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Tēnā koe  

 

Thank you for your official information request of 11 March regarding: 

• the development of existing regulation regarding installation of seatbelts in buses  

• Te Manatū Waka the Ministry of Transport’s (Te Manatū Waka’s) work in relation to 

seatbelts on school buses, and  

• regulation relating to the use of high-performance vehicles by inexperienced drivers. 

 

Thank you also for your understanding about the time taken to respond to your request. 

Responding to it has been complicated by absence of key staff due to illness and bereavement.  

 

Your request is difficult to answer in respect of historic policy decisions because it appears that 

many of the relevant current regulations, with their initial policy justifications, have been carried 

over from earlier regulations. For example, key elements of the Land Transport Rule: Passenger 

Service Vehicles 1999 (PSV Rule) were carried over from the Passenger Service Vehicle 

Construction Regulations 1978.  

 

We have looked for the information you requested and, following that, consider that much of the 

original documentation you are requesting is very old and likely not held in our electronic records. 

I am refusing your request for information to the extent it covers information not in our electronic 

records under section 18(f) of the Official Information Act (the Act), as this information cannot be 

made available without substantial collation or research.  

 

For the remainder of your request, I have outlined my decision on your request for information on 

each part. I have also included general comment about the policy matters that you have raised. 

 

Development of seatbelt regulation 

 

I have identified a 2018 report, “Bus safety in New Zealand”, which examined the outcomes 

of investigations carried out by the Coroner and Police following three serious bus crashes in 

mid-2018 as being in scope of your request.  This report outlines the regulatory requirements for 

bus safety in New Zealand and provides an overview of work underway or scheduled to further 

improve the safety of bus travel. Though publicly available on our website, I have enclosed this 

report as Appendix A. 

 

I have not identified any other specific documents held by Te Manatū Waka as being relevant to 

your request for information about the development of existing regulation for installation of 

seatbelts in buses.  

 

While not information held by us, you may be interested in information about the Land Transport 

Rules which govern the fitting and operation of seatbelts on buses. As the agency responsible for 

operational policy, Waka Kotahi publicly releases documents detailing Land Transport Rules, 

amendments to the Rules, and other information online at: www.nzta.govt.nz/resources/rules/. 



This resource addresses recent amendments to relevant Rules, including ‘question and answer’-

style documents. 

 

Our statistics show travelling as a bus passenger is the safest mode of road transport both per 

kilometre travelled and per hour spent travelling, and about seven times safer than travel in a 

private car. 

 

Buses are safer than other forms of road transport in part because the impact forces from a 

crash are more likely to be absorbed by the larger mass of the bus. This reduces the effect of a 

crash on the passengers, even without seatbelts, making it less severe and less likely to cause 

injury than would be the case in smaller, lighter vehicles. New Zealand bus fleet data shows that 

most passenger injuries are minor and would not have been prevented by wearing seatbelts. 

 

Before being used on the road, all buses must be checked and certified to ensure they meet all 

the vehicle requirements in the PSV Rule. Currently, buses in New Zealand are not required to 

have seatbelts, however they must satisfy the alternative requirements of clause 6.1(3) of the 

PSV Rule by having another seat, a partition or a guard rail positioned not more than 1 metre in 

front of the front edge of the seat. 

 

However, where buses are fitted with seatbelts, the seatbelts must meet all requirements of the 

Land Transport Rule: Seatbelts and Seatbelt Anchorages 2002, as well as the PSV Rule. This 

means the seatbelts will be inspected at entry to the fleet and while in-service through the 

certificate of fitness process. It is not permissible to have seatbelts fitted which are non-

operational or unable to be operated safely.  

 

When Te Manatū Waka previously examined ways to increase bus safety, it found that the cost 

of retrofitting seatbelts in all buses in New Zealand would be prohibitive. This was because many 

buses would need to have their floors strengthened so that the seatbelt anchorages could be 

properly attached. We also found that newer buses, designed for open road use, are now usually 

equipped with seatbelts and so new regulations may not significantly speed up their introduction. 

 

Seatbelts on school buses 

 

You may be aware of a recent petition to Parliament asking that the House of Representatives 

pass legislation requiring that all school buses must have seat belts. The petition, Petition 

Committee (Committee) report, and our evidence to the Committee are all publicly available 

online:  https://www.parliament.nz/en/pb/petitions/document/PET 109505/petition-of-philippa-

cameron-our-school-buses-need-seat. Our evidence to the Committee is a good recent summary 

of our position and the reasons for our position and I encourage you to review this.  

 

I have not identified any further documents held by Te Manatū Waka as being in scope of your 

request for information in relation to seatbelts on school buses. Bear in mind this is in part 

because we do not regulate buses differently when used as school buses. Accordingly, I refuse 

this part of your request under section 18(d) of the Act, on the grounds that all identified relevant 

information requested is publicly available. 

 

Following the report of the Committee, I can advise that Waka Kotahi is currently preparing a 

research report on school bus safety. Seatbelts will form a part of this report. This is currently in 

the early stages of completion and a report is expected by the end of September 2022. The 

report will be published online when completed. 

 

Te Manatū Waka does not currently have plans to separately regulate passenger service 

vehicles that are used for school transport services, as this would likely impact school transport 



services provided by regional councils as well. These services are contracted as part of the 

public transport system and primarily operate in urban areas at low speeds, often in vehicles that 

service public transport bus routes during other parts of the day. 

 

You should note the Ministry of Education can and does set further requirements and 

expectations in its own procurement process about the types of buses used to carry children to 

and from school. School bus service providers contracted by the Ministry of Education are 

required to meet additional standards, including vehicle age (not more than 26 years), vehicle 

telematics, driver training, and annual medicals for drivers. 

 

I note the Ministry of Education also provided evidence to the Committee when it considered the 

petition mentioned above. However, if you have any queries about specific Ministry of Education-

contracted school bus services, I encourage you to contact the Ministry of Education.   

 

Use of high-performance vehicles by inexperienced drivers 

 

Te Manatū Waka last investigated in 2010–2013 whether vehicle power restrictions for young 

drivers should be introduced in New Zealand. I have identified four documents within scope of 

your request which I am releasing to you under the Act, enclosed as Appendices B–E: 

• WGTA12426 Vehicle Power Restrictions for Young Drivers, 19 March 2010 

• WGTA12597 Further Information on Vehicle Restrictions for Young Drivers, 09 April 2010 

• OC00264 Vehicle Power Restrictions for Young Drivers, 20 October 2011 

• A draft research report on “Vehicle Power Restrictions”, from 2013. 

 

I am withholding the contact details of public servants in all these documents, where relevant, 

under section 9(2)(a) of the Act to protect the privacy of natural persons. I do not consider there 

is any public interest in the release of this information. 

