
















































































Clearly, the deferred and latent long-term effect of this
type of encouragement is difficult to evaluate because
these actions or "role models" have a slight and isolated
impact due to the chosen method of persuasion

- continuous and discreet dissemination of information -
which is often effective but is spread over a long period.

3.3. Enforcement

The different decrees adopted in France concerning the
wearing of seat belts implied the setting up of a system of
checks and penalties to enforce the regulations and, to a
certain extent, to change offenders' behaviour by the use
of dissuasion and fines. More than the amount of the fine
(in France, failure to wear seat belts is a second-level
infringement punished by an automatic fine of 230
francs), it is the knowledge that the law exists that
modifies behaviour, plus the psychological impact of the
checks and the way they are carried out.

The intensity of the checks can be measured by the
number of infringements reported by the police and
gendarmerie (Table 2) which have been available on a
reliable basis since 1983.

Table 2. Infringements reported annually by law
enforcement officers (Source: Interior and Defence
Ministries). * Estimated figures.

CRS Gendarmerie Police Total
1983 14,485* 117,300 38,072 169,857
1984 15,989* 138,995 32,512 187,496
1985 18,412* 163,692 33,804 215,908
1986 28,816* 225,384 83,710 337910
1987 32,927 223,383 129,808 353,191
1988 32,418 238,583 122,490 361,073
1989 36,155 289,192 124,290 413,482
1990 37,750 381,895 126,922 508,817

Since 1983, there has been an almost-constant increase in
the number of seat belt infringements reported, with a
very sharp rise since 1988. This does not mean that fewer
people are wearing seat belts but reflects rather a
sustained effort by the police and gendarmerie to make
increased roadside checks. This interpretation is
confirmed by other data on the number of hours devoted
to speeding checks (this type of data is not unfortunately
available for operations to check seat belt use), and the
number of tickets 1ssued for fai ling to observe speed limits
or for driving with excess alcohol in the blood, and the
total number of preventive breathalyser tests.

4. Assessing the impact of operations

In order to follow up on the major 1973 road safety
measures (enforcing seat belt use, speed limits and restrict-

ing alcohol abuse at the wheel), a tool for assessing the
impact of these regulations - the Road Safety Dashboard -
was devised (Biecheler, 1976). Indicators of driver
behaviour are based on estimates using information drawn
from roadside surveys organized according to a sampling
plan. Analysing the data from different waves of surveys
provides annual time series of the estimators of the
percentage of occupants wearing belts in the front seats of
private vehicles with high precision, given the size of the
samples (see par. 6.: Technical Annexe).

An adjustment between movements in the percentage of
occupants using seat belts and the time-scale of the
reinforcement operations described above will be used to
evaluate their impact on seat belt utilization.

Three distinct periods stand out (Figure 1). In country
areas, between 1972 and 1979, the wearing of belts in the
front seats followed a logistic curve linked to the rate of
installation of the equipment in private vehicles. The
turning point came in June 1975 with 45% of occupants
using seat belts. The rapid increase in belt-wearing during
the first four years after the decree making their use
obligatory was issued in 1973 was sustained by a first
wave of campaigns which was intended to make buckling
the seat belt a reflex action. A slowing-down appeared

in 1977 and a saturation threshold was reached in 1979
despite campaigns justifying the regulations.

A peak came in 1980 with a percentage of 78% of occu-
pants wearing seat belts following the October 1979
decree extending their use over the whole road network
and the introduction of inertia-reel belts. Between 1981
and 1986 there came a second period, during which the
utilization rate slipped steadily back to 67%. This
progressive disinclination to wear seat belts seems to go
hand in hand with a slackening in the intensity of
information campaigns. To counteract this trend a large-
scale campaign was launched in the autumn of 1986
stressing the dramatic effects of not wearing belts.
Following these shock tactics the slide was halted and the
proportion of occupants wearing their seat belts rose by 15
percentage points in four months. Since 1987 the rate has
been rising gently by one or two points a year. This
advance seems to have been achieved by the roadside
checks and the penalties handed out by the forces of law
and order in this period, during which the information
campaigns have been less strident.

