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Till Herr Statsrddet och Chefen for Justitiedepartementet

Genom beslut den 23 mars 1961 bemyn-
digade Kungl. Maj:t chefen for justitie-
departementet att tillkalla hogst fem sak-
kunniga med uppdrag att undersoka mdj-
ligheterna att forenkla handlaggningen av
trafikovertriadelser och dirmed samman-
hingande fragor.1)

Med stod av detta bemyndigande till-
kallade Herr Statsradet den 20 april 1961
foljande sakkunniga att verkstilla utred-
ningen, nimligen davarande borgméstaren
Yngve Kristensson, ordférande, advokaten
Sten Agvald, numera avlidne héradshov-
dingen Nils G. Froding, forsikringsdirek-
toren Lennart Lindstrand samt numera
avlidne 6veraklagaren Martin Lundqvist.
Efter sirskilt bemyndigande den 15 april
1966 tillkallade Herr Statsradet den 24
maj 1966 ytterligare tva sakkunniga, nam-
ligen rittschefen Bertil Holmquist och nu-
mera polismistaren Kurt Lindroth. Vida-
re forordnades overdklagaren Berndt Erik
Berndtsson, som den 29 november 1966
utsetts till expert, den 25 augusti 1967 till
ledamot i kommittén.

Att som experter bitrdda utredningen
forordnades den 20 april 1961 numera
professorn juris doktorn Carl M. Elwing,
den 11 september 1961 poliskommissarien
Erik Settergren, den 5 november 1963
professorerna  Gunnar Johansson och
Knut Sveri, den 17 juni 1968 numera
ldnsradet Karl-Gustaf Hjelmqwist, den 17
oktober 1968 professorn Ingmar Dureman
och den 7 februari 1969 lidnsassessorn Jan
Berntsen.

Till sekreterare forordnades den 8 maj
1961 assessorn i Svea hovritt Carl-Johan
Cosmo och den 20 september 1968 asses-
sorn i Gota hovritt Stig Iversen.

De sakkunniga har antagit namnet tra-
fikmalskommittén.

Kommittén har till Herr Statsradet 6ver-
limnat dels den 14 maj 1963 ett delbe-
tainkande, kallat Trafikmal (SOU 1963:
27)2), dels den 7 december 1967 ett del-
betiinkande, kallat Forundersokning (SOU

1) Angiende direktiven se

SOU 1971:81 SOU 1963:27 s. 9 £.

1967:59 och dels den 25 maj 1968 ett del-
betinkande, kallat Trafikmélsutredningar
(SOU 1968:19).

Kommittén har med anledning av re-
misser fran justitie-, civil- och kommuni-
kationsdepartementen avgett ett flertal ut-
latanden.

Kommittén far hirmed overlimna ett
fjarde delbetinkande. Detta betinkande
innehaller framst redovisning av vissa av
de sakkunnigutredningar som utforts for
kommittén. Betinkandet ar visentligen
tryckt pa engelska.

Under utredningsarbetet har kommittén
funnit det nodvindigt att soka klarldgga
vetenskapens nuvarande standpunkt i oli-
ka for kommittén visentliga frigor. Den
internationella utvecklingen i trafikrétts-
liga fragor gar for nidrvarande snabbt och
det har bla. dirfor inte varit mojligt for
kommittén att genom egna experter verk-
stilla utredningar kring alla de frigor som
ar av betydelse. Dirtill kommer att det
inom trafikritten med dess starka inter-
nationella anknytning ofta dr sa att fram-
staende expertis finns att soka utomlands.
Tack vare samverkan med Svenska For-
sikringsbolags Riksférbund har det ocksa
visat sig mojligt for kommittén att limna
uppdrag &t olika europeiska forskare att
utreda vissa for kommittén visentliga fra-
gestillningar. Svenska Forsdkringsbolags
Riksforbund har ocksd genom att bekosta
ett symposium, som anordnats i Stock-
holm under tiden 19—20 november 1969,
gjort det mojligt for kommittén att fa des-
sa utredningar belysta vid Overldggningar
med kommitténs egna experter.

Kommittén har ansett det lampligt, att
redan nu nigon tid innan huvudbetinkan-
det ar fardigstillt, 6verlimna dessa ut-
redningar. Utredningarna har offentlig-
gjorts och diskuterats vid ett offentligt
mote den 21 november 1969. Dirtill kom-
mer att kommittén tidigare foljt den prin-
cipen att publicera arbeten som inom ra-
men for kommitténs utredningsarbete ut-

2) Se dven prop. 1966:100 och prop.
1968:82. S




forts av olika sakkunniga. Hdr kan er- stedts 1966, och Ungdomen i bilaldern,
inras om arbetet Samhillsreaktioner vid Statens trafiksikerhetsrads rapport nr 153,
trafikbrott, Wenner-Gren Center, 7, Nor-  1969.

Stockholm den 14 oktober 1971

Y ngve Kristensson
Sten Agvald  Berndt E. Berndtsson
Kurt Lindroth Bertil Holmquist

Lennart Lindstrand
[Carl-JTohan Cosmo

Stig Iversen
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Sociological and
criminological factors
in road traffic offences

Terence Willett
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Introduction

In this paper my aim will be to discuss
the nature and the influence of the spe-
cifically societal factors on the pheno-
menon of road traffic offences, and by
“societal factors”. I mean those that are
built into the social structure of societies
and affect all who live in them to a con-
siderable extent. Hence, I shall be con-
cerned mainly with group phenomena,
and only incidentally with those of an
individual nature.

I shall begin by trying to place the
driver and his vehicle in a social setting
in which he, like everyone else, is ex-
pected to conform to expectations derived
from the roles he plays and the status
accorded to them; I shall then discuss the
ways in which the social process has been
affected by the motor vehicle and vice-
versa. Finally, I shall make some observa-
tions on the operation of the penal system
as it affects motoring offenders and offer
some recommendations about its ration-
alisation.

Such an approach is still relatively un-
usual since it is only in the last decade
or so that serious consideration has been
given to the view that motoring offences
(and major accidents also) might be attrib-
utable to something other than chance,
individual idiosyncrasy, the construction
of the highway, or the design of the ve-
hicle. The human factor has been rather
neglected, especially where it is com-
pounded of group rather than individual
factors. This neglect is understandable
because those concerned with social con-
trol tend naturally to prefer dealing with
factors that they can manipulate as, for
example, highway construction, vehicle
design and, of course, the law; these are
definite matters, “‘things one can put one’s
finger on”, but with humans there is no
such firm ground and it is all too easy to
become lost in vague speculation.

Vague speculation is a trap that I shall

try hard to avoid, but there is so little
“hard” sociological data in this field that
I must perforce base much of that I will
be saying about wider societal influences
on postulations that are not supported as
yet by adequate substantive evidence. I
realise that it is merely “soft” material,
useful only in that it might stimulate some
badly needed research; hence, it will be
with some relief that I shall be able to
turn at the end of this paper to the effects
and effectiveness of sentencing upon
which we have some recent research
evidence.

Lack of hard data is one difficulty with
which I am faced; another is the vast
range of the behaviour under review. It
is because of this that we find a universal
tendency to treat motoring offences (and
accidents also) as if they were homo-
genous events though the only thing they
have in common is that they involve
motor vehicles and take place on the
highway. There is a similar tendency to
treat crime and delinquency as if they
constitute  homogeneous phenomena,
though we know perfectly well that they
comprise such a variety of activities as
to make the terms meaningless in them-
selves. '

One way of overcoming this difficulty
is to try and distinguish between “serious”
and “less serious” offences, an exercise
that is appallingly arbitrary and fraught
with subjective difficulties. Nevertheless, T
have adopted it in my research work con-
cerning motoring offences since it seemed
that it would be credible as criminology
only if it could be shown that these of-
fences—or at least some of them—can be
equated realistically with what most lay-
men mean by criminal behaviour, and T
defined this as behaviour in which two
of the following criteria could be present:
deliberate intent, harm to persons or to
property, and dishonesty. (Indeed this
may be rather too strict a definition since
any one of the elements might be con-
sidered enough for many people to use
the term ‘crime’ for its consequences.)
What I am suggesting is that most people
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use these criteria to decide whether or not
to take offence behaviour seriously, and
in talking about serious and less serious
offences I shall be doing as they do.

It is, however, one thing to speak of
offences in this way and quite another to
speak of the offenders, and the difficulty
is especially great when considering motor-
ing offenders since it is obvious that one
who commits a series of less serious of-
fences can be more pathological than an-
other who commits a single serious of-
fence. Classifying offenders or making a
typology is of critical importance in peno-
logy and it is fraught with problems;
hence, it is not surprising that crimino-
logists and lawyers take the most direct
and straight-forward line and use the of-
fence as the main criterion and, to some
extent also, the frequency or persistence
of offence behaviour. But the credibility
of this is severely reduced when we in-
troduce the very difficult question of
differential exposure to risk of temptation,
provocation and detection; this is a matter
of considerable importance in relation to
motoring offences, and it depends inter
alia on societal factors, e.g. age, sex, occu-
pation, where and when most of one’s
driving is done, the extent to which the
police enforce the law and—following
from that—the prevailing social attitudes
towards the offences. Let us now consider
some of these societal factors: which, it is
suggested, must be understood before an
effective solution to the problem can be
devised.

Social change and
"cultural lag’

One of the few sociological postulations
that can claim the status of a scientific
law is that of ‘cultural lag’ devised by
the American sociologist, W. F. Ogburn
(1946). By this he meant the tendency for
societal factors of a cultural nature such
as conventions, moral precepts, legal pro-
scriptions to change much more slowly

SOU 1971:81

than those of a technological and practical
nature e.g., the physical environment, in-
ventions, economic organisation and de-
velopment. This concept is particularly
relevant to the social changes in attitudes
to drivers and motor vehicles, for as re-
cently as thirty years ago in most count-
ries other than the USA the ownership of
a car and the skill of driving it were
privileges reserved to a small, enthusiastic
and relatively well-off section of the pop-
ulation. There were, of course, the pro-
fessional drivers of buses and trucks, but
for the most part those who owned and
drove cars were seen as rather special
people who were the objects of admi-
ration, envy, irritation and amusement;
indeed we might bracket them with those
who flew the early aircraft, though un-
doubtedly the latter have always been
regarded as a more esoteric species! So,
until quite recently, the driver was looked
upon as a daring adventurer by compa-
rison with the pedestrian and those who
moved at the speed of the horse and
carriage; and it is interesting, incidentally,
to reflect for a moment on the habit we
have of relating the speed of thought and
mind to the speed of movement in ap-
plying values to the adjectives ‘quick’ and
‘slow’.

The effect of all this was to give the
driver a special status as exemplified by
the law relating to motoring and some of
the ways in which it has been, and still
is, enforced; moreover, this special status
has been enhanced by the fact that both
driver and vehicle are the focii of one of
the most important industries of the de-
veloped world which has much to gain by
emphasising it. Hence, the fight to obtain
and keep a privileged status for the driver
has been waged with great energy by both
private and commercial pressure groups.
(See Willett, 1964 ch. 3.)

Gradually, therefore, motoring has be-
come a social institution in itself, using
the term in its sociological sense accord-
ing to Mclver (1953) i.e., “established
forms of procedure characteristic of group
activity’”’. And in this, as in other struc-
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tured forms of human behaviour, status
and respect are accorded to the possession
of special skill, the possession of special
and “‘different” equipment as, for ex-
ample, powerful and distinctive vehicles,
and the erst-while qualities of initiative
and bravery in using these things.

That publics have long been condi-
tioned to see motoring in this way is very
evident from the media of advertising,
literature and art, as well as from the
development of motor sport which, be-
cause of its fusion of the more primitive
components of maleness with techno-
logical sophistication has always appealed
very strongly to men and in a rather dif-
ferent way to many women also. This all
fits into the perennial tendency of so-
cieties to create heroic forms of behaviour,
the traditions of which change very little;
it is interesting that Robin Hood, the
legendary English outlaw who defied the
guards of the rich nobles to rob them and
give their wealth to the poor, not only
fought well but rode fast temperamental
horses too; so did the equally legendary
highway-man Dick Turpin, and the heroes
of the western films. All of them were pre-
decessors of the contemporary film and tel-
evision heroes epitomised by James Bond
with his very special Aston-Martin super-
car. It is, perhaps, significant that the
heroes of the past were not found riding
hacks in the age of the horse and carriage
any more often than they are now pic-
tured as driving family cars in the age of
the motor vehicle. Indeed, we even find
the motor car becoming a hero in its own
right; the symbolic appeal of the film
“Chitty Chitty Bang-Bang” is an amusing
illustration of this.

The status and role
of the driver

It seems plausible that since the turn of
the century opportunities have been in-
creasingly limited for the majority of indi-
viduals to show initiative and daring by

10

exhibiting special skills, save in time of
war; at other times these desires have
had to be confined to fantasy. But with
the recent increase in the availability of
personal motor vehicles the opportunity
has come to act out these fantasies as
well as to find expression for the great
social pressures—one might even call
them compulsion—on males to prove
their manhood. It seems that there is a
desperate effort to keep the primitive
character components or traits alive de-
spite the evolution of social and techno-
logical conditions that make them less
and less relevant; these efforts help to
preserve the ‘‘subterranean values” in
society to which I shall refer later. An
interesting parallel can be drawn here with
economic behaviour as cited by Whyte
in his study “The Organisation Man”
(1956); writing of American society he
postulates that as the opportunities for
opportunist, frontier-style free enterprise
are becoming more and more restricted in
a bureaucratically organised economic
system, so there is more verbalisation of
the old-style free enterprise values and
more expression of them in symbolic
forms e.g. in leisure, literature and drama.
And, I would submit, he might usefully
have added driving to these modes of
sublimation. An example of this primitive
behaviour is the competitive jockeying
for position that is so evident in rush
hour traffic in our cities; technological
development has made this sort of thing
unnecessary and pointless, yet people still
risk their lives and one of their most
valued possessions (their cars) to get
through a bottleneck before the faceless
and unknown individual who is alongside
them in the traffic stream. Clearly habit
systems and values have not kept up with
the demands of a technological civilisa-
tion.

However, skill, bravery and initiative
have for long been highly valued in human
societies and especially as criteria of
“masculinity’’; they may be less relevant
than they were, but they are still there
at all levels. And here I would quote two
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anecdotal examples from the interviews
carried out in the course of my research
into the characteristics of serious motoring
offenders in an English police district in
1959 (Willet, 1964). One was with a
young motor-cyclist convicted of danger-
ous driving who claimed that his girl
friends were ‘“the worst” in provoking
him and his friends to drive faster and
take more risks; in his view the girls
admired the dare-devil, and in all he said
one could sense the attraction of the
power-speed-noise nexus that is high-
lighted in motor-cycling. Another was
with a senior police officer with much
experience as a motor-cycle traffic patrol-
man who said “when you criticise a man’s
driving you criticise his virility”. And in
considering this last quotation one is re-
minded of Talcott Parson’s observation
that in contemporary urban societies the
active, daring, dominating and aggressive
qualities are still associated with maleness
and their opposites with femininity; hence
his point that to be “bad” is to be a real
man, but to be “good” is to be a cissy.
(Parsons 1954)

Sex differences

A particular feature of typical conflict and
offence provoking behaviour in traffic
situations is what I shall call the domin-
ance-submission situation exemplified by
the irrational resistance to being over-
taken—especially when the overtaker is
a female. And it will be no surprise to
point out that the great majority of the
offences of dangerous driving in all my
research studies have been derived from
overtaking situations of a competitive
nature. That among 285 offenders who
committed this offence all were men is
an instance of one of the most striking
features of the motoring offence pheno-
mena; that it is mainly a preserve of males.
Indeed this is one of the many respects
in which it is no different from the general
phenomenon of crime and sociopathology.
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One explanation for this—perhaps one
could say as a sociologist that it is the
explanation—is that this is just a mani-
festation in behavioural terms of the social
conditioning of males and females in
societies. Its reality can be assessed from
the fact that for Britain alone in 1967
there were 15 men to every woman found
guilty of a motoring offence although the
proportion of men to women among
licence holders is about six to one; for
offences of all kinds the ratio was rather
lower at about 11 to 1. A similar picture
is reported from the USA where Coppin
(1961) has shown that about 96 % of
negligent drivers in California were males.

Unfortunately we have very little socio-
logical or psychological evidence about
women as drivers and even less about
them as motoring offenders, perhaps for
the simple reason demonstrated above
that they are so seldom convicted. When
they do come before the courts in Britain
and the USA it would seem that they are
generally older and of higher social status
than their male counterparts. (Coppin
1965, Willet 1966), and that they are much
less exposed to risk in that their annual
mileages are lower. Indeed as with men
we find that the offenders tend to drive
more than women drivers in general
(Coppin 1961) and that they are more
often single or living separately from their
spouses. As I have said, they are very
rarely found among serious motoring
offenders, but when they are I have dis-
covered them to be predominantly among
those convicted of failing to stop after
an accident; in my study of nearly 700
serious motoring offenders in an English
police district there were only 54 women
over half of whom had committed this
offence which seemed to be a manifesta-
tion of a tendency to panic on the one
hand and anxiety about becoming in-
volved in trouble on the other. There is
also a tendency for drunken driving to
be present among the few serious offend-
ers but, perhaps significantly, one rarely
finds them among those convicted of
dangerous driving.
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Though I am not concerned in this
paper with the accident phenomenon
except in so far as it affects offences, I
would say in passing that much the same
differential between men and women is
found here also and this is reflected in
the tendency in Britain and the USA for
them to be regarded by insurers as better
risks. But here again we have the difficult
question of relative exposure to risk
entering to upset our comparison, and
indeed some recent work in the British
Road Research Laboratory has suggested
that the accident performance of women
may be rather worse than that of men
when exposure to risk is controlled. How-
ever, the gap is so wide in respect of
offences that it is doubtful if even the
differential exposure could explain it as
against the more powerfully convincing
inferences that can be made from offence
behaviour and what we do know about
sex differences in attitudes. As Miles and
Terman (1937) and others since have
shown, women tend to be more conform-
ing to social norms, more strict about
ethical matters, less inhibited about ex-
pressing anxiety and less inclined to take
risks for the sake of doing so; and, most
important, we find with M. Mead (1949)
that females have less ‘“need” than males
to prove themselves by dominating people
or situations. Hence, we find the image
of the woman driver as being compound-
ed of timidity as manifested by slow
cautious driving, indecisiveness, lack of
mechanical and technical competence, and
lack of interest in vehicles save as “things
to get about in or in their usefulness as
fashion accessories: True or not, that is
how males seem to see women on the
roads and it is interesting that all of the
criteria cited are direct opposites of male
motoring values, and when men display
them they are usually the objects of irri-
tated derision as “old women”: and curi-
ously enough they often are old.

Now another characteristic that is rele-
vant to this discussion of sex differences
is that of self-confidence since this is
often considered to be a male trait, and
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indeed it seems to be if it is true that
men are especially “touchy’ about criti-
cism of their driving. In this connection
it is interesting that in a comparison be-
tween 181 serious motoring offenders and
163 non-offending drivers yet unpublished
I found that 39 9% of the former rated
themselves as better than most other
drivers as compared with 28 9% of the
latter; and support for this comes from
the Netherlands where Dr. Buikhuisen
reported that a comparison between two
groups of drivers, one with many accidents
and the other with few or none, showed
that the former were by far the more
confident about their ability as drivers.

Perhaps as an ex-pilot of aircraft I
might be allowed to digress here and
comment on the strange difference be-
tween pilots- and motorists in that the
former are rarely heard to say that their
flying ability is greater than that of other
pilots and modesty or, indeed, humility
is the convention. Perhaps pilots take
flying much less for granted than drivers
do their driving, yet the complexity of
the driving problems in heavy traffic to-
day makes such an attitude rather un-
realistic. Maybe this is another instance
of cultural lag.

Whether this high degree of confidence
among offenders is justified is hard to
say: on the basis of experience it may
be, but on the evidence of their offending
behaviour it is highly questionable and it
is instructive that only one in five of a
sample of dangerous drivers in one of my
researches were prepared to accept any
blame themselves for what they had done.
Humility is clearly not characteristic of
dangerous drivers.

Much of this is perforce speculation
but one hard fact is not: the sheer size
of the gap between male and female
offence rates for motoring offences. Given
this one must begin to think that there
is a lot in Lady Wootton’s aphorism that
“if men behaved like women the courts
would be idle and the prisons empty”.
(Wootton, 1959)

That such a transfer of roles is unlikely
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in our time is rather obvious, but that it
seems so bold to suggest it is interesting
having regard to what has been said about
cultural lag. For there is less and less
reason nowadays for dichatomies in role
behaviour especially where, as in driving
private cars, physical strength is not re-
quired; in other words there is less and
less reason now for driving to be ‘“‘the
man’s job” though one has only to look at
a stream of cars in which men and women
are travelling together to see that it still
is. And so long as men and women see
it this way and continue to value the more
primitive components of sex-role-differ-
ences, we can expect to find the differ-
ences in the rates of offences in which
aggression, risktaking and speed are cen-
tral. Perhaps the way out of the difficulty
is to change the concept of virility to
emphasise other qualities like self-control,
discipline and skill, all of them prere-
quisites to ““good”” driving.

Further support for the view that much
offence behaviour, whether motoring or
non-motoring, is linked with the need to
empbhasise virility and sharpen sex differ-
ences is provided by the marked tendency
for most offenders to be young males.
And here I would suggest that the in-
fluence of the age factor is more to do
with role playing than it is to do with
maturation, though one cannot exclude
the latter entirely.

Age

One of the first students of motoring
offenders to suggest that they were forms
of proving behaviour was Gibbens (1958)
who considered that this was often dem-
onstrated in interviews with offenders
who took and drove away cars for joy-
rides. These people tended then, and still
do tend to be mainly in their teens, but
it is in the twenties that we find the aver-
age offender convicted of careless or
dangerous driving whether in a car or on
a motor-cycle. Indeed drivers and riders
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in their teens and twenties have a bad
image almost everywhere research into
offences and accidents has been done.
Their accident rates and offences rates
are much higher than those in the thir-
ties and older and, hereagain we find a
similarity with criminal behaviour of all
kinds, but especially that which is agres-
sive, in that offence rates decrease mark-
edly with age. (Coppin 1965). It is curi-
ous that the young seem always to drive
fast in much the same way as they al-
ways tend to run everywhere when they
are younger, and Buikhuisen can report
a study of his in which he found that of
several hundred drivers timed in passing
a busy Dutch cross-road the fastest driv-
ers were the youngest. In my own studies
I have found that serious offenders, with
the exception of drunken drivers who are
inclined to be older, are mostly under
thirty. There was in my earlier study a
tendency for the more serious dangerous
drivers to be in their mid twenties and
this was found also in the more recent
study. Interviews suggested that these
were men at stages in their lives at which
societal pressure was great: they were not
yet secure in their jobs or in marriage
and still had to prove themselves in com-
petition for status. In most societies also
these young men are interstitial between
the permissively favoured young and the
tolerated old: they are on their own. More-
over, the legitimate outlets for their physi-
cal strength and aggression are likely to be
progressively limited by comparison with
earlier youth and they no longer take part
in the “rougher” kinds of game. Also
those forms of leisure in which drinking
is usual are often more favoured. Finally,
they tend to be at the most mobile periods
of their lives, often living and working
away from home and prepared to travel
long distances in contrast to the more
“gettled” older individual. Information
from research interviews suggests also
that to this age group a car is a partic-
ulary important status symbol epitomis-
ing independence and the break with
youth; hence a man will go to great

13




lengths to run his vehicle even though
he cannot afford to licence and maintain
it properly—hence their prominence
among insurance offenders and those
prosecuted for driving vehicles without
licences and in an unsafe condition.

It would, however, be a mistake to
concentrate too much on the younger
age groups and so overlook the contribu-
tion of the middle-aged and those even
older. Studies by Van Oojen in the Nether-
lands and my own work in Britain show
that the middle-aged driver is apt to be
found among drunken and dangerous
driving groups in substantial proportions
and that these are an especially intractable
problem in that they are inclined to be
a “law unto themselves” and be even
more resentful than the young of police
and court efforts to control their behavi-
our. Among these are often the very ex-
perienced drivers who think that they
know best how fast one should drive and
deeply resent penalties and the criticism
that is implicit in them; in our recent re-
search on the effects of sentencing on 181
serious motoring offenders we found this
age group to include some of the most
hostile and most resistant offenders.
Typically the serious offender in this age
group is a heavy drinker with a mass of
marital and business worries who needs
help but is too conscious of his status
as a man of the world to ask for it or to
accept it if it is offered; perhaps that is
why so few are put on the probation that
they, more than most others, really need.

About the drivers who are past middle
age we have very little research informa-
tion since they, like females rarely offend.
But perhaps it is more rational to apply
to them the argument that is levelled so
often against females: that it is not the
offences that they commit that are im-
portant so much as those they provoke,
albeit unwittingly. If this is the case, we
are faced with a fast-increasing problem
since it can be excepted that old people
will want to hold on to their driving
privileges as long as they can, especially
when growing isolation from their kins-
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folk will make them as dependent on
transport as anyone else and they, like
most others, will prefer that it should be
their own personal vehicle. Given their
potential as highway hazards, unwitting
instigators of offences by others, as well
as offenders themselves they constitute
a formidable problem in social control.
Yet in Britain and most other countries
this control is avoided by both licencing
authorities and by medical practitioners
who leave it to the insurers to do the job
by, for example, requiring a medical
examination before renewing the insurance
policy. Perhaps it is fair to say that the
problem of the very old is more within
the psycho-biological field than that of
sociology and that it is rather irrelevant
to a discussion of societal factors; but,
on the other hand, one must point to the
nature of the change in the pressures
operating on the older age groups to
resist ageing and hold on to the attributes
of relative youth. So we might find the
laws of regression working to make the
elderly driver try like the teenager to
drive beyond his capabilities and prove
that he is as virile and active as anyone
else.

There is then a marked difference be-
tween the offence behaviour of the age
groups in motoring crime which reflects
the societal roles that tend to typify each
of them. Among the teenage and ‘“‘break-
ing twenty”’ groups are found—in the seri-
ous category—offences to which Albert
Cohen’s (1955) classical criteria of gang
delinquency might be applied, i.e. “malici-
ous, negativistic, non-utilitarian, short-
term hedonism” as is found in the grow-
ing incidence of ‘‘borrowing” or stealing
vehicles and leaving them in a stripped
or damaged condition, and in the strange
and worrying growth of “‘car vandalism”
in which new vehicles are deliberately
scratched and sprayed with acid in the
streets. As the role (and the status)
changes so we get more deliberate, ag-
gressive offence behaviour together with
that of a more “‘situational” kind in which
—as in many cases of drunken driving
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—an individual gets “involved” through
a complex set of circumstantial pressures
in his daily life.

Social class

Another concomitant of cultural lag is
a failure to see the importance of changes
in the distribution of vehicles among
different occupational or class strata as
an influence on offence (and accident)
phenomena.

As 1 said earlier, a characteristic of the
early motorists was their wealth and priv-
ileged status as rather special people, and
it seems that this image of them persists.
Evidence of this is the reaction among
police officers and lawyers to my initial
proposal to do a criminological study of
serious motoring offenders; I was told
that it was waste of time as these people
were as “different from the criminal
classes as chalk is from cheese”. Further
evidence is in the nature of the penalties
imposed on motor offenders which include
the almost unique sanction of disqualifi-
cation from driving and this presupposes
that an unsupervised offender has the
strength or will to refrain from driving
for a long period: a response that one
might expect from the upright respectable
middle-class citizen that the motoring
offender was supposed by our British
legislators to be.

It seems, however, that this stereotype
is now very much out of date; it has been
so in the USA since the 1930’s, in Britain
since the 1950’s and it is probably becom-
ing so rather less quickly in most other
countries in which motoring is within the
reach of more than the elite minority of
the population. Contrary to expectations
induced by cultural lag, research has
shown that serious motoring offenders
come mainly from the manual working
occupational groups. And so far as
Britain is concerned, the proportions are
increasing; in my first study of some 700
offenders convicted between 1957 and
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1959 I found that 629% were manual
workers, and in the second of 181 con-
victed in 1965 I found that the proportion
had increased to 73 %. And these are
significant proportions when contrasted
with the percentage of manual workers
in the driving population of England in
1967 i.e. 54 %. Moreover, it is interesting
that in the latter study manual workers
were in the majority in all classes of
offence whether it was a ‘“‘driving” offence
(involving the handling of the vehicle) or
a “dishonest” offence (involving driving
while uninsured or while disqualified).
Even the drunken drivers were mainly
from the manual working occupations, a
finding that is in conflict with most studies
in European countries though it is
supported by the large scale work in the
USA by e.g. Borkenstein (1964). In the
US this is not very significant as the class
distribution of licence holders is much
the same as that for the population in
general; but for Britain the picture is
very different since, as we have seen,
manual workers are very much under-
represented still in the driving population.

It is, however, one thing to say that a
phenomen exists and quite another to
explain it, and where the class factor is
concerned explanation is especially diffi-
cult.

One postulation is that individuals in
the lower social strata, and especially the
young men, are “picked on” by the police
who are particularly aggressive towards
them. Wether there are good reasons for
this or not, my own research work in
Britain, that of Buikhuisen in Holland
and much American work (e.g. Piliavin
and Brian, 1964) shows that there is a sub-
stantive evidence that some bias exists and
it is reflected especially in the relatively
high proportions of young manual wor-
kers among those prosecuted for licenc-
ing and insurance offences as well as for
driving while disqualified. These are the
people who the police often stop on sus-
picion whereas they let the more obvious-
ly middle-class driver or rider drive on;
the latter is only detected for such offen-
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ces if he is involved in a collision or some
other incident. It is also true that the
police are much harder on individuals
they know to have criminal records and
often pick them up for this particular
kind of motoring offence as the frequency
of them among the long list of offences
in the records of some of my offenders
shows very clearly. Moreover, lower-class
offenders draw the attention of the police
by driving old, dilapidated and often
manifestly unsafe vehicles which they
cannot afford to tax and insure. And it
must be pointed out that my recent study
of the operation of the court processes
in serious motoring cases shows that
their conviction rates may be affected by
their readiness to plead guilty to the
charges alleged and reluctant to either
seek legal assistance or defend themselves
in court.

Even so, the fact remains that when the
police look for them the offences are
there, and it seems obvious that many of
them are more an artifact of lower class
ways of life than of police prejudice. This
can be seen in relation to the licencing
and insurance offences to which I have
already referred and which, with driving
while disqualitied, have been called the
“dishonest” motoring offences, in con-
trast to ““driving’’ offences (Steer & Carr-
Hill, 1967). Interviews in my own research
show that manual workers often do not
understand the complexities of insurance
and do not take it very seriously; it is not
something that they are prepared to spend
money on unless they have to; and as
premium rates increase the temptation to
drive without insurance is increased also.
The same is true of driving and vehicles
licences. As regards driving while dis-
qualified the manual worker is in a rather
exposed position as he often depends more
on personal transport for work than is
often supposed. Many of these people
work on night shifts when public transport
is not running and they often join syndi-
cates with other workers who pay them
to drive them to work; hence the disaster
to a number of people when the driver
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is disqualified and the pressure on him
to continue driving. And it should be
remembered that, in contrast to the middle-
class offender, the manual worker’s wife
usually cannot drive and he can rarely
afford to pay anyone else to do it for
him.

Much of this is self-evident, but what
is often more challengeable is the possi-
bility that manual workers commit more
“driving” offences than those higher in
the occupational strata (Steer & Carr-Hill,
1967). My own work in England has
shown this to be the case, especially the
recent study of 181 serious offenders
which found them in the majority among
those convicted of causing death by
dangerous driving, drunken driving and
the relatively minor offence of driving
without due care and attention—as well
as the “dishonest” offences. However,
I understand this is not quite so true of
continental countries, perhaps because the
ownership of motor vehicles is not yet
so widespread throughout the social class-
es; it is true, however, of the USA as
Coppin and others have shown.

Here again I would submit that the
most convincing explanation for class
differences lies in the respective ways
of life and social conditioning, and in this
respect motoring offences are no different
from the majority of non-motoring ones.
Our interviews with offenders and control
groups of non-offenders in England
showed marked differences in ways of
life; the offenders tending to live with
large families in poorly kept houses and
caravans in contrast to the relatively well
kept and furnished houses of the controls,
and this applied where both were “work-
ing class”. The differences in attitudes to
life were also evident in the tendency for
most offenders to have the minimum
education and the lowest level jobs which
they changed at will in contrast to the
controls who, although they had much
the same formal education, had made
more efforts to supplement this since leav-
ing school by night classes and appren-
ticeships, and their work records were
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much more stable. Indeed this criterion
of job stability, that has been found to
be so relevant in comparisons between
offenders and non-offenders in Europe
and the USA is of special interest where
motoring offenders are concerned.

Rather more speculative are some
differences in the social psychology of
the lower and middle strata as postulated
by, for example, Spinley (1953) who
stresses the inability of the former to
postpone gratification from their earliest
years and their consequent tendency to
act on impulse to satisfy their needs. This
is quite a plausible explanation of the
already stressed offences involving run-
ning vehicles before they can be afforded;
it is also relevant to dangerous driving.
And it is relevant to a wide area of social
discipline which Spinley shows to be much
more a characteristic of middle class than
lower class upbringing.