 

The 2013 research report is a draft report of the findings of an investigation that the Government 

committed to in the Safer Journeys Action Plan 2011–2012. Note that as a draft report, it does 

not necessarily reflect the final view of the Government then or now. 

 

While some jurisdictions overseas restrict use of high-performance vehicles by inexperienced 

drivers to minimise exposure to risky driving scenarios, New Zealand’s driver licensing system 

does not limit use of high-performance vehicles by drivers on their learner or restricted licenses 

(provided the vehicle weighs less than 4,500kg).  

 

Research we have seen indicates that restricting vehicle power for less experienced drivers 

under 25 years of age may reduce road injuries by 0.4 to 1.8 percent. There is limited real-world 

evidence for this estimate and modelling research assumes 100 percent compliance with 

restrictions. On that basis, and given low prevalence of use of these vehicles, anticipated road 

safety benefits from vehicle power restrictions are likely modest. 

  

We consider the biggest vehicle-related risk for young drivers is that they tend to drive vehicles 

that are less crashworthy than average and have fewer safety features. That is one reason why 

we are progressing improvements to vehicle safety standards through the Road to Zero Strategy 

and Action Plan. I understand you are already familiar with the Strategy and Action Plan. 

 

The Ministry publishes our Official Information Act responses and the information contained in 

our reply to you will be published on the Ministry website.  Before publishing we will remove any 

personal or identifiable information. 

 



You have the right under section 28(3) of the Act to make a complaint to the Ombudsman about 

the treatment of your request for information, who can be contacted at 

info@ombudsman.parliament.nz. 

 

Thank you for writing to Te Manatū Waka with your queries. I trust you will find the above is of 

assistance. 

 

Ngā mihi, 

 

 
Matthew Skinner 
Manager Mobility and Safety 
Ministry of Transport 









































MINISTRY OF TRANSPORT REPORT 

Subject: VEHICLE POWER RESTRICTIONS FOR YOUNG DRIVERS 

Date: 19 March 2010 Docmin No.:  WGTA12426 

Attention: Hon Steven Joyce (Minister of Transport) 

Priority: Medium Security Level:  In-Confidence 

Deadline: Wednesday 31 March 

Reason for Deadline: To consider in conjunction with the Cabinet paper: Safer Journeys - 
Increasing the safety of young drivers (WGTA12433) 

Purpose of Report 

1. To outline the available evidence and research about the effectiveness of vehicle power
restrictions for young drivers. You requested this information at the Ministry official’s meeting
on Tuesday 9 February 2010.

2. This information will assist you with your discussions about the Safer Journey’s initiative to
investigate introducing vehicle power restrictions for young drivers.

Contact for telephone discussion (if required) 

Name Position 
Telephone 

Direct Line After Hours 

Suggested 
First 

Contact 
David Eyre Policy Project Manager √ 
Michael Woodside Senior Adviser 

Ben Carpenter Adviser 

Minister of Transport’s Office Actions 
 Noted  Seen  Approved

 Needs Change  Referred to

 Withdrawn  Not Seen by Minister  Overtaken by events

s 9(2)(a)

s 9(2)(a)

s 9(2)(a)
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Executive Summary 

3. Introducing vehicle power restrictions for young drivers was the fourth-ranked initiative from 
public submissions on the Safer Journey’s discussion document. 

4. Some Australian states impose a high-powered vehicle restriction on novice drivers. At the 
time of its introduction, it was considered that reducing the power of vehicles driven by new 
drivers would result in a reduction in crash risk. It is our understanding, from discussions with 
Victorian officials, that this decision was mainly the result of a large amount of public 
pressure and political support for such a move. While the restriction has yet to be formally 
reviewed overseas, research to date suggests there were many implementation difficulties 
and to date there is no clear evidence of the benefits. 

5. Speed is a major contributor to crashes, and the public support for introducing vehicle power 
restrictions for young drivers may, therefore, exist with a view to reducing the number of 
crashes involving excessive speed. However, anecdotal evidence in Victoria suggests that 
many vehicles that have not been restricted are still sufficiently powerful to allow young 
drivers to lose control of the vehicle. This reflects the fact that vehicle power, and more 
specifically power-to-weight, is far from being the only factor in loss of vehicle control, and 
therefore, crash risk. 

6. Initial evidence indicates that the size of the ‘powerful vehicle’ problem is not large and that 
there are many issues to resolve before considering implementing power restrictions in New 
Zealand. 

7. Officials note that improving the crashworthiness (occupant protection) of vehicles is another 
option that can have significant effects on young driver safety.  

8. The results of research evaluating vehicle power restrictions in Australia by the Monash 
University are due later this year. Until this time, the Ministry considers that the focus of road 
safety initiatives for young drivers should be on those outlined in the Safer Journeys – Young 
driver’s package, and encouraging young drivers to choose vehicles with more favourable 
crashworthiness ratings.   
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Recommendations  

9. The recommendations are that you: 

(a) note that there have been significant implementation issues when vehicle 
power restrictions were introduced in Australia, and to date there is no clear 
evidence of the benefits  

 

(b) note that officials will provide you with a more comprehensive review of the 
effectiveness of vehicle power restrictions for young drivers after the formal 
review of such restrictions operating in Australia is completed later this year. 

 

 
 
 
 
 
Anna Kennedy  David Eyre 
Adviser 
 
 
 
 
Ben Carpenter 
Adviser 

Policy Project Manager 

 
 
 
MINISTER’S COMMENTS: 
 
 
 
 
 
 
 MINISTER’S SIGNATURE: 
 
 DATE: 
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Vehicle power restrictions for young drivers 

Purpose 

1. To outline the available evidence and research about the effectiveness of vehicle power 
restrictions for young drivers. You requested this information at the Ministry official’s meeting 
on Tuesday 9 February 2010. 

2. This information will assist you when discussing the Safer Journey’s initiative to investigate 
introducing vehicle power restrictions for young drivers. 

High power restriction for probationary licence holders in Australia 

3. Victoria, New South Wales (NSW), and Queensland have a high power restriction for 
probationary licence holders. Australia’s Graduated Driver Licensing System (GDLS) has 
three main driver licensing stages: learner, probationary (NZ’s restricted), and full.  

4. In general, the power restriction means that a probationary licence holder cannot drive a 
vehicle with:  
• eight or more cylinders 

• a turbocharged or supercharged engine  

• an engine that has been modified to increase its performance  

• any other vehicle that has been identified by Gazette (these are generally high 
performance six cylinder vehicles).  

Vehicles which are excluded from these restrictions are:  
• turbocharged or supercharged diesel powered vehicles  

• all models of the Smart car, produced by Mercedes Benz  

• vehicles with low powered turbocharged or supercharged engines as published by 
Gazette. 