The swings noted in rural areas are even stronger in urban
areas. From 1980 to summer 1986, the user rate fell sharp-
ly from 55% to 23%. This erosion of respect for seat belt
regulations, rapid at first and then slower, was reversed in
the autumn of 1986 thanks to a national campaign and by
1987 the rate was back up to its 1980 starting point.
Between 1987 and 1991, the proportion of occupants
wearing seat belts sagged slightly in 1988 and 1989, but
pulled back up in 1990 and 1991, to register 56%.

































3. Wearing rates

There has been regular monitoring of front seat belt use

in Great Britain since February 1982, whereas regular
monitoring in the rear only began in October 1988.

The two sets of wearing rates will be discussed separately.

3.1. Front seat wearing rates

The national wearing rates of drivers and front seat pas-
sengers found by the national survey and, more recently,
the TRRL survey are shown in Figure 1 (on page 38).

It will be recalled that the surveys in the mid-1970's had
found rates of about 0.3; these had risen to almost 0.4 by
early 1982 when the regular national survey began. They
rose to over 0.5 in January 1983, and to over 0.9 in
February; a 'plateau’ of about 0.95 was achieved in March.
It may be noted that the police stated that there would be
no prosecutions for seat belt offences during the first three
months of the new law (i.e. February-April), so this
marked rise was achieved at a time when many drivers
were aware that there was no threat of prosecution.

The wearing rates observed in mid-1983 were largely
maintained during the subsequent years, although there
has been a slight fall from 0.94-0.95 to 0.93-0.94. It was
rather disturbing, then, to find a sudden drop in the
passenger rate to 0.90 in the latest survey (April 1991).
This cannot be explained by technical factors, and it will
be of great interest to see in the next survey (October
1991) whether this rate returns to its earlier level.

There has been considerable speculation about the reason
for the sustained high wearing rates since 1983. British
motorists are not notably law-abiding, and few motoring
laws are as widely obeyed as the 1983 seat belt law.

One important factor was the succession of publicity
campaigns in the 1970's, at a time when the Government
was averse to compulsion but was keen to raise wearing
rates by persuasion. The various failed attempts in
Parliament to pass seat belt legislation also served to
maintain public interest. Consequently, when the law
finally came into effect, many motorists who had not
previously worn a seat belt were already persuaded of its
value and were ready to comply with it.

3.1.1. Variations in front seat wearing rates

Wearing rates decline with road class, and are lower on
built-up roads (those with speed limits of at most 40 mph)
than on non-built-up roads (speed limits of more than 40
mph). The rates shown in Table 1 come from the TRRL
survey of October 1989: a similar pattern is shown by the
other surveys. When the results from individual sites are
used to calculate the national rates (as shown in Figure 1),
greater weight is given to the major roads and the non-
built-up roads (to reflect the greater traffic volumes on
these roads), so the means of the wearing rates by road
class are slightly lower than the corresponding national
rates.
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Table 1 Wearing rates by road type, October 1989.

Road Type Driver Front seat passenger
A 0.93 0.95
B 0.92 0.92
C/Unclass 0.89 0.88
Built-up 0.91 0.92
Non-built-up 0.94 0.95

Wearing rates also vary with the age and sex of the car
occupant. Table 2 compares rates from the April 1991
survey; this was the first survey to record the age of adult
passengers, but the ages of car drivers had been recorded
by all six surveys and a similar pattern was found in each.
It is clear that men are less willing than women to wear
seat belts, and that wearing rates increase with age (among
adults).

Table 2, Wearing rates by age and sex, April 1991.

Driver Front seat passenger
Age 17-29 30-59 60+ 0-13 14-29 30-59 60+
Male 090 091 094 094 080 085 0.88

Female 095 096 097 094 0.87 091 094

3.2. Rear seat wearing rates

During each of the current series of seat belt surveys, very
many cars are observed, so the wearing rates for drivers
are based on many observations and are relatively precise.
Far fewer front seat passengers are observed, so their rates
are rather less precise; rates calculated for child rear seat
passengers are much less precise. Consequently, small
differences among the rear seat wearing rates presented
below may well not be statistically significant. Table 3
shows the numbers of car occupants observed in the most
recent survey, using the age groups from the survey form.

