think 
to myself: that means that one in five of us on the street must be on a cycle. If we look at 89 MPs, I 
do not think you are going to find 20 of us on a cycle. So I am just wondering if there are gaps.  

Mr Fraine: To answer your last question first, there are gaps in our knowledge. What this 
data will represent—and I referred to it briefly when I was talking through this figure—is certainly 
that 17.4 per cent is going to be very much bolstered by the amount of cycling children do. So the 
rates for child cyclists are well above that 17 per cent, which is what is bringing that number up. 
Certainly if we were to take members of parliament as an indication of the broader adult population, 
you would be likely to see maybe four or five.  

Mr WOODFORTH: On that point, we need to be careful that we are not making decisions 
based on 17.4 when the majority are potentially in a park or footpath and not on a roadway. To me, 
that is potentially a very false figure in relation to what we are going to be looking at.  

Mr Fraine: Noted. We will unpack that further in the written submission to make sure it is not 
giving unclear messages.  

CHAIR: Mr Fraine, are there any other states in Australia that have bicycle registration?  
Mr Fraine: No, Mr Chair.  
CHAIR: With good reason, too.  
Mr WOODFORTH: Is there anywhere in the world?  
Mr Fraine: The only one that we have uncovered to date is that one I mentioned which 

registers them more for antitheft purposes, which is in Wisconsin, North America. Other than that, 
we have not uncovered any to date. That is not to say that there are none, but there are certainly 
none that we are aware of at this point.  

CHAIR: It would be very difficult to try and register all bikes. Just imagine the nightmare of 
registering kids bikes. Who is going to do that?  

Mr Fraine: It could be a somewhat complex system.  
Mr GRANT: I would just like to throw out a request for more information. You can take it on 

notice if it best suits. I would like to be able to see any statistics that you have on the nature of 
accidents involving cyclists. That would bear upon our consideration of the one-metre rule in 
particular.  

Mr Fraine: Certainly. 
Mr GRANT: And in terms of that earlier question I asked on the spread of ages, if we had that 

we would have a better handle on who is represented in the fatal accidents—younger ones, 
middle-age, old. 

Mr Fraine: Certainly. Would the committee be satisfied if we laid that out in our submission 
and had a specific section in there that went into detail on cycling crashes?  

CHAIR: Excellent idea. 
Mr GRANT: My focus was particularly on the crashes involving fatalities.  
Mr Fraine: Yes.  
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Ms TRAD: Acting Chief Superintendent Pointon, I heard your testimony in relation to the 
one-metre rule being a traffic rule which would be hard to enforce. To give us some sort of 
perspective, I assume there are other traffic laws that are hard to enforce but they exist because it 
is about road users becoming familiar with road rules. I am just wondering if you could elaborate in 
terms of our traffic rules and whether or not they are all consistently enforceable, or whether there 
are some that are as unenforceable or hard to enforce as you perceive the one-metre rule would 
be.  

Chief Supt Pointon: Yes, there would be. I guess if you put me on the spot and asked me 
which ones, off the top of my head I would not be able to point to them. It is just the case that they 
are ineffective for us to enforce. Of course, at the same time you could say that the one-metre rule 
then does give a clear guideline to members of the public who drive motor vehicles of how far you 
should be away. So there is that advantage to those sorts of things, but certainly it means that we 
have a lot of unsuccessful prosecutions.  

It depends on how we go about enforcement in the first place. If it is the case that you give an 
infringement notice, it may be the case that that then proceeds to court and you will find that we will 
have unsuccessful prosecutions or we may not even present those matters. We may withdraw 
matters if we cannot see that there is sufficient evidence in the first place. So they are the sorts of 
issues that we would have around those sorts of prosecutions. 

Ms TRAD: In terms of instances where there have been fatalities, is it very clear what has 
happened in most of those instances, or has prosecution been difficult to achieve because of the 
lack of evidence surrounding what occurred during the incident? 

Chief Supt Pointon: It is really on a case-by-case basis. There certainly have been some 
difficulties in recent cases with sustaining prosecutions. I do not necessarily know that it is any more 
difficult with a pushbike rider than it is for anybody else, for that matter—except, I suppose, if you 
have had two heavy vehicles and you are going to have evidence of where the collision points 
would be and those sorts of things. It would be more obvious. There would be other people in the 
Queensland Police Service with greater expertise than I have who could talk about those things. 