5. Exemptions can be obtained for lower performance turbo and supercharged cars. The lower-
performance turbocharged or supercharged vehicles that are exempt generally have 
improved safety features and greater fuel-efficiency.  

6. We have attached a draft comparison of high powered restrictions across Australian states. 
This attachment is from the draft Austroad’s report, which is yet to be finalised. 
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Research and evaluation of power restrictions 

7. A full evaluation of the effectiveness of vehicle power restrictions has not been completed. 
Monash University intends to complete such an evaluation by the end of 2010. In the interim, 
we have sought advice and feedback from transport officials who have worked with the only 
advice we have is the feedback from Victoria officials who have worked with the vehicle 
restriction. 

8. Victoria has modified its vehicle restriction twice since it was introduced in the 1990s. The 
initial restrictions comprised a restricted list of vehicles – those with greater than 125 
kilowatts of power per tonne of weight, or greater than 3,500cc engine capacity per tonne. 
Because of problems with keeping the restricted list current, and because it was very difficult 
for Police to enforce at the roadside, enforcement was limited. 

9. In 2007, the restricted list was dropped in favour of a characteristics-based system, with the 
aim of making enforcement easier. This meant that all vehicles with a V8, or a supercharger 
or turbocharger were off-limits for restricted drivers. This system has also encountered 
problems, especially with the proliferation of modern vehicles that are using turbo- and 
super-chargers to increase the power of small capacity engines in the name of improved fuel 
economy.  

10. Because of complaints from the vehicle industry over the limitations of the characteristics-
based system, a list of turbo- and super-charged vehicles exempt from the restrictions was 
introduced. Since July 2009, individuals can also apply for an exemption for their vehicle 
where they consider the restrictions are not warranted. Up to February 2010, VicRoads had 
granted about 180 exemptions of this type.   

11. VicRoads continues to investigate other options for applying restrictions including re-
establishing a power-to-weight based restriction linked to vehicles at first registration, which 
would enable vehicles to be easily identified at the roadside by enforcement authorities.  

12. In summary, there have been difficulties with implementing and enforcing the power 
restriction in Victoria. Victoria officials note that their system still allows young drivers to drive 
vehicles that are sufficiently powerful for them to lose control of. 

13. There is no vehicle power restriction in place in Western Australia. The University of Western 
Australia (UWA) (2005) found that young novice drivers are no more at risk of death or 
serious injury driving powerful cars than other drivers. The UWA research concluded that 
there was no evidence to suggest that the risk of a young driver being involved in a serious 
injury crash in the first two years of licensing is influenced by the power-to-weight ratio of the 
vehicle they drive or that the serious injury crashes of this group are characterised by high 
vehicle power-to-weight ratios.1 

14. The research highlighted speeding as the cause of most crashes involving young drivers and 
noted that even the lowest powered vehicles that can be driven at excessive speed are a 
problem. 

 
1 The study looked at 662 serious injury crashes in 1999 and 2000 in Western Australia and compared the 

power to weight ratio of crashed vehicles with the power to weight ratio of vehicles driven by novice drivers 
who did not crash during the same period. Only three percent of crashed vehicles had a power to weight 
ratio above 100 kilowatts a tonne of vehicle weight and only two vehicles had power to weight ratio above 
125 kilowatts. 
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Size of the problem in New Zealand 

15. In New Zealand, the CC ratings of vehicles are known for 83 percent of young drivers (aged 
15-19 years) involved in crashes between 2005 and 2009. Figure 2 shows that teenagers 
(aged 15-19) on their restricted or full licences driving vehicles with a high CC rating are not 
overrepresented in crashes. 

Figure 2: Table showing the percentage of crash-involved vehicles driven by a 15-19 year old with a      
full or restricted licence, by CC rating (2005-2009). 

Vehicle CC 
rating 

Number of 15-19 year old 
drivers with a full or 

restricted licence in sample 

Percentage of crash-involved vehicles 
driven by a 15-19 year old, with this CC 

rating (excl unknown) 
Unknown 1405  
Under 1350 937 14% 
1350-1599 2325 34% 
1600-1999 2512 36% 
2000-2999 843 12% 
3000+ 282 4% 

 
16. However, Figure 2 might not illustrate the full extent of the problem because CC ratings are 

not an ideal indicator of power. Other factors not recorded in the motor vehicle register 
influence power, such as the engine power, vehicle weight, cylinder configuration, or whether 
it has a turbo- or super-charger. Many of the vehicles between 1350-2000cc may have a 
turbo- or super-charger. 
 

17. Another way of examining the problem is to compare 15 to 24 year olds to other age groups. 
Figure 3 shows that more than 75 percent of 15-24 year old drivers involved in crashes over 
2005-2009 were driving vehicles under 2000cc. 
 

Figure 3: Percentage of vehicle size of crashes by the age of the crash-involved driver (2005-2009). 
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18. The mean disposable income (of less than $10,000) for the 18-24 year age group may help 
account for the relationship between age and engine size.2 And smaller cars are generally 
cheaper than larger ones. Unless young drivers are driving the family car, they are less likely 
to be able to afford newer vehicles with more occupant protection and crash prevention 
features. However, provisional results from the NZ Drivers Study illustrate that just 18 
percent (out of a sample of almost 2,000) of the vehicles young drivers predominantly use 
are owned by the young drivers themselves. The majority (67 percent) are owned by the 
parents, some of which may be a second cheaper vehicle bought for the young driver to 
predominantly use. 

19. In summary, the initial analysis indicates that higher performance (as identified by CC rating) 
is not a large problem. 

Issues if implementing a vehicle power restriction in New Zealand  

20. In considering a power restriction, the following factors are relevant:  
(a) Vehicle power restrictions are difficult to set-up and implement, as indicated from 

experiences in Victoria.  
(b) Vehicle power restrictions are difficult to enforce as it is practically impossible for Police 

to assess engine power at the road side, as indicated from experiences in Victoria. 
(c) Many cars that are not restricted are still capable of rapid acceleration and high 

speeds. 
(d) Vehicle power restrictions could encourage the use of small cars, which generally 

provide less protection to a young driver in a crash than a larger car. 
(e) If a family car was large and powerful, a learner driver could be significantly limited in 

their ability to learn to drive. 
 

Other options to improve the safety of vehicles driven by young drivers 
 
21. Young drivers tend to drive vehicles that have poor crashworthiness (occupant protection). 

Therefore, it is possible to minimise the risk of serious injuries and fatalities if young drivers 
choose vehicles with more favourable crashworthiness ratings.3 

22. Monash University estimated the most-crashworthy vehicle available on the market provides 
a 0.54 percent risk of a driver being seriously injured or killed in a crash.4 However, this 
research also found that the average crashworthiness of vehicles driven by New Zealand 
young drivers when they were seriously injured or killed was 5.33 percent for 16 year olds, 
5.14 percent for 18-20 year olds, and 4.97 percent for 21-24 year olds. Because the majority 
of young people drive their parent’s car, any improvements to the crash worthiness of 
vehicles driven by young drivers would have wider benefits for all. 