The child rear seat wearing rates found in the six surveys
are compared in Figure 2 (on page 38). The four age
groups are paired, and the rates for 'newer’ cars are
presented separately from those for ‘all’ cars. Newer cars
are those which, according to their registration prefix,
were first registered since August 1987 and so must be
fitted with rear seat belts: the child restraint regulations
introduced on 1 September 1989 apply to all of these cars,
but not to those older cars with no rear seat belts.












Strategies to increase the use of restraint systems:
The state of affairs in The Netherlands
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1. Introduction

In the background paper for this workshop it is stated that
restraint use is still a current issue. Although about 40
countries have laws prescribing the compulsory use of
seat belts, and while most drivers acknowledge that
vehicle safety belts are effective in reducing or preventing
injuries, many still do not use safety belts. This paper illus-
trates the state of affairs in The Netherlands.

1.1. User rates

Table 1 shows an overview of safety belt use rates in The
Netherlands 1979 - 1990 for drivers and front seat pas
sengers; since 1989 also for rear seat passengers (data
from Verhoef, 1991a; b). The observations are taken each
year in October on weekdays as well as on Saturdays and
Sundays during daytime hours (7 a.m. - 6 p.m.) at 24
locations inside and outside built-up areas throughout the
country. Sample sizes are usually around 2,000 both
inside and outside built-up areas for drivers, around 1,000
for front seat passengers, and around 200 for rear seat
passengers.

Table 1 clearly shows that belt use outside built-up areas
is generally about 15 percentage points higher than inside
built-up areas, for all passenger categories. In general,
user rates for front seat passengers are slightly higher
approx. 2-4 percentage points than for drivers. User rates
on rear seats are much lower than on front seats (also
when only cars fitted with rear seat belts are included in
the sample), although in one year's time a dramatic
increase of 16-17 percentage points in user rates was
observed.

In 1990, 93% of new cars (less than one year old) were
equipped with safety devices on rear seats, whereas cars
of 8 years old or more had these devices in only 18% of
the cases (Verhoef, 1991b). Only 10% of persons aged 18
years old or older use a rear seat belt when available.
Usage of rear seat belts for children between 5 and 12
years old was 27% in 1990, and for children between 12
and 18 years old 23%; 93% of the children less than 5
years old were restrained in a special device for children
(when present in the car).
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Table 1. Percentages belt use for drivers, front and rear
seat passengers inside and outside built-up areas in the
Netherlands, 1979 - 1990.

Percentage belt use

Built-up areas
Driver Front Rear*

Outside built-up areas
Driver Front Rear*

1979 51 54 69 71
1980 57 56 73 73
1981 52 54 70 70
1982 50 50 66 68
1983 46 48 65 66
1984 50 53 67 68
1985 49 53 66 68
1986 49 54 67 70
1987 55 60 70 72
1988 63 66 77 77
1989 62 66 19(11) 78 80 33(13)
1990 59 64 37(18) 78 82 50(22)

* total average figure for all age groups (between brackets:
including cars without rear belts installed)

2. Effectiveness of countermeasures

2.1. Legislation and sanctions

In The Netherlands, a safety belt law prescribing usage (on
front seats of cars sold in 1971 or later) mandatory and
punishab k came into effect in June 1975. National belt
use rates increased from around a 25% level in 1974 to
around 50% in 1975. Since then, no steep increase has
taken place, despite several mass media campaigns. Safety
belt use has stabilized at around 60% inside built-up areas
and around 80% outside built-up areas for the past few
years (Verhoef, 1991a). However, belt use rates are still
much lower as compared to those in other European coun-
tries, which all showed steep increases in belt use during
the 1980's (see Figure 1, background paper of this
workshop). Currently, the fine for not using a belt is in

the range of Dfl. 3565 (about $17-30).
























