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[bookmark: _Toc213221959][bookmark: _Toc235717574]Executive Summary
Victoria is modernising its heavy vehicle driver licensing framework targeting driver-related risks to improve road safety. Heavy vehicles, while comprising less than 4% of Victorian traffic, are involved in 15% of road fatalities.[endnoteRef:2][endnoteRef:3] With Victoria's road freight task projected to grow by 75% by 2040[endnoteRef:4] and demand for over 21,000 additional drivers by 2034[endnoteRef:5], ensuring competent and safe heavy vehicle drivers is essential for protecting all road users.  [2:  Bureau of Infrastructure and Transport Research Economics (2025). Quarterly heavy vehicle road deaths. Accessed on 12 August 2025 from https://datahub.roadsafety.gov.au/safe-systems/safe-vehicles/quarterly-heavy-vehicle-road-deaths#anchor-key-figures-for-march-2025]  [3:  Transport Accident Commission (2025). Lives Lost – Annual. Accessed on 12 August 2025 from https://www.tac.vic.gov.au/road-safety/statistics/lives-lost-annual ]  [4:  Bureau of Infrastructure and Transport Research Economics (2022). Australia interstate, intrastate and capital city road freight forecasts – 2022 update. Accessed on 4 September 2025 from https://www.bitre.gov.au/sites/default/files/documents/bitre_rr155.pdf ]  [5:  Victorian Government (2025). Heavy vehicle driver skills project. Accessed on 12 August 2025 from https://www.vic.gov.au/heavy-vehicle-driver-skills-project] 

The National Heavy Vehicle Driver Competency Framework (NHVDCF), first adopted in Victoria in 2013, was established to provide a consistent approach to minimum standards for competency and assessment of drivers seeking to obtain a heavy vehicle driver licence. 
Following Austroads review of the NHVDCF, transport ministers provided in-principle endorsement of a reform package in December 2023 based on a national Decision Regulatory Impact Statement (D-RIS). The D-RIS presented two complementary reform options – a competency refresh to strengthen training and assessment, and enhanced eligibility criteria to prevent high-risk drivers from obtaining or upgrading their licences. These options were accompanied by quantified costs and safety benefits, as well as qualitative impacts on driver availability, productivity, and licence access. 
The proposed reforms implement the nationally agreed enhancements to the NHVDCF. This Victorian Regulatory Impact Statement (RIS) evaluates policy and implementation options proposed for regulatory reform and analysis of the broader reforms, quantifies costs and benefits, and identifies Victoria's preferred approach. As the policy and analysis have been tailored to Victoria’s specific needs and environment, the results of this RIS are not directly comparable to those in the D-RIS. 
[bookmark: _Toc213221960][bookmark: _Toc213223071][bookmark: _Toc213223346][bookmark: _Toc213228807][bookmark: _Toc215601443][bookmark: _Toc224306797][bookmark: _Toc235717575]The Problem
Three interconnected problems undermine the effectiveness of Victoria's current heavy vehicle licensing system:
Heavy vehicle licensing is not sufficiently focused on key risks. The existing NHVDCF, developed over a decade ago, lacks heavy vehicle specific hazard perception training, attitudinal instruction on fatigue and speeding, and essential skills like advanced manoeuvring. Current eligibility criteria largely ignore driving history, despite research showing drivers with recent licence bans have crash rates 50% to 157% higher than other drivers.[endnoteRef:6] Moreover, licence progression based solely on tenure fails to ensure drivers have gained meaningful behind-the-wheel experience. [6:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table E1, page ix. Accessed on 13 October 2025.] 

Arrangements governing heavy vehicle training and assessment are affecting the quality of driver licensing standards. While a Victorian comparison of course duration periods recommended 40-60 hours for heavy vehicle training in the D-RIS, actual course delivery appears to range between 7 and 12 hours[endnoteRef:7], with no mandated minimums. Accredited training providers develop their own materials without standardised content, and the availability of testing-only options allows applicants to bypass training entirely. Market forces alone have proven insufficient to drive consistently high training quality across the sector. [7:  Training Provider Survey undertaken by EY on behalf of the Department of Transport and Planning for the Victorian Regulatory Impact Statement, September – October 2025 [see Appendix C]] 

Heavy vehicle driver competency standards are inconsistently applied across jurisdictions. With only some of the Australian jurisdictions having adopted the NHVDCF, variations in eligibility requirements, training standards and assessment methods complicate interstate operations and create opportunities for licence shopping in jurisdictions with less stringent requirements.
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The primary objective of the reforms to the NHVDCF is to reduce the occurrence of heavy vehicles involved in serious injury and fatal incidents. In implementing the national reforms, Victoria’s objectives are to:
ensure that applicants for heavy vehicle driver licences are adequately trained and assessed,
recognise on-road driving experience as a protective road safety factor,
reduce the number of high-risk drivers on the road, and 
minimise negative impacts on industry participants, including small businesses, enabling more efficient and productive freight and transport operations. 
A secondary objective is to achieve a nationally harmonised approach to implementation. A high level of national consistency in how the reforms are implemented seeks to improve road safety outcomes while minimising regulatory and administrative burden for governments, heavy vehicle drivers and industry participants. 
These objectives align with a strategic focus in the Victorian Road Safety Strategy 2021-2030 to increase safety for those using the road for work or at work[endnoteRef:8] and the Victorian Freight Plan 2025-30, which seeks to increase productivity through adoption of High-Performance Freight Vehicles. [8:  Victorian Department of Transport (2020). Victorian Road Safety Strategy 2021-2030. Accessed on 26 September 2025 from https://www.tac.vic.gov.au/road-safety/victorian-road-safety-strategy/victorian-road-safety-strategy-2021-2030/RoadSafetyStrategy_DEC2020.pdf ] 

[bookmark: _Toc235717577]The Reform Package
Five core reforms are proposed to strengthen driver competency and reduce crash risk: 
Non-regulatory
Enhanced competencies expand the framework from 15 broad elements to over 150 specific competencies targeting gaps in the existing curriculum. Online delivery of foundational knowledge provides flexible, cost-effective learning while reserving face-to-face time for practical skill development.
Mandatory minimum training times establish a quality floor, with prescribed hours including behind-the-wheel requirements for each licence category. Standardised national training materials developed by Austroads ensure consistent content delivery across Victoria and support training provider efficiency.
Enhanced training governance strengthens quality assurance through improved provider oversight, standardised audit frameworks, and enhanced trainer qualifications. These measures ensure consistent training delivery and protect against substandard practices that undermine safety outcomes.
Regulatory
Strengthened eligibility criteria prevent high-risk drivers from obtaining or upgrading heavy vehicle licences. Drawing on research demonstrating strong correlations between driving history and crash risk, the reforms exclude applicants with bans in the last two years. 
Alternative progression pathways recognise driving experience and capability rather than tenure alone. Two new pathways operate alongside the existing 12-month requirement: an experience pathway enabling progression in six months through documented driving hours, and a coached driving pathway allowing progression in 12-16 weeks through a combination of documented driving hours and structured mentoring. 
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This RIS evaluates two implementation approaches consisting of regulatory and non-regulatory options that represent different positions on the spectrum between national alignment and Victorian enhancement. Both options implement the core national reform package (including the enhanced competencies and minimum training times) but differ in several specific implementation choices where Victoria has discretion.
[bookmark: _Toc235717638]Table 1 Summary of Victorian Regulatory and Non-Regulatory Implementation Options
	Implementation Area
	Option A
(Baseline Reform)
	Option B
(Enhanced Reform)
	Hybrid Option 
(Preferred)

	Training Standards
	

	Training Provider Entry Requirements
	Registered Training Organisation (RTO) registration optional
	RTO registration mandatory
	RTO registration mandatory

	Trainer/Assessor Qualifications
	Status quo requirements
	Enhanced qualifications (Cert IV)
	Enhanced qualifications (Cert IV)

	Enhanced Eligibility Criteria
	

	Offences Constituting Ineligibility
	Licence bans only
	Comprehensive offence schedule
	Licence bans only

	Look-Back Period for Ineligibility
	2 years from ban start
	3 years from committing offence
	2 years from ban end

	Restricting Medium Rigid (MR)/Heavy Rigid (HR) Licence Access 
	Permitted
	Restricted (full licence required)
	Permitted

	Heavy Combination (HC) to Multi-combination (MC) 
	Status quo requirements
	HC licence holding 
	HC licence holding 

	Alternative Licensing Progression Pathways
	

	Vehicle for Coached Driving Experience
	Any heavy vehicle category currently held
	Specific heavy vehicle category being sought
	Any heavy vehicle category currently held

	Eligibility for Fast Progression
	Permitted
	Restricted (full licence required)
	Restricted (open full licence required)

	Heavy Vehicle Coach Requirements
	Current full licence only
	Current full licence, clean record, and micro-credential
	Current full licence, clean record, and micro-credential 



Option A: Baseline Reform
Option A adopts nationally agreed requirements with minimal Victorian variation. As shown by Table 1, Option A allows non-RTO training providers, applies eligibility criteria based on licence bans with a two-year lookback period, and allows probationary licence holders to access rigid licences and alternative progression pathways. 
Economic analysis demonstrates Option A delivers strong value, with benefits of $978 million exceeding costs of $659 million over 30 years (discounted at 7%), producing a net present value (NPV) of $320 million and a benefit-cost ratio (BCR) of 1.49. Once the reforms are fully embedded in the driver population (i.e. at steady state), Option A is estimated to prevent an average of 15 fatalities and 112 serious injuries per year. At this steady state, the option affects approximately 2,670 licence applications per year (on average), through eligibility exclusions and reduced demand for heavy vehicle licences due to the additional training requirements and their associated costs. 
Option B: Enhanced Reform
Option B implements some Victorian-specific enhancements informed by Monash University Accident Research Centre (MUARC) research on crash risk factors. Relative to Option A, it preserves mandatory RTO registration, requires Certificate IV qualifications for new trainers, applies comprehensive offence-based eligibility screening with a three-year lookback, restricts probationary drivers from MR/HR licences and alternative progression pathways, requires coached driving experience in target licence category vehicles, and requires heavy vehicle coaches to hold a current heavy vehicle licence in the vehicle category being coached, hold a clean driving record, and complete a micro-credential.
[bookmark: _Toc213221963][bookmark: _Toc213223074][bookmark: _Toc213223349][bookmark: _Toc213228810][bookmark: _Toc215601446][bookmark: _Toc224306800]Option B generates higher absolute benefits of $1,093 million and incurs higher costs of $900 million, delivering a NPV of $193 million and a BCR of 1.21. At steady state, it would prevent approximately 18 fatalities and 133 serious injuries annually (on average). However, Option B is expected to reduce over double the number of licence applications (5,303 per year on average) due to more comprehensive eligibility restrictions, particularly the prohibition on probationary drivers accessing MR/HR licences. While many affected applicants may reapply once eligible, some may be permanently deterred from entering the industry on road safety grounds.
[bookmark: _Toc235717579]The Preferred Option: A hybrid of Option A and Option B
Analysis of Option A and Option B reveals that neither fully optimises the balance between safety outcomes, economic efficiency, national alignment and implementation feasibility. Accordingly, a hybrid approach has been developed that selectively combines elements from both options to better achieve Victorian policy objectives (see Table 1). The hybrid option delivers strong economic performance with a BCR of 1.44 and NPV of $312 million – closely approaching Option A's efficiency whilst incorporating targeted safety enhancements from Option B. This approach optimises key safety benefits through balanced driver eligibility requirements focused on key risks, and aligns with harmonised national reforms supporting productivity through alternative licence pathways.
[bookmark: _Ref213173783][bookmark: _Toc235717639]Table 2 Summary of cost benefit analysis - total over 30 years ($m, discounted at 7%)
	
	Option A
(Baseline Reform)
	Option B
(Enhanced Reform)
	Hybrid Option
(Preferred) 

	Benefits
	$978
	$1,093
	$1,023

	Fewer heavy vehicle incidents, injuries, and fatalities
	$784
	$931
	$849

	Industry productivity improvements from quicker licensing progression
	$195
	$162
	$174

	Costs
	$659
	$900
	$711

	Costs to industry productivity due to the exclusion of drivers
	$57
	$333
	$110

	Costs to industry productivity due to longer licensing timelines
	$244
	$221
	$241

	Victorian government costs
	$34
	$41
	$33

	Trainer provider costs
	$300
	$284 
	$304 

	Austroads costs
	$24 
	$23
	$24

	NPV
	$320
	$193
	$312 

	BCR
	1.49
	1.21
	1.44

	Fatalities prevented (annual)*
	15
	18
	16

	Serious injuries prevented (annual)*
	112
	133
	121

	Non-serious injuries prevented (annual)*
	177
	217
	195

	Licence applications affected (annual)*
	2,670
	5,303
	2,670


Table Note: * Average annual impacts at steady state, defined as the point when all active heavy vehicle drivers hold licences issued under the reformed framework (approximately 2049). Also note, numbers in this table may not total due to rounding. 
The hybrid approach combines:
Enhanced trainer qualifications (Option B): Requiring Certificate IV qualifications for new trainers and assessors strengthens training quality and consistency across Victoria whilst providing sufficient transition time for the sector to build capacity.
Maintained RTO requirement (Option B): Retaining Victoria's existing RTO requirement preserves established quality assurance mechanisms and avoids developing new compliance frameworks for non-RTO providers. Most providers would maintain RTO status regardless to issue nationally recognised qualifications, meaning this requirement ensures consistent oversight with minimal additional burden.
Licence ban-based eligibility (Option A): Using licence bans as the primary eligibility criterion reduces administrative complexity and interpretive grey areas (compared to offence-based driving history checks), whilst still excluding drivers with demonstrated serious road safety risk.
Two-year lookback from ban end (Option A and B): Applying the lookback period from the end of a licence ban provides a clearer, more objective standard whilst ensuring excluded drivers have demonstrated an extended period of safe driving.
Restricted fast-track access for probationary drivers (Option B): Maintaining probationary drivers' general eligibility for MR/HR licences addresses workforce concerns, whilst restricting their access to alternative progression pathways responds to MUARC evidence that probationary drivers need longer periods between licence upgrades to reduce crash risk. 
HC licence holding before applying for a MC licence (Option B): Requiring all MC licence applicants to have completed training and assessment and to have held a HC licence for a minimum period of time before they would be eligible to apply for the top licence category. 
Coached driving experience in current licence category vehicles (Option A): Allowing coaching in vehicles matching the driver’s licence rather than target licence reduces implementation complexity and supports broader industry participation, especially for smaller operators and regional businesses.
Enhanced heavy vehicle coach requirements (Option B): Requiring heavy vehicle coaches to hold a current full heavy vehicle licence in the chosen category, maintain clean driving records, and complete a targeted micro-credential ensures effective skill transfer whilst maintaining safety standards.
This combination achieves safety benefits falling between Options A and B (preventing approximately 16 fatalities and 121 serious injuries annually at steady state) whilst maintaining economic efficiency closer to Option A's performance. The alternative progression pathways deliver $174 million in industry productivity benefits over 30 years – lower than Option A ($195 million) due to restricted probationary driver access to fast-track pathways, but higher than Option B ($162 million) because the hybrid's less restrictive eligibility criteria mean more drivers remain in the system to take up the alternative progression pathways. The hybrid approach affects approximately 2,670 licence applications per year – the same as Option A and fewer than Option B's comprehensive restrictions.
Beyond quantified benefits, the reforms elevate driver professionalism through enhanced competencies and job readiness, strengthen industry social licence by addressing community safety concerns, and support freight productivity through faster deployment of drivers to high-productivity vehicles.
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This RIS is released for public consultation from now to mid-October 2026. Submissions should address the relative merits of the hybrid approach, potential unintended consequences, and practical implementation considerations across Victoria's diverse heavy vehicle industry. Stakeholder feedback will inform the recommendations to the Minister by late 2026.
Subject to ministerial approval, regulatory amendments are expected to be formally made by the Governor in Council in early 2027. The reforms will be implemented in three phases:
Phase 1 (June 2027): Enhanced competency requirements and mandatory minimum training commence.
Phase 2 (December 2027): Alternative progression pathways become available, subject to finalisation of supporting national mechanisms.
Phase 3 (January 2029): Eligibility criteria take effect following a two-year transition period for affected drivers.
This staged approach enables coordinated implementation with other jurisdictions whilst ensuring Victorian training providers, industry and government systems are adequately prepared.
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Successful implementation of Victoria's reforms depends on several factors outside Victorian Government control:
· Austroads work packages: Implementation timelines rely on completion of the national online learning management system (LMS), standardised training and assessment materials, provider governance frameworks, and cost recovery model. Delays to these national deliverables will impact Victoria's ability to commence reforms as scheduled. 
· Cross-jurisdictional systems: Real-time provider checks and National Exchange of Vehicle and Driver Information System (NEVDIS) updates to support new licence pathways and eligibility criteria depend on other jurisdictions providing appropriate interfaces and completing parallel system upgrades. 
· Jurisdictional implementation timing: Full benefits realisation requires consistent implementation across jurisdictions. Training providers have raised significant concerns about cross-border competitive impacts if Victoria implements ahead of neighbouring jurisdictions. 
· Other state-level factors: Implementation also depends on sufficient budgetary provision, data management and privacy approvals, and training sector capacity to meet new accreditation requirements within transition timeframes.
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Six key areas require further work beyond this RIS:
· Very young drivers: Neither the hybrid option nor the core options directly address elevated crash risk for drivers under the age of 20 in Victoria. The national D-RIS recommended conducting a pilot to assess risk levels and identify appropriate interventions for this cohort. This work continues through Austroads and will inform future policy.
· Overseas driver verification: Obtaining robust driving history for overseas applicants remains challenging. Victoria is undertaking work to identify additional verification mechanisms to address this gap and ensure consistent risk assessment across all applicant cohorts and working with Austroads for a national approach.
· Interstate driver history verification: Eligibility screening depends on accessing driving records from other jurisdictions. Established data sharing arrangements are in place, however without equivalent offence mapping, Victoria cannot effectively screen interstate or overseas applicants, limiting the effectiveness of risk-based eligibility criteria and potentially allowing high-risk drivers from other jurisdictions to obtain Victorian licences.
· Trainer, assessor, and heavy vehicle coach qualifications: The hybrid option requires Certificate IV qualifications for new trainers and assessors, and completion of a targeted micro-credential for heavy vehicle coaches. Victoria will consult with the training sector and industry to develop appropriate qualification pathways, recognition of prior learning arrangements, and micro-credential content that meets safety objectives whilst supporting workforce capacity and transition timelines.
· Fee structures: A separate Fee RIS will establish cost recovery arrangements for the reformed licensing system, determining appropriate fees whilst maintaining accessibility. This work is pending Austroads' completion of its national cost recovery model. In addition, training providers have indicated they will pass additional costs through to licence applicants via increased course fees, with potential implications for workforce accessibility.
· Detailed implementation planning: DTP is coordinating Victorian implementation through four core work packages covering eligibility system updates, curriculum adaptation and LMS integration, progression pathway policies and heavy vehicle coach accreditation mechanisms, and enhanced audit and assurance processes. Detailed work on transition arrangements for existing trainers, provider agreements, stakeholder engagement strategies, and system integration specifications will occur following a government decision on regulatory implementation options.


[bookmark: _Toc213221967][bookmark: _Toc235717583]Consultation Questions 
Victoria seeks stakeholder feedback on the proposed implementation approach for heavy vehicle licensing reforms. Your input will inform the final government decision by late 2026.
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1. Do you support the hybrid approach as Victoria's preferred implementation option? Why or why not?
2. The hybrid option combines eight design choices from Options A and B (see Table 1). For each element, please provide feedback on:
a. What the implications are for you or your organisation
b. Whether you prefer Option A, Option B, or the hybrid approach for that element, and why
c. Any alternative approaches that should be considered.
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3. For operators: Would you establish a coaching programme? What support would be needed?
4. For drivers: Would you pursue faster progression if available? What barriers might you face? 
5. For training providers: How would alternative pathways affect your business model?
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6. Do you have data or information that could provide insight into the costs associated with the proposed reforms for your organisation or sector? This could include:
· Direct implementation costs  
· Ongoing operational costs  
· Revenue or demand impacts  
· Market competition impacts
· Access or equity impacts.
7. Are there additional costs beyond those identified in the RIS that should be assessed (either quantitatively or qualitatively)?
8. Do you have data or information that could provide insight into the benefits associated with the proposed reforms? This could include:
· Safety improvements
· Industry reputation and social licence
· Operational efficiencies
· Workforce or recruitment benefits
· Access or equity benefits
· New business opportunities.
9. Are there additional benefits beyond those identified in the RIS that should be assessed (either quantitatively or qualitatively)?
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10. Are the proposed implementation timelines feasible for you or your organisation? If not, what timeline would provide adequate lead time and why?
1. Phase 1 (June 2027): Commence eligibility criteria grandfathering period
2. Phase 2 (December 2027): Alternative progression pathways, enhanced competency requirements and mandatory minimum training
3. Phase 3 (January 2029): Eligibility criteria come into effect
11. What supporting activities would assist your organisation to adopt the proposed reforms? (e.g., transition arrangements, guidance materials, training programs)
12. Are there additional risks associated with the reforms that should be considered? If so, please describe the risks and what measures could mitigate them.


[bookmark: _Toc213221972][bookmark: _Toc235717588]Introduction
1.1 [bookmark: _Toc235717589]The heavy vehicle driving task and its regulation
1.1.1 [bookmark: _Toc213221974]The heavy vehicle driving task[bookmark: _Toc235717683]Figure 1   The 13 distinct cohorts of heavy vehicle drivers
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Heavy vehicles play a crucial role in moving people and goods across Victoria, serving as a key enabler of the state's $36 billion freight sector, which employs over 260,000 Victorians[endnoteRef:9].  [9:  Heavy Vehicle Industry Australia (2024). Industry Input Helps Guide Victoria’s Freight Future. Accessed on 6 August 2025 from https://hvia.asn.au/industry-input-helps-guide-victorias-freight-future/ ] 
Local and interstate logistics (short distance)
Interstate logistics (long distance)
Bus driver (accredited)
Bus driver (registered/occasional)
Crane operator
Concrete agitator
Heavy haulage
Hazardous goods
Emergency services (career)
Emergency services (volunteer)
Agricultural/farmer 
Construction
Leisure driver

Heavy vehicle drivers – defined as those who drive vehicles with a gross vehicle mass (GVM) of more than 4.5 tonnes– are not homogeneous (see figure 1). They operate diverse vehicle configurations – from light rigid (LR) trucks for local deliveries to multi-combination vehicles for interstate freight. They also operate across diverse industry segments including logistics, bus services, construction, agriculture, crane operations, heavy haulage, and emergency services. This creates significant variation in vehicle complexity and risk, operating environments, driving frequency, and driving task. Critically, drivers range from professional operators (for whom heavy vehicle driving is their primary occupation – either contracted by the load or salary workers), to those who drive heavy vehicles occasionally (as ancillary to their main work), and recreational drivers. Some professional drivers require additional specialised accreditations such as for dangerous goods or passenger transport.
General growth in Victoria's population and economy has driven an increase in heavy vehicle activity over time. The Victorian road freight task is predicted to increase from around 44 billion tonne kilometres in 2020 to over 77 billion tonne kilometres in 2040, representing an increase of around 75%.[endnoteRef:10] Heavy vehicle registrations grew 14.5% from 2020 to 2024, with growth in LR heavy vehicles most pronounced (see Figure [10:  Bureau of Infrastructure and Transport Research Economics (2022). Australia interstate, intrastate and capital city road freight forecasts – 2022 update. Accessed on 4 September 2025 from https://www.bitre.gov.au/sites/default/files/documents/bitre_rr155.pdf ] 

 2). This growth outpaced light vehicle registration growth of 8.8% over the same period, necessitating a corresponding increase in trained heavy vehicle drivers. 
	[bookmark: _Ref207876547][bookmark: _Toc235717684]Figure 2 Growth in Victorian Vehicle Registrations by Vehicle Type (left), and Heavy Vehicle Category (right) from 2020[endnoteRef:11] [endnoteRef:12] [endnoteRef:13] [endnoteRef:14] [11:  Victorian Department of Transport and Planning (2024). Count of currently registered vehicles by vehicle use category, 2020 to 2024. Accessed on 4 September 2025. ]  [12:  Bureau of Infrastructure and Transport Research Economics (2024). Road Vehicles Australia: January 2024. Accessed on 4 September 2025 from https://www.bitre.gov.au/sites/default/files/documents/bitre-road-vehicles-australia--january2024.pdf]  [13:  Bureau of Infrastructure and Transport Research Economics (2024). Road Vehicles Australia: January 2022 (Re-issue). Accessed on 4 September 2025 from https://www.bitre.gov.au/sites/default/files/documents/BITRE-Road-Vehicles-Australia-January-2022-Re-Issue.pdf ]  [14:  Australian Bureau of Statistics (2021). Motor Vehicle Census, Australia. Accessed on 4 September 2025 from https://www.abs.gov.au/statistics/industry/tourism-and-transport/motor-vehicle-census-australia/latest-release ] 


	
	



With Victoria's heavy vehicle fleet growing rapidly and becoming increasingly diverse in its operations, ensuring drivers can safely operate their vehicles is critical to minimising the risk of incidents. For heavy vehicles, involvement in incidents can be particularly severe due to vehicle mass and size, making heavy vehicle driver competency essential. 
Heavy vehicle driver licensing serves as one of the Victorian Government's primary regulatory mechanisms for road safety, establishing minimum competency standards before individuals are permitted to drive heavy vehicles on public roads. Victoria's approach is based on the NHVDCF, which has been adapted to suit Victoria's regulatory environment.
1.1.2 [bookmark: _Toc213221975]About the National Heavy Vehicle Driver Competency Framework
Australia's driver licensing system operates under the National Driver Licensing Scheme, established in 1997, which provides a nationally consistent framework for licence classification, eligibility criteria and progression pathways.[endnoteRef:15] This includes standardised heavy vehicle licence categories (i.e. LR, MR, HR, HC, MC) and requirements for progression between categories. [15:  Austroads (2020). Australian Driver Licensing. Accessed on 13 October 2025 from https://austroads.gov.au/drivers-and-vehicles/registration-and-licensing/australian-driver-licensing ] 

The NHVDCF was developed collaboratively by Australian governments and endorsed by transport ministers in 2011 to establish minimum competency and assessment standards for heavy vehicle drivers. [endnoteRef:16] Developed as a national model framework for adoption by jurisdictions through their respective licensing legislation, it seeks to harmonise driver competency standards and reduce the regulatory complexity that exists when licensing arrangements vary across jurisdictions. The Framework's primary objective is to ensure heavy vehicle drivers have sufficient capability to operate safety, reducing incidents involving heavy vehicles and the associated costs for society. [endnoteRef:17] The Framework comprises two key elements: [16:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 15. Accessed on 4 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf]  [17:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 27. Accessed on 4 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

Competency and assessment standards – the knowledge, skills and attitudes that must be assessed before an applicant can be deemed competent for a heavy vehicle driver licence. 
Supporting administrative arrangements – the regulation, policies, and processes that underpin the training and assessment system.[endnoteRef:18]  [18:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 49. Accessed on 26 September 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf ] 

Victoria implemented the NHVDCF in 2013, becoming an early adopter alongside New South Wales and Tasmania. [endnoteRef:19]  However, the original Framework was designed primarily for outsourced delivery models (using private training providers), which limited its suitability for jurisdictions that used in-house delivery or different service models. This contributed to limited national adoption and variation in jurisdictional implementation of heavy vehicle licensing. The current reforms address this limitation by being delivery-agnostic, enabling all jurisdictions to adopt the Framework regardless of whether they use outsourced, in-house, or hybrid service delivery approaches. [19:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 3. Accessed on 6 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf ] 

1.1.3 Regulatory framework governing heavy vehicle driver licensing
In Victoria, driver licensing is governed by the Road Safety Act 1986 (the Act) and the Road Safety (Drivers) Regulations 2019 made under it. The Act provides the overarching legal framework and sets out the purposes of licensing, which are:
· to ensure that people who drive motor vehicles on roads and road-related areas are competent drivers
· to ensure that drivers are aware of safe driving practices and road law
· to ensure that people who are, or who become, unfit to drive are not permitted to drive, and
· to enable the identification of drivers for the purposes of law enforcement and accident investigation.

The Act sets out the high-level requirements and broad powers necessary to manage Victoria’s driver licensing system. These include the minimum age to be eligible to obtain a learner permit or driver licence, the requirement for first licences to be probationary licences, and the power for the Secretary to the DTP to grant, refuse, renew, suspend or cancel learner permits and driver licences.
Provisions that are particularly relevant to this RIS are sections 19(2) and 20(3), which provide that, before granting (s.19(2)) or varying (s.20(3)) a driver licence, the Secretary may require the applicant to:
· pass any appropriate tests or assessments and to undergo any appropriate training; and
· to comply with any prescribed procedures and requirements; and
· to have any prescribed qualification.

These powers under the Act are relied upon to require applicants for heavy vehicle driver licences to undergo training and pass assessments conducted by accredited heavy vehicle providers. DTP determines who is authorised to train and assess heavy vehicle licence applicants and the minimum qualifications that person must hold to become an accredited provider. 
In addition to the above powers, the Act further provides that driver licences can only be granted or varied in accordance with the regulations. The regulations prescribe the requirements that must be met (i.e. eligibility) and the procedures that must be followed when applying for a heavy vehicle driver licence. 
The criteria for training and assessment determined by DTP and the eligibility requirements set out under the regulations are based on the NHVDCF and national driver licensing scheme.[footnoteRef:2] [2:  The national driver licensing scheme is modelled on the Primary and Supporting Principles as set out in the National Transport Commission (Road Transport Legislation – Driver Licensing) Regulations 2006 (Cth), accessed 12 March 2026.] 

1.2 [bookmark: _Toc213221976][bookmark: _Toc235717590]Review of the NHVDCF
A review of the NHVDCF was initiated by transport ministers in 2016 following concerns about heavy vehicle driver competency and safety raised through multiple sources, including coroner's reports, recommendations from the Senate Rural and Regional Affairs and Transport References Committee's Aspects of Road Safety in Australia: Final Report, and various investigations by jurisdictions including Victoria, New South Wales and Western Australia.[endnoteRef:20] [20:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 1. Accessed on 6 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

The review was coordinated and delivered by Austroads and aimed to develop a harmonised Australian licensing framework that delivers safe and competent heavy vehicle drivers, while reflecting current and future heavy vehicle needs. This comprehensive review was conducted in three stages, with extensive consultation at each stage (see Figure 3):
Stage 1 – Comprehensive review: This initial stage involved a thorough examination of the existing heavy vehicle licensing system across Australia, identifying key problems and opportunities for improvement.
Stage 2 – Best practice: This stage investigated international best practice approaches and reviewed relevant research to inform potential reforms, with particular focus on strengthening competencies and training standards.
Stage 3 – Developing enhanced framework: This stage aims to develop an exemplar licensing framework for national implementation which will establish, for each category of heavy vehicle licence, the standard of safe driving and vehicle management skills, assessment criteria and enhancements to the NHVDCF required to meet industry needs for well-trained and safe heavy vehicle drivers and improve the uniformity of standards across Australia, road safety outcomes and public perception of the safety of heavy vehicle operations. 
Stage 3 culminated in the release of a Consultation Regulatory Impact Statement (C-RIS) in August 2022, which underwent nine weeks of public consultation. The consultation process generated approximately 250 formal and informal submissions from heavy vehicle operators, governments, drivers, driver trainers and other stakeholders. A comprehensive summary of the engagement approach and stakeholder feedback informed the development of final recommendations.[endnoteRef:21]  [21:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, pages 35-36. Accessed on 4 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

In December 2023, the Infrastructure and Transport Ministers’ Meeting (ITMM) endorsed the D-RIS, agreeing in-principle to Framework improvements. 
The D-RIS presented two complementary reform options developed through the national review process:[endnoteRef:22] [22:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 9. Accessed on 6 November 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

The ‘competency refresh’ option (Option 1) consisted of several elements designed to enhance the standard of driver training and assessment by increasing the focus on factors known to improve driver competency. 
The ‘eligibility criteria’ option (Option 2) prevents inexperienced drivers and individuals with a recent history of driving offences from obtaining or upgrading a licence through the introduction of enhanced eligibility criteria. 
The options were designed to be complementary rather than sequential, meaning each could be implemented individually or together as part of a comprehensive reform package. All options in this analysis require selecting multiple options or sub-options within the D-RIS to enable a more accurate comparison of results due to differences in policy settings.
The D-RIS quantified a range of implementation and ongoing costs – including costs for jurisdictional governments and agencies, online content development, implementation and ongoing costs for Austroads, and additional training and assessment costs for applicants and training providers. 
In relation to benefits, the D-RIS focused on the impact from improvements in heavy vehicle crash outcomes. 
It also provided a qualitative discussion on a range of broader impacts – such as expected impacts on driver availability, and industry productivity. In this analysis, those previously qualitative impacts have been quantified and should be considered when comparing NPVs or BCRs across studies.
Austroads is now leading implementation of the agreed changes through the following core reform elements, discussed in further detail in Section 4.2 (Core Reforms) and Section 7.1.1 (Austroads Workplan): 
Strengthening driving skill and knowledge through an enhanced competency framework with expanded learning requirements including attitudinal training and hazard perception training. Redesigned learning and assessment will be specific to each licence category, with knowledge-based competencies delivered online and practical skills developed through minimum mandatory training times including behind-the-wheel requirements. Austroads-developed national training and assessment materials will support consistent delivery across jurisdictions.
Managing individual driver risk through enhanced eligibility criteria that consider driving history, excluding drivers with recent licence bans[footnoteRef:3] from obtaining or upgrading heavy vehicle licences.  [3:  	A licence ban is defined here as mandatory cancellation, immediate suspension, or disqualification of a person’s licence upon conviction of an offence. ] 

Introducing experience-based progression options through two alternative pathways (coached driving and experience programs) operating alongside the existing tenure[footnoteRef:4] pathway. Alternative pathways will enable drivers who demonstrate capability through driving and work experience to progress to higher licence categories more rapidly.  [4:  	Tenure refers to the required minimum time holding a licence for a lower vehicle licence category.] 

Strengthening training and assessment governance through national standards and support materials for training providers to ensure consistent quality of training delivery and assessment across jurisdictions.
Victoria has played an active role throughout the national review process, including commissioning MUARC research that identified key road safety risk factors informing the national reforms. In addition, Victoria established a Heavy Vehicle Driver Safety Reform (HVDSR) implementation team and has undertaken economic feasibility analysis and service design work to prepare for implementation.
[bookmark: _Toc235717685][bookmark: _Toc213221977]Figure 3 Timeline of the Heavy Vehicle Licensing Process Review
[image: Timeline diagram outlines the Austroads National Heavy Vehicle Driver Competency Framework review and implementation phases from 2011 to 2024. It shows the activity led by Austroads, and the activity led by Victoria's Department of Transport and Planning. The diagram highlights key milestones such as establishment, various research projects, policy adoption, national consultations, and Victoria's implementation steps. The Victorian implementation of the regulatory impact statement is highlighted for the years 2024 to 2028. 
]
1.3 [bookmark: _Toc235717591]Other heavy vehicle transport safety reforms
Victoria's implementation of the NHVDCF reforms occurs within a broader landscape of significant heavy vehicle transport reforms currently underway across Australia. These concurrent reforms collectively aim to modernise the heavy vehicle legislative and regulatory framework and improve safety, productivity and infrastructure outcomes. They include: 
Heavy Vehicle National Law (HVNL) Reform: Following a first principles review directed by ITMM in 2018, the National Transport Commission (NTC) has made 26 recommendations for HVNL reform, all endorsed by ministers. Key changes include a new tiered safety assurance environment, revised ministerial approval arrangements, updated fatigue management provisions, increases in mass and dimension limits for general access vehicles, and regulatory amendments supporting the new National Audit Standard.[endnoteRef:23] [endnoteRef:24] The HVNL reform bill was passed by Queensland Parliament in November 2025, marking a significant milestone in the legislative process.[endnoteRef:25] [23:  National Transport Commission (2023). Heavy Vehicle National Law high-level regulatory framework: Decision regulatory impact statement. Accessed on 8 September 2025 from https://www.ntc.gov.au/sites/default/files/assets/files/Heavy%20Vehicle%20National%20Law%20High-Level%20Regulatory%20Framework%20Decision%20Regulation%20Impact%20Statement.pdf ]  [24:  National Transport Commission (2024). Reforms to Heavy Vehicle National Law (HVNL): Decision Regulatory Impact Statement (D-RIS). Accessed on 8 September 2025 from https://www.ntc.gov.au/sites/default/files/assets/files/Reforms%20to%20Heavy%20Vehicle%20National%20Law%20Decision%20Regulation%20Impact%20Statement%20-%2004102024.pdf ]  [25:  Queensland Government (2025). Heavy Vehicle National Law Amendment Act 2025. Accessed on 17 April 2026 from Heavy Vehicle National Law Amendment Act 2025 - Queensland Legislation - Queensland Government ] 

Australian Dangerous Goods (ADG) Code Review: The NTC is undertaking a comprehensive review of the ADG Code to update outdated chapters that had not been reviewed for over a decade, correct translation errors, and align with international best practices. The review aims to deliver a Code that addresses specific land transport risks while recognising unique Australian transport contexts. [endnoteRef:26]  [endnoteRef:27] [26:  National Transport Commission (2020). A review of the legal framework to improve the land transport of dangerous goods: Advice paper. Accessed on 8 September 2025. ]  [27:  National Transport Commission (2023). Classification of dangerous goods. Accessed on 8 September 2025 from https://www.ntc.gov.au/sites/default/files/assets/files/Australian%20Dangerous%20Goods%20Code%20Review%20-%20Discussion%20Paper%201%20-%20Classification%20of%20dangerous%20goods.pdf ] 

Health Screening of heavy vehicle drivers: The NTC is reviewing screening requirements for conditions including sleep apnoea, diabetes and cardiac risk in heavy vehicle drivers, aiming to improve road safety outcomes and support industry operators.[endnoteRef:28]  [28:  National Transport Commission (2025). Improving health screening for heavy vehicle drivers. Accessed on 8 September 2025 from https://www.ntc.gov.au/project/improving-health-screening-heavy-vehicle-drivers ] 

Assessing Fitness to Drive (AFTD) Guidelines: The NTC and Austroads are preparing to undertake the next review of the nationally agreed medical standards for driver licensing. There are two sets of standards for driver licensing: private and commercial standards.[footnoteRef:5] The threshold for medical conditions affecting driving is much higher for commercial vehicle drivers because there is potential for greater risk due to more time on the road and more severe consequences in the event of an incident. Commercial vehicle drivers are more than twice as likely to be involved in a fatal crash compared with other drivers. Commercial standards apply to drivers of heavy vehicles (MR and above), public passenger vehicles, driving instructors and vehicles carrying dangerous goods. The AFTD review has commenced, with an updated edition planned for release in 2027. The review process will include a comprehensive evidence assessment and consultation with experts and stakeholders to ensure a robust, evidence-based outcome.  [5:  	Under the AFTD Guidelines, private standards should be applied to car, motorcycle, and LR licence holders unless the driver carries passengers or dangerous goods for hire or reward or acts as a driving instructor. Commercial Standards apply to drivers of MR, HR, HC, and MC vehicles, those carrying public passengers or dangerous goods, those operating under Basic or Advanced Fatigue Management, and those covered by other specific industry or certification requirements (Austroads, NTC, 2022).] 

1.4 [bookmark: _Toc213221978][bookmark: _Toc235717592]About this RIS
1.4.1 [bookmark: _Toc213221979]Purpose of this RIS  
This Victorian RIS assesses the impact of the regulatory reforms as well as the broader reforms to implement the agreed NHVDCF enhancements in Victoria, as required under the Subordinate Legislation Act 1994. Victoria implemented the existing NHVDCF in 2013 and this RIS focuses on the enhanced reforms agreed in-principle by ITMM in December 2023. While the national D-RIS established the policy case for reform, this Victorian RIS addresses the specific implementation choices and impacts within Victoria's jurisdiction.
The analysis builds on the national D-RIS but considers Victoria-specific factors including:
Victoria's heavy vehicle fleet composition and growth patterns – examining the size, structure and projected growth of Victoria's heavy vehicle fleet across different licence categories and industry sectors.
Existing Victorian training and assessment arrangements – assessing current provider capacity, training delivery models, and regulatory oversight mechanisms that will be affected by the reforms.
Victorian impacts – quantifying costs and benefits for Victorian heavy vehicle operators, training providers, prospective drivers, broader society as well as government agencies responsible for implementation.
Implementation timeline and transition arrangements – developing Victoria-specific staging and transition approaches that minimise disruption while ensuring effective reform delivery.
This RIS has been released for public consultation to gather stakeholder feedback on the proposed implementation approach and regulatory arrangements. The consultation period will run from 31 August to 9 October 2026. 
Following public consultation, stakeholder input will be analysed and incorporated into recommendations informing ministerial decision by late 2026. Subject to ministerial approval, regulatory amendments will be sought in early 2027. The reforms will be implemented in three phases: enhanced competency requirements (June 2027), alternative progression pathways (December 2027), and eligibility criteria (January 2029). This staged approach allows coordinated implementation with other jurisdictions whilst ensuring Victorian stakeholders are adequately prepared.
[bookmark: _Toc235717686]Figure 4 Process flow of the NHVDCF reform package
[image: A timeline diagram illustrating five phases of a project from 2026 to 2028 and beyond, with each phase represented by a teal marker and labeled text boxes above. Phases include Policy Development and Consultation, Fee Structure Development, Regulatory Reform, System and Operational Preparation, and Implementation starting Q1 2028.
]
1.4.2 [bookmark: _Toc213221980]Scope of this RIS 
This RIS focuses specifically on Victoria's jurisdictional implementation of the agreed NHVDCF reforms within the heavy vehicle licensing framework. The scope encompasses regulatory changes to eligibility criteria, and licensing progression pathways that fall under Victorian government authority, and non-regulatory changes to training standards.
[bookmark: _Toc208228185]In scope:
Implementation of enhanced competency requirements and minimum training standards.
Introduction of experience-based licensing progression pathways.
New eligibility criteria including based on driving history.
Enhanced regulatory oversight and governance of training providers.
Online LMS integration with Victorian licensing systems.
Transition arrangements and stakeholder impacts specific to Victoria.
[bookmark: _Toc208228186]Not in scope:
Driver attraction: While the reforms may have indirect benefits for driver availability through alternative progression pathways, addressing broader need for heavy vehicle drivers is not a primary objective of this RIS. Driver attraction is influenced by numerous factors beyond licensing arrangements, including wages, working conditions, industry reputation, demographic trends, and broader labour market dynamics. 
Broader safety reforms: Government can influence road safety outcomes through a variety of mechanisms including vehicle standards, road infrastructure, enforcement practices, and the HVNL. This RIS examines only the licensing component of the broader heavy vehicle regulatory framework, as identified in the national reform package.
National implementation activities led by Austroads: Austroads is leading several workstreams that support national implementation efforts, including development of national training materials and online LMSs. This RIS includes Victoria's proportional share of national costs and corresponding benefits. Costs borne by other jurisdictions and their respective benefits are out of scope for this assessment.
Commonwealth responsibilities: Issues such as visa arrangements for overseas drivers, national training package development through the Australian Industry and Skills Council, and broader freight policy settings remain Commonwealth responsibilities and are not addressed in this report.
This focused scope ensures the RIS clearly analyses the regulatory impacts on Victoria’s community, industry, and drivers of implementing the agreed heavy vehicle licensing reforms within the existing framework.