Ms TRAD: This might be a Department of Transport and Main Roads question. Do we 
capture statistics around the fatalities and successful prosecutions, or is that more police? 

Chief Supt Pointon: I do not think we capture that sort of data. We have things like a 
prosecution review committee that looks at unsuccessful prosecutions. Our database does not allow 
us really to pick up that generic sort of information. We work on QPRIME. I am sure you have heard 
about QPRIME at some stage. The way you interrogate that—and I am no expert on QPRIME, 
either—is really on a case-by-case basis. You have to go into a particular event. I do not think at 
this point in time they can just tap into information and drag out huge volumes on those sorts of 
things. 

Mr SHORTEN: In relation to participation rates, do you have statistics on cyclists who ride as 
a club and individual cyclists? I think there are a number of issues around club cycling, particularly 
in relation to pack riding, where they are riding as a pack, a couple abreast on the road, that sort of 
thing. 

Mr Fraine: With your agreement, I might take that on notice and come back. 

Mr SHORTEN: Sure. 

Mr Fraine: My understanding is that there will not be a lot in there that allows us to delve 
down into the cycling that is undertaken as that pack riding, if you like, but I am certainly happy to 
come back on that one. 

Mr SHORTEN: Thank you. 

Mr WOODFORTH: Just to get back to the percentage of people riding, can we compare that 
to, say, 20 years ago? What percentages were they? We had 17.4 per cent riding in the last week. 
Are the percentages the same? 

Mr Fraine: Whether we have it from 20 years ago I think could be interesting, but we will 
certainly have data going back prior to the current figures that we can provide. 

Mr WOODFORTH: The reason I say that is that Queensland’s population has roughly 
doubled in that time. So if the percentages are the same, we are only growing in line with the 
number of people who are around. That also makes a difference in terms of what is working and 
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what is not. I also point to the fatalities. When the helmet laws came in, fatalities were already going 
down. Ten years later, the number of fatalities is almost identical to when the helmet laws came in. 
So to relate that back to the number of cyclists on the road as a percentage versus the population— 

Mr Fraine: Yes. We will certainly provide some information on that. 
Mr GRANT: I look forward to that information. I want to draw attention to who has the one-

metre rule.  
Mr Fraine: Certainly. 
Mr GRANT: Twenty American states have implemented the three-foot law. The Netherlands 

and France have the one-metre passing law and Spain has the 1.5-metre passing law. Could you 
supply to the committee the learnings from those jurisdictions as to what success has been 
achieved—not just learnings in terms of fatalities but also other learnings from those practices in 
those other jurisdictions that can inform us?  

Mr Fraine: Yes, we will certainly make the best endeavours. I know from the US states, for 
instance, the report that we have provided the committee certainly gives a good coverage of that. 
For the European jurisdictions, I am not sure if the report covers those specifically but, if not, we will 
make some endeavours to see what we can find. 

Ms TRAD: Just having a look at the cycling strategy that you have given us, Mr Fraine—and 
thank you very much; this folder is a very useful resource—there is discussion about the cycling 
infrastructure policy. I know that this is something that was worked on maybe two or three years ago 
now. Is that still in place? Is there a continuing investment in cycling infrastructure with roadworks 
through the department? 

Mr Fraine: The short answer is yes. Certainly, in terms of the cycling infrastructure policy, I 
will take that on notice and come back this Friday. In terms of whether there is a continuing 
investment in cycling facilities as new roadworks are undertaken, certainly the approach is that, 
where it is part of a principal cycle network and where there are benefits in terms of providing 
linkages to destinations and points, cycling facilities are provided in some way, shape or form as 
part of that network. I will certainly come back, as a question on notice, in terms of the policy 
document itself. 

Ms TRAD: Okay. I think it would be instructive, because the last cycle network that was 
provided to the committee was in 2011. I assume there is continuing infrastructure investment in 
dedicated cycleways. 

Mr Fraine: Correct. 
Ms TRAD: So if you could provide a bit more information in terms of those new investments 

that would be very handy. There has also been quite a bit of talk in the last couple of years about 
making it a new offence under the Criminal Code for dangerous driving that deliberately and 
recklessly endangers a cyclist’s life. I know that was part of the Labor Party’s policy at the last 
election. Is there any commitment to seeing that new offence put into the Criminal Code? 