It must, however, be stressed that
Spinley was writing of the most deprived
sections of the lower strata, and as we
have seen from our control groups there
is a substantial body of manual workers
which is under-represented among offend-
ers; these are the skilled manual group
and this includes professional drivers of
public service vehicles and long distance
trucks. And though these groups do un-
doubtedly have their ‘“tearaways” (see
Holliwell, 1968) they are very much a
minority and it would seem that there is
much to be said for the professional,
disciplined approach to driving as an
antidote to the propensity to offend.

But if impressions of driving behaviour
are our yardstick, the picture presented
by the class distribution of convicted
offenders is not convincing. If it were,
we would have a sharp contrast between
irresponsible and disorderly lower class
drivers and relatively law-abiding and
steadily competent middle classes. (Of the
upper class we know little, perhaps
their numbers are so small, and on the
road they are often indistinguishable from
the middle class, save in the cases of a few
owners of Rolls-Royces.) But there is not
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this difference; indeed there seems to be a
massive disobedience of the traffic laws
on many roads in Britain, Western Europe
and the USA unless there are police
actually present. Moreover, we have found
some evidence of the attitude among
middle-class dangerous drivers that the
law is absurd and the police should have
better things to do than to enforce it
against them; “why don’t they do what
they are paid for ... catch criminals?”
they ask. These people, in common with
most others, reflect the view that there
is an essential distinction between motor-
ing offences and “criminal” offences: one
that holds good between motoring and
non-motoring offenders as well.

Attitudes towards
motoring offences

This distinction between motoring offences
and non-motoring offences, or ‘“‘crimes’
is widespread in Britain and it seems to
be also in most places where research
on motoring offence behaviour has been
done. It is even so in those countries
in which an effort is made not to discrim-
inate between motoring offenders and
“criminals” by sending the former to
prison when convicted of, say, drunken
driving. But in Sweden and Holland where
this is done there is no question that the
distinction remains and this is exemplified
by the practice of reserving particular
prisons mainly for traffic offenders who
go for very short periods, sometimes at
their own convenience. Also there seems
to be less stigma applied to conviction
for a motoring offence and I found in
my research interviews that the social
repercussions were negligible. I gather
from Dr. Buikhuisen that this is general in
Europe also though not for drunken
drivers who find that employers—
especially prospective ones—discriminate
against them.

There are, however, some differences
as between age groups and occupational
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groups in their attitudes to these offences
according to some questions put to offend-
ers and non-offenders in Britain during
our researches. There was a tendency for
the lower manual workers and the young
to regard some serious motoring offences
like causing death by dangerous driving,
and drunken driving as more serious than
such non-motoring offences as stealing
from one’s employer or breaking into
property, whereas the older and higher
occupational groups always rated non-
motoring offences as more serious than
motoring offences. But one interesting
feature of this exercise was the unanimity
of all the respondents in rating driving
while disqualified and driving without
insurance in that these offences secured
very few ratings of “‘criminal” or “seri-
ous” from any of the respondents. It is,
therefore, not surprising that both these
practices are so common.

It is in these attitudes towards the
criminality of motoring offences that we
can again see the operation of cultural
lag; these are still the tolerated misde-
meanours of a rather special kind that
occur in unique sociotechnical circum-
stances that have no parallel in other
areas of social behaviour. From this view-
point the usual criminal criteria of intent
and dishonesty are rejected as irrelevant
and there is strong resistance to treating
offenders as “criminals”. It is this attitude
that has done much to maintain the
staunch resistance of legal authorities—
influenced powerfully by the motoring
interests—to imposing controls on drivers
and restricting their rights; in Britain
among the easiest licences to get and to
hold is one to get married, and the next
easiest is one to drive a motor vehicle
though, it must be conceded, it is
necessary to pass a rudimentary test to
get a driving licence. Perhaps, where
Britain is concerned, the best example of
this reluctant control is in the long drawn
out argument about imposing an objec-
tively based law proscribing driving with
8 % or more of alcohol in the blood and
the imposition of roadside testing at rand-
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om; although the former is now in exist-
ence, albeit contentiously, the latter has
been opposed vigorously and with success
on the grounds that it is an invasion of
a citizen’s rights.

The same attitude has caused resistance
to citing the non-motoring convictions
of offenders convicted of motoring offenc-
es prior to sentence since it is thought
that the two classes of offence are
mutually exclusive and have no relevance
to each other. Moreover investigations
of offenders’ social background are said
to be invasions of privacy unjustifiable in
these cases. Yet we have found in re-
search that it is not unusual for serious
motoring offenders to have criminal his-
tories: in my 1964 study 23 % of the 700
subjects were found to have them and in
my recent study of 181 serious offenders
the proportion was 40 %; this is striking
when compared with a sample of 800
English drivers taken in 1967 which pro-
duced only 8 9% with such records.

One explanation for this attitude is
that the serious motoring offences have
become confused with and obscured by
the overwhelmingly large number of regu-
latory offences which are ““absolute prohi-
bitions™ in that the police and the court
are not concerned with why or how the
act was done: that it was done at all is
enough. There is no interest whatsoever
in intent or fault. And the growth of the
so-called traffic court has helped this
tendency to treat motoring offences and
offenders as different from crime and
criminals and to rule out sociopathology.

Another highly speculative and some-
what involved explanation is suggested by
Matza’s postulation (1964) that there is
a ‘“‘subterranean” set of values running
through all social classes, indeed charac-
terising an entire society, that is recog-
nised and accepted, but never overtly;
indeed it is often overtly proscribed and
“theoretically” eschewed. An example is
the ambivalence towards anti-social be-
haviour that manifests the male values of
skill, initiative and bravery that is shown
at one extreme by women who tend to
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prefer the man who is “a bit of a devil”
to the impeccably behaved “old woman™
(as they so contemptously call him) and at
the other by the open admiration given
to the man who perpetrated the admitted-
ly brilliant Great Train Robbery in Eng-
land recently. The growing child must
recognise the existence of these values
which seem to conflict with those to
which lip-service is paid, and he must
satisfy them if he is to acquire status and
affection; and here we have a class differ-
ence since it must be more difficult for
the middle-class child to meet these ex-
pectations and discern their subtlety than
it is for the child in the lower strata in
which social controls are neither so evid-
ent nor so consistently imposed; so he
does not find the same discrepancy be-
tween the subterranean values and those
which are overt. For the middle-class
youngster and for that matter, the adult
also the motoring situation is an almost
perfect one in which to express these
subterranean values. It is one in which
anonymity is relatively great, and it is one
in which there is a feeling of universality

in that “everyone does it”; it is, in other
words, an almost perfect crowd situation
in which perverseness can be acted out
with a minimum of risk. And, even better,
the behaviour can be rationalised in a
manner that is reminiscent of Sykes and

Matza’s techniques of neutralisation
which, they suggest, are used by young
delinquents when taken to task for their
misbehaviour (1957). These are five in
number, i.e. The Denial of Responsibility
in always blaming another or the circum-
stances in which the offender happened
to be; the Denial of Injury in that no real
harm was done and it was scarcely a
crime or antisocial action: in any case the
victim’s insurance would pay and he
wouldn’t suffer or, even if he did, he is
well-off and can afford it; The Denial of
the Victim who is seen as “having had it
coming to him” or “having asked for it
by the way he was driving”; The Con-
demnation of the Condemners in that the
other drivers, the police and the magi-
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strates are hypocrites, deviants in disguise
and in no position to criticise the offender
(at interviews with drunken drivers one so
often hears this kind of statement); and
The Appeal to Higher Loyalties instanced
by the allegation that he (the offender)
will fight for his rights against the police
who are always out to get the motorist,
and the injured dignity implicit in the
often heard statement that ‘“they (the
magistrates) don’t understand a driver’s
problems; if they were drivers themselves
they would have handled matters dif-
ferently and dismissed the case”. Perhaps
the last of the “techniques” is the least
applicable, but it seems to me that the
other four fit the situation very neatly ...
particularly with regard to the tendency
to blame anyone but oneself that is so
characteristic of many motoring offenders.

These “techniques” were derived from
studies of delinquents in an urban setting,
boys who know that it is wrong to do as
they do and are not, as some theorists
have suggested totally alienated from the
norms of the wider society. But they are
seen as victims of urban deprivation, of
the impersonalness and laissez faire of
city life; and in this also they have some-
thing in common with the driver who
spends much of his time in heavy traffic
in the urban environment. Like the young
delinquent who is caught in the conflict
between the demands society is making
on him and the inadequate equipment he
has to meet them, the driver is caught in
the conflict between the demands of a
daily schedule increasingly packed with
appointments apparently made feasible
by mechanical transport, and those of the
environmental and legal restraints which
frustrate his movement through the
crowded streets. It is increasingly difficult
for either to “‘succeed” or “survive” with-
out breaking the law, especially when
“everyone’s doing it”. And lest it be
thought that this is peciliar to the middle-
class driver, let me mention also the well-
known tendency of employers to raise
daily mileage expectations for goods
drivers to points that compel them to
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break speed limitations where, as in
Britain, the law specifies the maximum
number of hours a driver may drive in
any day; there is also the tendency for
the labourer owner-driver to take on more
and more spare time jobs to earn extra
money to run his car, so he too is always
in a hurry.

That the motor vehicle has greatly
altered social life by drastically telescop-
ing time and space is all too plain, but it
is not often realised that this is as true of
leisure time as it is of that in which we
work; a fact that is evident from the ten-
dency found in my own recent researches
for more serious motoring offences to be
committed while driving “for pleasure”
than when driving during work or to and
from it.

It is a commonplace to say that the
motor vehicle has become an almost es-
sential adjunct to the use of leisure in
most of the free developed societies; and,
as in the work situation, it has made it
possible to pack into a given time more
and more; at least in theory. I say “in
theory” ‘because the increasing conges-
tion on the roads at week-ends and at
holiday times places an unexpected im-
pediment in the way of carefully planned
and eagerly anticipated leisure activities,
thus adding frustration to the hazards that
already exist in plenty at these times. The
rush to “get places quickly” is therefore
as great as during the working week, and
often the places concerned are focal holi-
day centres which attract young exhibi-
tionist drivers in large numbers. The re-
cent invasions of British seaside resorts,
popular with the lower strata, by large
numbers of young riders of motor-scooters
and motor cycles have caused much con-
cemn to the local authorities and the police
and have given rise to alarmist reports in
the press of a new form of “gang delin-
quency”, a term that seems hardly justi-
fied by the realities, worrying though they
are. It is tempting to analyse this pheno-
menom in sophisticated sociological terms
to do with, say, class or inter-generational
conflict, but the fact seems to be that it
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is no more than the perennial youthful
search for excitement and a proving
ground for one’s fitness to be treated as
“attractive” by the other sex. aggres-
sive and vandalistic behaviour of these
youngsters also might imply a desire to
intimidate and dominate others: perhaps
the only way in which most of them could
or will ever do so. More thorough socio-
logical or sociopathological analysis is
needed of this kind of thing, but the work
of S. Cohen is of interest to serious
students of it, as is the literature on the
“hells angel” groups in the USA for those
who like something more sensational.
Discussion of the relationship between
driving and leisure must include the in-
fluence of drink and drugs, but since this
is dealt with at length by Dr. Buikhuisen
I will merely touch upon some of its less
sociopathic aspects. So far as Britain is
concerned there is no doubt that the con-
sumption of alcoholic drink by drivers
increases considerably during leisure and
holiday periods; it was initially influenced
by the Road Traffic Act, 1967, introduc-
ing the 0,8% level of alcohol in the blood
and the objective tests, but enquiries sug-
gest that consumption levels are gradually
returning to what they were before the
Act. It would seem that some of the
strong culturally-included habits, for
example, the linking of drinking with a
“good time” are as firmly entrenched as
ever. And, where young males are con-
cerned, one might add yet another cri-
terion of maleness to those mentioned
above by referring to the status accorded
to one who can “drink with anyone who
comes and still stay reasonably sober”;
indeed the ability to drink quite heavily
and carry it with dignity has long been
a measure of the extent to which the
youth has ceased to be a boy and become
adult, hence the tendency to use drinking
as an initiation rite by men. The contrast
here between males and females is in-
teresting since most cultures proscribe
such behaviour for the latter, so we can
see this as another segment of the virility
syndrome that can be pieced together to
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explain the very marked differences be-
tween male and female drivers which
seem to be most evident in the younger
age groups. It is interesting also that
drinking usually precedes carrying out
feats of daring, almost as a ritual through
which the young man is expected (accord-
ing to the subterranean value-system) to
pass.

Of drugs we can say little, since nearly
all that has been written concerns their
sociopathic use; an exception is the work
of Howard Becker (1963) and his school
of interactionist sociologists to whom I
will be referring again below. Becker
showed clearly that the use of drugs,
especially those of the so-called “soft”
variety, is often made to secure status in
an admired group: e.g. those involved in
pop or jazz music professionally. But, so
far as is known, drugs do not seem to
have become associated with ““driving for
kicks” in the same way as alcohol, though
this may happen and lead to acute diffi-
culties since the presence of drugs is so
hard to detect save in extreme forms: a
fact that must be well-known to users
and potential users. That the threat of
this is a real one must follow from realisa-
tion that pleasure motoring is for many,
like drink and drugs, an escape from the
pressures and boredom of everyday rou-
tine. In an interesting but very subjective
analysis of 26 subjects under hypnosis,
Black (1966) showed that most of them
saw cars as means of escape, usually to
the places in which they had enjoyed
holidays. And they saw the ideal car to
go in as a powerful, sleek and fast crea-
tion with themselves as objects of admira-
tion by the other sex; hence we may have
one reason why so many manufacturers
of sports cars advertise them containing
beautiful girls in such highly improbable
places as the sandy seashore!

Perhaps we have seen enough so far to
realise that the motoring scene is really
no more than a microcosm of the society
in which it is nowadays an essential part.
Hence we find ample impressionistic
evidence—it can hardly be other— of
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contrasts between the driving behaviour
of different nations; driving in Paris is
said with good reason to be different to
driving in London, New York, Cairo or
Rome, and it would be difficult to con-
vince those who experienced it that this
was just an artifact of the physical en-
vironment. The explanation is fairly
straightforward in that people can logic-
ally be expected to drive—as they do
other things—according to their social
conditioning since their earliest years.
There may indeed be a symbiotic rela-
tionship between man, car and highways
but it seems beyond dispute that the free
and adaptive element is the man—the
driver himself—who is essentially a crea-
ture of the culture in which he is reared.

So far we have properly been concerned
with societal or group factors in the of-
fence phenomenom, but before discussing
the processing of offenders through the
legal system it might be useful to con-
sider some sociological points concerning
the formation of their attitudes; how they
become motoring deviants, in other words.

The motoring
offender as a deviant

S. M. Lemert (1951) has described two
stages in the process of becoming a de-
viant; the primary stage in which the
individual is labelled tentatively as, say,
an offender and treated as such though
he still identifies with law-abiding con-
ventional people. The secondary stage is
a good deal further along the road to-
wards fully developed deviation, and it
occurs when the label begins to “‘stick™
and the individual begins to believe that
it does in fact describe him; then he starts
to see himself as one of the deviant group
and ceases to identify with the conven-
tional others: he becomes in his own eyes
what Becker has so aptly called an “‘out-
sider”’.

In crime and delinquency, and in many
other kinds of deviance such as neurotic
sex aberration, the drift from primary to
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secondary status is often gradual, chance
influenced and almost imperceptible. Can
we say this of motoring offenders? It
would seem that we can, where the mo-
toring offences are one aspect of a way of
life that is deviant from the standards of
reasonable conformity, as is often found
among drunken drivers whose marriages
and jobs have collapsed, or among indi-
viduals who are scraping a precarious
living by buying and selling old cars
which they often drive without tax, in-
surance, or driving licence. Also the drift
from primary to secondary deviation is
often evident from the case histories of
young offenders who begin by driving
without insurance once, twice and thrice,
they are eventually disqualified for several
years and find it intolerable; they then
drive while disqualified and are further
disqualified which again becomes intoler-
able, and so they go on until they are put
in custody and may begin to identify with
and mix with more sophisticated of-
fenders who show them how easily cars
can be stolen and disposed of. Indeed
contact with the used car trade often
brings one to the borderland of the
criminal culture which is deeply involved
in it; stolen cars are not only a lucrative
criminal investment but they are essential
nowadays for most criminal operations.
As Black has shown, it is not unjust or
inapposite to call the modern used car
dealer the true successor of the horse
trader of the past.

Another power influence in the process
of becoming a deviant or problem driver
is constant interaction with other offend-
ers from whom the techniques are
learned. In a recent study of attitudes to
disqualification among young men in an
English Borstal I was surprised at the
number who had learned all they knew
about driving and running vehicles from
their “mates”. They moved in a strange
social setting in which it was quite usual
to drive on a forged driving licence and
insurance certificate (the former can be
bought readily in England for £5); ve-
hicles were usually “borrowed” or actu-
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ally stolen and used primarily for pleasure
jaunts, though sometimes for criminal ex-
peditions. What sort of drivers they were
it is hard to tell; indeed it has been
suggested by Gibbens in his study of car
thieves that they drive with careful regard
to the law so as not to attract attention,
and indeed it is true that offences involv-
ing the manner of driving were not usual,
though drink seemed to have played a
substantial part in the events antecedent
to their offences. Indeed interviews with
offenders show that alcohol is a very real
influence in many offences in which the
police and the court do not mention it:
in my recent study of 181 serious motor-
ing offenders in England there was evi-
dence of heavy drinking before the of-
fence in 63 cases though drunken driving
was charged in only 46 of them. A typical
example is that of a 17 year old unskilled
who took and drove away a bus after
drinking heavily; his friends got him to
drive it to a shopping area where they
broke into several shops while he re-
mained driving the bus round the block.
He was stopped by police who know him
to be a disqualified driver; he was
charged with driving while disqualified
and sent to detention with a further order
of disqualification. To one ‘“‘obsessed by
driving and cars” (as his probation report
said) this was a penalty that soon pro-
voked further offences which, in his case,
led in natural progression from those of
a purely motoring nature to theft and
breaking into property.

However, it should be noted that
serious motoring offenders can be made
such by being the victims of others. In-
deed it is one of the almost unique fea-
tures of serious motoring offenders that
they have an acceleratory effect on the
incidents of offences by provoking their
victims to retaliate against their aggres-
sive driving and so commit offences them-
selves. When the victim is punished and
the provocateur goes free it is not sur-
prising that the former should be turned
against the law to which he looked for
protection.
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Effects of the legal

system

This brings us to the effects of the
crimino-legal structure—the police, the
courts and the penal system on motoring
offenders—a topic with which my recent
research into the effects of sentencing in
serious motoring cases has been con-
cerned.

It should, one would think, be the pur-
pose of systems of social control to pre-
vent and reduce offences. Yet it seems
that, in relation to motoring, the opposite
is done in that offences are almost en-
couraged, and here I should stress that 1
am speaking primarily of Britain. An
example of what I mean is the whole
organisation of licencing and insurance
which is unnecessarily complicated and
protracted; it is often beyond the under-
standing or the patience of the minimally
educated, especially the young. Young
drivers in my research often forgot to
renew their insurance policies or failed to
understand that they could not drive away
a newly purchased vehicle under the cover
of its previous owner’s policy (they were
frequently told by dishonest or unbusi-
nesslike vendors that they could, but this
is no defence in law). And to many other
insurance premium rates seemed sO ex-
pensive, especially after a conviction, that
they “took a chance”. Insurance is but
one of the items of paper work that must
be undertaken by people who are ill at
ease with forms of any sort and quite
uneducated in dealing with them; the car
must be taxed, often a fitness test and
certificate must be obtained for the ve-
hicle, hire-purchase formalities must be
gone through (usually well above the
understanding of the hirer who often
happily sells the vehicle before the hire-
purchase contract is paid up and so com-
mits another offence), and finally a driv-
ing licence must be obtained ... all
several days work and waiting, intolerable
to the young man whose characteristic is
“immediate gratification”.
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The same ignorance and irresponsibility
militate against the lower-class offender
when he is taken to court for a serious
motoring offence. As my research showed,
he rarely takes legal advice before the
trial or seeks to be represented in court
by a lawyer; it is incredibly common for
these people to defend themselves, often
with pathetic results. Most plead guilty
“to get it over and keep the cost down”
without realising that they are laying
themselves open to substantial fines with
long periods of disqualification. And so
cursory and minimal are the enquiries
before sentence that mitigation depends
almost entirely on what they say for
themselves. It is not surprising that we
found so much hostility to the courts and
so strong a sense of injustice. Though
sentences were generally quite lenient
(average fine £25 (mode), and average
period of disqualification one year (mode))
most of the subjects thought them to be
unjust. Even so, only four of the 181
offenders bothered to appeal against con-
viction or sentence, and the reported ef-
fects on social or financial hardship were
minimal. Only 34 of the 181 lost their
jobs because of the case, and in every
instance this was due to losing the driving
licence they needed for their work. It was
indeed disqualification that was said to
have “hurt” more than any other thing
that was done to the offender; but, though
it was the most “‘painful” of the penalties,
the reconviction rate of those who ex-
perienced it was higher than for those
who had not (perhaps with justification,
we can say that the disqualified were the
worst risks in the first place, but that
does not discount the ineffectiveness of
the penalty in their cases). Also 35% of
those who were disqualified drove while
the order was in force, and most did so
within a few weeks of being before the
court.

The virtually negative effects of the
offence and court experience are demon-
strated by the fact that two thirds of the
offenders showed that their attitudes to
the law and to driving were not changed
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in any way from what they had been be-
fore. They said that the influence of the
sentence was either “none at all” or really
negative in that it made them antagonistic
to the law, the police and the courts. That
this depressing effect is supported by the
factual outcome is shown by the recon-
viction rate, since nearly 40% of the
subjects had been reconvicted within four
years of the research offence, mainly for
motoring offences of which a high pro-
portion were similar to the ones for which
they had been interviewed.

Hence we find, in respect of motoring
offenders, that the manner in which they
are treated in the penal system seems to
achieve nothing very useful and does not
seem to be a very profitable return for
the time, money and energy spent in
dealing with them. And the same is true
for offenders of other kinds also, as Hood
has shown. (1967)

The reasons are many, but a few are
salient and easy to isolate.

One is derived from the failure of the
system to discriminate efficiently between
offences and offenders in terms of ad-

ministrative criteria on the one hand, and
sociopathic criteria on the other. In Eng-
land and many other countries a vast

number of offenders are processed
through the courts under criminal and
quasi-criminal procedure, most of them
have committed no more than an ad-
ministrative mistake made through ignor-
ance or carelessness. Serious and trivial
are treated much alike, one after the other
in the same courts by justices whose in-
formation is gravely limited and whose
freedom of action is increasingly re-
stricted by the insistence of the motoring
public and their pressure groups that the
“punishment should fit the crime” rather
than the offender. Treatments tend to be
ritualistic and over-dependent on the be-
lief in deterrence for its own sake; hence
the use of heavy fines, long disqualifica-
tion and, in some countries, imprisonment.
But if one probes beneath these penalties
and enquires just what is done in the
course of them to change the offender’s
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attitudes to his behaviour, the answer is
usually ““very little”. Incarceration, “hit-
ting the pocket’, hard labour and depriva-
tion from driving are thought to be e-
nough to “teach them a lesson’. Yet the
paradox is that these treatments are not
really severe enough to deter other than
the trivial offenders; for the others they
are irritants, mainly because they are
designed to make life more difficult for
an often already inadequate individual.
They teach him nothing save how to lay
bricks or to do a bit of carpentry; they
quite ignore the one thing about which
the offender is able to be enthusiastic . . .
motor vehicles and the art and thrill of
driving them. Perhaps the best example
of this paradoxical attitude towards treat-
ment of motoring offenders is the strong
opposition of magistrates to a proposal
by the staff of an English borstal institu-
tion to run classes in vehicle maintenance
and driving for inmates, most of whom
were inside for motoring offences; the
belief was that the training would merely
make them better equipped to steal or
take away cars!

It seems to me that we must try first
to simplify and streamline the procedures
for licencing and insuring vehicles and
drivers, so encouraging people to do
things properly. Moreover, these element-
ary requirements of adult citizenship
should be taught to people in school and
the reasons for them explained. We should
then put the administration and control
of driving in specialist hands: the licenc-
ing authorities are the obvious choice, and
here one has in mind the excellent systems
operating in West Germany and in parts
of the USA, e.g. California. Routine fail-
ures to refer to administrative require-
ment could be dealt with by these au-
thorities withous recourse to the criminal
courts save where appeals are made
against injustice, this would leave the
latter to deal with the serious offenders.
But this proposition makes it necessary
to have a typological scheme to discrimin-
ate between the serious and less serious,
or between those whose cases are appro-

SOU 1971:81




priate to the criminal courts and the re-
mainder who are best dealt with else-
where.

Typologies are notoriously contro-
versial, especially with regard to the ques-
tion as to whether they should be based
on offences or on individual traits and I
realise that the one I am offering has
many shortcomings, but it will provide
a basis for our discussions. It comprises
three categories based on the concept of
a serious offence as defined in the first
section of this paper, and on the im-
portance of frequency in committing
offences of any sort, but particularly on
the relationship between motoring and
non-motoring offences as manifestations
of the same anti-social traits.

1. Those who commit minor regulatory
offences occasionally, and/or more serious
offences in which chance or inadvertence
are the obvious causal elements and who
have no previous history of offences save
for those of a minor and regulatory nature
or in the distant past. These are the trivia.

2. Those who commit, apparently for
the first time, serious offences in which
there is advertence but where the offender
has no record of previous offences save
those of a trivial nature.

3. Those who commit motoring offences
of any kind persistently (say, three or four
times a year over a period), and those
who commit serious offences and who
have a history including criminal non-
motoring offences.

Also extremely important is the need
for greatly improved information about
deviant drivers: those in the second and
third categories of my typology and those
who are frequently involved in accidents.
An efficient diagnostic service is needed
for the licencing authorities and for the
courts, and also for insurance companies
and those who employ large numbers of
drivers with responsibility for carrying
passengers. I have in mind here the
traffic clinics which operate in West
Germany, Austria and in the USA, e.g. in
Detroit and Chicago. I have described
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these in detail in my book ‘Criminal on
the Road’.

Finally there is the obvious and almost
unnecessary observation that if deterrence
is important in dealing with motoring
offenders—and I think it is, though 1
do not think it is predominant over other
means—it is most effective when it in-
creases the risks of detection and this is
a direct function of the visibility and
efficiency of the police. So here again we
find ourselves discussing the problem in
terms no different to those in which we
discuss crime in general. But once we
leave this area of general deterrence
through risks of detection and we reach
the difficult issues of treatment it seems
wisest to eschew such blanket concepts as
crime and delinquency ... and motoring
offences, and make the effort to break
down into categories the phenomena with
which we are concerned. For, to make a
realistic analogy, no doctor would succeed
in restoring his patient to health without
first making a diagnosis and relating his
treatment to it.

Let me now summarise what I have
said by putting forward six points as a
basis for discussion.

1. It is important to realise the effects
of cultural lag and to counter it with
education about the real nature of the
motoring situation and its essentially social
context. We must convince drivers that
they do drive as the sort of people they
are conditioned by their society to be.

2. We must try to distinguish those areas
of social control affecting driving that are
essentially administrative from those that
are more appropriate to the criminal
courts and the penal system. Until this is
done attitudes will be confused and the
influence of the crimino-legal system will
be weakened.

3. We should do all we can to simplify
the licensing and insurance procedures
and seek generally to prevent offences
rather than facilitate them.

4. We should think again about the appli-
cation of the concept of deterrence since
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we have all too little evidence on which
to base our assumptions about it. We
must ask if the efficiency of enforcement
is adequate to support deterrent policies;
if it is not they are almost useless and
bring the law into disrepute.

5. We must improve diagnostic informa-
tion since treatment without information
is almost impossible, and so much that is
done in sentencing now is apparently
waste of time and money.

6. We must be more realistic about our
penal programmes for dealing with con-
victed motoring offenders and make an
effort to utilise some of the basic interest
that offenders may have in driving. The
aim should be to produce a more com-
petent and disciplined driver; it should also
combat cultural lag by teaching that dis-
cipline and self-control are just as “virile”
as aggressive risk-taking and pointless
competition with others.
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Summary in Swedish

Den minskliga faktorn har hitintills varit
forbisedd i trafiksdkerhetsarbetet. Detta
giller i synnerhet gruppnormernas bety-
delse. Denna underlatenhet dr forklarlig
eftersom det for den som sysslar med
sociala kontroller #r ldttare att paverka
individen genom vigbygge eller bilens
konstruktion. D4 det géller den manskliga
faktorn finns det ingen sadan fast grund
att std pd och det finns risk for att ga
forlorad i vaga spekulationer.

Willett erinrade om att t.ex. sociala
forhallanden och moraluppfattningar inte
forindras lika snabbt som t.ex. tekniken
och ekonomin. Detta medfor bla. att bil-
foraren fortfarande har en privilegierad
stillning. Vi har siledes dnnu inte dragit
konsekvenserna av att bilen dr var mans
egendom. Det har ocksa funnits ett starkt
motstind mot att betrakta trafikbrotts-
lingen som kriminell. De beslutande or-
ganen har inte heller velat kontrollera
bilférarna eller inskrinka deras rattig-
heter i den utstrickning som varit moti-
verat.

Det dr darfor nodvandigt att inse att
vi dnnu inte vuxit in i bilsamhallet. Vi
maste dirfor alla uppfostras i bilkorning-
ens verkliga natur. Bilforarna maste fa
klart for sig att de kor som den sorts
minniska deras samhille har gjort dem
till.

Vi maste ocksi se till att skilja mellan
sociala kontroller av visentligen adminis-
trativ natur — t.ex. registreringsfrdgor —
och sidana som #r mera lampade for
brottsmélsdomstolarna och straffsystemet.
Anda tills detta har skett kommer bl.a.
betydelsen av det straffrittsliga systemet
att vara forsvagat.

Avskrdickande sanktioner

Vidare maste vi pa nytt Gverviga bety-
delsen av sanktioner med avskrickande
syfte. Vi har siledes alldeles for lite be-
vis for att kunna bedoma betydelsen av
repressiva atgdrder. Det finns ocksd an-
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ledning &verviga, om rittsviasendet fun-
gerar pa ett sidant sitt att det pa ett ade-
kvat sitt kan understddja repressiva kri-
minalpolitiska atgarder.

Mycket av det som nu gors i samband
med att trafikanter doms for trafikbrott
ir uppenbarligen ett sloseri med tid och
pengar. Vi maste darfor forbattra vara
diagnostiska metoder eftersom behand-
ling pa grundval av ett daligt beslutsun-
derlag dr nastan omojlig.

Vi bor vidare vara mera realistiska i
vara straffrittsprogram foér behandling av
trafikbrottslingar och darfor forsoka ut-
nyttja det intresse for bilkdrning som tra-
fikbrottslingen har. Syftet méste vara att
skapa en mera kompetent och discipli-
nerad forare. Vara atgirder bor ocksd
soka motverka den brist pa bilkultur som
finns genom att lira ut, att disciplin och
sjalvkontroll ar lika manligt som aggres-
sivt risktagande och meningslost tivlande
med andra.







Criminological and
psychological aspects
of drunken drivers

Wouter Buikhuisen
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Fig. 1

Introduction

The number of subjects convicted for
drunken driving has increased steadily
in the past 20 years in many European
countries. Although in a way this develop-
ment is alarming it is nevertheless a quite
natural phenomenon. Drunken driving is
a function of the amount of alcohol con-
sumed in a country and the number of
vehicles present and both have increased
nearly everywhere. We should therefore
expect an increase in drunken driving. On
the other hand we can predict that other
alcoholic offences like public drunkenness
will decrease in the same period. (figure 1)

Development of drunken driving, drunk-
eness, number of vehicles registered and
alcohol consumption between 1956 and
1965
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As figure 1 shows in the Netherlands
these relations clearly exist. Between 1956
and 1965 alcohol consumptionl), the
number of registered vehicles as well as
the number of people convicted for drunk-
en driving have steadily increased?). From
1956 till 1961 there was no difference in
speed of development. After 1961 we can
see that drunken driving increased more
rapidly. On the other hand, as we ex-
pected, public drunkenness is continual-
ly decreasing. Times are changing. People
do not walk any more. They drive. In-

registered -~ drunkenness
—==drunken driving

30

stead of ‘“‘drunken walking”, we have
“drunken driving’.

Drunken driving as a
drinking problem

Above we suggested that because our
society has changed, the way in which
excessive drinking manifests itself has
changed too. Of course this is only a hypo-
thesis. If it is true however we might
expect that drinking has always played
a great part in the life of subjects con-
victed for drunken driving. There is evi-
dence which supports this assumption.
For instance: in a recent study in which
we compared 94 drunken drivers with a
control group of 94 non-delinquents,
matched on age, profession and number
of miles driven annually we found signi-
ficant differences in that:

1. Even as adolescents more of the drunk-
en drivers liked drinking (p < .05).

2. More drunken drivers admitted to
drinking in the day-time (p < .02).

3. Subjects convicted for drunken driving
drink considerably more (p < .001).

Besides, if our hypothesis is true, we
should observe among drunken drivers
more subjects convicted for public drunk-
enness as might be expected by chance
alone. This is indeed what we found.
12 % of a group of 375 subjects convicted
for drunken driving had been convicted
for public drunkenness. In our control
group matched on age, sex (all were male),
profession and the time they had a driving
licence, the corresponding percentage was
2,8. Although these percentages are low
we should remember that there is a great
dark number in this respect. In another
Dutch study for instance, not based on
police records but on interviews with
members of the family of drunken drivers
it was found that the majority of them
had drinking problems.

