



























































speed limit residential town between towns | motorways
(kmv/h) area

30 24%
40 20% 11%
50 29% 51%
60 26%
80 22%
90 25%
100 31%
120 28%
130 21%
140 11%

no limit 7%

Table 1. Desired limits on various types of road.

An important result is reported by Sammer (1994). He studied the attitude of
residents of the Austrian town of Graz with respect to a 30 km/h measure in a
large proportion of the town, except for priority roads. The acceptance of the
measure increased significantly following the introduction of the measure .
The acceptance and approval of pedestrians has risen from 50% to 77%; of
cyclists from 47% to 83%; of public transport passengers from 46% to 80%;
and of private car drivers from 29% to 68%. This also clearly demonstrates
that attitudes based on expectations can radically differ from attitudes based
on experiences.

33. Attitudes with respect to other speed measures

SARTRE (1994a; b) requested people’s opinion about European
harmonisation with respect to a built in speed restricter. 43% agreed to this.
Carthy et al. (1993b) studied attitudes wit hrespect to a number o fmeasures,
including several speeding measures. Measures were judged more favourably
the more effective they were considered to be, and the kss they offered per -
sonal disadvantage. The ‘disadvantage’ consisted of a reduction of choice,
increased journey times or discomfort .It was striking to note that the score of
favourability was at all times higher than that for effectiveness, except with
the measure: “Ban the use of vehicles capable of exceeding the 70 mph speed
limit”. Their conclusion was that most measures will be received favourably.
People have a very positive view of police enforcement for speeding inside
built-up areas.

Oei & Goldenbeld (1996) questioned drivers in writing following an anti-
speeding campaign consisting of information and intensive enforcement using
radar .73% of the motorists claimed to support this approach, and 65% also
believed that drivers will adhere better to the limit in that case, particularly on
controlled roads, and that this would benefit road safety . Comparable resu ks
were obtained in previous studies (Oei & Goldenbeld, 1994; 1995a). Another
survey (Oei & Goldenbeld, 1995b) resulted in a more positive attitude of the
respondents for the enforcement method where speeders are stopped by the
police, rather than for automatic (radar) enforcement.
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64.

Fear

moral norms. There are no rules of the game, where if you cheat you can
buy off your guilt if detected; it relates to behaviour which is inherently
right or wrong, regardless of the consequences, it concerns a persona lly
experienced behaviour. The event should namely appeal to a personal
interest, 1f it 1s to elicit an emotion with the associated action tendency
(Frijda, 1986; Smith & Lazarus, 1993). It has been shown that the more
one sees a traffic rule as a personal norm, the more the intention to
trespass the rule declines (Parke ret al., 1995).

There are also developments in the application of traffic laws which are
leading to a new norm. A Dutch bill states that cars are responsible for the
harm done to cyclists, even if the cyclist has trespassed a rule . Motorists
can be very indignant about this new rule, and will usually not feel guilty
in such a case (comparable to situations in the past, when people hardly
felt guilty about drunk driving). With much effort, it is perhaps possible to
make this a truly personal norm that can have effect in the presence of
anticipated guilt.

4. People have to learn which affects are at play here: that guilt is
appropriate when a norm has been trespassed, while a pleasant sensation
results when one follows the rules or resists the temptation. Guilt is to do
with feeling personally responsible for the harm you have caused another.
Anticipation of this unpleasant feeling can keep people on the ‘straight and
narrow’. The pleasant feeling when resisting temptation can relate to a
feeling of competence: “I can control myself”. But also a feeling of: “Ain’t
I being nice to other road users”. Traffic educators must be stimulated to
introduce these three affects: guilt about trespassing the rules and
endangering others, a feeling of competence that one is able to keep to the
code of conduct despite the temptation not to do so and pride about
altruistic behaviour. It has been shown that children who can recognise
that someone else feels good by resisting temptation can also offer more
resistance to temptation themselves (Lake et al., 1995).

It has been shown that the more one anticipates remorse about a traffic
offence, the more the intention not to transgress increases (Parker et al.,
1995). This affect and the previously cited personal norm has an effect on
intention over and above the effects of attitudes with respect to the
offence, over and above the effect of what significant others think about it
(subjective norm) and over and above the effect of the conviction that one
is able to commut or prevent the offence. Parker (1994) has also
demonstrated that by twice showing a simple video aimed at the display of
remorse with respect to speeding in a residential area, the attitude with
respect to such speeding can already be influenced.

Attitude research has shown that one includes the estimated probability of an
accident in the attitude with respe ¢t to speed. Whether this means that one
does not depress the accelerator as much for reasons of fear is not known to
me, but it seems likely . Feelings of lack of safety seem to play a considerable
role . This could be in an anticipating sense : people do not even consider
acting this way, but also while drniving". people suddenly fee lunsafe. For
example, if one passes an accident, speed 1s reduced in response; when
driving into a fog bank, one quickly slows down.






































































































