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It may be asked how ’robust’ this structure of findings is. Some survey
questions posed difficulties for a complete or a valid comparison of the results.
The question about the speed limits in residential areas (Q3b) posed translation
problems with respect to the concept of ’'residential areas’. Furthermore, this
question was not answered by the Spanish respondents. The question about the
preferred legal alcohol limit (Q29) provided non-comparable answer categories
(e.g. the category ’higher limit’) because of differences in existing legislation.
The question asking after the opinion about a lower limit for inexperienced
drivers (Q30c) was not answered by Czechoslovakian drivers. However, the
contrasting clusters of countries in the presented network were found in several
analyses in which the questions 13b, 30c or 29 were either included or
excluded. Therefore, despite the difficulties with these questions, we believe
that the network of international differences as presented in Figure 5.1. is
essentially valid.

The more general conclusions about international differences in opinions,
attitudes and behaviours concerning traffic and traffic regulations are the
following:

1. When only speed related opinions, attitudes and behaviours are taken into
account, international differentiation is to a large extent dominated by
differences of opinion on the preferred speed limits on different types of
roads. The questions about speeding behaviour, causes for accident, technical
devices for restricting speed, experiences with speed enforcement, engine
size and about yearly amount of kilometres driven were not important in
differentiating between the European countries on these two dimensions.

2. When several measures are taken into account, differences of opinion on
preferred speed limits are still very important in characterizing international
differentiation.

3. The most general conceptual dimension of international differentiation
includes opinions on several traffic measures (speeding limit on motorways,
seat belt use, drinking and driving, the obligation to run lights during
day-time). This means that a more general attitude towards traffic safety can
be postulated rather than several, independent attitudes towards specific
issues.

4. Differences of opinion about the speed limit on motorways, the speed limit
in towns and in residential areas, and about the speed limit on main roads,
are reflected in different dimensions of the analysis. This means that general
tendency to prefer either high limits or low limits, irrespective of the type
of road, is not typical for most of the European countries. In other words, the
international differences of opinion about the speed limits change with the
type of road that is being considered.

5. The questions about the harmonization of speed limits throughout Europe
have lower canonical loadings for each dimension than the questions about
the preferred speed limits, indicating that there is more general agreement on
’harmonized’ limits than on ’the most subjectively preferred’ limits.

6. There is a close correpondence between official traffic legislation and public
opinion. E.g. the citizens of countries that have a legal obligation to run light
during daytime or that legally require a minimum age of 17 year for driving
a car, tend to favor these regulations, whereas citizens of other countries who
lack these regulations tend to disapprove of these regulations. Likewise. the
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differences of opinion about speed limits on different types of roads, are
associated with existing differences in speed limits.

What are the possible implications of these results for the development of an
European traffic policy? On the one hand, some differences between countries
seem to reflect a more general attitude towards traffic safety. This attitude may
include deep-seated beliefs about the role of state interference and of individual
responsibility in the traffic area. It may be difficult to find a middle ground
between countries who differ in overall traffic philosophy as seems to be the
case in the division between Scandinavian and Mediterranean countries. In this
case, it may be difficult to find a compromise between these countries since
their fundamental assumptions about the responsibility and the duty of the state
and the individual citizen for traffic safety may differ far too much. It may be
worthwhile for European countries to have a more general discussion about
these assumptions before embarking upon the negotiation of specific issues or
measures.

On the other hand, differences between countries may reflect very concrete,
specific interests without too much ideological subcurrents. Such a concrete,
business-like interest seems to be the concern of Hungary and Czechoslovakia
for road improvement or the concern of Germany/west for restricted speeds in
residential areas. These specific, concrete interests may prove to be a good
starting point for initial negotiations.

Finally, it may be asked how the close correspondence between official
legislation and public attitudes and opinions has come about. Did public
opinion or social climate lead to the political acceptance and implementation of
specific measures? Or did public experience with the law and its results lead to
endorsement of its underlying message. Following the lead of several authors
(e.g. Andenaes, 1988; Snortum, 1988) we surmise that both these processes
have been at play. In the words of Snortum: ’law is both a cause and an effect
of 'moral climate’’ (Snortum 1988; p. 206). Generally, there will be a base of
social support for a measure before its actual enactment; after the implementa-
tion of the measure, the social support for it may grow even stronger as the
result of experiences with its enforcement.