 

 

 
2  In terms of income, a Ministry of Social Development report on household living standards (Household 

Incomes in New Zealand, Perry 2008). The mean disposable income of the 18 to 24-year-old age group in 
their research was less than $10,000. 

3   As concluded in the study by Monash University ‘Vehicle Safety and Young Drivers’ (2009). 

4 The Volkswagen Golf manufactured from 2004 to 2006 was rated the most crash-worthy vehicle available in   
the latest release of the Used Car Safety Ratings, Newstead, Watson and Cameron (2008). 
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23. If young drivers drove the most-crashworthy vehicle, the estimated reduction in serious 
injuries and fatalities would be approximately 89 percent. Whilst this scenario is not realistic 
as it would require all young drivers to drive a specific model of vehicle, it shows that vehicle 
factors can minimise the risk of injury and fatalities. The research showed that there are also 
large savings from young drivers moving to the safest vehicle within their price range. 
Improving the access of young drivers to vehicles that offer good occupant protection to 
minimise the risk of injury is consistent with the Safer Journey’s initiative to promote vehicle 
safety systems to all consumers. 

24. Overseas experience shows that consumer awareness programmes balanced with 
regulation are the best ways to increase the uptake of safer vehicles. This requires 
encouraging drivers to make informed choices about vehicle purchases in terms of crash 
worthiness and occupant protection. 

25. Safer Journeys suggested three ways to assist consumers to choose safer vehicles: 

• The government could provide consumers with safety information. The Right Car website 
already has information on many newer makes and models, but we could extend it to rate 
older vehicles too. 

• Motor vehicle dealers could give buyers safety information at point of sale (this could be 
optional or mandatory). This gives consumers peace of mind that the safety features they 
want are in fact on the vehicle.  

• Develop incentives such as working with the insurance industry to lower insurance 
premiums for safer vehicles. 
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MINISTRY OF TRANSPORT REPORT 

Subject: FURTHER INFORMATION ON VEHICLE RESTRICTIONS FOR YOUNG 
DRIVERS 

Date: 09 April 2010 Docmin No.:  WGTA125971 

Attention: Hon Steven Joyce (Minister of Transport) 

Priority: Routine Security Level:  In-Confidence 

Purpose of Report 

1. To provide further information on the vehicle power restrictions for young drivers in New
South Wales and Queensland, Australia. You requested this information on 23 March 2010,
after reviewing the Vehicle power restrictions for young drivers briefing of 19 March, which
outlined feedback from Victorian officials who have worked with the vehicle restriction.

Contact for telephone discussion (if required) 

Name Position 

Telephone 
Direct Line After 
Hours 

Suggested 
First 

Contact 
David Eyre Policy Project Manager 
Michael Woodside Senior Adviser 
Leo Mortimer Manager Road and Rail Safety √ 

Minister of Transport’s Office Actions 
 Noted  Seen  Approved

 Needs Change  Referred to

 Withdrawn  Not Seen by Minister  Overtaken by events

s 9(2)(a)

s 9(2)(a)

s 9(2)(a)
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Executive Summary 

1. This briefing outlines feedback from officials in Queensland and New South Wales who have 
worked with vehicle restrictions for young drivers.  

2. New South Wales and Queensland introduced vehicle restrictions for young drivers in 2005 
and July 2007, respectively.  

3. In New South Wales, there has been a 45 percent reduction in crashes involving P1 drivers 
in their first year of driving since 2007. However, a range of other changes to the graduated 
licensing system in mid 2007 make it difficult to attribute this reduction to the effect of the 
power restrictions alone.   

4. In Queensland, quantitative evaluation of the effect of the restriction is planned to occur in 
2011, as a limited number of young drivers are currently operating under the restrictions.   

5. Given the lack of compelling evidence as to the effectiveness of vehicle restrictions in 
reducing young driver crashes in Australia, and the lack of sufficient knowledge of what the 
cost of implementing a vehicle restriction scheme in New Zealand might be, it is 
recommended that final decisions on whether to implement a scheme are delayed until the 
costs and benefits can be further clarified. 

Recommendations  

6. The recommendations are that you: 

(a) note this additional information on the experience of vehicle restrictions in 
place for young drivers in New South Wales and Queensland 

 

(b) note the lack of compelling evidence from Australian states of the benefits of 
vehicle restrictions for young drivers 

 

(c) agree to delay final decisions on implementing vehicle restrictions in New 
Zealand until further work on the costs and benefits is known 

Yes/No 

(d) direct the Ministry of Transport to undertake further work to establish the 
likely costs of implementing a vehicle restriction scheme in New Zealand. 

Yes/No 

 
 
Anna Kennedy Benjamin Carpenter Leo Mortimer 
Advisor Advisor Manager Road and Rail Safety 

 
 
MINISTER’S COMMENTS: 
 
 
 
 
 
 MINISTER’S SIGNATURE: 
 
 DATE: 
 
 

RELE
ASED U

NDER THE 

OFFIC
IAL I

NFORMATIO
N

ACT 19
82



Page 3 of 5 

Further information on vehicle restrictions for young 
drivers 

Purpose 

1. To provide information on the effectiveness of vehicle restrictions for young drivers in New 
South Wales and Queensland, Australia.  

Background/Issues 

2. A copy of the Vehicle power restrictions for young drivers briefing, provided to you on 19 
March, is attached. This briefing outlined the vehicle restrictions in place in Australia, 
attached a draft comparison of the restrictions across Australian states, and summarised 
feedback from Victorian officials who have worked with the vehicle restriction. This briefing 
also outlined the initial analysis of young drivers and higher performance vehicles in New 
Zealand. 

3. At your direction we have sought further information from New South Wales and Queensland 
officials who have worked with vehicle restrictions for young drivers in their states. 

Queensland 

4. Queensland introduced their vehicle restrictions for P-plate drivers on 1 July 2007. 
Restrictions have been introduced in a phased way so that only those entering the P-plate 
phase of their licence have been subject to the restrictions. Therefore the number of drivers 
driving under the vehicle restrictions has increased quite slowly and thus quantitative 
evaluation of the effect of the vehicle restrictions is planned for 2011. 