Other studies in which reference is
made to alcohol offences committed by
drunken drivers are:
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1. Van Ooyen: In his study in which he
analysed police records of more than
600 subjects convicted for drunken
driving in Holland, he found that
38 % had previous convictions for
alcohol offences3).

. Hindel compared the personal histor-
ies of 1000 drivers, convicted for
drunken driving in Germany with
those of a control group of 1000
drivers convicted for offences whilst
not under the influence of alcohol.
He found that 38 9% of the alcohol
group hade other alcohol offences
on their record. The corresponding
percentage of the nonalcohol group
wos 3.5%).

. Of 146 drinking drivers involved in
a fatal traffic accident in the U.S.A.
35 (75 %) were alcoholics, according
to Selzer and Weiss5).

. Waller in the U.S.A. tried to identify
problem drinkers among groups like:
drunken drivers (N=150), sober dri-
vers involved in accidents (N=117)
and 150 incident-free drivers. Screen-
ing criteria for problem drinkers were
2 or more previous arrests involving
drinking or identification by a com-
munity agency as a problem drinker.
According to this criterion 63 % of
the drunken drivers were problem
drinkersé). The corresponding per-
centages of the sober drivers involved
in an accident and of those who were
incident-free were respectively 14 and
3.

. According to Goldberg who collected
data about 2000 subjects convicted
for drunken driving in Sweden 45.4%
of them were alcoholics?). The corres-
ponding percentage for the general
population is 8.8%.

. In analysing 4 000 police records of
drunken drivers in Sweden Klette
found that 20 % had previous con-
victions for drunkenness. The corres-
ponding proportion in the general
population of drivers is 1 %8).

. Bjerver et al state that 1/3 of the
subjects who were involved in traffic
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accidents had received treatment in
a clinic for alcoholics or had been
convicted for public drunkenness in
the past ten years.

. Buikhuisen and Van Weringh studied
a group of 1654 subjects convicted
for drunken driving in Holland. 46 %
had previous alcohol offences!0).

. Undeutsch and Schneider analysed
the police records of 273 subjects
convicted for driving while under in-
fluence of alcohol in Western Ger-
many. 20 % of this group had previ-
ous convictions for drunken driv-
ingll)_

. Middendorf found that in his group
of 600 West-German drunken drivers
16 % had been previously convicted
for the same offence12).

. Finally, in Willett’s study 14 % of
the 104 subjects convicted for drunk-
en driving in England had additional
alcohol offences13).

All these studies—it would not have
been difficult to mention more—have
one thing in common: among subjects
convicted for drunken driving there is a
high percentage of alcohol recidivists.
This suggest that many of the drunken
drivers have drinking problems.

Are recidivism rates
relevant criteria?

Above we have quoted many studies
in which it has been found that there is
a great deal of alcohol recidivism among
drunken drivers. Now one could argue
whether recidivism rates are not mis-
leading. Literally a subject is a recidivist
if he has committed the same offence
before. In itself this is of course a very
broad criterion. If a subject was convicted
in 1968 for drunken driving and he had
been convicted too in 1948 for driving
under influence of alcohol it hardly makes
sense to call him a recidivist. It is impor-
tant, as Bjerver et al did, to select a fixed
period, for instance of 10 years and to
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Fig. 2

see whether in this period there has been
any recidivism.

In order to know more about the
rate of recidivism Buikhuisen and Van
Weringh carried out a follow-up record
study of 1 872 subjects convicted in 1955
and 1956 for drunken driving in the
Netherlands.14¢) Of this group 36.3%
were tried again for drunken driving
after 1956. For this group of 679 alcohol
recidivists we calculated how much time
elapsed between their conviction in 1955
or 1956 and their next arrest for drunken
driving. The results are presented as a
cumulative frequency distribution. (figure
2)

Recidivism rate of subjects reconvicted
of drunken driving

%
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From figure 2 it can be seen that 20 %
of the recidivists were reconvicted for
drunken driving within one year. Within
three years half of them had been arrested
for drunken driving. Figure 2 clearly
shows that it does not take much time
before drunken drivers are convicted
again for driving under influence of alco-
hol. This is a remarkable fact, especially
when we realise that there is a great dark
number for drunken driving. Buikhuisen,
Jongman and Oving found that of 2 971
cases of self reported drunken driving
only 3 were detected.15)
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How much does the

drunken driver drink?

In the preceding paragraphs we have seen
that there is a high percentage of alcohol
recidivism among drunken drivers. This
could mean that drunken drivers drink
frequently. It does not necessarily mean
that they drink much. To prove that
drunken drivers are excessive drinkers we
need other information, for instance data
about their blood alcohol level at the time
they were arrested. In the Netherlands
Froentjes and Verburgt analysed nearly
10,000 blood samples of subjects suspected
of driving under influence of alcohol.16)
In figure 3 we present the distribution of
blood alcohol concentrations found in this

group.

Distribution of blood alcohol concentra- Fig.

tion of subjects suspected of drunken
driving (N=9,758)

9 percentage of the
total group

8

7

blood alcohol
3 concentration in %o

0 05 10 15 2 25

As can be seen from figure 3 the aver-
age blood alcohol concentration of this
group lies between 1.75 and 1.85%/go. In
only 16% of the analysed blood samples
was a blood alcohol level found of less
than 19%. In more than a quarter of the
cases the blood alcohol concentration
even exceeded the 29/go level. If we would
apply Goldberg’s criterion for alcoholism
(a blood alcohol concentration of 1.59/00
or higher) 62% of this group would be
alcoholics.
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In Germany Ponsold17) analysed 15,000
blood samples of drunken drivers. He too
found an average blood alcohol concen-
tration of about 1.8%/0. The average
found by Middendorff in his study was
1.99/09.18) In Buikhuisen’s study of blood
alcohol levels among about 600 subjects
convicted for drunken driving in the
Netherlands less than 5% had a blood
alcohol level under 19/o0, and 83% had
a blood alcohol concentration of 1.59/o9
or higher. The average blood alcohol level
found was 1.85%/g0.

In his study in England Willett found
an average urine alcohol concentration of
2.75%0.

All these results leave no doubt that
drunken drivers are excessive drinkers.
Based on this evidence we could label
more than half of the subjects convicted
for drunken driving as pre-alcoholic or
alcoholic. Rather than call them “‘crimi-
nals on the road” we could more properly
call them “‘patients on the road’; for
many drunken drivers are not just social
drinkers, they seem to be problem drink-
ers.

Criminal records of
drunken drivers

Above we have found that there is a high
percentage of alcohol recidivism among
drunken drivers. There is however evi-
dence that subjects convicted for driving
under influence of alcohol do not con-
fine themselves to alcohol offences.

Undeutsch and Schneider19) found in
West-Germany that in a group of 273
drunken drivers 339% had been convicted
for an economic offence (theft etc.) In
their control group the corresponding
percentage was 10.

According to Middendorff 28% of 600
subjects convicted for drunken driving in
West-Germany had previously committed
non-traffic crimes.20) Buikhuisen and Van
Weringh analysed 1 872 cases of subjects
convicted for drunken driving in the
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Netherlands. Of this group 52 % had con-
victions for non-traffic crimes. 21)

Willett reports that of his group of 104
British subjects guilty of driving under
influence of alcohol 18 % had convictions
for serious non-motoring offences.22)

In most of the above mentioned studies
no information is given about the percen-
tages of subjects with previous convic-
tions in comparable groups of licence
holders not convicted for drunken driving.
In his paper presented to the Fourth
European Conference of Directors of
Criminological Institutes in Strasbourg in
1966 Willett stressed the importance of
this point. Therefore Buikhuisen and Dod-
dema started a study in which a group
of 375 subjects convicted for drunken
driving were compared with a control
group of 375 license holders matched on
sex (all were male), age, profession and
the time they possessed a driving license.
It was found that of the drunken drivers
53 % had previous convictions for serious
non-motoring offences. The corresponding
percentage of the control group was 16.
Summary:

From the studies mentioned in the pre-

ceding paragraphs it clearly emerges

that drunken drivers are no random
sample of the population of license
holders. As a group they include sig-
nificantly more alcohol recidivists as
well as serious non-motoring offenders.

The driving record of
drunken drivers

Studies like those Borkenstein, Vamosi,
Holcomb, Freudenthal and Lucas have
clearly established the fact that subjects
driving with a blood alcohol level exceed-
ing 0.8%/p9 are significantly more involved
in accidents than sober drivers. Several
authors, like Griep in the Netherlands,
have calculated the percentage of acci-
dents for which drivers under influence
of alcohol were responsible. Although
these studies have many merits they are
all based on theoretical deductions. In
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order to see whether subjects convicted
for driving under influence of alcohol are
indeed a greater risk in traffic the Crimi-
nological Institute of the State University
of Groningen carried out a follow-up
study in which the criminal records of a
group of 384 subjects convicted in 1955
or 1956 for drunken driving were com-
pared with those of a control group of
384 licence holders. The control group
was carefully matched on factors like age,
profession, the year they got their driving
license and sex (all were male). Two

periods were distinguished: 1st of January
1956—31st of December 1959 and 1st of
January 1960—31st of December 1966.
For both periods separately information
was collected about traffic offences and
non-traffic offences committed during
these intervals. In table 1 the results are
presented for the second period (1960—
1967). By choosing this period we can
be reasonably sure that driving experience
cannot be an intervening variable. In 1960
both groups can be regarded as experi-
enced drivers.

Tab. 1 Comparison of driving records and criminal records of drunken drivers and a matched
control group of license holders (observation period 1960—1966)

N Number of acci-  Number of Number of Driving while
dents involved in  serious traffic minor traffic disqualified
offences offences
Drunken
drivers 384 159 247 117 3%
Control
group 384 46 87 18 3

Table 1 hardly needs any comment. In
all respects the driving record of drunken
drivers is worse than that of the control
group. Drunk or sober: subjects convicted
for drunken driving form a deviant group.
These results are in concordance with
what has been found by Selzer et al in
their study in which they compared 50
alcoholics. They too found that alcoholics
are much more involved in traffic accidents
and commit more traffic law violations.24)

Personality traits of
drunken drivers

In the preceding paragraphs we have seen
that drunken drivers are in many respects
a deviant group. They are more involved
in accidents, are characterized by a rela-
tively high alcohol recidivism and as a
group have committed many additional
non-motoring offences, expecially against

property.
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In criminology it is a well established
fact that delinquents differ from non-
delinquents with regard to personality
traits like neuroticism, self-control, etc.
On the other hand it has been found that
alcoholics have a different personality
structure. Therefore it is surprising that
so little systematic research has been done
about personality traits of drunken drivers.
Most authors confine themselves to de-
scribing the group in rather broad terms
e.g.: among drunken drivers a high per-
centage is alcoholic or has other serious
social problems. Below we will present the
results of several studies in this area.

Erkkild carried out an extensive inves-
tigation in Finland and found an astonish-
ing large proportion of somatic and psy-
chosomatic diseases among subjects con-
victed for drunken driving.25) Glatt states
that 80 % of the drivers interviewed in
his study turned out to be alcoholic.26)
For years they had driven after having
drunk vast quantities of alcohol. Chetta
concludes in her article about alcohol,
drugs and driving that there is strong
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evidence that alcoholics and problem
drinkers are responsible for a large pro-
portion of fatal accidents.27) Kunkel ad-
ministered in West-Germany the Ror-
schach test to two groups: one convicted
for drunken driving, the other sentenced
for various other misdemeanors. The
protocols of 42 alcoholics were found to
be different from 33 other delinquents by
containing more water-responses and fish
responses.28) According to Santamaria29)
in England some 35000 road casualities
per annum result from drunken driving,
the majority of the drivers having a blood
alcohol concentration exceeding 0.8 9/¢,.
Such drivers tend to be either alcoholics
or “problem drinkers” rather than social
drinkers. In the US.A. Selzer, Payne,
Gifford and Kelly examined 67 drivers
arrested for driving under influence of
alcohol.30) They found that 78 % of the
arrested drivers had pathological drinking
problems, 67 % suffered from recogniz-
able psychiatric illness exclusive of alco-
holism. Of their group of pathological
drinkers (N=52) 40 had classificable
psychiatric illness in addition to their
drinking problem. This group of 40 sub-
jects consisted of 29 passive-aggressive
personalities, 2 sociapaths, 1 unstable
personality, 1 paranoid personality, 4 were
depressed and 3 schizophrenic. In another
study Selzer31) states that the alcoholic’s
drinking often releases behaviour motiv-
ated by underlying personality traits that
result in serious accidents or traffic law
violations. As important traits in this
respect Selzer mentions: chronic hostility,
depression, self-destructiveness and feel-
ings of invulnerability and omnipotence.
Hoff and Kryspin-Exner also point to the
importance of the desinhibiting effect of
alcohol.32) Smart and Schmidt correctly
state that as alcoholics have high blood
alcohol concentrations at the time of their
accidents it cannot be ignored that cen-
sorimotor impairment is an important
factor too in the accidents of alcoholics.33)
They conclude that studies of alcoholic’s
adaptation to alcohol and their person-
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ality characteristics suggest that the two
sets of variables interact in a complicated
manner.

Smart studied personality traits of two
groups of alcoholics.34) The first one con-
sisted of alcoholics who had been in-
volved in one or more accidents, the
second one had been accident free. The
Maudsley Personality Inventory, The Ro-
senzweing Picture Frustration test and the
Wechsler Adult Intelligence Scale were
administered. No significant differences
were found.

Studies about person-
ality traits of drunken

drivers: some critical
notes

In the preceding paragraphs we have pre-
sented several studies dealing with person-
ality traits of drunken drivers. With re-
gard to these studies we should like to
make some remarks.

1. The number of studies carried out in
this field is very small. Especially in
Europe, hardly any research has been
done. Besides most studies deal with
what we should like to call psychiatric
concepts like alcoholism, personality
disorders, etc. Psychological personality
traits like neuroticism, introversion-
extraversion, intelligence, self-control
etc. have been neglected almost en-
tirely.

. From a methodological point of view
most of the studies are very unsophist-
icated. For instance: Many of - them
give no information about the extent
to which the group studied is repre-
sentative for the general population of
drunken drivers. Most of them do not
define the concepts they use. In this
respect there is for example a great
descrepancy between the ease with
which many authors label their subjects
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as alcoholic and the difficulties most
writers on alcoholism have in defining
this concept. This lack of definition
makes comparison of results very dif-
ficult. For instance: According to Sel-
zer et al 57% of the group of drunken
drivers they studied was alcoholic.
Schmidt et al found that only 28%
of a group of 427 drunken drivers
charged with drunken driving in the
USA appeared to be alcoholics. How
should we explain these differences?
Have they studied different populations
or have they used different definitions
(criteria) for being alcoholic?

In most studies no matched control
groups have been used. Yet this is
essential. The only way to know what
is characteristic of a special group is
to compare the group with a control
group. This control group should be
carefully matched.

Psychological traits of

drunken drivers

In 1966 the Dutch Minister of Justice
asked the Criminological Institute of the
State University of Groningen to study
some problems regarding traffic delin-
quency, especially drunken driving. Spe-
cial attention was to be paid to the pos-
sibilities of constructing a treatment pro-
gram for subjects convicted for driving
under the influence of alcohol. In order
to get more insight in the phenomenon
of drunken driving a research program
was carried out. This program consisted
of several projects and in one of these
we studied personality traits of drunken
drivers. The aim of this study was to see
whether subjects convicted for drunken
driving differed from non-traffic delin-
quents with regard to several psycho-
logical traits. In order to be able to
answer this question we administered a
number of paper and pencil tests measur-
ing personality traits to both groups.
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The following test were used:

1. De Amsterdamse Biografische Vragen-
lijst (Amsterdam Biographical Ques-
tionnaire) usually abbreviated as
A.B. V. This questionnaire has about
the same structure as the Maudsley
Personality Inventory. It measures
neuroticism, introversion-extraversion
and neurosomatic complaints. The
A.B. V. has been standardised for the
Dutch population.

. Standard Progressive Matrices. This
intelligence test constructed by Raven
measures non-verbal intelligence.

. California Personality Inventory. From
this test four scales were used viz the
socialization scale, the responsibility
scale, the self-control scale and the
flexibility scale.

. The Nigni Drive. In fact this test con-
sists of two existing tests viz a rigidity
questionnaire of Nigniewitsky and the
Drive test of Brengelmann. Both tests
were united to one.

. The Hofstee. A Dutch test constructed
by Hofstee, which is supposed to
measure the propensity to take risks.

. A test of all-inclusive conceptualiza-
tion, constructed by Snider. This ques-
tionnaire measures the propensity to
make generalizing remarks.

The samples

The above mentioned tests were admin-
istred to two groups: drunken drivers
and a matched control group. The group
of drunken drivers consisted of subjects
convicted for driving under the influence
of alcohol, who where sentenced to im-
prisonment. All were male. They served
their sentence in Bankenbosch, a special
prison for traffic delinquents. In the
Netherlands more than half of the sub-
jects convicted for drunken driving are
sentenced to prison, but those below the
age of 23 and offenders with a substantial
record of serious non-motoring offences
are not allowed to serve their sentence in
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Bankenbosch. Neither of these categories
is represented in our sample. However,
the majority of drunken drivers sentenced
to imprisonment serve their sentence in
Bankenbosch, so we can say that our
sample is rather representative of drunken
drivers in the Netherlands who are sen-
tenced to imprisonment.

The size of the groups tested varies
between 150 and 270 according to the
test administered.35) All subjects were
randomly selected. The control group
consisted of citizens of Groningen. They
were carefully matched on age, profession
and sex.

Results

The results of this study are presented be-
low. In order to make our tables more
comparable we have divided our test
scores into three categories viz low,
medium, high. This has been done by
transforming all scores into decile scores.
A score is defined as low if it belongs
to the first three deciles (1, 2 and 3), as
high if it belongs to the last three deciles
(8, 9 or 10). The other scores (in decile
4, 5, 6 or 7) are called medium. For the
statistical analyses, however, the original
raw scores were used. To test the signifi-
cance of the difference the Mann Whitney
U was applied, except in case of the

Comparison of drunken drivers and the general population on non-verbal intelligence Tab. 2

Drunken drivers
sample I

N 98
Score A (high) 11

E (low) 22

General
population

9.8 8
14 14.7 31
23 24.5 29
28 24.5 33
24.5 31

A.B.V. The scores of this test are usually
presented as decile scores. Here the chi
square was applied. This was also done
for the Raven.

Intelligence

As can be seen from table 2 in intelligence
no differences were found between drunk-
en drivers and the general population.
The distribution of scores of our group
of drunken drivers is almost identical
with those of the general population.

In comparing motoring offenders in
England with a control group matched
on age and social status Brand found
that both groups differed in intelligence,
the motoring offenders being less in-
telligent.36) To solve this discrepancy we
tested a second sample of drunken drivers
imprisoned in Bankenbosch. As table 2
shows also for this sample no difference
in intelligence was found. We therefore
may conclude that in the Netherlands
intelligence is no differentiating factor.
But as Brand’s sample consisted of mo-
toring offenders in general while we have
tested drunken drivers it is possible that
the difference in results could be ex-
plained by the fact that the populatxons
studied are not identical.

General
population

Drunken drivers
sample IT

132

13:2
19.8
33.0
33.0
33.0

98 98.0

X2=1.0; df=4; p > 0.9
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Tab. 3

Tab. 4

Neuroticism and
neurosomatic complaints

As can be seen from table 3 drunken
drivers are significantly more neurotic.
In a recent study in which we compared
drunken drivers (N=113) with a control
group (N=100) matched on age, pro-
fession, and number of miles driven an-
nually the same results were obtained
(p < .005).

With regard to neurosomatic com-
plaints no differences were found. This

result could be an artefact. All drunken
drivers sentenced to prison have to pass
a medical examination. Only those who
are in good physical health are allowed
to enter Bankenbosch. We therefore had
a special selection. On the other hand
there is some evidence that this factor
could be of importance. In another study
Buikhuisen, Dijksterhuis and Zweens
compared two matched groups: one con-
sisted of drunken drivers and the other
of citizens of Groningen. The drunken
drivers mentioned significantly more neu-
rosomatic complaints (p < .01).

Comparison of drunken drivers and general population on neuroticism and neuroso-

matic complaints*)

Neuroticism Neurosomatic complaints
drunken general drunken general
N drivers population drivers population
194 194
Testscore:
High 43 30 28 30
Medium 33 40 39 40
Low 24 30 33 30
100% 100% 100% 100%
X2=15.10; df=2; (p < .001) X2=1.10; df=2; p > .70
ExtraverSiO}'l the State University of Groningen, com-

Table 4 clearly shows that drunken
drivers are significantly more extravert.
In a recent study in which Hemmel,
member of the Criminological Institute of

pared drunken drivers (N=100) with a
matched control group (N=100) consist-
ing of citizens of Groningen the same
results were obtained. Drunken drivers
were found to be more extravert (p <
.005).

Comparison of drunken drivers and the general population on social extraversion

Drunken drivers General Drunken drivers Control
sample I population sample II group
N 194 113 100
Testscore:
High 44 30 43 35
Medium 37 40 37 29
Low 19 30 20 36
100% 100% 100% 100%
X2=2347; df=2; p < .001 X2=648; df=2; 2.<p < 05
I R S Ao e B SOU 1971:81
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Selfcontrol, responsibility

and socialization

As mentioned above we also used several
scales of the California Personality In-
ventory, a test which has been much used
in research with delinquents. As can be
seen from table 5 it is able to differentiate
between drunken drivers and non-traffic
delinquents.

Table 5 clearly shows that there is a
great difference between our drunken
drivers and the control group. The

Comparison of drunken drivers and a matched control group on self-control, respon- Tab. 5

sibility and socialization

Responsibility

drunken control

drivers group
N 198 169
Testscore:
High
Medium
Low

28.8
41.9
29.3

53.3
343
12.4

drunken

drunken drivers score lower on the re-
sponsibility scale, lower on the socializa-
tion scale and have less self-control.

In a replication study in which more
than 200 subjects participated, half of
them convicted for drunken driving, the
other half consisting of citizens of Gro-
ningen matched on age, profession and
number of miles driven annually, exactly
the same result was obtained. In this
study too we found drunken drivers to
be less socialised (p < .0001), more im-
pulsive (p < .03) and less responsible
(p < .001).

Self-control
drunken

Socialization
control

group
169

control

group
169

drivers
198

drivers
198

33.3
37.9
28.8 16.0

473
36.7

48.0
335.5
16.5

68.9
24.5
6.6

100.0%
p < .0001%)

100.0%
p<

Flexibility and rigidity

Our test battery also included the Fx
scale of the C.P.I, measuring flexibility
and the Migni-Drive, a test which is sup-
posed to measure drive and rigidity.
Neither of the two tests was able to dif-
ferentiate between drunken drivers (N=
267) and a matched group of non-traffic
delinquents (N=261). We have replicated
this study recently but no difference
could be found in rigidity between the
drunken drivers and our control group.

.0001%*)

100.0%  100.0% 100.0% 100.0%

p < .0001%)

Propensity to generalize

Snider’s test of all-inclusive conceptuali-
zation is supposed to measure something
like a propensity to generalize. This test
was administered to 229 drunken drivers
and a matched control group of 209 citi-
zens of Groningen. The results are pre-
sented in table 6.

*) The Mann Whitney U was applied
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Tab. 6

Tab. 7

Comparison of drunken drivers and a
control group om Snider’s all-inclusive
conceptualization test

Drunken drivers Control group

N 229 209

Testscore:

High 40.7 359

Medium 41.9 37.8

Low 174 26.3
100.0% 100.0%

P < 07%

According to table 6 there is a slight tend-
ency for drunken drivers to have a
higher propensity to generalize. However,
the difference in this respect is not very
large.

Propensity to take risks

In the Netherlands Hofstee has con-
structed a test to measure the propensity
to take risks. 202 drunken drivers took
this test. The “Hofstee” was also ad-
ministered to a control group of 167 non-
traffic delinquents. The results are pre-
sented in table 7.

Comparison of drunken drivers and a
control group on the propensity to take
risks

Drunken drivers Control group

N 202 167

Testscore:

High 24.2 16.8

Medium 382 37.1

Low 37.6 46.1
100.0% 100.0%

Pl 02%)

From table 7 it can be seen that drunken
drivers score significantly higher on a test
measuring the propensity to take risks.

*) The Mann Whitney U was applied
40 on the ungrouped scores.

Summary

Summarizing it can be stated that with
regard to personality traits differences
could be established between drunken
drivers and non-traffic delinquents.

Drunken drivers were found to be more
neurotic, more extravert, more impulsive,
less socialized, they showed a greater
propensity to take risks, and to generalize
and finally scored lower on a responsi-
bility scale.

No differences were found with regard
to intelligence and rigidity.

Psycho-biographical
characteristics of
drunken drivers

In the preceding paragraphs we have
seen that drunken drivers are in several
respects a deviant group. Many of them
could be called problem drivers. In order
to know more about the life of drunken
drivers and their problems the Crimino-
logical Institute of the State University
of Groningen carried out a research in
which we compared two groups of about
100 drivers. The first one consisted of
subjects convicted for drunken driving,
the second consisted of drivers who had
no convictions for driving under influence
of alcohol. Both groups were matched on
sex, age, socio-economical status and
number of miles driven annually.

All subjects were extensively inter-
viewed. Topics discussed in the interview
were:

1. Pre-adolescence: how did they behave
as youngsters.

2. Parents: how did they perceive their
father and mother.

3. Adolescence: how did they feel and
behave as adolescents.

4. Job history: number of jobs, unem-
ployment, job characteristics, job satis-
faction.
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. Family: relationship with wife and

children.

. Friends: number of friends, perception

of friends.

. Leisure activities.

. Individual traits: how do they feel, are

they satisfied, do they have problems.

. Drinking behavior and attitudes to-

wards drinking.

In order to make group comparisons
possible, the questionnaire used was highly
structured (precoded answers, scales, se-
mantic differentials etc. were used).

Results

Pre-adolescence: In the literature about
alcoholism many references are made to
the way alcoholics have been reared by
their parents. It is postulated for instance
that alcoholics have dominant mothers,
who are overanxious etc. In our study
we could not find any such differences.
As a matter of fact, with respect to the
questions we have asked about their early
youth (till about 13 years) hardly any dif-
ference could be found, neither with re-
gard to the behaviour of their father, nor
with regard to the way they described their
mother. At school too they did not be-
have in a deviant way. This also applies
to their leisure activities at that time. The
only significant difference we found was
that drunken drivers played more alone
(p < .07) and were, as they say, more
spoiled by their father (p < .01).

Adolescence. In the interview we also
asked how they behaved and felt when
they were about 17. Some differences
could be found between the two groups.
It tumed out that drunken drivers felt
more lonesome at that time (p < .09),
were more bored (p < .06), were less
satisfied with their youth (p < .10) and
more liked drinking (p < .10). As the
p-values show, these differences are not
very great however.

Job history. Some differences were
found between drunken drivers and the
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control group. Drunken drivers seem to
have less fixed working hours (p < .10),
they have to travel more (p < .04), they
have more business meetings (p < .07)
and meet more stress in their work (p <
.09). They seem to have no fixed income
(p < .025).

As can be seen most differences are
rather small.

With regard to unemployment, relation
to colleagues and job satisfaction no dif-
ferences were found between both groups.

Family life. This factor turned out to
be one of the most important differentiat-
ing items. Almost in every respect drunk-
en drivers differed from the control group,
especially with regard to relationship with
their wives. They are less in agreement
with their wives about the way the child-
ren are educated (p < .01), they showed
less affection towards their wives (p <
.005). They state that their wives are
more discontented (p < .07), are less
cooperative (p < .07), do not understand
them (p < .04), are less compliant (p <
.07). There is less communication with
their wives (p < .02), they quarrel more
(p < .01).

They have been more disappointed by
their marriage (p < .03). They have more
problems in their family (p < .07) and
finally they complain more about the
atmosphere at home (p < .0003!).

Friends. Their friends too seem to play
an important role. In general they state
that their friends have a bad influence
(p < .01) and that they are not of much
help to them (p < .07). With regard to
drinking habits we found that their
friends hardly changed their drinking pat-
tern if they had to drive (p < .001).

Leisure activities. There is a tendency
that drunken drivers have less hobbies
(p < .10), their hobbies do not mean
much to them (p < .005), they are less
interested in reading (p < .10), they more
go out (p < .10), they more like to play
cards (p < .025), they more like gambling
(p < .01), they more go to a café (p <
.001) and they less pay a visit to their
family (p < .05).
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Individual characteristics. It was found
that drunken drivers liked to go out more
(p < .07), were more careless with money
(p < .005), liked to take risks more (p <
.08), felt more lonesome (p < .10), were
more dissatisfied with their sexual lives
( p <.005) and were less satisfied with
life in general (p < .005).

Drinking behaviour and attitude to-
wards drinking. It is of course no surprise
that with respect to this item great dif-
ferences were found between drunken
drivers and the control group. Drunken
drivers drink considerably more (p <
.001), they drink more in the day-time
(p < .02), they say they have a greater
tolerance for alcohol (p < .001), and, as
may be expected, their drinking brought
about many more personal problems (p
< .0001).

Finally more of them state that drink-
ing 5 glasses (b.a.c. 0.80/40) has no in-
fluence on their driving capacity (p <
.0001).

Summary: By comparing a group of
100 drunken drivers with a matched group
of 100 non-offenders several differences
were found of which three stand out:
family life, drinking behaviour and level
of satisfaction with life in general. There
are strong indications that unsatisfactory
family life is of special importance.

Predicting recidivism
among subjects convict-
ed for drunken driving

In the preceding paragraphs we have
seen that there is a high percentage of
alcohol recidivism among drunken drivers.
Therefore it will be interesting to con-
sider whether there are any differences
between recidivists among drunken
drivers and non-recidivists. In order to
be able to answer this question we have

carried out a follow-up study. We started
with those subjects who had been con-
victed for drunken driving in 1955 or
1956. In 1967 we analysed their criminal
records to see which of them had com-
mitted offences between 1956 and 1966.
The size of the group studied was 1872.37)

Table 8 shows how many of them re-
lapsed into crime after their conviction
in 1955 or 1956.

Number of subjects relapsing into crime
after being convicted for drunken driving
in 1955 or 1956%*)

Convicted for drunken
driving after 1956
Convicted for a serious
motoring offence (drunken
driving excluded)

679 (36.3%)

218 (11.6%)

No conviction for a
serious motoring offence

after 1956 975 (52.1%)

Total: 1872 (100.0%)

From table 8 it can be seen that almost
half of the subjects convicted in 1956 for
drunken driving have committed a serious
motoring offence in the period between
1956 and 1966. More than one third were
convicted for driving under influence of
alcohol.

Is there any difference between the
group of alcohol recidivists (N=679) and
the subjects who did not relapse into
crime after 1956 (N=975)? In order to
be able to answer this question we com-
pared both groups on a number of vari-
ables like age, social status, marital status,
level of urbanization of dwelling-place,
time of arrest (which hour, which day),
habitual drinking, blood alcohol level
when convicted in 1955 or 1956, number
of crimes committed before 1955 or 1956,
number of serious motoring offences com-
mitted before 1955 or 1956, number of
serious non-motoring offences committed
before 1955 or 1956.

*) This table only deals with recidi-
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Recidivism with regard to non-motor-
ing offences has been excluded.




Results

For all the above mentioned variables
alcohol recidivists and non-recidivists
were compared. Many differences were
found. Below we will present the results.

Age: more recidivism among subjects be-
tween 30 and 45.
less recidivism among subjects of 45
and over (p < .05).

Social status: more recidivism among
middle-class people.
less recidivism among members of the
upper class (p < .005).

Marital status: with regard to this factor
no differences were found between re-
cidivists and non-recidivists.

The need of a car in his profession: there
is more recidivism among subjects who
need a car to carry out their profession
(p < .005).

Contact with alcohol in his profession:
more recidivists have professions in
which drinking is quite common (p <
.001).

Habitual drinking of alcohol: among re-
cidivists more habitual drinking of al-
cohol was found (p < .001).

Blood alcohol level at time of arrest: the
blood alcohol level of recidivists was
significant higher (p < .05).

Number of serious offences committed:
recidivists had committed more serious
offences before they were convicted for
drunken driving in 1955 or 1956 (p <
.0001).

Recidivism rates according to number of
times previously convicted

percentage of recidivism
in each category

%
80
70
60
50

40

30

] number of previous convictions
0 1 2 3 4 5-1212and more
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As can be seen from figure 4 there is
almost a perfect linear relation between
the number of previous convictions and
the percentage of recidivists in the proper
groups.

Number of previous serious motoring of-
fences: recidivists had considerably more
previous convictions for serious motor-

ing offences (p < .001).