1.4.3 [bookmark: _Toc213221981]Structure of this RIS   
This RIS follows Better Regulation Victoria's (BRV) Guide to Regulation handbook, which establishes an evidence-based policy framework and best practice regulatory principles for impact assessments.
Consistent with BRV guidelines, this RIS addresses the following six key questions:
[bookmark: _Toc235717640]Table 3 Key Questions for this RIS
	Key Question
	Link to relevant chapter

	1
	Why is the Government considering action?
	Chapter 2

	2
	What outcome(s) is the Government aiming to achieve?
	Chapter 3

	3
	What are the possible different courses of action that could be taken?
	Chapter 4

	4
	What are the expected impacts (benefits and costs) of options and what is the preferred option?
	Chapter 5

	5
	What are the characteristics of the preferred option, including small business and competition impacts?
	Chapter 6

	6
	How will the preferred option be put into place and when (and how) will the Government evaluate the effectiveness of the preferred option in meeting the objectives?
	Chapter 7




[bookmark: _Ref208219546][bookmark: _Toc213221982][bookmark: _Toc235717593]Problem Analysis
2.1 [bookmark: _Ref206421291][bookmark: _Toc213221983][bookmark: _Toc235717594]Context to the problem
Heavy vehicle licensing exists to protect all road users by ensuring drivers are competent to safely operate vehicles that, due to their mass and braking characteristics, pose disproportionate safety risks. Despite constituting under 4% of vehicle traffic in Victoria[endnoteRef:29][endnoteRef:30], heavy vehicles were involved in 15% of road incident fatalities on average between 2020-2024.[endnoteRef:31][endnoteRef:32] [29:  Australian Bureau of Statistics (2021). Motor Vehicle Census, Australia. Accessed on 12 August 2025 from https://www.abs.gov.au/statistics/industry/tourism-and-transport/motor-vehicle-census-australia/latest-release ]  [30:  Bureau of Infrastructure and Transport Research Economics (2024). Road Vehicles Australia: January 2024. Accessed on 12 August 2025 from https://www.bitre.gov.au/sites/default/files/documents/bitre-road-vehicles-australia--january2024.pdf ]  [31:  Bureau of Infrastructure and Transport Research Economics (2025). Quarterly heavy vehicle road deaths. Accessed on 12 August 2025 from https://datahub.roadsafety.gov.au/safe-systems/safe-vehicles/quarterly-heavy-vehicle-road-deaths#anchor-key-figures-for-march-2025 ]  [32:  Transport Accident Commission (2025). Lives Lost – Annual. Accessed on 12 August 2025 from https://www.tac.vic.gov.au/road-safety/statistics/lives-lost-annual ] 

Heavy vehicle incident fatalities have shown significant year-to-year variability over the past decade, with total deaths fluctuating between 27 and 48 annually and no clear declining trend (see Figure 5).
[bookmark: _Ref207894208][bookmark: _Toc235717687]Figure 5 Annual Victorian Heavy Vehicle Road Deaths by Vehicle Type[endnoteRef:33] [33:  Bureau of Infrastructure and Transport Research Economics (2025). Monthly Road Deaths. Accessed on 12 August 2025 from https://datahub.roadsafety.gov.au/progress-reporting/monthly-road-deaths#anchor-download-data:~:text=new%20tab/window)-,Download%20data,-Road%20deaths%20Australia ] 


With an estimated 533,000 heavy vehicle licences currently in force in Victoria and demand for over 21,000 additional heavy vehicle drivers projected by 2034, maintaining effective licensing standards is critical for road safety.[endnoteRef:34] [endnoteRef:35] The NHVDCF review identified three key problems with current heavy vehicle driver licensing arrangements: [34:  Victorian Department of Transport and Planning (N.d.). Heavy Vehicle Driver Safety Reform, page 3. Accessed on 12 August 2025]  [35:  Victorian Government (2025). Heavy vehicle driver skills project. Accessed on 12 August 2025 from https://www.vic.gov.au/heavy-vehicle-driver-skills-project ] 

Problem 1: Heavy vehicle licensing is not sufficiently focused on key risks, such as driver hazard awareness/perception, driver attitude and approach to driving, and core skills and knowledge necessary to safely drive a heavy vehicle, e.g. vehicle and load dynamics, rollovers and driving in a differing road environment; along with driver history and offences; and licence progression based on tenure.
Problem 2: Arrangements governing heavy vehicle training and assessment are affecting the quality of driver licensing standards.
Problem 3: Heavy vehicle driver competency standards are inconsistently applied across jurisdictions.[endnoteRef:36] [36:  Austroads, Frontier Economics (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 18. Accessed on 8 October 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf ] 

This RIS addresses Problems 1 and 2, over which Victoria has direct regulatory control. Although Problem 3 requires national coordination through Austroads, Victoria remains committed to supporting harmonised approaches – including nationally consistent training – that align with Victorian transport safety objectives.
2.2 [bookmark: _Ref210032890][bookmark: _Toc213221984][bookmark: _Toc235717595]Heavy vehicle licensing is not sufficiently focused on key safety risks
2.2.1 [bookmark: _Toc213221985]NHVDCF competencies are incomplete and not fit-for-purpose  
The NHVDCF operates on competency-based assessment principles, where learners advance by demonstrating specific skills and competencies. The Framework defines a person as competent ‘when they are able to apply their knowledge and skills to successfully complete an activity, in a range of situations and environments, to a defined standard of performance’.[endnoteRef:37]  [37:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 59. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf ] 

While the Road Safety Act 1986 includes provisions allowing the Secretary to the DTP to require applicants to pass appropriate tests or assessments and undertake appropriate training, the current Framework defers the development of training materials to training providers and only mandates what components form assessment. 
Competency is currently assessed through either: a 1.5-hour Competency Test (CT) with no mandated training, or a 45-minute Final Competency Assessment (FCA) following trainer-delivered preparation. 
Under these approaches, competency is primarily demonstrated through a single point-in-time test, rather than being progressively assessed throughout the learning journey to demonstrate graduated learning, including across an expanded number of competencies within each licence category. 
The existing 2013 Framework outlines 15 criteria for assessing heavy vehicle competency, summarised in Table 4. Competency encompasses several dimensions, including:
Specific tasks (e.g., uncoupling a trailer) 
Managing multiple tasks to complete broader objectives (e.g., completing a trip) 
Problem-solving during task completion 
Non-task specific skills (e.g., courteous interaction with other road users). [endnoteRef:38] [38:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 24. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

[bookmark: _Ref205982427][bookmark: _Toc235717641]Table 4 Framework criteria for assessing competency[endnoteRef:39] [39:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 24. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf ] 

	Theme
	Criteria

	Pre-Drive
	· Pre-operational check 
· Cabin drill

	Vehicle Operation and Control
	· Start off, move off, shut down and secure
· Manages steering
· Manages gears
· Manages brakes
· Manages accelerator

	Compliance
	· Road rules and directions

	Low Risk Driving Behaviours
	· Create and maintain crash avoidance space
· Protect crash avoidance space

	Additional Risk Management
	· Reverse
· Hill stop/start
· Load securing
· Coupling/uncoupling
· Bus stop procedure


The NHVDCF was developed over a decade ago based on the understanding of heavy vehicle safety at that time. Research and industry experience have since expanded knowledge of factors critical to safe heavy vehicle operation. Elements now recognised as essential to driver competency and road safety, but missing from the current framework, include: 
Driver hazard awareness: 
Research consistently demonstrates a strong correlation between drivers' hazard perception ability and crash risk. For instance, a 2016 United Kingdom-based study found that the inclusion of a hazard perception test in the driver licensing process reduced non-low-speed public-road crash risk by an estimated 11.3% in the year following testing.[endnoteRef:40] While hazard perception tests are mandatory for light vehicle probationary drivers in Victoria (delivered online with 25 clips of animated traffic scenarios), no heavy vehicle-specific hazard perception tests are currently used in Victoria. [endnoteRef:41] [endnoteRef:42] [40:  Horswill, M (2016). Hazard Perception in Driving. Accessed on 14 October 2025 from https://journals.sagepub.com/doi/abs/10.1177/0963721416663186 ]  [41:  Vicroads (n.d.). The Hazard Perception Test. Accessed on 13 August 2025 from https://www.vicroads.vic.gov.au/licences/your-ps/hazard-perception-test ]  [42:  Kulich, E (2020). VicRoads hazard test FINALLY updated. Accessed on 25 September 2025 from https://melmag.au/news/2020/vicroads-hazards-test-finally-updated010/ ] 

Driver attitude and approach: 
Research suggests that attitudinal training and behavioural modification interventions can reduce incident involvement, with one NSW study finding a 44% reduction in the risk of car accidents from whole-of-community education programs focused on reducing risk taking and building resilience.[endnoteRef:43] Speed and fatigue are key causal factors in heavy vehicle incidents in Victoria. Driver fatigue is involved in 16-20% of all fatal road incidents[endnoteRef:44], while exceeding speed limits is present in 26.2% of heavy vehicle incidents[endnoteRef:45]. These attitudinal dimensions of competence are largely absent from the NHVDCF. [43:  Senserrick T, Ivers R, Boufous S, Chen HY, Norton R, Stevenson M, van Beurden E, Zask A (2009). Young driver education programs that build resilience have potential to reduce road crashes. Accessed on 13 August 2025 from https://pubmed.ncbi.nlm.nih.gov/19805458/ ]  [44:  Transport Accident Commission (2024). Study shows tired driving is a growing concern. Accessed on 13 August 2025 from https://www.tac.vic.gov.au/about-the-tac/media-room/news-and-events/2024/study-shows-tired-driving-is-a-growing-concern ]  [45:  MUARC (2020). Enhanced Crash Investigation Study. Accessed on 13 August 2025 from https://www.monash.edu/muarc/news-and-events/articles/major-study-reveals-factors-causing-serious-injuries-on-victorian-roads ] 

Other core skills and knowledge: 
The NHVDCF review identified other core skills necessary for safe heavy vehicle operation, including manual handling, mental resilience, and advanced on-road manoeuvres. Table 5 shows that current Licence to Drive Units inadequately address these safety-related factors.
[bookmark: _Ref205994225][bookmark: _Toc235717642]Table 5 Coverage of Safety Risk Areas in HR Licensing Unit (TLILIC2016 Licence to drive a HR vehicle)[endnoteRef:46] [46:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 28-29. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

	Safety Risk Area
	Coverage in unit

	Maintaining an appropriate physical health profile
	· Not Covered. Unit exclusively deals with vehicle operation.

	Loading/unloading – Manual handling
	· Not Covered. May be partly covered in TLI31216 Cert III in Driving Operations core unit TLID1001 Shift materials safely using manual handling methods.

	Managing fatigue
	· Not Covered. May be partly covered in TLI31216 Cert III in Driving Operations core unit TLIF2010 Apply fatigue management strategies.

	Maintaining resilience – Mental health
	· Not Covered. May be partly covered in TLI31216 Cert III in Driving Operations elective unit HLTWHS006 Manage personal stressors in the work environment. 

	Managing in-cab distractions
	· Not Covered.

	Loading, unloading, and load restraint
	· Partially Covered. May need attention to load placement and distribution, mass management, estimation of heights, etc. 

	Descending steep inclines (including gear selection in non-synchro gearboxes)
	· Partially Covered. Requires additional content on managing gear selection, gear changing, recovering lost gears, use of auxiliary brakes, etc. 

	Towing trailers including coupling/uncoupling and reversing
	· Not Covered. Towing trailers only appears in HC & MC units.

	Managing sudden stops – retaining and regaining control in emergencies and low-adhesion conditions
	· Partially Covered. Requires additional content on skid avoidance & recovery. 

	On road manoeuvres including tight turns, bends, and overtaking
	· Partially Covered. Requires additional content on higher risk road situations. 


2.2.2 [bookmark: _Ref206158777][bookmark: _Toc213221986]Existing eligibility criteria largely ignore driver history and offences
Currently, eligibility to hold a heavy vehicle licence in Victoria is based on holding a lower-category licence for the required period (licence tenure), passing an eyesight test, meeting medical fitness requirements under the Assessing Fitness to Drive Guidelines, and successfully completing heavy vehicle knowledge and practical assessments via an Accredited Training Provider.[endnoteRef:47] [endnoteRef:48] Other than for exemption applications, past driving behaviour is not considered when assessing eligibility for a Victorian heavy vehicle licence.  [47:  Transport Victoria (N.d.). How to get a heavy vehicle licence. Accessed on 14 August 2025 from https://transport.vic.gov.au/road-and-active-transport/registration-and-licensing/licences/heavy-vehicle-licences/how-to-get-a-heavy-vehicle-licence ]  [48:  National Transport Commission (N.d.). Assessing Fitness to Drive. Accessed on 14 August 2025 from https://www.ntc.gov.au/codes-and-guidelines/assessing-fitness-to-drive#:~:text=Assessing%20Fitness%20to%20Drive%20%28AFTD%29%20is%20a%20joint,find%20out%20more%20on%20implementation%20visit%20their%20website. ] 

In 2023, MUARC undertook research in Victoria to identify pre-licensing factors that predict poor road safety outcomes for heavy vehicle drivers. The Victorian study examined drivers who obtained a heavy vehicle licence endorsement for the first time in the period (2006-2019), comparing incident outcomes between those who crashed and those who did not. The study identified several licensing-related penalties in the two years prior to the heavy vehicle endorsement associated with increased casualty or serious injury crash risk. These were: 
A ban from driving: Associated with an increased risk (30%) of a high-risk offence following MR/HR endorsement, and an increased risk of a serious casualty crash following HC endorsement (approx. 50%, increasing with the period of the ban).[footnoteRef:6]  [6:  	MUARC Baseline Research Program: Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, table 27 Odds ratio associated with ban periods ] 

Accruement of any prior fines or traffic infringement notices (TIN): Associated with an increased risk (between 20-45%) of a high-risk offence, and an increased casualty crash risk of 38% following HC endorsement associated with more than one prior TIN offence. [footnoteRef:7] [7:  	MUARC Baseline Research Program: Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, table 22 Odds ratio associated with prior TIN offences & table 26 Odds ratio associated with penalty offences or penalties. ] 

At least one licensing demerit point related to traffic infringement or court offence: Associated with an increased risk of a high-risk offence, casualty crash, and serious casualty crash following HC endorsement (between 18-50%). [footnoteRef:8] [8:  	MUARC Baseline Research Program: Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, table 23 Odds ratio associated with demerit points accrued from prior court offences & table 24 Odds ratio associated with demerit points accrued from prior TIN offences. ] 

Prior offences or crash involvement in a heavy vehicle: Associated with an increased risk of a casualty crash and serious casualty crash following MR/HR endorsement (increased at least four-fold), and increased risk of a high-risk offence and casualty crash following HC endorsement (more than doubled). [footnoteRef:9] [9:  	MUARC Baseline Research Program: Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, table 33 & 34 Odds ratio associated with prior crashes ] 

The estimated impact on crash risk associated with these factors ranged from a 13% increase (for the accumulation of 1-6 demerit points) to a 16-fold increase (for drug and alcohol offences in a heavy vehicle).
This research also found that certain types of offences were particularly predictive of future crash risk, including:
Following MR/HR endorsement: Intersection or signal offences on a motorcycle (up to 11-fold), speeding (179%), lane change and distraction (266%) and drug and alcohol offences in a heavy vehicle (16-fold).
Following HC endorsement: Speeding in a heavy vehicle (60%), or licence or registration offences (at least 25%). [footnoteRef:10] [10:  	MUARC Baseline Research Program: Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, table 30 Odds ratio associated with specific TIN offence types] 

2.2.3 [bookmark: _Toc213221987]Licence progression is currently based on tenure, a period of holding a licence, without emphasis on experience gained during this time 
Heavy vehicle licence categories are nationally agreed and used in Victoria, falling into two main groups: 
Rigids (LR, MR, and HR): for trucks and buses with a gross vehicle mass greater than 4.5 tonnes; and
Articulated Combinations (HC and MC): for more complex vehicle configurations. 
Currently in Victoria, licence progression requires drivers to hold a lower-category licence for a minimum of 12 months before being eligible to progress to a higher licence. For drivers seeking a HC licence, for example, this tenure-based pathway currently requires holding an MR or HR licence for a minimum of 12 months, irrespective of the actual driving experience accumulated during that period.[endnoteRef:49] [49:  Transport Victoria (N.d.). Heavy vehicle and forklift licence categories. Accessed on 14 August 2025 from https://transport.vic.gov.au/road-and-active-transport/registration-and-licensing/licences/heavy-vehicle-licences/heavy-vehicle-and-forklift-licence-categories ] 

[bookmark: _Ref206159685][bookmark: _Toc235717688]Figure 6 Victorian Heavy Vehicle licence tenure pathways
[image: A horizontal timeline diagram illustrates different minimum tenure periods categorised by licence type, with arrows indicating durations ranging from 12 to 36 months. Licence types are listed across the top of the image, from Light rigid through to Multi combination.  Each arrow is labeled with specific month values, showing overlapping and distinct tenure requirements. Illustrations of cars and different trucks are used in the diagram. ]

Minimum time periods for licence progression aim to ensure paced skill development that maximises safety outcomes. However, the D-RIS argues that "licence tenure requirements are simply a requirement to hold a licence for a period of time and there is no guarantee of how much, if any, behind the wheel experience a person has had during this period". [endnoteRef:50] Furthermore, MUARC's analysis identified several licensing pathway factors that significantly impact crash risk in Victoria: [50:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 30. Accessed on 14 August 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf ] 

Gaining heavy vehicle endorsement whilst holding a probationary licence: Associated with an increased risk of a high-risk offence, casualty crash and serious casualty crash following MR/HR endorsement.
Less than two years of experience on a full car licence: Associated with an increased risk of a serious casualty crash following HC endorsement.
Less than 120 hours of recorded learner experience or receiving an exemption from learner experience requirements: Associated with an increased risk of a casualty crash following MR/HR endorsement, and an increased risk of a high-risk offence following HC endorsement. 
The estimated impact on crash risk associated with these factors ranged from a 79% increase (for less than two years’ experience on a full car licence) to a three-fold increase (for gaining MR/HR whilst on a probationary licence). Conversely, five or more years’ driving experience prior to MR/HR endorsement was found to be a protective factor, with the risk of a casualty crash 3.3 times lower and the risk of a serious casualty crash 3.8 times lower than drivers with less than one year of driving experience. 
This is backed by industry views. When industry was consulted during the NHVDCF review about whether they would prefer to employ a driver who had practical on-road experience or someone who had undergone a training and assessment program, the majority of respondents indicated they would prefer experience (see Figure 7).
While Victoria requires logged coached driving hours as part of obtaining a C-category licence (120 hours for drivers under 21)[endnoteRef:51], there are currently no minimum driving requirements in heavy vehicle pre-licensing training, with courses focusing primarily on competency-based assessment rather than accumulated driving experience. [51:  Vicroads (N.d.). A guide to being on your Ls. Accessed on 15 August 2025 from https://www.vicroads.vic.gov.au/licences/your-ls/a-guide-to-being-on-your-ls ] 

[bookmark: _Ref207613829][bookmark: _Toc235717689]Figure 7 Industry preference on driver experience[endnoteRef:52]   [52:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 7. Accessed on 4 September 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 


2.3 [bookmark: _Toc213221988][bookmark: _Toc235717596]Tenure based progression may be exacerbating driver shortages
Current licensing arrangements place an arbitrary time-based barrier on drivers' ability to operate more productive vehicles, regardless of their actual competency or experience level. While heavy vehicle licensing is not designed to address workforce supply issues, as one of the objectives of Victoria’s implementation of the reforms is to minimise impacts to industry and enable more efficient and productive freight and transport operations, it is important to recognise that these arrangements may limit the efficient deployment of existing drivers across vehicle types, particularly as freight patterns are evolving toward higher productivity configurations – e.g. High-Productivity Freight Vehicles (HPFVs).
HPFVs are longer, heavier, or more complex articulated combinations – including B-doubles or A-doubles – that offer improved freight efficiency and reduced environmental impact per tonne carried. In 2018, there were 317 HPFVs operating on Victorian roads. By the start of 2024, this number had increased to 3,147, reflecting national trends towards higher productivity freight configurations.[endnoteRef:53]  This shift creates particular demand for HC and MC licence holders, yet current tenure requirements can delay competent drivers from accessing these licence categories for 12-24 months, regardless of readiness. [53:  Victorian Department of Transport and Planning (2025). Victoria Delivers: Victorian Freight Plan 2025-2030. Accessed on 5 September 2025 from https://www.vic.gov.au/sites/default/files/2025-09/The-Victorian-Freight-Plan-2025-29-Victoria-Delivers.pdf ] 

Analysis of Australia's workforce shows Victorian heavy vehicle drivers are overrepresented in age groups 55+ and underrepresented in younger cohorts (Figure 8). Among all age groups, the greatest disparity is in the 15-19 age bracket. This likely reflects Victoria's licensing age requirements compared to other Australian jurisdictions (Figure 9), which delay young people's entry into the heavy vehicle driver workforce. 

Page 2
	Victorian Heavy Vehicle Driver Safety Reform
	Regulatory Impact Statement
	[bookmark: _Ref207962847][bookmark: _Toc235717690][bookmark: _Ref209777713]Figure 8 Occupational Profile by Age[endnoteRef:54] [endnoteRef:55] [54:  Jobs and Skills Australia (2025). Occupation profiles data. Accessed on 15 August 2025 from https://www.jobsandskills.gov.au/data/occupation-and-industry-profiles/occupations/7331-truck-drivers ]  [55:  Australian Bureau of Statistics (2021). Population: Census. Accessed on 5 September 2025 from https://www.abs.gov.au/statistics/people/population/population-census/latest-release ] 

	[bookmark: _Ref213243812][bookmark: _Toc235717691]Figure 9 Minimum age for progression to probationary licence proficiency, by jurisdiction[endnoteRef:56] [56:  Department of Infrastructure, Transport, Regional Development, Communication, Sport and the Arts (2025). Rules for P plate drivers. Accessed on 26 September 2025 from https://www.officeofroadsafety.gov.au/sites/default/files/documents/infra6891-rules-for-p-drivers-may2025.pdf ] 


	
	[image: Diagram showing earliest possible progression ages from learner permit to probationary licences across Australian states and territories. Color-coded boxes indicate age milestones (16.5 to 19 years) with states labeled in purple, highlighting variations such as NT allowing progression at 16.5 years for red probationary P plates, and Victoria at 18 years.]


Industry stakeholders argue that lengthy progression pathways compound this challenge by reducing career attraction for young drivers.[endnoteRef:57] This is particularly relevant as limited professional roles require rigid vehicles compared to articulated vehicles, meaning drivers must progress through multiple licence categories to access most career opportunities. [57:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 5. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

Industry consultation indicates support for allowing competent drivers to progress more rapidly through licensing categories, with experience-based progression viewed as a means to improve both operational flexibility and career pathway clarity. However, current demand for alternative pathways remains limited without additional government support or incentives.[endnoteRef:58] In 2025, the Productivity Commission commenced a study on the impact of heavy vehicle reform to increase transport productivity for heavy vehicles, including opportunities to accelerate implementation of the NHVDCF.[endnoteRef:59] [58:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 4. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf]  [59:  Productivity Commission (2025). Study on the impacts of heavy vehicle productivity reform. Accessed on 10 February 2026 from https://www.pc.gov.au/inquiries-and-research/heavy-vehicle-reform/request-advice/] 

2.4 [bookmark: _Toc213221989][bookmark: _Toc235717597]Arrangements governing heavy vehicle training and assessment are affecting the quality of driver training
Heavy vehicle driver training is delivered by Vocational Education and Training (VET) sector RTOs, with 16 accredited providers operating across Victoria.[endnoteRef:60] However, the Review of the NHVDCF indicated that there are differences in the depth and breadth of heavy vehicle driver training offered by training providers, creating inconsistent outcomes for newly licensed drivers. [60:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 21. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

[bookmark: _Hlk207886415]For example, a Victorian comparison of course duration periods recommended 40-60 hours for heavy vehicle training in the D-RIS,[endnoteRef:61] yet training provider surveys reveal median course durations of only 7-12 hours (2 classroom hours, 5-10 behind-the-wheel hours). Three key factors contribute to this variance:  [61:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 37. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

First, a lack of nationally agreed learning materials – while training components were intended to be produced nationally, individual RTOs must develop their own materials or purchase from external suppliers.[endnoteRef:62]  [62:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 39. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

Second, the absence of mandated minimum training durations in the NHVDCF, despite precedent in other VET and transport sectors.[endnoteRef:63]   [63:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 39. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

Third, the availability of testing only options in Victoria, which allows rigid vehicle licence applicants to bypass the training and assessment process and undertake a competency test instead.[endnoteRef:64] [64:  VicRoads (n.d.). Heavy vehicle licence assessment. Accessed on 2 December 2025 from https://transport.vic.gov.au/road-and-active-transport/registration-and-licensing/licences/heavy-vehicle-licences/heavy-vehicle-licence-assessment ] 

While many training providers deliver quality programs, market forces alone do not consistently drive optimal training standards across the sector. The NHVDCF review identified variable practices, with some providers prioritising commercial efficiency over comprehensive training, including limited competency assessment and narrow test-focused approaches.[endnoteRef:65] Without strong regulatory frameworks, competitive pressures may incentivise lower-cost rather than higher-quality training, impacting the consistency of driver preparedness and road safety outcomes. [65:  Austroads (2018). Review of the National Heavy Vehicle Driver Competency Framework, page 42. Accessed on 13 August 2025 from https://austroads.gov.au/publications/freight/ap-r564-18/media/AP-R564-18-Review_of_the_National_Heavy_Vehicle_Driver_Competency_Framework.pdf] 

Victoria's dual oversight system requires providers to obtain accreditation from both the Department of Transport and Planning (DTP) and VET regulators, the Victorian Registration and Qualifications Authority (VRQA) for Victoria-only providers, or the Australian Skills Quality Authority (ASQA) for multi-jurisdictional operators.
DTP is responsible for the integrity of driver licensing arrangements and regulates the assessment component – for example, mandating cameras for all road-based assessments to enable footage review for process adherence.
VET regulators monitor RTO performance against the Standards for RTOs, which focus on training delivery processes and systems rather than the technical content or road safety suitability of specific training programs. 
Under this structure, neither regulator has explicit responsibility for monitoring the technical quality and road safety adequacy of heavy vehicle training content and delivery.
2.5 [bookmark: _Toc213221990][bookmark: _Toc235717598]Driver training is inconsistently applied across jurisdictions 
Victoria implemented the NHVDCF in 2013 alongside New South Wales, and Tasmania. Prior to the current NHVDCF review, Queensland, South Australia and Western Australia had not adopted the NHVDCF, while the Northern Territory was considering implementation and the Australian Capital Territory supported implementation in principle but had not proceeded.
Among implementing jurisdictions, variations exist in Framework application, including differences in licence progression requirements, approaches to exemptions, assessment methods (practical road testing versus alternatives), training requirements, and whether assessment is conducted by government agencies or outsourced providers. 
This variation can create challenges for industry, particularly for freight operators and training providers who operate across multiple jurisdictions, who navigate different requirements and compliance standards. Moreover, since heavy vehicle licences obtained in one jurisdiction are recognised nationally, there is a risk that applicants may obtain licences in jurisdictions with less stringent standards, which could result in drivers operating in Victoria who do not meet local competency expectations.
Jurisdictional differences often reflect local factors, including historical arrangements, rural servicing needs, and specific industry requirements. Victoria supports national harmonisation while recognising the value of integration with existing licensing infrastructure. 
As an early implementer of the enhanced Framework, Victoria has considered how jurisdictional implementation timing and approaches may affect consistency of outcomes and regulatory burden for those operating across borders.

[bookmark: _Ref208219612][bookmark: _Toc213221991][bookmark: _Toc235717599]Objectives of Government Action  
The primary objective of the reforms to the NHVDCF is to reduce the occurrence of heavy vehicles involved in serious injury and fatal incidents. In implementing the NHVDCF reforms, including through making the proposed Regulations, Victoria seeks to achieve the following objectives:
· ensuring that applicants for heavy vehicle driver licences are adequately trained and assessed,
· recognising on-road driving experience as a protective road safety factor,
· reducing the number of high-risk drivers on the road, and 
· minimising negative impacts on industry participants, including small businesses, enabling more efficient and productive freight and transport operations.
A secondary objective of the reforms is to achieve a nationally harmonised approach to implementation, which seeks to improve safety outcomes, while minimising regulatory and administrative burden on governments, heavy vehicle drivers and industry participants. 
These objectives align with a strategic focus in the Victorian Road Safety Strategy 2021-2030 to increase safety for those using the road for work or at work[endnoteRef:66] and the Victorian Freight Plan 2025-30, which seeks to increase productivity through adoption of High-Performance Freight Vehicles. [66:  Victorian Department of Transport (2020). Victorian Road Safety Strategy 2021-2030. Accessed on 26 September 2025 from https://www.tac.vic.gov.au/road-safety/victorian-road-safety-strategy/victorian-road-safety-strategy-2021-2030/RoadSafetyStrategy_DEC2020.pdf ] 

The Framework’s reform package consists of seven key supporting activities that work collectively to deliver these objectives:
Enhanced and expanded NHVDCF competencies.
Integrated online delivery of knowledge-based learning and hazard-perception training.
Stronger eligibility criteria based on driver history, applied to all applicants.
Mandatory minimum training and assessment times. 
Standardised training and assessment materials. 
Improved governance of training and assessment. 
Introduction of experience-based progression pathways.
Each activity contributes to multiple intermediate goals – such as enhanced driver competency in critical safety areas, reduced number of high-risk drivers on the road, quicker progression to higher categories for experienced drivers, and a reduction in unnecessary regulatory complexity and burden. 
Collectively, these activities support the following long-term outcomes:
Road safety: Six of the seven supporting activities contribute to improved safety outcomes, with enhanced competencies, stronger eligibility criteria, and improved training governance directly targeting identified safety risks.
Freight and transport productivity: Alternative progression pathways enable drivers who demonstrate competency through experience to access higher licence categories more rapidly, facilitating earlier operation of high productivity vehicles. Standardised training materials and online delivery of knowledge-based components reduce administrative processes for government, industry and licence applicants. Expanded competencies and changes to eligibility criteria are not expected to have significant impacts on productivity, as these elements have been designed to meet the operational needs of industry and reduce safety risk to the community. 
This multi-faceted approach recognises that effective heavy vehicle regulation requires balancing safety imperatives with the need to maintain an efficient and sustainable freight task, while ensuring the regulatory framework supports – rather than hinders – legitimate access to heavy vehicle licences for social and personal benefit. A comprehensive impact analysis of the reform options to implement these activities is set out in Chapter 5. 
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[bookmark: _Ref206418692][bookmark: _Toc235717692]Figure 10 Alignment of NHVDCF reform activities to immediate and long-term outcomes
[image: Diagram presenting a framework for the reforms aimed at improving safety outcomes for heavy vehicles by addressing regulatory barriers and enhancing driver competency. It includes three columns showing intermediate outcomes, long-term outcomes, and supporting activities, with colour-coded keys indicating types of impact and expected directions, highlighting milestones such as enhanced driver competency, reduced high-risk drivers, and alternative progression to higher licence classes.]
[bookmark: _Ref208219630][bookmark: _Toc213221992][bookmark: _Toc235717600]Options for Assessment
4.1 [bookmark: _Toc213221993][bookmark: _Toc235717601]Introduction
4.1.1 [bookmark: _Toc213221994]Evidence informing this RIS  
The reform options assessed in this RIS are based on evidence developed through the NHVDCF Review, undertaken by Austroads on behalf of Australian transport ministers. The multi-year Review incorporated research, stakeholder engagement, and impact analysis to build a case for nationally consistent heavy vehicle licensing reforms that address identified safety risks and regulatory inconsistencies.
The evidence base for the Review included research into heavy vehicle crash risk factors, with MUARC studies identifying correlations between incident involvement and factors including driver experience levels, past driving behaviour, and licensing progression patterns. This was complemented by international best practice reviews and analysis of jurisdictional variations in Australian licensing arrangements, which identified inconsistencies affecting industry compliance and safety outcomes.
National consultation was undertaken through the C-RIS, generating around 250 formal submissions and survey responses from stakeholders and included online briefing sessions, industry forum presentations, and engagement with peak industry bodies. The consultation indicated stakeholder support for most proposed initiatives, with notable support for enhanced competency frameworks and alternative progression pathways.[endnoteRef:67]  [67:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework. Accessed on 5 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

Stakeholder feedback informed the final reform package through the D-RIS process, with several proposals modified or not progressed based on concerns raised. ITMM subsequently provided in-principle endorsement of the national reform package, which Australian jurisdictions, including Victoria, have committed to implement.
The NHVDCF Review provides the foundational framework for Victorian implementation, establishing core reform elements while allowing jurisdictional discretion over implementation approaches. Victoria has undertaken service design work and consultation with local stakeholders to inform its approach within the national framework, enabling tailored delivery mechanisms while maintaining alignment with nationally agreed policy objectives.
4.1.2 [bookmark: _Toc213221995]Overview of options approach to deliver national reform commitments  
Victoria is implementing the core national reform package that ITMM endorsed in-principle, to support national adoption of the enhanced heavy vehicle licensing arrangements. Adoption of the NHVDCF reforms aims to reduce regulatory complexity for interstate operators, promote more consistent licensing standards across jurisdictions, and align safety expectations. Victoria's interstate freight operations mean these outcomes are especially relevant for the state's transport sector.
Maintaining the status quo (i.e. the base case) is not feasible given ITMM in-principle endorsement of the national reforms and compelling evidence-based safety imperatives. While other options may support the achievement of reduced heavy vehicle crash risk objectives, the national Framework provides high-level policy direction through five core reform elements. This sets out reform parameters aligned with jurisdictional commitment to the reforms, in turn, constraining policy-making and implementation options. Victoria continues to partner with Austroads and other jurisdictions to ensure NHVDCF deliverables enable jurisdictional adoption and implementation, recognising the complexity and scope of heavy vehicle licensing interoperability, harmonisation across jurisdictions, and comprehensive arrangements needed to support implementation. 
Therefore, Victoria's approach includes two feasible implementation options that differ in their application of jurisdictional discretion:
Option A (Baseline Reform): Implements nationally agreed mandatory requirements with minimal Victorian variation. 
Option B (Enhanced Reform): Implements nationally agreed requirements plus some Victorian-specific enhancements informed by MUARC research. 
Both options implement the nationally agreed core reforms including enhanced competencies, minimum training times, alternative progression pathways, and national training materials. Victoria exercises jurisdictional discretion in areas including eligibility criteria scope and look-back periods, training provider and heavy vehicle coach requirements, and conditions for accessing rigid licences and fast-track progression. The final preferred approach may combine elements from both options based on the outcomes of the impact analysis. 
4.2 [bookmark: _Ref206160220][bookmark: _Ref209785898][bookmark: _Toc213221996][bookmark: _Toc235717602]Core national reform package
Following the NHVDCF Review, ITMM endorsed five core heavy vehicle licensing reform elements – four of which are outlined in this section. The fifth, enhanced training governance, is bult into the enhanced competencies and training quality. Australian jurisdictions, including Victoria, agreed in-principle to implement these reforms, subject to feasible implementation plans.
In the Victorian context, only the reforms relating to alternative licensing progression pathways (section 4.2.3) and increased licence eligibility criteria (section 4.2.4) require regulatory amendment. The remaining reform elements are managed administratively.
4.2.1 [bookmark: _Toc213221997]Enhanced competency framework with online delivery
The current 15 competency elements will expand to over 150 specific elements addressing key identified gaps in driver knowledge, skills, and attitudes.[endnoteRef:68] Key enhancements include: [68:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 44. Accessed on 21 October 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

Expanded competencies covering vehicle and load dynamics, rollover risks, and driving in varying road environments, with competencies mapped for each licence category.
Attitudinal training addressing behavioural risks through a dedicated learning content that develops driver attitudes and approach to the driving task. This training raises awareness of road safety issues (e.g. fatigue), challenges unsafe driving beliefs (e.g. road sharing), and encourages commitment to risk reduction strategies.
Heavy vehicle-specific hazard perception training to develop higher order cognitive skills, and an increased ability to anticipate traffic conflict (will only apply to a person’s first heavy vehicle licence).[endnoteRef:69]  [69:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 50. Accessed on 5 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

Online delivery for foundational knowledge-based competencies, providing cost-effective and flexible training that must be completed before in-person programs. This supports progressive learning and reserves classroom and practical training for hands-on skills development.
4.2.2 [bookmark: _Toc213221998]Supporting mechanisms to improve training quality
Standardised approaches will improve training consistency and quality through:
National training and assessment materials
Austroads is developing standardised training and assessment materials for all licence categories to ensure consistent competencies across jurisdictions. Online modules, face-to-face materials and supporting frameworks (provider approval, trainer qualification requirements, and compliance monitoring tools) may be adapted by Victoria for local requirements. Victoria has delegated authority to mandate these materials and the training delivery model. Implementation will involve system integration with the national online platform and provider retraining on new standards.
Minimum training times including behind-the-wheel requirements 
Victoria currently requires training only for HC and MC licence cate3gories with no mandated minimum times. Course length is determined by training providers, resulting in variations in training duration across the market.
The reforms establish minimum training times across all licence categories, informed by industry and expert consultation to provide a floor level that ensures driver competency. The table below compares current training times delivered (informed by a survey completed by training providers) with the minimum training times required under the reforms (as per the NHVDCF D-RIS), by licence category.
[bookmark: _Ref210125553][bookmark: _Toc235717643]Table 6 Minimum training times, by licence category (hours)
	Training Type
	LR
	MR
	HR
	HC
	MC

	
	Current
	Reform
	Current
	Reform
	Current
	Reform
	Current
	Reform
	Current
	Reform

	Online*
	0
	10.0
	0
	10.0
	0
	10.0
	0
	4.0
	0
	10.0

	Behind the Wheel
	6.0
	6.0
	5.0
	6.0
	9.0
	10.0
	10.0
	11.0
	9.0
	11.5

	Classroom
	2.0
	4.5
	2.0
	4.5
	2.0
	4.5
	2.0
	4.0
	2.0
	4.0

	Hazard Perception Training/ Assessment*
	0
	1.5
	0
	1.5
	0
	1.5
	0
	1.5
	0
	1.5

	Total**
	8.0
	20.5
	7.0
	20.5
	11.0
	24.5
	12.0
	19.0
	11.0
	25.5


Table Notes:
*Current state online and hazard perception training have been zeroed out to reflect that training and assessments currently delivered in these categories do not align with what is required under the proposed reforms. 
**Note: The total figures do not reflect the completion of hazard perception training. This is because hazard perception training will only need to be completed once when first gaining a heavy vehicle licence. When hazard perception training is considered, total mandated training hours for LR are 22 hours, for MR are 22 hours, for HR are 26 hours, for HC are 20.5 hours and for MC are 27 hours.
The reforms introduce training requirements for rigid vehicle categories where none currently exist, while increasing total training time for articulated vehicles - from 12 to 19 hours for HC and from 11 to 25.5 hours for MC.
4.2.3 [bookmark: _Toc213221999][bookmark: _Ref224222553]Alternative licensing progression pathways
Current Victorian requirements mandate holding a heavy vehicle licence for 12 months before progressing to the next category. This tenure-based system relies solely on time served rather than demonstrated competency or driving experience. A driver could hold a licence for 12 months without operating a heavy vehicle and still be eligible to progress, contributing to industry concerns about drivers lacking job-ready skills and practical experience.
The reforms introduce two additional experience-based pathways operating alongside the existing tenure pathway, enabling drivers to choose the progression route that suits their circumstances:
Experience Pathway – Enables drivers to progress faster by demonstrating driving experience through specified hours over a minimum six-month period, suitable for those who cannot access or do not require formal coaching.
Coached Driving Pathway – Combines work experience with structured coaching by qualified personnel, offering fastest progression and suited to larger operators with capacity to provide mentoring and oversight programs.
It should be noted that under the NHVDCF design, alternative progression pathways will not be available to young and novice drivers. In Victoria, this means that drivers with a probationary licence must continue to follow the existing tenure-based pathway. This approach aligns with MUARC research, which found that probationary drivers are almost three times as likely to be involved in a casualty crash and over three times more likely to be involved in a serious casualty crash.[endnoteRef:70] The NHVDCF D-RIS recommended a young drivers heavy vehicle pilot trial be conducted to collect evidence on the risks and suitability of allowing younger drivers to access these pathways,[endnoteRef:71] however, this work is yet to be undertaken. Consequently, the options assessed in this analysis have been limited to the inclusion or exclusion of probationary drivers.  [70:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 5, page 17. Accessed on 31 October 2025.]  [71:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 58. Accessed on 31 October 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

The reforms will require drivers to hold an HC licence before progressing to MC licence, ensuring drivers develop competence with less complex articulated vehicles first. The table below show the requirements for each new progression pathway.
[bookmark: _Ref214975445][bookmark: _Toc235717644]Table 7 Minimum requirements when progressing through each licence category, for each pathway
	Progression
	Experience pathway
	Coached Driving pathway

	MR/HR to HC
	Evidence of 600 hours of driving in a MR or HR category vehicle over the minimum 26-week period.
	· Minimum 420 hours of work experience in a MR or HR vehicle.
· Minimum 6 x 2-hour blocks (or equivalent, i.e. 12 hours) of coaching, including behind-the-wheel driving.
· Minimum period of 12 weeks.