5. Prior to introducing the vehicle restrictions Queensland officials analysed crash data. The 
data showed there was around a 2 percent fatality rate for crashes involving provisional 
drivers driving vehicles with 8 cylinder engines, as opposed to a 1 percent fatality rate for 
mature drivers driving vehicles of the same engine size. The data also showed worse crash 
outcomes for provisional drivers driving vehicles with 8 or more cylinders, as opposed to 
those driving vehicles with 6 or less cylinders. Therefore, it seemed justified to restrict the 
access of young drivers to vehicles with more than 6 cylinders. 

6. Since 2008 there has been a reduction in fatalities in crashes where a young driver (aged 17 
to 24 years) was involved and a corresponding decrease in the percentage of fatalities 
involving young drivers in Queensland. This is shown in Figure 1 below. 

Figure 1: Fatalities involving young drivers in Queensland, Australia (2004-2009) 

 
 

Note: these figures include fatalities involving motorcycle riders aged 17 to 24 years. 
 

Year  Fatalities involving 
young drivers Total fatalities 

% fatalities 
involving young 

drivers 
2004 116 311 37 
2005 109 330 33 
2006 108 335 32 
2007 110 360 31 
2008 98 328 30 
2009 92 331 28 
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7. Similar to New South Wales, several modifications to the graduated licence system 
(including power to weight motorcycle restrictions) were introduced in 2007, along with the 
vehicle restrictions. Prior to the changes coming into effect there had been a rush on both 
learner and provisional licence applications (for both car and motorcycle licences). This had 
resulted in an increased number of these drivers/riders on the roads and Queensland 
officials wondered about the effect this had on crashes involving these drivers in the short 
term (the increase in the 2008 fatality figure). Analysis to be done in 2011 would look at 
crash rates in further detail including, for example, the crash rate per licensed driver. 

8. There were three evaluation projects of the changes to the graduated licence system 
planned. This included qualitative analysis (including interviews) already underway of the 
effects of the changes. The analysis would also include the number of offence notices issued 
for breaches of vehicle power restrictions. 

New South Wales 

9. In late 2004/early 2005, the New South Wales Minister of Transport released a discussion 
paper for public comment that included several options for improving the safety of young 
drivers. One of the options was for restrictions on high performance vehicles.  

10. Comments from Victoria, where power-to-weight based vehicle restrictions were in place at 
the time, indicated significant reservations about that scheme due to it’s unenforceability and 
confusion for both the Police and public. Also, power-to-weight did not pick up some vehicles 
of key concern such as the Subaru WRX. There was also a danger in restricting access to 
safe family vehicles and shifting young drivers into low-powered but old and relatively unsafe 
cars. 

11. Public support for vehicle restrictions, from the consultation process on the discussion paper, 
was overwhelming. 

12. New South Wales evidence did show that high-performance turbocharged and V8 vehicles 
were over-represented in crashes involving young drivers.  

13. The decision was made to introduce restrictions on V8s, turbocharged and supercharged 
vehicles (excluding diesels), and some vehicles with engine and other modifications—rather 
than a power-to-weight regime as had been used in Victoria.  

14. There are some exemptions from the restrictions for people in particular circumstances. 
There are also exemptions for turbocharged and supercharged vehicles deemed as being 
not high-powered. This has come about through the increasing number of turbocharged and 
supercharged vehicles that are power-assisted for reasons of fuel-economy rather than 
power. The RTA is looking to automate this exemption process and tie exempted vehicles to 
vehicle registration, where under present arrangements a letter must be carried by the 
person saying that their vehicle is exempt from the restriction. 

15. The RTA considers that the restriction system may be proving effective, with a reduction 
over the last 2 years in the proportion of young driver crashes involving these high-powered 
vehicles. Also, since 2007 there has been a 45 percent reduction in crashes involving P1 
drivers in their first year of driving. However, the RTA notes that some of the reason for 
these reductions may be due to a range of other changes to the graduated licensing system 
that were introduced in 2007. Changes included the 120 hour logbook rule, a tougher driving 
test and a tough stance on speed offences. 

16. There are around 150,000 P1 licence holders and 250,000 P2 licence holders in NSW. 
There are around 1,000 offence notices issued a year in New South Wales for non-
compliance with high-performance vehicle restrictions.  
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17. When restrictions were introduced in 2005, there were 200 to 300 exemptions granted a 
year. This has increased significantly recently and there were around 1,000 exemptions 
granted in 2009. This increase is thought to be due to the introduction of exemptions for the 
vehicles that are turbocharged or supercharged to increase fuel economy, but that are not 
high-performance.  

18. A further problem encountered is high-powered six cylinder cars. An exclusion list (cars that 
are not allowed to be driven by P-plate drivers) has been created to reflect the high 
performance of some of these vehicles. This list is small and includes mostly exotic sports 
cars. 

19. Similar to Victoria, New South Wales is investigating whether an electronic system of 
vehicles that are approved/non-approved for P plate drivers can be set up, tagged to the 
vehicle’s registration. This would remove the need for lists and be easier to use for both the 
public and for Police enforcement. 

Next steps 

20. In Australia, the key reasons behind implementing vehicle power restrictions for young 
drivers were the large amount of public pressure and political support for such an 
intervention. This high level of support is also evident in New Zealand, with vehicle power 
restrictions being the fourth-ranked initiative from submissions on Safer Journeys. 

21. The discussions with Australian officials show that implementing vehicle power restrictions 
for young drivers is possible. However, the benefits arising from the restrictions implemented 
in Australia states are yet to be conclusively proven despite there being some evidence of 
their effectiveness in New South Wales. The Australian experience also shows that 
implementation of such a system is a complicated process and all states have had to modify 
their approach over time; sometimes significantly, as was the case in Victoria.  

22. If New Zealand were to proceed with implementing vehicle power restrictions, a positive 
would be that there is a lot to learn from the Australian experience thus far. Taking these 
lessons on board should help contribute to a smoother implementation process locally.  

23. Because vehicle power restrictions are not simple to implement, the costs of doing so should 
not be underestimated. We have not yet carried out work to detail the likely costs of 
implementing such a scheme in New Zealand.  

24. In light of the discussions with officials from New South Wales and Queensland the benefits 
of vehicle power restrictions remain unconvincing. The formal review of vehicle power 
restrictions currently being undertaken by Monash University Accident Research Centre, and 
the analysis of the effect of the restrictions in Queensland, are both expected to provide 
further important information on this subject.  

25. It is recommended that final decisions on whether a vehicle power restriction scheme be 
implemented in New Zealand are delayed until the costs and benefits can be further clarified.  
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MINISTRY OF TRANSPORT REPORT 

Subject: VEHICLE POWER RESTRICTIONS FOR YOUNG DRIVERS 

Date: 20 October 2011 OC no.:  OC00264 

Attention: Hon Steven Joyce (Minister of Transport) 

Priority: Routine Security level:  In-Confidence 

Purpose of report 

1. This report addresses the commitment in the Safer Journeys Action Plan 2011–2012 to
investigate vehicle power restrictions for young drivers.