Number of previous alcohol offences: re-
cidivists had considerably more pre-
vious convictions for alcohol offences
(p < .001).

Number of previous serious non-motoring

offences: recidivists had considerably
more previous convictions for serious
non-motoring offences like crime
against property etc. (p < .001).

Level of urbanization of dwelling place:
with regard to this factor no differences
were found between recidivists and
non-recidivists.

Time of arrest: with regard to this vari-
able no differences were found between
recidivists and non-recidivists.

Correlation between
some variables and
recidivism (single
correlations)

For all the variables which were able to
differentiate between recidivists and non-
recidivists we calculated correlations with
recidivism.38) In order to examine the
consistency of our correlation coefficients
we divided our group of 1654 drunken
drivers convicted in 1955 or 1956 into
two groups. The first (N=2845) consisted
of subjects convicted in 1955. The second
(N=809) consisted of subjects convicted
for drunken driving in 1956. For each
group separately correlation was calcu-
lated between the various variables (age,
social status etc.) and recidivism. The
results are presented in table 9.
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Tab. 9 Correlations of some variables with re-

cidivism
Factors Correlation
coefficient
1955 1956
group group
(N=1 (N=
845) 809)

Age —.07 —.06

Social status +.05 —.02

The need of a car in his

profession - 08TE-10

Drinking as part of his

profession 206 W R=E 08

Habitual drinking +.06 ' 1-.07

Blood alcohol level +.10

Number of serious traffic

offences committed +.200 +.24

Number of alcohol offences

committed =8N 23

Criminal record -+ 2008 =15

.07 is significant at the .05 level.

Although, due to the size of the groups,
most correlations are statistically signifi-
cant, the correlation coefficients are very
low. The only coefficients of relative im-
portance are those related to previous
convictions.

Correlation between
some variables and
recidivism (multiple
corre- lations)

In the preceding paragraph we have cal-
culated single correlations between some
factors and recidivism. Most of the cor-
relation coefficients were unsatisfactory.
Of course it is possible that if we com-
bined all variables and calculated a mul-
tiple correlation the correlation coeffi-
cients would be more satisfactory. This
possibility was investigated. Three criteria
for recidivism were used, respectively
based on the number of times a subject
was convicted for drunken driving after

R

1955 or 1956 (recidivism index), the time
it took before he was convicted again for
drunken driving (recidivism rate). The
third criterion was the simplest one. Here
we only dishotomized the drunken drivers
as between alcohol recidivists and non-
alcohol recidivists (simple recidivism).

The results of our calculation are pre-
sented in table 10.

The factors correlated with recidivism
were age, social status, the need of a car
in his profession, drinking as part of his
profession (differential opportunity), num-
ber of previous convictions for traffic
offences, number of previous convictions
for alcohol offences, number of previous
convictions for serious non-alcohol traffic
offences, number of previous convictions
for serious non-motoring offences, num-
ber of previous convictions for Iless
serious offences, the time between his
conviction in 1955 or 1956 and his last
previous conviction.

Multiple correlation of 10 factors with Tab

respectively recidivism, recidivism rate
and recidivism index

Subjects Subjects
convicted convicted
in 1955 in 1956
(N=845) (N=809)
Correlation with

recidivism .30 33
Correlation with
recidivism rate 35 .36
Correlation with
recidivism index 37 35

As can be seen from table 10 the
multiple correlation coefficients are more
satisfactory. All coefficients are highly
significant. Besides they prove to be very
consistent.

In table 11 we have presented factors
contributing significantly to this multiple
correlation. Age and criminal record re-
turn in all categories as important pre-
dictors. Especially drivers between 30 and
45 are greater risks. After 45 a better
prognosis can be done. Another import-
ant factor is whether a car is needed in
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his profession. Social status too seems to
be of importance. Especially representa-
tives of the middle classes seem to be
recidivism-prone. The best predictor un-

doubtedly is criminal record. There is
significantly more recidivism among sub-
jects with previous convictions (see also
figure 4).

Factors contributing significantly to the multiple correlation of 10 factors with 3 re- Tab. 11

cidivism indices

Recidivism

1955 1956
Age Age Age
Social status Social status
Car necessary Car necessary Car necessary
for profession for profession for profession
Criminal Criminal Criminal
record record record

1955

Effectivness of sanctions

In the preceding paragraphs we have
considered the question whether it is pos-
sible to identify alcohol recidivists. Mul-
tiple correlation coefficients were calcu-
lated which are promising. By adding
other variables these coefficients certain-
ly can be improved. In fact we succeeded
in getting correlation coefficients of .40
and higher by using the court sentence as
a predictor. If we realize that especially,
because of the great dark number, our
recidivism criterion is unreliable, it cer-
tainly seems worthwhile to continue stu-
dies in this field. But what if we found
reliable predictors? Should we give ‘“re-
cidivism-prone” subjects special treat-
ment? Would it be of any help to sen-
tence them in a special way? What is the
effectiveness of our present sanction
system? Does it have any prevention
power? In order to be able to answer
these questions we have carried out a
study in which we investigated recidivism
rates of drunken drivers:

1. who only were fined for drunken driv-
ing

. who were conditionally sentenced to
imprisonment
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Recidivism rate

Recidivism index
1955 1956
Age Age

1956
Age

Criminal
record

Criminal
record

Criminal
record

. who were unconditionally sentenced to
imprisonment

. who were disqualified from driving

. who were not disqualified from driving

Recidivism rates of drunken drivers sen- Tab.12
tenced in different ways

Percentage
reconvicted for
drunken driving

Unconditionally sentenced
to prison (N=1243)
Conditionally sentenced
to prison (N=545)
Subjects sentenced with

a fine (N=534)
Disqualified from driving
(N=1149)

Not disqualified from
driving (N=404) 37

Table 12 clearly shows that although
the applied sanctions differ in severity
there is hardly any difference in effect.
These results are in accordance with what
has been found previously by Midden-
dorff39) and by Buikhuisen.40) Findings
like these leave at least much doubt as to
the pedagogical value of existing forms
of punishment. Now it could be argued
that sanctions are not randomly assigned.

38

38

32

36

45




Drunken drivers conditionally sentenced
to prison probably will, as a group, differ
from drunken drivers who have been un-
conditionally sentenced to prison. This is
indeed what we found. The uncondition-
ally sentenced group had significantly
more previous convictions for serious
motoring offences as well as for non-
motoring offences. The study of Midden-
dorff,41) however, clearly shows that the
fact that we did not find any difference
in effect cannot be explained by this in-
equality of our groups. Middendorff found
(with comparable groups) that recidivism
among subjects conditionally sentenced
to prison is as high as recidivism among
subjects unconditionally sentenced to
prison.

Disqualification from driving
Withdrawal of the driving licence has
been quite generally accepted as one of
the best sanctions to combat drunken
driving or traffic delinquency in general.
This sanction is supposed to be effective
in two ways. At first it should keep these
drivers out of traffic for some time.
Secondly the inconvenience of not being
allowed to drive should make convicted
drivers drive more carefully in future.
Many experts believe that disqualifica-
tion from driving worries motoring of-
fenders more than any other penalty to
which they are liable.

Are these assumptions correct? The
correctness of the first one viz. that dis-
qualification from driving keeps these
drivers off the road for some time might
be seriously doubted. Because of lack of
control many of these offenders do drive
despite this disqualification. Coppins for
instance found that within 6 years 33%
of those whose licences had been sus-
pended disobeyed the court order not to
drive, and 68% of those whose licences
were permanently cancelled did so.

Does withdrawal of a driving licence
really have any special preventive power?
Above we have seen that with regard to
recidivism it does not make any differ-
ence whether subjects are disqualified
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from driving or not (see table 12). It
might be possible, however, that within
the group of subjects disqualified from
driving a relation exists between length
of the period of withdrawal and recidiv-
ism. It seems reasonable to expect that
less recidivism will occur among subjects
disqualified from driving for a long period
and conversely that relatively much re-
cidivism will occur among offenders
whose licence has been withdrawn for
only a short period. Is there any such
relation? To answer this question we have
calculated recidivism rates for subjects
whose licence has been withdrawn for
different periods. The results are pre-
sented in table 13.

Recidivism percentages of drunken drivers
whose licence has been withdrawn for
different periods

Licence withdrawn Percentage of subjects
for: reconvicted for
drunken driving

less than 1 year (N=493) 35
1—2 years (N=453) 33
2—3 years (N=190) 49
more than 3 years (N=83) 37

Table 13 clearly shows there is no in-
verse relation between length of time a
licence is withdrawn and recidivism. On
the contrary! If any relation exist it is a
positive one. There is relatively more
recidivism among subjects who have been
disqualified from driving for a long
period. We have calculated the correla-
tion between both variables. The correla-
tion coefficient was +.23.

Withdrawal of licence as perceiv-
ed by subjects convicted for

drunken driving

Above it was stated that according to
experts withdrawal of licence is ex-
perienced as the most severe sentence by
motoring offenders. To investigate the
correctness of this thesis we asked 107
subjects convicted for drunken driving
what they would prefer: being disquali-
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fied from driving for some time or sen-
tenced to prison. 519 preferred impri-
sonment rather than losing their driving
licence. 49% would rather be disqualified
from driving than be sent to prison. These
percentages show that the threat of being
disqualified from driving is not alike for
all offenders. Profession and social status
play an important role in this respect.
Offenders who need a car to carry out
their profession prefer imprisonment.
Subjects with high social positions prefer
losing their driving licence to being sent
to prison (p < .05).

The effectiveness of
Imprisonment

In order to see whether any relation exists
between time imprisoned and recidivism
we divided our group of drunken drivers
sentenced to prison according to the
period imprisoned into three groups. The
first group was sent to prison for less than
1 month, the second one for a period of
1—3 months, the third for more than 3
months. For each group we calculated
the number of subjects reconvicted for
drunken driving. The results are pre-
sented in table 14.

Recidivism percentages according to time
sent to prison

Sentenced to prison
for

Percentage recon-
victed for
drunken driving
less than 1 month (N=979) 37
1 to 3 months (N=180) 39
more than 3 months (N=284) 46

From table 14 can be seen that no
inverse relation exists between time sen-
tenced to prison and recidivism. On the
contrary. A positive relation was found.
There is more recidivism among subjects
sentenced to prison for relatively long
periods.
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Recommendations

Drunken driving is a combination of
drinking and driving. Both drinking and
driving play a powerful role in our pre-
sent society. It would be very difficult
to imagine our society without cars. In-
deed automobiles are becoming more and
more indispensable, both in business as
well as in leisure activities. In future we
even can expect that the private car will
be our main medium of transport.

Drinking too—because of its masculine
image, its disinhibiting qualities and espe-
cially because it can relieve unpleasant
feelings—will become more and more
important in our society. Increasing ano-
mie, increasing alienation and frustration
will enlarge the demand for alcohol and
other drugs. It will not be difficult there-
fore to predict a rise in the incidence of
drunken driving in future; indeed it will
be very hard to stop this development.

What can we do to combat drunken
driving? In the preceding paragraphs we
have seen that punishment is not very
effective. It does not make much differ-
ence whether subjects are sentenced to
imprisonment or only to a fine. Even
disqualification from driving does not
help. Two reasons could be advanced
for the ineffectiveness of these penal sanc-
tions.

1. As long as the chance of being caught
for drunken driving is very low, we
can hardly expect our penal sanctions
to have any deterrent power. We know
from our research that drunken drivers
are not very worried about the activi-
ties of the police. According to them
being detected is just bad luck.

. Many subjects convicted for drunken
driving are problem drivers. They
need alcohol to function more ef-
fectively and alcohol is like a medicine
to them. As our present system of
sanctions leaves these problems un-
touched we should not be surprised
to find a high reconviction rate among
drunken drivers.
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In order to make our penal system
more effective we should like to propose
the following:

1. A more systematic police control.
Every driver should know that driving
under theinfluence of alcohol as i risky
affair, not only for the traffic in gene-
ral, but especially for him.

2. In every case of drunken driving a
report on the suspect should be pre-
sented to the court giving interalia
information about drinking habits,
family life, job history and the general
way of life of the suspect. Special at-
tention should be paid to whether
there are any problems which might
explain the drinking behaviour of the
suspect.

3. If any problems are present the Court
should refer the drunken driver to
institutes, offices or clinics which are
specially suited for dealing with mat-
ters of this kind. In case of alcoholism
this should be a consultation office for
alcoholics, in case of marriage prob-
lems reference should be made to in-
stitutions for family and marriage
problems etc. Only if we succeed in
tackling these underlying problems can
we hope to combat recidivism among
drunken drivers.

4. As we have seen, subjects convicted
for drunken driving (whether sober or
not) are more involved in traffic ac-
cidents and commit significantly more
traffic offences than subjects in a
matched control group who have never
been convicted for driving under the
influence of alcohol. It might there-
fore be worthwhile to have them pass
a driving test. If their performance is
unsatisfactory the court should require
them to go to a driving school or clinic.

5. There should be no unconditional
withdrawal of a driving licence. Of-
fenders should have the right to use
a car for their profession. In Holland
I have proposed a blue driving licence
which allows the owner to drive his
car professionally, but not for leisure
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activities. For most drivers this would
mean that they are allowed to drive in
the day-time, but not in the evening,
at night or during the weekends. In
case of contempt of court there should
be no unconditional withdrawal of the
licence. Instead I should like to pro-
pose that the car should be con-
fiscated, the subject be told of this
possibility in advance.

In order to facilitate police control it

might be efficient to give the cars of

subjects convicted for drunken driving

a special registration plate.

6. All subjects convicted for drunken
driving should get a substantial fine.
This money should be used for con-
structing and applying treatment pro-
grams.

It seems to me important to change
the way in which we generally inform
people about alcohol. The purpose of this
information usually is to make drivers
refrain from drinking only if they have
to drive, but it is undeniable that many
drivers start driving after drinking. We
should (although reluctantly) accept this
reality and look for campaigns to mini-
mize the risks. This means that our alco-
hol information should not be so one-
sided as it is nowadays. It should also
contain information about for example
the alcohol metabolism, the effect of an
empty stomach, about the effect of
fatigue, about the effect of “long” versus
“short” drinks. We should allow the
driver to profit from this information,
even though this might encourage a cer-
tain amount of drinking before driving;
at least it would most likely be safe,
moderate drinking in contrast to the ex-
tremes that now occur. If we accept the
reality that an alcohol-free traffic is an
utopia, it might be safer to promote
drinking intelligently than to insist on
abstinence.

It should be stressed, however, that this
alcohol information would not help our
problem drinkers; they will continue
drinking excessively, unless we succeed
in solving their problems.
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Summary in Swedish

All forskning visar, att rattfylleristerna ar
personer med Overdrivna dryckesvanor.
Mer én hilften av alla rattfyllerister synes
saledes vara alkoholister eller personer i
ett forstadium till alkoholism. De 4r vi-
sentligt mera inblandade i trafikolyckor
och begir ett storre antal bade allvarliga
och mindre allvarliga trafikbrott an nor-
malbilisten. Anmérkningsvirt dr ocksa att
de begar ett férhallandevis stort antal icke
trafikbrott, sirskilt formogenhetsbrott.

Aven vad giller personlighetsdrag kan
man finna skillnader mellan rattfyllerister
och normalbilister. Det har siledes visat
sig att rattfyllerister 4r mera nevrotiska
mer impulsiva, mindre socialiserade, de
visar en storre bendgenhet att ta risker
och att generalisera och slutligen visar de
mindre ansvarskinsla. Rattfylleristen har
vidare mycket ofta ett otillfredsstdllande
familjeliv.

Vad giller mojligheterna att forutse
aterfall i rattfylleri synes séirskilt aldern
samt tidigare brottslighet vara av stor be-
tydelse. Forare i en alder mellan 30—45
ar synes vara benigna att aterfalla i ratt-
fylleri.

Risken for aterfall dr emellertid storst
om rattfylleristen tidigare gjort sig skyldig
till brott. Detta géller oavsett om det tidi-
gare brottet utgjorts av rattfylleri, annat
allvarligt trafikbrott eller annat brott &n
trafikbrott.

Aterfallsprocenten

Buikhuisen har ocksd undersokt om ater-
fallsprocenten skiljer sig i de fall dar be-
slut meddelats om ovillkorligt frihetsstraff,
villkorligt frihetsstraff, botesstraff och
korkortsaterkallelse eller beslut om kor-
kortsaterkallelse ej meddelats. I likhet
med andra forskare har emellertid Buik-
huisen funnit att aterfallsprocenten nar-
mar sig 40 oberoende av vilken sanktion
som anvants. Det har ocksd visat sig att
detta inte kan forklaras av att de grupper
som far olika pafoljder ocksa ar olika
sammansatta.
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Det uttalas sammanfattningsvis att bade
alkohol och motorfordon spelar en bety-
dande roll i vart samhille och sannolikt
kommer att spela en allt storre roll. Man
torde darfor bora rakna med ett allt stor-
re antal rattfyllerister, under alla forhal-
landen kommer det att bli mycket svart
att stoppa en sadan utveckling. Detta inte
minst darfér att samhaillsingripandena
mot rattfylleri visat sig sa foga effektiva.
Buikhuisen anger tva huvudskil for detta.
For det forsta den bristfilliga trafikover-
vakningen och for det andra det forhal-
landet att rattfylleristerna har alkohol-
problem och att nuvarande sanktioner
inte angriper detta problem. Det kan nim-
nas att Buikhuisen synes rikna med att
mellan en och tvd procent av rattfylleri-
brotten uppticks.

Forslag till atgdrder

For att bota bristerna i nuvarande sank-
tionssystem foreslar Buikhuisen déarfor en
effektivare trafikovervakning. Det foror-
das ocksa att vi forsoker angripa de bak-
omliggande orsakerna till rattfylleristens
alkoholproblem och familjesvarigheter. En
nirmare undersokning av trafikkunnan-
det bor ocksa ske. Vidare forordar Buik-
huisen att vi i fortsittningen inte skall an-
vinda oss av ovillkorliga korkortsater-
kallelser vid rattfylleri. Trafikanten bor
ha ritt att anvinda bilen i yrket men inte
under fritiden. Om trafikanten bryter mot
detta bor bilen konfiskeras. For att gora
overvakningen littare bor dessa forare ha
sirskilda registreringsskyltar. Frihetsstraff
bor inte anvindas vid rattfylleri men dar-
emot kraftiga botesstraff.

Slutligen forordas en omliggning av in-
formationen om problemet alkohol och
trafik. Vi bor saledes, dven om det bor ske
med forsiktighet, acceptera det forhallan-
det att manga foérare kommer att kora bil
dven efter att de druckit alkohol. Infor-
mationen bor darfor inte som f.n. syfta
till total avhéllsamhet utan limna upplys-
ning om skillnaden mellan olika alkohol-
drycker, om f6ljden av att dricka alkohol
med eller utan samband med mat etc.
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Opposition to the papers of Terence Willett

and Wouter Buikhuisen
Norman Bishop:

Both Willett and Buikhuizen put forward
a number of characteristics which they
suggest may distinguish driving offenders
from non-delinquent drivers. Both admit
that a good deal of their evidence is not
very “hard” though in the first part of
his paper Willett makes a number of
interesting speculations—they are no more
—on the basis of certain general sociologi-
cal concepts. Later, however, Willett comes
as he says with some relief to recent
research on the effects and effectiveness
of sentencing of motoring offenders. The
essential value therefore of Willett’s paper
in its first part, is that it is pointing to
the absence of sufficiently rigorous studies
and it directs attention to a number of
desirable research areas. At this stage it
is clearly unwise to use it as a basis for
constructing policy.

Buikhuizen also admits that the research
studies which he reports have serious
weaknesses. They are few in number,
classify characteristics of drunken drivers
by reference to somewhat vague psychia-
tric terms and too seldom to valid
psychological test measurements. They
have in addition other methodological
weaknesses e.g. they do not always use
matched control groups, do not state to
what extent the drunken driver sample is
or is estimated to be representative of
drunken drivers as a whole.

Both Willett and Buikhuizen fail to
mention one other problem in methodol-
ogy which I believe to be of some
importance. In criminology generally we
have seen for many years, great effort
expended on a hunt for characteristics
which will reliably distinguish criminals
from non-criminals (I speak here of crime
in general and not motoring offences in
particular). It is only recently that we have
begun to see which characteristics have
been deduced from a detected, caught,
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prosecuted and punished sample of of-
fenders. To some extent recent studies of
hidden delinquency have as they have
developed, suggested that the earlier pro-
files of offenders which we have come
to accept have been distorted. In the case
of offenders generally, a major distortion
has been an over-emphasis of personal
psychopathology. More recently still socio-
logical studies have taken the process
further not only by examining hidden
criminality but by looking closer at the
working of the criminal justice system it-
self. Studies of this kind show that the
system of control does not function im-
partially, but differentially. This adds the
possibility of further bias to results ob-
tained, and has led one sociologist (Denis
Chapman—*‘Sociology and the Stereotype
of the Criminal”) to suggest that the hunt
for specific characteristics is a chimera.
Now it is widely recognised that the
amount of hidden criminality in road
traffic offences is very high. It is not only
that detection rates are low unless there
is bodily damage or a severe accident, but
even after detection only some persons
are prosecuted, and only some persons
prosecuted are sentenced. Willett himself
gives excellent examples of police dis-
crimination in checking on drivers, and
then shows how those “‘picked on” when
“picked up” are precisely those most
likely to plead guilty and fail to use legal
help.

Convicted offenders are therefore, when
the huge dark figure and differential
operation of the criminal justice system
are taken into account, a biased sample.
Nor is this all. Given this methodological
problem it would seem that unless special
care is taken, any control group used for
comparison may itself be subject to serious
bias because it may contain a substantial
proportion of uncaught, undealt-with of-
fenders, not yet officially classified as
such. I should perhaps make clear here
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that these observations are more likely
I think, to be relevant to a numerous large
group of persons we know at the extreme
end of a continuum as offenders or as
devients with major personal disorders.
Thus my argument is perhaps not applic-
able to certain kinds of drunken drivers
but could be relevant to more ordinary
motoring offenders. Supporting evidence
for this might be seen in Tallqvist’s paper
where he shows how the rigorous removal
from the road of those with violations and
accidents, from the driving population
would have only a small effect upon
general accident rates.

I now want to say something about the
typology of driving offenders put forward
by Willett. His proposed typology is based
on offences and the frequency of their
commission. Such a typology could be of
use to the courts in choosing sanctions and
the practitioners concerned with treat-
ment. They might be useful to police or
prosecuters in deciding prosecution policy,
and it is clear that the points system is
constructed on this basis. But given the
fact of the sizeable dark figure for un-
detected offences one might ask if typolo-
gy based on offences and frequency of
commission is not a very insecurely based
typology. Mannheim and Wilkins in their
well-known prediction study on the effects
of treatment applied to a sample of young
men sentenced to Borstal training in Eng-
land were able to administer statistically
associated factors which had relevance for
policy and treatment decision-making. It
would seem at least worth attempting
something similar in respect of convicting
motoring offenders. Such predictive fact-
ors might assist us more in the construc-
tion of typologies.

Willett suggests—I think convincingly—
that low rates of detection do much to
bring the law into disrepute and lead to its
non-observance. It would certainly seem
desirable to attempt to detect, but not
necessarily punish, more. Certainty of de-
tection has long been considered as having
a greater general effect than occasional
severe punishment.
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Hans Klette:

The road traffic system is only one sub-
division of the social system. It consists
of the interaction between the driver, the
vehicle and the environment. The function
of the road traffic system is to produce
communication (transportation) and re-
creation. The most important demands of
the system are that it functions safely and
efficiently, i.e. that it provides transporta-
tion which is obtainable, comfortable, in-
expensive and rapid. These aims and de-
mands are in conflict within the current
road traffic system. In fact, the current
traffic system is in conflict with the aims
and the demands of many other sub-
divisions of the social system.

This broader outlook has particular rel-
evance to the driver’s situation in the
social system and has the greatest import-
ance when one wishes to study the crim-
inological, psychological and sociological
factors in road traffic offences. If the
criteria for the most acceptable behaviour
in one of the other sub-systems do not
match those of the road traffic system,
then accidents and offences may occur.
This is especially true if an immediate
inconvenience is caused by meeting the
criteria of the road traffic system.

The most important area of social con-
trol of the road traffic system from the
point of traffic safety is the interaction
between the driver and his environment.
This is a complex issue of the driver’s
interaction with the physical environment,
the legal environment and the social en-
vironment. I will confine my remarks to
the second and third of the crucial areas.

The theoretical frame for research on
social control in this area can be summa-
rized in the following conceptual scheme
which incorporates the most important
factors mentioned by Buikhuisen and Wil-
lett but considers other variables as well.
The purpose of the scheme is to clarify
the research problem with reference to
the literature of social control and em-
pirical observations derived from many
descriptive studies.
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Driving behavior

The dependent variable is the driving be-
havior. The papers of Buikhuisen and
Willett require supplementation at three
points.

(1). In relation to traffic offences the
driving behavior can be categorized as
non-offences, unregistered offences and
registered offences. It is imperative that
the existence of the second category be
recognized. The third category of regis-
tered offences entails an selection by the
police, prosecutors and courts among all
offences that have occured. Buikhuisen is
only concerned with this selected group
and this is essentially true of Willett as
well. There are no data available in
Europe on unregistered traffic offences
beyond Klette’s material on drunken driv-
ing in Sweden.

(2). Traffic offences can be divided in
two different groups: serious offences and
less serious offences or minor regulatory
offences (violations). In the first group the
correlation with accidents is relatively
much higher than in the second. Among
the serious traffic offences one can dis-
tinguish between two broad categories. The
first category includes careless-dangerous
driving and drunken driving. These types
of behavior can be called serious driving
offences since they primarily involve the
manner in which a vehicle is driven on the
road. These offences have a very high
correlation with traffic accidents. Careless-
dangerous driving nearly allways means
that an accident has occured; in the cases
of drunken driving an accident has often
occured or the risk for an accident has
been very high. In the second category of
serious traffic offences are driving while
disqualified and hit-and-run driving. These
actions can be called serious dishonest
offences since they primarily involve some
calculated dishonesty and are not connect-
ed primarily with the way in which a
vehicle is driven. Driving while disquali-
fied has a relatively low correlation with
traffic accidents. Hit-and-run driving is
assigned to the second category, because
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the accident has already occured but has
not been reported. In many cases this
offence reflects panic and fear rather than
calculation, but the element of dishonesty
in failing to report the accident is the
dominant consideration. From a strict
traffic safety point of view it is most im-
portant to concentrate on the first category
of driving offences, careless—dangerous
driving and drunken driving.

(3). In relation to the driving behavior
it is important to distinguish between the
quantitive aspect of frequency and the
qualitative aspect of seriousness. Regarding
careless-dangerous driving the serious-
ness can be measured in terms of the
types of accidents resulting in property
damage, injury or death. In the case of
drunken driving the blood alcohol concen-
tration can be used to differentiate the
degree of seriousness. The quantitative
and qualitative aspects have been little
discussed in the two papers.

Buikhuisen’s treatment of the distribu-
tion of blood alcohol concentrations
among registered drunken drivers indi-
cates an average of around 1.8 per mill.
As a person with 1.5 per mill or more is
considered to be an alcoholic it is not
surprising that he found alcohol problems
in this highly selected group. For the
practical purpose of treating the drunken
drivers in Holland this selection is of no
disadvantage. But for the general theo-
retical question of social control and pre-
vention of traffic offences the process by
which the registered offenders are selected
is of greatest concern.

I will only comment a few of the most
important independent and intervening
variables in the conceptual scheme.

Motivation

The factor of motivation is assumed to be
the most important in the social control
system. Buikhuisen has not discussed this
factor at all and Willett has only consid-
ered it indirectly. In commenting upon this
factor in relation to drinking and driving
it should be recognized that what is said
has relevance to driving in general.
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Motivation can be divided roughly into
the search for reward or pleasure or the
avoidance of punishment or unpleasent-
ness. In seeking to induce the driver not
to operate a vehicle under the influence
of alcohol one must be aware of the mo-
tivational factor. Either one must stop the
drinking before driving or the driving after
drinking. That is why it is relevant to raise
the question, what rewards does a person
receive in drinking and driving? What is
the motivation for drinking and driving?

Motivationally, driving fulfils a limited
range of needs. Its principal function is to
provide a change of location and much
driving serves only this function. But driv-
ing can also satisfy other auxiliary de-
mands. These include the important psy-
chological function of providing a feeling
of power and status discussed by Willett
and the equally important demand for a
substitute room which has special rele-
vance for the teenagers who have no
place at home or elsewhere where they can
meet or be alone with their friends. It is
very difficult to find adequate reward for
not driving. The discovery of alternatives
to basic satisfactions provided by driving
might include free public transportation,
residential places for teenagers and the
conveyence of feeling of power and status
through other means.

The motivation for drinking can be
tracted either to the fulfilment of indi-
vidual needs or to social influences. Most
drinking is closely associated with social
functions and drinking to fulfil an indi-
vidual need is usually additional to this
rather than an alternative to it. For a
alcohol-dependent person the rewards for
not drinking will be in direct opposition
to the rewards for drinking. Rewards for
drinking among non-alcohol-dependent
persons must be seen in relation to re-
wards relating to self-approval, approval
by primary and secondary groups, satis-
faction of taste, relief of tension, etc. The
rewards for drinking seems to be more
compelling among many drivers than the
rewards for not drinking, or better ex-
pressed, the existence of rewards for not
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drinking has not been made clear. This is
especially true in reference to driving after
drinking. Here education and information
is of greatest importance although this
factor has not been sufficiently appreciated
in Europe.

Education and information

In order to change the drinking-driving
behavior of the general population the
following minimum information should be
distributed in the educational system (the
upper classes of general schools and driv-
ing schools) and through mass media: (1)
Alcohol occurs too often in traffic acci-
dents e.g., in 25—509, of traffic fatalities
and in less percentages in other accidents.
(2) The risk of involvement in an accident
begins around 0.5 per mill and increases
steadily to an especially high point around
and over 1.0 per mill. (3) Alcohol de-
creases the efficiency of all functions ne-
cessary to driving, sight, hearing, reactions,
concentration. The most dangerous factor
is that one’s judgement decreases at the
same time as one’s confidence in one’s
own capability increases. The driver under
the influence of alcohol is not conscious
about the degree of intoxication and per-
ceives the traffic situation in an abnormal
way: (4) It is best not to combine drinking
and driving; but this is especially neces-
sary for persons inexperienced in driving
and inexperienced in drinking, and all
persons with medical conditions and
those who have been taking medica-
tions. (5) If other groups must combine
drinking and driving a reasonable guide is
never to pass the threshold level of 0.5
per mill. The blood alcohol leved depends
primarily on the amount and kind of
alcohol consumed, intake with or without
food, and body weight. On the average,
a man of 70 kg. can drink 5 cl of whiskey,
or 2 glasses (20 cl) of wine or 2 bottles
of beer without passing the 0.5 per mill.
(6) The approximate combustion of alco-
hol per hour is 0.15 per mill or 2—2.5 ¢l
of whiskey, or 1 glass (10 cl) of wine or 1
bottle of beer.

55




Traffic supervision and risk of
detection

According to many studies from different
countries it seems that increased traffic
supervision decreases the number of acci-
dents and certain traffic violations. This
seems to be the case when the risk of de-
tection is raised above a certain limit. The
important factor is not the objective risk of
detection but the perceived or subjective
risk of detection. This factor has been stud-
ied by Klette in Sweden. The average driver
in a highly urbanized area perceived the
risk as follows: speeding 30 km/hour over
the limit 1—59%,, drunken driving without
abnormal driving 0.5—19,, drunken driv-
ing in a reckless way 109, driving without
a licence in a normal way 1 per mill and
driving against red light with intent en-
dangering pedestrian safety 109,

The risk of detection must be increased
very significantly to have an effect upon
the social control system. If we can’t have
many more policemen it may be necessary
to have a group of traffic supervisors
comparable to parking guards, whose sole
duty will be to supervise moving traffic.

Social consequences of punish-
ment and disqualification

The social consequences of the disquali-
fication of the driving license has been
studied in Sweden by Klette. About 309,
of the disqualified drivers lost their jobs
and about the same percentage lost good
working opportunities and suffered a de-
crease in salary. The average loss of in-
come because of disqualification was
around SKr 5,000 per person and in
cases of imprisonment 2.5 times less this
amount. If the risk of detection for driv-
ing while disqualified can be raised, this
may become the most effective deterent
of all legal actions. This measure is feas-
able with the assignment of certain police
patrols or traffic supervisors to the super-
vision of the relatively small group of
disqualified drivers.
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Insurance

The insurance system offers one of the
few mechanism for utilizing rewards in
addition to penalties. It would be possible
to reward the good drivers through lower
insurance rates and to impose higher rates
on dangerous drivers to a greater degree
than is the case at present. A plan for
built-in motivations towards responsible
driving among new drivers could call for
the introduction of a provisional licence.
The licensing authorities in conjunction
with the insurance companies could in-
form the newly licensed driver that he has
only a provisional licence and that he must
demonstrate safe driving before he can
receive the final licence. The insurance
companies could establish levels of driving
skills, each defined by a special number
of driving experiences under different con-
ditions. After each level is reached without
accidents or violations the premium could
be lowered. This is but one area where
motivation can be exploited to achieve
traffic safety.
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Summary by Gunnar Johansson of the discussions
regarding The traffic offender from a criminal-
psychological and sociological aspect

The rule system is an essential part of
traffic. The present group standards are
inadequate and obsolete. It is no longer
fitting, for instance, to have a sporting
attitude towards car driving.