	HC to MC
	Evidence of 700 hours of driving in HC category vehicles over the minimum 26-week period.
	· Minimum 560 hours of work experience in a HC vehicle.
· Minimum 8 x 2-hour blocks (or equivalent) of coaching, including behind-the-wheel driving. 
· Minimum period of 16 weeks.


The new pathways enable faster progression than the current tenure system (see Figure 11). The tenure-based pathway requires 24 months from obtaining a MR or HR licence to reach a MC licence (12 months to HC, then 12 months to MC). The experience-based pathway reduces this to approximately 12 months total (6 months to HC, then 6 months to MC). The coaching-based pathway offers the fastest progression at approximately 7 months total (3 months to HC, then 4 months to MC). 
[bookmark: _Ref208220608][bookmark: _Toc235717693]Figure 11 Minimum time spent at each licence category to achieve a MC licence
[image: Flowchart illustrating career progression paths over three years based on tenure, experience, and supervision, with roles labeled MR, HR, HC, and MC. 
This images shows that progression via a Tenure-based pathway is over 2 years to gain an MC licence from either an MR or HR, Experience-based pathway takes 1 year, and a person can progress from either a MR or HR to an MC licence within 6 months using the Coaching-based pathway. ]
4.2.4 [bookmark: _Toc213222000][bookmark: _Ref224222636][bookmark: _Ref233902302]Increased licence eligibility criteria for MR licences and above
The reforms exclude applicants for MR licences and higher with licence bans within the previous two years from gaining or upgrading heavy vehicle licences. This targeted approach responds to MUARC research demonstrating higher crash risks for drivers with recent licensing penalties.
The MUARC study in Victoria found that heavy vehicle drivers with licence bans in the preceding two years had higher crash rates - with potential reductions of 50% (for drivers with ban periods of up to 90 days in the preceding two years) to 157% (for drivers with ban periods of over one year in the preceding two years) in heavy vehicle incidents resulting in fatalities and serious injuries if these high-risk drivers were excluded from licensing. This represents one of the most evidence-based and cost-effective safety interventions identified in the national review.[endnoteRef:72] [72:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table E1, page ix. Accessed on 13 October 2025.] 

The eligibility restriction aims to reduce high-risk drivers on roads while deterring unsafe driving behaviour. The two-year lookback period balances safety objectives with rehabilitation principles, providing sufficient time for behavioural change while capturing recent patterns that predict future risk. Implementation requires system and administrative changes to track and verify driving history across jurisdictions. 
The scope of the reform is limited to MR, HR, HC and MC licence applicants, in line with the supporting MUARC research. This is also reflected in the AFTDG, which treat LR vehicles as private use vehicles rather than commercial use, unless they are driving commercial passenger vehicles (e.g. small buses, taxis etc.).
4.3 [bookmark: _Toc213222001][bookmark: _Toc235717603]Victorian implementation options
The NHVDCF reforms establish a framework of agreed policy outcomes while preserving jurisdictional discretion over implementation approaches. This approach recognises that jurisdictions have different regulatory environments, existing licensing systems, and operational considerations that may influence how the reforms are best operationalised.
Victoria must make policy decisions across key implementation areas to translate the national framework into effective regulatory arrangements. These decisions present choices between different approaches that balance competing objectives including safety outcomes, regulatory burden, implementation costs, and administrative efficiency.
Two implementation options have been developed to represent different strategic approaches to exercising Victoria's implementation discretion. Both options include enhanced competency and minimum training times, and contain regulatory and non-regulatory solutions to achieve the objectives:
Option A (Baseline Reform): Implements nationally agreed mandatory requirements with minimal Victorian variation. Key features include: 
· Removes mandatory RTO requirement for training providers
· Maintains status quo trainer qualifications
· Applies eligibility criteria based on licence bans only
· Uses 2-year look-back period from the start of the ban
· Allows probationary licence holders to access MR/HR licences and alternative progression pathways 
· Maintains status quo option to progress to an MC licence from a HR. 
· Permits coached driving experience in heavy vehicle category currently held
· Requires heavy vehicle coaches to hold current heavy vehicle licence only
Option B (Enhanced Reform): Implements nationally agreed requirements plus some Victorian-specific enhancements informed by MUARC research. Key features include: 
· Maintains RTO requirements as per status quo
· Requires enhanced trainer qualifications (Certificate IV) for new trainers and assessors
· Applies comprehensive eligibility criteria covering multiple offence types
· Uses 3-year look-back period from when the offence was committed
· Restricts MR/HR licence access and alternative progression pathways to full licence holders only
· Requires a minimum holding at HC before applying for an MC licence 
· Requires coached driving experience in the specific heavy vehicle category being sought
· Requires heavy vehicle coaches to hold current heavy vehicle licence plus clean driving record and approved micro-credential
[bookmark: _Toc235717645]Table 8 Comparison of minimum reform and enhanced reform options
	Implementation Area
	Option A (Baseline Reform)
	Option B (Enhanced Reform)

	Training Standards

	Training Provider Entry Requirements
	RTO registration optional
	RTO registration mandatory

	Trainer/Assessor Qualifications
	Status quo requirements
	Enhanced qualifications (Cert IV)

	Enhanced Eligibility Criteria

	Offences Constituting Ineligibility
	Licence bans only
	Comprehensive offence schedule

	Look-Back Period for Ineligibility
	2 years from ban start
	3 years from committing offence

	Restricting MR/HR Licence Access 
	Permitted 
	Restricted (full licence required)

	HC to MC 
	Status quo requirements
	HC holding before MC

	Alternative Licensing Progression Pathways

	Vehicle for Coached Driving  Experience
	Any heavy vehicle category currently held
	Specific heavy vehicle category being sought

	Eligibility for Fast Progression
	Permitted 
	Restricted (full licence required)

	Heavy Vehicle Coach Requirements
	Current licence only  
	Current licence, clean record, and micro-credential


4.3.1 [bookmark: _Toc213222002][bookmark: _Ref224221753]Training provider entry requirements
Heavy vehicle training in Victoria is currently outsourced to accredited training providers. DTP determines which organisations are accredited to conduct heavy vehicle training and assessment. Currently, Victoria requires all training providers to be RTOs, regulated by either the VRQA or ASQA, and approved to deliver nationally recognised VET courses.
As highlighted under section 4.2, training provider entry requirements are not subject to the regulations, however as they form part of the broader reform package agreed in principle by infrastructure and transport ministers, the way they are implemented affects the overall assessment.  
 The Question: Determining whether to maintain current Victorian requirements for training providers to be RTOs or allow non-RTO providers to deliver heavy vehicle driver training under the reformed framework.
Option A (Baseline Reform): Allow non-RTO providers to deliver training, subject to meeting heavy vehicle specific competency and assessment standards that Austroads is developing as part of the enhanced governance framework. This approach would:
Remove RTO setup costs and registration fees for training providers who do not wish to offer nationally recognised Statements of Attainment or other courses requiring RTO status.
May reduce barriers for new training providers to enter the market and increase the supply of providers across Victoria, particularly in regional areas. 
Potentially create competitive imbalances between RTO and non-RTO providers, as non-RTO providers would have lower compliance and administrative costs, allowing them to operate with smaller profit margins. 
May increase safety risks as non-RTO providers would not be required to meet VET standards for risk assessments, safety frameworks, and workplace health and safety requirements for high-risk training activities.
May reduce training and assessment quality and increase safety risks to applicants, trainers and the public, as providers would not be subject to RTO compliance, performance and safety standards. 
Increase DTP costs associated with auditing and compliance – such as updating the existing compliance framework and business procedure manual, and increasing on-site auditing, reporting, and corrective action management – to assume functions currently managed by VET regulators. 
Option B (Enhanced Reform): Maintain current Victorian requirement for all training providers to acquire RTO status before becoming eligible to deliver heavy vehicle training. This approach would:
Leverage existing VET sector quality assurance mechanisms and risk management regulated by VRQA/ASQA.
Maintain consistency with current Victorian arrangements.
Provide established pathways for government training subsidies and funding initiatives.
Continue to enable providers to deliver nationally recognised qualifications for additional training courses beyond heavy vehicle licensing (such as construction, forklift operations, and supply chain management). 
Support providers who operate across multiple states, as RTO status is required for interstate training delivery. 
Establish market credibility with RTO status acting as a quality signal. 
Under Option A, it is assumed that most existing RTO training providers would maintain their accreditation given the requirement to issue nationally recognised qualifications and deliver accredited training courses, along with broader commercial benefits including government funding eligibility, interstate operation capabilities, and market credibility. The primary impact would be enabling new non-RTO providers to enter the market.
4.3.2 Minimum qualification requirements for trainers and assessors
Current trainer and assessor qualification requirements vary across jurisdictions, even among those that have adopted the NHVDCF. The D-RIS does not include trainer and assessor qualification requirements as part of the national reform scope. In Victoria, trainers and assessors delivering heavy vehicle training must hold specific competency units rather than complete qualifications. 
While the Standards for RTOs require trainers and assessors delivering nationally recognised training to hold a full qualification – such as the Certificate IV in Training and Assessment (TAE40122)[endnoteRef:73] – the current Victorian setting permits a unit-based approach. Under this model, trainers and assessors can meet requirements through individual competency units: TAEASS412 (Assess competence), TAEDEL311 (Provide work skill instruction), and TAEDEL411 (Facilitate vocational training). This approach focuses on essential assessment and instructional capabilities and currently serves to reduce barriers to entry for experienced industry practitioners.  [73:  Department of Employment and Workplace Relations (2025). Credential Policy: Standards for Registered Training Organisations. Accessed on 5 November 2025 from https://content.training.gov.au/sites/default/files/2025-03/Credential%20Policy.pdf ] 

As noted in section 4.2, training provider requirements are not a matter for the regulations. However, they are included in the analysis as they are relevant to the overall implementation of the reforms. 
The Issue: The introduction of the enhanced competency framework requires Victoria to consider whether current trainer and assessor qualification requirements remain appropriate for delivering the expanded training content.
Option A (Baseline Reform): Maintain current qualification requirements, including the unit-based approach:
TAE40122 – Certificate IV in Training and Assessment; or
TAEASS412 – Assess competence; TAEDEL311 – Provide work skill instruction; and TAEDEL411 – Facilitate vocational training.
This approach would:
Preserve existing workforce capacity by avoiding additional qualification and training costs for current trainers and assessors.
Maintain lower barriers to entry for experienced industry practitioners.
Focus on essential assessment and instruction competencies.
May support continued availability of training services, particularly in regional areas.
Be incompatible with the requirements of the Mutual Recognition Act 1992 (Cth), which requires that qualifications are transferable between jurisdictions. Victoria is the only jurisdiction with an operational policy that allows trainers and assessors to meet requirements through a unit-based approach rather than completing a full Certificate IV. 
Option B (Enhanced Reform): Require enhanced qualifications at Certificate IV level for new trainers and assessors, with the specific qualification to be determined through further consultation. These may include the following, among other suitable qualifications:
Certificate IV in Motor Vehicle Driver Training (TLI41225); or
Certificate IV in Training and Assessment (TAE40122) – currently accepted under existing requirements.
This approach would:
Ensure trainers have comprehensive knowledge relevant to heavy vehicle operations and training principles.
Align with qualification requirements in other safety-critical training contexts (e.g. in Victoria, trainers and assessors of high-risk work must hold a Certificate IV in Training and Assessment (TAE40122), while light vehicle driving instructors must complete a Certificate IV in Transport and Logistics (TLI41221) at an ASQA RTO).[endnoteRef:74] [endnoteRef:75] [endnoteRef:76] [74:  WorkSafe Victoria (N.d.). Application for an Individual Assessor to assess classes of high risk work, page 4. Accessed on 8 September 2025 from https://content-v2.api.worksafe.vic.gov.au/sites/default/files/2024-03/Application-authorisation-individual-assessor-assess-classes-of-high-risk-work-2024-03.pdf ]  [75:  Department of Employment and Workplace Relations (2025). Credential Policy: Standards for Registered Training Organisations, page 4. Accessed on 8 September 2025 from https://content.training.gov.au/sites/default/files/2025-03/Credential%20Policy.pdf ]  [76:  Safe Transport Victoria (N.d.). Driving Instructors. Accessed on 8 September 2025 from https://safetransport.vic.gov.au/on-the-road/commercial-passenger-vehicles/driving-instructors/ ] 

Support delivery of the enhanced competency framework with more substantial trainer preparation.
May enhance the professional standing and credibility of the heavy vehicle training industry.
Potentially impact trainer availability in the short term, particularly in regional areas where fewer trainers operate. 
The requirement for an additional Certificate IV level qualification under option B will apply only to new trainers and assessors once the reform comes into effect, while existing trainers and assessors will remain compliant under the current qualification requirements. All trainers will be required to meet the current eligibility requirements (demerit points, licence status, police check). Under the proposed reform package, all trainers and assessors must also meet enhanced eligibility criteria – including driver history requirements – to ensure they not only have the necessary instructional capabilities, but also uphold safety standards, support cultural change, and maintain credibility in the licensing system. 
4.3.3 [bookmark: _Toc213222003]Offences constituting ineligibility 
The national reforms introduce enhanced eligibility criteria that exclude drivers with licence bans within the previous two years from gaining or upgrading heavy vehicle licences (MR licence or higher). This responds to MUARC research demonstrating that drivers who commit serious driving offences have significantly increased crash risk (see Section 2.2.2). 
The Issue: Determining how to implement the enhanced eligibility criteria – whether to focus narrowly on licence bans or develop a comprehensive schedule of specific offences that render applicants ineligible. MUARC research provides quantitative evidence supporting both approaches for identifying high-risk drivers. For example:
Low to mid-level speeding TIN offences committed by heavy vehicle drivers were associated with a 179% increase in casualty crash risk for HR/MR drivers and a 60% increase in serious casualty crash risk for HC drivers. This is compared to licence holders with at least 6 months experience who committed no TIN offences in the 2-years prior to endorsement.[endnoteRef:77]  [77:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 30, page 48. Accessed on 8 September 2025.] 

Licence bans in the 2 years prior to endorsement were associated with increased serious casualty crash risk for MR/HR drivers ranging from 50% (for drivers with ban periods of up to 90 days in the preceding two years) to 157% (for drivers with ban periods of over one year in the preceding two years), with risk increasing proportionally with ban duration. The analysis controlled for other risk factors including court offences, bonds, and demerit point accumulation.[endnoteRef:78] [78:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 27, page 42. Accessed on 8 September 2025.] 

This evidence demonstrates that both specific traffic offences and licence bans serve as strong predictors of future crash risk, supporting either implementation approach, while highlighting the safety benefits of enhanced eligibility criteria. The following table shows which offence types would be captured under each option:
[bookmark: _Toc235717646]Table 9 Comparison of offences constituting ineligibility under each implementation option 
	Offence
	Captured in Option A
(licence bans)
	Captured in Option B
(schedule of offences)

	Alcohol Offences 
	Yes
	Yes

	Drug Offences 
	Yes
	Yes

	Fatigue 
	No
	Yes

	Accumulation of demerit points*
	Yes
	Yes

	Excessive speeding offences
	Yes
	Yes

	Hoon driving offences
	Yes
	Yes

	Unlicensed driving offences 
	Yes
	Yes

	Serious driving offences
	Yes
	Yes


Note: * With a ban period equal to or greater than six months.
Both options capture most core offences, but Option B (schedule of offences) includes fatigue offences while Option A (licence bans) excludes them as there is no licence ban associated with fatigue. 
The schedule of offences is considered protective rather than punitive, and is therefore compatible with the Victorian Charter of Human Rights. Further, applying these requirements does not constitute further proceedings against a person and is therefore consistent with Section 33 of the Infringement Act 2006.
[bookmark: _Hlk208225684]While the national D-RIS provided limited details on offences constituting ineligibility across jurisdictions, the offences captured by each option have been identified through MUARC research on Victorian drivers, as well as through research papers that explored increases in crash risks and the role of driving behaviour and offences as risk factors.
Option A (Baseline Reform): Limit ineligibility to licence bans only. Under this approach, applicants for MR licences or higher would be ineligible if they have had their licence or permit suspended, cancelled, or been disqualified from driving for a road safety offence under the Road Safety Act 1986 (Vic) in the previous two years. This would capture:
Alcohol and drug driving offences resulting in suspension or mandatory cancellation (Section 50, 85, 85A, 85B, 85Y, 85Z, 85ZA, 89C, 89D);
Dangerous driving conviction resulting in mandatory cancellation (Section 64);
Accumulation of demerit points leading to suspension (where ban period is six months or greater) (Sections 40, 41, 41A);
Excessive speeding offences with immediate suspension (Section 85F, 85G, 85ZE, 85ZF, 89D); and
Other serious offences resulting in court-imposed licence sanctions (Sections 85I, 85IA, 85ZH, 85ZHA, including immediate licence or permit suspension for certain offences resulting in injury or death and certain other offences, and immediate disqualification of non-Victorians for certain offences resulting in injury or death and certain other offences).[endnoteRef:79] [79:  Parliament of Victoria (2025). Road Safety Act 1986. Accessed on 25 September 2025 from https://www.legislation.vic.gov.au/in-force/acts/road-safety-act-1986/233] 

This approach:
Focuses on the most serious enforcement outcomes where courts or authorities have determined a ban is warranted.
Aligns with MUARC research findings on crash risk factors.
Provides clear, objective eligibility criteria based on licensing records.
Minimises administrative complexity in eligibility assessment and corresponding system updates.
Automatically captures all offences that result in licence bans.
Offers greater legal robustness as it relies on existing penalties determined through established legal processes with due process rights, reducing potential for administrative law challenges. 
Potentially creates data integration challenges due to differences between enforcement systems. 
Option B (Enhanced Reform): Develop a comprehensive schedule of specific offences under the Road Safety Act 1986 (Vic) that constitute ineligibility, similar to existing schedules used for other licensing programs. Under this option, individuals seeking to obtain a MR licence or higher would be deemed ineligible if convicted of specified offences within the previous two years, measured from the date of conviction, regardless of whether a licence ban was imposed. The schedule would capture:
All alcohol and drug driving offences (Sections 49, 49B, 49C, 50AAD, 50AAK, 55, 55B, 55BA, 85, 85A, 85B);
Excessive speeding offences (Sections 65B, 68, 85F, 85G); and
Other serious driving offences (Sections 61, 64, 85I, 85IA, including duties of a motor vehicle driver if an accident occurs, dangerous driving, and immediate licence or permit suspension for certain offences resulting in injury or death, and certain other offences).[endnoteRef:80]  [80:  Parliament of Victoria (2025). Road Safety Act 1986. Accessed on 25 September 2025 from https://www.legislation.vic.gov.au/in-force/acts/road-safety-act-1986/233 ] 

This approach:
Captures a broader range of high-risk behaviours beyond those resulting in licence bans.
Provides detailed specification of which offences constitute ineligibility.
Aligns with approaches used in other Victorian safety-critical licensing contexts (e.g. Firearms licensing under the Firearms Act 1996 and the Road Safety Drivers Regulations 2019). 
Requires more complex eligibility assessment, system updates and ongoing schedule maintenance.
Relies on further work at a national level to ensure recognition of equivalent offences and driver history from other jurisdictions – this is discussed further in Chapter 7. 
4.3.4 [bookmark: _Toc213222004]Look-back period for ineligibility
Where licence bans are used as the eligibility criteria, Victoria must determine both the length of the look-back period and the reference point for calculating this period. These decisions significantly affect which applicants are captured and for how long they remain ineligible.
The Issue: Determining the timeframe for considering past licence bans in eligibility decisions. This involves two key variables: the length of the look-back period (2 years vs 3 years) and the starting point for calculating this period (from the start of the ban vs from the end of the ban).
For example, consider an applicant who received a 12-month licence ban starting in January 2023 and ending in December 2023. The following table shows when this person would become eligible under each approach, demonstrating how the combination of different look-back periods and reference points can result in years of ineligibility ranging from two years (under Option A1) to close to four years including the ban period (under Option B2). 
[bookmark: _Toc235717647]Table 10 Look back period for ineligibility example
	Option
	Look-back period
	Reference point
	Person becomes eligible

	A1
	2 years
	From start of ban
	January 2025

	A2
	2 years
	From end of ban
	December 2025

	B1
	3 years
	From start of ban
	January 2026

	B2
	3 years
	From end of ban
	December 2026


Option A (Baseline Reform): Apply a 2-year look-back period from the date of conviction or start of licence ban. This approach would:
Align with the 2-year look back period used in the Austroads D-RIS.
Use the ban commencement date as a clear reference point.
Balance safety concerns with opportunities for rehabilitation.
Allow for earlier re-entry to heavy vehicle driving careers.
Be consistent with the research timeframe that identified increased crash risk.
Option B (Enhanced Reform): Apply a 3-year look-back period from the date an offence is committed This approach would:
Ensure a full period of demonstrated safe driving behaviour after committing an offence.
Extend the period during which past behaviour affects eligibility.
Provide additional safety margin for high-risk behaviours.
May have greater deterrent effect on unsafe driving.
May cause some individuals to pursue alternative careers outside heavy vehicle driving, which could impact workforce availability but may also remove higher-risk drivers from the sector. 
4.3.5 [bookmark: _Toc213222006]Restricting MR/HR Licence Access to Full Licence Holders  
Victoria currently permits probationary car licence holders to apply for and obtain MR or HR heavy vehicle licences after holding any car licence for 12 months or 24 months, respectively. In implementing the national heavy vehicle licensing reforms, Victoria must determine whether to maintain this approach or introduce additional eligibility restrictions.
The Question: Determining whether to require applicants to hold an unrestricted (full) car licence before applying for MR or HR licences. MUARC research demonstrates significant safety risks associated with probationary licence holders obtaining heavy vehicle licences. Victorian drivers endorsed for MR/HR licences while on P1/P2 status were:
2.52 times more likely to be involved in serious injury crashes.
2.12 times more likely to be involved in fatal crashes.
The reference group were endorsees who had their full licence at the time of upgrade.[endnoteRef:81] [81:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 5, page 17. Accessed on 8 September 2025.] 

The Austroads D-RIS initially considered requiring a full licence before MR eligibility (Option 2a) but dropped this option following consultation feedback that raised concerns about exacerbating driver shortage problems and limiting young people's entry into the industry. As part of D-RIS consultation, industry stakeholders argued it would "exacerbate the problem of attracting young people to the industry, limiting supply of heavy vehicle drivers and therefore long-term industry viability" and that it "targets the wrong issue" as driver competency could be addressed through training rather than age restrictions.[endnoteRef:82]  [82:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 39. Accessed on 8 September 2025 from https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 

Option A (Baseline Reform): Maintain current eligibility allowing probationary licence holders to obtain MR/HR licences (status quo). This approach would:
Preserve existing pathways for young drivers to enter the heavy vehicle industry. 
Align with national framework settings and avoid jurisdictional inconsistency. 
Avoid creating additional regulatory barriers that could discourage industry participation. 
Await evaluation of the Young Driver Pilot being explored under the NHVDCF reforms.
Accept elevated crash risks associated with less experienced drivers, which may be at odds with Victoria’s long-term safety objective of zero road deaths by 2050.[endnoteRef:83] [83:  Victorian Department of Transport (2020). Victorian Road Safety Strategy 2021-2030. Accessed on 26 September 2025 from https://www.tac.vic.gov.au/road-safety/victorian-road-safety-strategy/victorian-road-safety-strategy-2021-2030/RoadSafetyStrategy_DEC2020.pdf] 

Option B (Enhanced Reform): Require applicants to hold an unrestricted (full) car licence before applying for MR or HR licences. This approach would:
Delay young people's access to MR/HR licences by approximately one year while completing probationary licence requirements.
Deliver safety benefits by excluding the highest-risk driver cohort from MR/HR licensing.
Expected to reduce overall heavy vehicle incidents, leading to fewer injuries, fatalities, and property damage.
Disproportionately impact young drivers seeking heavy vehicle careers and potentially discouraging industry entry.
Represents a departure from national consistency, as this approach was not recommended in the D-RIS.
It should be noted that LR licence eligibility would remain unchanged under both options, allowing P2 licence holders to continue accessing LR licences as they currently do.
4.3.6 [bookmark: _Toc213222007]HC to MC through progression 
Victoria currently allows HR licence holders to apply for and obtain a MC heavy vehicle licence after holding a HR licence for 12 months. Under the national heavy vehicle licensing reforms, the NHVDCF D-RIS proposed a requirement that all MC licence applicants must hold a HC licence for a minimum period to build their capability and skills in driving less complex combination vehicles before applying for a MC licence. 
The Issue: Driving experience has been identified as a protective factor, however the current approach to obtaining a MC licence does not require significant driving experience in a combination vehicle before receiving a licence to operate a heavy vehicle in any combination configuration. 
There is limited research to provide evidence of the elevated safety risks associated with obtaining a MC licence without experience at a lower combination licence category, however this implementation option addresses feedback received in the national Consultation-RIS, that it is important to create opportunities for licence holders to focus on competency, experience and skill-building rather than tenure at the lower licence category.
Option A (Baseline Reform):  Maintain current licence progression options to gain an MC licence after holding a HR licence, with the existing requirement to complete training and assessments in both a HC and MC vehicle. This approach would: 
Support drivers to obtain the highest licence category at a faster pace. 
Avoid creating additional regulatory barriers that could discourage industry participation. 
Increase a crash risk with complex multicombination vehicles due to limited driving experience in the early stages of licence tenure. 
Remove the incentives for applicants and industry to utilise the progression pathways to demonstrate experience to obtain a HC or MC licence. 
Option B (Enhanced Reform): Require an applicant for a MC licence to hold a HC licence. This approach would:
Maintain alignment with the NHVDCF D-RIS.
Allow additional time for skill consolidation and development whilst operating combination vehicles before progressing to more complex vehicles.
Be expected to reduce overall combination vehicle incidents as drivers operating increasingly complex vehicles gain relevant skills at lower licence categories.
Disproportionately impact owner-operators or contractors who may be reliant on the coached driving-based fast-tracked alternative progression pathway.
4.3.7 Probationary licence holder eligibility for new optional progression pathways
Under the national heavy vehicle licensing reforms, Austroads is proposing to implement alternative progression pathways that allow drivers to move between licence categories more quickly based on experience rather than tenure alone. These pathways apply to progression from MR/HR to HC licences and from HC to MC licences, including a coached driving program (enabling progression in 12-16 weeks) and a driving experience pathway (enabling progression in 26 weeks), compared to the current 12-month tenure requirement. 
The Issue: Determining whether probationary (P-plate) licence holders should be eligible for these alternative progression pathways when progressing between higher licence categories. 
While the national D-RIS does not include details on exclusions for fast-tracked licence progression pathways, MUARC research provides clear evidence of elevated safety risks, showing that Victorian HC drivers who progressed through licence categories during their P-plate period demonstrated approximately two times higher casualty crash risk (odds ratio of 2.07) compared to drivers with at least five years on a full licence before upgrade.[endnoteRef:84] This evidence must be balanced against workforce development considerations and national consistency objectives. [84:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 6, page 19. Accessed on 8 September 2025.] 

Option A (Baseline Reform): Allow probationary licence holders to access alternative progression pathways subject to additional conditions. This approach would:
Maintain alignment with the NHVDCF D-RIS. 
Support workforce development by providing earlier access to higher-paying roles. 
Increase heavy vehicle crash risk from this cohort and associated incident costs, requiring development of additional conditions to mitigate identified safety risks (conditions to be determined through further consultation). 
Require enhanced monitoring and compliance mechanisms to track safety outcomes and adjust conditions as needed.
Accept elevated crash risks associated with probationary drivers, which may be at odds with Victoria’s long-term safety objective of zero road deaths by 2050.[endnoteRef:85] [85:  Victorian Department of Transport (2020). Victorian Road Safety Strategy 2021-2030. Accessed on 26 September 2025 from https://www.tac.vic.gov.au/road-safety/victorian-road-safety-strategy/victorian-road-safety-strategy-2021-2030/RoadSafetyStrategy_DEC2020.pdf] 

Option B (Enhanced Reform): Require applicants to hold a full licence before becoming eligible for alternative progression pathways. This approach would:
Continue current arrangements where young drivers must use the standard 12-month tenure pathway, maintaining existing progression timelines rather than creating new barriers. 
Preserve additional time for skill consolidation and maturity development before operating more complex vehicles through expedited pathways.
Align with MUARC evidence showing reduced crash risk for drivers with full licences. 
Provide an opportunity to promote alternative early career pathways within the heavy vehicle sector to retain talent while applicants progress toward full licence eligibility. 
It should be noted that under either option, the tenure-based option to progress to the higher heavy vehicle licence category will remain available to probationary licence holders. 
4.3.8 Vehicle requirements under new coached driving pathway
The national reforms introduce alternative progression pathways including a coached driving program that allows drivers to progress more rapidly than the traditional 12-month tenure requirement. Under this pathway, applicants must complete a minimum number of work hours and coached driving sessions. 
While Victorian regulations already permit drivers to operate heavy vehicles under supervision in certain training contexts – with an appropriately licensed driver and with “driver under instruction” signage – these arrangements are not part of a structured progression pathway.[endnoteRef:86] [endnoteRef:87] As the national D-RIS provides limited details, Victoria must determine what type of heavy vehicle can be used for the coached  driving component of the new pathway. [86:  Victorian Government (2025). Road Safety (Drivers) Regulations 2019. Accessed on 29 September 2025 from https://www.legislation.vic.gov.au/in-force/statutory-rules/road-safety-drivers-regulations-2019/019 ]  [87:  VicRoads (N.d.). Get a heavy vehicle licence. Accessed on 29 September 2025 from https://www.vicroads.vic.gov.au/licences/licence-and-permit-types/how-to-get-a-heavy-vehicle-licence ] 

The Issue: Specifying the type of heavy vehicle that can be used for coached driving experience under the alternative progression pathway – whether applicants can use vehicles matching their current licence category or must use vehicles matching the licence category for which they are applying.
This issue is unique to the coached driving pathway. The coached driving and experience pathways have been designed to support two distinct cohorts of drivers. The experience-based pathway has been designed to recognise hours that would already be completed by more experienced heavy vehicle drivers as part of their day-to-day work. This pathway also allows owner-operators, and small- and medium-sized businesses to access an expedited pathway without the need to invest in a formal coaching program. In contrast, the coached driving pathway has been designed to support newer drivers who may not regularly drive heavy vehicles but wish to progress more quickly by completing coached driving hours. The vehicle specification under this pathway is particularly important to ensure appropriate experience is gained during coaching. 
Option A (Baseline Reform): Allow coached driving experience to be undertaken in a heavy vehicle that matches the category of licence currently held. For example, an applicant progressing from MR to HC would complete the coached behind-the-wheel component in a MR vehicle. This approach would:
Maximise flexibility for employers and drivers by using readily available vehicles.
Increase likely uptake rates of the coached driving pathway, as applicants typically have access to vehicles matching their current licence.
Reduce barriers to accessing coached driving experience opportunities.
Minimise opportunity costs for employers, as lower-category vehicles are generally less productive.
Recognise that transferable skills can be developed across vehicle categories.
Option B (Enhanced Reform): Require coached driving experience to be undertaken in the specific category of heavy vehicle for which the licence is being sought. For example, an applicant progressing from MR to HC would complete the coached behind-the-wheel component in a HC vehicle. This approach would:
Provide additional time for skill consolidation and maturity development before operating more complex vehicles.
Maintain current safety standards by ensuring drivers have additional experience as part of accessing expedited pathways, aligning with MUARC evidence showing reduced crash risk.
Create additional barriers to entry for young heavy vehicle drivers, potentially discouraging licence applications and reducing the deployment of more productive heavy vehicles.
May impact industry workforce development efforts and exacerbate driver shortages in some sectors.
4.3.9 [bookmark: _Toc213222009]Heavy vehicle coach requirements
Under the coached driving progression pathway, applicants complete coached driving sessions with an authorised heavy vehicle coach as part of accelerated licence progression. As the national D-RIS provided limited details, Victoria must determine the qualification requirements for individuals to become authorised heavy vehicle coaches for this pathway.
The Question: Determining the appropriate balance between heavy vehicle coach qualification requirements and pathway accessibility. Stricter requirements may improve training quality and safety outcomes but could reduce coach availability and limit access to the expedited pathway.
Option A (Baseline Reform): Heavy vehicle coach holds current heavy vehicle licence. This approach would:
Require heavy vehicle coaches to hold a valid heavy vehicle licence matching the category of vehicle being used for training.
Maximise coach availability by setting baseline qualification requirements.
Ensure broader accessibility of the coached driving-based pathway for licence applicants.
Provide cost-effective pathway implementation with lower barriers to coach participation.
Option B (Enhanced Reform): Current full driver licence holder with clean driving record and heavy vehicle coach micro-credentials. This approach would:
Align with subsequent work undertaken across jurisdictions to outline a harmonised implementation approach.
Require heavy vehicle coaches to hold a valid heavy vehicle licence matching the training vehicle category (or higher) that they will be coaching for a minimum of three years.
Exclude persons who have committed traffic-related offences in the previous two years, including the ability to revoke and disqualify coaches on this basis.
Mandate completion of heavy vehicle coach credential training (to be developed through the national framework).
· This training is expected to be a targeted micro-credential, designed to be minimally burdensome while ensuring coaches are appropriately qualified.
Potentially reduce coach availability due to stricter eligibility criteria.
May deliver marginal safety benefits through enhanced heavy vehicle coach quality and responsibility.
Could limit accessibility of the coached driving-based pathway, particularly in regional areas where fewer qualified heavy vehicle coaches may be available.


[bookmark: _Toc213222010][bookmark: _Ref213245110][bookmark: _Ref213245198][bookmark: _Ref213245945][bookmark: _Ref213245968][bookmark: _Toc235717604]Impact Analysis
5.1 [bookmark: _Toc213222011][bookmark: _Toc235717605]Introduction
5.1.1 [bookmark: _Toc213222012]Purpose 
This impact analysis evaluates the costs and benefits of two options for implementation of Victoria's heavy vehicle licensing reforms. It provides decision-makers with an evidence-based assessment of the distributional impacts of each option to support informed policy selection.
The analysis employs cost-benefit analysis (CBA) as its primary analytical framework – a systematic approach that quantifies and monetises impacts to enable comparison of policy options from a whole-of-society perspective. By converting all impacts into present value terms using the Australian Transport and Planning (ATAP) and Office of Impact Analysis (OIA) recommended 7% central discount rate, the CBA enables direct comparison between implementation costs incurred in the near term and safety and productivity benefits realised over the 30-year evaluation period. An option demonstrates net benefit to society when its BCR exceeds 1.0 and its NPV is positive, indicating that total benefits outweigh total costs.
The CBA captures quantifiable impacts which includes economic and financial costs and benefits. Where impacts cannot be reliably monetised – such as for improved industry reputation and social licence to operate – they are assessed qualitatively and incorporated into the overall evaluation. Distributional analysis examines how costs and benefits fall across different stakeholder groups including training providers, heavy vehicle drivers and operators, government and the broader community.
This analysis has been prepared in accordance with the following guidelines:
Victorian Guide to Regulation (BRV, 2024)[endnoteRef:88] [88:  Better Regulation Victoria (2024). Victorian Guide to Regulation. Accessed on 15 October 2025 from  https://www.vic.gov.au/sites/default/files/2025-04/2024-Victorian-Guide-to-Regulation.pdf ] 

Victorian Guide to Regulation: Problem Analysis Toolkit (BRV, N.D.)[endnoteRef:89] [89:  Better Regulation Victoria (N.d.). Victorian Guide to Regulation: Problem Analysis Toolkit. Accessed on 15 October 2025 from https://www.vic.gov.au/sites/default/files/2025-07/Problem-Analysis-Toolkit.pdf ] 

Australian Government Cost-Benefit Analysis Guidance Note (Office of Impact Analysis, 2023)[endnoteRef:90]  [90:  Office of Impact Analysis (2023). Cost Benefit Analysis. Accessed on 15 October 2025 from https://oia.pmc.gov.au/sites/default/files/2023-08/cost-benefit-analysis.pdf ] 

ATAP Guidelines (Australian Transport Assessment and Planning, 2022)[endnoteRef:91] [91:  Infrastructure and Transport Ministers (2022). Australian Transport Assessment and Planning Guidelines: T2 Cost Benefit Analysis. Accessed on 15 October 2025 from https://www.atap.gov.au/sites/default/files/documents/ATAP-T2-CBA-FINAL-2022-04-26.pdf ] 

Key inputs and assumptions have been documented here and in Appendix A, with sensitivity analysis of key areas of uncertainty and risk undertaken in Section 5.4.3.
5.1.2 [bookmark: _Toc213222013]Approach
The impact analysis followed a structured six-step methodology:
1. Define implementation options: Two options were developed based on Victorian and national policy objectives: 
Option A (baseline reforms) implements nationally agreed requirements with minimal Victorian variation. 
Option B (enhanced reforms) adds some Victorian-specific initiatives including stricter eligibility criteria based on MUARC crash risk research and enhanced trainer requirements. 
2. Conduct targeted consultation: Primary data collection comprised: 
Training Provider Survey - established current training delivery costs and course durations and tested expected impacts from the reforms. Refer to Appendix B for the survey and a summary of results.
Expert consultation with Austroads, DTP, and MUARC to validate cost assumptions and incident reduction projections. 
3. Quantify benefits: The CBA monetised two primary benefit categories over 30 years: 
Road safety benefits through reduced incident frequency and severity, calculated using Victorian incident data and established incident cost methodologies. (Further detail outlined in Section 5.2.1.)
Industry productivity benefits from accelerated progression pathways, using award wage differentials as proxies for productivity improvements at different licence categories and projected pathway uptake rates. (Further detail outlined in Section 5.2.2.)
4. Quantify costs: Four cost categories were estimated: 
Economic cost of fewer qualified drivers due to stricter eligibility exclusions and increased training costs creating more job vacancies and reducing industry productivity. (Further detail outlined in Section 5.3.2.)
Economic cost due to longer licensing timelines, including lost productivity due to additional training and coached driving licence progression driving requirements.
Financial costs for government and government-related bodies (Victorian Government and Austroads), to implement the reforms.
Financial costs for training providers to implement the reforms.
5. Test robustness: Sensitivity analysis tested the robustness of results to key changes in parameters including discount rates, incident reduction effectiveness, and pathway uptake scenarios. 
6. Assess distribution: The CBA considered impacts to training providers, heavy vehicle drivers and operators, government and the community. Qualitative analysis also examined impacts across 13 distinct heavy vehicle cohorts that are variably impacted by the proposed reforms in Section 5.3. Market competition effects and gender participation impacts have also been assessed in Section 6.4, 6.6 and 6.7.
[bookmark: _Toc235717694]Figure 12 Treatment of transfers in the CBA
	The analysis follows standard CBA practice by excluding transfers between parties while capturing economic costs at their point of initial incidence. 
For training costs, for example, while competitive markets typically pass cost increases through to consumers, pass-through rates in Victoria's training market remain uncertain due to varying competition levels, differing operating models, and price elasticity for demand. Therefore, the analysis attributes costs to the party that initially bears them (e.g., training providers), recognising these will likely flow to applicants through higher fees.
This approach ensures:
Transparent identification of cost burden
No speculative assumptions about pass-through rates
Complete capture of economic costs regardless of final incidence
Consistent treatment across all cost categories
The distributional analysis separately examines these second-order effects and affordability impacts on specific cohorts. The total economic cost remains unchanged regardless of who ultimately pays.


5.1.3 [bookmark: _Toc213222014]Data sources and limitations 
The following data constraints have been addressed through conservative assumptions and sensitivity analysis:
Reform specifications – Austroads' implementation specifications and cost recovery model remain under development. Cost estimates are based on preliminary design parameters from the D-RIS and may vary once technical specifications and cost-sharing arrangements are finalised. 
Harmonisation dependency – Full benefit realisation depends on consistent implementation across jurisdictions. Variations in implementation timing or specific design features across jurisdictions may reduce benefits realised and create additional economic cost, though the extent of this relationship is uncertain.
Evidence supporting the effectiveness of heavy vehicle training – Limited heavy vehicle-specific training evaluations necessitated using light commercial vehicle studies as proxies. In addition, no systematic evidence links trainer qualifications, to heavy vehicle safety outcomes. 
Eligibility impact data – The analysis uses MUARC’s modelling to estimate impacts on road trauma and driver supply in response to changes in applicant eligibility criteria. MUARC's crash risk modelling identifies correlations between offence histories and incidents rather than causal relationships. Unobserved factors such as employment type may affect the accuracy of these estimates.
Unquantified benefits – Material benefits including lower industry insurance premiums, improved workforce mobility and industry reputation could not be reliably estimated due to a lack of data or robust quantification approaches. These are discussed qualitatively in Section 5.2.3. 
Data currency – Heavy vehicle kilometres travelled projections rely on 2020 ABS data, pre-dating post-COVID freight patterns and recent infrastructure investments. The assumed annual growth rate is tested through sensitivity analysis to address this uncertainty.
5.2 [bookmark: _Ref213158297][bookmark: _Toc213222020][bookmark: _Toc235717606]Benefits
5.2.1 [bookmark: _Ref221115908][bookmark: _Toc224306828]Fewer incidents, injuries, and fatalities involving heavy vehicles
5.2.1.1 Overview
Victoria's heavy vehicle licensing reforms create economic value by excluding high-risk drivers and delivering more effective training to all heavy vehicle applicants. This creates a safer and more skilled cohort of drivers which helps to prevent incidents before they occur. Every avoided incident saves lives, prevents injuries, and reduces the substantial costs borne by the community - from emergency response and healthcare to lost productivity and environmental damage.
Impact of reforms on heavy vehicle incidents
Historical road crash data from Transport Victoria has been used to forecast the number of incidents involving heavy vehicles over the appraisal period. These incident forecasts are combined with MUARC research and training effectiveness estimates to get the number of heavy vehicle-involved fatal and serious injury (FSI) incidents avoided due to the Victorian reform package. Figure 13  provides a comparison of the total impact on heavy vehicle incidents for Option A and Option B. Option B demonstrates stronger safety outcomes through its more comprehensive approach.
Option A implements the core reform package that was designed at a national level, balancing safety improvements with workforce accessibility. Once the reforms are fully embedded in the driver population (expected by 2049), Option A is projected to prevent 15 fatalities, 112 serious injuries, and 177 other injuries per year (on average).
Option B adopts more stringent eligibility requirements based on Victorian incident evidence, prioritising maximum safety outcomes. At the steady state, Option B is projected to prevent 18 fatalities, 133 serious injuries, and 217 other injuries per year (on average).
The safety benefits phase in over approximately 22 years as:
New drivers enter the workforce with enhanced training from day one
Existing drivers meet new standards when upgrading licences
High-risk drivers are progressively excluded as eligibility criteria take effect.