Mr Stapleton: I am not aware of any work on that specifically. My understanding of the law 
as it stands now is that, regardless of whether you are a cyclist or a driver of a vehicle, you have the 
same coverage. So the law as it stands would provide that type of protection in terms of a criminal 
offence. 

Ms TRAD: Okay. There was talk about it a couple of years ago in relation to how we address 
some of the fatality issues. We saw a spike a couple of years ago, when there were eight cyclists 
who died on the road. So that was I think the context of the discussion at that time. 

Mr Stapleton: I remember that period, but I do not remember any work specifically on that 
within the department. 

Ms TRAD: Okay. All right. 
CHAIR: Mr Fraine, just following on from Mr Woodforth’s question in relation to the decline 

over the years in road fatalities, it has been quite dramatic from right back. When helmets came in, 
as you mentioned before, the number came down. It has probably generally been stable for the past 
10 years. Of course, every fatality is one too many and we know that we have to try to make it 
better. I also refer to the Netherlands, Denmark and Germany, which have very big cycling 
populations. Do you have any idea whether their graphs are similar to ours in relation to fatalities, or 
is there any data in the department? 
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Mr Fraine: We will certainly have some data that we can provide on that. In terms of the 
general point of whether jurisdictions such as the Netherlands, which have very high cycling rates, 
see a match in increasing injury statistics, the answer is that it is not a direct relationship in that 
sense. That comes partly with the way cyclists are part of the broader transport network in 
somewhere like the Netherlands. In terms of the way the network is actually constructed and 
operates and the sheer presence of cyclists in the network, plus some of the legislative environment 
they have around the relationship between their road users, you do not necessarily see that as you 
increase in cycling you get a one-to-one relationship with increases in fatalities or injuries. So you 
can get the increases without getting that massive spike in injury statistics as well. 

CHAIR: I have a further question perhaps to Mr Fraine or maybe to Acting Superintendent 
Pointon. These days bikes have a lot of safety equipment on them and much better brakes and that 
type of thing. Do you think there is further safety enhancement that can be made to bicycles that 
you have noticed somewhere else or that someone else is using? Are there any add-ons that 
people use, or accessories? 

Mr Stapleton: Part of my coverage includes vehicle safety. There are a lot of developments 
in the area in both motor vehicle and motorcycle safety. As far as I am aware, there is very little in 
the area of bicycle safety. So I am not aware of any developments that would improve the safety of 
a bicycle as a vehicle, so to speak. 

CHAIR: Thanks. 
Mr WOODFORTH: In regard to the number of deaths and the participation rate overseas, we 

happen to be one of only two countries in the world that has helmet laws. Is there a correlation? If 
more countries were to have helmet laws, would that save any more lives? I also note that 
hospitalisations over the past 20 years have increased. With those groups or pack cyclists, or 
cyclists riding to work, has that made a difference? We hear a lot that if we took away the helmet 
laws more people would cycle. Yes, we would probably get some more injuries, but you are also 
increasing the risk of anything. It is like if you double the number of players playing football, you are 
probably going to get double the number of injuries. Are there any statistics around helmet laws that 
we could look at? 

Mr Fraine: I have two points that I would make in relation to that. One is that, when we look 
at both the increase in participation rates and the surveys that have been undertaken about why 
people do not cycle, helmets do not come up as top of the list by a long way. Whether people 
choose to cycle really relates to broader issues around whether the network connections are there, 
whether they feel safe in the broader cycling environment and those types of issues.  

In terms of the injury statistics, as committee members would be aware, there is a lot of 
debate around the impacts of bicycle helmets. When we have commissioned research on this topic 
it has come back to us—and I am certainly happy to provide to the committee a copy of our most 
recent work on this—that helmets have been successful in reducing both the severity of injuries, 
which may in part account for why fatalities are down but some hospitalisations may have come up, 
and specific types of injuries around head injuries, facial injuries and so on that have quite 
demonstrative impacts in terms of reduction of injury type. As I say, I am certainly happy to provide 
those reports to the committee. 