In the case of other traffic systems, for
instance aviation and railways, the system
is entirely different and more strict. The
pilots or engine drivers are not allowed
to drive as they please. An analysis of the
accidents determines the rules to be fol-
lowed, as laid down, for instance, by the
Aeronautics Board.

Why is it natural to use safety belts in
airplanes but not in cars?

A greatly increased control of drivers
and their behaviour must be established:
1. Mechanical control: Here electronic de-
vices are recommended.

2. Traffic supervision by the police: The
police have to take action immediately, to
an entirely different extent than at present,

in the case of wrong behaviour in traffic.
This can suitably be done by way of an
admonition—which is not reported. A
penalty is not necessarily required. The
main aim should be to create proper traf-
fic behaviour.

There are different opinions as to how
far we should go in supervising drivers.
Shall we in a general sense convert the
car driver into an engine driver? Shall the
police have charge of the traffic super-
vision or shall it be conducted by a staff
not connected with our penal system?

Professor Buikhuisen has studied both
sober and non-sober drivers’ way of ob-
serving what happens in traffic. A film
has shown that these two categories differ
from one another in a drastic way. To sort
out drivers on the basis of accidents is no
practicable way towards safer traffic. In
practically all traffic accidents it is ‘“‘the
normal car driver” who is involved.

SOU 1971:81




Connection
between penal code
crimes and traffic
offences

Ingmar Dureman, Tomas Berggren, Orvar Olsson
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In a Report entitled ““Trafiksikerhet II"
(Traffic Safety II), submitted by the Traf-
fic Safety Investigation Committee ap-
pointed in 1953 (published in Stockholm
1957), one of the conclusions reached by
the investigation committee was that “a
person as a rule drives as he lives”. This
statement was based on a number of in-
vestigations reported or carried out. These
have, as a rule, been effected by choosing
a certain category of drivers and then out
of this category selecting a group with
extreme accident encumbrance (or guilty
of many traffic offences) and a group not
involved in any accidents (or not guilty
of any traffic offences). The number of
times both of these groups have appeared
in different records (for instance the re-
cords of the Correctional Administration
Board or the National Board of Excise)
has subsequently been compared. It has
then been found that the criminal encum-
brance has been far more predominant in
the group involved in accidents (or similar
incidents) than in the comparative group.
On the basis of these results the conclu-
sion was drawn that it would be valuable
from a traffic safety point of view if
persons with criminal encumbrance could
be prevented from appearing in traffic as
motor vehicle drivers. The suggestion was
therefore made inter alia that the obliga-
tion of the courts to submit information
should be extended to include not only,
as heretofore, traffic offences, drunken-
ness and unlawful disposal of motor ve-
hicles, but also cover “assault and other
crimes which imply violence against some-
body. This type of crime discloses to a
greater extent than any other type of
criminality a rash state of mind on the
part of the offender” .. .... ““As regards
other criminal offences, the investigation
has found that it would suffice with a
stipulation to the effect that the driving
licence authorities shall be informed when
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the person sentenced has committed a
crime whereby he has shown such lack
of consideration towards others and such
other characteristics that there is reason
to question his fitness as a driver of a
vehicle requiring a driver’s licence”,
(ibid. p. 264).

At present the following crimes are taken
into consideration

3:1 murder

3:2 manslaughter

3:5 assault

3:6 grave assault

3:9 exposing others to danger

4:1 kidnapping

4:2 unlawful deprivation of liberty

4:3 putting someone in distress

4:4 unlawful coercion

4:5 unlawful threat

4:7 molestation

6:1 rape and sexual assault

6:2 carnal abuse by violence

8:3 robbery

8:6 aggravated robbery
13:1 arson
13:2 grave arson
13:3 devastation endangering the public
13:4 sabotage
13:5 gross sabotage
13:6 carelessness endangering the public
17:1 violence or theat against public ser-

vant

17:2 outrageous conduct towards public
17:4 violent resistance

The following are examples of crimes
which are not taken into consideration
8:1 theft
8:4 grand larceny
9:1 fraud
9:3 grave fraud
9:4 extortion
9:5 usury
9:6 receiving stolen goods
10:1 embezzlement
10:3 gross embezzlement
10:4 unlawful disposal
12:1 inflicting damage
12:3 inflicting gross damage
14:1 document forgery
14:3 grave document forgery
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The methods followed in the investiga-
tions and the proposal based thereon, as
regards which crimes ought to be taken
into consideration, are not entirely void
of objections.

In the first place it appears question-
able to select only crimes of violence and
exclude other crime categories without
examining more in detail whether this
method is reasonable, particularly in view
of the fact that certain results reported in
the investigations appear to indicate that
no great difference exists.

In the second place, the investigation
has been based on an incorrect trend of
connections, i.e. accident encumbrance
(and traffic offences) in relation to crim-
inality without any connection with traf-
fic, whilst on the other hand the predic-
tions so far as driving licence rulings are
concerned are drawn up from crimes of
violence to traffic behaviour.

The purpose of the following investiga-
tion is to attempt to illustrate, on the
basis of the above critical viewpoints, the
connection between various crimes under
the Penal Code and traffic offences.

Population and
selection

The investigation is based on information
submitted by the courts and prosecutors
to the crime register and relate to crimes
for which such sanctions are imposed as
are recorded in the general crime register.
The Crime Register Office sends a copy
of these details to the Central Bureau of
Statistics and the selection made and
samples referred to are based on this
material.

The material comprises so-called “‘se-
rious” crimes. As such the following are
included:

a) Crimes for which such sanctions have
been imposed as are recorded in the
general crime register (i.e. imprisonment,
suspended sentence, probation, youth im-
prisonment, internment, surrender for
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care in accordance with the Mental
Health Act, surrender for open psychiat-
ric care and, if imprisonment is stipulated
for the crime committed, surrender for
care according to the Temperance Act.);
b) Crimes for which the sentence imposed
implies surrender for care in accordance
with the Child Welfare Act in cases where
the local Child Welfare Board has sug-
gested that the minor shall be handed
over for social care and—in the opinion
of the court—sanctions should have been
imposed which should be recorded in the
crime register;

¢) Crimes which the prosecutor has decid-
ed not to prosecute and—in the opinion of
the prosecutor—sanctions should havebeen
imposed which should be recorded in the
crime register and when the decision to not
prosecute has been established in accord-
ance with the Act of the 20th March 1964
with special stipulations re juvenile of-
fenders. the Act of the 29th April 1960
re society’s care of youth and children
(the Child Welfare Act, § 69) or, in the
case of a person previously sentenced to
youth imprisonment, RB 20:7, p. 2 (Code
of Procedure).

Only 9 crimes of the same type have
been included in one and the same sen-
tence. The investigation comprises the
years 1965—1968. The number of persons
comprising the population is during 1965
—1967 25,270, 28,684 and 31,483, re-
spectively. The figures for 1968 are not
available at the time this report is pre-
pared. In these population figures the term
“person” relates to sentence; he who
during the year of report on several
occasions has been found guilty of crime
is counted as one person for each time he
has been convinced of crime by a pro-
nounced sentence or a decision of the
prosecutor not to prosecute.

For other details regarding the size and
composition of the population, we would
refer to “Statistiska meddelanden”, R
1967:29, R 1967:38 and R 1968:22. Cor-
responding publication of crimes com-
mitted during 1968 has not yet been is-
sued.
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Out of this population details were
obtained regarding Swedish citizens born
on the 20th of each month between 1901
and 1950. This selection thus came to
comprise 2,269 persons, who with refer-
ence to their age are divided up as fol-
lows:

born yr: no. ind.:
1901101 15 - Fme s o 0 s 69
19UI—="200 Lo sssta el irontie e adlv: 56225
19215305553 s Blessris i b 346
1931—40 . . & . . . adeber 1429
19A0E—501 ceiasi yoiinc: sorl bl srivn ates 71,200

Total ind. 2,269

The median age is 28 years, i.e. persons
born in 1941.

The individual connections arrived at
are reported with the aid of percentages.
In order to obtain an idea of the contri-
bution to traffic offences by the various
crime categories, a crime quota has been
worked out as follows:

number of traffic offences
committed by individuals of
a certain crime category

crime quota =
number of individuals in-
cluded in this crime category

It should be pointed out that the re-
ported connections do not constitute or
express some kind of causal relationship,
only coexistence.

Results

The connections arrived at are reported
in table 1. This table also shows the
number of Penal Code crimes committed
by the different categories, the frequency
of the various traffic offences and the
crime quotas. Penal Code crimes for
which fines and day-fines also may be
imposed have not been included, nor such
crimes as have been committed by only
a few individuals included in the samples
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(for instance murder, manslaughter, arson,
sabotage). How the table should be read
is shown by the following example:

In the case of each crime category, the
first that is indicated is the total relation-
ship for the entire period of time. The
assault category thus indicates that of 181
persons (who during the years 1965—1968
were sentenced for 270 crimes referred to
in 3:5 and/or 3:6) 54 or 309, have also
been sentenced for traffic offences during
the same period. The number of traffic of-
fences committed by these 54 individuals
was 184. Of these 184 traffic offences 5
or 2.79% relate to carelessness in traffic.

If the 184 traffic offences are put in
relation to the 181 individuals sentenced
for assault, this would give a crime quota
of 1.02, which consequently expresses the
number of traffic offences in relation to
the number of individuals, i.e. the average
number of traffic offences per individual.

In as much as the investigation to a
certain extent touches on the effect of
driving licence decisions which might lead
to an increased frequency of driving with-
out a licence, the above mentioned rela-
tionship has also been calculated after
omission of such persons as have been
guilty only of driving without a licence
or doing so under grave circumstances
(§ 3). In the assault category there then
remains 39 persons guilty of traffic of-
fences, which makes 22% of the total of
181.

The results presented in table 1 cover
the total co-existence during the period
in question, regardless of the sequence
between the various types of crime. In
cases where the traffic offences have pre-
ceded the Penal Code crimes, this has
contributed to the connection arrived at.
In order to find out to what extent this
connection might have a different effect
in case of different crime combinations,
this connection has, as regards assault
and fraud categories, been calculated in
such cases where the traffic offences fol-
low on Penal Code crimes (it has not been
possible entirely to eliminate certain in-
fluence of cases with the reverse time
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relation; when traffic offences and Penal
Code crimes are included in the same
sentence, the chronological order between
these crimes cannot be established on the
basis of the details collected; such details
only make it possible to determine the
chronological order between the different
convictions). These connections are re-
ported in table 2. Of 26 individuals, for
instance, who were found guilty of assault
in 1965, 10 of them or 38.5% were also
sentenced for offences against TBL (Traf-
fic Offence Act) in 1965 and/or 1966. The
two-year period was chosen because of
the fact that it covers the period which
has to elapse after deprivation of the
driver’s licence in these cases, before a
new licence may be issued.

A further analysis of our material makes
it necessary to look into the age-distribu-
tion of the sample in relation to different
categories of crime. Among persons born
1901—1950 in our total sample, 50% of
the persons convicted were born 1942—
1950. Therefore, in the following a bi-
section of the group will be made of
“younger” (born 1942 or later) and
“older” (born 1941 or earlier). Table 3
shows the distribution of traffic offences
among these two age groups, as a supple-
ment to table 1.

In order further to analyze the possible
cumulative effect of crimes listed in the
Penal Code (CPC) on proneness to repeat
offences against the Road Traffic Of-
fences Act (RTOA), subjects belonging to
each offence category were subdivided
into groups according to the number of
sentences imposed from 1965 to 1968,
inclusive. In table 4—6 this subdivision
is put in relation to the number of traffic
offences committed during the same
period.

Discussion and
conclusions

Certain characteristics in the material pre-
sented should be taken into consideration
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in interpreting the connections or relations
arrived at.

a) Due to the fact that only “grave”
crimes have been subject to investigation,
persons referred to in the samples might
have committed crimes which have not
been included. This is the case to the
extent that they during the period in-
volved, apart from being sentenced for
“grave” crimes, also have been sentenced
to fines or day-fines for traffic offences.
The figures arrived at might thereby be
presumed to be lower than the actual
number.

b) For technical reasons in connection
with the analysis, crimes of a less grave
nature have in certain cases been ex-
cluded, as they have been deemed to
have little or no effect on sanctions in
comparison with other crimes. This cir-
cumstance might also be presumed to
lead to an underestimation of the actual
connections.

¢) In as much as the sanctions vary in the
case of different categories of crime, the
exposure factor also varies. Due to the
scale of penalties, for instance, and the
frequency of conditional sentences, the
actual possibility of committing traffic
offences will vary between different types
of crime. The difference in connections
might consequently more or less be the
result of differences in sanctions. (As an
example may be mentioned that the num-
ber of conditional sentences or (alter-
natively) probation in the case of persons
where assault (3:5) was the dominating
crime was 227 out of 856 in 1965, where-
as in the case of fraud (9:1) the corre-
sponding figure was 742 out of 1020. In
both cases the maximum and minimum
sanctions are alike—2 years and one
month, respectively).

d) The fact that certain crimes are taken
into consideration might be presumed to
affect the connection, as the purpose of
taking such consideration is simply to try
to prevent individuals guilty of crimes of
violence to act as motor vehicle drivers.
This ought consequently to lead to fewer
traffic offences on the part of this cate-
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gory than others. But if the inclination to
drive without a driver’s licence is equal
within the different categories, the num-
ber of cases of driving without a permit
or doing so under grave circumstances
ought to show an increased in relation to
other traffic offences. No such apparent
difference between crimes taken into con-
sideration and those not taken into con-
sideration exists, however, according to
the material submitted.

e) The connections reported refer to traf-
fic offences according to the Traffic Of-
fence Act, not breach of the Road Traffic
Ordinance or traffic accidents.

The results obtained show that there
does not appear to be any decided differ-
ence between the investigated crimes
taken into consideration and those not
taken into consideration so far as the
connection with traffic offences is con-
cerned. Of the largest category of the
former type of crime, assault, the co-
existence is 30%, and for the largest
category of crimes not taken into con-
sideration, i.e. theft and fraud, the figure
is 30% and 25%, respectively. If persons
guilty only of driving without a licence
are excluded from the traffic offence
group, the corresponding figures will be
22, 19 and 16%. The number of traffic
offences per individual is somewhat
higher in the case of assault (1.02) than
in the case of the other two categories.
In the total number of traffic offences,
the percentage of those driving without a
licence and the quota for such driving is
least in the case of assault, which appears
remarkable in view of the fact that this
latter crime is taken into consideration
and consequently ought to increase the
percentage.

The highest figure in the material, 76%,
has been obtained for the category theft
and grand larceny in the case of cars
and/or motor-cycles. The high figure here
depends to a very large extent on the
high percentage of those driving without
a licence. These constitute 80.3% of all
traffic offences within this category of
crime.
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Crimes such as robbery, aggravated
robbery, and rape, sexual assault, etc.
which at present are taken into considera-
tion, show a very small connection with
traffic offences. Of 19 individuals in the
robbery and aggravated robbery category
only 1 has also been sentenced for traffic
offences. The corresponding figures for
rape, sexual assault and other crimes
against morals are 32 and 2. Particularly
in the case of these categories, however,
the connection must be put in relation to
the number of persons involved. As a gen-
eral rule is may be said that the reliability
of the values arrived at decreases in rela-
tion to the decreased number of individu-
als in the category concerned.

A possible explanation of the connec-
tions between crimes which are not taken
into consideration and traffic offences is
that this connection to a large extent can
be caused by individuals who also have
been sentenced for other crimes taken into
consideration. To probe into this poss-
ibility individuals sentenced for assault
and/or fraud have been subdivided into
the following categories: a) individuals
sentenced for assault but not for fraud;
b) individuals sentenced for fraud but not
for assault; c) individuals sentenced for
assault and fraud. In table 7 these cate-
gories are put in relation to offences
against the Road Traffic Act. The table
shows that the connections remain. Of 373
individuals sentenced for fraud (table 1)
20 or 59, have also been sentenced for
assault. For the remaining 353 individuals
in the fraud category the portion with
RTO:s are 88 or 259, and for the remain-
ing 161 individuals in the assault category
45 or 289,

A corresponding subdivision of the em-
bezzlement category shows the same trend.
Of 79 individuals with embezzlement only
3 are also sentenced for assault.

As regards the figures in table 2 it
may be said that the main impression
from table 1 remains. Thus there is no
essential difference between assault and
fraud as regards co-existence of traffic
offences. The variation recorded between
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the ditterent years mn each category may
be presumed to depend on the reduced
number of individuals.

When persons guilty of driving without
a licence or doing so under grave cir-
cumstances are excluded, the co-existence
shows a considerable decrease in the case
of all categories. This situation should be
taken into consideration when estimating
the effect of driving licence withdrawal.
The effect that such consideration might
have with reference to traffic safety is
rather related to this lower co-existence
figure than to such as also include indi-
viduals guilty only of driving without a
licence.

An analysis of table 2 shows in every
category small differences between the
“older” and ‘“‘younger” criminals. The
“younger” have a somewhat higher con-
nection with traffic offences and some-
what higher crime quotas. Naturally table
3 should be interpreted with a certain
restriction, due to the fact that the num-
ber of individuals in the various cate-
gories is comparatively small and varies
for the different categories.

The interpretation of the results shown
in table 4—6 must naturally be made
with consideration taken to the number
of persons appearing in the grand totals.
However, the trends emerging when com-
paring the different crime categories are
rather clear. A general trend is that when
the number of CPS:s increases, the num-
ger of RTO:s also tends to increase. Com-
pared to the assault category, there is
probably a more obvious cumulative ef-
fect on the RTO:s in the categories of
fraud and theft. Comparing “older” and
“younger” groups in each category with
regard to curaulative effects, there is a
slight tendency towards steeper gradients
in the younger groups. This is most easily
seen in the fraud and theft categories.
The difference between fraud and theft,
on the one hand, and assault on the other,
may to a certain extent depend on the fact
that assault is recorded in the driving li-
cence register. Another possible explana-
tion of the difference might be that the
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same factors are relevant here as those
commented above in connection with the
discussion about certain characteristics in
the material of significance in interpreting
the results arrived at (paragraph c).

An appropriation for carrying out this
investigation has been granted by the
National Council on Road Safety Re-
search, Dnr 203/68.

For kind assistance in connection with
collection of material we wish to express
our warm thanks to the Central Bureau
of Statistics, R-dept., particularly Dr. San-
de and Miss Ann-Marie Soderstrom, who
have both been most obliging.

Mr. Cosmo of the Ministry of Justice
has gone through the material before
transcription and has given us many valu-
able viewpoints. For invaluable help in
translating the manuscript we are in debt
to Mrs Sigrid Berg.




Tab.1 No. of individuals with crimes against the penal code (No. of crimes within paran-
thesis), correlation with RTO:s, distribution of RTO:s, 9% and crimequotients!)

Crime category ~ No. of ind. Portion with ~ No. Distribution of RTO:s
1965-1968  RTO:s % e
No. %  Quotient P.2

181 54 30 No. 114 37 21
(270) % ! ; 620 201 114
Quotient 0.63 020 0.12

—§3 181 No. 63 37 21
Quotient 0.35 020 0.12

Violence or threat 81 No. 51 18 10

to public servant 97 % A 53.0 190 10.0
Quotient 0.63 022 '0.12

—§3 81 No. 32 18 10
Quotient 040 022 0.12

Theft, grand theft 38 No. 94 10 5

(unauthorized takings (76) % ] A 80.3 85 43

and theft of motorcars) Quotient 247

—§3 38 No. 43 10 5
Quotient 1.13

Embezzlement, 79 No. 24 11

gross embezzlement  (176) % 48.0
Quotient 0.30

—§3 79 No. 18
Quotient 0.23

Theft, grand theft 951 No. 604
(burglary) (3917) % 1 X 634
Quotient 0.64
—§3 951 No. 334
Quotient 0.35

Fraud, gross fraud 373 No. 218
(1560) % ? | 64.7

Quotient 0.58

—8§3 373 No. 141
Quotient 0.38

Sec. 4, Sec. 4,
{2 § P2

1) Distribution of RTO:s. Sec. 1, P. 1: reckless or dangerous driving; Sec. 1, P. 2: “serious” reckless
or dangerous driving; Sec. 3: driving while disqualified; Sec. 4, P. 1: driving under the influence of
drink or drugs (>1.5 per mille); Sec. 4, P. 2: driving under the influence of drink or drugs (0.5—1.5
per mille); Sec. 5: “hit- and run-driving”.
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Predictions from crimes against the penal code to offences against the RTOA.
Prediction periods are two years (1965—65, 66; 1966—66, 67; 1967—67, 68)

Crime
category with
RTO:s

No. %

subj.
1965

No. of Portion No.of Portion No.of Portion

subj.  with with
1966 RTO:s

No. %

subj.
1967
No. 9% P.1

RTO:s g 1, sec. 1, Sec. 3

Distribution of RTO:s

Sec. 4, Sec. 4, Sec. 5 >
P -P2

P.2

10 38
9435

Assault
A
Assault
==
Assault
g

26
26

2
2

32
31
49
23
33
30

18
17
36
10
15
12

Fraud
=03
Fraud
ST
Fraud
=83

woosssd|lwel

68
53
91
i
65
48

46
25
62
40
39
22

[FOREVCIES IR BT IR N - - RV R R
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A bisection in “younger” and “older” of the material presented in table 1

Crime category

1965-1968

No. of
subj.

No.
Quotient

Portion
with
RTO:s

No. % P. 1

Distribution of RTO:s

Sec. 1, Sec. 1, Sec. 3 Sec. 4, Sec. 4, Sec. 5 >
P.l B2

Assault “older”

“yomlger"

1
0.01
4
0.04

No.
Quotient
No.
Quotient

75 23 31

106 31 29

2

72
0.96
112
1.06

11
0.15
10
0.09

1
0.01
4
0.04

37 22
049 029
J=1s
0.73 0.14

Violence or treat “older”
to public servant

“younger”

3
0.12
8
0.15

No.
Quotient
No.
Quotient

26 23

55 49

2 24
0.08
8

0.15

1
0.04
4

9 S
0.36 0.19
42 12
0.76 0.22

13

Theft, grand theft “older”
(unauthorized

takings and theft “younger”
of motor cars)

(86) 1
0.14
5

0.16

No.
Quotient
No.
Quotient

74

1 23
0.14
4

0.13

18 .2
2.57 028
76 8
245 0.26

94

Theft, grand theft “older”

(burglary)
“younger”

27 10
0.03
52

0.08

No.
Quotient
No.
Quotient

31

26
0.08
X2
0.08

159 83
0.50 0.26
442 85
0.70 0.13

Embezzlement, “older”
gross

embezzlement  “younger”

117/ 4
0.06
2

0.13

No.
Quotient
No.
Quotient

(€2))

14 10
022 0.16
j [0 S|
0.67 0.07

3
0.05

Fraud, gross “older”
fraud

‘“younger”

27 No.
Quotient
No.

Quotient

11
0.05
13
0.09

24

15
0.06
9
0.07

122 44
0.52 0.19
9% 14
0.69 0.1
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Tab.4  Assault in relation to offences against the Road Traffic Act

a. all together b. older

No. of No. of
as- No. of subj. with RTO:s as-  No. of subj. with RTO:s
sasults 0 1-2 34 5-6 7- sasults 0 1-2 34 56 7-

1 96 5154133 =37 1 44 12

3 3
2 17 27 10 2 Sl 2
5

3- 14 e 21 B 3- 3. 1l
Daeal2] 7 181 54 52 113

1
1
2

3

d. all together disregarding ‘“driving without c. younger
licence”

No. of Portion No. of
as- No.of subj. with RTO:s with as-  No. of subj. with RTO:s
sasults 0 1-2 34 56 7- RTO:s sasults 0 1-2 34 5-6 7-
No. %

1. 107 26 20 52
2 20 7 26 12
3- 15 64129 11
2 142 3922 75

Tab.5  Fraud and gross fraud in relation to offences against the Road Traffic Act

a. all together b. older

Portion

Fraud No. of subj. with RTO:s Fraud No. of subj. with RTO:s with
0 12 34 56 7- 0 1-2 34 56 7- RTO:s

No. % No. %

352 - 1628025 3. 1T ' 205 43, 21 1-2 89 19 28 24
36 45 7 2 62 .19 27 36 31 6 13 30
7- 69 19 3, 46,106 537 7- 50 13 23 32
AR 276. 51 10 18 373, .97 26 2 170 38 64 27

d. all together disregarding “driving without c. younger
licence”

Portion Portion

Fraud No.of subj. with RTO:s with Fraud No. of subj. with RTO:s with
0 12 34 56 7- RTO:s 0 12 34 56 17- RTO:s

No. % No. %

=220 I8 H 5T 97 £205E133°.16 122 73 155,17
36 46 6 7 ] = 6216726 14 4 22
7- 8% 8 5 5 106 20 19 7- 19 14 42
2 304 15; 1587373169 +18 2 33 24
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Theft and grand theft in relation to offences against the Road Traffic Act

a. all together b. older

Portion

Theft No. of subj. with RTO:s Theft No. of subj. with RTO:s with
0 1-2 34 56 7- 0 1-2 34 56 17- RTO:s

No. % No. %

412 75 22 534 23 1-2 156 28 438 24
150 39 22 225575033 36 50 14 23. .32
7- 105 40 24 15 8 192 87 45 7- 2807 14 33
S 667 154 68 28 34 951 284 30 > 234 49 85 27

d. all together disregarding ““driving without c. younger
licence”

Portion Portion

Theft No. of subj. with RTO:s with Theft No. of subj. with RTO:s with
0 12 34 56 17- RTO:s 0 12 34 56 7- RTO:s

No. % No. %

446 49 20 6 13 534 88 16 1-2 256 47 14 3 10 330 74 22
174 (28 7407455 0 15 11225 :8105,23 3:6/* 100" 251" 17 "3 7E TS NISY " 34
7- 143 17 16 10 6 192 49 26 7- 77433520 1130 (7080 7531 49
2 763 9% 53 21 24 951 188 20 2 433 105 51 19 24 632 199 31

7  Assault and/or fraud in relation to offences against the Road Traffic Act

Portion with RTO:s
No. %

Assault but not fraud 161 45 28
Fraud but not assault 353 88 25
Assault and fraud 20 9 45

Crime category No. of subj.




Summary in Swedish

Minniskan kor i allménhet som hon lever.
Den slutsatsen kom 1953 ars trafiksiker-
hetsutredning till i sitt betinkande Trafik-
sikerhet II (Stockholm 1957). Det har
sedan i allmidnhet uppfattats som ett axi-
om i trafiksikerhetsdebatten. Professor
Ingmar Dureman och tva av hans medar-
betare vid Uppsala universitets psykolo-
giska institution, forskningsassistenterna
Tomas Berggren och Orvar Olson har ta-
git upp de undersokningar som legat till
grund for uttalandet till fornyad gransk-
ning.

Till grund for den s.k. Mossbergska ut-
redningens uttalande lag ett antal refere-
rade eller verkstillda undersokningar.
Dessa har som regel tillgatt sa, att man
valt ut en viss kategori forare och sedan
ur denna kategori tagit fram en grupp ex-
tremt olycksbelastade (eller trafikforseel-
sebelastade) och en grupp olycksfria
(resp. fria fran trafikforseelser). Dessa ba-
da gruppers forekomst i olika register
(t.ex. fangvardsstyrelsens, kontrollstyrel-
sens) har sedan jamforts. Brottsbelastning-
en har dédrvid visat sig vara langt mer
markant i den olycksbelastade (eller mot-
svarande) gruppen an i jamforelsegrup-
pen.

Utifran dessa resultat drog man slut-
satsen, att det ur trafiksidkerhetssynpunkt
skulle vara virdefullt om individer med
brottslig belastning kunde forhindras att
upptrada som motorfordonsforare. Man
foreslog darfor bl.a. att domstolarna skul-
le underritta korkortsmyndigheterna om
brott, som innefattar vald mot person el-
ler annan straffbelagd gidrning varigenom
adagalagts sadan brist pa hidnsyn till and-
ra eller sadana egenskaper i Gvrigt att en-
ligt trafiksidkerhetsutredningen anledning
finns att ifragasdtta forarens lamplighet
som forare av korkortspliktigt fordon.
Detta forslag har lett till att f.n. beaktas
i korkortshdnseende t.ex. misshandel och
ran men i princip inte stold och bedrageri.

Ar Mossbergs slutsatser veten-
skapligt grundade?

Det tillvigagangssdtt som f.n. tillimpas
i praxis dr enligt Dureman inte invdnd-
ningsfritt. For det forsta framstar det som
tvivelaktigt att endast vilja ut valdsbrot-
ten och utesluta Ovriga brottskategorier
utan att nirmare prova det rimliga i detta
forfaringssitt, speciellt med tanke pa att
vissa av de redovisade undersokningarna
tycks peka pa att ingen storre skillnad f6-
religger.

For det andra har man utgatt fran fel
sambandsriktning, dvs. olycksbelastning
(och trafikforseelser) i forhallande till
brottslighet utan trafikanknytning, medan
ddremot prediktionen nir det giller kor-
kortsbesluten sker fran brott till trafikbe-
teende. Man har hir gjort sig skyldig till
ett elementért statistiskt felslut.

Vad visar den nu genomforda

undersokningen?

Till grund for Duremans undersokning
ligger de uppgifter som domstolar och
aklagare oOversdnder till kriminalregistret
och avser brott vilka foranleder en pa-
foljd, som antecknas i det allmdnna kri-
minalregistret. Urvalet kom att omfatta
2 269 individer.

Det erhéllna resultatet visar att ndgon
avgorande skillnad mellan de undersokta
fn. av korkortsmyndigheten beaktade
resp. icke beaktade brotten betriffande
sambandet med trafikbrott inte tycks fore-
ligga. Nuvarande praxis vid korkortsater-
kallelse synes saledes felaktig. For den
storsta kategorin av beaktade brott, miss-
handel, ar samforekomsten 28 procent,
for de storsta kategorierna av icke beak-
tade brott, dvs. stold och bedriageri 30
procent resp. 25 procent. Om individer
med enbart olovlig korning pa trafik-
brottssidan tas bort blir motsvarande siff-
ror 19, 19 och 16 procent. Antalet trafik-
brott per individ dr nagot hogre for stold
(1,0) dn for de bada ovriga kategorierna.
Den olovliga korningens andel av samtliga
trafikbrott samt brottskvoten for olovlig

SOU 1971:81




korning ar ldgst vid misshandel, vilket
forefaller anmirkningsvirt med tanke pa
att beaktandet borde hoja dessa tal.

Det hogsta sambandet i materialet, 76
procent, har erhallits for kategorin stold
och grov stold av bil och/eller mc. Det
hoga sambandet beror till mycket stor
del pa den hoga andelen olovlig korning,
som utgor 80,3 procent av samtliga trafik-
brott inom denna brottskategori.
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Summary by Gunnar Johansson of the discussions
regarding The connection between penal code cri-
mes and traffic offences

There is no scientific proof for the
opinion that a driver who has committed
acts of violence is more dangerous in
traffic than other drivers. Thus from a
scientific point of view we do not know
enough to make an actual recommenda-
tion. When we stand in the position to
say “yes” or ‘“no” to some rather severe
regulation, i.e. disqualification of a driver’s
licence, our standpoint is to say “no”. We
will not introduce or recommend such an
action as to take away the licence for one
group and not for the other. Therefore,
even if some of the data we have dis-
cussed here and which Professor Dureman
has brought us is not sufficiently con-
firmed, we think his main viewpoint is

well-grounded. In the Swedish law there
is a regulation that the driving licence
shall be revoked in all cases where a man
is sentenced for specific types of crimes,
for example crimes of violence, murder,
etc. Our conclusion so far is that there is
no reason for upholding this regulation,
because so many of these people are not
dangerous, perhaps most of them. We
cannot, in other words, revoke the driver’s
licence for the entire group just because
we have a few who are more dangerous
than others. From a practical point of
view we also know that it is not of any
great importance whether we deprive these
people of their driving licence because
they drive without any licence anyway.

SOU 1971:81




Diagnostic measures
for driver selection

B. M. Biehl
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Diagnostic methods

There are various ways of increasing road
safety by taking the human factor into
account and thereby reducing the num-
ber of accidents. One way e.g. is a greater
consideration of human factors in a traffic
environment. Appropriate education and
propaganda would be another way.
Assuming that the constant characteristics
of a driver have an effect on the number
of accidents or traffic offences he is likely
to commit, then another way is possible,
namely the selection of drivers by means
of diagnostic measures. The basic prob-
lem of this type of driver selection has
frequently been under discussion at an
international level, most recently at the
WHO symposium in Rome ‘“‘Human
factors in road accidents”. There are
two basic possibilities: The selection of
particulary good drivers (positive selec-
tion) or particulary bad drivers (negative
selection). The former method of selection
is more appropriate for commercial pur-
poses, where there may be more appli-
cants than vacant positions. The latter
method however is the only possible one
for use as a preventive and legal measure.
Thereby unfit persons could be excluded
from participation in traffic.