[bookmark: _Toc235717695]Figure 13 Road trauma reductions per year: Option A vs. Option BReforms expected to be fully embedded in the driver population from FY2049

[image: Stacked column chart showing expected reduction of incidents annually from 2026 to 2050, categorised by fatalities, serious injuries, and other injuries. Bars use teal to show fatalities, yellow for serious injuries, and blue for other injuries, illustrating a steady increase in total incidents reduced, reaching more than 300 by 2050.]Reduction in road trauma incidents per year (Option A)

[image: Stacked bar chart showing projected reduction of incidents annually from 2026 to 2054, categorised into fatalities, serious injuries, and other injuries. Bars use teal to show fatalities, yellow for serious injuries, and light green for other injuries, with total incidents reduced increasing steadily from 26 in 2026, to 375 in 2054.]Reduction in road trauma incidents per year (Option B)
Reforms expected to be fully embedded in the driver population 

Monetary value of safety benefits
Each prevented incident delivers substantial economic benefits to Victorian communities. Using established incident cost methodologies published by the Bureau of Infrastructure and Transport Research Economics (BITRE) and with support from the Australian National University (ANU), the analysis values (in 2025 dollars):
Each prevented fatality at $3,878,574.
Each prevented serious injury (hospitalised) at $345,618.
Each prevented other injury (non-hospitalised) at $37,205.[endnoteRef:92] [92:  The Australian National University (2022). Social Cost of Road Crashes: Report for the Bureau of Infrastructure and Transport Research Economics. Accessed 15 October 2025 from https://www.bitre.gov.au/sites/default/files/documents/social-cost-of-road-crashes.pdf ] 

These are the most comprehensive social crash cost estimates that capture not only immediate impacts like the value of a statistical life, medical treatment, vehicle repairs, and first responder costs, but also long-term consequences including workplace productivity losses, ongoing care requirements, environmental damage and the human cost of pain and suffering.[footnoteRef:11] A breakdown of costs is provided in Appendix D.   [11:  	The BITRE estimates is used over the Value of Statistical Life (VSL) estimate as it applies a conservative hybrid human capital methodology that measures avoided social costs using realised data on direct resource costs (including medical, emergency and administrative costs), lost workplace and household production, and conservatively valued pain, grief and suffering, adjusted for the age distribution of fatalities. This approach explicitly quantifies avoided costs rather than ex ante welfare benefits.] 

Over the 30-year appraisal period:
Option A is estimated to save Victorian communities $784 million (discounted) through prevented heavy vehicle related incidents and associated reduced trauma costs.
Option B is estimated to save Victorian communities $931 million (discounted) through prevented heavy vehicle incidents and associated reduced trauma costs.
The following sections detail how these overall safety benefits are achieved:
Section 5.2.1.2 examines how enhanced training and assessment standards improve driver competency and reduce heavy vehicle related incidents.
Section 5.2.1.3 analyses how stricter eligibility criteria prevent high-risk drivers from obtaining heavy vehicle licences.
Section 5.2.1.4 explains the approach used to combine these impacts and avoid double-counting. A detailed breakdown of the safety benefits can be found in Table 13.
5.2.1.2 [bookmark: _Ref210291526]Safety benefits associated with training and assessment uplift
Enhanced competency framework and mandatory minimum training times (Option A and B)
Options A and B introduce comprehensive reforms targeting critical competency gaps in recognition, vehicle handling, and risk awareness. The national reforms expand training from 15 broad areas to over 150 specific skills; mandate minimum hours for classroom and behind the wheel training; and add new online, hazard perception, and attitudinal training components.
Evidence demonstrates that formal training programs significantly improve safety outcomes. Drivers with comprehensive training better identify hazards, understand vehicle dynamics, and make risk-aware decisions. Research quantifying these benefits is presented in the box below. 
[bookmark: _Toc235717696]Figure 14 International evidence on heavy vehicle training effectiveness
	Extensive international research validates the safety benefits of the comprehensive training approach adopted in Victoria's reforms. The evidence consistently demonstrates that structured, formal training delivers measurable incident reductions across all key competency areas targeted by the enhanced framework.
The value of more comprehensive training programs has been demonstrated through relevant international studies: 
Formal truck driver training programs that included accident procedure instruction correlated with 29% lower crash rates compared to informal training (American Transportation Research Institute, 2008).[endnoteRef:93] [93:  American Transport Research Institute (2008). A technical analysis of driver training impacts on safety. Accessed on 21 October 2025 from https://truckingresearch.org/wp-content/uploads/2025/03/driver_training_impacts_on_safety2.pdf ] 

Longer exposure to driver training in controlled, supervised settings demonstrated beneficial effects on commercial motor vehicle drivers' abilities (Morgan et al., 2011).[endnoteRef:94] [94:  Morgan et al., (2011). On the training and testing of entry-level commercial motor vehicle drivers. Accessed on 21 October 2025 from https://doi.org/10.1016/j.aap.2011.02.015. ] 

8-week heavy vehicle training programs showed increased technical/driving skill retention several months after completion compared to 2–4-week courses (Mitsopoulos-Rubens et al., 2013).[endnoteRef:95] [95:  Mitsopoulos-Rubens et al., (2013). Driver simulation-based training of heavy vehicle operators: Targeted task analysis and considerations for training design. Accessed on 21 October 2025 from https://www.bing.com/ck/a?!&&p=619d0ff38910021d98a1de0b91421a466dff1ee55f58c304f7a05a46dac92d11JmltdHM9MTc2MDkxODQwMA&ptn=3&ver=2&hsh=4&fclid=0f39192f-bebe-68aa-243d-0dfdbf446985&psq=Driver+simulation-based+training+of+heavy+vehicle+operators%3a+targeted+task+analysis+and+considerations+for+training+design&u=a1aHR0cHM6Ly9wdWJzLmxpYi51aW93YS5lZHUvZHJpdmluZy9hcnRpY2xlL2lkLzI4NTI1L2Rvd25sb2FkL3BkZi8 ] 

In addition, hazard perception training and testing has been found to: 
Reduce crash involvement by 25% for light vehicle drivers who pass hazard perception testing versus those who fail (Horswill, 2015).[endnoteRef:96] [96:  Horswill, M., et al. (2015). Can a video-based hazard perception test used for driver licensing predict crash involvement? Accessed on 16 October 2025 from https://pubmed.ncbi.nlm.nih.gov/26093097/ ] 

Reduce crash involvement by 23.7% in the year following training for male light vehicle drivers who underwent a 17-minute computer-based strategy hazard perception training (Horswill, 2016).[endnoteRef:97] [97:  Horswill, M. (2016). Hazard Perception in Driving. Accessed on 16 October 2025 from  https://journals.sagepub.com/doi/abs/10.1177/0963721416663186 ] 

Improve hazard detection by 23% even in professional light vehicle drivers with 30+ years’ experience after just 20 minutes of training (Horswill et al., 2013).[endnoteRef:98] [98:  Horswill, M., et al. (2013). Even highly experienced drivers benefit from a brief hazard perception training intervention. Accessed on 16 October 2025 from https://research.monash.edu/en/publications/even-highly-experienced-drivers-benefit-from-a-brief-hazard-perce ] 

Hazard perception tests that leverage the use of artificial intelligence to evaluate human and autonomous vehicle performance can reduce accidents by over 25% (Bizhe, N. and Nahvi, A., 2025).[endnoteRef:99] [99:  Bizhe, N. and Nahvi, A., (2025). Intelligent assessment and training of hazard perception for human drivers and autonomous vehicles using deep reinforcement learning and hierarchical clustering. Accessed on 21 October 2025 from https://journals.sagepub.com/doi/epub/10.1177/03611981241299744 ] 

In the same vein, behind-the-wheel supervised instruction has been found to: 
Reduce crash rates by 35% when light vehicle learners complete 120+ hours of supervised practice (RACV, 2002).[endnoteRef:100] [100:  RACV (2002). The effectiveness of driver training as a road safety measure, page 3. Accessed on 16 October 2025 from  https://www.education.vic.gov.au/Documents/school/teachers/health/effectdriver.pdf ] 

Almost triple the crash risk for heavy vehicle drivers who were exempted from supervised driving requirements when gaining their car licence (MUARC research).[endnoteRef:101] [101:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table E1, page ix. Accessed on 16 October 2025.  ] 

Finally, evaluations of formal programs with a specific focus on driver's attitude and approach have found: 
72% reduction in traffic environment-related occupational incidents among tradespeople through group discussion-based interventions (Salminen, 2008).[endnoteRef:102] [102:  Salminen, S. (2008). Two interventions for the prevention of work-related road incidents. Accessed on 16 October 2025 from https://www.sciencedirect.com/science/article/abs/pii/S0925753507000641 ] 

Significant reductions in self-reported speeding in work-related drivers maintained over 6 months following safety awareness interventions (Newnam & Watson, 2009).[endnoteRef:103]  [103:  Newman, S., Watson, B. (2009). A participative Education Program to Reduce Speeding In a Group of Work-Related Drivers. Accessed on 16 October 2025 from https://eprints.qut.edu.au/27992/1/c27992.pdf ] 




Training effectiveness was estimated by comparing Victoria’s additional training requirements to international programs and applying research-based incident reduction rates. Conservative assumptions account for diminishing returns from additional training hours. 
Table 11 shows international benchmarks for training hours and associated incident reductions. The analysis assumes Victoria's reforms will achieve proportional safety benefits based on alignment with these benchmarks.
[bookmark: _Ref210289158][bookmark: _Toc235717648]Table 11 Training component hours and benchmark efficacy rates
	Training component
	Benchmark hours    [endnoteRef:104] [endnoteRef:105] [endnoteRef:106] [104:  RACV (2002). The effectiveness of driver training as a road safety measure, page 3. Accessed on 16 October 2025 from  https://www.education.vic.gov.au/Documents/school/teachers/health/effectdriver.pdf]  [105:  Horswill, M., et al. (2013). Even highly experienced drivers benefit from a brief hazard perception training intervention. Accessed on 16 October 2025 from https://research.monash.edu/en/publications/even-highly-experienced-drivers-benefit-from-a-brief-hazard-perce]  [106:  Horswill, M. (2016). Hazard Perception in Driving. Accessed on 16 October 2025 from  https://journals.sagepub.com/doi/abs/10.1177/0963721416663186] 

	Benchmark efficacy [endnoteRef:107] [endnoteRef:108] [endnoteRef:109] [107:  RACV (2002). The effectiveness of driver training as a road safety measure, page 3. Accessed on 16 October 2025 from  https://www.education.vic.gov.au/Documents/school/teachers/health/effectdriver.pdf]  [108:  Horswill, M., et al. (2013). Even highly experienced drivers benefit from a brief hazard perception training intervention. Accessed on 16 October 2025 from https://research.monash.edu/en/publications/even-highly-experienced-drivers-benefit-from-a-brief-hazard-perce]  [109:  Horswill, M. (2016). Hazard Perception in Driving. Accessed on 16 October 2025 from  https://journals.sagepub.com/doi/abs/10.1177/0963721416663186] 

	Current State[footnoteRef:12] [12:  Current state training hours have been collected through a survey completed by Victorian training providers.] 

	Reform State[endnoteRef:110] [110:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, pages 52-55. Accessed on 15 October 2025 from  https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf] 


	
	
	
	LR
	MR
	HR
	HC
	MC
	LR
	MR
	HR
	HC
	MC

	Supervised behind the wheel training
	118
	35%
	5.7
	5.2
	9.3
	10.3
	9.3
	6.0
	6.0
	10.0
	11.0
	11.5

	Online training modules*
	6
	29%
	-
	-
	-
	-
	-
	10.0
	10.0
	10.0
	4.0
	10.0

	Classroom training
	
	
	2.1
	2.1
	2.1
	2.1
	2.1
	4.5
	4.5
	4.5
	4.0
	4.0

	Hazard perception training*
	
	
	-
	-
	-
	-
	-
	1.5
	1.5
	1.5
	1.5
	1.5


*According to the Training Provider Survey, online training including online hazard perception training is not commonly delivered across Victoria. 
The benchmark efficacy and benchmark hours are used as the starting point to estimate the efficacy of enhanced training and assessment. The modelling proportionately estimates the change in training and assessment efficacy based on the incremental change in hours between current state and reform state. A logarithmic scale has been used to reflect the concept of diminishing marginal returns to training. 
For example, the benchmark of 118 hours of supervised training has 35% effect on incident reduction. Under the current state, ~6.7 hours of supervised training has ~4.9% effect on incident reduction. Consequently, the reform state (~7.3hrs of supervised training) has ~5.8% effect on incident reduction.
The reforms combine behind-the-wheel training with classroom and online learning. The knowledge-based components including classroom, online and hazard perception training are assumed to work together as an integrated package - each element reinforcing the others to deliver the overall safety benefit, rather than providing independent benefits that can simply be added together. Supervised behind-the-wheel training provides additional benefits on top of the knowledge components.
Realisation of safety benefits accumulate over the modelled period as better-trained drivers progressively enter the workforce, and existing drivers upgrade through normal licensing cycles. Full safety benefits are realised once all active drivers hold licences that were issued under the reformed framework in 2049.
Additional qualification requirements for trainers and assessors (Option B)
Victoria can choose to maintain current minimum qualifications (Option A) or require enhanced Certificate IV level qualifications (Option B) for heavy vehicle driver trainers and assessors in line with most jurisdictions. 
While no direct evidence quantifies how trainer qualifications affect crash rates, better-qualified instructors are expected to deliver higher quality training through improved teaching methods, better assessment practices, and more effective skill transfer. A conservative 1.0% improvement multiplier is applied to the baseline efficacy of the reform package for Option B, recognising that enhanced trainer competency can improve how effectively the training reforms are delivered, particularly for complex skills like hazard perception and vehicle dynamics. 
5.2.1.3 [bookmark: _Ref210291549][bookmark: _Ref226641656]Safety benefits associated with strengthened eligibility criteria
Victoria is considering several eligibility criteria changes that would prevent certain high-risk drivers from obtaining or upgrading heavy vehicle licences. 
Option A maintains closer alignment with the national D-RIS, implementing only the eligibility criteria recommended by Austroads.
Option B takes a more restrictive approach based on Victorian incident data, implementing additional eligibility criteria that prioritises safety outcomes. 
The specific criteria under consideration are:
Excluding drivers with licence bans/suspensions in the past 2 years in line with the D-RIS (Option A).
Excluding drivers with serious traffic offences in the past 3 years (Option B).
Restricting probationary drivers' access to fast-track progression pathways (Option B).
Requiring a full licence before obtaining MR/HR licences (Option B).
Requiring a 12-month minimum tenure when progressing from HC to MC under the tenure pathway (Option A and B).
Table 12 sets out the MUARC incident reductions estimates for each eligibility criterion across rigid and articulated vehicle categories. 
· Excluding drivers with 2-year ban history (Option A): Provides strong safety gains (10-13% FSI reduction) with moderate supply impact (6-7% of applicants). 
· Excluding drivers with recent high-risk offences (Option B): Delivers the highest safety benefit (~15% FSI reduction) but affects 10% of applicants. 
· Restricting fast-track pathways for P-platers (Option B): Provides modest safety gains (2-4% reduction) with minimal supply disruption (2-3%).
· Requiring full licence for MR/HR (Option B): Delivers significant safety benefit (4-11% FSI reduction) affecting 8% of applicants, primarily young drivers. 
[bookmark: _Ref210289349][bookmark: _Toc235717649]Table 12 Reduction in incidents due to new eligibility requirements[endnoteRef:111] [111:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System. Accessed on 21 October 2025.  ] 

	
	
	Rigid Licences
	Combination Licences

	Eligibility Lever
	Relevant Option
	FSI
	Other Injury
	Driver Supply
	FSI
	Other Injury
	Driver Supply

	Licence bans in past 2 years
	Option A
	13.35%
	12.73%
	6.90%
	9.87%
	11.89%
	5.77%

	High risk offence in past 3 years
	Option B
	14.78%
	16.10%
	10.13%
	14.98%
	14.59%
	10.05%

	Probationary drivers ineligible for alternative progression pathways
	Option B
	-
	-
	-
	4.29%
	7.93%
	3.38%

	Full licence requirement for MR/HR  
	Option B
	11.29%
	13.65%
	8.06%
	3.86%
	7.93%
	3.57%


[bookmark: _Ref210291559]
5.2.1.4 [bookmark: _Ref213245837]Approach for combining safety impacts of implementation options
Assessing total reform benefits requires accounting for potential overlap between training improvements and eligibility restrictions. Some drivers excluded under stricter eligibility criteria might be the same ones who would benefit most from enhanced training - their incident reduction cannot be counted twice.
To address this, the analysis uses two boundary scenarios:
Full independence between interventions: Assumes the reforms work completely independently. For illustrative purposes, if training reduces incidents by 10% and eligibility criteria reduce incidents by 15%, the combined effect would be 25%. 
Full dependence between interventions: Assumes reforms target the same drivers, capturing only the benefit of whichever reform has greater impact. Using the same hypothetical example, only the 15% reduction from eligibility criteria would be counted, not both.
The analysis calculates both scenarios and assumes a 50% correlation (central case) to estimate a weighted average of intervention efficacy based on the likely overlap between reforms. This methodology ensures benefit projections remain robust and avoid overstating expected safety improvements from implementing multiple reforms simultaneously.
A top-down approach has been taken to breakdown safety benefits by components of the reform package. The independent impact of training and assessment uplift, and strengthened eligibility requirements, has been proportionately allocated to the total safety benefit to account for any overlaps in benefits and avoid double counting. 
[bookmark: _Ref213412592][bookmark: _Toc235717650]Table 13 Breakdown of safety benefits, by reform component ($m, discounted at 7%)
	
	Option A
	Option B

	Benefit of fewer heavy vehicle incidents, injuries and fatalities

	Safety benefits associated with training and assessment uplift
	$615
	$602

	Safety benefits associated with strengthened eligibility criteria
	$168 
	$329

	Total benefit
	$784
	$931


* Numbers in the table may not total due to rounding. 
5.2.2 [bookmark: _Ref221115936]Industry productivity improvements from quicker licensing progression
The heavy vehicle licensing reforms introduce alternative progression pathways that enable drivers to advance to higher-paying licence categories more quickly than under current tenure-based requirements. Instead of waiting 12 months between licence upgrades, experienced drivers can progress in as little as 12-16 weeks through coached driving experience (Coached Driving Pathway) or 26 weeks through documented driving experience (Experience Pathway). This acceleration creates immediate economic benefits for drivers who can access more productive job opportunities sooner.
How the pathways create value
Currently, drivers must hold each licence category for 12 months before progressing, regardless of their actual driving experience or capability. The national reforms introduce two alternative pathways:
· Experience Pathway: Drivers who log 600-700 hours of driving experience can progress in 6 months rather than 12 months, meaning they can operate a higher productivity vehicle 6 months earlier
· Coached Driving Pathway: Drivers who complete 420-560 hours of driving experience and 12-16 hours of coached driving with an experienced heavy vehicle coach can progress in 12-16 weeks, meaning they can operate a higher productivity vehicle 8-9 months quicker.[endnoteRef:112] [112:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 50. Accessed on 16 October 2025 from  https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf ] 

The economic benefit estimates the value of drivers accessing higher productivity vehicles earlier than would be allowed under the base case (tenure-based pathway). More time spent operating higher productivity vehicles creates a producer surplus for operators. Producer surplus is the marginal price minus the marginal operating cost (labour, fuel, maintenance) as capital is a fixed cost in the short run. In the absence of an industry-wide operating model, the economic value of an available driver is estimated by the marginal cost of an available driver. This approach is an appropriate estimate of the trucking industry’s producer surplus and wider supply chain impacts. 
Heavy vehicle award wage differentials between licence classes are used to monetise improvements to the productivity of labour inputs and capital investments as they represent the marginal cost of labour across two different licence classes. It is important to note that the approach outlined above does not treat higher wages as a net injection into the economy. This calculation assumes immediate employment at the higher classification and Road Transport and Distribution Award rates. Table 14 steps out a worked example of the approach used to quantify industry productivity improvements from quicker licencing progression.
[bookmark: _Ref233885541][bookmark: _Toc235717651]Table 14 Industry productivity improvements from quicker licensing progression worked example
	Option A multi-combination drivers in year 2030
Experienced pathway:
· Drivers impacted: 2,244 multi-combination drivers participating in year 2030* 
· Wage change: $1.79 per hour (i.e. $33.49 for multi-combination minus $31.70 for heavy combination)
· Licence duration change: 1,300 hours per driver (i.e. 2,600 hours for current pathway minus 1,300 hours for new pathway)
· Producer surplus = $5.2m gain to the economy in 2030
Coached driving pathway:
· Drivers impacted: 489 multi-combination drivers participating in year 2030*
· Wage change: $1.79 per hour (i.e. $33.49 for multi-combination minus $31.70 for heavy combination)
· Licence duration change: 1,800 hours per driver (i.e. 2,600 hours for current pathway minus 800 hours for new pathway)
· Producer surplus = $1.6m gain to the economy in 2030

Option B multi-combination drivers in year 2030
Experienced pathway:
· Drivers impacted: 2,099 multi-combination drivers participating in year 2030* 
· Wage change: $1.79 per hour (i.e. $33.49 for multi-combination minus $31.70 for heavy combination)
· Licence duration change: 1,300 hours per driver (i.e. 2,600 hours for current pathway minus 1,300 hours for new pathway)
· Producer surplus = $4.9m gain to the economy in 2030
Coached driving pathway:
· Drivers impacted: 244 multi-combination drivers participating in year 2030*
· Wage change: $1.79 per hour (i.e. $33.49 for multi-combination minus $31.70 for heavy combination)
· Licence duration change: 1,800 hours per driver (i.e. 2,600 hours for current pathway minus 800 hours for new pathway)
· Producer surplus = $0.8m gain to the economy in 2030.


*Number of drivers impacted is the estimated portion (Central case - see Table 25) of the projected number of multi-combination licence applicants (total projected applicants less the estimated number of drivers ineligible due to stricter eligibility requirements and drop-outs due to uncreased training costs).



Quantified benefits
Over 30 years, the alternative progression pathways are estimated to deliver industry productivity benefits of $195 million under Option A and $162 million under Option B. The table below breaks down these benefits by pathway and licence transition.
[bookmark: _Toc235717652]Table 15 Total industry productivity benefits from faster progression pathways over 30 years ($m, discounted at 7%)
	Pathway
	Option A
	Option B

	Experience Pathway

	MR to HC progression
	$62 
	$59 

	HC to MC progression
	$87 
	$82 

	Coached Driving Pathway

	MR to HC progression
	$20 
	$10 

	HC to MC progression
	$25 
	$12

	Total
	$195
	$162


* Numbers in the table may not total due to rounding. 
Option B delivers lower overall benefits than Option A due to two key additional requirements:
· Full licence requirement: Under Option B, drivers on probationary licences cannot access heavy vehicle licences due to the full licence requirement. This safety measure prevents inexperienced drivers from operating potentially dangerous heavy vehicles before developing fundamental driving skills. While this affects approximately 5.81% of potential applicants, it addresses MUARC evidence showing probationary drivers have significantly higher crash rates when operating heavy vehicles.
· Stricter heavy vehicle coach requirements: Option B requires coached driving experience to be undertaken in vehicles matching the target licence category, ensuring drivers gain relevant experience with the actual vehicle dynamics and handling characteristics they will encounter. In addition, Option B requires prospective coaches to undertake a targeted micro-credential before they can coach drivers. While these additional requirements are assumed to reduce participation in the Coached Driving Pathway by 2.5% to 7.5% (depending on the chosen scenario), they are expected to enable more effective skill transfer and better prepare drivers for their target licence class.
Distributional impacts
The benefits flow primarily to professional drivers seeking career advancement, with different pathways suited to different circumstances. Early-career drivers benefit most from the Coached Driving Pathway (saving 8-9 months), while experienced drivers with limited access to mentoring benefit most from the Experience Pathway (saving 6 months).
From an operator perspective, small to medium businesses and owner-drivers (around 94% of the industry[endnoteRef:113]) are more likely to use the Experience Pathway, which requires no additional resources beyond normal operations. Larger operators with established mentoring programs and coaching infrastructure can better leverage the faster Coached Driving Pathway. [113:  City of Melbourne (2024). Business establishments and jobs data by business size and industry. Accessed on 3 November 2025 from https://discover.data.vic.gov.au/dataset/business-establishments-and-jobs-data-by-business-size-and-industry ] 

The uptake projections assume only professional drivers – approximately 60% of the heavy vehicle driver workforce[endnoteRef:114] – will pursue these pathways. Ancillary and leisure drivers typically hold only rigid licences and are unlikely to progress to pursue the alternative progression pathways.  [114:  National Transport Commission (2016). Who Moves What Where. Accessed on 3 November 2025 from https://www.ntc.gov.au/sites/default/files/assets/files/Whomoveswhatwherereport.pdf  ] 

Broader benefits of the alternative progression pathways
Beyond industry productivity benefits, the alternative progression pathways create value across multiple dimensions. Most importantly, the pathways align economic incentives with safety outcomes – by rewarding drivers for accumulating driving experience, the reforms encourage the very behaviour MUARC research identifies as strongly correlated with reduced crash rates. Drivers benefit financially while simultaneously becoming safer operators.
[bookmark: _Ref210291961][bookmark: _Toc213222023]In addition to income and safety impacts, the alternative progression pathways provide benefits to the transport and logistics industry through improved utilisation of higher productivity vehicles – particularly HPFVs. Faster progression to HC and MC licence categories increases the pool of qualified drivers, enabling more consistent and efficient deployment of HPFVs. This supports a reduction in the number of vehicles and trips required to complete the same freight task, with research indicating that HPFVs can complete the articulated freight task with 37% fewer vehicles travelling 37% fewer kilometres; and the rigid freight task with 26% fewer vehicles and 23% fewer kilometres.[endnoteRef:115] These outcomes support the objectives of the Victorian Freight Plan 2025-30, which seeks to increase network productivity through adoption of HPFVs.[endnoteRef:116] [115:  Austroads (2014). Quantifying the Benefits of High Productivity Vehicles. Accessed on 16 October 2025 from https://www.researchgate.net/publication/278671965_Quantifying_the_Benefits_of_Australian_High_Productivity_Vehicles ]  [116:  Victorian Department of Transport and Planning (2025). Victoria Delivers: Victorian Freight Plan 2025-2030. Accessed on 16 October 2025 from https://www.vic.gov.au/sites/default/files/2025-09/The-Victorian-Freight-Plan-2025-29-Victoria-Delivers.pdf ] 

5.2.3 [bookmark: _Ref226729469]Wider economic benefits
5.2.3.1 Overview 
Beyond the direct safety and productivity benefits quantified in previous sections, the heavy vehicle licensing reforms are expected to generate wider economic benefits, when compared to the base case, across the transport and logistics ecosystem. Table 16 illustrates how these benefits flow to four key groups - heavy vehicle drivers and licence applicants, heavy vehicle operators, training providers, government and the community.
These wider benefits include both direct impacts (such as enhanced driver confidence and job readiness) and indirect impacts (such as improved industry reputation). While many of these impacts are difficult to fully quantify, they represent economic value that strengthens the overall case for reform.
[bookmark: _Ref210289846][bookmark: _Toc235717653]

Table 16 Distribution of wider economic benefits[footnoteRef:13] [13:  Direct benefits are the outcomes that result directly from implementing heavy vehicle driver safety reforms. Indirect benefits are secondary or flow-on effects that occur as a consequence of the reforms but are not directly tied to a specific intervention. ] 

	Heavy Vehicle Drivers/Applicants
	Heavy Vehicle Operators
	Training Providers
	Government and Community

	Direct benefits
	
	
	

	Reduction in fatal and serious injury crashes involving HVs
Enhanced driver competence, job readiness and confidence
Improved online flexibility for foundational knowledge
Reduced opportunity costs associated with fast-tracked progression. 
	Reduction in crashes involving HVs and associated costs
Improved access to competent, job ready drivers
Flexibility to develop driver skills through on-the-job training where appropriate
Reduction in effort associated with upfront screening of new hires
Faster progression to high licence classes for experienced drivers.
	Reduced training material development costs.
	Reduction in fatal and serious injury crashes involving HVs.

	Indirect benefits
	
	
	

	Improved workforce mobility and employment opportunities
Incentives for new applicants to maintain a clean driving record
	Potential for lower insurance premiums
Improved industry reputation and social licence to operate
Improved utilisation of higher vehicle classes (productivity gain)
More efficient cross-jurisdictional operations
	Improved industry reputation and standards
Potential new growth service opportunities
More efficient cross-jurisdiction operations
	Enhanced public confidence in HV safety
Elimination of licence shopping between jurisdictions.


Heavy Vehicle Drivers/ Applicants
Heavy Vehicle Operators
Training Providers
Government and Community
· Reduction in fatal and serious injury crashes involving HVs
· Enhanced driver competence, job readiness and confidence
· Improved online flexibility for foundational knowledge
· Reduced opportunity costs associated with fast-tracked progression
· Reduction in crashes involving HVs and associated costs 
· Improved access to competent, job ready drivers
· Flexibility to develop driver skills through on-the-job training where appropriate
· Reduction in effort associated with upfront screening of new hires
· Faster progression to higher licence classes for experienced drivers
· Reduced training material development costs 
· Reduction in fatal and serious injury crashes involving HVs
Direct benefits
Indirect benefits
· Improved workforce mobility and employment opportunities
· Incentives for new applicants to maintain a clean driving record
· Potential for lower insurance premiums  
· Improved industry reputation and social license to operate
· Improved utilisation of higher vehicle classes (productivity gain)
· More efficient cross- jurisdictional operations
· Improved industry reputation and standards
· Potential new growth service opportunities
· More efficient cross-jurisdictional operations
· Enhanced public confidence in HV safety 
· Elimination of license shopping between jurisdictions
Heavy Vehicle Drivers/ Applicants
Heavy Vehicle Operators
Training Providers
Government and Community
· Reduction in fatal and serious injury crashes involving HVs
· Enhanced driver competence, job readiness and confidence
· Improved online flexibility for foundational knowledge
· Reduced opportunity costs associated with fast-tracked progression
· Reduction in crashes involving HVs and associated costs 
· Improved access to competent, job ready drivers
· Flexibility to develop driver skills through on-the-job training where appropriate
· Reduction in effort associated with upfront screening of new hires
· Faster progression to higher licence classes for experienced drivers
· Reduced training material development costs 
· Reduction in fatal and serious injury crashes involving HVs
Direct benefits
Indirect benefits
· Improved workforce mobility and employment opportunities
· Incentives for new applicants to maintain a clean driving record
· Potential for lower insurance premiums  
· Improved industry reputation and social license to operate
· Improved utilisation of higher vehicle classes (productivity gain)
· More efficient cross- jurisdictional operations
· Improved industry reputation and standards
· Potential new growth service opportunities
· More efficient cross-jurisdictional operations
· Enhanced public confidence in HV safety 
· Elimination of license shopping between jurisdictions

5.2.3.2 Heavy vehicle drivers 
The reforms elevate the professional standing of heavy vehicle drivers through enhanced competencies and clearer career pathways. Drivers benefit from:
Reduced heavy vehicle incidents – As quantified in Section 5.2.1, the reforms are expected to improve safety outcomes for the community including heavy vehicle drivers. Option B would deliver a slightly greater reduction of incidents than Option A, due to the stricter eligibility criteria.
Increased job readiness and confidence – Expanded national competencies and increased training time – including behind-the-wheel experience – support improved job readiness and confidence for licence applicants. 
Enhanced training flexibility – Leveraging an online platform for the delivery of foundational knowledge-based competencies enhances training flexibility for licence applicants. 
Greater career progression options – Introduction of national alternative pathways provide clear routes for advancement based on experience and capability rather than simply length of tenure. 
Improved employability – Standardised, comprehensive training makes drivers more attractive to employers across jurisdictions, increasing job mobility and employment opportunities.
Incentives for clean driving records – enhanced national eligibility criteria create incentives for clean driving records by directly linking a driver’s progression opportunities to their driving behaviour. While both options provide an incentive to maintain or improve driving behaviour compared to the base case, Option B would provide a greater incentive due to the additional offence that would affect eligibility.
Both options would equally improve job readiness and confidence, career progression options and employability over the base case as the training and assessment uplift is consistent across both options. 
The combination of faster progression and enhanced professional standing may help to incentivise new drivers into the industry addressing key supply challenges.
5.2.3.3 Heavy vehicle operators
Transport operators gain value through reduced operational risks and enhanced social licence to operate. Benefits include:
Direct incident costs avoided – Prevented incidents save operators significant costs. For example, each serious injury incident avoided saves $13,574 in insurance administration costs, $1,449 in vehicle unavailability costs, and $156,053 in costs associated with workplace or household losses.[endnoteRef:117] All figures indexed to 2025 dollars. [117:  Australian National University (2022). Social Cost of Road Crashes, Table 7.74 Estimated social cost per crash incidence by component and crash severity. Accessed on 21 October 2025 from https://www.bitre.gov.au/sites/default/files/documents/social-cost-of-road-crashes.pdf ] 

Improved access to job ready drivers – Expanded national competencies and increased training time – including behind-the-wheel experience – provide operators with improved access to competent, job ready drivers. 
Enhanced operational flexibility – Alternative progression pathways enable operators to develop higher-licensed drivers more quickly, improving the utilisation of higher productivity vehicles.
Lower recruitment and training costs – Improved national training standards as well as enhanced eligibility criteria reduce upfront employer costs associated with driver screening, onboarding and training. 
Lower insurance premiums – Improved safety records and reduced claims history may enable operators to negotiate lower commercial vehicle insurance premiums over time.
Stronger social licence to operate – Improved safety performance and professional standards enhance industry reputation and maintain community acceptance. This supports business expansion applications, improves relationships with Environmental, Social and Governance-focused customers/investors, and protects against costly reactive regulatory interventions.
More efficient cross-border operations – National harmonisation of training, assessment, and licensing requirements will assist in streamlining operations and administrative tasks for transporters who operate across jurisdictions. 
These reforms strengthen the long-term sustainability of transport operations. Enhanced professional standing attracts new workforce entrants, systematic competency development builds capability to adapt to technological change, and higher safety standards align with evolving community expectations. Together, these benefits position operators for sustainable growth in an increasingly competitive and scrutiny-focused market environment. 
Overall, the stricter eligibility criteria contained in Option B is expected to lead to greater safety outcomes, resulting in higher incident-related cost savings for heavy vehicle operators over Option A. However, Option A would provide for more efficient cross-border operations as it adopts the national baseline reform with respect to offences affecting eligibility criteria. 
5.2.3.4 Training providers
The reforms create new market opportunities and business certainty for the vocational education sector:
Reduced training material costs – Austroads' development of standardised training and assessment materials reduces the need for individual providers to create their own content, saving training providers development time and other resources.
Improved industry reputation and standards – An enhanced national competency framework, national training and assessment materials, and enhanced trainer and assessor qualifications (under Option B) are expected to improve industry standards by ensuring consistent and high-quality training delivery. 
Premium service opportunities – Providers can differentiate through coached driving pathway programs and specialised training offerings beyond the core requirements. 
More efficient cross-jurisdictional operations – National harmonisation of training, eligibility and governance, enables providers to operate across state borders using theoretically unified systems and processes, reducing administrative complexity and regulatory burden while expanding market reach.
Quality differentiation – Enhanced national governance arrangements reward high-quality providers and reduce unfair competition from substandard operators. 
The benefits for training providers largely stem from the nationally consistent implementation and introduction of minimum training times which are the same under both options. 
5.2.3.5 Government and community
The reforms deliver significant public value through reduced government service demand and effective regulatory harmonisation:
Reduced heavy vehicle incidents – As quantified in Section 5.2.1, the reforms are expected to improve safety outcomes for government and the community: reducing demand on emergency and government services and healthcare systems, minimising traffic congestion from incident-related delays, and preventing hazardous material spills that can cause environmental damage. 
Enhanced public confidence in heavy vehicle safety – Comprehensive competency requirements, mandatory hazard perception training, and exclusion of high-risk drivers provide tangible evidence of safety commitment. This addresses community concerns about sharing roads with heavy vehicles and helps rebuild public trust - critical given over 40% of Australian drivers feel unsafe driving around heavy vehicles.[endnoteRef:118] [118:  Transurban (2022). Transurban Insights: Road Safety. Accessed on 15 October 2025 from https://www.transurban.com/content/dam/transurban-pdfs/insights-hub/insights-road-safety-2022.pdf ] 

Elimination of licence shopping – Subject to consistent implementation across jurisdictions, including alignment of Victoria’s preferred implementation option, harmonised training requirements, competencies, eligibility criteria and auditing will reduce incentives for applicants to seek licences in jurisdictions with less stringent standards and the associated demand on government services to oversee varied licensing standards across jurisdictions. This approach aims to ensure all drivers meet consistent safety benchmarks and have comparable competency levels regardless of where they obtained their licence, particularly benefiting border communities with high interstate heavy vehicle movements.
While Option A would deliver a higher level of national consistency, Option B would result in better safety outcomes which would provide for greater crash-associated cost savings and improved public confidence. 
5.2.3.6 Broader benefits associated with strengthened eligibility requirements
In addition to the safety benefits discussed in section 5.2.1.3, some areas of the heavy vehicle industry would receive an indirect benefit from strengthened eligibility criteria. 
As discussed in section 5.3.2.2, new eligibility criteria would directly exclude certain individuals from obtaining or upgrading heavy vehicle licences based on their driving history or licence status. 
Both Options A and B would necessarily create a barrier to entry for some new heavy vehicle licence applicants due to their poor driving record. In addition, the requirement to hold a HC licence before applying for a MC licence under Option B, would further impact HR licence holders.
While a small portion of existing heavy vehicle drivers may may choose to leave the industry if they need to wait for an additional period to progress to a higher licence category, it is expected that the majority would remain driving vehicles at their current licence level.
Preventing a portion of drivers from entering the industry or progressing to higher licence categories may have a positive impact on industries that utilise smaller vehicles. That is, drivers who would otherwise seek other work driving larger vehicles, would remain in their current job or seek employment in a related industry, either as a driver or in a non-driving capacity.
Recent licensing data shows that the number of applicants for a HR licence every year is higher than LR and MR licences combined, while the number of new HC and MC licence applicants is comparable to the number of LR and MR applicants. These figures are reflected in the relatively stable projected number of heavy vehicle licence applicants over the 30-year period based on a central case increase of 1 per cent per year.
The licensing trends indicate that there is a significantly higher concentration of drivers progressing to a HR licence each year, than there are applicants for lower rigid licence categories (LR/MR) or combination licences (MR/HR to HC or HR/HC to MC). 
If it is assumed that the same percentage of drivers in each licence category are affected by the strengthened eligibility requirements in the proposed reforms, then on balance it would proportionately affect drivers who hold lower licence categories the most. That is, drivers who would be seeking to obtain a HR licence.
Each of the reform options require affected drivers to have a good driving record to be eligible to apply for a heavy vehicle licence or progress to a higher category. For drivers who don’t achieve this, an additional waiting period would apply. This additional period provides an opportunity for drivers to gain further experience and demonstrate safe driving before being eligible.
The result would be that already experienced drivers would gain further driving experience at their current driver licence level. In the absence of accurate data, by retaining experienced drivers longer than expected under the base case (because they would not be eligible to progress to a higher licence category), it is expected that there would be a very slight productivity benefit to sectors which rely on vehicles requiring lower categories of licence.
Industry sectors that are likely to benefit the most benefit from driver retention due to strengthened eligibility requirements would be smaller operators and those predominantly in urban and regional centres (such as local delivery companies, couriers and postal services), rather than long haul freight operators who typically rely on larger vehicles requiring higher licence categories. 
An increased proportion of experienced drivers in these industry sectors is likely to result in improved safety outcomes and increased efficiency, as well as a reduction in on-the-job training and crash-related costs being incurred by these operators. 
Some drivers may become discouraged and choose to leave the industry or move into freight-adjacent industries and roles such as broader logistics and distribution warehouses. As such, these industries would benefit from an increase in employment pool. 