Contact for telephone discussion (if required) 

Name Position 
Telephone 

Direct Line After Hours 

Suggested 
First 

Contact 
Russell Brown Adviser  
David Eyre Policy Manager 

Programme 

Minister of Transport’s office actions 
 Noted  Seen  Approved

 Needs change  Referred to

 Withdrawn  Not seen by Minister  Overtaken by events

s 9(2)(a)

s 9(2)(a)
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Executive Summary 

2. New Zealand drivers aged 15 to 19 who own high-performance vehicles have an increased 
injury risk compared to other drivers of that age. If this extra risk could be eliminated, it is 
estimated it would prevent 0.4 percent of injuries from crashes involving drivers aged 15 to 
19, with an annual social cost saving of $2,762,941. 

3. Some states of Australia have sought to avoid this risk by restricting access to high-
performance vehicles by drivers on provisional licences. Victoria has had such a policy for 20 
years, and three other Australian states have introduced similar measures in the last few 
years. No other jurisdiction in the world has power restrictions for light passenger vehicles. 
There is some public support for such a policy in New Zealand. 

4. After considering this matter, the Ministry does not recommend that a vehicle power 
restriction policy be introduced in New Zealand. Any potential benefit is small as relatively 
few young drivers drive high-performance vehicles, and it is likely that much of their 
increased risk arises from characteristics of the drivers themselves, which will be present 
regardless of the vehicle driven. Even if characteristics of the vehicle have some influence 
on behaviour, there is no guarantee that alternative vehicles permitted under the policy will 
not have the same effect. It is unlikely therefore that the benefits of introducing vehicle power 
restrictions will outweigh the costs. 

5. An alternative policy with greater potential benefits would be to increase efforts to promote 
information about vehicle crashworthiness and safety features to encourage safe vehicle 
choice for young drivers. 

Recommendations  

6. The recommendations are that you: 

(a) Note that drivers aged 15 to 19 who own high-performance vehicles have a 
higher injury risk than other drivers of that age; however, only a small 
proportion of young drivers own such vehicles. If this extra risk were 
eliminated, it is estimated it would prevent 0.4 percent of injuries from 
crashes involving drivers in this age group. The estimated maximum 
potential benefit of this would be an annual social cost savings of 
$2,762,941. 

(b) Note that the maximum potential benefit is unlikely to be attained because of 
compliance issues and risk transfer. 

 

(c) Note that there is no evidence to show that vehicle power restrictions would 
eliminate this risk. It is likely that much of the risk is a characteristic of the 
type of driver who chooses these vehicles, rather than the vehicles 
themselves. It is possible that there is also an influence from the vehicles; 
however, lower-performance vehicles may exert a similar influence if access 
is restricted. 

 

(d) Note that vehicle power restrictions present a number of practical difficulties 
for implementation and enforcement. 

 

(e) Note that the NZ Transport Agency estimates the cost of implementing a 
vehicle power restrictions policy at between $1,454,135 and $6,994,612, with 
ongoing costs of between $95,350 and $1,243,240 per annum. 
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(f) Note that the Ministry considers that the actual benefits are unlikely to 
outweigh the costs.  

 

(g) Agree not to propose implementing power restrictions on light passenger 
vehicles for young or novice drivers. 

Yes/No 

(h) Note that as part of proposed Safer Journeys actions, officials could consider 
targeting advice about vehicle crashworthiness and safety features to 
promote safe vehicle choice for young drivers. 

 

(i) Note that the RightCar website already contains information that could be 
used to develop advice about safe vehicle choice for young drivers. 

 

 

 
 
 
Russell Brown David Eyre 
Adviser Policy Manager, Programme 
 
MINISTER’S COMMENTS: 
 
 
 
 
 
 MINISTER’S SIGNATURE: 
 
 DATE: 
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Vehicle power restrictions for young drivers 

Purpose 

7. This briefing provides you with an update on our investigation into the potential benefit of 
introducing vehicle power restrictions for young drivers, and advice about addressing risk 
related to vehicle choice. 

Background  

8. The Safer Journeys strategy identifies several factors associated with young drivers’ high 
risk of crash, injury and death. These include immaturity and inexperience, as well as a 
propensity to engage in risky behaviour such as speeding and drink-driving. Following the 
release of the strategy, government has raised the minimum driving age to 16, reduced to 
zero the permitted blood alcohol content for drivers under 20 and made provision to make 
the restricted licence test more difficult. We are investigating other proposals, including 
compulsory third party insurance and R-plates for restricted licence holders. 

9. A potential exogenous factor contributing to their high risk is the type of vehicle driven by 
young people. We know, for example, that cars driven by young people tend to be cheaper, 
smaller and older than most cars in the vehicle fleet. The Safer Journeys Action Plan 2011–
2012 specifically proposes investigating the potential benefits of vehicle power restrictions 
for young drivers. 

10. There is a public perception that high-powered vehicles are a significant contributor to 
crashes involving young people in New Zealand. Vehicle power restrictions, which would 
restrict access by young drivers to vehicles according to some criterion of high performance, 
was the fourth most favoured proposal in public consultation on the Safer Journeys 
discussion document in 2009. It subsequently ranked in the top five in a survey 
commissioned by the NZ Transport Agency. The policy is also popular in Australia where 
four states have introduced it into law (more detail on the Australian approach is included in 
appendix one). 

11. The popular impression that vehicle power or performance is part of the young driver 
problem may have been influenced by extensive negative media talk of a subculture of “boy 
racers”, and prominent reporting of a few serious crashes of illegally modified vehicles. (In 
the media and in popular discourse, and even among industry stakeholders, the issue of 
vehicle power is routinely confused with illegal vehicle modifications. Illegal modifications 
are, of course, already prohibited and would not be affected by power restrictions.) 

12. Other than four Australian states, the Ministry is not aware of any jurisdictions in the world 
that have power restrictions for light passenger vehicles. Some, including New Zealand, 
have power or engine size restrictions for young motorcycle riders. Compared to driving a 
car, riding a motorcycle requires a higher level of vehicle control — and motorcycle power 
directly affects how easy it is to control. In New Zealand, motorcycle power restrictions apply 
to all novice riders, not just young people. 

13. The Ministry has briefed you on vehicle power restrictions on two previous occasions, 
advising that introducing such restrictions in New Zealand is unlikely to reduce the risk of 
injuries and death for young drivers. (Refer WGTA12426 and WGTA125971.) 
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Potential benefit from introducing vehicle power restrictions 

14. In order to assess whether vehicle power restrictions for young drivers would reduce 
crashes, injuries and deaths, we must first establish whether vehicle performance is 
positively correlated with risk for young drivers and, if it is, investigate the likelihood that the 
risk could be constrained by power restrictions. 