The selection of potential drivers on a
basis of legal measures presupposes the
answers to the following question: What
is gained by preventing certain people
from driving?

Basically everyone has the right to drive
a car. But in most countries there are
certain conditions to be fulfilled before
permission to drive motor vehicles can be
given. Most often a driving licence is
granted when the candidate passes a test
of ability and knowledge only. He has to
acquire control of the vehicle and know
the most important traffic regulations.
In most countries the driver may obtain
a licence when these conditions are ful-
filled; sometimes medical tests are includ-
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ed. Other countries however hold the
point of view that there are drivers who
— because of certain personality charac-
teristics — endanger both themselves and
other road users. They require therefore
that where there is no doubt of the pres-
ence of such characteristics the person
concerned should not be allowed to ac-
quire a driving licence.

Driver selection presupposes two fac-
tors:

— The definition of a criterion for potenti-
ally dangerous behaviour on the part
of the driver.

— The knowledge of the personal charac-
teristics with which this criterion is
associated.

Let us now consider the criterion which
provides us on the one hand with a
meaningful measure of selection and on
the other hand is associated with certain
characteristics of the driver.

The essential criteria with which driver
selection could be concerned are as fol-
lows:

1. the number of accidents

2. the number of traffic offences

3. certain features of driver behaviour
(e.g. appropriate and inappropriate be-
haviour, near-accidents)

4. passing a driving test.

All four criteria could be used as a
basis for selection. The corresponding
ground for elimination of a driver would
be:

1. because he would have more accidents
than the average driver;

2. because he would commit more traffic
offences than the average driver;

3. because his behaviour would be less
appropriate and he would have more
near-accidents than the average driver;

. because he would not pass a driving
test.

Selection before these events can occur
is only possible, however, when diagnos-
tic methods are available by means of
which it can be predicted, to a defined
level of probability, whether a particular
person would fulfil one of the criteria.
Only then do such methods of testing
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have sufficient validity. This together
with other factors such as objectivity and
reliability is the most important premise
of a good test.

To establish a high validity it is neces-
sary to have both a good test and a good
criterion. (This is one point which is
frequently overlooked in driver selection).

Let us therefore examine the suggested
criteria to see whether and to what extent
they are appropriate for the establish-
ment of test validity.

Accident rate

In the early days of traffic psychology.
this appeared at first glance to be by far
the most appropriate criterion. It seemed
likely that some people, because of cer-
tain personality characteristics, would
cause more accidents than others. But
all attempts at a validation of this theory
have shown disappointing results as indi-
cated in the work of GOLDSTEIN (1962)
and SCHUBERT (1965). The validity
coefficients insofar as they are significant
at all, tend to occur at a level which is
insufficient for diagnostic use. MITTEN-
ECKER et al. (1962) showed why the
accident is not appropriate as a criterion
for evaluation of driver behaviour and
thereby for the evaluation of diagnostic
measures. This is mainly due to the low
reliability of the accident rate as a cri-
terion. People, e.g., who have a certain
number of accidents in a certain interval
of time do not necessarily have the same
number of accidents in the same interval
of time again. The accident rate is there-
fore not a constant characteristic, at least
not over a short interval of time. Good
evidence for this is provided by a study
made by the U.S. BUREAU OF PUBLIC
ROADS in which the accident rate of
29,531 drivers over two three-year inter-
vals was compared. The result was a
correlation of 0.11. If all drivers who had
at least one accident in the first three-year
interval had been eliminated the number
of accidents would have been reduced
by 2.1 per cent. If the people who had
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had two or more accidents had also been
eliminated there would still have been only
a decrease of accidents by four per cent
(quoted from KLEBELSBERG, 1967). Ia
a more recent study in which the accident
rate of 7,841 Californian drivers were cor-
related over the same time intervals (two
three-year periods), the correlation coef-
ficient was 0.197 (BURG, 1968). The
reason for the low reliability of an ac-
cident as a criterion can be seen in its
complex origins which are to a large ex-
tent not influenced by any action of the
driver.

Traffic offences

In contrast the rate of traffic offences
suggests a more useful criterion. Traffic
offences occur more frequently than acci-
dents and they are less object to outside
influences as had been shown in several
experiments. There is also a relation-
ship between accidents and traffic offen-
ces. (SCHUSTER & GUILFORD, 1961;
BURG, 1968). Many accidents are pre-
ceded by an offence against the traffic
regulations which in itself is not influenced
by outside factors. Whether or not an
offence leads to an accident is, however,
dependent on many factors unconnected
with the driver. A further advantage of
this criterion is that, as is the case with
accident rate, it is relatively easily to
isolate.

Driver behaviour characteristics

An important feature of driver behaviour
for selection is the rate of near accidents
or critical incidents. Although this cri-
terion has essential advantages over the
accident rate it is not frequently used in
validation studies. This is because of the
difficultly of collecting the data, since it
is not easy to observe large samples of
drivers over a long period of time in
order to isolate their near-accidents.
Systematic observations of near-accidents
is only possible with the help of technical
aids.
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Apart from the characteristics of near-
accidents which occur relatively infre-
quently, the question of characteristics of
normal driving behaviour also arises.
Systematic observation is required by
means of which groups of characteristics,
e.g. risky—hesistant, appropriate—inap-
propriate behaviour can be identifed. In
this field two aspects must be differentia-
ted: the safety and the “fluency” of driv-
ing.

These characteristics, on which diagnos-
tic methods can also be validated, yield
the most useful criteria. The correlation
coefficients obtained from an analysis
of these characteristics are markedly
higher than those mentioned so far. But
the correlation between driver behaviour
characteristics and accidents are low,
which is again evidence against the use-
fulness of the accident rate as a criterion.

In experiments in the Institute for
Traffic Psychology in Vienna 300 drivers
were observed by two observers in stand-
ardized conditions. 50 behaviour charac-
teristics were noted. A factor analysis pro-
duced 6 relevant driver behaviour factors:

. careful vs. careless driving,

. driving speed,

. well balanced driving (rough and jerky
vs. smooth),

. patient and tolerant attitude,

. driving temper,

. determined driving (active and reso-
lute).

A test with the same drivers showed a
relationship between the test results and
the behaviour factors. (KLEBELSBERG,
1963; KALLINA, 1963; KLEBELSBERG
et al., 1968).

The various attempts at developing
behaviour characteristics as criteria are
well summarized in the state of the art
review of the OECD research group on
driver behaviour (STEPHENS, 1969).
They show that the general traffic adapt-
ability of the driver is important also for
the origin of traffic offences, near-acci-
dents and accidents.

To sum up, it must be said that in spite
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of many good beginnings the criterion
problem has not yet been solved. This
is also stated clearly by HAKKINEN in
the report of the WH O mentioned be-
fore when he says, ‘“the absence of a
reliable criterion continues to be the most
difficult problem in the development of
selection methods. This applies, of course,
to all types of driver selection methods,
including the physiological and medical
ones, and not only to the psychological
ones.” (WHO, 1967).

Are there any diagnostic methods, by
means of which the previously mentioned
criteria can be predicted with a sufficient
degree of confidence? There are hardly
any characteristics of drivers which have
not been examined with this end in view.
The first abilities to be examined were
those which had the greatest face value
for driving, e.g. reaction speed. Later
other psychomotor capacities were exam-
ined and only then did the question of
the significance of intellectual and person-
ality factors for driver behaviour arise.
All these experiments have been summari-
zed in tabular form by GOLDSTEIN
(1961) and SCHUBERT (1961). The re-
sults, mostly expressed as correlations
between test results and criteria, are not
sufficient for a basis of selection. Never-
theless I will digress for a short time on
the subject of the significance of single
characteristics of the driver for his driving
behaviour.

They can be divided into the following

areas:
1. medical conditions
2. psychomotor features
3. intelligence
4. personality characteristics
S. attitudes.
Research in these areas has shown the
following results:

Medical conditions

The question of how far medical condi-
tions can be said to be suitable predictors
of driver behaviour is surprisingly seldom
raised—at least in Europe. Medical exa-

SOU 1971:81




minations are obligatory in many count-
ries and usually the necessary conditions
are exactly defined. Whether they are just-
ified is seldom questioned, in view of the
high face validity of these conditions, e.g.
eye sight and epilepsy. In a document of
the ECE in which this question was dis-
cussed by experts the following statement
can be found: “Because of recent studies,
a rather liberal view is now taken of the
influence of medical conditions on road
safety, both of the effect of chronic
medical conditions in the causation of
traffic accidents and the effect of medical
conditions which may cause a sudden loss
of consciousness while driving. Evidence
that physical conditions are responsible
for a small proportion of road traffic
accidents, possibly of the order of one
percent to one per thousand, has been
obtained from Sweden (HERNER et
al. 1966) and the United Kingdom
(GRATTAN & JEFFCOATE, 1968).”
(ECE, 1969).

Few experiments have been so closely
concerned with the application of medical
conditions for diagnostic purposes of
driver selection as that of BURG (1968),
who considered different variables of eye
sight in a large sample of Californian
drivers and the same time their accident
and traffic offence rate. He found a use-
ful association with driving only in the
case of dynamic visual acuity which, how-
ever, is not tested elsewhere because there
is no inexpensive and easily transportable
apparatus for this test. On the other hand
exact norms for the sense organs and
other functions of the organisms have
been found, although it had been demon-
strated long ago that they have no prog-
nostic value for accidents. For example,
in some countries colour blind persons
may not obtain a driving licence or only
one with limited use, although so far no
association between colour blindness and
a driving criterion has been proved.

Psychomotor features
Among the psychological diagnostic me-
thods relevant to driver selection the
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psychomotor tests are of most interest;
variables of reaction behaviour were the
first to be used because of their apparent
predictive capability for accidents. Reac-
tion time, co-ordination, motor speed etc.
were measured with complicated appara-
tus and set against the above mentioned
criteria. The results are scanty. Significant
relationship with driver behaviour were
seldom demonstrated and in themselves
are not sufficient for driver selection. But
in this respect a basic problem for dis-
cussion arises: On the one hand it is
obvious that extreme reaction times must
have an effect on driver behaviour and
the causes of accidents. It is equally clear
that blind or debilitated people cannot
drive cars. On the other hand a statisti-
cally significant relationship with driver
behaviour can be demonstrated neither
with reaction time, nor visual acuity, nor
with intelligence. The explanation is as
follows: There is no linear relationship
between the named variables and the
criteria but certain minimum conditions
have to be fulfilled. That is, if the min-
imum standards of reaction speed, visual
acuity and intelligence are reached, it is
not important by how much they are ex-
ceeded. HAKKINEN states the problem
as follows: “There are numerous traits
where the minimum level is necessary,
but where once this level has been ex-
ceeded, the relationship breaks down.”
(HAKKINEN, 1967). This holds true for
many psychomotor characteristics. It also
explains why there are no linear relation-
ships. Moreover low psychomotor capa-
bilities can be compensated for to a cer-
tain degree, for example, by increased
attention. The isolated consideration of
such variables is of little value in most
cases. HOYOS (1965) therefore asks to
“study the psychomotor capabilities and
their relationship with superior variables”.

Further criticism as concerns this kind
of studies is that they are often not
orientated to driving as such. The tests
should be based on a careful task anal-
ysis. So far researchers have tended to
use the trial and error method in which—
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without any hypotheses—all kinds of vari-
ables were correlated with the criteria of
driving behaviour. A task analysis has to
be made in a very comprehensive manner.
It should not split up a complex activity
into individual elements. This would mean
that the same mistake is made as before,
when the methods with high face validity
were chosen. The development of tasks
analysis tests is one of the features of
work of the already mentioned OECD
research group (SPOERLI, 1969).

Intelligence

Intelligence was also studied as a pre-
dictor of driving behaviour. No linear
relation has been found. Only the some-
what problematic criterion ‘passing of
driving test’ showed a clearer relationship.
There were no significant relations be-
tween the individual components of in-
telligence and driving behaviour. In di-
agnostic procedures intelligence is only
tested to find the minimum limit.

Personality factors

Although some personality factors have
been shown to be more relevant to driv-
ing behaviour than others, no overall re-
lationship has been found so far between
personality and driving behaviour. There
are a great number of investigations deal-
ing with this subject, in which a wide
range of methods—from simple question-
naires to complicated projective tests—
were applied. The results are differing
greatly and cannot be discussed in detail.
There is the additional difficulty that the
results of such studies are very much de-
pendent upon the cultural structure of the
country in which the study is made. For
example, very positive results were ob-
tained by SHAW (1965) in a test similar
to the TAT which was used with South
African bus drivers. However this test
could not be used with European drivers
without some modifications. The same
holds true for the frequently used person-
ality questionnaires in the USA which
meet with difficulties in Europe. Even
those results which were positive in one
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country have to be verified in another
before using them for driver selection
purposes.

In the investigation made by the Insti-
tute for Traffic Psychology in Vienna
various personality factors from the 16-PF
test by CATTELL showed high correla-
tion with the factors of driving behaviour,
especially the following factors: care-
fulness (M) that is practical, conven-
tional, regulated by external realities;
untroubled adequacy (O) that is
placid, confident, secure; high self-
concept control (Qz) that is con-
trolled, socially aware, and low ergic
tension (Q,) that is relaxed and un-
frustrated.

To sum up one has to agree with
HOYOS (1965): “It can be said that the
knowledge concerning the relationship be-
tween driving behaviour and personality
of the driver is limited and does not per-
mit a very reliable prediction of his fu-
ture behaviour in traffic”.

Attithdes

A number of attitudes have also been
studied with regard to their relationship
with driving behaviour. There are two
methodological problems:

1. Driver selection should be done before
entry to a driving school. But attitudes
towards driving, which might be useful
for selection purposes, are likely to be
developed after the subject has had
some driving experience.

. Attitude scales can be misleading. A
subject taking part in a test the results
of which will decide whether he will
get a driving licence or not will be
strongly motivated in a certain direc-
tion. He will therefore answer the
questions in what he considers to be
the appropriate way.

In most investigations the results of
attitude tests with extreme groups are
compared, for example, drivers with and
without accidents, with greater or less
driving experience, with and without li-
cence revocation are compared. But the
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very significant differences obtained in
such comparisons are not sufficient to
qualify these methods for driver selection.
The area in which the two sets of results
overlap is frequently so extensive that no
exact classification can be made.

Apart from the diagnostic methods
mentioned so far dealing with psycho-
motor capabilities, intelligence, personality
and attitudes, additional studies were
made to find the relation between human
factors and driver behaviour.

In a number of studies biographical
data were used as predictors. There are,
e.g. significant relationships between traf-
fic offences and other offences (Willet,
1967; BARMACK & PAYNE, 1961) or
between family background and traffic
behaviour (HOYOS, 1964). Moreover age
and driving record data were used as
predictors for future traffic behaviour
(BURG, 1968). But all these data do not
have sufficient validity for use in driver
selection.

Diagnostic methods which can be used
for negative driver selection for a whole
population are not feasible since neither
one single variable nor a whole test bat-
tery provides a reliable, linear predictor
of driving behaviour. In addition the re-
sults would be unlikely to justify the ex-
penses involved. This holds true not only
for psychological but also for medical
characteristics.

The situation is different for a selection
restricted to extreme groups. In the case
of obvious medical or psychic deficiencies
these can be ‘verified” with the aid of
diagnostic measures. The question of cer-
tain minimum standards being reached
can thereby be more easily solved. Their
bearing on driving behaviour is obvious.
Certain regulations in this field have been
established in some countries, as for ex-
ample in Austria, where aptitude tests
are obligatory for certain groups of
drivers of whose driving ability there is
some doubt. Such groups are, for ex-
ample, persons whose licences have been
repeatedly withdrawn, persons with many
traffic accidents offences or very old per-
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sons who apply for their first driving
licence. Only persons with very negative
scores are rejected. Apart from the road
safety aspect another advantage is gained
by this type of selection in that some
applicants for a driving licence—particul-
arly the older people—are prevented from
needlessly spending a large sum of money
on driving lessons.

To sum up it can be said that driver
selection based on medical and psycholo-
gical predictors is justified in extreme
cases only. In this way an important
safety measure is achieved, both for those
to whom the selection test applies and for
other road users.

Summary

Driver selection is always based on a
criterion. The following criteria are dis-
cussed:

1. accident rate (has a low degree of re-
liability on account of the complexity
of the accident origins);

. traffic offences: their relation to ac-
cidents on the one hand and diagnostic
methods on the other hand are dis-
cussed;

3. criteria of driving behaviour

4. passing of driving test.

Diagnostic methods have to be proved
with such criteria in order to find their
validity. The predictor variables are dis-
cussed in the following grouping:

. medical criteria

. psychomotor criteria

. intelligence

. persondlity factors

. attitudes

The validity of all methods is too low
to justify systematic driver selection.
These methods can, however, be applied
to extreme cases from preselected groups.




Bibliography

Barmack, J. E., Payne, D. E.: Injury-Producing
Private Motor Vehicle Accidents Among Air-
men: Psychological Model of Accidents Ge-
nerating Processes; J. of Psych. vol. 52, 1961;

Burg, A.: Vision Test Scores and Driving Re-
cord: Additional Findings; Institute of Trans-
portation a. Traff. Engin. Dep. Motor Veh.
Calif. Rep. 68-27, 1968;

Economic Commission for Europe: Driving
Permits: Fitness Standard Required of
Drivers — unveréffenlicht, Genf 1968;

Goldstein, L. G.: Human Variables in Traffic
Accidents. — A Digest of Research and Se-
lected Bibliography; Highway Res. Board
Bibl. 31, 1962;

Hdkkinen, S.: Psychological Method of Select-
ing Drivers. — WHO, 1967;

Hoyos, C.: Psychologie des Strassenverkehrs;
Verlag Huber, Bern, 1965;

Kallina, H.: Validititsuntersuchung und Fakto-
renanalyse verkehrspsychologischer diagnos-
tischer Methoden; Ztschr. f. exp. angew.
Psychol. XI (1), 1964;

Klebelsberg, D. et al.: Zweite Verhaltensana-
lyse von Kraftfahrers und Validititsunter-
suchung  verkehrspsychologischer  Unter-
suchungsmethoden; Ztschr. f. exp. u. angew.
Psychol. XV (4), 1968;

Klebelsberg, D., Kallina, H.: Verhaltensanalyse
des Kraftfahrers; Kleine Fachbuchreihe des
KfV NS.5., 1963;

Mittenecker, E.: Methoden und Ergebnisse
psychologischer  Unfallforschung; Verlag
Deutike, Wien, 1962;

Schubert, G.: Zusammenstellung von bisheri-
gen wissenschaftlichen Untersuchungen iiber
Pridikatoren und Kriterien des sicheren
Kraftfahrens; Forschungsgemeinschaft “Der
Mensch im Verkehr”, Kéln, 1965;

Schuster, D.H., Guilford, J.P.: The Psycho-
metric prediction of problem drivers; Univ.
of Southern California, Los Angeles, 1961;

Schuster, D. H., Guilford, J.P.: An Analysis of
Accident Repeater and Chronic Violater
Drivers. — 47th National Safety Congress
and Exposition, Los Angeles, Rep. 1, 1959;

Stephens, B. W.: Driving and Driver Behavioral
Research. A Review and Appraisal; OECD
Group S3, 1969 — unveréffentlicht;

Sporli, S.: Measurement by tests based on task
analysis of the driving situation. OECD, Res.
Group S3, Programme B, 1969, (unpub-
lished);

80

Willett, T. E., McMillan, J., Sheppard, D.: The
Relation between social maladjustment and
traffic offences; Reading Univ., London,
1967;

World Health Organization: Symposium on
Human Factors in Road Accidents; Rome,
1967.

SOU 1971:81




Summary in Swedish

Inledningsvis erinras om att det finns olika
metoder att forbittra trafiksikerheten gen-
om att ta hdnsyn till den minskliga fak-
torn. Ett sdtt dr att ta storre hinsyn till
minniskan, da trafikmiljén utformas. Om
vi antar att en forares konstanta karak-
teristika har en betydelse for det antal
trafikolyckor foraren kommer att bli in-
blandad i eller det antal trafikbrott som
han kommer att bega, har vi hir en an-
nan mojlighet att forbittra trafiksiker-
heten, ndmligen genom urval av forare
med hjélp av diagnostiska metoder.

Ett forarurval forutsitter tva faktorer:

a. En definition av kriterierna for po-
tentiellt farligt upptridande av forarna.

b. Kidnnedom om de personlighetskarak-
teristika med vilka detta kriteria har
samband.

Foljande kriteria dr tinkbara att anvinda
vid urvalet:

1. antalet trafikolyckor
2. antalet trafikbrott

3. vissa egenskaper i trafikupptridandet
4. genomgang av korprov

Biehl undersoker direfter dessa kriterier
for att se om och i vilken utstrickning de
ar lampade som testinstrument.

Antal trafikolyckor

I trafikpsykologiens begynnelse antog man
att trafikolyckorna var det limpligaste
kriteriet. Det syntes troligt att nigra mén-
niskor, pd grund av vissa personlighets-
drag, skulle orsaka mer olyckor dn andra.
Alla forsok att visa hallbarheten i denna
teori har emellertid misslyckats. Minni-
skor som har en viss olycksfrekvens un-
der en tidsperiod behdver inte nodvin-
digtvis ha samma olycksfrekvens under
en pafoljande tidsperiod. Olycksfrekven-
sen dr ddrfor inte en konstant karakte-
ristika.
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Trafik

Trafikbrott

Déremot utgor frekvensen av trafikbrott
ett mera anvindbart kriterium. Trafik-
brott hinder oftare én olyckor och de ir
mindre beroende av yttre paverkan. Det
finns ocksa ett samband mellan trafik-
olyckor och trafikbrott. Manga trafik-
olyckor har foregatts av ett trafikbrott.
Om ett trafikbrott leder till en trafikolyc-
ka dr emellertid samtidigt beroende av
ménga faktorer som inte har nigot sam-
band med foraren.

Karakteristika hos foraren

I friga om medicinska forutsittningar for
tillstdnd att fora motorfordon framhaller
Biehl att medicinska brister endast for-
orsakar en liten del — m&jligen mellan
en procent och en promille av alla olyc-
kor. Under senare tid har man dirfor
borjat inta en alltmera liberal syn pa friga
om medicinska hinder fér korkort.

Bland de psykomotoriska tester som an-
vints har tester av reaktionstider tilldra-
git sig stort intresse. Man har hiarvid —
liksom vad giller synférmaga och intelli-
gens — funnit att det inte finns ndgot
linedrt samband mellan dessa karakte-
ristika och korsittet. Om vissa minimi-
standards ar uppnadda har det sedan inte
ndgon betydelse hur mycket dessa stan-
dards overskridits.

Vad giller sambandet mellan person-
lighetsfaktorer och korsitt, uttalar Biehl,
att sambandet dr begrinsat och darfér
inte ger utrymme for nagot sikrare an-
tagande om forarens fortsatta upptri-
dande i trafiken. Till samma slutsats
kommer Biehl i fraga om sambandet mel-
lan attityder och trafikbeteende.

Slutligen behandlas sambandet mellan
vissa biografiska data och trafikbeteen-
det. Det finns saledes ett signifikant sam-
band savil mellan allminna brott och
trafikbrott som mellan familjeférhéllan-
den och trafikbeteende. Det finns ocksi
ett samband mellan &lder och trafikbe-
teende. Inte i nagot fall dr emellertid
dessa data av sadan art att de kan anvin-
das som urvalsinstrument.
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Sammanfattningsvis uttalar Biehl att
forarval baserat pa medicinska eller psy-
kologiska metoder dr motiverat endast i
extremfall och inte for hela befolkningen.
Som exempel pa fall dir ett sddant forar-
urval dr motiverat namner Biehl personer
som upprepade ganger haft sitt korkort
aterkallat, person med manga trafikolyc-
kor eller trafikbrott och personer som
forst vid hog alder soker korkort.
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Diagnostic difficulties
In traffic safety

J. O. Brown
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Introduction

I was very pleased to be asked to oppose
Dr. Biehl’s paper on ‘Diagnostic Mea-
sures for Driver Selection’, because I find
his views completely unacceptable. That
is, perhaps, what I would have liked to
say, but of course it is not true. Dr. Biehl
has given us a very good introduction to
the problems raised by a diagnostic ap-
proach to traffic safety and I find myself
in the difficult position of agreeing with
most of the specific points he has made.
My task of opposing the paper will there-
fore take the form of: (a) shifting the
emphasis he has given some aspects of
driver performance on to others which I
consider to be more important, and (b)
filling in what I think are one or two
large gaps in the paper, to give it a much
wider coverage.

Differing diagnostic
and prognostic re-
quirements of motor
insurers and traffic
authorities

To begin with, I think we should ask
ourselves what are the diagnostic and
prognostic requirements of our joint
organizers: the traffic authorities and the
motor insurers. Neither in Dr. Biehl’s
paper, nor in the other pre-circulated re-
ports that I have seen, has a very clear
distinction been made between these two
bodies. But it is not difficult to show that
their operating conditions are very dif-
ferent, when it comes to the manipulation
of traffic safety variables. I have tried to
demonstrate this in figure 1.

I do not pretend that this gives a com-
plete representation of all the operational
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conditions and requirements, but it pro-
vides the necessary framework for the
points I wish to make. !
If we start by considering the variables |
which provide us with symptomatic in- -
formation, these break down fairly -
clearly into those related to human factors -
and those related to system factors. The |
former are concerned firstly with a |
driver’s personal characteristics, secondly
with various aspects of his occupation and
thirdly with various aspects of his social |
and geographical environment. System |
factors are concerned with roads and road =
furniture, rules and procedures, traffic |
flow, and the varying weather conditions. '|
Operationally, the interests of our organ- |
izers diverge because of their differing
objectives, which at first sight appear to
be similar. On humane grounds, and from
the point of view of cost effectiveness,
both bodies must attempt to reduce ac-
cidents and offences. However, the in-
surers generally have no control over
system factors. Their function is limited
to the provision of cover and to balanc- |
ing their books, which they must do by ©
the use of human factors variables alone.
The only control they can exert is over '
the individuals entry, or cost of entry, |
into the transport system. On the other |
hand, the authorities are charged with
maximising the efficiency of the whole '
system, and they can and do make use
of system factors, as well as human
factors, in the controls they operate to =
meet their objectives. This means that the =
insurers, who are really constrained only
to balance their books, have the advan- |
tage of operating within a virtually closed |
system in which there is fairly rapid, com-
prehensive, informational feedback, at an
individual level, and in which they can
offer positive incentives (i.e. ‘no claims’
bonuses) for above average performance. |
The authorities, who must balance their -
duty to minimise death and disability '
against the need to safeguard the rights '
of the individual, and who must also |
work to a budget, operate mainly with
negative incentives, none of which offers |
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Tab. 1 Operational differences between motor insurers and traffic authorities
SYMPTOMATIlc VARIABLES

I 1
Human Factors System Factors

| | ]
Personal Occupational Environmental Hardware
Physical Vehicle Geographical Softwge
Medical Exposure Social leaffuc
Psychological Schedule Climate

mnmﬁlc AUTHORITIES
[ I
OBJECTIVES OBIECTIVES
|

Minimise offences & accidents Minimise offences & accidents
Maximise efficiency of business Maximise efficiency of transport system

FUNCTION FUNCTION
]

Provide cover Design transport system select drivers
Balance books (Train drivers)

METHODS OF CONTROL METHODS OF CONTROL

Rejection -) Rejection

Limit cover -) Legal enforcement
Manipulate premium (%) Re-selection -
Retraining ]
Propaganda ch
System modification (£

CONSTRAINTS CONSTRAINTS

ﬁeed to balance booksJ |Sdit\;idual right;s
uty to socie
Cost-effectiveness

ADVANTAGES ADVANITAGES
1
Good feedback l Limited control over whole system l
Minimal lag
Positive incentive

DISADVANTAGES DlSADVAiNTAGES
|

rNo control over system variableil Limited feedback
Pronounced lag
Negative incentives
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a direct financial reward for good be-
haviour. In addition, informational feed-
back from the system is imprecise and
very much delayed, and changes to the
hardware and software have to be made
extremely slowly and carefully. A good
example of this was the recent switch to
driving on the right in this country.

These are simply statements of the
obvious to most people in this audience,
but they help me arrive at the following
clear division of interests:

1. The insurers accept the transport sys-
tem as it stands, and they limit their
attention to human factors, on which
they have very detailed and compre-
hensive statistical data.

. The authorities accept the fact that
individuals differ widely, and they limit
their attention mainly to system factors,
on which they have very imprecise
data.

Clearly there is a need for co-operation
between the two bodies, which is why
we are here. I would therefore like to
hear some concrete proposals for the
forms this co-operation could take. Is
there any possibility of a direct exchange
of statistical data on accidents and of-
fences? Could the insurers be encouraged
to publish their very detailed and valu-
able statistical analyses in the appropriate
journals concerned with traffic safety?
Mr. Tallgvist has touched upon these
points in his paper, but I must leave any
further comment for later discussion, be-
cause it is really beyond my terms of
reference.

The main conclusion I came to from
my exercise in figure 1, and the subject
[ am really here to discuss, is that the
diagnostic and prognostic requirements of
the insurers and traffic authorities are
completely different. Not only do the in-
surers operate on a limited range of
human factors variables, but they can
also afford to adopt more stringent be-
havioural criteria. This is because they
are less concerned with individual rights
and because they are operating within a
more closed system, to which rapid
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changes can be made if the criteria are
badly set initially. By comparison, the
traffic authorities must set fairly slack
behavioural criteria, to prevent injustice,
they cannot change these criteria rapidly,
and they must use information from a
much wider range of human factors and
systems variables, if they are to optimise
the overall efficiency of the system.

This conclusion points to what I be-
lieve is a serious gap in Dr. Bichl’s cover-
age of ‘Diagnostic Measures’: he has
limited himself to a consideration of
driver selection. Although it is clear that
this covers the requirements of the in-
surers, it leaves almost untouched the
traffic authorities’ problems of diagnos-
ing faults within the overal transport
system and making some prognosis of
future performance when the appropriate
remedial action has been taken. I believe
that this is the most importart aspect of
traffic safety, for the followinz reasons:
1. There is a growing eviderce for the

fact that the majority of accidents are
not caused by a minority of ‘accident
prone’ drivers. Some erperts (see
Cohen and Preston, 1969) support the
idea that most accidents happen to
‘normal’ people in moments of mental
aberation, or when the cemands of
the system exceed their capabilities.
This is not to deny the fact that a
small number of road-users have more
than their fair share of accidents, on
any criteria, but the important con-
clusion from my previous satement is
that selecting out these ‘accident prone’
people will have only a mirimal effect
upon accident statistics. it may be
worth doing, on humane grounds, if
the cost is not too great, bu: it will not
provide a tremendous gain in overall
system efficiency.

. This brings me to my second point,
which is that the vast majority of ac-
cidents incurred by ‘normal’ people
do not result from human factors
alone. They result from an interaction
between the three different components
of the transport system: the driver, the
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vehicle and the environment. This has
been shown by Mackay et al (1967) in
a Table which Mr. Tallqvist (1969)
has already reproduced for us in his
paper. Because of its importance, I
make no apologies for showing you
this table again.

b. 1 Deficiencies seen as causal factors in

traffic accidents (From Mackay 1967)

Suggested Causal Factor % of Sample
Driver/Environment interaction  48.8
Driver/Vehicle/Environment
interaction

Driver

Driver/Vehicle interaction
Vehicle
Vehicle/Environment
interaction

16.4
12.4
752
4.8

4.8

Environment 4.2

It is clear that by far the most im-
portant area for diagnostic study is the
driver/environment interaction. The inter-
action between driver, vehicle and en-
vironment is of next importance, with
pure human factors following closely be-
hind. The vehicle, and its interaction with
the environment, contributes little to ac-
cident causation, which is a tribute to the
acceptance of vehicle safety measures by
the traffic authorities, the motor industry
and the public. The environment appears
to be relatively unimportant as an inde-
pendent factor in accidents, as might be
expected in a self-paced system.

For the remainder of my time I would
therefore like to run quickly through the
points raised in Dr. Biehl’s paper, bear-
ing in mind that our diagnoses must take
system, as well as human factors, into
account and that there can be three
courses of action from any such diagnosis
of accident causation:

1. Manipulation of the human element in
the transport system.
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2. Manipulation of the characteristics of
vehicles driven within the system.

3. Manipulation of the environment with-
in which the driver and the vehicle
operate.

Diagnostic and prognos-
tic data available within
the transport system

Accident rate

Dr. Biehl and I agree on the limited use
of accident data to diagnose causation
and predict future involvement. If the
main causal factor in accidents is the
man/environment interaction, then this
partly explains the poor reliability which
has shown to exist between an individual’s
past accident record and his future in-
volvement. People do frequently change
their environments. An additional factor
here is that involvement in an accident
itself can modify future behaviour. How-
ever, although accidents are of little use
in predicting an individual’s future be-
haviour, except in extreme cases, they
are frequently the only data from which
the traffic authorities can diagnose faults
in the overall system. Thus accidents do
present valuable symptons of error. There
remains the problem of where to set the
criterion, above which remedial action
needs to be taken. One current method
which appears to be gaining ground is
to attach a cost to accidents, including
loss of life, injury and damage to pro-
perty, and then balance this against the
cost of improving the system. There are
opponents to the idea of costing human
lives, but the method is the only logical
way of assessing the relative costeffective-
ness of different treatments, when one
has to operate on a fixed budget.