5.3 [bookmark: _Ref213158333][bookmark: _Toc213222024][bookmark: _Toc235717607]Costs
5.3.1 [bookmark: _Ref226730727]Overview
While the licensing reforms are expected to improve the standard of training and provide alternative licence progression to improve access to skilled heavy vehicle drivers, the reforms are also expected to negatively impact the supply of heavy vehicle drivers which would reduce the productivity of the heavy vehicle industry. Two primary mechanisms are going to drive this economic cost: higher training costs (which may deter some prospective drivers) and enhanced eligibility criteria (which temporarily excludes some applicants from obtaining licences).
The following sections discuss and assess the costs associated with each reform element under the two options.
5.3.2 Costs to industry productivity due to the exclusion of qualified drivers
Stricter eligibility requirements proposed under the licensing reforms are expected to temporarily reduce the supply of heavy vehicle drivers available to industry. Higher licencing prices will also induce a behavioural response where some drivers may opt-out, adding to the temporary reduction in labour supply. Some jobs will likely get back-filled due to the transfer of labour so not all positions are lost to industry, however the short run reduction in labour supply means labour demand will not be met. This impacts an operator’s ability to effectively deploy and utilise their fleet in the short run (which remains fixed), reducing producer surplus and lowering overall industry productivity. 
While many affected applicants are likely to reapply once eligible, some may be permanently deterred from entering the industry. Another consideration is that stricter eligibility requirements and more rigorous training encourage a behavioural shift amongst drivers towards committing less risky behaviours, which reduces the number of applicants excluded over time. The actual long-term reduction in driver supply is therefore uncertain but expected to be less than these upper-bound figures, representing a minor to moderate impact on driver availability.
Another consideration is the treatment of non-professional drivers in the freight and logistics industry. Section 4.2.4 outlines that the proposed eligibility requirements apply to MR licence applicants and above, effectively excluding private use drivers from the eligibility criteria analysis. Without a breakdown of the occupations of heavy vehicle licence holders, ancillary drivers (e.g. crane operators, agricultural workers, emergency services) are assumed to hold the same economic value as a professional heavy vehicle operator as their productivity is directly tied to their ability to operate a heavy vehicle.
5.3.2.1 Impact of training and assessment uplift on heavy vehicle driver supply
Enhanced training requirements increase both the time and financial cost of obtaining a heavy vehicle licence. An industry scan of publicly available information indicates current training costs per participant average around $1,520 for rigid licences and $2,000 for combination licences. Under the reforms, these costs are projected to increase by approximately 41% for rigid licences and 35% for combination licences due to:
Additional training hours mandated by enhanced national competencies.
Extended behind-the-wheel requirements.
New national hazard perception and attitudinal training components.
However, these projections carry significant uncertainty. Actual cost pass-through rates will depend on multiple factors, such as final cost structures currently being developed by Austroads, competitive market dynamics, provider business models, and the extent to which providers can achieve economies of scale or operational efficiencies. Economic literature on cost pass-through in competitive markets shows rates can vary widely – from partial absorption by suppliers to more than 100% pass-through when firms add margin – depending on market structure and demand elasticity.
Price impacts on demand
Economic theory and empirical evidence demonstrate that when prices increase, demand typically decreases. For heavy vehicle licensing, the analysis applies a conservative price elasticity of 0.01, meaning a 1% cost increase reduces applications by 0.01%. This relatively low elasticity reflects that heavy vehicle licensing is often an investment in career advancement rather than discretionary spending. 
When the reforms reach steady state (i.e., when all active drivers have been licenced under the new Framework, in 2049), the training cost increases are estimated to affect approximately 157 applications per year on average under Option A and 146 per year on average for Option B. This is calculated using the cost estimates and elasticity assumptions outlined above and represent a relatively minor contribution to overall supply impacts – the significantly larger effect comes from enhanced eligibility criteria, as detailed below. 
The economic cost of this reduced driver supply is the deadweight loss to freight productivity and estimated by assuming 2.2% (Victorian job vacancy rate) of the reduction in driver supply isn’t backfilled.
[bookmark: _Toc235717654]Table 17 Costs to industry productivity due to training and assessment uplift worked example
	Opt-out due to licencing price increases under option A:
· Drivers impacted: 30 articulated drivers lost in year 2030*
· Friction rate: 2.2% over 52 weeks
· Wage: $32.59 per hour x 50 hours per week x 52 weeks per year
· Producer surplus = $0.1m loss to the economy in 2030
Opt-out due to licencing price increases under option B:
· Drivers impacted: 28 articulated drivers lost in year 2030*
· Friction rate: 2.2% over 52 weeks
· Wage: $32.59 per hour x 50 hours per week x 52 weeks per year
· Producer surplus = $0.1m loss to the economy in 2030

*Number of impacted drivers is the estimated portion of the projected number of articulated vehicle licence applicants (heavy combination and multi-combination) using the price elasticity figures above (i.e. 0.35% of the total projected applicants less estimated number of drivers ineligible due to stricter eligibility requirements).



Quantified costs
Over 30 years, the training and assessment uplift is expected to raise licencing fees which disincentivises some applicants from obtaining a heavy vehicle licence. This is a cost to industry productivity that is estimated at $3.5 million under Option A and $3.5 million under Option B.
Distributional impacts
These impacts are expected to be greatest among:
Young people entering the workforce who face capital constraints.
Career changers who must self-fund training.
Some regional applicants who already face additional accommodation and travel costs.
Government-funded training programs, where available, mitigate these effects by removing the price barrier for eligible participants. 
5.3.2.2 [bookmark: _Ref226642158]Impact on driver supply of changes to eligibility levers
Impacts of eligibility criteria on the driver pool
New eligibility criteria directly excludes certain individuals from obtaining or upgrading heavy vehicle licences based on their driving history or licence status. Industry experiences a temporary reduction in labour supply as applicants are excluded meaning labour demand is no longer met. The ‘lost’ supply of drivers will likely be partly backfilled by the transfer of labour between industries, however it cannot be assumed that 100% of the original positions will be filled in the short run. The analysis uses a ‘friction rate’ of 2.2% (Victorian job vacancy rate) to estimate the number of positions that will remain unfilled after all other positions have been backfilled. Similar to Section 5.3.2 where the value of a more productive position filled earlier is the wage (marginal cost of labour) differential, the cost to industry productivity from an unfilled position is that driver’s full wage (marginal cost of labour). 
The MUARC research presented in table 18 summarises the proportion of applicants affected by each eligibility measure. This is combined with the baseline licence forecasts to estimate the number of applicants excluded by the new eligibility requirements:
[bookmark: _Ref234573701][bookmark: _Toc235717655]Table 18 Reduction or delays in driver supply due to new eligibility requirements[endnoteRef:119] [119:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System. Accessed on 21 October 2025.] 

	Eligibility Lever
	Relevant Option
	Rigid 
	Combination

	Licence bans in past 2 years
	Option A
	6.90%
	5.77%

	High risk traffic offences in past 3 years
	Option B
	10.13%
	10.05%

	Full licence requirement for MR/HR
	Option B
	8.06%
	3.57%

	HC to MC
	Option B
	n/a
	HC tenure 


Once the reforms reach steady state (from 2049 onwards), Option A is expected to impact 1,858 Rigid applicants and 655 Articulated applicants on average per year. The schedule of offences eligibility lever proposed under Option B is expected to impact 2,728 Rigid applicants and 1,141 Articulated applicants on average per year. If the full licence requirement is included in option B, that excludes an additional 1,085 Rigid applicants and an additional 203 Articulated applicants on average per year. 
Assuming the period of eligibility is the same under each option, Option B affects substantially more applicants through its comprehensive offence schedule that captures a broader range of risky driving behaviours, plus the additional barrier for younger drivers through the full licence requirement.
The HC to MC minimum tenure requirement introduces a nuanced constraint by delaying access to the highest licence class. In Victoria, direct progression from an HR to an MC licence is available under the current licensing framework. The introduction of this requirement would remove the ability to bypass the HC category and encourage applicants to accumulate driving experience through the operation of combination vehicles before advancing to an MC. Under the proposed reforms, this could extend the HR to MC tenure-based pathway by 12 months. In practice, however, many applicants are expected to utilise alternative progression pathways which fast-tracks their progression. While this requirement is intended to support skills development in less complex combination vehicles, it is likely to disproportionately affect owner‑operators and smaller businesses that lack access to the coached driving pathway. In the absence of relevant evidence quantifying these impacts, the resulting indirect cost to applicants must be assessed qualitatively.

How lookback period design affects exclusion costs
A critical design choice affecting the total economic cost is the duration of exclusion – how long individuals must wait after an offence before becoming eligible. The two options take different approaches:
Option A: Two-year exclusion from the start of the licence ban.
Option B: Three-year exclusion from committing an offence.
This design difference creates different exclusion periods and higher economic cost under Option B. The following uses a hypothetical example to simply illustrate the impact of different look back periods. 
[bookmark: _Toc235717697]Table 15 Costs to industry productivity due to stricter eligibility requirements worked example
	Option A articulated drivers in year 2030
2-year licence exclusion (one-year addition to one-year bans):
· Drivers impacted: 521 articulated drivers lost in year 2030*
· Wage: $32.59 per hour x 50 hours per week x 52 weeks per year
· Friction rate: 2.2% over 52 weeks
· Producer surplus = $1.0m loss to the economy in 2030

Option B articulated drivers in year 2030
3-year schedule of offences exclusion (three-year exclusions regardless of ban status):
· Drivers impacted: 1,069 articulated drivers lost in year 2030*
· Wage: $32.59 per hour x 50 hours per week x 52 weeks per year x three-year exclusion period
· Friction rate: 2.2% over 52 weeks
· Producer surplus = $6.0m loss to the economy in 2030.

*Number of drivers impacted is the estimated portion of the total projected articulated licence applicants (heavy combination and multi-combination) using the MUARC estimate of the reduction in driver supply in Table 18.



Economic impact of strengthened eligibility criteria and HC before MC
The cost of the eligibility criteria reforms is:
· Option A – Impacts the eligibility of 2,513 drivers on average per year once the reforms are fully implemented (i.e. from 2049 onwards), at a total cost of $53 million discounted over 30 years (which levels out at $1.5 million per annum from 2049 onwards).
· Option B – Impacts the eligibility of 5,157 drivers on average per year once the reforms are fully implemented (i.e. from 2049 onwards), at a total cost of $329 million discounted over 30 years (which levels out at $9.3 million per annum from 2049 onwards).
· Option B's higher cost reflects its stricter eligibility criteria: the comprehensive offence schedule captures about twice as many applicants than licence bans alone, the full licence requirement excludes younger drivers, and the longer lookback period extends exclusion duration by an additional two years for each affected driver. 
These cost estimates incorporate several important assumptions:
· Vacancy rates – – The analysis uses Victoria's job vacancy rate (2.2%) to estimate the additional unfilled positions resulting from the reduction in driver supply. This recognises that whilst there is reduced driver supply, there will be a transfer of labour across industries which fills so the majority of positions. 
· Transition arrangements – A 2-year transition period prevents retroactive application to current ban holders, who complete penalties under existing arrangements before the new rules take effect.
· Ban duration variability – While the analysis assumes an average ban duration of 12 months (based on Victorian licensing data), actual durations range from 90 days to 8 years. 
Distributional impacts
The eligibility criteria will not affect all sectors of the heavy vehicle industry equally. Major transport operators typically maintain rigorous screening processes through insurance requirements and liability management, meaning they are likely to already exclude drivers with serious offences. Therefore, the new eligibility criteria are likely to primarily impact:
· Owner-operators – Who self-insure and may currently accept higher risk profiles to maintain business operations.
· Ancillary industries – Where heavy vehicle operation is secondary to primary business functions (e.g. construction, agriculture, waste management).
· Smaller operators – With less sophisticated screening processes or those facing acute driver shortages.
The full licence requirement under Option B has implications for industries where younger workers traditionally obtain MR licences as part of their career development. Ancillary sectors may need to adapt their workforce planning, potentially through adjusted training pathways, modified work allocation, or enhanced support for workers progressing through licensing requirements.
Regional areas may experience disproportionate impacts where driver pools are already limited, and alternative transport modes are not viable. The combined effect of eligibility criteria and limited local training capacity could exacerbate existing workforce challenges in these communities.
5.3.2.3 Summary of costs to industry productivity due to exclusion of qualified drivers
Once the reforms are fully embedded in the driver population (approximately 2049), Option A is expected to affect approximately 2,670 licence applications per year on average, compared to 5,303 under Option B. The economic cost is estimated to be $57 million under Option A and $333 million under Option B over 30 years (discounted). Some drivers might already be excluded due to self-imposed standards of large professional operators, meaning the 2,513 (5,157 under Option B) reduction in driver supply and associated economic cost could be lower. 
The $276 million difference stems from Option B's enhanced implementation approach. While both options adopt the nationally agreed D-RIS reforms – including a new curriculum and eligibility criteria based on driving history – Option B implements some additional Victorian-specific measures informed by MUARC research including a comprehensive schedule of disqualifying offences (rather than licence bans), a longer three-year look-back period, and restrictions limiting licence access to full licence holders. Each of these additional requirements further reduces the pool of eligible applicants. 
These economic costs must be weighed against the safety benefits of excluding high-risk drivers and ensuring only properly trained individuals operate heavy vehicles on Victorian roads. Option B's additional restrictions specifically target driver cohorts that MUARC research identified as having substantially elevated crash risk.
5.3.3 [bookmark: _Ref233963309]Costs to industry productivity due to longer licensing timelines
The reforms create economic costs to industry through lost productivity due to additional licensing commitments for employers and drivers. The enhanced training competencies require participating drivers to complete additional training hours, the coached driving pathway requires an authorised heavy vehicle coach to accompany drivers during mandated behind-the-wheel training hours, and fleet vehicles may be diverted from freight operations to facilitate coached training. These time commitments are productive hours ‘lost’ which reflect a cost to industry productivity. Like Section 5.3.2 where the cost of an unfilled position is the driver’s wage (marginal cost of labour), the cost to industry productivity from ‘lost’ productive hours is also the driver’s wage. However, unlike Section 5.3.2 which uses a friction rate of 2.2%, the friction rate is 100% as the productivity loss is temporary due to the additional time commitments, rather than a driver’s outright exclusion from industry. 
5.3.3.1 Costs to the driver
Drivers undertaking the national reforms' additional training requirements – approximately 15 hours for rigid licences and 12 hours for combination licences (Table 6) – will forgo time that could otherwise be spent on operating more productive heavy vehicles. Table 19 steps out the approach taken to estimate the lost producer surplus to industry when drivers are required to spend additional hours in training. 
[bookmark: _Ref233970963][bookmark: _Toc235717656]Table 19 Costs to industry productivity due to drivers spending more time in training worked example
	Option A articulated drivers in year 2030
Time required for training:
· Drivers impacted: 8,479 articulated applicants in year 2030*
· Wage: $32.59 per hour
· Friction rate: 100% over 12 additional hours if training
· Producer surplus = $3.3m loss to the economy in 2030
Option B articulated drivers in year 2030
Time required for training:
· Drivers impacted: 7,934 articulated applicants in year 2030*
· Wage: $32.59 per hour
· Friction rate: 100% over 12 additional hours if training
· Producer surplus = $3.1m loss to the economy in 2030

*Number of drivers impacted is the remaining portion of the projected number of articulated licence applicants (heavy combination and multi-combination) after taking account of the reductions due to stricter eligibility requirements and increased training costs.




Over 30 years, the economic cost of these training requirements is estimated at approximately $226 million under Option A and $211 million under Option B (discounted). Option B's lower cost reflects its stricter eligibility criteria, which reduce the number of individuals undertaking training.
5.3.3.2 Coaching costs
The introduction of a national coached driving pathway requires qualified coaches to accompany drivers during mandated behind-the-wheel training – 12 hours for HR to HC progression and 16 hours for HC to MC progression (Table 7). During these coaching sessions, heavy vehicle coaches forgo their normal work duties, creating an opportunity cost to employers or, in the case of owner-operators acting as coaches, to their own business operations. A professional instructor’s wage is used to monetise the cost as it is a more accurate proxy of the true cost to industry. Some applicants might have a colleague with a heavy vehicle coach accreditation who is a more qualified driver but not a professional coach. Sole operators and small businesses are likely to not have this accreditation however, meaning a professional coach needs to be hired to meet the requirements which represents an opportunity cost to industry. 
Table 20 steps out the approach taken to estimate the opportunity cost of requiring a heavy vehicle coach to accompany drivers under training.
[bookmark: _Ref233971574][bookmark: _Toc235717657]Table 20 Costs to industry productivity due to coaching costs worked example
	Option A multi-combination drivers in year 2030
Time required for coach (coached driving pathway only):
· Drivers impacted: 489 articulated drivers lost in year 2030*
· Wage: $54.52 per hour (driver with coaching accreditation)
· Friction rate: 100% over 16 hours
· Producer surplus = $0.4m loss to the economy in 2030
Option B multi-combination drivers in year 2030
Time required for coach (coached driving pathway only):
· Drivers impacted: 244 articulated drivers lost in year 2030*
· Wage: $54.52 per hour (driver with coaching accreditation)
· Friction rate: 100% over 16 hours
Producer surplus = $0.2m loss to the economy in 2030

*Number of drivers impacted is the estimated portion (Coached driving pathway central case – see Table 25) of the projected number of multi-combination licence applicants (total projected applicants less the estimated number of drivers ineligible due to stricter eligibility requirements and drop-outs due to increased training costs).



Over 30 years, the opportunity cost of heavy vehicle coach time is estimated at $11 million under Option A compared to $5.4 million under Option B (discounted). Option B's lower cost reflects its stricter eligibility criteria, which reduce the number of individuals accessing coached driving pathways.
In addition, Option B requires prospective heavy vehicle coaches to complete a micro-credential before coaching drivers. This additional training requirement represents approximately $1.1 million over 30 years (discounted).
Smaller operators who serve as their own coaches will bear these costs directly, while larger operators may be better positioned to integrate coaching activities into existing training roles or distribute coaching responsibilities across qualified staff. 
5.3.3.3 Lost vehicle productivity  
Both options include time under supervision where vehicles are diverted from freight operations to coached  training. These vehicles are underutilised which represents a cost to industry productivity. The driver’s wage is used to monetise the lost producer surplus from fleet underutilisation (consistent with Section 5.3.2), however the wages used differ under each option:
· Option A: Coaching conducted in vehicles matching the driver's current licence category (e.g., HR vehicle for HR to HC progression, therefore a HR wage is used in analysis)
· Option B: Coaching conducted in vehicles matching the target licence category (e.g., HC vehicle for HR to HC progression, therefore a HC wage is used in the analysis)
[bookmark: _Toc235717658]Table 21 Costs to industry productivity due to temporary underutilisation of fleet worked example
	Option A multi-combination drivers in year 2030
Time required for coaching (coached driving pathway only):
· Drivers impacted: 489 articulated vehicles in year 2030*
· Wage: $31.70 per hour (HC driver wage
· Friction rate: 100% over 16 hours
· Producer surplus = $0.2m loss to the economy in 2030 
Option B multi-combination drivers in year 2030
Time required for coaching (coached driving pathway only):
· Drivers impacted: 244 articulated vehicles in year 2030*
· Wage: $33.49 per hour (MC driver wage)
· Friction rate: 100% over 16 hours
· Producer surplus = $0.1m loss to the economy in 2030

*Number of drivers impacted is the estimated portion (Central case – see Table 25) of the projected number of multi-combination licence applicants (total projected applicants less the estimated number of drivers ineligible due to stricter eligibility requirements and drop-outs due to increased training costs).




While both options incur vehicle opportunity costs, the cost of extra drivers participating in the coached driving pathway under Option A outweighs the productivity loss of Option B's requirement to use higher-category vehicles. With an estimated 572 extra drivers using coached driving pathways annually at steady state under Option A, this represents approximately $6.4 million in costs under Option A over 30 years (discounted).
Smaller operators and regional businesses will experience disproportionate impacts. With limited fleet sizes, the requirement to allocate their highest-productivity vehicles to coaching may constrain their ability to participate in these pathways or significantly reduce operational capacity during training periods.
5.3.3.4 Summary of costs to industry productivity due to longer licencing timelines
Over 30 years, these costs are estimated to total $244 million for Option A and $221 million for Option B (discounted).
5.3.4 [bookmark: _Ref213157868][bookmark: _Toc213222025]Victorian government implementation costs
Total Victorian costs to implement heavy vehicle licensing reforms is estimated at $34 million for Option A and $41 million for Option B (discounted) – a difference of approximately $7 million (~19%) including contingencies. The additional costs (excluding contingencies) under Option B arise from:
More complex system updates – Additional $1.2 million for enhanced system functionality to screen drivers for more complex eligibility criteria including offence-based screening. 
Higher appeal volumes – Additional $2.8 million to manage appeals and reviews processes. Offence-based screening may create interpretive grey areas around which offences meet exclusion criteria and how circumstances should be considered, increasing the risk of contested decisions that require substantial case-by-case assessment.
Enhanced audit and compliance requirements – Additional $1.3 million for monitoring and enforcing more complex eligibility criteria including offence-based screening, longer look back period, and full licence conditions.
In addition to direct implementation and operational costs, Victoria will contribute to national cost recovery arrangements through Austroads. These contributions fund Victoria's proportional share of developing and maintaining online training modules, curriculum content, standardised assessment materials, and national governance frameworks.
Over the 30-year appraisal period, Victoria's estimated contribution is $24 million for Option A and $23 million for Option B (discounted). Option B is marginally lower due to fewer applicants under stricter eligibility criteria, with ongoing costs calculated per applicant. This shared approach delivers economies of scale compared to independent development of curriculum content and online systems by each jurisdiction. 
[bookmark: _Ref213413676][bookmark: _Ref210290300][bookmark: _Toc235717659]Table 22 Victorian Government costs by option over 30 years ($m, discounted at 7%) 
	Cost Category
	Option A
	Option B

	Victorian Implementation Costs
	$20.1
	$23.1

	Mobilisation & Governance
	$1.5
	$2.3

	Curriculum  
	$2.3
	$2.3

	Eligibility  
	$0.8
	$1.7

	Progression Pathways  
	$1.7
	$1.7

	Audit & Assurance  
	$1.9
	$2.5

	Non-RTO Assurance
	$0.0
	-

	System costs
	$1.0
	$1.3

	Department of Transport and Planning costs
	$6.5
	$6.5

	Other expenses
	$2.0
	$2.0

	Contingency (20%)
	$2.3
	$2.8

	Victorian Ongoing Costs
	$14.1
	$17.5

	Appeals and review
	$2.8
	$5.7

	Auditing of training providers
	$2.8
	$3.5

	Non-RTO Assurance
	$0.7
	-

	System costs
	$5.5
	$5.5

	Contingency (20%)
	$2.3
	$2.9

	Sub-Total Victorian Costs
	$34.1
	$40.6

	Austroads Victoria Component
	$24.0
	$22.6

	Total Victorian Government Costs (30-year NPV)
	$58.2
	$63.2


* Numbers in the table may not total due to rounding. 0.0 indicates a number rounded to zero but not zero. 
5.3.4.1 One-off implementation costs
Upfront Victorian Government investment estimated at $20 million for Option A and $23 million for Option B over three years is required to establish the systems, processes and capabilities for the reformed Framework. This includes:
Mobilisation and governance: Establishing program governance, data privacy and approvals frameworks, and a program office; undertaking detailed program design; business continuity planning; management of contracted vendors and provider model changes; and conducting stakeholder engagement and communications.
Implementation of enhanced national curriculum and online training: Integrating digital learning and assessment systems (including the online LMS, knowledge test, and hazard perception test); supporting rollout of the enhanced national curriculum and materials (including accredited training provider support and development of assessment tools); and supporting facilitation of the attitudinal training module. 
Eligibility criteria set up and transition: Finalising policy; establishing eligibility verification and management systems; conducting provider training and awareness; and operationalising mandated training requirements. 
Implementation of alternative progression pathways: Establishing policies, standards and business rules; developing mechanisms to support the capture and submission on evidence; and implementing tools and resources to support the oversight of heavy vehicle coach accreditation. 
Implementation of enhanced audit and assurance tools: Developing assurance governance frameworks (including data strategy and reporting, performance indicators, and evaluation); integrating audit software and automation; updating the provider delivery model and portal; and developing assessment tracking and monitoring tools (including guidance and system, knowledge test, test route management, and camera and hardware tools). 
· Under Option A, optional RTO requirement for training providers will add $0.02 million upfront for the Victorian Government to establish and operationalise quality and risk management processes that address gaps in oversight left by the VET regulators including staff training and upskilling, updates to the existing compliance framework, business procedure manual, and service agreement. 
Implementation includes infrastructure costs which are expected to account for the deployment of technology, which would include the roll out of system integration and updates to support the new online learning, training and assessment products.
5.3.4.2 Additional ongoing operational costs
Following implementation, additional operational costs of $14 million for Option A and $17 million for Option B have been estimated over the appraisal period to maintain system integrity and ensure continued compliance with new standards.
Appeals and reviews – Processing eligibility appeals through administrative review mechanisms, supporting Internal Reviews and Magistrates Court proceedings for rejected applicants, managing reconsideration requests for licence suspensions and disqualifications, providing documentation and evidence for review processes, maintaining case management systems for tracking appeal outcomes.
Auditing of training providers – Conducting scheduled compliance audits of Victorian training providers, investigating complaints about training quality, reviewing trainer qualifications and ongoing professional development, monitoring compliance with minimum training hours and competency standards, spot checks of assessment practices, maintaining provider performance databases.
Auditing of additional licensing pathways – Verification of claimed driving experience hours, auditing coached driving program compliance including heavy vehicle coach qualifications and documented sessions, investigating suspected fraudulent claims, random sampling of progression pathway applications, cross-checking experience claims with employment records, maintaining fraud detection systems.
Online training system costs – Ongoing platform licensing and hosting fees, periodic content updates to reflect regulatory changes, user support and help desk services, system performance monitoring and upgrades, integration maintenance with licensing systems, accessibility compliance updates, cyber security monitoring.
New compliance requirements for non-RTO providers – Removal of mandatory RTO registration under Option A will necessitate additional monitoring and compliance efforts by DTP for training providers no longer regulated by VRQA or ASQA.
Victorian government cost estimates carry uncertainty as Austroads has yet to finalise key elements of the national framework in collaboration with all licensing jurisdictions, including governance structures, technology platforms, and cost-sharing arrangements that will impact Victoria's ongoing obligations. A 20% contingency has been included to account for this uncertainty. 
5.3.5 [bookmark: _Toc213222026]Training provider costs
The proposed reforms will impose both one-off transition costs and ongoing costs on training providers. 
As shown in Table 23, the transition costs are identical across both options at $0.6 million (NPV), comprising upskilling for trainers and assessors, IT system updates, establishing new practices and processes and communication activities.
The key difference lies in ongoing costs. Option A results in delivery costs of $300 million. Option B introduces a Certificate IV qualification requirement for new trainers and assessors (increased from 3 units of mandatory training), adding $3.9 million in continuous professional development costs. These professional development costs are additional to the existing training units that new assessors must already undertake under status quo arrangements, with average training unit costs of $1,371 and average qualification costs of $5,983. 
Over a 30-year period, Option B generates cost savings of approximately $16 million for training providers compared to Option A, despite the additional qualification requirements. The cost reduction is driven by fewer candidates entering the training system due to the eligibility criteria.
[bookmark: _Ref210290614][bookmark: _Toc235717660]Table 23 Summary of training provider costs by option over 30 years ($m, discounted at 7%)
	Cost Category
	Option A
	Option B

	Transition Costs  

	Trainer and assessor upskilling
	$0.1
	$0.1

	Establishing new practices and processes  
	$0.0
	$0.0

	IT system updates
	$0.4
	$0.4

	Communication and transition management
	$0.1
	$0.1

	Sub-total – Transition Costs
	$0.6
	$0.6

	Ongoing Costs

	Additional delivery hours
	$299.2
	$279.5

	Compliance monitoring and reporting
	$0.4
	$0.4

	Continuous professional development
	-
	$3.9

	Sub-total – Ongoing Costs 
	$299.6
	$283.9

	Total training provider costs (30-year NPV)
	$300.1
	$284.4


* Numbers in the table may not total due to rounding. 0.0 indicates a number rounded to zero but not zero. 
5.3.5.1 Key implementation costs
The main cost categories for training providers include:
Additional training delivery hours – Enhanced national competencies and mandatory minimum hours increase delivery time by an estimated 15 hours for rigid licences and 12 hours for combination licences.[endnoteRef:120] Based on current hourly delivery costs of around $143 for classroom training and $152 for behind the wheel training, this adds up to an additional cost of $630 per rigid licence course and $700 per combination licence course, on average.  [120:  Victorian Department of Transport and Planning (2025). Training Provider Survey. Accessed 21 October 2025. ] 

Curriculum cost impacts have been estimated on the basis of current understanding of the proposed curriculum (to be finalised by Austroads) and using current state delivery costs derived from the Training Provider Survey, which attracted responses from roughly one-third of current Accredited Training Providers. The analysis has assumed no additional costs to Accredited Training Providers from online training and hazard perception training components of the new curriculum, as these components are expected to be developed and implemented by Austroads and operationalised by Victoria. 
Trainer upskilling – All existing trainers require professional development to deliver the new NHVDCF curriculum, including enhanced competencies, hazard perception testing, and attitudinal training components. Based on the D-RIS, this familiarisation is estimated at 16 hours per trainer, applicable under both options.[endnoteRef:121] Under Option B, new trainers entering the industry would also need Certificate IV qualifications from commencement.  [121:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 119. Accessed on 16 October 2025 from  https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf ] 

Establishing new practices and processes – Providers must restructure courses to accommodate online modules, revised practical components, and new assessment standards. Based on the D-RIS, this is estimated at 40 hours per provider to establish new operational processes and practices.[endnoteRef:122] [122:  Frontier Economics, Austroads (2023). Decision Regulatory Impact Statement – National Heavy Vehicle Driver Competency Framework, page 119. Accessed on 16 October 2025 from  https://austroads.gov.au/__data/assets/pdf_file/0032/616964/NHVDCF_Decision_RIS.pdf ] 

System updates – A conservative provision of $25,000 per provider has been included for potential IT system updates to integrate with licensing and online delivery platforms and support new reporting requirements. The scope of these requirements is still being developed through ongoing national work.
As work by Austroads continues on the governance framework and detailed training delivery specifications, these cost estimates are based on several key assumptions including: no changes to current trainer-to-student ratios and no or minimal changes to accommodation requirements for training facilities. There may be changes to behind-the-wheel infrastructure requirements such as in cabin and outside cabin video footage requirements and redesigned training test routes aligned to new assessment standards. These assumptions reflect an expectation that Accredited Training Providers will mostly deliver enhanced content within existing operational models, updated for changes required to accommodate revised practical components and new assessment standards.
5.3.5.2 Potential offsetting factors
Several factors may partially offset provider costs:
Reduced training content development costs – Austroads' provision of standardised training materials may reduce or eliminate individual content development costs for providers. However, providers alongside DTP may still need to adapt and customise materials for local contexts.
Online delivery efficiencies – Online modules are expected to reduce future classroom delivery requirements by around 10 hours per rigid course and 7 hours per combination course (on average). While this could generate savings, providers may need to maintain classroom capacity for students unable to access online learning.
Additional revenue opportunities – The coached driving pathway creates opportunities for providers to develop new income-generating coached driving service offerings. The Training Provider Survey indicated that two-thirds of providers who responded to the survey would consider offering these services, while the remaining one-third might consider doing so.
These potential offsets have not been included in the cost estimates to maintain a conservative approach. 
5.3.5.3 Cost pass through to licence applicants
All respondents to the Training Provider Survey indicated that they would plan to pass on at least some additional costs to students through increased course fees. The extent of the increase remains uncertain and will depend on market conditions, though one provider anticipates the cost of licences to almost double. One-third of providers who responded to the survey indicated that this response is due to the reforms delivering no cost savings or operational efficiencies, while the remaining two-thirds reported that any potential savings would be outweighed by the additional costs imposed by the reforms. 
These potential fee increases raise several considerations for the heavy vehicle licensing system. Higher course fees may affect demand from prospective drivers, particularly impacting younger applicants entering the industry and those from disadvantaged backgrounds who may find the increased costs prohibitive. 
The ability of providers to implement fee increases will vary considerably based on local competitive pressures. Larger providers with economies of scale may be better positioned to absorb costs compared to smaller operators. Similarly, fee impacts are likely to differ between metropolitan areas with multiple training providers and regional areas where competition may be more limited. These regional variations could affect both the availability and affordability of heavy vehicle driver training across Victoria. 


5.4 [bookmark: _Toc235717608][bookmark: _Toc213222029][bookmark: _Ref213245123]Results
5.4.1 Summary of core results
The following summary outlines the comparative costs and benefits of implementation Options A and B. Both Option A and Option B deliver positive net benefits over the 30-year evaluation period, with Option A providing a higher benefit cost ratio and NPV ratio. A Hybrid Option is set out in section 6.3, taking into consideration additional factors beyond economic metrics alone. The Hybrid Option combines elements from both Option A and Option B to maximise road safety outcomes and minimise economic costs.
Option A generates total benefits of $978 million and total costs of $659 million (discounted at 7%), delivering a NPV of $320 million and a BCR of 1.49. This means that for every dollar of total cost incurred in Option A, Victorian society receives $1.49 in benefits.
Option B generates total benefits of $1,093 million and total costs of $900 million (discounted at 7%), delivering a NPV of $193 million and a BCR of 1.21. This means that for every dollar of total cost incurred, in Option B, Victorian society receives $1.21 in benefits.
Whilst Option B delivers higher benefits ($1,093 million versus $978 million) due to its more comprehensive eligibility screening and greater effect on incident reduction, it also incurs substantially higher economic costs ($900 million versus $659 million). The higher economic costs arise primarily from:
· Greater workforce impact through more restrictive eligibility criteria ($333 million versus $57 million in qualified driver exclusion costs). 
Option B will cost more than Option A which is primarily driven by the higher economic costs associated with the lower uptake in applicants compared to Option A. 
· Option B has lower costs to trainer providers ($284 million vs $300 million) as there will be less drivers under the stricter licensing requirements, however this reduction in financial costs does not offset the higher economics costs. 
Both options deliver their benefits primarily through:
· Fewer heavy vehicle incidents, injuries, and fatalities ($784 million for Option A, $931 million for Option B) – representing prevented fatalities, serious injuries, property damage, and productivity losses. 
· Industry productivity benefits from alternative progression pathways ($195 million for Option A, $162 million for Option B) – enabling drivers to operate more productive heavy vehicles quicker through experience and coached driving pathways.  
A detailed explanation of the costs and benefits is provided in Section 5.2 and Section 5.3, respectively. 
[bookmark: _Toc235717661]Table 24 Summary of cost benefit analysis - total over 30 years ($m, discounted at 7%)
	
	Option A
	Option B

	Benefits
	$978
	$1,093

	Fewer heavy vehicle incidents, injuries, and fatalities 
	$784
	$931

	Industry productivity improvements from quicker licensing progression
	$195
	$162

	Costs
	$659
	$900

	Costs to industry productivity due to the exclusion of qualified drivers 
	$57
	$333

	Costs to industry productivity due to longer licensing timelines
	$244
	$221

	Victorian government costs
	$34
	$41

	Trainer provider costs
	$300
	$284 

	Austroads costs
	$24 
	$23

	NPV
	$320
	$193

	BCR
	1.49
	1.21


* Numbers in the table may not total due to rounding. 
5.4.2 Net benefit profile
The figures below show how the costs and benefits of Options A and B accumulate over the 30-year evaluation period. Both options show net costs in the initial years as government and training providers invest in system changes, curriculum development, trainer upskilling, and implementation activities. These upfront costs are concentrated in 2027-2028 preceding the commencement of competency requirements (June 2027), progression pathways (December 2027), and eligibility requirements (December 2028).
Whilst safety benefits could conceivably begin immediately on introduction of the enhanced curriculum, the analysis adopts a conservative approach where safety benefits commence from FY29, once eligibility criteria take effect and newly trained drivers enter the workforce. Benefits then accumulate progressively over approximately 22 years as an increasing proportion of the driver population holds licences issued under the reformed framework, driven mainly by natural workforce turnover and expected licence upgrades. Full safety benefits are realised by 2049 when all active heavy vehicle drivers are expected to hold licences issued under the reformed framework.
The annual NPV ceases to decline and begins to increase from 1 July 2028, reflecting the point at which benefits start to outweigh ongoing costs on an annual basis. The annual NPV reaches breakeven in 2034 for Option A and 2036 for Option B, marking the year in which annual discounted benefits exceed annual discounted costs. The cumulative breakeven point, where positive annual NPVs in later years have fully paid back negative annual NPVs, is reached in 2044 for Option A and 2048 for Option B.
From 2049 onwards, both options deliver steady annual benefits, with the slightly declining NPV curve in later years reflecting the discounting of future benefits.

[bookmark: _Toc235717698]Option A 
Figure 16 Profile of benefits, costs, and net-present value of the Option A reforms through time
[image: Column chart with line graph illustrating financial analysis of Option A from 2026 to 2054, showing annual benefits, costs, and net present value. Grey bars represent benefits peaking around $45 million, teal bars show costs increasing then stabilising near -$20 million, and a green line indicates net present value rising until about 2048 before declining; key milestones marked include commencement of competency requirements in 2007, progression pathways in 2028, and eligibility requirements in 2029, and full safety benefits realisation in 2049.]
Option B
[bookmark: _Toc235717699]Figure 17 Profile of benefits, costs, and net-present value of the Option B reforms through time
[image: Column chart illustrating financial projections for Option B from 2026 to 2055, showing benefits in gray bars, costs in teal bars, and net present value as a green line. Key milestones include competency requirements starting in 2027, progression pathways in 2028, and eligibility requirements in 2029, and full safety benefits realisation in 2049, with benefits peaking around 2045 and net present value rising steadily before leveling off.]




5.4.3 Summary of sensitivity and scenario analysis 
Sensitivity analysis tests the robustness of the economic results to changes in key assumptions. The table below presents results for Options A and B, respectively.
Both options demonstrate robust economic performance, maintaining a positive NPV and BCR above 1 in all tested scenarios except under the worst-case scenario, where costs are increased by 20% and benefits are decreased by 20%. Under this scenario, Option A produces a BCR of 0.99 and Option B 0. 81. 
Results are most sensitive to:
Discount rate: Increasing the discount rate from 7% to 10% decreases the NPV of both options (Option A: $148 million and Option B: $54 million). Both options remain economically viable which reflects the long-term nature of safety benefits, which continue to accrue over the long term. 
Worst-case and best-case scenarios: Under the best-case scenario (changes of -20% costs and +20% benefits in key assumptions based on available quantitative data), both options show strong performance (Option A: BCR: 2.23 and Option B: BCR: 1.82) indicating significant upside potential if implementation costs are lower or safety benefits greater than estimates. It should be noted that the CBA has not quantified all benefits, including traditionally intangible benefits such as increased community trust and improved industry reputation, as discussed in Section 5.2.3.
Correlation between policy levers: This assumption tests the extent to which different licensing reforms produce independent versus overlapping safety benefits. Higher correlation between interventions (75%) moderately reduces benefits, whilst lower correlation (25%) increases benefits, with both options maintaining positive returns. 
The analysis demonstrates that both options deliver positive economic returns under most realistic scenarios tested. 
[bookmark: _Ref234569363][bookmark: _Toc235717662]Table 25 Sensitivity Analysis (Option A & Option B) ($m, discounted at 7%)
	Assumption
	Current
	Sensitivity
	NPV ($m)
	BCR
	Current
	Sensitivity
	NPV
	BCR

	
	
	Option A
	$319.9
	1.49
	
	Option B
	$193.1
	1.21

	Nominal discount rate[footnoteRef:14] [14:  The discount rate reflects the time value of money by converting future costs and benefits into present values.  ] 

	7%
	10%
	$147.8
	1.32
	7%
	10%
	$53.5
	1.09 

	Negative impact to cost and benefits
	n/a
	+20% total costs and -20% total benefits of the Core Case
	-$7.5
	0.99 
	n/a
	+20% total costs and -20% total benefits of the Core Case
	-$205.6 
	0.81 

	Positive impact to cost and benefits
	n/a
	-20% total costs and +20% total benefits of the Core Case
	$647.3
	2.23
	n/a
	-20% total costs and +20% total benefits of the Core Case
	$591.9
	1.82 

	Training hours delivered 
(current state)
	n/a
	+20%
	$227.7
	1.35
	n/a
	+20%
	$100.9
	1.11

	
	
	-20% hours
	$434.4
	1.66
	
	-20% hours
	$307.7
	1.34

	Hourly cost of training per participant
	n/a
	+20%
	$259.8
	1.36
	n/a
	+20%
	$137.0
	1.14

	
	
	-20%
	$380.0
	1.63
	
	-20%
	$249.3
	1.30

	Growth in annual heavy vehicle kilometres travelled (rigid, articulated)
	n/a
	-25%, -8%
	$242.4
	1.37 
	n/a
	-25%, -8%
	$101.0
	1.11 

	
	
	+25%, +8%
	$397.3
	1.60
	
	+25%, +8%
	$285.2 
	1.32

	Correlation between policy levers[footnoteRef:15] [15:  	Correlation between policy levers refers to the extent to which enhanced training and stricter eligibility criteria influence the same outcomes. A higher correlation suggests greater overlap in their impacts and reduces the accuracy of counting their benefits independently. ] 

	50%
	+25%
	$211.0
	1.32 
	50%
	+25%
	$124.6
	1.13 

	
	
	-25%
	$428.7 
	1.65
	
	-25%
	$261.6 
	1.30

	Pathway uptake (steady state[footnoteRef:16]) [16:  	Steady state refers to the expected long-term average uptake of a given pathway once the policy has been fully implemented and market behaviour has stabilised. ] 

	Coached Driving 
Experience
Tenure
	10.72%
49.18%
40.10%
	Conservative
Coached Driving – 8.22%
Experience – 46.68%
Tenure – 45.10%
	$311.6
	1.46
	5.72%
51.68%
42.60%
	Conservative 
Coached Driving – 3.22%
Experience – 49.18%
Tenure – 47.60%
	$185.9
	1.20

	
	
	
	Optimistic
Supervision - 18.22%
Experience – 56.68%
Tenure – 25.10%
	$328.2
	1.51 
	
	Optimistic 
Coached Driving – 13.22%
Experience - 59.18%
Tenure – 27.60%
	$200.8 
	1.23



5.4.4 Summary of driver cohort analysis
The reforms will impact driver cohorts differently. A summary of the analysis is provided below. Refer to Appendix C for detailed driver cohort analysis.
Enhanced competencies in HV environments. Enhanced competencies in urban hazard perception (local delivery), fatigue management (long-haul), vehicle dynamics (concrete, motorhomes), passenger safety (bus) and rollover awareness (livestock, heavy haulage) directly benefit operational safety for most sectors. 
Reinforcing existing practices of experienced specialist sectors. Dangerous goods, heavy haulage, professional bus and career emergency services already prioritise experienced drivers including undertaking comprehensive training and screening. In these contexts, reforms are likely to cause relatively less workforce disruption. 
Time and cost burden higher for secondary and occasional users. Farmers, tradespeople, crane operators, occasional bus drivers and volunteers may face training costs and time commitments disproportionate to their infrequent heavy vehicle use, potentially reducing the available pool of drivers during time-sensitive peak periods. 
Greater impacts expected for small operators and rural areas. Large companies with training infrastructure, larger vehicle fleets and screening processes may absorb reforms more easily than small businesses, owner-operators, rural farmers and community organisations with more limited resources and training access.
Young workers bear more burden under Option B. Restrictions on probationary drivers may constrain entry to construction apprenticeships (primary pathway for the sector), local logistics (traditionally accessible sector), farm operations (family learning) and emergency services volunteers. These cohorts often rely on young workers gaining early heavy vehicle experience.
[bookmark: _Toc235717609][bookmark: _Toc213222030]Preferred Option 
6.1 [bookmark: _Toc235717610]Introduction
This chapter synthesises the economic analysis presented in Chapter 5 with broader implementation considerations to identify a provisional preferred option for Victorian implementation of the NHVDCF reforms.
The assessment presented here is preliminary and subject to revision based on stakeholder feedback received during public consultation. While Chapter 5 provided quantified analysis of the costs and benefits associated with each option, the selection of a preferred option requires consideration of additional factors beyond economic metrics alone. These include:
Implementation complexity and transition burden on licensing authorities, training providers, and industry
Alignment with Victorian Government strategic priorities for road safety and regulatory efficiency
Consistency with NHVDCF reform priorities to support national harmonisation 
Stakeholder and industry readiness to adopt proposed changes.
Consistent with the requirements outlined in the Victorian Guide to Regulation and the Subordinate Legislation Act 1994, this chapter also incorporates:
Competition impact assessment – examining potential effects on training provider markets, heavy vehicle operator competitiveness, and barriers to entry for both sectors.
Gender impact assessment – considering differential impacts on workforce participation and career pathways.
The final preferred option will be determined following the completion of public consultation and will:
Incorporate stakeholder feedback on feasibility, costs, and implementation concerns.
Address specific implementation issues raised during consultation.
May combine elements from both options where this delivers superior outcomes.
6.2 [bookmark: _Toc213222031][bookmark: _Toc235717611]Summary Assessment 
Both options deliver positive net benefits but involve different trade-offs between safety maximisation, workforce accessibility, economic efficiency and implementation feasibility.
Option A achieves strong safety outcomes (preventing approximately 15 fatalities and 114 serious injuries annually at steady state) with superior economic efficiency, national alignment, and lower implementation complexity. It affects approximately 2,886 licence applications per year.
Option B maximises safety outcomes (preventing approximately 18 fatalities and 136 serious injuries annually at steady state) through evidence-based Victorian variations, but at higher workforce cost, reduced economic efficiency, and increased implementation complexity. It affects approximately 5,834 licence applications per year.
The core question is whether Option B's additional safety benefits justify affecting over double the number of licence applications, lower economic returns, potential regulatory divergence, and significantly more complex implementation.
[bookmark: _Ref213068756]The table below compares the options across four key dimensions: economic performance, strategic alignment, implementation complexity and expected stakeholder acceptance. 