15. To date, the most extensive investigation into young drivers and high-performance vehicles 
is a study recently carried out by Keall and Newstead of the Monash University Accident 
Research Centre, which included data from New Zealand1. 

16. Their report is to be released soon. It will show that in New Zealand just 0.9 percent of 
vehicles owned by drivers aged 15 to 19 years old are ‘high-powered’2. Such vehicles make 
up 2.4 percent of the total vehicle fleet so, even allowing that some young drivers will have 
access to vehicles owned by their parents or friends, the proportion of young drivers using 
‘high-powered’ vehicles is likely to be quite small. 

17. Keall and Newstead found that drivers aged 15 to 19 years old who own ‘high-powered’ 
vehicles do have a higher injury risk than their peers. If we could lower the crash risk for 
these drivers so it was the same as other young drivers, they estimate that the maximum 
potential benefit would be the prevention of 0.4 percent of injuries from crashes involving 
drivers aged 15 to 19. The Ministry calculates that this represents around 12 injuries a year 
and would equate to annual social cost savings of $2,762,9413. 

18. Keall and Newstead make it clear that their estimate for potential injury reduction from 
restricting access to high-powered vehicles is a maximum and is based on two important 
assumptions: 

18.1. 100 percent compliance with the restrictions 

18.2. none of the increased risk associated with high-performance vehicles transfers with 
the drivers to alternative vehicles (because the drivers are inherently risky or because 
alternative vehicles have a similar effect) 

Compliance 

19. Compliance depends on the willingness to comply, ease of compliance, the level of 
enforcement and the number of exemptions. 

20. Australian experience was that enforcement is difficult. Compliance varied from state to state 
but was quite low in some states. In Queensland, for example, the number of crashes 
involving young drivers of high performance vehicles is virtually unchanged since power 
restrictions were introduced. 

 
1 Keall, M. and Newstead, S. (Forthcoming). Potential safety benefits of restricting young drivers from driving 
high performance vehicles, Monash University Accident Research Centre. 
2 The study identified ‘high-powered’ vehicles using the same criteria as the Australian vehicle power 
restriction laws. These laws restrict vehicles with 8 or more cylinders, vehicles with turbo- or supercharged 
engines, and certain other specifically named models. 
3 The minimum driving age has increased since these data were collected, so these estimates are based on 
drivers 16–19 years-old. The cost estimate also assumes that the estimated increased risk has the same 
injury severity profile as overall risk (ie the same proportions of minor, serious and fatal injuries). 
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The risk associated with drivers in alternative vehicles 

21. Aside from inexperience, the main reason for the high crash risk of young drivers is that they 
deliberately engage in risky behaviours, because they underestimate the risk involved or 
because they enjoy it.  

22. The even higher risk associated with high-performance vehicles must ultimately be due to 
driver behaviour. There are good reasons to expect that much of this increased risk would 
transfer with those young drivers to whatever alternative vehicles they use or would be 
permitted to use. 

Risk is a feature of drivers and their lifestyles 

23. Risk is likely to transfer with the driver. A large UK study found that young drivers of high-
performance vehicles were at increased risk of a crash for attitudinal reasons. This study 
also found that these were drivers who frequently drove in circumstances associated with 
higher risk, including recreational driving, driving at night and driving connected with social 
activities4. Another study found that drivers who tended to engage in risky driving behaviour 
preferred higher performance vehicles5. In summary, if this risk is a characteristic of the 
driver rather than the vehicle, it is likely to persist even if vehicle choice is restricted. 

Risk as a feature of vehicle characteristics is difficult to identify  

24. Even if risky behaviour is influenced by some features of high performance vehicles, a 
vehicle restriction policy will only be effective if it can limit those features. The difficulty in 
doing so is that we do not know which aspects of a vehicle’s performance might influence 
young drivers’ behaviour. 

25. Furthermore, wherever you set the threshold, it is likely that young drivers will aim for that 
threshold or just below it. This is illustrated in Australia, where online discussion groups 
regularly deal with the question of which are the best performing vehicles that can be driven 
on a provisional licence (eg which have the best acceleration or top speed but to which 
access is not restricted). 

Evidence of benefits from vehicle power restrictions 

26. The Ministry has been unable to find any evidence that vehicle power restrictions in Australia 
have reduced crashes involving young drivers.  

27. As stated earlier, the proportion of young drivers using high-performance vehicles is quite 
small. The potential benefit from power restrictions is therefore so small that, even if the 
benefit is realised, it may not be detectable in crash data. Furthermore, any benefit might be 
masked by the results of other safety initiatives. The four Australian states that now have 
power restrictions introduced them concurrently with other measures that have much greater 
expected injury reductions for young drivers, such as a zero blood alcohol limit. 

28. A number of reviews by overseas jurisdictions and organisations have considered vehicle 
power restrictions as part of a graduated licensing system. None has recommended the 

 
4 Clarke DD, Ward P, Truman W (2002) In‐depth accident causation study of young drivers, TRL Report 
TRL542. Transport Research Laboratory, Crowthorne, UK 
5 Mark S. Horswill & Martin E. Coster (2002): The effect of vehicle characteristics on drivers' risk-taking 
behaviour, Ergonomics, 45:2, 85-104 
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adoption of passenger vehicle power restrictions, with most citing both a lack of evidence for 
their effectiveness, and reasons to doubt that they would work. 

Potential negative effects from vehicle power restrictions 

29. Given the relatively small potential benefits of vehicle power restrictions, even if they are 
realised, any counterproductive effects may result in a net dis-benefit. 

30. There is a risk that vehicle restrictions may result in worse safety outcomes if they prevent 
young drivers from using their parents’ cars and encourage them into less safe vehicles, or 
vehicles over which parents have less influence. It is practically difficult to manage this risk 
using exemptions and maintain the integrity of the policy.   

31. Restrictions may also affect employment opportunities for young people as jobs may require 
high-performance vehicles to be driven, or high-powered vehicles may be available for 
commuting. This can be managed by issuing exemptions, at the expense of reducing 
compliance. 

32. Restricting access to high-performance vehicle models could encourage young drivers to 
modify the vehicles that are available to them, to increase their performance. Such 
modifications can be very difficult to detect. This might result in an increase in the number of 
illegally modified vehicles, including uncertified and potentially unsafe modifications. 

The cost of implementing vehicle power restrictions 

33. The NZ Transport Agency has considered several options for implementing vehicle power 
restrictions for young drivers. The one-off implementation costs are estimated at between 
$1,454,135 and $6,994,612. There may also be costs to young drivers and their families in 
purchasing compliant cars, or applying for an exemption to allow a young driver to continue 
driving the family car. 