Traffic offences

The same argument could be applied to
the use of offences in diagnosing faults
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within the transport system. It is very
easy to impose rules on driver behaviour,
but it must be remembered that drivers
operate within a variety of other systems;
occupational, social, geographical, and so
on. If the criteria necessary to behave
optimally in one of these other systems
do not match those of the traffic system,
then offences may occur, especially if
immediate inconvenience is caused by
meeting the traffic criteria. The cost of
enforcing the traffic rules should there-
fore be carefully costed in these cases.
For example: it may be cheaper in the
long run to provide offstreet parking
facilities than it is to enforce a ‘no-waiting’
rule. Here again, offences should be used
firstly to diagnose faults in the system,
rather than in the human operators. One
major difficulty in using past offences
to make a prognosis of an individual’s
future involvement in accidents is that
offences vary so widely, from no-parking
violations, which usually cause only in-
convenience to other road-users, to ‘blind’
overtaking, which has a finite probability
of resulting in an accident. It is by no
means clear that there is a behavioural
characteristic of ‘risk-taking’ underlying
all these offences. For example: the
woman who stops in a no-waiting area
to do some quick shopping, because she
has her baby in the car, is unlikely to
indulge in risky overtaking, for the same
reason. Measures of risk-taking can be
useful for research, if they are restricted to
specific forms of driving behaviour. For
example: in one of my studies of pro-
longed driving (Brown et al, 1969) an in-
crease in risky overtaking was the only
measurable effect of this stress on driving
skill. It follows that, prognostically, offen-
ces are useful only if they are categorised
in relation to probability of accident
causation, or if they can be balanced
against some specific improvement in
system design on a cost-effective basis.

Near accidents

Although near accidents have been used
in the past to diagnose individual charac-
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teristics of accident causation (see Potts,
1951) they are currently most often used
to study system faults, or differences be-
tween various classes of vehicle or road-
user. There has been an attempt to relate
near-accidents to individual driving char-
acteristics, in Israel (see Ben-David, 1968),
but the method used is not generally
acceptable, because it requires virtually
a small army of spies to keep watch on
selected drivers.

Driver behaviour characteristics

Diagnosing faults directly from a con-
trolled study of overall driving charac-
teristics is a more reliable and valid
method of predicting system efficiency, as
Dr. Biehl has said, because the data are
collected from studies of real driving
behaviour within the system. However,
care is needed in interpreting these data.
To take one of Dr. Biehl’s examples, risky
driving behaviour: obviously one must
distinguish first between subjective and
objective risk-taking. It is probably better
to use different terms for these, as Pro-
fessor Cohen and his colleagues did in
their (1958) study of drinking and driving,
to reserve the term ‘risk-taking’ for
behaviour which involves embarking on
a task without being certain of success.
This is distinguished from ‘incurring
hazard’, which means embarking on a
task in which the performer will not in-
variably succed. Clearly we must keep
these categories separate in any diagnosis
or prognosis, because of the different
remedial actions needed. Individuals who
frequently incur hazard may profit simp-
ly from driver training, or retraining,
schemes to improve their skill. True risk-
takers will require treatment which
changes their attitudes towards the relative
pay-offs associated with alternative forms
of behaviour. The difficulty is that risk-
taking and incurring hazard cannot be
distinguished by observation on the road,
or by the use of accident statistics. They
must be isolated in controlled field studies
of driving behaviour. To take another of
Dr. Biehl’s examples, hesitancy: clearly
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we must separate cautious hesitancy from
indecisive hesitancy. Unlike risk-taking,
this distinction can often be made by
observation, or even from detailed acci-
dent records.

There are obvious limits to the use of
isolated behavioural measures like these
in diagnostics and prognostics. It is far
better to observe a wide range of be-
havioral characteristics on the road, and
relate them to accident data, as Dr. Biehl
himself has described, as I have reported
in studies of prolonged driving (Brown,
1967), and as Quenault (1966, 1967, 1968a,
1968b, 1968c) has done at the British
Road Research Laboratory. Quenault was
able to divide his subjects into two basic
groups, according to whether their be-
haviour was ‘associated’ or ‘dissociated’
with environmental events. As might be
expected, the latter had a higher proba-
bility of becoming involved in an accident.
However, both groups could be further
sub-divided. The associated group could
be classified as ‘safe’ drivers, who were
relatively accident-free, and ‘injudicious’
drivers, whose manoeuvres were often

unusual and produced a high number of

near-accidents. The dissociated group
could be classified as ‘active’ or ‘passive’
according to the frequency with which
they performed certain specified man-
oeuvres. There are obvious associations
between these behavioural categories and
established measures of personality and
temperament, as we will see later. The
advantage of relating this underlying be-
haviour to driver characteristics is that it
enables relative probabilities to be
attached to the risks of accident involve-
ment among the different groups. This
Quenault has also done, in the research
referred to earlier.
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Diagnostic and prognos-
tic value of individual
behavioural character-
istics

An individual’s behavioural characteris-
tics can be used for diagnostic and prog-
nostic purposes, but the results are much
less reliable. Indeed, there are some
characteristics which were much studied
in the past, such as simple reaction time,
which are now seen to be valueless.
Others may be used, with caution, to
assess relative probabilities of accident in-
volvement before driving begins. As Dr.

Biehl has pointed out, this is an ideal
requirement.

Medical factors

Some medical conditions will obviously
increase the probability of accident. Oth-
ers, which involve a chronic disability and
for which the driver could compensate,
such as loss of hearing, or of an eye,
appear to be relatively unimportant. I
will simply add to Dr. Biehl’s list one
source of accidents which many people
agree will become more and more im-
portant. This is driving under the in-
fluence of drugs. Even for clinically pre-
scribed drugs, too little is known about
the relationships between their side-effects
and traffic accidents. Research is in prog-
ress, for example at St. Bartholomew’s
Hospital in London, but it will be years
before we have comprehensive data of any
diagnostic value. The overall picture is
complicated by the relatively unknown
interaction effects between drugs, such
as sedatives and alcohol. It is also relev-
ant here to mention interactions between
medical and system factors. One might
predict that depressant drugs would have
a greater effect on accident causation
where driving conditions were monoton-
ous, as on a motorway, than where the
environment provided a higher level of
stimulation.
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Psychomotor factors

With regard to psychomotor performance,
I agree with Dr. Biehl that this is of
limited predictive value, above a certain
minimum level of skill. It is probably of
use only among selected groups of pro-
fessional drivers in large transport sys-
tems, where the supply of potential drivers
greatly exceeds the demand. There may
be exceptions to this limitation. For ex-
ample: in some of my own studies (un-
published), I have found a significant
relationship between accident rates and
steering control movements recorded dur-
ing driver training. It is uncertain yet
whether these variables are partially cor-
related with differences in personality, or
whether the underlying behaviour is of a
perceptual nature. In general, there is a
growing tendency to reduce the impor-
tance of psychomotor performance for
driving by improvements in system design,
which it is irrelevant to discuss here.

Intelligence

Intelligence is also of limited predictive
value above a certain criterion (around
L.Q. = 80, see Eysenck, 1960). I believe
that paradoxically it may become more
important, if we are not careful, as more
and more constraints are placed upon the
driver by the increasing volume of traffic.
This is because in order to fit into the
system he will be required to know, un-
derstand and remember an increasing
number of complex rules, and interpret a
wider variety of symbolic road signs,
which Mackie (1966, 1967) has shown to
be imperfectly understood, even now, by
a large proportion of the population. It
is the job of the traffic authorities to
ensure that intelligence remains unimpor-
tant for accident causation.

Personality and temperament

Personality is an important characteristic
which can be measured before driving
begins. It can also be useful in a prog-
nosis of accident involvement, on a quali-
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tative, probabilistic basis. In the work of
Quenault (1967), mentioned earlier, a
group of convicted careless drivers was
compared with a group selected at rand-
om. Both groups were given the Maudsley
Personality Inventory, with results as
shown in figure 2. Whereas the ‘random’
group’s scores tended to be normally
distributed, there was a distinct tendency
for the ‘careless’ group’s to be clustered
more around the extremes of the intro-
version—extraversion continuum. Extra-
verts, in particular, were over-represented
in the ‘careless’ group. These personality
characteristics may underlie other diag-
nostic measures. For example: Munden
(1967) has shown that the speed with
which an individual drives relative to the
traffic flow is related to accidents. Above
average involvement in accidents is found
for drivers who travel faster and for those
who travel slower than the mean traffic
speed. This may be unrelated to speed,
as such. Both speed and accidents may
depend upon certain basic personality
characteristics. Personality differences
may also provide Quenault’s (1967) dis-
tinction between ‘active” and ‘passive’
dissociated drivers, discussed earlier.

Personality differences between subjects
selected at random and subjects who had
been convicted of careless driving (After
Quenault 1967)

“Careless” group (N=50)
“Random" group (N=50)

No. of drivers

13 17 21 25 29 33 37 41 45
Extraversion

5 8
Introversion
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Characteristics of aggression may also
be used in diagnosis, as Parry (1969) has
done in a British study. As might be ex-
pected, high aggression was confined
mainly to young male adults; a fact which
has been known to insurers and traffic
authorities for many years. This problem
appears insuperable, at least to the autho-
rities, but it must be remembered that
aggression produces accidents mainly
where driving can be competitive. Some
remedial action, e.g. one-way streets and
dual carriageways, which reduces compet-
itive driving, is therefore possible and
desirable in reducing effects of aggression.

I regard these as being of value only for
selecting out extreme offenders.

Summary

A. Motor insurers are able to diagnose
individual faults from their detailed
statistical data, but they have no con-
trol over system design. Traffic au-
thorities have control over system de-
sign, but their data on human factors
are incomplete and imprecise. We must
hope for more direct co-operation be-
tween these two bodies.

. Accidents, near accidents and offences
provide unreliable data on an indivi-
dual’s contribution to accident causa-
tion, except for selected groups of pro-
fessional drivers. They are most useful
as symptoms of faults within the hard-
ware and software of a given transport
system.

. The criterion used with these system
errors must be related specifically to
the cost-effectiveness of the appropri-
ate remedial measures.

. Observation of driver behaviour on the
road provides the most reliable method
of diagnosing individual faults, as well
as system errors. Methods are being
developed for relating different cate-
gories of driving behaviour to relative
probabilities of becoming involved in
a traffic accident.

SOU 1971:81

E. Relative probabilities of accident in-
volvement can also be attached to cer-
tain behavioural characteristics before
driver training begins, but this is less
reliable. It is essential to use a battery
of tests, and the method is currently
of value only for selected groups of
professional drivers. Here again, the
criterion for acceptance or rejection
of drivers will be based on cost-effec-
tiveness.

. The major source of driving errors
has been diagnosed as the interaction
between man and his environment. The
prognosis is that accidents will con-
tinue at the present high level unless
more attention is given to shaping
drivers’ attitudes and unless system
changes are made to reduce decision-
making requirements and competition
among all classes of road-user.
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Summary in Swedish

Allt flera fakta visar att majoriteten av
trafikolyckorna inte orsakas av en liten
minoritet olycksbendgna forare. De flesta
olyckorna intriffar fér normala minni-
skor och i ett dgonblick da trafiksyste-
mets fordringar dr storre dn trafikantens
formaga. Detta innebir inte att vi skall
forneka det forhallandet att ett litet an-
tal av motorfordonsférarna har ett for-
hallandevis stort antal olyckor. Samtidigt
bor man ha det klart for sig att om vi tar
bort dessa forare fran trafiken sd har det
bara en mycket liten effekt pa trafik-
olycksstatistiken. Det kan vara virt att pa
manskliga grunder utesluta dessa forare
fran trafiksystemet om kostnaderna for
att ta bort dem inte ar for stora. Men det
astadkommer inte nagon kraftig effektivi-
tetsvinst for trafiksikerheten.

Vad dr orsaken till trafik-

olyckorna?

Vi maste beakta att den stora majoriteten
olyckor inte orsakas av enbart den mansk-
liga faktorn. De 4r ett resultat av ett sam-
spel mellan de tre olika komponenterna
i trafiksystemet ndmligen foraren — for-
donet — trafikmiljon. Den mest vésent-
liga faktorn for trafiksikerheten ar hir
fragan om forhallandet mellan foraren och
trafikmiljon. Den direfter vanligaste
olycksorsaken dr brister i samspelet mel-
lan forare, fordon och trafikmiljo. Den
manskliga faktorn ensam kommer strax
dédrefter men séledes forst pa tredje plats.
Vidare understryker doktor Brown att
olyckor eller trafikbrott inte utgor nagot
helt tillforlitligt instrument for att bestam-
ma olika trafikanters bidrag till trafik-
olyckorna. Endast som ett grovt instru-
ment och for utvalda grupper av forare
kan detta urvalsinstrument anvindas.
Diaremot kan dessa faktorer anvindas
som symptom pa fel inom sjdlva tran-
sportsystemet. Med ledning av dessa
symptom kan sedan dndringar vidtas.
Eftersom huvudorsaken till vara miss-
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tag i trafiken har diagnostiserats som ett
samband mellan méinniskan och trafikom-
givningen far vi utga fran att olyckorna
kommer att fortsitta pa den nuvarande
hoga nivin om inte mer upmérksamhet
dgnas at uppgiften att skapa en ny atti-
tyd hos motorfordonsforarna. Dessutom
maste trafiksystemet dndras for att minska
de fordringar som vi stdller pd besluts-
fattaren-trafikanten. Det tivlande som pa-
gar mellan alla sorters trafikanter maste
bort.

Viika forare dr farliga?
Vad giller olika faktorer som kan ha
viarde vid en prognos av en forares fram-
tida trafikfarlighet framhaller Brown att
en sadan faktor som reaktionstid har
visat sig viardelos ndr det giller att av-
gora framtida trafikfarlighet. Aven medi-
cinska faktorer har i stor utstrackning
visat sig vara utan betydelse. Detsamma
giller psykomotoriska faktorer. Aven in-
telligensnivan har ett begrdnsat virde.
Diremot anser Brown att forarens per-
sonlighet och temperament har en mycket
storre betydelse for att bestimma trafik-
farlighet. Det framhalles att man har fun-
nit att den som kor fortare d4n genomsnit-
tet och den som kor saktare &n genom-
snittet d&r mera inblandad i olyckor dn
normaltrafikanten. Det har framhallits att
detta behover i och for sig inte relateras
till hastigheten som sadan utan bade has-
tigheten och olyckorna kan bero pé vissa
personlighetskarakteristika.
Sammanfattningsvis framhaller Brown
att en test for forarurval kan anvidndas
endast for begrinsade grupper av forare
och for att vilja ut extremt farliga tra-
fikanter. Fragan om i vilken utstrickning
test skall anvindas dr en kostnadsfraga.
Vi maste beakta hur mycket urvalssys-
temet kostar och jamféra detta med den
minskning i antalet olyckor som vi erhal-
ler genom urvalet.




Summary by Gunnar Johansson of the discussions
regarding Diagnostic measures

We all agree that it is very important to
look at both the individual driver and the
social relationships which he has from the
point of view of group psychology. We
have also looked at the driver’s situation
both from the point of view of the driver
himself and from the point of view of the
traffic system where man is one of the
links. It is not possible to separate these
two factors from one another. In fact it
is the driver in his environment that we
should consider, and there I think we all
agree. We know that our records of ac-
cident causes are very bad indeed. This, I
think, is one of the main points which we
have made here—how to come to a better
situation in this respect. How can we get
a better description of what causes an
accident, not just ask whether a driver is
guilty but exactly what is the cause of the
accident?

Then we have touched on the possibility
of some kind of a screening test of a
different kind, a diagnostic method. We
agree with Doctor Biehl that these tests
cannot be used in testing the ordinary
new driver. It is in the case of a
minority group that these tests could

be used. A general test of drivers is
thus not considered advisable. On the
other hand, methods are being developed,
in Vienna among other places, to diagnose
certain special groups of drivers who
through traffic offences or in some other
way have been found to be problem
drivers. The accuracy of the methods is
not yet so great, however. But the method
can be recommended in the case of a
limited selection of drivers. It is, however,
very important indeed that our knowledge
in this respect is developed more and
more. We must know how the drivers
act and what factors are responsible for
at least some kinds of accidents.

We have also discussed the importance
of a control system. How can we develop
a better control system? We agree that we
indeed need control systems and these can
be built up in different ways. We have the
traditional system with the police as the
control organ and we have had some pro-
posals with a view to developing this
system. But we have also had at least
some hints here that we can use modern
technique to make such a system far more
effective than it is today, and I would like
just to underline this last view.
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herapeutic measures
and the traffic
offender




1. The function of high-
way traffic

The function of traffic is manysided: it
must simultaneously fulfil the require-
ments of efficiency, safety and recreation.
Between these parts there is a constant
conflict because they can never all be
completely fulfilled at the same time. The
conflict reflects itself both at the decision
maker’s level and the driver’s level. The
impression is that the different organs of
society which control traffic work separat-
ely, fulfilling separate functions without
the coordination that is needed.

2. Highway traffic as a
man-machine system

Traffic can be seen as a man-machine
system. The man (here: the driver) has
to exist in a machine system (a car in a
traffic environment). Each of the different
components of this traffic system must be
adapted to fit the others. Failures result
in critical incidents, near accidents, light
accidents or fatal accidents. A failure
occurs when the performance of one sys-
tem component falls short of that required
by the remaining components. This form
of system thinking tries to create a pic-
ture which presents the entire traffic prob-
lem, and it means also that, if a person
wants to influence one system component,
he cannot ignore all the others at the
same time. And it points out that improv-
ing driver performance is only one way
of improving the safety level of the traffic
system. It is also my impression that de-
partments of motor vehicles as social in-
stitutions generally view themselves as
completely right and the individuzal driver
as completely wrong. The pattern of
thinking at the present time has been pre-
dominantly technical and legalistic. A reg-
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ulation is given, the police see that the
laws are observed, and drivers get penal-
ties for violations.

3. The efforts to adapt
the driver to the
traffic system

The actual efforts that have been made

to adapt the driver to the requirements

of the traffic system are:

1. a licensing process,

2. a re-examination process, and

3. a process of legalistic control of traffic
behavior.

These three processes have in common
the aim of keeping the unsafe driver off
the road. The function of the system is
foremost to keep the safety level high,
while traffic efficiency and recreation are
only secondary goals( Although much crit-
icism can be directed toward the licens-
ing system, including voluntarily attending
a driving school, a routine medical exam-
ination, a written law test and a road test,
because of the fact that re-examination
is not used in practice, the focus will be
directed toward the above-mentioned
third process of legalistic control of traffic
behavior.

After the driver has received his driv-
er’s licence, the administration is not ac-
tive in any way until the driver has been
observed making traffic violations and/or
causing traffic accidents. Then the driver
is fined or his licence is suspended or
revoked. Some objections can be raised
against this state of affairs.

3. 1 The relationship between

violations and accidents

A traffic violation is interpreted in law
as a potential crash-risk situation. The
crucial question is whether drivers with
violations on their records are more likely
to have accidents than those with no vio-
lations.
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A method of measuring the relation-
ship of accident involvement and number
of citations is to compare accident fre-
quency with the number of violations.
Campbell (1964) has done this, paying
attention to the spurious factor when the
violations were charged after the acci-
dents. When the spurious factor is involv-
ed, many violations are recorded in con-
nection with the investigation of a traffic
accident.

Average number of accidents for drivers
with various numbers of violations
(Campbell 1964, p. 642)

Average
number of
accidents
per driver

Drivers
in total
sample

Number
of non-
accident

violations

0 29,984 167
5,921 391

2,221 .560

1,042 .699

595 .857

704 1.001

There is a relatively stable and substan-
tial contingency between nonaccident vio-
lations and accidents when dealing with
the average record of a large group of
drivers. But from table 1 one can also
see that a great majority did not violate
the law but were, however, involved in
traffic accidents. O’Neall got the same
results in her research concerning licensed
drivers in the state of Washington, U.S.A.
(1967). Nevertheless, she could not separate
citations which were issued as a result of
involvement in an accident from those
issued without there having been any such
involvement. Her results are best shown
graphically. (Fig. 1.)

Another method of obtaining informa-
tion about the relationship between viola-
tions and accidents is to check the corre-
lations between the incidents. The follow-
ing exposition, given in table form (table
2), describes the relationship between past
violations and past accidents. To use the
results for predication would be a ques-
tionable procedure, but one can safely
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assume that persons involved in accidents
tend to have a greater likelihood of re-
ceiving traffic citations than those who
are not involved in accidents. A more
accurate method would be to use only
nonaccident violations.

The information in table 2 is to be
found in reviews by Goldstein (1961),
Schneider and Schubert (1967), Miller
and Dimling (1969) and in different spe-
cial reports.

Relationship of accident involvement and Fig. 1

number of citations (O’Neall 1967, p. 8)

Proportion of 40
drivers Involved

in one or

more accidents

0

o T A
Number of citations
As can be seen from table 2 the corre-
lations between violations and accidents
have been found to be statistically signifi-
cant but low. The correlations are higher
when the above-mentioned spurious ele-
ments have not been eliminated. They are
also higher when the investigated groups
are highly selected. The violation-accident
relationship is different among different
subgroups of drivers (age, sex) (O’Neall
1967) and also among the various convic-
tion categories (Coppin et al. 1966).
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Most of the avuve-mentioned analyses
have been done within official depart-
ments of motor vehicles. Departmental
files consist solely of convictions and acci-
dents; therefore, these analyses include
only recorded incidents. How they corres-
pond with the total number of occurrences
is not completely known, but probably
both the accident and violation rates have
been underestimated. Using only recorded
incidents may be legitimate from the de-
partmental point of view, but it may also
lead to political decisions which are both
unfair and unsuitable from the accident
prevention point of view.

3. 2. The causes of traffic

accidents

Several case studies of traffic accidents
have shown that very few (mostly severe)
accidents have only one principial cause or
contributing factor, e.g., “the human fac-
tor’’. Most have several contributing fac-
tors or causes. Examples from the results
of the most carefully done case studies of
traffic accidents give a picture of the sit-
uation.

Baker (1960) investigated sixty-eight
traffic accidents in Illinois, U.S.A His
research team found a total of 289 contrib-
uting factors, distributed in the following
cause categories:

Distribution of derived accident factors (Baker 1960, pp. 22—15)

Road Vehicle
situation  characteristics

Social Driver- Total
situations  pedestrian
characteristics

Stable 37 11

Variable 71 13
Total 108 24

The mean number of contributing fac-
tors per accident was 4.3. In only five
cases of the sixty-eight there was one
contributing factor only.

In 1965 a case-study project was started
in South Africa (Berrangé and Odendaal
1966 and 1967). The project is still con-
tinuing, but during the first two years
they had investigated sixty-seven acci-
dents thoroughly. The research team con-
sists of an engineer, a sociologist and a
technician. The group could agree con-
cerning 900 contributing factors.

Tab. 4 Contributing factors in traffic accidents
(Berrangé and Odendaal 1967)

The driver, The  The road Total
pedestrian vehicle

Performance

failure © 464 2
Attribute 309

Total 773

100

2 27 77
38 90 212
40 117 289

In Birmingham, England, during 1965 425
accidents were intensively investigated by
a research team (Mackay et al. 1967). The
result can be seen in table 5.

Deficiencies seen as causing factors in T3
traffic accidents (Mackay et al. 1967)

%
Environment/ vehicle/driver 16.4
Environment/vehicle 4.8
Environment /driver 48.8
Vehicle/driver 7:2
Environment 4.6
Vehicle 4.8
Driver 12.4

In summary, it can be said that most
traffic accidents are caused by a combina-
tion of several contributing factors. It
seems to be very much like symtomat-
ical therapy to tackle the problem of traf-
fic violations so actively, as is done today,
by affecting only one component in the
cause pattern: the driver.
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3. 3. Effects of more severe
actions

According to Dimling and Miller (1969,
p. IV-55) there is an increasing accumu-
lation of data to indicate that the severity
of driver improvement actions may be
either unrelated to subsequent driving per-
formance or inversely related. But not
even in one of the studies referred to in
Dimling and Miller’s review were the pre-
treatment records equal for the various
treatment groups. In Finland it was, how-
ever, found that increasing the penalty
for drunk driving had no effect on the
frequencies of arrest for drunk driving
during a follow-up year.

3. 4. The reliability of the

accidents criteria

The reliability of the criteria has usually
been estimated by comparing the rate of
registered accidents during two different
periods. In summaries by Goldstein
(1961) and Schneider and Schubert (1967),
with more or less the same references,
the correlation coefficients ranged from
.02 to .73 for drivers of different cate-
gories. In Goldstein’s summary the high-
est correlation coefficient was .38, the
correlation having been made between
accidents for the first year under study
against the summation of the second
through the fifth. In Finland Hékkinen
(1958) reported coefficients ranging from
.23 to .73 when the investigated drivers
were highly selected and the environmen-
tal risk factors rigorously controlled. The
coefficient .73 was found when the acci-
dent rate of four odd years was compared
with the accident rate of four even years.
According to Schneider and Schubert
(1967, p. 688) only Hikkinen’s coefficient
of .73 is of a class size for which one can
demand a criterion. Also Goldstein (1961,
p- 3b) comments that correlations of acci-
dents in one period with accidents occur-
ring in another period are generally con-
siderably higher for drivers of buses and
railway vehicles than for general drivers.
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In California Coppin et al. (1965) found
a maximal reliability coefficient of .29
for the accident rate of a three-year period
when normal drivers’ files were inves-
tigated. Schuster (1965) got a coefficient
of .28 for accidents of a problem driver
group occurring in a three-year period.
He had information from the departmen-
tal files and from letter interviews.

3. 5. The reliability of the viola-

tion criteria

There is little published data on the rela-
tionship of violations occurring during
different time periods. Schubert and Ed-
ler (1965) investigated 350 problem driv-
ers in West Germany (Mehrfachtéter) and
found a significant recurrence in the
quality of traffic violations. Coppin et al.
(1965) found correlation coefficients rang-
ing from .217 to .252. The coefficients
were higher for male drivers than for
female ones. Schuster (1965) found a re-
liability coefficient of .51 for the violation
rate of a selected group of problem driv-
ers.

3. 6. The validity of drivers’

records
Most of the research concerning traffic

behavior and official decision-making
have been using the official recorded vio-
lations and accidents as the most impor-
tant criteria of traffic behavior. In Swe-
den, however, Roosmark and Fraki (1966)
compared accident information derived
from the files of the police and insurance
companies and from a personal interview.
They found, among other things, that the
records of the police consisted only of
about 25 per cent of the light accidents
and only of about 50 per cent of the more
severe accidents having occured in traffic
as compared with the interview informa-
tion. The researchers found also that in-
surance companies have more valid files
than the police, but they still do not give
a 100 per cent accurate picture of the
traffic accident situation. Ross (1964)

101




found in a study of thirty-six accident-
involved drivers that only 36 per cent of
these drivers had reported accidents which
they were legally required to report. No
good estimates have been made of the
extent to which these biases vary for dif-
ferent subgroups of the driving popula-
tion.

3. 7. The predictive value of past

violations and accidents

Probably the most extensive investigation
of the predictive validity of violations and
accidents has been conducted by a re-
search team of the Department of Motor
Vehicles in California (Coppin et al.
1967). The analysis is based on data from
148,000 drivers. They considered driver,
record data and biographical data, and
they attempted to predict one-year per-
formance from a prior two-year record.
They found that the best overall accident
predictor was the total number of convic-
tions on a driver’s record. Biographical
information about a driver (age, marital
status, area of residence, physical stature,
etc.) slightly increased the accuracy of ac-
cident prediction. Further additional data
obtained from a questionnaire (mileage,
occupation, etc.) resulted in a two-fold
increase in predictive accuracy. The pre-
diction power of different data differed
for males and females. Also in California
Levonian (1963) tried to predict negligent
operators by using several personal, visual
and driving record data of drivers who
had come to renew their driver’s licences.
The predicted variable was the number
of recorded accidents and/or convictions
for each driver during the three-year pe-
riod immediately following licence re-
newal. The results indicate that negligent
drivers can be identified at a statistically
significant level on the basis of four var-
iables: driving exposure (reported annual
mileage). age, sex and marital status.

3. 8. Effects of removing persons
with violations and accidents
from the driving population

According to Goldstein (1962, p. 1) For-
bes studied what should happen if all
drivers with one or more accidents in the
first triennium of the investigation period
were removed from the distribution for
the next triennium. He found that only 21
per cent of the recorded accidents would
have been removed. If only those with
two or more accidents in the first trienni-
um were removed from the second, 96
per cent of the accidents remained. A si-
milar analysis has been done by Coppin
(1967). He used convictions as the criterion
of selection: If all drivers with two or
more convictions during 1961—62 were
removed from the driving population, 75
per cent of the traffic accidents during
1963 would still have happened. By
removing 12.1 per cent of all violators
one can maximally avoid 25 per cent of
the accidents during the next year—pro-
viding that the removed drivers do not
drive. But Coppin and Van Oldenbeek
(1965) found in California that 33 per
cent of negligent drivers with suspended
licences and 68 per cent of those with
revoked licences drove during suspension
or revocation. In summary one can say
that even though individuals with poor
driving records can be expected to have
more future accidents than average driv-
ers, these poor drivers account for a rela-
tively small percentage of all accidents.

3. 9 Summary

The relationship between concurrent traf-
fic violations and accidents, expressed in
correlation coefficients, has been found to
be statistically significant but low. This
relationship is stronger at a higher level
of violation frequency. Most accidents are
caused by drivers whose driving records
were satisfactory up until the time of the
accident. The great majority of traffic
accidents are caused by a combination of
several contributing factors. There exist
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indications that the severity of driver im-
provement actions may be either unrelat-
ed to subsequent driving performance or
inversely related. The decisions concern-
ing participation in traffic are based very
much on accident and violation criteria,
which are found to be both unreliable and
invalid. And the validity of driver records
is also invalid. The effects of removing
individuals with poor driving records are
surprisingly poor from the accident pre-
vention point of view.

4. Driver characteristics
and driver perform-
ance

A successful screening system concerning
the control of drivers (“to keep the un-
safe driver off the road”) requires that
individual measurable characteristics exist
which relate to driver performance and to
a prediction of this performance. The
reviews to which T have referred here are
very critical concerning the possibilities
of predicting driver performance by using
different measures of human behavior.
Goldstein (1962, pp. 5—6) concludes by
summarizing:

1. Accident records themselves do not
measure a very stable human performance
characteristic, accident status in one period
is only slightly related to accident status
in another.

2. Accident records are only slightly pre-
dictable from measures of other, stable,
human characteristics, such as visual
acuity, reaction time, sensory psychomo-
tor, cognitive, and attitudinal measures.

3. Accident repeaters do not account for
much of the total accidents on records.

4. Two age groups contribute to dispro-
portionate shares of the accident total: (a)
those below 25 and (b) those above 65.

5. Alcohol has a deleterious effect on
driving performance at much lower con-
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centrations than is generally recognized,
namely, 0.05% or even lower.

6. Alcohol is a contributing, or critical,
factor in 25 % to 50 % of fatal accidents,
on the part of drivers and/or pedestrians.

7. Drivers with extremely poor attitudes
of aggressiveness, social irresponsibility.
andfor who are highly unstable, have
more accidents than those who are re-
sponsible, stable, and less aggressive than
average: nor do these account for but a
slight portion of the accident total.

Partly referring to the same sources as
Goldstein above, Schneider and Schubert
(1967, pp. 671—793) come to the same
conclusion, that the validity of different
psychological tests is questionable in pre-
dicting driver performance. They conclude
also that this is partly due to the poor
reliablility of the different criteria and
that higher predictive validity should be
reached by using several information sour-
ces simultaneously in decision-making
concerning the licensing of drivers.

Finally it may be appropriate to re-
produce the review of Miller and Dimling
concerning driver characteristics and driv-
ing performance. They referred to nearly
1,000 sources (Miller and Dimling 1969.
pp. 11-10—I1-11).

Charac-
teristic

Relation to Driving
Performance
Vision Reduced acuity in older
drivers may contribute to
accidents; very little other
evidence

Some association with acci-
dents; may be a factor in
15%—25% of accidents;
stronger relation with acci-
dents among older drivers

Chronic
medical
conditions

Physical
disabilities

Any relation that may exist
appears to be negative, i.e.,
drivers with physical dis-
abilities have fewer acci-
dents




Alcohol Factor in 25 %—50 % of
accidents; importance as a
contributory  factor in-
creases with accident se-
verity, and alcohol is a fac-
tor in over 50 % of fatal

accidents

Affect driving skills, no
clearcut relation to acci-
dents. Convicted drug ad-
dicts, however, have high
accident rates

Youngest and oldest have
highest accident rates;
youngest drivers have
about twice the accident
rate of middle-aged driv-
ers

Women have fewer acci-
dents per time period; may
have fewer accidents per
mile driven, but evidence
is conflicting

Married drivers generally
have fewer accidents than
single drivers except for
young males

Marital
status

Past record Positive relation between
accidents and violations.
Both are correlated with
future accidents and vio-
lations, but relation is not
strong

Sensori-
motor
abilities

No significant relation

Intellectual Very slight negative rela-

ability tion may exist; i.e., better
educated may have fewer

accidents

Mental
health

Suggested, but inconclu-
sive, positive relation be-
tween mental health and
driving performance

Personality Item analyses of personal-
measures ity tests show some items
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are related to driving per-
formance. Temperamental
and emotional factors seem
relevant to accidents. but
little confirmed evidence
exists

General  Increasing evidence that

adjustment “an individual drives as he

to society lives”, i.e., individuals
known unfavorable t» so-
cial service agencies have
higher accident rates

Again it can be seen that several driver
characteristics are connected with differ-
ent driver performance criteria. But the
connections are rather weak. This means
that predictions based on even the best
possible predictors will be wrong in a
large number of cases, especially ii the
predictions are made routinely and by
stereotyping.