[bookmark: _Toc235717663]Table 26 Impact Analysis Summary
	Criterion
	Option A (Baseline)
	Option B (Enhanced)

	Economic Performance

	Safety*
	~15 heavy vehicle fatalities and 112 serious injuries avoided annually
	~18 heavy vehicle fatalities and 133 serious injuries avoided annually

	Driver* supply 
	~ 2,670 licence applications affected annually
	~ 5,303 licence applications affected annually

	Net benefits
	BCR: 1.49
NPV: $320 million
	BCR: 1.21
NPV: $193 million 

	Strategic Alignment

	Victorian priorities
	Balances Victorian Road Safety Strategy objectives with Victorian Freight Plan workforce priorities, delivering substantial safety improvements whilst maintaining sustainable pathways for driver recruitment and development.
	Directly advances Vision Zero target through maximum incident reduction based on Victorian evidence.[endnoteRef:123] However, may create tension with Freight Plan objectives to address driver supply issues and support industry productivity.[endnoteRef:124] [123:  Infrastructure and Transport Ministers (2021). National Road Safety Strategy 2021-30. Accessed on 4 November 2025 from https://www.roadsafety.gov.au/sites/default/files/documents/National-Road-Safety-Strategy-2021-30.pdf ]  [124:  Victorian Department of Transport and Planning (2025). Victoria Delivers: Victorian Freight Plan 2025-30. Accessed on 4 November 2025 from https://www.vic.gov.au/sites/default/files/2025-09/The-Victorian-Freight-Plan-2025-29-Victoria-Delivers.pdf ] 


	National reforms
	Closely aligns with D-RIS recommendations.
	Exceeds national requirements, posing potential harmonisation challenges.

	Implementation Complexity

	Delivery risks
	Low to moderate complexity:
Leverages existing systems: Utilises existing licence ban tracking systems already in place, enabling simpler monitoring and enforcement of ban-based exclusions.
Maintains current workforce capacity: Preserves current trainer qualifications for training providers, avoiding potential workforce capacity constraints.
Simpler coaching requirements: Does not impose additional coaching requirements, supporting broader industry participation in coached driving pathways.
Non-RTO compliance requirements: Removal of mandatory RTO registration would require additional DTP compliance and audit activities to ensure non-RTO providers meet quality standards.
	High complexity:
Complex eligibility verification: Requires ongoing verification of comprehensive high-risk offence schedules, full licence status, and extended lookback periods, creating greater admin burden.
Vehicle-specific coaching verification: Additional verification burden to confirm coached driving in target licence category vehicles.
Enhanced trainer qualifications: Certificate IV requirements may create short-term workforce challenges, particularly in regional areas. 
Higher appeals volume:  Offence-based screening may create interpretive grey areas around which offences meet exclusion criteria and how circumstances should be considered, increasing the risk of contested decisions that require substantial case-by-case assessment.
More complex system changes: Requires substantial system development to track and verify multiple eligibility criteria, integrate full licence checks, and manage vehicle-specific coached driving records

	Expected stakeholder acceptance
	Broader acceptance expected: 
Transport operators and industry value maintaining operational flexibility and existing workforce development pathways, particularly for young driver recruitment in construction, agriculture and logistics sectors.
Training providers likely to support maintaining existing qualification requirements and avoiding "licence shopping" stemming from Victoria’s policy divergence with other Australian jurisdictions. 
Regional communities and smaller operators benefit from simpler coaching requirements. 
Safety advocates may oppose probationary drivers accessing fast-track pathways, inadequately responds to incident evidence.
	Mixed stakeholder response expected:
Road safety advocates are likely to support the evidence-based approach targeting highest-risk cohorts.
Industry and operators are likely to oppose restrictions that would exacerbate driver shortages and constrain young worker entry.
Large fleet operators with existing robust screening systems may see greater value from comprehensive industry-wide standards.
Regional businesses more likely to face compounded challenges from trainer qualification and vehicle availability constraints.



[bookmark: _Hlk213169038][bookmark: _Ref211425473]Table Note: * Average annual impacts at steady state, defined as the point when all active heavy vehicle drivers hold licences issued under the reformed framework (approximately 2049).
6.3 [bookmark: _Toc213222032][bookmark: _Toc235717612]Hybrid Option 
6.3.1 [bookmark: _Toc213222033]Overview of hybrid option
Based on the analysis above, a hybrid approach has been developed that combines elements from both Option A and Option B to better balance safety outcomes, workforce accessibility, economic efficiency, implementation feasibility and national harmonisation in alignment with the D-RIS.
The hybrid option delivers strong economic performance with a BCR of 1.44 and NPV of $312 million over 30 years – closely approaching Option A's economic efficiency whilst incorporating targeted safety enhancements from Option B. The hybrid option generates total benefits of $1,023 million against costs of $711 million (discounted at 7%).
Table 27 sets out the specific design choices that comprise the hybrid option. 
[bookmark: _Ref213076718][bookmark: _Toc235717664]Table 27 Proposed hybrid option 
	Implementation Area
	Option
	Preferred Option 
	Details

	Training Standards

	Enhanced competency
	A & B
	Adopt enhanced requirements
	Expand the framework from 15 broad elements to over 150 specific competencies targeting gaps in the existing curriculum. Online delivery of foundational knowledge provides flexible, cost-effective learning while reserving face-to-face time for practical skill development.

	Minimum training times
	A & B
	Adopt enhanced requirements
	Establish a quality floor, with prescribed hours including behind the wheel requirements for each licence category. Standardised national training materials developed by Austroads ensure consistent content delivery across Victoria and support training provider efficiency.

	Training Provider Entry Requirement 
	B
	Maintain RTO requirement
(status quo) 
	Maintain current Victorian requirement for all training providers to acquire RTO status before becoming eligible to deliver heavy vehicle training. This represents a non-regulatory implementation area. It is not included in the D-RIS, however supports governance and consistent standards set out in the NHVDCF reform. 

	Trainer and assessor qualifications 
	B
	Enhanced qualification
	New trainers will need to hold a Certificate IV qualification, with the specific qualification to be determined through further consultation. Potential options include:
Certificate IV in Heavy Vehicle Driver Instruction (TLI41321).
Certificate IV in Training and Assessment (TLI40122). 
This represents a non-regulatory implementation area. It is not included in the D-RIS, however many jurisdictions have mandates in place for this training and assessor qualification requirement.

	Enhanced Eligibility Criteria

	Offences Constituting Ineligibility 
	A
	Licence bans only
	Under this approach, applicants would be ineligible if they have had their licence or permit suspended, cancelled, or been disqualified from driving for a road safety offence under the Road Safety Act 1986 in the previous two years. The D-RIS includes limited details on licence bans, noting jurisdictional legislative, regulatory and policy settings for relevant offences.

	Look back period for ineligibility
	Hybrid
	2-year look back, from end of ban date
	Apply a 2-year look-back period from the end date of a licence ban in line with the national D-RIS. 

	Restricting MR/HR Licence Access 
	A
	Probationary licence holders eligible 
(status quo) 
	Maintain current eligibility allowing probationary licence holders to obtain MR/HR licences in line with the D-RIS, noting Austroads will explore a young driver pilot. 

	HC to MC 
	B
	HC licence holding
	HR applicants looking to progress to MC are required to hold HC licence category before applying to MC licence category in line with the D-RIS.

	Alternative Licence Progression Pathways

	Vehicle for Coached Driving Experience 
	A
	Current heavy vehicle licence class
	Allow coached driving experience to be undertaken in a heavy vehicle that matches the category of licence currently held. For example, an applicant progressing from MR to HC would complete the coached behind-the-wheel component in a MR vehicle. While the D-RIS provided limited details on vehicle requirements for alternative licence progression pathways, jurisdictions have agreed the above requirements through national governance arrangements.

	Eligibility for Alternative Licence Progression 
	B
	Full licence holders 
	Probationary drivers are not eligible for alternative progression pathways. Although the D-RIS does not specify exclusion from alternative licence progression, requiring applicants to hold an Australian licence for a minimum of 2 years before becoming eligible for alternative progression pathways enables protective factors of driving experience including in local conditions.

	Heavy vehicle coach minimum requirements
	B
	Current full licence, clean record & credential 
	Heavy vehicle coaches will be required to hold a current full Australian heavy vehicle licence in the vehicle category supervised, have held that category of licence for at least three years, hold a clean record of driving, and complete a targeted micro-credential designed to support heavy vehicle coaches. While the D-RIS provided limited details on heavy vehicle coach requirements for alternative licence progression pathways, jurisdictions have agreed the above requirements through national governance arrangements.


6.3.2 [bookmark: _Toc213222034]Rationale for hybrid approach
To support road safety and freight and transport productivity objectives, the hybrid option addresses key limitations identified in Options A and B to provide a BCR and NPV closely comparable to Option A, while optimising key safety benefits from Option B through balanced driver eligibility requirements focused on key risks, and alignment with harmonised national reform to support productivity through alternative licence pathways. This includes:
Enhanced trainer qualifications (from Option B): Requiring Certificate IV qualifications for new trainers and assessors strengthens the quality and consistency of training delivery across Victoria. This addresses safety advocate concerns about training quality whilst providing sufficient transition time for the sector to build capacity. The specific qualification will be determined through further consultation.
Maintain RTO requirement (from Option B): Retaining Victoria's existing requirement for all training providers to hold RTO status preserves established quality assurance mechanisms and avoids the complexity of developing new compliance frameworks for non-RTO providers. Most heavy vehicle training providers would maintain RTO registration regardless of government requirements, as it is needed to issue nationally recognised qualifications and to deliver other training courses they offer. This approach maintains consistent regulatory oversight whilst avoiding market fragmentation between RTO and non-RTO providers.
Licence ban-based eligibility criteria (from Option A): Using licence bans rather than comprehensive offence schedules as the primary eligibility criterion significantly reduces administrative complexity and interpretive grey areas. This approach, while being simpler to communicate to drivers, leverages existing systems, simplifies monitoring and enforcement, and reduces the potential for contested appeals whilst still excluding drivers with demonstrated serious road safety risk.
2-year lookback from ban end date (hybrid approach): Applying the lookback period from the end of a licence ban (rather than the start) provides a clearer, more objective eligibility standard. Ensuring drivers have demonstrated an extended period of safe driving before accessing heavy vehicle licences. This represents a middle ground between Option A's simpler 2-year ban lookback and Option B's more complex 3-year offence lookback. Together with the licence ban-based eligibility criteria from Option A, the hybrid approach strikes a balance between improved safety and simple messaging, and the administrative and regulatory burden on government, heavy vehicle drivers and industry participants.
Restrict probationary drivers from alternative progression pathways (from Option B): Whilst maintaining probationary drivers' general eligibility for MR/HR licences (addressing workforce and industry concerns), the hybrid option restricts their access to alternative progression pathways. This responds to MUARC evidence about elevated crash risk for younger drivers whilst avoiding the broader workforce impacts of Option B's blanket restriction on probationary driver access to MR/HR licences.
Current licence category coaching (from Option A): Allowing coached driving experience in vehicles in the driver's current licence category (rather than requiring target licence category vehicles) reduces implementation complexity, supports broader participation in coached driving programs, and addresses concern from smaller operators and regional businesses about vehicle availability constraints.
Enhanced heavy vehicle coach requirements (from Option B): Requiring heavy vehicle coaches to hold current full licences, have held the relevant category of heavy vehicle licence for at least three years, maintain clean driving records, and complete a targeted micro-credential ensures effective skill transfer and maintains safety standards within coached driving programs.
HC to MC (from Option B): Requiring MC applicants to have held a HC licence category is expected to deliver additional safety improvements over Option A, by requiring drivers to gain the necessary experience operating combination vehicles before operating more complex combinations whilst minimising costs to industry productivity and future crash risk. 
6.3.3 [bookmark: _Toc213222035]Economic performance of hybrid option 
The hybrid option delivers strong economic outcomes that closely approach Option A's efficiency whilst incorporating targeted safety enhancements:
Benefits: The hybrid option generates a net $1,023 million in total benefits, comprising:
· Safety benefits: $849 million – falling between Option A ($784 million) and Option B ($931 million), reflecting moderate eligibility screening combined with enhanced training quality through Certificate IV trainers. 
· Industry productivity benefits: $174 million – between Option A ($195 million) and Option B ($162 million), as restrictions on probationary driver access to fast-track pathways moderately reduce pathway uptake compared to Option A. 
Costs: The hybrid option incurs $711 million in total costs, comprising:
· Costs to industry productivity due to exclusion of qualified drivers: $110 million – between Option A ($57 million) and Option B ($333 million), affecting fewer applications than Option B's comprehensive restrictions and extended look back period. 
· Costs to industry productivity due to longer licensing timelines: $241 million – moderate impacts from coached driving requirements and restricted probationary driver access to alternative pathways. 
· Government costs: $33 million – equal to Option A excluding non-RTO costs, as licence ban-based eligibility avoids Option B's complex system requirements, greater compliance costs, and higher appeals and reviews.[footnoteRef:17] [17:  	A bottom-up costing of Victorian Government costs has not been completed for the hybrid option. Victorian Governments costs have been assumed equal to Option A excluding non-RTO costs ($33 million) given the hybrid option adopts Option A's simpler licence ban-based eligibility criteria and avoids Option B's complex system requirements for tracking comprehensive offence schedules and verifying full licence status.  ] 

· Training provider costs: $304 million – higher than both options due to combining Certificate IV trainer requirements with a greater number of licence applications (compared to Option B). 
· Austroads costs: $24 million – equal to Option A, as the number of licence applicants is the same as Option A, which drives the ongoing operational costs with no difference in implementation costs between options. 
With a BCR of 1.44 and NPV of $312 million, the hybrid option has a similar impact to Option A (BCR 1.49, NPV $320 million) whilst achieving stronger safety outcomes through enhanced trainer qualifications and targeted restrictions on highest-risk cohorts. Table 28 compares the economic performance of the hybrid option to Option A and B. 
[bookmark: _Ref213078410][bookmark: _Toc235717665]Table 28 Cost benefit analysis of hybrid option - total over 30 years ($m, discounted at 7%) *
	[bookmark: _Hlk223443374][bookmark: _Toc213222036]
	Option A
	Hybrid Option 
	Option B

	Benefits
	$978
	$1,023
	$1,093

	Fewer heavy vehicle incidents, injuries and fatalities
	Training and assessment uplift
	$615
	$607
	$602

	
	Strengthened eligibility requirements
	$168
	$242
	$329

	Industry productivity improvements from quicker licensing progression
	$195
	$174
	$162

	Costs
	$659
	$711
	$900

	Costs to industry productivity due to the exclusion of qualified drivers
	$57
	$110
	$333

	Costs to industry productivity due to longer licensing timelines
	$244
	$241
	$221

	Victorian government costs
	$34
	$33
	$41

	Trainer provider costs
	$300
	$304
	$284

	Austroads costs
	$24
	$24
	$23

	NPV
	$320
	$312
	$193

	BCR
	1.49
	1.44
	1.21


* Numbers in the table may not total due to rounding. 
6.3.4 Unresolved risks to be addressed through future work
Both options face limitations in addressing certain risk factors that contribute to heavy vehicle incidents:
Very young drivers: Neither option directly addresses the elevated crash risk associated with drivers under 20-25 years old beyond the general improvements from enhanced training. MUARC research demonstrates that probationary drivers – who are generally younger and less experienced – exhibited higher crash rates following MR/HR endorsement,[endnoteRef:125] likely due to a combination of inexperience, risk-taking behaviour, and developmental factors affecting hazard perception and decision making. Option B's full licence requirement provides some constraint by preventing probationary drivers from accessing MR/HR licences but does not specifically target drivers in the 20-25 age bracket who hold full licences but remain in a higher-risk demographic. The D-RIS recommended maintaining current tenure pathways for very young drivers whilst conducting a pilot to assess risk levels and identify appropriate interventions for this cohort. This work is ongoing through Austroads NHVDCF reform project delivery and will inform future policy. [125:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 5, page 17. Accessed on 4 November 2025.] 

Overseas and Interstate drivers: Both options rely on driving history screening to identify high-risk applicants but face significant challenges obtaining robust driving history for overseas applicants and applicants from other jurisdictions where equivalent eligibility requirements are not adopted. Overseas driving records may be unavailable, incomplete, or difficult to verify, whilst interstate applicants from jurisdictions with less stringent requirements may not have comparable offence data collected or shared. This limits the effectiveness of eligibility screening for these cohorts and creates potential inconsistency in risk assessment, with local Victorian applicants subject to comprehensive screening whilst overseas and some interstate applicants may not face equivalent scrutiny. Victoria is undertaking work to understand possible additional requirements or verification mechanisms for these cohorts to address this gap and working with Austroads for a national approach.
Key areas requiring further work beyond this RIS include:
· Trainer, assessor, and heavy vehicle coach qualifications: The hybrid option requires Certificate IV qualifications for new trainers and assessors, and completion of a targeted micro-credential for heavy vehicle coaches. Victoria will consult with the training sector and industry to develop appropriate qualification pathways, recognition of prior learning arrangements, and micro-credential content that meets safety objectives whilst supporting workforce capacity and transition timelines.
· Fee structures: A separate Fee Regulatory Impact Statement will establish cost recovery arrangements for the reformed licensing system, determining appropriate fees whilst maintaining accessibility. This work is pending Austroads' completion of its national cost recovery model. In addition, training providers have indicated they will pass additional costs through to licence applicants via increased course fees, with potential implications for workforce accessibility.

6.4 [bookmark: _Toc213222037][bookmark: _Ref213245526][bookmark: _Toc235717613]Competition Impact: Training Provider Market
Victoria currently has 16 RTOs delivering heavy vehicle driver training across the state. While both options maintain competitive market conditions, they create different dynamics for market entry and trainer supply. The most significant competition concern identified through stakeholder consultation relates to cross-border “licence shopping” should Victoria implement reforms ahead of other jurisdictions or implements more stringent requirements than neighbouring states. 
6.4.1 [bookmark: _Toc213222038]Barriers to entry and trainer supply
Option B's enhanced trainer and assessor qualification requirements (Certificate IV in Training and Assessment) may create additional barriers to entry for new training providers and could reduce the available pool of trainers. This impact is likely to be most pronounced in regional areas and other areas where trainer availability is already constrained.
Option A's removal of mandatory RTO registration requirements could be perceived to lower barriers to market entry for non-RTO providers, however, would generate ongoing costs and administrative requirements shifting the requirement to ensure robust systems, management and assurance in line with RTO requirements. Removal of RTO status may disadvantage existing RTOs that have invested in registration and compliance systems, potentially creating an uneven competitive landscape between RTO and non-RTO providers. The extent to which new non-RTO entrants emerge, and the competitive impact on existing providers, remains uncertain.
6.4.2 [bookmark: _Toc213222039]Cost structures and pricing dynamics
The introduction of standardised Austroads training materials under both options will reduce course development costs and create a more level playing field between large and small training providers. This standardisation removes a source of competitive differentiation but ensures consistent quality across providers. Similarly, mandatory minimum training hours prescribed under both options will establish a floor for training duration, preventing competition based exclusively on course length. However, expanded training requirements are likely to increase course fees, with potential implications for demand.
[bookmark: _Toc213222040]6.4.3 Interstate competition and demand concerns
Quantitatively, the impacts to Victorian road safety and heavy vehicle industry productivity associated with the Victorian-specific enhancements are captured in the BCR and net benefit estimates of Option B. Harmonisation risk, or specifically the risk of “licence shopping” is captured qualitatively below. 
The inclusion of training provider survey responses provides all available details on harmonisation risk and faithfully present the significant concerns about the reforms' impact on demand and competitive position relative to other jurisdictions. Specifically, the report highlighted that sixty-seven percent of training provider respondents anticipated that training demand would decrease in the interim if Victoria seeks to implement the reforms ahead of other jurisdictions. 
Provider feedback highlights the severity of this concern as set out in Appendix B.
These concerns indicate that the anticipated demand reduction is closely linked to cross-border competition effects. The risk of licence applicants travelling interstate to access less stringent requirements represents a material threat to provider viability. To mitigate impacts on training providers, continued engagement with Austroads and other jurisdictions will help coordinate efforts and inform potential mitigation options and responses to the issue. Initiatives could include transitioning towards arrangements that accept Certificates of Competency from jurisdictions with reciprocal training programs in place or enforcing residency-based licensing requirements to prevent licence shopping across jurisdictions (i.e. training and assessment must occur in the jurisdiction where the person holds their current driver licence).
6.4.4 [bookmark: _Toc213222041]New market opportunities
Both options create new market opportunities for specialised service providers:
The coached driving pathway introduced under alternative licensing progression arrangements creates a potential niche market for businesses offering structured mentoring programs and coached driving services. 
Traditional RTOs may form partnerships with transport operators to co-deliver coached driving programs, creating new business models.
Larger transport operators with existing training capacity may develop coached driving services as a new revenue stream, potentially creating competitive advantages through vertical integration into driver supply.
6.5 [bookmark: _Toc235717614][bookmark: _Ref211425523][bookmark: _Toc213222042]Summary of proposed changes to the regulations
	Proposed regulation number
	Proposed regulation description

	r.5 Meaning of full Australian driver licence
	Introduces a new definition of full Australian driver licence to capture Victorian and interstate full driver licences (not probationary, provisional or learner).

	r.5 Meaning of heavy vehicle accreditation log book
	Defines a new term for the record in which driving experience under the new alternative pathways must be recorded and allows the Secretary to DTP to approve the form of that record.

	r.5 Meaning of Heavy vehicle coach
	The proposed term for the person who is authorised by the Secretary to supervise a driver under the coached driving pathway.

	r.20 Requirements for heavy combination vehicle licence
	Amends existing regulation 20 by introducing two alternative requirements for a heavy combination vehicle licence. The proposed new requirements are that the applicant:
· holds a full Australian driver licence, and while holding an Australian driver licence to drive a medium rigid vehicle or heavy rigid vehicle, has completed – 
· a minimum of 600 hours of driving experience over a period of at least 26 weeks on roads in a medium rigid vehicle, heavy rigid vehicle or other specified category of heavy vehicle; or
· a minimum of 432 hours of driving experience over a period of at least 12 weeks on roads comprising – 
· a minimum of 420 hours in a medium rigid vehicle, heavy rigid vehicle or other specified category or heavy vehicle; and
· a minimum of 12 hours in a medium rigid vehicle or heavy rigid vehicle under the supervision of a heavy vehicle coach who was sitting beside the applicant.
The driving experience must be recorded in a heavy vehicle accreditation log book with a declaration signed by the applicant and the heavy vehicle coach (as the case requires). 
The Secretary may specify additional heavy vehicle categories for the purposes of recorded driving hours by notice published in the Government Gazette.


	r.21 Requirements for a multi-combination vehicle licence 
	Amends existing regulation 21 by removing the ability to progress from a heavy rigid vehicle licence and introduces two alternative requirements for a multi-combination vehicle licence. The proposed new requirements are that the applicant:
· holds a full Australian driver licence, and while holding an Australian driver licence to drive a heavy combination vehicle, has completed – 
· a minimum of 700 hours of driving experience over a period of at least 26 weeks on roads in a heavy combination vehicle or other specified category of heavy vehicle; or
· a minimum of 576 hours of driving experience over a period of at least 16 weeks on roads comprising – 
· a minimum of 560 hours in a heavy combination vehicle or other specified category of heavy vehicle; and
· a minimum of 16 hours in a heavy combination vehicle under the supervision of a heavy vehicle coach who was sitting beside the applicant.
The driving experience must be recorded in a heavy vehicle accreditation log book with a declaration signed by the applicant and the heavy vehicle coach (as the case requires). 
The Secretary to DTP may specify additional heavy vehicle categories for the purposes of recorded driving hours by notice published in the Government Gazette.


	r.21A Additional requirement for certain heavy vehicle licences
	Introduces a new requirement that from 1 January 2029, an applicant for a medium rigid vehicle licence, heavy rigid vehicle licence, heavy combination vehicle licence or multi-combination vehicle licence must not have been disqualified from driving in Victoria, another Australian State or Territory or another country at any time during the two years immediately prior to the date of the application as a result of the commission of an offence relating to the driving of a motor vehicle.
This requirement also applies to a person who has been disqualified from driving as a result of incurring too many demerit points.

	r.24A Heavy combination vehicle licence and multi-combination vehicle licence applicants with relevant driving experience
	Inserts a proposed new regulation setting out additional requirements for applicants who choose to take up the new driving experience pathways. 
The requirements are that, as part of an application for a heavy combination vehicle licence or multi-combination vehicle licence the applicant must give their heavy vehicle accreditation log book and signed declaration of completion to the Secretary.

	r.71A Secretary may authorise heavy vehicle coach
	Introduces a new power for the Secretary to authorise a person to be a heavy vehicle coach for a specified category of heavy vehicle if the person – 
· holds a full Australian driver licence; and
· has, at some time, held an Australian driver licence which authorised them to drive the specified category of heavy vehicle for a period of at least 3 years; and
· is considered by the Secretary to be a fit and proper person having regards to the person’s driving record, experience in the heavy vehicle industry and qualifications.
If a person who has been authorised by the Secretary to be a heavy vehicle coach has their Australian driver licence suspended or cancelled, the authorisation is automatically revoked on the date on which the suspension or cancellation takes effect.

	r. 106 Replacement log book fee
	Amends existing regulation 106 to include the heavy vehicle accreditation log book.

	r.115 Road Safety (Drivers) Amendment (Heavy Vehicle Licence) Regulations 2026
	Transitional provision which specifies that for the purposes of regulation 21A only offences which were committed on or after the commencement of these amending regulations are relevant.
Where a disqualification is imposed as a result of more than one offence (e.g. incurring too many demerits) it is relevant if one of those offences was committed on or after the commencement of these amending regulations.

	Item 14 of Schedule 6
	Amends existing item 14 of Schedule 6 to allow a fee to be charged for a replacement heavy vehicle accreditation log book if it has been lost, stolen or damaged.


6.6 [bookmark: _Toc235717615]Competition Impact: Heavy Vehicle Operator Market
Neither option substantially restricts competition between transport operators, as both maintain multiple pathways for driver progression. However, the reforms create some differential impacts across operator types based on workforce demographics and organisational capacity.
6.5 [bookmark: _Toc213222043]
6.6 
6.6.1 Workforce composition effects
Option B's enhanced eligibility criteria, which require applicants to hold a full licence before obtaining an MR or HR licence, may create relative disadvantages for operators that rely on younger workers. Industries such as construction and agriculture, which commonly employ younger workers in roles that require MR or HR licences (for example, apprentices or labourers operating delivery vehicles), may face recruitment challenges compared to operators with predominantly mature-age workforces. This effect is specific to Option B and does not arise under Option A.
6.6.2 [bookmark: _Toc213222044]Organisational capacity and coached driving pathways
The coached driving pathway introduced under alternative licensing progression arrangements may favour larger operators with existing training infrastructure over owner-drivers and small-to-medium enterprises.  Larger operators are better positioned to designate qualified heavy vehicle coaches and vehicles, absorb the administrative costs of coached driving programs, and integrate structured mentoring into their operations. Conversely, owner-drivers and smaller operators may find it more challenging to offer coached driving pathways, potentially limiting their ability to recruit and develop drivers seeking accelerated progression to higher licence classes.
Operators that develop coached driving service capabilities may gain competitive advantages through two mechanisms:
New revenue streams – Offering coaching services to external applicants creates an additional business line.
Enhanced driver pipeline – Internal coached driving programs may improve driver recruitment and retention by offering accelerated career progression pathways.
6.6.3 [bookmark: _Toc213222045]Interstate competition
Unlike training providers, heavy vehicle operators face minimal interstate competition impacts from the reforms. Heavy vehicle licences remain nationally recognised, meaning Victorian-licensed drivers can operate across jurisdictions regardless of where they obtained their training. The reforms therefore do not materially alter competitive dynamics for operators competing in interstate freight markets.
6.7 [bookmark: _Ref211425531][bookmark: _Toc213222046][bookmark: _Toc235717616]Gender impact assessment
Women and gender diverse people comprise only 2% of heavy vehicle drivers in Victoria,[endnoteRef:126] significantly under-represented compared to 48% participation, for this cohort in the total Victorian workforce.[endnoteRef:127] This under-representation reflects multiple structural barriers including industry demographics and culture, sexual harassment and gender discrimination, poor job flexibility, long working hours, and inadequate roadside infrastructure facilities.[endnoteRef:128] [126:  Victorian Skills Authority (2025). Heavy vehicle driver skills project. Accessed on 15 October 2025 from https://www.vic.gov.au/heavy-vehicle-driver-skills-project ]  [127:  Australian Bureau of Statistics (2025). Labour Force, Australia. Accessed on 15 October 2025 from https://www.abs.gov.au/statistics/labour/employment-and-unemployment/labour-force-australia/latest-release ]  [128:  Smith, C., et al. (2023). Heavy Vehicle Driver Pathways Behavioural Research. Accessed on 15 October 2025 from https://www.transport.nsw.gov.au/system/files/media/documents/2024/Heavy-Vehicle-Driver-Pathways-Behavioural-Research-Report.pdf  ] 

Potential positive impacts through professionalisation
Both options may contribute to improved workforce participation for women and gender diverse people through enhanced professionalisation of the heavy vehicle driving occupation. Key mechanisms include:
· Clear career progression pathways – Creating structured pathways that reward skill development and experience.
· Comprehensive competency frameworks and mandatory training standards – Establishing clear, nationally consistent standards for driver capability and safety knowledge.
· Enhanced industry credibility – Improving the sector's reputation through higher safety standards and quality assurance in training.
· Flexible training delivery – The introduction of online learning modules for knowledge-based content provides greater flexibility with respect to when and where training can be completed, potentially improving accessibility for women managing caring responsibilities or other commitments.
Research by MUARC indicates that women demonstrate safer driving behaviours than men, suggesting that increased participation in heavy vehicle driving amongst women would align with the safety objectives of these reforms.[endnoteRef:129]  [129:  MUARC (2023). Baseline Research Program: Heavy Vehicle Licensing, and Crash Risk. Stage 1A: Licensing Factors Predicting Crash Risk on Entry to and Progression Within the Heavy Vehicle Licensing System, Table 1, page 13. Accessed on 15 October 2025. ] 

Limitations and differential impacts
Neither option directly addresses the structural barriers that currently limit the participation in heavy vehicle driving for women and gender diverse people, such as workplace culture, job flexibility, working hours, or roadside infrastructure adequacy.
The large number of driving hours required is focused on full time drivers. There is an assumption that flexible work arrangements are utilised at a higher rate by women, and this would make the experienced and coached driving pathway less tenable for those who may be part time/casual drivers.
Additionally, option B may create marginally higher barriers to entry for women compared to Option A:
· Higher training costs – Enhanced training requirements increase upfront costs, which may disproportionately affect women given existing gender wage gaps.
· Full licence requirements – The requirement to hold a full licence before obtaining an MR or HR licence may create delays for women who experience barriers to obtaining a probationary licence. 
Consultation priorities
Given the limited evidence base on how licensing reforms affect gender diverse workforce participation in heavy vehicle driving, consultation should specifically seek input from women currently working in the industry regarding:
· Preferences between different licensing progression pathways
· Barriers experienced in accessing training and career advancement
· Whether enhanced professionalisation measures would materially improve industry attractiveness for women
· The extent to which flexible online training delivery improves accessibility.


[bookmark: _Toc213222047][bookmark: _Ref213245134][bookmark: _Toc235717617]Implementation and Evaluation
7.1 [bookmark: _Toc213221839][bookmark: _Toc213222049][bookmark: _Toc235717618]Governance arrangements
Implementation of the preferred heavy vehicle driver safety reform package will occur within the established regulatory environment, supported by dedicated project governance (see figure 18), including: 
· The HVDSR Implementation Steering Committee engages with Austroads workstreams and working groups, and reports to the HVDSR Executive Committee. 
· The HVDSR Executive Committee engages directly with Road Safety Victoria (RSV) and reports to the Deputy Secretary and Victorian transport sector ministers on progress, risks, and budget. 
· The HVDSR program includes external reporting arrangements with the Road Safety Partnership Executive Committee and Program Oversight Committee.
[bookmark: _Toc235717700]Figure 18 Heavy Vehicle Driver Safety Reform Project Governance 
 
[image: Diagram of flowchart and hierarchy illustrating governance structures for road safety, divided into Victorian Governance on the left and Austroads & National Governance on the right. Victorian side uses teal, gray, and blue boxes to show hierarchical committees and teams, while Austroads side uses orange and black boxes highlighting boards, committees, and project delivery teams. The link between the two structures is shown, which sits at the level of Secretary of Department of Transport and Planning. ]
Successful implementation of the reforms will rely on close collaboration between stakeholders, each with clearly defined roles and responsibilities, as summarised below. 
DTP will lead Victoria's implementation effort, overseeing end-to-end delivery of reforms including: 
· Victorian policy development and legislative amendment processes.
· Adapting and piloting new training and assessment processes and materials.
· Establishing processes to verify driving experience and authorise heavy vehicle coaches
· Leading stakeholder engagement, communication strategy, and change management with training providers.
· Coordinating compliance and enforcement arrangements.
· Conducting regulatory and gender impact assessments.
· Leading evaluation of Victorian implementation.
Management and oversight of systems development and implementation undertaken by DTP’s strategic delivery partner VicRoads:
· Linking myVicRoads with Austroads' online LMS
· Updating the Driver Licensing System to reflect new eligibility criteria, alternative progression pathways, and data recording requirements
· Providing technical expertise for system development and testing, including integration of a solution for recording hours under the alternative progression pathways
· Monitoring VicRoads service delivery obligations to provide licensing services to the Victorian community and supporting transition managements for existing heavy vehicle licence holders.
Austroads will provide national coordination and support for implementation including: 
· Developing and maintaining online LMS and national infrastructure.
· Developing and maintaining national online training content including hazard perception testing.
· Providing standardised training and assessment materials for face-to-face delivery.
· Establishing and harmonising driver history requirements in collaboration with jurisdictions.
· Establishing a mechanism for recording acceptable driving experience and a process for verifying the integrity of evidence provided by applicants.
· Providing governance guidance, templates, and tools for training provider management.
· Facilitating national coordination, consistent policies and information sharing between jurisdictions to support jurisdictional implementation planning.
· Developing cost benefit analysis and evaluation tools.
· Conducting periodic reviews and updates of national competency framework and materials.
7.1.1 [bookmark: _Toc213221840][bookmark: _Toc213222050][bookmark: _Ref213310083]Austroads Future Workplan
Austroads is coordinating national implementation through integrated workstreams (see Figure 19) including:
1. Curriculum Development: Developing national training and assessment materials, updating Licence to Drive competency units, and piloting the revised curriculum with industry partners.
2. Provider Governance: Establishing minimum standards for training providers and a harmonised national governance framework for outsourced delivery.
3. Online LMS: Defining requirements, selecting a delivery model, and implementing a national LMS platform for online competency modules.
4. Licensing Policy: Supporting implementation of the two alternative progression pathways (experience-based and coached driving program), developing transition arrangements for the HC-before-MC requirement, and finalising eligibility criteria based on driving history.
5. Implementation Support – Coordinating jurisdictional implementation plans, conducting supplementary cost-benefit analyses, and managing stakeholder engagement and communications.
6. Young Driver Pilot – Assessing feasibility for a pilot program addressing young driver entry pathways.
These national workstreams provide the foundation for jurisdictions to:
Develop local business and system requirements
Design jurisdiction-specific procedures and supporting materials
Assess implementation costs and timeframes for resource planning and funding submissions.
[bookmark: _Ref212030402][bookmark: _Toc235717701]Figure 19  Austroads Workstreams and Key Deliverables[endnoteRef:130] [130:  Austroads (2025). National Heavy Vehicle Driver Competency Framework Work Program. Access on 2 December 2025 from https://austroads.gov.au/__data/assets/image/0027/725229/NHVDCF-Scope-Diagram-27-March-25.jpg ] 

	Workstream 1: Training and Assessment Material
	Workstream 2: Operational Governance
	Workstream 3: Online Learning Management System (LMS)

	1.1 Set of training and assessment material
	1.2 Updated “Licence to Drive” Competency Units
	2.1 Set of minimum standards for providers
	2.2 Governance model for outsourced providers
	3.1 Requirements for online LMS and interfaces with jurisdictions
	3.2 Delivery model for the new LMS capability

	1.3 Delivery model for revised curriculum
	1.4 Pilot of the revised curriculum
	
	
	33 Procurement of the new LMS
	3.4 Implementation of the new LMS and ongoing operations

	1.5 Deliver the revised curriculum

	
	
	
	
	

	Workstream 4: Licensing Policy
	Workstream 5: Implementation and Support
	Workstream 6: Young Driver Pilot

	4.1 Driver experience pathway
	4.2 Supervision pathway
	5.1 Jurisdictional implementation plans and staging
	5.2 Cost benefit analysis and staging
	6.1 Feasibility assessment of piloting a young driver pilot program
	

	4.3 Mandating HC before MC, inc. exemption policies
	4.4 Eligibility criteria based on recent driver history
	5.3 Stakeholder engagement and communications
	
	
	



7.1.2 [bookmark: _Toc213221841][bookmark: _Toc213222051]DTP Work Packages
DTP is coordinating jurisdictional implementation through four core work packages (see Figure 20):
1. Eligibility: Updating Victorian licensing customer and provider requirements including implementing system changes, stakeholder communication and engagement, and delivering system changes. 
2. Curriculum: Adapting the national learning curriculum and assessment processes to Victorian needs including developing the systems and protocols to connect to the LMS and training provider engagement and communications.
3. Progression Pathways: Developing state-based policies and standards including around heavy vehicle coach accreditation and checks, mechanisms for logging of driving hours, real time information sharing and data privacy. 
4. Audit and Assurance: Uplifting core assurance processes and tools to ensure compliance with auditing standards and regulatory requirements and improve automation of existing processes. 
[bookmark: _Ref211842902][bookmark: _Toc235717702]Figure 20 DTP Work Packages and Sub-Projects
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	Digital Learning and Assessment
	Enhanced Provider Curriculum Delivery
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	Package C: Progression Pathways
	Package D: Audit and Assurance