34. Ongoing operational costs are estimated at between $95,350 and $1,243,240 per annum, 
though this does not take account of some of the ongoing administrative difficulties and 
disputes that are likely with most options. 

35. The least-cost system is to include an indication on a vehicle’s licence label as to whether it 
was approved for drivers on a restricted licence. This is the approach taken with motorcycle 
power-to-weight restrictions and could avoid some of the enforcement difficulties 
experienced in Australia. (Though this might conflict with other proposals under 
consideration regarding the continued need for a licence label.) Such a system could be 
provided for an initial cost of $1,623,135, with operational costs of $95,350 per annum. 

Benefit–cost analysis of introducing vehicle power restrictions 

36. The table below shows the calculated net present values and benefit-cost ratios for the 
policy described in paragraph 40. 

37. The maximum potential benefit is the 0.4 percent reduction in injuries from crashes involving 
drivers aged 16 to 19 (as described earlier). This estimate depends on full compliance and 
on the policy eliminating all the increased risk experienced by young drivers in high-
performance vehicles. 

38. Australian experience suggests that compliance could be low. The Ministry considers that 
the value of the potential benefit could also be low because the increased risk is likely to 
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transfer with the driver to a lower performance vehicle, either because it is a characteristic of 
the driver, or because the alternative vehicle has similar effects.  

Benefit–cost analysis: vehicle power restrictions for drivers aged 16–19 

Rate of 
Compliance  80% 60% 80% 80% 80% 100% 

% of benefit 10% 20% 20% 40% 60% 60% 

NPV -$1,283,033 -$541,450 $200,132 $3,166,461 $6,132,790 $8,357,537 

BCR 0.54 0.80 1.07 2.14 3.22 4.02 

 

39. For example, if it is supposed that 20 percent of the extra risk currently associated with high-
performance vehicles can be avoided by restricting those vehicles, and the policy achieves 
80 percent compliance, then the benefit-cost ratio is very close to 1. 

40. The maximum benefit-cost is when 100 percent compliance and 100 percent benefit are 
achieved.  This would result in a benefit-cost ratio of 6.7 and a net present value of 
$15,773,360; however, this is not a realistic scenario. If no benefit were achieved, which is 
possible, the net present value would be -$2,766,197. 

41. For this analysis, the proportions of minor, serious and fatal injuries are assumed in all cases 
to be the same as the overall proportions for crashes involving drivers in this age group6. 

42. Some costs have not been accounted for in this analysis. The NZ Transport Agency has 
noted that ongoing administration costs may exceed its estimates, particularly as it would be 
difficult to make the implementation completely reliable and disputes are possible. There will 
also be enforcement costs that are difficult to estimate and costs to young drivers or their 
families if alternative transport has to found. 

What can the government do about vehicle-related risk for young drivers? 

43. The conclusion of this paper is that although there is a potential benefit from introducing 
vehicle power restrictions, this is likely to be small because: 

• Relatively few young drivers drive high performance cars 

• It would be difficult to achieve and sustain the required high levels of compliance  

• Risk might transfer with the driver 
For these reasons the benefits of introducing vehicle power restrictions are unlikely to 
outweigh the costs. 

44. The Ministry does not therefore recommend that you introduce vehicle power restrictions in 
New Zealand. Researching this issue has identified that greater potential benefits could 
accrue from promoting safe vehicle choices for young drivers.  We have good evidence that 
the biggest vehicle-related risk for young drivers is that they tend to drive vehicles that are 
less crashworthy and have fewer safety features.  Promoting safe vehicle choices would be 
a lesser cost, non-legislative alternative to mandating vehicle power restrictions. The Safer 
Journeys Action Plan 2011–2012 already includes actions that would deliver this work—in 

 
6 Numbers of serious injuries and deaths in the 6 year period analysed were too small to allow Keall and 
Newstead to estimate their potential reduction independently of overall injuries. 
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particular, the actions proposing to expand the coverage of the RightCar website, and review 
the ‘Stars on Cars’ safety rating scheme. 
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Appendix One:  Australian Experience 

1. Four Australian states have introduced vehicle power restrictions: Victoria (1991; modified in 
2007 and 2009), New South Wales (2005), Queensland (2007), South Australia (2010). All 
restrict vehicles with eight or more cylinders, turbo- or supercharged vehicles, and vehicles 
with certain modifications. 

2. All four states have faced difficulties implementing their power restriction policies. Victoria 
originally introduced its vehicle restriction based on power-to-weight ratio or engine capacity-
to-weight ratio7. The former, at least, is arguably a reasonable measure of performance, 
which was thought to increase risk for young drivers. However, as these criteria depend on 
technical information that can be difficult to discover, both compliance and enforcement 
turned out to be problematic. When other states introduced power restrictions, they sought to 
avoid Victoria’s problems by using simpler, and more questionable, proxies for performance. 
Victoria has modified its own scheme twice and all four states with power restrictions now 
use similar criteria. 

3. It should be noted that the Australian car fleet has far fewer models of car than New 
Zealand. 

4. This has not avoided implementation problems. As noted above, whatever criteria are 
chosen for restriction, there will be performance and safety anomalies. There has also been 
some backlash against power restriction laws in Australia, particularly on the issue of 
preventing young drivers from driving the family car or work vehicle, and from vehicle 
distributors whose cars have apparently been unfairly restricted. In order to get around these 
problems, all four states have modified the simple restriction criteria, with additional criteria 
and with systems of driver exemptions and vehicle exceptions. 

5. Driver exemptions are difficult to manage, complicating both administration and enforcement. 
Just issuing exemptions to drive specific vehicles if they are owned by parents, guardians, 
employers or other appropriate fully licensed drivers would probably defeat the restriction 
altogether. Some Australian states require that the vehicle be the only available transport, 
but confirming this hardly seems practical. Anecdotal reports suggest that exemptions may 
be easy to get. 

6. Vehicle exceptions are also difficult to manage. All four states augment their restriction 
criteria with lists of specific models that are also restricted or unrestricted, but this gets 
complicated. South Australia now lists over 2000 models. Victoria not only lists exceptions, 
but has introduced an extra category of vehicles that remain restricted but may be driven by 
exempted drivers. A “family type vehicle” may be assigned to this category according to 
criteria which include the number of doors and its position in the model range. Queensland 
sought to avoid these complexities by adding extra restriction criteria and listing only five 
exceptions; however, crash statistics suggest that compliance with vehicle restrictions in 
Queensland is very low. 

 
7 Victoria’s original restriction was 125 kilowatts per tonne or a capacity-to-mass ratio of 3.5 litres per tonne of 
the unladen mass of the motor vehicle. 
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