Mr WOODFORTH: I know that we are not here for the helmet side of things, but these days 
there are a number of people riding scooters and there is no requirement for them to wear helmets. 
We are really just stuck with one rule for cyclists. There are a lot of other kids riding scooters, 
three-wheel scooters and skateboards and there are no helmet requirements for those, yet they can 
go as fast on them. As we know, one punch can kill, just by a person falling down. A skateboarder 
can also fall off and hit their head. Sometimes I get lost on why we have picked on only cyclists. I 
will leave that for now and move to the one-metre rule.  

Mr Fraine: Certainly. 
Mr WOODFORTH: In regard to rider responsibility, will there be a campaign on TV possibly 

or just in print media to get riders to understand their responsibilities? I am a cyclist. I cycle most 
weekends. I drove down Union Street at Nundah at 9.30 Saturday morning and tried three times to 
pass five cyclists, because they decided to ride wherever on the road they wished to. As a cyclist I 
know that we do the right thing and we chip each other when we are out of line, but I see too often 
too many cyclists being irresponsible and then having a go. Had I blasted the horn, just gently even, 
I probably would have got a two-finger salute. What I was trying to do was pull them into line to say, 
‘You are not the only road users. Work with motorists and motorists will work with you.’  
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Mr Stapleton: The point you are raising there is a Share the Road campaign. We have just 
awarded a contract to a new supplier to provide us advice on two things: community consultation 
and new advertising and marketing campaigns into the future. That has only happened in the last 
two weeks. We have started working on a strategy into the future. It is on our radar as one of the 
issues out there—sharing the roads. And it is not just about cars and cyclists; it is also about 
pedestrians and heavy vehicles and motorcycles. A broader campaign is definitely on the books for 
consideration. That will be done in consultation with an overall look at where the risks are in terms 
of road fatalities at the moment and also serious injury. It would be in that context. If we did do it, it 
would definitely be with a view to the whole network.  

Mr GRANT: Have you given us any details in this pack of the types of injuries sustained?  
Mr Fraine: Not in this pack, but as part of the broader pack of injury data we will put together 

for the submission we will certainly provide that as well.  
Mr JUDGE: My question probably relates to information about where exactly the accidents 

are occurring. Are they more in the city areas where there is more congestion? If that information is 
forthcoming that would be useful for us to consider. I understand that other jurisdictions have the 
bicycle lane on the inside of the parked cars. Comparatively, looking at the trends in bicycle 
fatalities by jurisdiction, in those other jurisdictions who is leading the way? It would be interesting to 
know if road design and that sort of thing is having an impact on the reduction in those areas.  

Mr Fraine: Certainly we will come back with some information on both of those points.  
CHAIR: In relation to the safe passing distance, this slide states that the desirable clearance 

at a speed limit of 60 kilometres an hour is a metre, at 80 kilometres an hour is 1.5 metres and at 
100 kilometres an hour is two metres. Are there any other states or countries that have an 
escalating distance or is it just common sense?  

Mr Fraine: In terms of those places that legislated a safe passing distance of one metre, 
three feet or whatever, we are not aware that there is anyone that has it escalating with the speed 
zone. I think that may in part come down to the simplicity of how you might implement a system 
such as this. We are not aware of any. As the design guidelines say, it is really more for how you 
might construct elements of your network in terms of being able to provide that distance 
recommended in the different environments.  

CHAIR: There are different environments in urban riding. On the highways where I come 
from, which is almost the road train capital of the world at present, a road train going past at a metre 
will probably put the pushbike up on top of a tree somewhere. I guess it is common sense in a lot of 
ways. Are there any further questions?  

Ms TRAD: I am getting the impression that the department does not think the one-metre rule 
is necessary. Am I reading that wrong? Are you thinking it is a lot more complex than just having a 
uniform one-metre rule or is the department generally supportive of a one-metre rule?  

Mr Fraine: The department is open to what the committee may consider is the best path to 
go down in this space. As you know, we do not currently have a one-metre rule because the 
legislation as it is currently expressed allows that flexibility around driving too close for overtaking, 
but certainly in terms of the consideration of this issue the department is quite happy to consider 
what findings the committee makes in relation to this matter.  

CHAIR: There being no further questions, I will close this hearing and advise that the 
secretariat will put the slide show on the committee’s website this afternoon. Thank you so much for 
that. We appreciate your attendance here today and the attendance of visitors as well. 

Committee adjourned at 11.20 am  
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