	Experience Pathway
	Supervision Pathway
	Assurance Tools
	Assurance Governance





7.2 [bookmark: _Toc213221842][bookmark: _Toc213222052][bookmark: _Toc235717619]Implementation Plan
7.2.1 [bookmark: _Toc213221843][bookmark: _Toc213222053]Victorian implementation plan
Victoria’s implementation of the reforms will occur across five phases over a three-year period from 2026 to 2028. This phased approach will ensure thorough policy development, engagement and system readiness before the reforms commence.
Implementation begins with policy and consultation (2025-2026), establishing Victoria’s regulatory approach through a comprehensive RIS process. This will be followed by fee structure development (2026-2027) to ensure cost recovery arrangements are equitable, transparent, and aligned with the Victorian Government’s Cost Recovery Guidelines. Fee structure development may be completed through a RIS process if not dealt with through DTP’s internal pricing review process. Legislative and regulatory reforms will proceed in parallel during late 2026-early 2027, creating the legal framework necessary to support eligibility changes and the new competency requirements. 
Implementation (2026-2027) will involve the delivery of DTP’s four Work Packages, including VicRoads driver licensing system modifications and integration with the LMS, adaptation of the national curriculum and assessment to Victorian needs, updating agreements with accredited training providers, and rollout of enhanced assurance systems and tools. 
New reforms are expected to commence from early 2027, when the eligibility criteria provisions are formally made. From that date, a two-year grandfathering and transition period will apply before the new eligibility requirements take effect in January 2029. Competency requirements will commence in June 2027, following a three-month training period to ensure that providers and staff have sufficient time to complete required training, assessment, and accreditation. Alternative progression pathways will be available to drivers from December 2027, subject to the finalisation of supporting national mechanisms, e.g. systems to record driving hours. In the first year following commencement, DTP will monitor outcomes, address emerging issues and undertake formal evaluation to ensure the reforms deliver intended safety and productivity outcomes. 
[bookmark: _Toc235717703]Figure 21  Victorian implementation timeline  
[image: Timeline diagram illustrating legislative and regulatory reform, implementation work packages, and reform commencement from 2026 to 2029. Key milestones marked by stars highlight regulatory package prioritisation, curriculum work package completion, provider training, and eligibility requirements commencement, with colour-coded bars representing work stream delivery and stakeholder engagement phases.] 
7.2.2 [bookmark: _Toc213221844][bookmark: _Toc213222054]Transitional arrangements
The reforms will be implemented in phases, commencing in January 2027. Comprehensive transition support for all affected parties will be provided as follows:
For licence holders and applicants:
Existing licence holders retain current endorsements without additional assessment requirements.
Enhanced competencies apply only to new applicants and upgrade applications from June 2027.
Driving history eligibility criteria apply only to offences occurring on or after January 2027.
No retrospective application of suspension or disqualification exclusions.
For training providers and assessors:
New accreditation standards become mandatory from June 2027.
Transition support available from March 2027 including free upskilling programs for existing trainers.
Dual curriculum delivery permitted during March-June 2027.
Clear implementation guides and competency standards provided. 
For industry:
Early engagement with peak bodies and major operators 
Dedicated support and online resources 
Comprehensive stakeholder briefings 
Grace period provisions for in-progress training courses (details to be confirmed through consultation).
These arrangements ensure fair transition while maintaining the integrity and safety objectives of the reforms.
7.2.3 [bookmark: _Toc213221845][bookmark: _Toc213222055]Critical dependencies
Victoria's implementation is contingent on several national and state-level milestones:
National dependencies:
Completion of Austroads’ national workplan including LMS and national curriculum deliverables.
Real time provider checks may be dependent on other jurisdictions providing appropriate interface.
NEVDIS system updates to support new licence pathways and eligibility criteria.
Completion of further work to ensure mutual recognition of equivalent offences and driver history across jurisdictions, supporting consistent application of eligibility criteria. 
State-level dependencies:
Data management and privacy approvals. 
Ministerial support for regulatory amendments. 
Sufficient budgetary provision for system development and implementation.
Training sector capacity to meet new accreditation requirements.
The implementation timeline remains indicative and will be adjusted as national deliverables are confirmed.
7.3 [bookmark: _Toc213221846][bookmark: _Toc213222056][bookmark: _Toc235717620]National Evaluation
National evaluation efforts will aim to measure the impacts of the reform against its objectives. As part of Austroads’ role in facilitating and supporting the implementation of the agreed reforms, three forms of evaluation are being actively considered at a national level:
Process evaluation: to assess whether reform elements have been implemented as intended.
Impact evaluation: to measure short- to medium-term impacts of the reforms, such as training outcomes and driving behaviour.
Outcomes evaluation: to assess long term impacts of the reform on its objectives, including safety and productivity. 
Austroads will partner with an Australian university to establish an evaluation framework to measure the benefits of the implemented reform over time. 
7.4 [bookmark: _Toc235717621]Risk Management
This risk assessment identifies key implementation risks that could prevent the achievement of regulatory objectives identified in Chapter 3. The analysis provides a framework for proactively managing barriers and securing the anticipated safety and economic benefits of heavy vehicle licensing reforms. 
Key risks and mitigations associated with implementing the reform package have been categorised into three areas:
Implementation and operational risks: Risks related to the practical challenges of implementing and managing the reform.
· Adequate time and resources for legislative or regulatory changes, complex system changes, training provider transition, and stakeholder engagement.
Stakeholder and sector impact risks: Risks stemming from the responses, capacity, or readiness of stakeholders in the heavy vehicle sector. 
· Support training providers to ensure capacity, resources, expertise and qualifications needed to adopt enhanced requirements, and support heavy vehicle operators to uptake alternative licence progression pathways.
Strategic and economic risks: Risks that affect the overarching goals of the reform, including its alignment with broader policy frameworks, financial sustainability, and ability to achieve long-term strategic outcomes. 
· Monitor national reform specifications, jurisdictional implementation timelines, young driver pilot findings, unintended consequences, fiscal barriers, bipartisan support, and resource availability, 
Risks have been assessed based on their consequence and likelihood (see Appendix E for the Risk Assessment Approach), and mitigation strategies have been developed accordingly. 
Risk management will be an ongoing process through implementation of and operations under the heavy vehicle driver safety reforms. Key elements of this process include:
Regular monitoring of risk indicators and mitigation effectiveness.
Adaptive management allowing for adjustment of mitigation strategies as needed.
Stakeholder feedback mechanisms to identify emerging risks.
Review points aligned to the governance arrangements.
Integration with the evaluation framework to assess whether objectives are being achieved.
[bookmark: _Ref210739918][bookmark: _Toc213244956]

[bookmark: _Toc235717666]Table 29 Implementation Risk Assessment
	Risk
	Description
	Inherent Risk Rating
	Mitigations
	Residual Risk Rating

	Implementation and operational risks

	Insufficient transitional timeframes
	Victoria does not allocate adequate time for legislative or regulatory changes, system upgrades, training provider transition, and stakeholder engagement, resulting in rushed implementation with inadequately tested systems, training providers unable to develop compliant programs, licensing system disruptions, and non-compliance with timelines.
	High
	Establish realistic implementation timeframes informed through consultation.
Use a phased implementation approach, if necessary. 
Allocate sufficient project resources and dedicated project management. 
Provide training and regularly communicate with training providers during transition. 
	Medium

	Regulatory barriers delay implementation
	Delays in passing necessary regulatory amendments prevent or slow formal implementation of reforms, impacting timelines and potentially exacerbating existing jurisdictional misalignment with the national framework.
	High
	Engage regulatory and Ministerial staff early in the process.
Prioritise regulatory drafting. 
Identify regulatory amendments that can proceed without primary legislation. 
Develop interim administrative arrangements if regulatory delays occur.
Prepare explanatory materials to support regulatory passage. 
	Medium

	Limited Victorian Government resource availability
	Government agencies do not have sufficient resources, delaying critical project activities such as system development, stakeholder engagement, training provider support, and risk management.
	High
	Conduct early resource assessment and secure budget allocation. 
Establish dedicated project team with clear roles and accountability. 
Prioritise critical path activities and allocate resources accordingly. 
Consider external specialist support.
Develop contingency resourcing plans for key project phases.
	Medium

	Complex system changes required 
	Changes to licensing systems and regulatory workflows require technical updates to support new competency requirements, progressive licensing pathways, and eligibility criteria checks, risking implementation delays, system errors, and data quality issues if not managed properly – particularly under Option B, which is expected to be more complex.
	High
	Conduct technical scoping and impact assessment of system requirements early.
Engage IT specialists with licensing system expertise. 
Implement testing protocols including user acceptance testing and contingency plans. 
Develop clear data quality standards and validation processes for eligibility checks. 
Plan for system integration with NEVDIS and other jurisdictional databases.
Coordinate with other jurisdictions implementing similar changes. 
	Medium

	Stakeholder and sector impact risks

	Training providers have insufficient capacity and capability to implement reforms
	Training providers lack the capacity, resources, or expertise to develop and deliver enhanced competency programs, online content integration, increased behind-the-wheel training, and coached driving programs, resulting in insufficient training availability, reduced competition, increased costs for applicants, and potential driver shortages particularly in regional areas.
	High
	Conduct early capability assessment of Victorian training provider market.
Provide comprehensive train-the-trainer programs for consistent delivery of the new requirements. 
Develop standardised training materials and resources to reduce provider burden. (Austroads developing)
Implement staged rollout allowing providers time to build capacity. 
Facilitate provider collaboration and resource-sharing arrangements. 
Monitor provider participation throughout transition for early warning signs.
	Medium

	Training Provider resistance due to insufficient consultation
	Training providers perceive insufficient consultation and lack of detailed guidance on new competency requirements, minimum training times, and assessment standards, resulting in resistance to reforms, delayed program development, potential withdrawal from the market, and inadequate preparedness at implementation.
	High
	Establish dedicated training provider consultation forum with regular engagement throughout implementation. 
Provide detailed guidance materials, training materials, and assessment standards well in advance of go-live. 
Share draft materials for feedback before finalisation.
Provide transition support including train-the-trainer programs for new competencies.
Allow sufficient lead time between guidance release and mandatory compliance. 
	Medium

	Insufficient supply of Certificate IV trainer courses 
	Limited availability of required trainer qualifications (Option B) restricts the pipeline of qualified trainers and assessors, constraining training provider capacity to deliver enhanced competency programs and potentially creating bottlenecks in licence applicant processing.
	High
	Conduct early assessment of trainer qualification pathways and current supply. 
Engage with VET sector and RTOs to increase qualification offerings.
Grandfather existing trainers with new requirements applying only to new entrants.
Develop streamlined recognition pathways for experienced industry practitioners. 
Coordinate with other jurisdictions on national approaches to trainer supply. 
Provide advance notice to training sector. 
Monitor trainer numbers during transition. 
	Medium

	Industry does not have capacity or capability to take up alternative progression pathways
	Heavy vehicle operators, particularly small or regional businesses, lack the resources, systems, or expertise to implement coached driving programs or verify driving experience hours, resulting in limited uptake of alternative progression pathways, continued reliance on tenure-based progression, and failure to realise intended productivity benefits from reforms.
	Medium
	Develop simple, practical tools (e.g. digital tools) and templates for driving hours verification. 
Provide guidance and training for operators on pathway requirements.
Establish clear, accessible processes for authorising heavy vehicle coaches with reasonable qualification requirements. 
Promote pathways through industry associations and employer networks. 
Monitor pathway uptake rates and identify barriers through ongoing consultation. 
Ensure tenure pathway remains available as accessible baseline option. 
Support the delivery of third-party coaching.
	Low

	Strategic and economic risks

	Funding approval is delayed or unsuccessful
	Required funding for implementation activities including stakeholder engagement, IT system updates, training provider support, and project resources is delayed or not approved, limiting the ability to effectively implement reforms, causing implementation delays, and potentially compromising reform quality and outcomes. 
	High
	Prepare comprehensive RIS with clear cost breakdown and benefit justification. 
Identify critical vs. desirable expenditure and prioritise accordingly. 
Develop staged implementation approach that aligns with funding availability. 
Identify opportunities to leverage existing systems and resources to minimise costs.
Establish contingency plans for scaled-back implementation if full funding unavailable.
Monitor expenditure against budget throughout implementation.
	Medium

	Changes in government impact support for the reform
	A change in government or ministerial priorities results in reprioritisation or withdrawal of support for heavy vehicle driver safety reforms, potentially delaying or halting implementation, preventing realisation of intended road safety and productivity benefits, and creating jurisdictional misalignment with the national framework.
	Medium
	Secure bipartisan briefings and support for reforms where possible. 
Document strong evidence base for road safety benefits and economic rationale. 
Maintain broad stakeholder support through effective consultation and engagement. 
Align reforms with enduring government priorities (road safety, productivity, regulatory harmonisation). 
Establish clear implementation milestones and communicate progress publicly. 
Coordinate with national reform timelines to maintain momentum and jurisdictional alignment. 
Ensure reforms are embedded in legislative framework rather than administrative arrangements. 
Maintain ongoing communication with ministerial offices on benefits and progress.
	Low

	Unintended consequences on safety, or safety benefits not realised
	The reforms produce unintended negative consequences including deterring potential drivers from entering the industry, exacerbating driver shortages, creating perverse incentives for licence shopping or non-compliance, disproportionately excluding certain demographic groups, or failing to deliver anticipated safety benefits if training quality does not improve as expected, undermining the core reform objectives.
	High
	Establish comprehensive monitoring and evaluation framework from implementation commencement. 
Track key metrics including licence application rates, incident statistics, training costs, and driver availability. 
Conduct regular stakeholder consultation to identify emerging unintended impacts. 
Maintain flexibility to adjust implementation approach based on early evidence.
Monitor demographic impacts to identify and address disproportionate barriers. 
Implement graduated rollout allowing course correction before full-scale implementation. 
Coordinate with other jurisdictions to share learnings on unintended consequences.
	Medium

	Young drivers remain at elevated crash risk
	The reforms do not directly address the elevated crash risk associated with drivers 20-25 years old beyond the general improvements from enhanced training. MUARC research indicates that this cohort exhibits higher crash rates, likely due to inexperience, risk-taking behaviour, and developmental factors affecting hazard perception and decision-making.
	High
	Maintain current tenure pathways for young drivers while pilot testing interventions to assess risk levels. 
Leverage the outputs of Austroads work to inform Victorian policy.
Engage with training providers to explore additional training offerings for young drivers.
Monitor incident data by age cohort to manage existing risks and identify emerging risks to adjust interventions as required.
	Medium

	Victoria’s implementation does not align with other jurisdictions
	Victoria's implementation timelines, requirements, or standards differ from other jurisdictions, creating regulatory inconsistency that enables licence shopping, undermines Victorian training provider viability, reduces road safety benefits, creates compliance confusion for interstate operators, and fails to achieve intended national harmonisation and productivity benefits.
	High
	Maintain close coordination with other jurisdictions and Austroads throughout implementation. 
Develop agreements with other jurisdictions as required. 
Enforce residency-based licensing requirements to prevent licence shopping across jurisdictions. 
Adopt national standards and materials without unnecessary jurisdiction-specific variations where possible.
Participate actively in national working groups and information-sharing arrangements. 
Communicate clearly with training providers about national consistency measures. 
Monitor other jurisdictions' implementation progress and adjust Victorian approach accordingly where possible.
Escalate any proposed variations through ministerial and inter-jurisdictional governance processes. 
	Medium

	Verification of overseas and interstate driving history
	The reforms rely on driving history screening to identify high-risk applicants, but robust verification is challenging for overseas drivers or applicants from jurisdictions with less stringent requirements. Overseas driving records may be unavailable, incomplete, or difficult to verify. Interstate applicants from jurisdictions with less stringent requirements may not have comparable offence data, creating potential inconsistencies in risk assessment. 
	High
	Conduct a pilot program to test policy levers addressing interstate and overseas licence applicants.
Implement stricter eligibility or probationary requirements for applicants with unverified driving histories. 
Collaborate with other governments to improve interjurisdictional data sharing and alignment. 
Monitor outcomes for overseas and interjurisdictional licence holders to identify risk trends.
Adjust policy or implement targeted interventions as evidence emerges. 
Align verification approaches with nationally harmonised guidance, where possible.
	Medium

	The preferred reform package leads to significant increases in licence/training costs 
	Enhanced competency requirements, increased training hours, behind-the-wheel time, and online content delivery result in substantial increases in training costs passed on to licence applicants, creating financial barriers to entry, deterring potential drivers from entering the industry, exacerbating existing driver shortages, and disproportionately impacting young people and disadvantaged groups.
	High
	Monitor training cost increases through market survey and provider engagement.
Explore Victorian Government subsidies or support for eligible applicants. 
Leverage existing employment and skills programs to offset training costs. 
Limit some costs through online delivery of some training components. 
Promote cost efficiencies from standardised national training materials. 
Consider graduated implementation to allow market adjustment. 
Communicate productivity benefits and improved job-readiness to justify investment. 
Work with industry to develop employer-sponsored training arrangements. 
Monitor impact on licence application rates and driver availability. 
	Medium

	Uncertainty around the final reform package and Austroads cost recovery model and deliverables
	Ongoing uncertainty regarding final national reform specifications, Austroads-developed materials, online platform functionality, and associated cost recovery arrangements prevents accurate budget estimation for Victorian Government and training providers, delays procurement and planning decisions, creates provider reluctance to invest in preparation, and creates implementation risks if costs exceed expectations or materials are not delivered to required standards or timelines.
	High
	Maintain regular engagement with Austroads on reform specifications and deliverables.
Seek early clarification of cost recovery model and Victorian cost obligations.
Build contingency funding into budget estimates to accommodate cost variations.
Communicate cost and specification information to training providers as soon as available. 
Participate in national governance, standards and compliance arrangements to influence material development and standards. 
Establish clear service level agreements with Austroads for deliverables and timelines.
Develop fallback options for critical components if national deliverables are delayed.
Conduct scenario planning for different cost outcomes.
Ensure Victorian contracts and commitments include flexibility for specification changes. 
	Medium




[bookmark: _Ref213245301][bookmark: _Toc235717622]Appendix A – Impact Analysis Inputs
[bookmark: _Toc213221847][bookmark: _Toc213222057]The cost-benefit analysis has been conducted in accordance with the Victorian Guide to Regulation 2024[endnoteRef:131] and Australian Government Cost-Benefit Analysis Guidance Note (Office of Impact Analysis, 2023)[endnoteRef:132]. The table below outlines the key assumptions and parameters used in the analysis. [131:  Better Regulation Victoria (2024). Victorian Guide to Regulation: A handbook for policy makers in Victoria. Accessed on 31 October 2025.]  [132:  Office of Impact Analysis (2023). Cost Benefit Analysis. Accessed on 31 October 2025 from https://oia.pmc.gov.au/sites/default/files/2023-08/cost-benefit-analysis.pdf] 

[bookmark: _Toc235717667]Table 30 Impact analysis assumptions and inputs 
	Assumptions
	Units
	Source
	Modelled

	General assumptions

	
	Discount rate
	%
	OIA Guidelines
	7.0%

	
	Cost price index (Victoria)
	%
	ABS
	2.5%

	
	Wage price index (Victoria)
	%
	ABS
	3.3%

	
	Job vacancy rate (Victoria)
	%
	Victorian skills authority (2024)
	2.2%

	
	Price elasticity of heavy vehicle training 
	%
	EY assumption
	1.0%

	
	Driver hours worked per year
	hours
	National Road Safety Partnership Program (2022)
	2,600

	
	Average licence ban duration (Victoria)
	years
	Victorian licensing data (2020-2024)
	0.98

	
	Correlation between policy levers
	%
	EY assumption
	50%

	Timing assumptions

	
	Model period start date
	date
	DTP assumption
	1/07/2026

	
	Competency requirements start date
	date
	DTP assumption
	1/07/2027

	
	Progression pathways start date
	date
	DTP assumption
	1/01/2028

	
	Eligibility requirements start date
	date
	DTP assumption
	1/01/2029

	
	Appraisal period
	years
	EY parameter
	30

	
	Eligibility requirements transition period
	years
	DTP assumption
	2

	
	Benefit ramp-up period
	years
	EY calculations based on DTP licensing data
	22

	Heavy vehicle incident assumptions

	
	Social cost per heavy vehicle incident, by incident type

	
	Fatality
	$2020
	Social Cost of Road Crashes, BITRE (2022)
	$3,182,747

	
	Serious injury
	$2020
	
	$283,613

	
	Other injury
	$2020
	
	$30,530

	Vehicle kilometres travelled per incident, by incident type, rigid truck

	
	Fatality
	mVkm/incident
	ABS motor vehicle survey (2021)
Transport Victoria road crash statistics (2025)
	118.7

	
	Serious injury
	mVkm/incident
	
	14.7

	
	Other injury
	mVkm/incident
	
	9.1

	
	Vehicle kilometres travelled per incident, by incident type, articulated truck

	
	Fatality
	mVkm/incident
	ABS motor vehicle survey (2021)
Transport Victoria road crash statistics (2025)
	83.9

	
	Serious injury
	mVkm/incident
	
	13.0

	
	Other injury
	mVkm/incident
	
	8.7

	Heavy vehicle industry assumptions

	
	Growth rate of new licence applications
	%
	EY assumption
	1.0%

	
	Retirement rate in the heavy vehicle industry
	%
	Victorian licensing data (2020-2024) 
	3.85%

	
	Share of licence holders who are professional drivers
	%
	NTC Freight and Passenger Transport Report (2011)
	59.9%

	
	Share of licence holders who are ancillary or leisure drivers
	%
	NTC Freight and Passenger Transport Report (2011)
	40.1%

	
	Share of heavy vehicle business organisations who are non-employing
	%
	ABS working arrangements statistics (2024)
	20.6%

	
	Share of heavy vehicle business organisations who are small businesses
	%
	ABS working arrangements statistics (2024)
	49.6%

	
	Share of heavy vehicle business organisations who are medium businesses
	%
	ABS working arrangements statistics (2024)
	23.8%

	
	Share of heavy vehicle business organisations who are large businesses
	%
	ABS working arrangements statistics (2024)
	6.0%

	Heavy vehicle lease rate

	
	Medium rigid
	$2025/hr
	EY industry scan (2025)
	$65.83 

	
	Heavy rigid
	$2025/hr
	EY industry scan (2025)
	$111.67 

	
	Heavy combination
	$2025/hr
	EY industry scan (2025)
	$167.13 

	
	Multi combination
	$2025/hr
	EY industry scan (2025)
	$272.00 

	
	Heavy vehicle driver minimum hourly wage
	Note: Drivers in the heavy vehicle industry are paid under varying reimbursement structures (i.e. per hour, per trip, per km travelled). In the absence of complete data and for modelling purposes, we have uniformly used the minimum hourly wage for a heavy vehicle driver as a proxy for driver income. 

	
	Light rigid
	$2025/hr
	Fair Work Ombudsman (2025)
	$26.57

	
	Medium rigid
	$2025/hr
	Fair Work Ombudsman (2025)
	$26.57

	
	Heavy rigid
	$2025/hr
	Fair Work Ombudsman (2025)
	$27.21

	
	Heavy combination
	$2025/hr
	Fair Work Ombudsman (2025)
	$27.89

	
	Multi combination
	$2025/hr
	Fair Work Ombudsman (2025)
	$29.47

	
	Average percentage of heavy vehicle licence holders who hold a probationary licence, by licence class

	
	Light rigid
	%
	DTP licensing data (2020-2024)
	0.08%

	
	Medium rigid
	%
	DTP licensing data (2020-2024)
	0.6%

	
	Heavy rigid
	%
	DTP licensing data (2020-2024)
	0.58%

	
	Heavy combination
	%
	DTP licensing data (2020-2024)
	0.18%

	
	Multi combination
	%
	DTP licensing data (2020-2024)
	0.17%

	Training provider assumptions (Victoria)

	
	Number of approved training providers
	#
	DTP
	16

	
	Average number of trainers/assessors per provider
	#
	Training provider survey (2025)
	11

	
	Average number of administrators per provider
	#
	Training provider survey (2025)
	5

	
	Average trainer turnover rate
	%
	Training provider survey (2025)
	31%

	
	Average hourly wage of a trainer/assessor
	$2023/hr
	Austroads DRIS
	$45

	
	Average hourly wage of an administrator
	$2024/hr
	ABS, Employee Earnings (2024)
	$41

	
	Training provider profit margin on prices
	%
	EY assumption – based on anecdotal observations of a range of small to medium service-based businesses
	30%

	
	Delivery cost per hour for training providers 

	
	Face-to-face training and assessment
	$2025/hr
	Training provider survey (2025)
	$143.0

	
	Behind-the-wheel training and assessment
	$2025/hr
	Training provider survey (2025)
	$152.3

	
	Austroads cost recovery component, per applicant
	$2025/applicant
	
	$50

	
	Cost of completing 3 units of competency – Option A
	$2025
	EY industry scan (2025)
	$1,371

	
	Cost of completing a Certificate IV – Option B
	$2025
	EY industry scan (2025)
	$5,983

	
	Price of training paid by applicant
	Note: This is a preliminary estimate in the absence of complete information. Austroads is yet to establish a cost recovery component to licence or training fees, it has been assumed that there will be a $50 fee recovered by Austroads, per applicant. It has been assumed that 100% of the additional delivery costs incurred by training providers will be passed on to the applicant.

	
	Rigid truck training (base case)
	$2025
	EY industry scan (2025)
	$1,524.86

	
	Articulated truck training (base case)
	$2025
	EY industry scan (2025)
	$2,003.60

	
	Rigid truck training (reform case)
	$2025
	EY calculation
	$2,154.78

	
	Articulated truck training (reform case)
	$2025
	EY calculation
	$2,704.25

	Progression pathway assumptions

	
	Years taken to achieve pathway participation steady state
	#
	EY assumption
	3

	
	Change in coached driving pathway participation due to stricter supervision requirements (Option B)
	%
	EY assumption
	-5%

	
	Number of hours for heavy vehicle coach to undertake online micro-credential
	hrs
	EY/DTP assumption
	3

	Training program efficacy assumptions

	
	Reference efficacy of training program elements

	
	Online training and assessment
	% / hrs
	Horswill et al., 2013
	29% / 1hrs

	
	Face-to-face training and assessment
	% / hrs
	Horswill et al., 2013
	29% / 4hrs

	
	Behind-the-wheel training and assessment
	% / hrs
	Royal Automobile Club of Victoria, 2002
	35% / 118hrs

	
	Online hazard perception training
	% / hrs
	Horswill et al., 2016
	23.7% / 20mins

	
	Online hazard perception test
	% / hrs
	Horswill et al., 2016
	25% / 1hrs




[bookmark: _Ref213245471][bookmark: _Toc235717623]Appendix B – Training Provider Survey and Results Summary
1. [bookmark: _Toc213228853][bookmark: _Toc215601489][bookmark: _Toc224306844][bookmark: _Toc235717624]Introduction
0. [bookmark: _Toc213228854][bookmark: _Toc215601490][bookmark: _Toc224306845][bookmark: _Toc235717625]Background
Following consultation and research, Austroads released a Decision Regulatory Impact Statement (D-RIS) in March 2023 recommending reforms to heavy vehicle driver licensing across Australia. In December 2023, Australia’s Transport Ministers agreed in-principle to these reforms through the Infrastructure and Transport Ministers Meeting (ITMM). The reforms aim to improve road safety outcomes and driver competency while supporting industry productivity. 
The Victorian Department of Transport and Planning (DTP) has engaged Ernst & Young (EY) to develop a Regulatory Impact Statement (RIS) to assess the local implementation of heavy vehicle licensing reforms.
0. [bookmark: _Toc213228855][bookmark: _Toc215601491][bookmark: _Toc224306846][bookmark: _Toc235717626]Purpose of the Survey
A survey of Victorian heavy vehicle training providers was conducted to inform the RIS supporting Victoria’s consideration of heavy vehicle licensing reforms. Results have been used to understand the current state of training delivery including:
· The size and make-up of the Victorian heavy vehicle training sector.
· The number of hours of each training type that a licence applicant receives, by licence class. 
· The hourly cost per participant to deliver heavy vehicle training and assessment, by licence class. 
In addition, results have been used to identify the anticipated challenges in implementing the proposed reforms. 
0. [bookmark: _Toc213228856][bookmark: _Toc215601492][bookmark: _Toc224306847][bookmark: _Toc235717627][bookmark: _Hlk211977181]Structure of the Survey
The training provider survey was structured in three sections:
· Section 1 – Organisation Profile: This section comprised questions on a training provider’s service offerings, size, onboarding processes, geographical coverage, and technology use. 
· Section 2 – Current Training: This section focused on the average hours of training delivered per participant and the associated costs of this training to providers. 
· Section 3 – Reform Impacts: This section sought to understand how the proposed reforms would impact training providers, including implementation challenges, expected changes to training demand and fees, as well as appetite to deliver an additional coached driving service. 
1. [bookmark: _Toc213228857][bookmark: _Toc215601493][bookmark: _Toc224306848][bookmark: _Toc235717628]Results
1. [bookmark: _Toc213228858][bookmark: _Toc215601494][bookmark: _Toc224306849][bookmark: _Toc235717629]Results overview and data cleansing
Between 10 September and 3 October 2025, the training provider survey received a total of 22 responses. 
To ensure the accuracy and integrity of the data, all responses were validated prior to analysis. A total of 16 responses were excluded for the following reasons:
4 duplicate responses, as flagged by the survey platform (Qualtrics).
11 incomplete responses, where respondents did not reach the end of the survey (based on questionnaire pathways).
1 invalid responses, where the same response value (e.g. “1”) was entered for all questions. 
After cleansing, 6 valid responses remained and were utilised for analysis. This represents a 38% response rate, based on a known cohort of 16 training providers (2025). 
1. [bookmark: _Toc213228859][bookmark: _Toc215601495][bookmark: _Toc224306850][bookmark: _Toc235717630]Section 1: Organisational Profile
1. Organisation Size
All training providers considered for analysis offered training for all licence classes – Light Rigid (LR), Medium Rigid (MR), Heavy Rigid (HR), Heavy Combination (HC), and Multi Combination (MC).
There was an even split between providers operating exclusively in regional Victoria and those delivering services across both metropolitan and regional locations. 
The following table shows a high-level breakdown of respondents into small, medium and large providers. Providers are grouped by the number of applicants that they have trained.
[bookmark: _Toc235717668]Table 31 Number of training providers grouped by applicants per annum
	Training provider size
	Small (less than 500)
	Medium (between 500 and 1000)
	Large (more than 1000)

	Number of training providers
	3
	2
	1


The table below provides an overview of the number of annual licence applicants per provider, by licence class. Heavy Rigid applicants represented the largest share of applicants by licence class, followed by the combination licence classes. 
[bookmark: _Toc235717669]Table 32 Number of annual licence applicants per training prover by licence category 
	[bookmark: _Hlk212099012]Annual licence applicants per provider 
	LR
	MR
	HR
	HC
	MC

	Average
	48
	152
	664
	244
	146

	Median
	18
	80
	190
	120
	106


1. Vehicles
The number of vehicles by licence class operated by each training provider follows a similar distribution to those of licence applicants by licence class (see Table 33).
[bookmark: _Ref213414261][bookmark: _Toc235717670]Table 33 Average and median number of vehicles used, by licence category
	Vehicles per provider 
	LR
	MR
	HR
	HC
	MC

	Average
	1
	2
	4
	6
	3

	Median
	1
	1
	3
	3
	2


1. Staffing
The survey also provides insight to the composition of staff among training providers. The median count of trainers and assessors per provider is 5 and they are supported by a median administrative workforce of 4 staff per provider. 
[bookmark: _Toc235717671]Table 34 Average and median staff count, by staff type
	Staff type per provider 
	Trainers and Assessors
	Administrative Support Staff

	Average
	11
	5

	Median
	5
	4


The median hours required to onboard each trainer increased according to licence class, indicating extra effort to train and become an assessor for more complex heavy vehicles.
[bookmark: _Toc235717672]Table 35 Median trainer onboarding hours, by licence class
	Licence Class
	LR
	MR
	HR
	HC
	MC

	Median onboarding hours per trainer
	25
	30
	55
	60
	73


The average hours of onboarding for administrative support staff were heavily skewed by one respondent. When comparing the median, it still exceeds the median hours to onboard a trainer.
[bookmark: _Toc235717673]Table 36 Administrative Support Staff Onboarding Hours, by training provider
	Administrative Support Staff Onboarding
	Hours

	Average
	321

	Median
	90






Trainer turnover rate was similar across all providers with an average and median turnover rate of 31% and 29%, respectively. In comparison, the Australian HR Institute (2018) reports a 22% staff turnover rate for organisations with less than 100 employees, which suggests that turnover amongst heavy vehicle training providers is higher relative to the national average. 
[bookmark: _Toc235717674]Table 37 Trainer Turnover Rate
	Trainer Turnover Rate
	Percentage

	Average
	31%

	Median
	29%


Each trainer accounts for on average 122 students per year. This includes all training types such as face-to-face classroom training (generally delivered to a cohort of students) and behind the wheel training (delivered on a one-on-one basis. 
[bookmark: _Toc235717675]Table 38 Student to Trainer Ratio
	Student to Trainer Ratio
	Students per annum to Trainer Ratio

	Average
	122

	Median
	142


[bookmark: _Toc213228860]
1. [bookmark: _Toc215601496][bookmark: _Toc224306851][bookmark: _Toc235717631]Section 2: Training Delivery
Training providers were asked to provide indicative figures of the effort and all-inclusive cost (including staff costs, system costs and other equipment) required to offer training across four types of training, by licence class: 
Online training
Face to face classroom training
Behind the wheel training
Hazard perception training
These results will inform our understanding of the base level of training currently offered by heavy vehicle training providers in Victoria. 
2. Course Duration
5 out of the 6 responses provided responses to the hours of training currently delivered per participant, by licence category and training type. Out of the 5 responses, only one provider has indicated that they offer online training. Face-to-face classroom training and hazard perception training durations are similar across licence classes at a median of 2 hours and 1 hour, respectively. Behind-the-wheel training takes up the majority of the course duration and is highest for combination vehicles. 
[bookmark: _Toc235717676]Table 39 Median Course Duration, by Training type and Licence Category (Hours)
	Licence Class
	LR
	MR
	HR
	HC
	MC

	Online training 
	0
	0
	0
	0
	0

	Face-to-face classroom
	2
	2
	2
	2
	2

	Behind-the-wheel training
	6
	5
	9
	10
	9

	Hazard perception training 
	1
	1
	1
	1
	1


2. Hourly cost of training per applicant
Providers were asked to give an estimate of the average hourly cost per participant to deliver each training type, by licence class. Providers were asked to include all costs associated in delivery including staff, system and other equipment costs. 
For online training we received 4 responses out of 6 for LR and MR and 5 responses out of 6 for HR, HC and MC. For all remaining training types, there were 5 responses for the hourly cost per participant from which we have taken the median (see Table 40). 
[bookmark: _Ref213244756][bookmark: _Toc235717677]Table 40 Median hourly cost of training per participant data before adjustment 
	Training type
	LR
	MR
	HR
	HC
	MC

	Online training*
	$0.00
	$0.00
	$0.00
	$0.00
	$0.00

	Face-to-face classroom 
	$140.62
	$140.62
	$120.00
	$133.75
	$131.25

	Behind-the-wheel training
	$240.00
	$240.00
	$480.00
	$320.00
	$480.00

	Hazard perception training
	$120.00
	$120.00
	$120.00
	$120.00
	$120.00


*Note: In line with the course duration responses, only one provider has indicated online training costs.
The results in Table 41 reflect the weighted average of the hourly costs per participant for different training types by training provider size (number of applicants accounted for). Some respondents have applied different assumptions when providing their costs which required adjustments to be made to accurately compare across responses. 
[bookmark: _Ref213244791][bookmark: _Toc235717678]Table 41 Weighted average hourly cost of training per participant data after adjustment*
	Training type
	LR
	MR
	HR
	HC
	MC

	
	Unadjusted
	Adjusted
	Unadjusted
	Adjusted
	Unadjusted
	Adjusted
	Unadjusted
	Adjusted
	Unadjusted
	Adjusted

	Online training**
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.

	Face-to-face classroom 
	$240.65
	$141.25
	$262.40
	$144.34
	$298.73
	$149.29
	$287.81
	$141.20
	$254.71
	$138.83

	Behind-the-wheel training
	$678.07
	$148.44
	$696.71
	$153.69
	$823.63
	$142.17
	$1,445.12
	$151.68
	$864.11
	$165.76

	Hazard perception training**
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.
	n.a.


*Note: Following our analysis of results, we have applied adjustments to account for where respondents have provided a total cost of training a participant instead of an hourly rate. Some respondents had provided their hourly rate multiplied by the course duration to give the total course cost, whereas other respondents had provided an hourly rate. The adjustments allow for comparisons across all responses.
**Note: In our adjustment, we have not included hourly costs for online training and hazard perception training to reflect the current understanding that providers do not deliver these training types in line with what the reform state requires.
1. [bookmark: _Toc213228861][bookmark: _Toc215601497][bookmark: _Toc224306852][bookmark: _Toc235717632]Section 3: Reform Impacts
Section 3 of the survey explored how these proposed reforms are expected to impact training providers. This included perceived challenges to implementation, anticipated changes in demand and training fees, and providers’ appetite to deliver an additional coached driving service. 
3. Challenges to implementation
While reforms aim to improve training quality and safety outcomes, they may also present a range of operational and transitional challenges for training providers. To assess these, the survey presented a list of potential barriers for providers to select from. The results of which are presented below in Figure 22.
[bookmark: _Toc235717704]Figure 22 Challenges facing Training Providers

Of the potential challenges listed in the survey, financial constraints and technology/systems limitations were the most commonly selected by training providers – selected by 100% and 83%, respectively. Staff recruitment was identified by 67% of providers as a key issue. Meanwhile, RTO requirements and lead time to implementation were each flagged by 50% of providers. 
One-third of providers cited other challenges not listed in the predefined options, including concerns regarding jurisdictional misalignment and potential increases in student fees. 
The findings highlight that practical barriers should be considered to enable streamlined, sustainable, and consistent adoption of heavy vehicle driver safety reforms across the sector. 
3. Impacts on training fees and demand
The survey asked providers to comment on the perceived impact of reforms on training fees using a range of predetermined responses.
All six providers indicated that they would need to increase training fees to cover additional costs imposed by the reforms. Two-thirds believe this is because additional costs will outweigh any potential savings or efficiencies. The remaining one-third expect to increase fees due to the absence of savings or efficiencies. 
[bookmark: _Toc235717705]Figure 23 Perceived Training Fee Impacts

Providers also expressed concerns about future demand for their services under the proposed reforms – particularly if Victoria proceeds with implementation ahead of other jurisdictions (see Section 2.4.3). 50% of survey respondents anticipate a significant decrease in demand, with a further 17% expecting a moderate decrease. Only one provider expects demand to remain the same, and none anticipate any increase. A further 17% stated that it is too early to understand the likely impact. 
[bookmark: _Toc235717706]Figure 24 Perceived Demand Impacts

3. [bookmark: _Ref212464518]Provider commentary
Providers were asked to provide any additional comments about the proposed reforms and their potential impacts on their organisation. Responses generally fell into three categories: jurisdictional alignment, financial and administrative burden, and other commentary.
Jurisdictional alignment
Jurisdictional alignment was the most frequently raised topic by providers, with two-thirds identifying it as a key concern. There is a strong view that implementing the proposed reforms in Victoria ahead of other jurisdictions would create a competitive imbalance, potentially leading to significant reductions in business activity for Victorian training providers. Providers expressed concerns that discrepancies in licensing requirements and costs between jurisdictions could drive participants to seek training and assessment interstate – particularly in border regions – resulting in substantial revenue loss and, in some cases, potential business closures. The following comments reflect the extent of concern regarding this issue: 
“If Victoria is the only state to engage this reform, these changes will destroy out business within three months of the change. We will be closing the doors if this is the case.”
“If Victoria is the only state to move on this, it will kill our business. There needs to be some protection for Victorian providers to stop participants going interstate to get a licence cheaper, quicker and easier. This is already a huge concern currently that has not been addressed and costing us all hundreds of thousands in lost revenue, if we move to a longer more expensive licence from the reform, if the problem isn't fixed many providers will collapse.”
“We are an RTO close to the NSW border. As Victoria will be implementing this prior to NSW, and with the cost of each licence class set to nearly double or even double, we are going to lose a lot of our work as people will just travel interstate to NSW to get a licence for nearly half the price and half the work for the student to do. This is going to be severely impactful.”
“The impact on the organisation will depend on whether the reform is released in Victoria only as it will impact providers having a significant decrease in clients (border jumping).”
Other Commentary
Multiple providers raised concerns regarding the financial and administrative impacts of the proposed reforms. 
In particular, feedback highlighted the additional upfront investment required to meet enhanced training requirements – such as the need to acquire additional training rooms: 
 “Another training room will need to be acquired and installed for the longer in-class training requirements”
Concerns were also raised about potential duplication between employer-led training and new mandatory training requirements, particularly where learners may have already received adequate instruction in the workplace:
“Our client based have by the most part already been trained by their employers, this make mandated training hours with an RTO over the top”
Additionally, one provider shared concern regarding the feasibility of night drive requirements for heavy vehicles:
“Issues with implementing the night drive requirements”
Currently, there are no explicit requirements for heavy vehicle licence applicants to complete night-drive hours as part of their licensing experience. This is consistent with the proposed requirements. The reforms will include mandated minimum training times – including behind the wheel hours – but will not mandate a minimum number of night-drive hours. 
While the competency framework is expanding from 15 to over 150 competencies, only four reference driving in night-time conditions, and all can be completed through either practical (behind-the-wheel) training or classroom-based learning. 
3. Supervised driving opportunity
The coached driving progression pathway presents a potential business opportunity for training providers through the provision of supervised driving services. To better understand market appetite for this offering, the survey asked training providers:
“Would your business consider offering supervised driving hours as an additional service to support applicants meeting these requirements?” 
Results indicated that there was interest from training providers, with two-thirds of respondents indicating that they would consider offering coaching via supervised driving hours. While demonstrating generally positive market appetite, caution was expressed regarding how such services should be implemented:
“I believe the supervised hours need to be offered by accredited providers only. If this goes to the open market it will be exploited by people trying to make a fast buck and will destroy all the progress [trying] to be made through the reform. this is a major concern and really needs to be looked at in detail and discussed with providers”
The remaining one-third indicated they might consider offering this service, highlighting the cost and demand of the service as important factors in any future decision:
“We would support this pathway but consideration must be given to the considerable extra cost associated with supervised behind the wheel training (e.g., $150.00 per hour training). (As per identified in fact sheet 2). Note: This does not include workplace, long haul supervised driving (do not support this).”
“Depending on the need and the cost involved is able to be recovered.”
3. Additional information required
To identify potential gaps in information provision to training providers, the survey asked if there were any specific aspects of the reforms about which providers would like more information. 
Two-thirds of providers indicated that they did not require any additional information, with one noting that:
“At this stage, the reform is incomplete and is too early to comment on”
The remaining one-third of providers identified a need for further information in areas such as light vehicle regulation, land and course duration requirements, and jurisdictional alignment:
“How is the light vehicle (car) sector going to assist with licence holder knowledge prior to applicants getting to this level. Currently the car training sector is unregulated”
“Requirements for land, proposed durations for the courses, how is the interstate issue going to be addressed”
1. [bookmark: _Ref211950999][bookmark: _Toc213228862][bookmark: _Toc215601498][bookmark: _Toc224306853][bookmark: _Toc235717633]Training Provider Survey
Introduction & Survey Purpose
The Victorian Government has engaged Ernst & Young (EY) to develop a Regulation Impact Statement (RIS) to assess the local implementation of heavy vehicle licensing reforms recommended in Austroads' National Heavy Vehicle Driver Competency Framework Review.
Background:  Following extensive consultation and research, Austroads released a Decision RIS in March 2023 recommending reforms to heavy vehicle driver licensing across Australia. In December 2023, Australia's Transport Ministers agreed in-principle to these reforms through the Infrastructure and Transport Ministers Meeting (ITMM). The reforms aim to improve road safety outcomes and driver competency while supporting industry productivity.
Purpose of this survey: Your responses to this survey will inform the cost benefit analysis for Victoria's consideration of these reforms. In particular, we need to understand the impacts including additional costs training providers may face to comply with the new competency framework and requirements.
Key Proposed Reforms Impacting Training Providers
Based on the Austroads Decision RIS, the following reforms will directly impact training providers:
1. Enhanced Competencies and Online Delivery
· Expanded competency framework: Introduction of over 150 competency elements.  
· Online training modules: Mandatory online learning for knowledge-based elements.
· Hazard perception test: New heavy vehicle-specific hazard perception testing.
· Behavioural training: New interactive online sessions addressing driver attitudes and behaviours.
2. Minimum Training Requirements
· Mandated minimum training times: Including specific behind-the-wheel hours.
· Structured delivery approach: Combination of online, classroom, and practical training.
3. Quality Assurance and Governance
· Enhanced provider requirements: Updated approval frameworks and standards.
· Improved compliance monitoring: Strengthened auditing and oversight arrangements.
· Standardised training materials: Use of nationally consistent training content.
4. Alternative Progression Pathways
· Supervision program delivery: Training providers may offer supervision programs for accelerated licensing progression.
· Experience-based pathways: New documentation and verification requirements.
A series of one-page fact sheets have been prepared by Austroads to help the community and industry to understand the proposed reforms quickly as follows:
· Factsheet 1: Improving Safety with Expanded Competencies and Training Minimums
· Factsheet 2: National Heavy Vehicle Driver Competency Framework | Austroads
· Factsheet 3: Supporting Best Practice National Training and Assessment
Guidance for Completing this Survey
Estimates: We understand that precise figures may not be available at this stage. Please provide your best estimates based on your current knowledge and experience. Estimates and approximations are perfectly acceptable and valuable for our analysis.