The law may even create a new social norm. The creation of such a new no-
rm is certainly not an automatic process, but depends in part on the degree to
which the law is perceived as reasonable, is promulgated by legitimate author-
ity and is impartially administered (Andenaes, 1977).

For some measures, e.g. the obligation to run light during daytime or a
common limit of 30 km/h in residential areas, the base of support is strong in
some specific countries, but very weak in many others. Obviously, an initial
broad base of support for a particular measure would have to exist before a
discussion about its acceptance and implementation can be useeful. However, a
broad base of support does not necessarily mean majority support. It is conceiv -
able that moderate or low support for a certain measure can be enhanced by
persuasive communication or by experiences with or feedback about the
positive results as a consequence of the new measure.

The other side of the medaillon is that measures for which a majority support
exists, may loose their appeal if they are not strictly and consistently enforced.
If road users observe that many other road users violate a certain regulation
without any consequences as a result of this violation, they may come to doubt
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Appendix 2. The 34 questions concerning traffic measures selected for analysis (the numbering of questions
is identical to the numbering in the survey).

2. Would you be in favour, or against, the Government devoting more effort to the following road safety
measures? (Strongly in favour 1 2 3 4 5 Strongly against, 7 Don’t know)

a. Improving driver training b. Have more enforcement of traffic laws c. Have more road safety publicity
campaigns d. Test the road worthiness of more vehicles e. Improve the standards of the roads

3. Do you agree or disagree with the following statements (Strongly agree 1 2 3 4 5 strongly disagree 6
don’t know)

a. Penalties for driving offences should be much more severe b. There are too many traffic regulations c.
People should be allowed to decide for themselves how much they can drink and drive d. Car manufacturers
should not be allowed to stress the speed of cars in their advertisement e. More consideration should be
given to pedesttrians and cyclists when planning towns and roads

11. Devices are now available to control speed of cars. This could be made either compulsory or for use
optionally on the part of the driver. Would you be in favour of such a device?

(1 = Yes, 2 = No, 3 = Don’t know)

a. When you are free to put it on and off? b. When you are able to exceed the speed limit of motorways,
only for short periods? c. Making it impossible (for all cars) to exceed a certain limit?

13. What do you think the speed limit should be ..? (30 .. 160 km/h, no limit at all, don’t know) a. ...in
towns b. ... in residential areas c. ... on main roads between towns d. ... on motorways

20. I'll read some statements to you concerning seat belts. Please tell me in each case whether you agree or
disagree (1 = Agree, 2 = Disagree 3 = Don’t know). a. if you drive carefully seat belts aren’t really
necessary

29. People have different opinions about what the legal limit should be. Which of the following statements
best matches your opinion. Do you think that drivers should be allowed to drink ..?

1. no alcohol at all 2. less alcohol than at present 3. as much alcohol as at present 4. more alcohol than at
present 5. as much as they want 6. don’t know

30. I'm going to read out a list of measures that have been proposed to reduce drinking and driving. How
much are you in favour or against the introduction of each of these measures?

(1 = In favour, 2 = Against, 3 = Don’t know)

a. More breath test by the police b. Harsher penalties for drivers found to be over the limit c. There should
be a lower limit of alcohol for inexperienced drivers d. Hosts should be encouraged to limit the amount of
alcohol their driver guest drink

38. There is a possibility of having similar laws and regulations applied to driving throughout Europe. In
order to achieve this "harmonisation’ would you be in favour or against the introduction of the following
measures throughout European countries? ((1 = In favour, 2 = Against, 3 = Don’t know)

a. A minimum age for driving cars of 17 years b. A tougher standard driving test c. A penalty points system
for traffic offences which results in loss of licence when exceeded d. A common speed limit of 30 Mph (50
Km/h) in towns e. A common speed limit of 70 Mph (120 Km/h) on motorways f. A requirement that
manufacturers modify their vehicles to restrict their maximum speed g. There should be a uniform low limit
h. Regular technical check -ups for all types of vehicle for safety reasons 1. Regular technical check -ups for
all types of vehicle to protect the environment j. An obligation to use motor verhicle lighting during day-
time k. Installation of a third braking light 1. An obligation to use seat bealts on front to use seat belts on
front and rear seats.
