Ranges: If you're uncertain about exact figures, providing ranges (e.g., $5,000-$8,000) is encouraged and helpful.

Required fields: Questions marked with an asterisk (*) must be completed before you can proceed.

Assumptions: Feel free to state any assumptions you're making when providing estimates. This helps us understand the basis of your calculations.

Industry Variations: We recognise that costs may vary significantly between different types of training providers, locations, and business models. Your specific circumstances and perspective are important.

Incomplete Information: If you cannot estimate figures for certain areas, that's completely acceptable. Please complete what you can, partial responses are still valuable.
Data Privacy Statement
The information you provide will be used solely for the purpose of developing Victoria's Regulatory Impact Statement for heavy vehicle licensing reforms. Your responses will be collected anonymously and will only be used in aggregate form in our analysis. Individual responses will not be identifiable in any published reports. All data will be stored securely and handled in accordance with Victorian Government privacy requirements.
SECTION 1: ORGANISATION PROFILE
1.1. Which of the following licence classes does your organisation provide training for? (select all that apply) 
· Light Rigid (LR) ____
· Medium Rigid (MR) ____
· Heavy Rigid (HR) ___
· Heavy Combination (HC) ____
· Multi-Combination (MC) ____
1.2. How many heavy vehicles do you have in each licence category? 
· Light Rigid (LR) ____
· Medium Rigid (MR) ____
· Heavy Rigid (HR) ___
· Heavy Combination (HC) ____
· Multi-Combination (MC) ____
1.3. How many heavy vehicle licence applicants do you train per year (on average)?
· Light Rigid (LR) _____
· Medium Rigid (MR) _____
· Heavy Rigid (HR) _____
· Heavy Combination (HC) _____
· Multi-Combination (MC) _____
1.4. How many staff of the following categories do you currently employ?
· Trainers and assessors: _____
· Administrative support staff:  _____
1.5. How many hours of onboarding and training does each new assessor/trainer currently undertake for each licence class (on average)?
· Light Rigid (LR) _____ [hours]
· Medium Rigid (MR) _____ [hours]
· Heavy Rigid (HR) _____ [hours]
· Heavy Combination (HC) _____ [hours]
· Multi-Combination (MC) _____ [hours]
1.6 Over the past 12 months:
· Approximately how many trainers/assessors left your organisation? ___
· Approximately how many new trainers/assessors did you hire? ___
1.7. How many hours of onboarding and training does each new administrative support staff member currently undertake (on average): _____ [hours]
1.8. What is your current geographical coverage in Victoria?
· Metropolitan Melbourne only 
· Regional Victoria only 
· Both metropolitan and regional 
1.8. What hardware and software do you currently use to deliver the training and assessment? (e.g. computers, tablets, etc): [free text field]
SECTION 2: CURRENT TRAINING EFFORT & COST
2.1. The following questions are in relation to the average hours of training delivered per participant and the associated costs of this training to your organisation, per licence category delivered. 
2.2. Average hours of training delivered per Light Rigid (LR) participant, by type of training. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
2.3 Average hourly cot per participant to deliver Light Rigid (LR) heavy vehicle training. The hourly rate should be inclusive of all costs including staff costs, system costs and other equipment. In the free text field, please list any key assumptions used in making these estimates. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
· Key assumptions: [free text field]
2.4. Average hours of training delivered per Medium Rigid (MR) participant, by type of training. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
2.5 Average hourly cot per participant to deliver Medium Rigid (MR) heavy vehicle training. The hourly rate should be inclusive of all costs including staff costs, system costs and other equipment. In the free text field, please list any key assumptions used in making these estimates. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
· Key assumptions: [free text field]
2.6. Average hours of training delivered per Heavy Rigid (HR) participant, by type of training. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
2.7 Average hourly cot per participant to deliver Heavy Rigid (HR) heavy vehicle training. The hourly rate should be inclusive of all costs including staff costs, system costs and other equipment. In the free text field, please list any key assumptions used in making these estimates. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
· Key assumptions: [free text field]
2.8. Average hours of training delivered per Heavy Combination (HC) participant, by type of training. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
2.9 Average hourly cost per participant to deliver Heavy Combination (HC) heavy vehicle training. The hourly rate should be inclusive of all costs including staff costs, system costs and other equipment. In the free text field, please list any key assumptions used in making these estimates. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
· Key assumptions: [free text field]
2.10. Average hours of training delivered per Multi Combination (MC) participant, by type of training. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
2.11 Average hourly cost per participant to deliver Multi Combination (MC) heavy vehicle training. The hourly rate should be inclusive of all costs including staff costs, system costs and other equipment. In the free text field, please list any key assumptions used in making these estimates. If a training type is not provided, please insert zero (0). 
· Online training: _____ 
· Face-to-face classroom: _____ 
· Behind-the-wheel training: _____ 
· Hazard perception training: _____ 
· Key assumptions: [free text field]
SECTION 3: REFORM IMPACTS
3.1. As part of improvements to the National Heavy Vehicle Competency Framework, competencies will be strengthened and minimum mandated course lengths will be introduced, including minimum behind-the-wheel time (see factsheet 1).
The following questions are designed to better understand how the proposed changes would affect your organisation.
3.2. Do you anticipate any challenges in implementing the proposed reforms? (Select all that apply) 
· Staff recruitment/retention 
· Technology/systems limitations 
· Financial constraints 
· Long lead time to implement
· Short lead time to implement
· Registered Training Organisation requirements
· Other (please specify): [free text field]
· None
3.3 Do you anticipate you will need to increase your training fees to cover any additional costs?
· Yes, as there are no other savings or efficiencies expected.
· Yes, as the additional costs are expected to outweigh the potential savings or efficiencies.
· No, as no additional costs are expected.
· No, as the additional savings or efficiencies are expected to outweigh the potential costs. 
· Undecided - Too early to tell
3.4. Do you expect demand for your services to change due to these reforms?
· Significantly increase
· Moderately increase
· Stay the same 
· Significantly decrease
· Moderately decrease 
· Too early to understand
3.5 Please provide any additional comments about the proposed reforms or their potential impact on your organisation:
[free text field]
3.6. The reform includes a new supervised approach for licence progression (see fact sheet 2). 
Would your business consider offering supervised driving hours as an additional service to support applicants meeting these requirements?  Please provide further information on your answer in the associated text box provided below. 
· Yes: ___ [free text field]
· No: ___ [free text field]
· Maybe: ___ [free text field]
3.7. Are there any specific aspects of the reforms you would like more information about?
[free text field]
Contact Information
Thank you for taking the time to complete this survey.  
If you have any questions about this survey or the reform process, please contact:
Ernst & Young
Email: HVDSR@parthenon.ey.com
Survey closes: Wednesday, 1 October 2025

[bookmark: _Ref213245599][bookmark: _Toc235717634]Appendix C – Detailed Driver Cohort Analysis
	Key Messages: 
· Training genuinely aligns with most operations. Enhanced competencies in urban hazard perception (local delivery), fatigue management (long-haul), vehicle dynamics (concrete, motorhomes), passenger safety (bus) and rollover awareness (concrete, heavy haulage) directly benefit operational safety for most sectors. 
· Reinforcing existing practices of experienced specialist sectors. Dangerous goods, heavy haulage, professional bus and career emergency services already prioritise experienced drivers including undertaking comprehensive training and screening. In these contexts, reforms are likely to cause relatively less workforce disruption. 
· Time and cost burden higher for secondary and occasional users. Farmers, tradespeople, crane operators, occasional bus drivers and volunteers may face training costs and time commitments disproportionate to their infrequent heavy vehicle use, potentially reducing the available pool of drivers during time-sensitive peak periods. 
· Greater impacts expected for small operators and rural areas. Large companies with training infrastructure, larger vehicle fleets and screening processes may absorb reforms more easily than small businesses, owner-operators, rural farmers and community organisations with more limited resources and training access.
· Young workers bear more burden under Option B. Restrictions on probationary drivers may constrain entry to construction apprenticeships (primary pathway for the sector), local logistics (traditionally accessible sector), farm operations (family learning) and rural emergency services volunteers. These cohorts often rely on young workers gaining early heavy vehicle experience.



This Appendix assesses the impacts of the proposed heavy vehicle licensing reforms on 13 distinct driver cohorts across Victoria.
For each cohort, the analysis examines key attributes (e.g. driver demographics, frequency of use, operational characteristics and typical industries) and potential impacts under both Option A and Option B. 
The reforms’ impacts vary across cohorts – from high-frequency professional operators to occasional users, and from career specialists to workers who drive heavy vehicles as a secondary function or on a volunteer basis.
The analysis recognises that impacts are also likely to differ between large operators with training infrastructure, more diverse fleets and existing screening processes compared to small businesses, owner-operators and individual drivers. 
Understanding these differential impacts is essential for evaluating how the reforms balance road safety improvements with workforce accessibility and industry productivity across Victoria's diverse heavy vehicle sector.


	Cohort 1: Local and intrastate logistics (short distance)
	

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· High frequency
	

	Driver Profile
	· Professional freight and delivery drivers 
· Younger demographic (more entry-level positions)  
· Often first heavy vehicle driving role 
· Heavy vehicle driving may be ancillary to other duties (e.g., warehouse, trades)

	Operational Characteristics
	· Primarily urban and metropolitan driving 
· Regular shorter daily routes within Victoria 
· Frequent stops for loading/unloading 
· Multiple deliveries per shift 
· Return to depot daily (home every night) 
· High interaction with other road users and pedestrians 
· Built up and congested urban traffic conditions

	Typical Industries
	· Parcel/courier services 
· Food and beverage distribution 
· Building materials delivery 
	· Waste and recycling 
· Furniture removals 
· Local retail supply chains

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on drivers entering local logistics. However, enhanced training may reduce employer on-the-job training requirements.
· Drivers with recent licence bans temporarily excluded from local logistics roles, removing higher-risk drivers from the applicant pool, while affecting individual employment prospects in a sector experiencing existing labour shortages 
· Alternative progression pathways have limited relevance as most drivers in this cohort remain at MR/HR level throughout employment. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, restricting entry pathways for young drivers in an industry traditionally accessible to workers seeking to enter the heavy vehicle sector.
· Higher training costs from enhanced trainer qualification requirements create additional barriers to entry for job seekers beyond Option A, particularly affecting those seeking employment with small operators unable to provide employer-funded training. 
· Extended exclusion periods and broader offence criteria may reduce available driver pool for urban delivery operations.




	Cohort 2: Interstate and long-haul logistics (long distance)
	

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· High frequency 
	

	Driver Profile
	· Older demographic  
· Experienced professional heavy vehicle drivers 
· Career heavy vehicle operators with progression through licence classes 

	Operational Characteristics
	· Long-distance interstate routes 
· Multi-day trips with extended time away from home 
· Highway and rural road driving 
· Fatigue management critical operational factor

	Typical Industries
	· Long distance freight operations 
· Interstate general freight 
· Refrigerated transport 
	· Bulk commodities transport 
· Livestock transport 
· Fuel and dangerous goods transport

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs for HC/MC licences place additional burden on drivers upgrading from lower classes, with greater impact on drivers seeking further career opportunities in higher licence classes. 
· Enhanced fatigue management, highway driving and vehicle dynamics competencies align with long-distance interstate operations. May reduce employer on-the-job training requirements.
· Drivers with recent licence bans temporarily excluded from HC/MC progression, removing higher-risk drivers, while affecting career advancement in a sector experiencing ongoing labour shortages. 
· Alternative progression pathways enable experienced drivers to advance to HC/MC licences more rapidly through coached driving or experience routes, particularly benefiting professional drivers in larger logistics firms with structured mentoring and training programs. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, restricting the future pipeline of long-haul drivers in an ageing workforce.
· Enhanced trainer qualification requirements and vehicle-specific coached driving experience requirements add to training costs and access challenges beyond Option A, with greater impact on small, owner-operators and rural companies. 
· Extended exclusion periods and broader offence criteria may reduce available drivers for fleet HC/MC operations, with greater impact on owner-operators and contracted drivers compared to employees of large operators who are likely to already conduct comprehensive screening. 




	Cohort 3: Bus (accredited professional)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· High frequency 
	

	Driver Profile
	· Professional passenger transport drivers 
· Includes part-time and casual drivers

	Operational Characteristics
	· Primarily urban and regional route driving 
· Multiple stops with frequent passenger boarding and alighting 
· High interaction with pedestrians and other road users 

	Typical Industries
	· Public transport operators 
· School bus services 
· Charter and tour bus operators 
	·  Community transport services 
· Airport and shuttle bus services

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on professional bus drivers who already complete accreditation and passenger safety training, particularly affecting those in part-time and casual employment. 
· Drivers with recent licence bans temporarily excluded from applying for rigid licences, reinforcing safety standards where operators likely to already conduct comprehensive screening through existing accreditation requirements. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, affecting younger individuals seeking to enter professional passenger transport as career pathway, though may have smaller impact than other cohorts as industry typically prioritises experienced drivers for passenger-transport.
· Higher training costs from enhanced trainer qualification requirements increase driver recruitment challenges beyond Option A, with greater impact on small private and rural operators. 
· Extended exclusion periods and broader offence criteria may reduce available professional drivers for passenger transport operations, with greater impact on part-time and casual workforce. This reinforces safety standards in industry already carrying significant passenger safety responsibilities.




	Cohort 4: Concrete agitator
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	High frequency use of HR class vehicles with specialised equipment

	Driver Profile
	· Professional concrete delivery drivers
· Mixed age demographic
· May include concrete plant operators, labourers, and mechanics who also drive agitators
· Often combination of driving and manual labour duties

	Operational Characteristics
	· Urban and construction site driving 
· Tight site access and manoeuvring in confined spaces 
· Frequent reversing and precision placement 
· Rotating drum operation while driving 
· High interaction with construction site personnel and traffic

	Typical Industries
	· Ready-mix concrete suppliers 
· Construction material processors 
· Building and construction support services 
	

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on drivers, particularly job seekers and casual workers. 
· Enhanced vehicle dynamics, rollover awareness and manoeuvring competencies directly address operational requirements and risks of top-heavy rotating drum vehicles. 
· Mandatory minimum training hours extend entry timeframes, with greater impact on small suppliers and owner-operators compared to large ready-mix companies with established training programs. 
· Drivers with recent licence bans temporarily excluded from applying for a heavy vehicle licence to operate agitators, removing higher-risk drivers

	Option B
	· Probationary licence holders unable to access HR licences, affecting access for young workers in concrete plants and labouring roles and restricting apprentice pathways in the construction sector. 
· Higher training costs from enhanced trainer qualification requirements create additional barriers beyond Option A, with greater impact on small or regional suppliers compared to large metropolitan operators with training infrastructure. 
· Extended exclusion periods and broader offence criteria may reduce available driver pool during time-critical delivery periods, with greater impact on casual and contract workers. 




	Cohort 5: Hazardous goods (fuel and dangerous cargo)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· High frequency  

	Driver Profile
	· Experienced professional drivers with dangerous goods licensing 
· Often older demographic due to experience requirements
· Career specialists with progression through licence classes 
· Additional security and background clearances often required

	Operational Characteristics
	· Urban, regional and interstate routes depending on product type 
· Strict regulatory compliance requirements (ADG Code) 
· Load-specific safety protocols and emergency response procedures 
· Specialised vehicle features (e.g. vapor recovery, temperature control) 
· Route restrictions and curfews in populated areas 
· High consequence of incidents requiring elevated safety standards

	Typical Industries
	· Fuel and petroleum distribution 
· Chemical transport 
· Gas distribution  
	· Explosives transport 
· Waste oil and hazardous waste collection

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on experienced drivers with existing dangerous goods qualifications. 
· Enhanced emergency response and vehicle dynamics competencies may reduce duplication with ADG Code training requirements and employer training programs. 
· Drivers with recent licence bans temporarily excluded, reinforcing safety standards in a sector already conducting stricter screening processes to exclude drivers with dangerous behaviours.
· Earlier entry with shorter training exposure may disproportionately compromise safety compared to other cohorts, as less experienced drivers operate dangerous goods over complex combinations in high-consequence scenarios.

	Option B
	· Probationary licence holders unable to access MR/HR licences; however, this is not expected to impact workforce supply, as these drivers are ineligible for a Dangerous Goods Driver Licence in Victoria.
· Requirement to hold HC licence for 12 months delays tenure-based progression to MC, likely disproportionately impacting owner-operators or contractors unable to access fast-tracked experience or coached driving pathways.
· Extended exclusion periods and broader offence criteria reduce available driver pool. Stricter eligibility requirements align with existing industry screening practices and deliver stronger safety outcomes where driver reliability is critical to public safety. 




	Cohort 6: Heavy haulage
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· High frequency  

	Driver Profile
	· Highly experienced specialist drivers 
· Older demographic due to experience required
· Progression through all licence classes 
· Additional permits and certifications required for over-dimensional loads

	Operational Characteristics
	· Transportation of over-size and over-mass loads 
· Complex route planning with infrastructure assessments 
· Pilot vehicle coordination and traffic management 
· Night and weekend transport to minimise traffic disruption 
· Strict permit conditions and route restrictions 
· Highly skilled manoeuvring of non-standard configurations

	Typical Industries
	· Mining equipment transport 
· Industrial machinery relocation 
· Modular building transport   
	· Infrastructure project logistics 
· Container logistics
· Agricultural machinery transport

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on experienced drivers progressing from HC to MC. 
· Enhanced competencies in risk management, vehicle dynamics and load securing may formalise skills already developed through specialised heavy haulage operations and reduce employer training duplication. 
· Drivers with recent licence bans temporarily excluded from applying for, or upgrading a heavy vehicle licence, reinforcing safety standards in a sector already conducting stricter screening processes given complex operational requirements.
· Earlier entry may disproportionately compromise safety as less experienced drivers operate over-sized loads on complex combinations in high-consequence scenario. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, though minimal workforce impact as industry already prioritises highly experienced drivers given high-pressure operational environment and complex nature of work. 
· Requirement to hold HC licence for 12 months delays tenure-based progression to MC, likely disproportionately impacting owner-operators or contractors unable to access fast-tracked experience or coached driving pathways. 
· Extended exclusion periods and broader offence criteria reduce available driver pool. Stricter eligibility requirements align with existing rigorous screening practices and deliver stronger safety outcomes where exceptional skill and reliability are critical.




	Cohort 7: Farmers
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Seasonal and task-specific heavy vehicle use

	Driver Profile
	· Farm owners, managers, and workers 
· Wide age range including young workers and family members 
· Heavy vehicle driving ancillary to primary farming duties 
· May include seasonal workers and casual labour

	Operational Characteristics
	· Predominantly rural and regional road use 
· Seasonal peak demand (harvest, sowing, livestock movements) 
· Often short distance but frequent during peak periods 
· Farm-to-market, farm-to-farm, and farm-to-depot transport 

	Typical Industries
	· Grain production and transport 
· Livestock farming 
· Cotton and specialty crops 
	· Mixed farming operations 
· Contract harvesting services
· Agricultural machinery transport

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place burden on farmers using HVs as secondary function, with affordability and value-for-money concerns and rural access challenges to training providers. 
· Enhanced vehicle dynamics, rollover awareness and rural driving competencies align with agricultural heavy vehicle operations. 
· Truck-specific curriculum such as urban traffic management and commercial freight operations may have limited relevance to predominantly rural, low-traffic farm-based use. 
· Drivers with recent licence bans temporarily excluded from applying for, or upgrading a heavy vehicle licence, affecting access to vehicles essential for farm operations during critical seasonal period. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, impacting young farm workers and family members in operations traditionally reliant on gaining early operational experience in low-traffic rural environments.
· Higher training costs and vehicle-specific coached driving experience requirements create barriers for secondary users, with farmers unlikely to pursue fast-tracked pathways.
· Extended exclusion periods directly impact income-earning capacity as heavy vehicle access is fundamental to primary occupation. While seasonal and interstate workers may partially offset this impact, lower labour mobility relative to metropolitan cohorts may still result in disproportionate consequences during critical seasonal periods. 




	Cohort 8: Emergency services (career)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Regular operational use of MR/HR class vehicles

	Driver Profile
	· Career emergency services personnel (fire, ambulance, and police) 
· Mixed age demographic 
· Heavy vehicle driving integrated with emergency response duties 
· Requires additional emergency vehicle driving qualifications

	Operational Characteristics
	· Urban, regional and rural emergency response 
· Time-critical operations under emergency conditions 
· Driving under lights and sirens with traffic priority 
· High-pressure decision-making while operating large vehicles 
· Complex vehicle features (pumps, aerials, rescue equipment) 

	Typical Industries
	· Fire and Rescue services 
· Ambulance services (patient transport)
· Police (ADT buses, specialist police vehicles)
	

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place burden on personnel and employing organisations. Competencies may also require further tailoring for unique emergency vehicle requirements including traffic avoidance, emergency navigation and high-pressure manoeuvring. This results in disproportionate increases in total training time compared with industries that do not require such bespoke training.
· Enhanced hazard perception and vehicle dynamics training provides foundation for emergency operations, though organisations must still provide substantial specialised emergency driving training beyond licensing requirements.
· Drivers with recent licence bans temporarily excluded, reinforcing safety standards in services already conducting rigorous screening and maintaining strict conduct expectations. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, though minimal workforce impact as services already prioritise experienced personnel given high-pressure operational environment and critical nature of emergency response work.
· Higher training costs from enhanced trainer qualifications (beyond Option A) add to existing emergency vehicle training obligations, absorbed within organisational budgets alongside mandatory specialised training.
· Extended exclusion periods and broader offence criteria reduce available personnel. However, stricter eligibility requirements align with existing rigorous screening processes and high public safety expectations for emergency services drivers.




	Cohort 9: Mobile crane operators
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Regular use of HR/MR class vehicles with specialised crane equipment

	Driver Profile
	· Qualified crane operators with high-risk work licences 
· Mixed age demographic 
· Crane operation primary function, heavy vehicle driving secondary 
· Requires multiple licences and certifications 

	Operational Characteristics
	· Urban and construction site access driving 
· Complex manoeuvring of long, heavy vehicles with outriggers 
· Site-to-site transport rather than continuous road use 
· Precise positioning and navigation of overhanging loads 
· High interaction with construction personnel and traffic 

	Typical Industries
	· Construction and building services 
· Infrastructure projects 
· Industrial maintenance 
	· Port and logistics operations 
· Events and entertainment rigging

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place burden on crane operators requiring heavy vehicle licences as secondary qualification, with competencies requiring further tailoring for unique mobile crane requirements, disproportionately increasing total training time.
· Truck-specific curriculum such as load restraints and coupling/uncoupling may have limited direct relevance to mobile crane operations, increasing training costs without proportional benefit.
· Drivers with recent licence bans temporarily excluded from applying for an articulated licence, affecting operators who require heavy vehicle access to transport cranes between job sites as part of primary crane operating duties. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, though smaller impact as existing barriers to entry mean primary crane operators are typically experienced construction workers familiar with complex site operations. 
· Requirement to hold HC licence for 12 months delays tenure-based progression with limited opportunity to meet fast-tracked pathway requirements, disproportionately impacting most crane operators unable to access coached driving or experience route.
· Extended exclusion periods and broader offence criteria covering traffic and court offences (beyond outright bans) disproportionately reduce operator pool in sector with lower historical screening priority compared to other cohorts, significantly affecting overall driver supply. However, these measures are expected to support road safety outcomes, given the large vehicle dimensions and complex manoeuvrability of mobile cranes. 




	Cohort 10: Construction / Tradesperson
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Occasional use. Regular use of MR class vehicles for materials delivery and equipment transport.

	Driver Profile
	· Tradespeople and construction workers 
· Wide age range including apprentices and younger workers 
· Heavy vehicle driving ancillary to primary trade duties (carpentry, plumbing, electrical, etc.) 
· May include labourers and site workers who drive as needed

	Operational Characteristics
	· Primarily urban and metropolitan construction site access 
· Short-distance materials transport and equipment movements 
· Delivery to and from construction sites, suppliers and depots 
· Frequent loading/unloading and manual handling 
· Tight site access and manoeuvring in confined spaces 

	Typical Industries
	· Residential and commercial construction 
· Civil construction 
· Building trades 
	· Landscaping and earthworks 
· Building materials supply

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place additional burden on tradespeople requiring MR licences as secondary qualification (ancillary use), with greater impact on apprentices on lower wages and workers in less secure employment.
· Enhanced reversing and tight manoeuvring competencies align with urban construction site operations, though truck-specific curriculum may have limited relevance to ancillary heavy vehicle use.
· Drivers with recent licence bans temporarily excluded from applying for a rigid licence, affecting tradespeople requiring heavy vehicle access for materials transport as part of broader trade duties.

	Option B
	· Probationary licence holders unable to access MR licences, affecting apprenticeship pathways that form a major entry route into construction trades.
· Extended exclusion periods and broader offence criteria may reduce available workers for roles where MR licence is an employment criterion, as industry typically applies less formal screening processes for ancillary heavy vehicle use. 
· Stricter eligibility requirements may reduce operational flexibility and increase costs for construction businesses who may be unable to economically justify dedicated drivers for occasional heavy vehicle needs, particularly affecting small trade businesses requiring frequent tools and materials transport between urban construction sites.




	Cohort 11: Emergency services (volunteer)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Intermittent operational use during emergencies and training.

	Driver Profile
	· Volunteer emergency services personnel  
· Wide age range including younger volunteers 
· Diverse primary occupations with volunteering as secondary commitment

	Operational Characteristics
	· Rural, regional and peri-urban emergency response 
· Seasonal peak demand (bushfire season, storm response) 
· Time-critical operations under emergency conditions 
· Driving under emergency response conditions with traffic priority 
· Operation of specialised vehicles (fire trucks, rescue vehicles, tankers) 
· Training and maintenance duties in addition to emergency responses

	Typical Industries
	· Fire and Rescue services 
· Ambulance services (patient transport)
	

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place burden on volunteers requiring MR/HR licences for emergency response duties, with competencies requiring further tailoring for unique emergency vehicle requirements and volunteers balancing training with employment and family commitments.
· Enhanced vehicle dynamics and hazard perception training provides foundation for emergency operations, though volunteer organisations must still provide specialised emergency driving training beyond licensing requirements. 
· Volunteers with recent licence bans temporarily excluded from emergency vehicle operations, reinforcing community safety expectations and existing screening practices for first responders. 

	Option B
	· Probationary licence holders unable to access MR/HR licences, preventing younger community members from volunteering as emergency vehicle operators and reducing volunteer recruitment in rural areas traditionally reliant on diverse age demographics.
· Higher training costs from enhanced trainer qualifications (above Option A) add to existing volunteer emergency vehicle training obligations, with costs absorbed by volunteer organisations operating on limited budgets and community fundraising.
· Extended exclusion periods and broader offence criteria reduce available volunteers for emergency vehicle operations in communities with small volunteer pools. Stricter eligibility requirements align with public safety expectations for emergency response personnel. 




	Cohort 12: Bus (registered or occasional)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Intermittent or occasional bus driving (non-career)

	Driver Profile
	· Registered or occasional bus drivers 
· Mixed age demographic 
· Bus driving as secondary or occasional duty rather than primary occupation 

	Operational Characteristics
	· Primarily local and regional route driving 
· Occasional passenger transport for specific events or activities 
· School excursions, community outings, sporting events 
· Often smaller passenger numbers in community-sized buses 

	Typical Industries
	· Schools and educational institutions 
· Community and social services organisations 
· Sporting clubs and associations 
	· Churches and religious organisations 
· Aged care and disability service providers 
· Volunteer transport services

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs create barriers for occasional drivers requiring MR licences for infrequent community or organisational passenger transport.
· Enhanced passenger safety and urban hazard perception competencies align with occasional bus operations.
· Training costs may deter organisations from maintaining registered occasional drivers for infrequent transport needs.
· Drivers with recent licence bans temporarily excluded from applying for a rigid licence for passenger transport, aligning with community expectations around passenger transportation. 

	Option B
	· Probationary licence holders unable to access MR licences, preventing younger staff at schools, sporting clubs and community organisations from operating buses for occasional transport duties. 
· Higher training costs from enhanced trainer qualifications (beyond Option A) create barriers for occasional drivers who use buses infrequently, with proportionally greater burden on small community organisations and volunteer groups operating on limited budgets. 
· Extended exclusion periods and broader offence criteria reduce available occasional drivers for community passenger transport, potentially forcing organisations to outsource transport or limit activities requiring bus access. 




	Cohort 13: Leisure (large motorhomes)
	 

	ATTRIBUTES:

	Vehicle Types
		LR
	MR
	HR
	HC
	MC




	Driving Frequency
	· Recreational and leisure use, often seasonal or retirement-focused

	Driver Profile
	· Private motorhome and RV owners
· Predominantly older demographic 
· Non-commercial leisure travel
· Heavy vehicle driving for personal benefit
· Often first-time heavy vehicle drivers in retirement

	Operational Characteristics
	· Long-distance touring and regional travel 
· Holiday and recreational use 
· Caravan park to caravan park travel 
· Tourist routes and scenic byways 
· Extended trips (weeks to months) 
· Predominantly highway and rural road use 

	Typical Industries
	· Private recreational vehicle ownership 
· Retirement lifestyle travel 
· Tourism and leisure activities
	

	POTENTIAL IMPACTS ON DRIVERS & INDUSTRY: 

	Option A
	· Increased training duration and costs place burden on retirees and leisure users seeking MR/HR licences for personal motorhome use.
· Enhanced vehicle dynamics, rollover awareness, rural driving, and driver health and fatigue management competencies directly relevant to large recreational vehicle operations.
· Truck-specific curriculum such as load restraints and commercial operations may have limited direct relevance to recreational motorhome use. 
· Drivers with recent licence bans temporarily excluded from applying for a rigid licence for personal motorhome use.

	Option B
	· Probationary licence holders unable to access MR/HR licences, though minimal impact as cohort predominantly comprises older demographic (retirees) already holding full licences.
· Higher training costs from enhanced trainer qualifications (beyond Option A) create barriers for leisure users seeking MR/HR licences, without commercial income-generating benefits. 
· Extended exclusion periods and broader offence criteria reduce access to large motorhomes for personal leisure travel. 





[bookmark: _Ref213245800][bookmark: _Toc235717635]Appendix D – Social Cost of Road Crashes
The table below is taken from the 2022 Social Cost of Road Crashes report by the Australian National University (table 7.74, page 92). The table outlines the estimates social cost per road crash, by component and crash severity. The parameters have been used to estimate the benefit associated with avoided economic costs from reduced heavy vehicle incidents. 
[bookmark: _Toc235717679]Table 42 Estimated Social Cost per Crash, by Component and Crash Severity
	Cost Component
	Fatality
($AUD2020 per crash)
	Hospitalised injury
($AUD2020 per crash)
	Non-hospitalised injury
($AUD2020 per crash)
	Property damage
($AUD2020 per crash)

	Repair cost
	$11,827
	$10,619
	$10,549
	$10,983

	Workplace or household losses
	$2,613,335
	$141,406
	$1,111
	-

	Medical related costs
	$17,785
	$46,846
	$9,251
	-

	Insurance administration
	$27,798
	$12,300
	$3,504
	$1,097

	Long term care costs
	-
	$43,888
	$1,088
	-

	Travel delay and operating costs
	$17,355
	$2,940
	$2.738
	$1,146

	Pain, grief and suffering
	$406,599
	$15,387
	-
	-

	Vehicle unavailability
	$1,239
	$1,313
	$781
	$490

	Ambulance
	$5,424
	$2,391
	$1,129
	-

	Emergency and police services
	$3,630
	$3,630
	$172
	-

	Legal costs
	$7,222
	$2,538
	-
	-

	Pollution
	$690
	$137
	$128
	$57

	Correctional services
	$56,931
	-
	-
	-

	Street furniture
	$70.6
	$79
	$79
	$84

	Premature funeral
	$7,879
	-
	-
	-

	Recruitment and retraining
	$2,757
	$138
	-
	-

	Coronial cost
	$2,205
	-
	-
	-

	Total 
	$3,182,747
	$283,613
	$30,530
	$13,857


[bookmark: _Ref213246057][bookmark: _Toc235717636]Appendix E – Risk Assessment Approach
A likelihood and consequence approach has been taken to measure risks associated with heavy vehicle driver safety reforms. This approach provides a structured and systematic assessment of risk that supports risk prioritisation, transparency and accountability, and enables proportionate risk management. 
Consequence
Consequence is the outcome of a risk and is classified using five ratings: insignificant, minor, moderate, major, and catastrophic. Table 43 sets out the definitions of these ratings so that the implications are understood. 
[bookmark: _Ref211592022][bookmark: _Toc235717680]Table 43 Consequence Rating Definitions
	Rating
	Definition

	Catastrophic
	Consequences threaten multiple DTP Flagship initiatives and/or Core Priorities. 

	High
	Consequences could threaten a DTP Flagship initiative or Core Priority. 

	Medium
	Consequences could cause significant review or changed ways of operating for a DTP Flagship initiative and/or Core Priority, Group Business Plan initiative / action or operational program or project. 

	Low
	Consequences could threaten the efficiency or effectiveness of some aspect of a Flagship initiative, Group Business Plan initiative / action or operational program or project. 

	Insignificant
	Consequences dealt with by routine operations.


Likelihood
Likelihood is the chance of a risk event occurring and is categorised using five ratings: rare, unlikely, possible, likely, almost certain. The likelihood table (see Table 44 below) outlines the quantitative and qualitative measures that define the likelihood ratings. 
[bookmark: _Ref211592110][bookmark: _Toc235717681]Table 44 Likelihood Rating Definitions
	Rating
	Likelihood
	Frequency (Single Events)
	Frequency (Recurring Events)

	Almost Certain
	90-100%
	It is almost inevitable, expected to occur.
	Several times a year.

	Likely
	60-90%
	It is a strong possibility of occurring, more than likely to occur.
	Once a year.

	Possible
	30-60%
	May or may not happen, potential to occur.
	Once in three years.

	Unlikely
	10-30%
	Could occur at some time but would be unexpected. 
	Once in ten years.

	Rate
	0-10%
	May only occur in exceptional circumstances and would be highly unexpected. 
	Once in twenty years or more.


The matrix in Table 45 displays the overall rating of the risk after the consequence(s) and likelihood have been determined.
[bookmark: _Ref210984311][bookmark: _Toc235717682]Table 45 Consequence and Likelihood Risk Evaluation Matrix
	
	
	Consequence

	
	
	Insignificant
	Minor
	Moderate
	Major
	Catastrophic

	Likelihood
	Almost certain
	Medium
	High
	High
	Extreme
	Extreme

	
	Likely
	Medium
	Medium
	High
	High
	Extreme

	
	Possible
	Low
	Medium
	Medium
	High
	Extreme

	
	Unlikely
	Low
	Low
	Medium
	Medium
	High

	
	Rare
	Low
	Low
	Low
	Medium
	Medium




[bookmark: _Toc213221852][bookmark: _Toc213222062][bookmark: _Toc235717637]Endnotes	
Motorcycle	+7.9%

2020	2021	2022	2023	2024	0	2.6019906765780476E-2	5.6162277938767824E-2	6.6549073957414606E-2	7.934988030742085E-2	Light Vehicles 	+8.8%

2020	2021	2022	2023	2024	0	1.5092800796633998E-2	3.4685824289637512E-2	5.9025446629941358E-2	8.8194502707743094E-2	Heavy Vehicles	+14.5%

2020	2021	2022	2023	2024	0	3.856355356714869E-2	7.3923464088839097E-2	0.11357353998561948	0.1447990732603659	



Light Rigid	+34.2%

2020	2021	2022	2023	2024	0	3.1149042866097654E-2	9.6460774386421644E-2	0.20873716186894264	0.34179565070639861	Heavy Rigid	+7.3%

2020	2021	2022	2023	2024	0	5.3756733768075549E-3	3.0711652962857938E-2	5.3529912106606181E-2	7.2662319251488583E-2	Articulated	+16.4%

2020	2021	2022	2023	2024	0	4.4418527157614074E-2	7.8473842052649179E-2	0.12605798067310903	0.16384538487170941	Non-freight carrying vehicles	
2020	2021	2022	2023	2024	0	0.42137690865255828	0.4620948298955263	0.51125100455397798	0.57822126975622834	Buses	
2020	2021	2022	2023	2024	0	-8.2368553516679599E-2	-7.8158605225827071E-2	-6.2188257905093081E-2	-5.6605500388962615E-2	



Articulated Truck Deaths	2015	2016	2017	2018	2019	2020	2021	2022	2023	2024	21	22	20	14	22	23	14	15	29	24	Heavy Rigid Truck Deaths	2015	2016	2017	2018	2019	2020	2021	2022	2023	2024	20	18	18	10	25	12	12	23	19	12	Bus Deaths	2015	2016	2017	2018	2019	2020	2021	2022	2023	2024	7	2	10	5	1	1	1	1	0	0	Total HV Deaths	48	42	48	29	48	36	27	39	48	36	
Victorian Heavy Vehicle Road Deaths




Practical Supervised Experience	Formal Training and Competency Assessment	No Preference	0.47499999999999998	0.3775	0.14749999999999999	


National Workforce	15 - 19	20 - 24	25 - 34	35 - 44	45 - 54	55 - 59	60 - 64	65 +	2.9729048006509332E-2	7.8559804719283893E-2	0.22501545972335213	0.22463384865744501	0.21177298616761625	9.4895850284784297E-2	7.3437754271765729E-2	6.1518307567127631E-2	Victorian Heavy Vehicle Workforce	15 - 19	20 - 24	25 - 34	35 - 44	45 - 54	55 - 59	60 - 64	65 +	1.464965375E-2	6.559939125E-2	0.21287900574999999	0.20581028899999998	0.19831081049999999	0.11923940599999999	0.10037834125	8.478107800000001E-2	Age


Proportion of Workforce




Cost-Benefit Analysis Results

Benefits	46204	46569	46935	47300	47665	48030	48396	48761	49126	49491	49857	50222	50587	50952	51318	51683	52048	52413	52779	53144	53509	53874	54240	54605	54970	55335	55701	56066	56431	56796	0	0	0	13516856.881320897	24667209.624134656	27913443.767074913	30861733.664416719	33533670.341743328	35948992.847576208	38125801.577278994	40080740.869775705	41829155.969799392	43385228.509329744	44762093.912913516	45971943.53086298	47026113.820001625	47935164.499139026	48708947.286883011	49356666.567975268	49886933.119572327	50307811.851700321	50626864.369353406	49623154.630248182	48156355.141871862	46726452.880586103	45332905.9088661	43975153.444626436	42652618.38366545	41364709.643809766	40110824.341279536	Costs	46204	46569	46935	47300	47665	48030	48396	48761	49126	49491	49857	50222	50587	50952	51318	51683	52048	52413	52779	53144	53509	53874	54240	54605	54970	55335	55701	56066	56431	56796	-10397707.616005575	-41019748.738733023	-34229638.108287528	-46575247.662466794	-46093589.480767839	-44721467.70134411	-43248124.322436027	-41828665.946547829	-40460881.944115147	-39142662.35909985	-37871992.944705255	-36646950.457172312	-35465698.193801522	-34326481.762102462	-33227625.067689233	-32167526.509216629	-31144655.369290449	-30157548.390889511	-29204806.529407367	-28285091.870960232	-27397124.708117496	-26539680.764691919	-25711588.561681256	-24911726.916882928	-24139022.571108975	-23392447.934312429	-22671018.945298318	-21973793.039035633	-21299867.215909783	-20648376.207561336	Net Present Value	46204	46569	46935	47300	47665	48030	48396	48761	49126	49491	49857	50222	50587	50952	51318	51683	52048	52413	52779	53144	53509	53874	54240	54605	54970	55335	55701	56066	56431	56796	-10397707.616005575	-41019748.738733023	-34229638.108287528	-33058390.781145897	-21426379.856633183	-16808023.934269197	-12386390.658019308	-8294995.6048045009	-4511889.0965389386	-1016860.781820856	2208747.9250704497	5182205.5126270801	7919530.3155282214	10435612.150811054	12744318.463173747	14858587.310784996	16790509.129848577	18551398.895993501	20151860.038567901	21601841.248612095	22910687.143582825	24087183.604661487	23911566.068566926	23244628.224988934	22587430.309477128	21940457.974553671	21304134.499328118	20678825.344629817	20064842.427899983	19462448.1337182	Year







Percentage	
Other	Lead time to implementation	Registered Training Organisation requirements	Staff recruitment	Technology/systems limitations	Financial constraints	0.33333333333333331	0.5	0.5	0.66666666666666663	0.83333333333333337	1	



"Do you anticipate you will need to increase your training fees to cover any additional costs?"

Percentage	
Undecided - Too early to tell	No, as no additional costs are expected.	No, as the additional savings or efficiencies are expected to outweigh the potential costs.	Yes, as there are no other savings or efficiencies expected.	Yes, as the additional costs are expected to outweigh the potential savings or efficiencies.	0	0	0	0.33333333333333331	0.66666666666666663	


"Do you expect demand for your services to change due to these reforms?"

Percentage	
Significantly increase	Moderately increase	Stay the same	Too early to understand	Moderately decrease	Significantly decrease	0	0	0.16666666666666666	0.16666666666666666	0.16666666666666666	0.5	
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