As Schneider and Schubert supposed.
weak correlations depend on poor crite-
ria, but official decision-making uses the
same poor criteria.

But the reviews show as plainly as
anyone can desire that the “human fac-
tor” varies greatly. They may also show
that the entire cause of the devian: be-
havior in traffic, as elsewhere, is very
individualistic. It is my opinion tha: the
system of rehabilitating traffic viohtors
which is used in Finland, and I think in
the whole of Scandinavia, is:

1. too simple to be able to tackle the big
problem of traffic accidents and traffic
violations,

2. uses wrong hypotheses concerning the
causes of deviant behavior in traffic, and
3. is badly adapted to a modern scciety
where a growing majority of the popula-
tion drives cars, and denial of their right
to drive would severely upset their daily
living patterns, and where the pablic
transportation system can not satisfac-
torily fulfil the needs of personal effi-
ciency and recreation in traffic.

SOU 1971:81




5. The idea of driver im-
provement. An alter-
native

Although it is dangerous to uncritically
transplant ideas from other countries, it
might be very useful to pay attention to
trends abroad, especially to the U.S.A.
where the greatest investment is being
made in searching for an alternative to
excluding drivers from traffic by suspen-
sion or the revocation of licences. And in
this respect the greatest difference be-
tween the policies in the U.S.A. and Fin-
land concerning the possession of driver’s
licenses is that in the U.S.A. the licensing
authorities try to postpone the suspension
of the licence actively, while in Finland
the licence can be suspended after two
moving violations within a certain time
space.

5. 1. A system which is usually
not included in the idea of a
driver improvement system
is the point system.
According to an AAMV A-
publication (1965, p. 141)
the definition of the point sys-
tem is as follows:

POINT SYSTEM—A method of evaluat-
ing drivers’ records by assigning a weight,
in terms of a number of points, to each
traffic law conviction, accident, or other
reported information, usually within a
stated period. Points are usually assigned
in accordance with a table representing
the evaluation of the event reported. The
total accrued within a given period of
time may determine referral of the record
to a Driver Improvement Analyst and
may guide or even determine Driver Im-
provement Action.

Different traffic violations imply dif-
ferent amounts of points. A more severe
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violation implies more points. A certain
amount of points within a certain time
space implies a departmental action. But
to fulfil its function of driver improvement
the point system requires:

a. a central, more or less automatic
registration system,

b. that all drivers are informed which
violation implies which points and at
which point level the licencing authorities
will react concerning the licence, and

c. that the relation between a violation’s
degree of risk and the amount of points
is objectively established and not deter-
mined by a group decision or common
sense.

The traditional driver improvement
programs in the U.S.A. consist of multi-
stage evaluation and treatment processes.
In the following review I am referring to
special reports and to reviews by Kaest-
ner (1968) and Miller and Dimling (1969).

The first phase of the program often
involves a warning letter or an advisory
letter which is sent to the traffic violator.
Continued traffic entries on the record of
the recipient of a warning or advisory
letter trigger the second stage of the pro-
gram: the driver improvement interview
(or hearing). The interview can be held
individually or in groups. For those driv-
ers who fail to drive trouble-free after the
interview, the third and final phase of the
driver improvement program is invoked.
This usually consists of a suspension of
the driving privilege for varying time in-
tervals.

5. 2. Evaluative studies of the

warning (advisory) letter

Only three completed studies on the ef-
fectiveness of warning (advisory) letters
have been published (Miller and Dimling
1969, pp. 1V-28—IV-29). The first two
of these, by Temple and Ferguson, were
undertaken nearly a decade ago in Texas.
One hundred drivers eligible for an advi-
sory letter were selected in the first study.
Only half ot them were sent the letter.
Although the subsequent accidents and
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violations of letter recipients were less
than those for the nonletter control group,
the difference was not statistically signifi-
cant.

In the second study by Temple and
Ferguson a stronger letter of warning was
sent to fifty recipients, while fifty control
drivers did not get any letter. The results
indicated that significantly fewer drivers
receiving the letters had subsequent viola-
tions as compared with those of the con-
trol group. The follow-up time is not
known.

Campbell (1964) has made a method-
ically very sophisticated analysis of the
effects of the advisory notice. The follow-
up time was nearly two years. Campbell
found a significant reduction in the num-
ber of subsequent violations and a signi-
ficant increase in the time lapse before
subsequent traffic violations. No accident
data were reported.

In Oregon, U.S.A., Kaestner et al.
(1965) conducted a study of the effects of
the form and content of a driver improve-
ment warning letter on subsequent driv-
ing. Four groups were used in the pro-
ject:

1. a control group (n.=240),
2. a standard form letter group (n.=241).
3. a personalized standard letter group

(n.=233), and
4. a personalized soft-sell letter group

(n.=233).

The recipients were assigned to the dif-
ferent groups at random. The criterion was
the number of drivers in each group who
were determined as “trouble-free” for six
months, or a year in some cases (some
“failures’” led to interviews, mandatory
suspensions or other actions by the de-
partment and were not comparable). The
results of the study indicated that those
receiving the standard letter and those re-
cieving no letter had very similar subse-
quent driving records. Personalizing the
standard form letter without changing a
word resulted in significantly fewer traffic
involvements for the first six months. The
personalized soft-sell letter had signifi-
cantly fewer involvements during a follow-
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up period of one year. And finally, the
driving superiority of the two personalized
letter groups was primarily attributable to
the improvement of the drivers under 25
years of age. Unfortunately insufficient
sample size prevented definite evaluation
of the influence of the letter on accidents,
but a clear positive trend could be noticed.

A thorough and extensive research pro-
ject concerning the effectiveness of warn-
ing letters in reducing accident and cita-
tion frequency is in progress in Califor-
nia, U.S.A. The following variables have
been included as experimental factors:
a) degree of threat content, b) degree
of intimacy content, c) follow-up letter,
d) inclusion of questionaire, and e)
active type of mailing (Interim Report,
Department of Motor Vehicles, Califor-
nia, 1966). A similar project is also going
on in Norway (Institutt for Kriminologi
og Strafferett, Universitetet i Oslo; pro-
ject director: Louis Kamber).

5. 3. Individual interviews or
hearings

According to Miller and Dimling’s review
(1969, p. IV-32) Chalfant and King eval-
uated the Michigan driver improvement
program. They evaluated both a re-exam-
ination interview and the possibilities
that certain treatments would be differen-
tially effective with problem drivers with
varying characteristics. It was generally
found that the recidivism rate was highest
for the most severe form of treatment. It
is unknown, however, how the drivers
were assigned to different treatment
groups.

In 1965 Coppin et al. published an ex-
tensive research report of the effect of
short individual driver improvement ses-
sions. Five hundred and one matched
pairs of negligent drivers were compared.
A hearing consisted of a 30—40 minute
contact with a departmental driver im-
provement analyst. During the session the
subject’s record was discussed, and var-
ious suggestions for improvement in the
record were made by the analyst. The hear-
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ing was not therapeutically structured. The
analysts were not trained in counselling
techniques. The analyst’s basic role was
to impress upon the driver the importance
of safe driving habits and the ramifica-
tions of continued traffic law violations
and accidents. The hearing groups were
subdivided on the basis of response to a
“mild” hearing notice: 1) those who ap-
peared, 2) those who received a notice
but did not appear, and 3) those whose
notice was returned “unclaimed” by the
post office. The major findings: 1) The
hearing groups had significantly fewer ci-
tations during the first subsequent year
than the control group (the significant
difference disappeared during the second
control year), 2) no difference was found
between accident frequencies, 3) the time
lapse before the receipt of the initial cita-
tion subsequent to treatment was signi-
ficantly longer for the hearing group. Be-
cause the subsequent citation and acci-
dent frequency did not differ between
those who attended the hearing and those
who did not, it could not be concluded
that it was the face-to-face contact with
the analyst which affected the subsequent
reduction of traffic citations.

Another extensive evaluation of the ef-
fect of individual treatment was done in
Oregon, U.S.A., by Kaestner et al. (1967).
A motivational-informational, non-puni-
tive, standardized interview 45—55 minu-
tes in length was conducted by an exten-
sively trained analyst. The drivers were
tested for their knowledge of the law, the
test results were reviewed, and the driv-
er’s record was considered in detail. The
driving records of typical drivers of the
same age as the interviewer were discussed.
The criteria were: a) number of driv-
ers in each group who were troublefree
for one year and b) the time elapsed to
the first traffic involvement. Violations
were significantly reduced. The experi-
mentals had a longer delay before the oc-
curence of another violation. And fewer
drivers in the interview group were in-
volved in both traffic violations and traf-
fic accidents.
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A third very thorough evaluation of
individual treatment was conducted in
the state of New Jersey by Henderson
and Kole (1967). Over 6,000 drivers were
involved in the study. Control groups
were used, but the assignment was not
strictly random in that the treatment
groups had more prior accidents and vio-
lations on their records than the controls.
The treatment program was highly indi-
vidualized and included an intake inter-
view form, an initial interview, a test of
law knowledge, written psychological tests
and scales, a series of psycho-physical
examinations and a final counselling. The
analysts were selected and trained in hu-
man relations. The whole session required
2—3 hours. The follow-up time varied
from forty to sixty months. The study is
noteworthy in that it found significant
differences for both violations and acci-
dents. The reported recidivism rate of
clinic graduates was extremely low. The
central features appear to be the highly
individualized nature of the contacts and
the extensive training program for the
driver analysts.

5. 4. Group procedures as a

driver improvement device

In the Californian Department of Motor
Vehicles extensive research has also been
conducted concerning the effectiveness
of driver improvement programs for
groups (Coppin 1961 and Coppin et al.
1965). The first project was started as
early as 1958, and it probably represents
one of the pioneer efforts to develop
equivalent control groups for the evalua-
tion of the meetings of driver improve-
ment groups. Drivers were assigned at
random to the experimental and control
groups. A session lasted approximately
one hour, and the discussion was directed
by a driver examiner without any special
training. Every group meeting had fifteen
participants. Each driver was given a
driver attitude test, the driver was asked
to score it himself, and no further analy-
sis of the results was made. The analyst

107




tried to “sell” good driving naoits. Both
driving and non-driving problems were
discussed, the consequences of continued
negligent driving was also made clear
during a lecture portion of the meeting.
Each driver was supplied with a copy of
his past thirty-six months’ driving record,
which was discussed. The session consist-
ed of many different techniques to change
behavior or attitudes: group discussion,
lecture, self examination. The two groups
were matched, but the control drivers
were on the average five years younger
than the meeting group, and this may
have given the meeting group a slight
advantage. A significantly greater reduc-
tion in convictions was noted for the
meeting group as compared with the con-
trol group; no such reduction in accidents
was noted. The follow-up time was twelve
months. A group meeting had also a sig-
nificant effect on delaying drivers from re-
ceiving moving violations. The meetings
appeared to have more effect on the older
driver. Later the same project was con-
tinued (Coppin et al. 1965) with larger
groups but using the same research and
improvement technique. Again violations
were reduced, whereas accidents were not
significantly affected. The Department of
Motor Vehicles in California is continuing
the research by using alternative ap-
proaches in an attempt to achieve the
goal of reducing accidents.

In the state of Washington Kastelle and
LeSueur (1965) and Wallace (1969) have
been conducting group discussion tech-
niques within several driver improvement
programs. The initial Washington project
was conducted in cooperation with the
large research project of the George
Washington University, Washington, D.C.,
under the direction of L.E. Schlesinger
(1967). The whole Washington program,
started in 1964, has gone through several
modification phases, and a large research
program designed to evaluate four sepa-
rate treatment programs for the problem
driver was started in 1968. The initial
program involved three two-hour sessions.
The approach was non-directive group dis-
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cussion, and the group discussion leaders
were carefully selected and trained high-
school counselors. This contrasts with the
Californian studies where no selection or
training was conducted for the depart-
mental personnel who had driver’s licens-
ing experience before their duties as group
leaders began. According to Wallace
(1969, p. 2), “...the program was based
on the belief that group discussion meth-
ods are more effective than diagnostic
or lecture-centered approaches because
they involve active participation and en-
courage group members to express their
feelings, turn their attention toward prob-
lem solving, and apply their own ideas.

. and increase the driver’s sense of re-
sponsibility for the effects of his driving
behavior and discourage the tendency to
shift responsibility or blame to others. ..”
The sessions included gripe session,
hypothetical cases, driving and non-
driving behavior, difficult driving situ-
ations and review. The follow-up time was
first six months, and during this time the
group discussion drivers reduced signifi-
cantly the violations but not the accidents.
After eighteen to twenty-four months
another follow-up analysis was made, but
the differences had disappeared. The “no
shows” in the study group tended to show
equal improvement to that of the ses-
sion. Thus the actual attendance was not
a critical factor, but rather the additional
contact by the Department of Motor
Vehicles. The letter by which the viola-
tors were notified was slanted to convey
the idea that the program was educational
rather than punitive; however, the letter
did indicate that rewards and punishment
were associated with attendance. A re-
vised program was started in 1966, and a
follow-up evaluation of six month’s driv-
ing record showed that the experimental
group was slightly better than the con-
trols. An effort to discover possible
changes in violation and/or accident pat-
terns was made without any results.

A very large and a very carefully made
study of different driver improvement pro-
grams has been completed at the psycho-
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logical department of the George Wash-
ington University, Washington, D.C., un-
der the direction of Dr. Lawrence E.
Schlesinger (Schlesinger and Tavani 1967).
The group dynamic study was divided
into two major segments: 12-point and 5-
point studies. Assignment to the experi-
mental (n.=2,115) and the control group
(n.=1,531) was made randomly. The
follow-up time was eighteen months.

In the 12-point study, where serious
traffic violators were involved, the exper-
imental group was given three discussion-
oriented sessions, which “were intended
to lead them through a catharsis, an in-
sight into the generation of aggressions
and finally to know how the violator’s
actions relate to others to bring about a
responsible problem-solving attitude” (p.
174). Biosocial and certain attitude data
were collected from all subjects before
treatment. After treatment the experimen-
tals were asked additional questions re-
lating to attitudes. Finally an analysis was
made of the characteristics of recidivists.
The effect of treatment was evaluated dif-
ferently for white and coloured males. The
conclusion: attending the three sessions
had no significant effect on improving
driving behavior. No variable or set of
variables used in the study appeared to
be useful as predictors of recidivism. But
recidivism tended to increase as self-per-
ceived improvement in thinking regarding
the traffic system increased. Finally, the
suspension of driving permits tended to
be punitive rather than corrective, since
it is associated with increased rates of re-
cidivism.

Drivers who were charged with 5—7
points were considered less serious viola-
tors. By random selection these violators
were placed in one of two experimental
groups—the lecture group (n.=1,094) and
the discussion group (n.=1,146)—or they
were placed in a control group. The lec-
ture group was given one lecture, and the
discussion group was led in one discus-
sion. The experimental groups were asked
to answer a questionnaire after the ses-
sion. Follow-up time was eighteen

SOU 1971:81

months. The post-treatment driving be-
havior of both experimental groups show-
ed a very slight but consistent improve-
ment over the control group. The lecture
group clearly showed surprisingly greater
improvement than the discussion group.
Certain characteristics were found to be
typical of recidivists.

The driver improvement classes had
some beneficial effects on the less severe
violators. This depended perhaps on the
hypothesis that different classes of viola-
tors represent different populations who
require basically different types of treat-
ment.

Henderson and Kole (1967) also made
another study concerning driver improve-
ment. This time the study technique was
group discussion. The group discussion
leaders were carefully selected (interviews
and psychological tests) and thoroughly
trained (by using role playing and tech-
niques in group discussion leadership). One
control consisted of pre- and post-testing
and another of the use of control group
“no shows” and control group “no con-
tacts”. Follow-up time was 20—24
months. The experimentals and the con-
trols were tested with different psycho-
logical tests. The experimentals pertic-
ipated in four two-hour sessions of films
and group discussion. Results: The ex-
perimentals did not differ greatly from
the controls on the psychological mea-
sures. The violation and accident records
before the treatment were similar for the
experimentals and the controls. The post-
clinic records showed that treatment
resulted in a lowered violation rate.
The accident rate was, however, not af-
fected. Henderson and Kole make this
important suggestion: ... the occurrence
of violations might well depend on atti-
tude and, thus, can be consciously con-
trolled, while that of accidents perhaps
depends more on skills.”

5. 5. Summary

In table 6 a review is given of different
treatment programs and their different
effects. Only those studies which used
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control groups have been included. The
follow-up time varied from six months
to two years. Where no statement is given
concerning the effects, the criterion was
not used or it was not reported.

As can be seen from table 6 the
different driver improvement programs do
have a documented effect on violation
behavior. Personalized warning or advi-
sory letters apparently reduce subsequent
violations, but there is little evidence that
subsequent accidents are reduced. Indi-
vidual interviews or hearings appear to
reduce violations during a subsequent
time. In addition there is evidence that
highly individualized programs have an
accident reducing effect. Finally, different
group procedures appear to have again a
violation reducing impact but seem not
to affect accident behavior.

It appears to be a fact that warning
letters, impersonal and not therapeuti-

cally oriented, individual sessions and
group procedures do affect drivers’ viola-
tion behavior but not their accident be-
havior. This may hypothetically depend
on a possible closer connection between
attitudes and violation behavior, which
can be so much better controlled by the
individual driver. Accidents, however, are
dependent on personal skills and on sev-
eral external factors which a driver has
no possibility to control. But when an in-
dividualization of the improvement pro-
gram directs its principal effort in each
case toward first diagnosing the specific
nature of the problem and then toward
counselling accordingly, this procedure
may affect personal factors (or combina-
tions of factors), which may be found to
be in close connection with accident pro-
ducing behavior (knowledge, attitudes
and/or skills). A crucial point here is the
training of the counselor.

| Tab. 6 Estimated effectiveness of different driver improvement actions

CRITERIA

Violation delaying Accident delaying effects
reduced rate fewer drivers effects on|reduced rate fewer drivers on accident-
or number involved citations |on number involved involvement

} Program

E author(s)

| Warning or advisory letter
Temple, Ferguson (1958
a) regular warning letter
| b) strong warning letter
| Campbell (1959) yes
' Kaestner, Syring, Warmoth (1965)
a) standard letter
b) personalized standard letter  yes

c) personalized “soft-sell” letter yes positive trend

Individual interviews or hearings

‘ Coppin, Lew, Peck, Marsh (1965) (the same trend with “no shows”)
| Kaestner, Syring (1967) yes yes

| Henderson, Kole (1967) yes yes

J\ Group procedures

. Coppin (1961) yes
| Coppin, Marsh, Peck (1965)

|| Kastelle, LeSueur (1965)
| a) follow-up 6 months

b) follow-up 18—24 months

ﬁWallace (1969) no

| follow-up 6 months positive trend

| Schlesinger, Tavani (1967)

| a) serious violators no
i b) less serious violators, lecture yes
| c) less serious violators, discussion no
| Henderson, Kole (1967) yes
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6. A proposal

6.1. The aim: to improve primarily the
safety level of traffic and secondarily the
levels of efficiency and recreation.

6.2. This aim can be reached by manip-
ulating the car, the traffic environment
and the driver. The conditions involved
in improving the driver’s performance
level are, among others, as follows:

1. People differ from each other both
concerning their dispositions to react to
environmental requirements and concern-
ing behavior in general (different people
see the same thing in different things, and
different people see different things in the
same thing).

2. Traffic accidents are usually caused
by a pattern of causes and very seldom
by driver performance alone.

3. A growing majority of the popula-
tion drives cars, and denial of their right
to drive would severely upset their daily
living patterns.

4. Accidents occur relatively infre-
quently, and most of the accidents are
caused by drivers whose driving records
were satisfactory until the time of the
first accident.

6.3. Necessary conditions in order to
change individual behavior seem to be
the following:

1. We must be able to measure accu-
rately various aspects of the individual’s
performance, to quantify the performance,
to know the difference between successful
and unsuccessful performance.

2. We must be able to inform the indi-
vidual about his performance, both suc-
cessful and bad performances (=feed-
back).

3. We must be able to inform an indi-
vidual rather precisely on how he might
or is recommended to improve perform-
ance.

4. We must investigate the individual’s
capacity to improve.

5. We must be able to motivate the in-
dividual to improve performance.

6.4. Therefore. ..
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We may change from a system of ex-
cluding and screening drivers to a system
of educating and improving driving per-
formance.

We may move from the principal goal
of driver improvement to an objective of
driver and system improvement.

We may focus on the possibilities of
educating and improving drivers during
the licensing phase of drivers’ develop-
ment.

We may create a speedy and automat-
ed data processing system within the
driver’s licensing system. This means a
centralized data bank for driving behavior.
This means, however, also that the ob-
servers in traffic (mostly the police)
should be selected and trained in their
job to observe and promptly correct risky
behavior in traffic. And finally this means
that an observation technique should be
developed. All these factors are prereq-
uisites for the necessary conditions men-
tioned in 6.3.

We may use the differential advisory
letter system when we have initial indica-
tions of potential accident behavior in
traffic. This diagnostic mass system will
probably be invalid to some degree, but
it is one possible way to eliminate “the
false negatives” (the drivers who will im-
prove by themselves with time) from
being exposed to the more severe, more
costly and more time consuming rehabili-
tating process which is proposed next.

We may in “true negative” cases handle
a problem driver as an individual; we
may try to diagnose the specific nature of
his problem in traffic and provide valid
individualized counselling treatment. We
have diagnostic devices concerming traffic
skills, the knowledge of the law and psy-
chomotoric qualities, but attitude tests
must be developed.

The suspension of the driver’s licence
may be the only possibility in certain
cases with bad prognosis — paranoid
psychopathology, aggressive psychopatho-
logy, among others—who may have
slipped through the initial screening pro-
cess and later therapeutic phases.
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We may coordinate research concern-
ing:

1. an adequate model of the driver’s
task,

2. development of a model to predict
accident probabilities for various sub-
groups of drivers,

3. a model of valid diagnostic and rem-
edial procedure, and

4. informal control of driver behavior
in different subgroups of drivers.
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Summary in Swedish

De flesta olyckor orsakas av forare
som inte tidigare haft nagon anmirkning
pa sig. Trafiksikerheten paverkas saledes
inte nimnvirt av att ett fatal forare tas
ur trafiken. Dessutom ar de flesta trafik-
olyckor orsakade av en kombination av
ett flertal bidragande faktorer.

Vad giller sambandet mellan trafik-
brott och olyckor finns det ett sddant sam-
band dven om sambandet inte dr sarskilt
starkt. Sambandet Okar emellertid om
trafikanten begatt ett storre antal trafik-
brott. Det finns tecken som tyder pa att
svarhetsgraden av straffpafoljden eller
korkortsingripandet i anledning av tra-
fikbrott inte paverkar trafikantens fort-
satta satt att skota sig i trafiken. I vissa
fall kan ett stringt ingripande ha en for-
samrande effekt pa trafikanten.

Besluten om korkortsingripande grun-
das i hog grad pa uppgifter om trafik-
olyckor och trafikbrott. Dessa grunder
ar emellertid otillforlitliga. Detta innebir
att effekten av korkortsingripanden &ar
forvanansvart dalig om fragan ses fran
trafiksdkerhetssynpunkt.

Tallgvist betonar de stora svarigheter
som finns ndar det giller att forutse en
trafikants fortsatta upptradande i trafiken.
Det nuvarande sittet att paverka den som
avviker i trafiken dr ocksa for enkelt for
att kunna mota det mycket komplicerade
problem, som trafikbrott och trafikolyc-
kor utgor. Det ar ocksa utformat utan att
det behov av bil som i ett modernt sam-
halle finns for praktiskt taget varje med-
borgare beaktats.

Pricksystem virdefullt

De tankar som utvecklats i USA om att
en av korkortsmyndighetens huvudupp-
gifter ar att forsoka forhindra korkorts-
aterkallelse ar darfor véird att beakta. 1
detta sammanhang har ocksa ett sk.
pricksystem ett stort varde. Tallqvist nim-
ner varningsbrev, personliga samtal och
gruppsamtal som olika metoder, vilka
synes paverka antalet trafikbrott och i
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viss utstrickning dven antalet trafikolyc-
kor.

Slutligen foreslar Tallqvist olika atgar-
der for att forbdttra ingripandena mot tra-
fikanterna. Han forordar siledes att vi
Overgar fran ett system ddr vi utesluter
vissa forare fran trafiken till ett system
som syftar till utbildning och forbattring.
Vara atgirder maste saledes sittas in re-
dan innan trafikanten forlorat sitt kor-
kort. Detta innebar bl.a. att i de allvarli-
gare fallen maste vi forsoka gora en diag-
nos av trafikantens speciella problem i
trafiken. Vi maste ocksia ha tillgang till
en individualiserad behandling. Som en
sista atgird bor vi sedan tillgripa kor-
kortsaterkallelse.
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Some necessary
requirements for
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1. Introduction

Despite a lot of traffic safety research we
don’t know very much about the human
factor in road traffic. Or do we? Do we
for example know enough about the ne-
cessary requirements for improving traffic
safety by means of driver selection and
driver improvement?

We know, however, that we must do
something in order to get a higher traffic
safety level. We know that one way of
improving traffic safety could be driver
improvement, but which drivers, in what
respects and to what extent. In the report
“Therapeutic measures and the traffic
offender”” Anders Tallqvist gives a sum-
mary sketch of some problems in this
field, some research projects and results
and finally he proposes a series of mea-
sures. But there are some questions he
only touches on or overlooks, and more
results that be taken into consideration
and conclusions derived that really can
and must be discussed.

3. Road traffic as man-
machine-environment-
system

Road traffic can be looked upon as a
man-machine-environment system with
the aim of producing communication, that
is transportation of individuals, goods etc.,
and recreation. At the same time we re-
quire that the system shall have a flexi-
bility and capacity high enough to cor-
respond to our very different needs of
transportation, it shall function safely,
easily be got at and it shall be comfort-
able, rapid and cheap. Thus safety is one
of several conflicting demands and the
construction of the system as well as dif-
ferent measures towards it must be based
on an evaluation of these demands.
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Unfortunately you very seldom find
such explicit evaluations and correspond-
ing discussions about different problems
concerning optimizing. Even more seldom
do we really draw the conclusions from
the fact that we—at least we say so—
primarily are concerned about the safety
of the system; we do not seem to be will-
ing to pay for safety at the expense of
any real change of the other demands
upon the system. We are so far from a
rational approach to these problems that
even the thought of a cost—benefit anal-
ysis and based on that a conparison be-
tween different measures is very often
lacking.

Some papers presented at this sympo-
sium are just another proof of that, and
in a way the report from Anders Tallqvist
illustrates a very probable consequence of
this approach. With some accentuation
you could sum it up like this. In the
introduction he discusses some implica-
tions of the fact that road-traffic is a
man-machine-system. But he overlooks

some essential implications, almost proves =

that yet we do not have the pre-requisites
for an efficient driver improvement and
not the effective methods of treatment
we need and still he proposes a series of
therapeutic measures despite that he him- |
self also concludes that “we may move =
from the principal goal of driver improve-
ment to an objective of driver and system
improvement”.

There are numerous examples, even

recent ones, of how different components
of the traffic environment—vehicles,
roads, roadsigns and so on—are con-
structed without enough consideration -
about how they will function together
with man. Such considerations have been
taken only on a very superficial level and ~
the fact that there are limitations of hu-
man performance has been and still is
overlooked. One explanation can be that
evaluation of the safety of the system
has been based primarily on accidents,
which gives a very delayed feed-back, that |
is you don’t know anything about the
shortcomings of a specific construction or
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. subsystem until it has been used for some
time. But the fact that road traffic is a
man-machine-environment system does not
only imply that the different components’
shall be adapted to each other, it also im-
plies that the function of the system can
be studied and evaluated in terms of dif-
ferent degrees of adaptation—e.g. in terms
of the behaviour of the traffic participants
in different traffic situations. Thus we
do not need to—and should not—wait
until we get accidents in order to decide
if a subsystem functions or not.

In order to get a more immediate feed-
back, to remedy several pieces of neglect,
to avoid further mistakes and really solve
some problems in road-traffic it seems
obvious that we must take man and the
limitations of the capacity of man into
consideration to a greater extent than we
have done so far. Evidently there is much
room for different measures towards the
environment and the traffic system as a
system and also many reasons for such
actions. In that case we not only ought
to discuss the necessary requirements for
and the expected results of different ac-
tions towards the traffic-participants but
also use these considerations as a base
for a discussion of these measures in
comparison to other different measures,
for example towards the environment, or
directed at system functions. In his report
Anders Tallqvist touches upon these
questions, but he drops them far too
quickly.

As a consequence he only incidentally
mentions something about the limitations
of driver selection and improvement as
means to improve traffic safety.

3. Necessary require-
ments for driver se-
lection and improve-
ment

If we want to improve traffic safety by
means of measures towards the traffic-
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participants—such as driver selection and
driver improvement—there are some ne-
cessary requirements which we must take
into consideration.

3. 1. The limits of the measures

Primarily we must make clear the limits
of the measures themselves. Driver se-
lection has its limitations depending on to
what extent we are apt to accept a very
strict selection.

We live in a community where people
get more and more dependant on individ-
ual transportation by cars. And as An-
ders Tallqvist points out a “denial of their
right to drive would severely upset their
daily living patterns”. Another question
—that Tallgvist doesn’t mention—is,
would we accept a stricter driver selec-
tion by means of, for example, some tests;
would we accept the failures such a
system will have and to what extent. If
we think or know that we would not ac-
cept neither a stricter selection nor the
uncertainty of the methods perhaps we
had better spend our scanty resources
on more beneficial research projects than
those dealing with driver selection. At
least we ought to discuss it.

Another limitation has already been
touched upon, the limitations of man, of
his capacity and performance in different
situations. Tallgvist mentions this when
he concludes that “We must investigate
the individual’s capacity to improve’. We
know that people can improve on atti-
tudes, knowledge and behavior, but the
crucial question is if they can improve on
those respects that they do not cause ac-
cidents. We had better investigate that
before we make any proposals about
therapeutic measures.

There also is a limit concerning the
maximum effect of measures towards the
driver; only those accidents where the
driver to some extent is the causing factor
can be avoided by those means. This is
quite obvious and unnecessary to tell this
audience; the only trouble is that we do
not know where this limit lies. According
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to Mackay et al (1967) the driver could
be the more or less causing factor in
about 859, of the accidents. An inter-
esting question related to the previous
discussion however is in how many cases
we would prefer to change some compo-
nent in the environment rather than the
driver—the rest of the cases constitute
the real limit of the effect of measures
towards the driver. It can be cheaper to
change roadsigns or create a new infor-
mation system in order to give the driver
the information he needs than to teach
every new generation of drivers how to
discover “hidden information” besides the
road.

3. 2. Screening tests and criteria

Reliable and valid screening tests or other
means and reliable criteria, of course, are
necessary requirements for both driver
selection and driver improvement. Tall-
qvist and also Biehl (1969) have given a
fairly complete summary sketch of the
problems, of some experimental results
and the conclusions that can be drawn.
Furthermore we have already had a dis-
cussion about different aspects of the
problems in this field.

(A few remarks concerning these parts
of the report (3.1—3.7 and 4) may be
added depending on how completely we
have covered the field during the pre-
ceding discussions.)

3. 3. Diagnostic tests

Another necessary requirement—mainly
for driver improvement measures—are
reliable and valid diagnostic tests. Of
course the screening tests in several cases
give information about in what respects
the driver has to be improved, but at
least some of the methods proposed by
Tallgvist—and Biehl— do not. Even driv-
er records must be looked upon as poor
sources of relevant information in this
sense.
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3. 4. Efforts to improve drivers

In his report Tallqvist gives a very in-
teresting survey over different treatment
or rather of the effects of different treat-
ments. He refers to a lot of experiments
and draws some conclusions from the
results.

Concerning the effects of warning—or
advisory—letters minor differences in fre-
quency of violations have been found. In
two out of the three experiments referred
to significant differences between experi-
mental and control groups are reported—
in one of these cases however the time-
period of the follow-up is not reported.

Three experiments are referred to con-
cerning the effects of individual inter-
views or hearings. Differences in frequen-
cy of violations are reported in all of
them; in two cases significant, but in one
of these there was no significant differ-
ence during the second year of the follow
up.

In two of the experiments also differ-
ences in accidents are reported one of
them at a significant level; but generally
Tallqvist does not report at what level.

Concerning the effects of group proce-
dures Tallqvist refers to six different re-
ports of experiments. In two of them sig-
nificant differences in frequency of viola-
tions are reported, but again a significant
difference in one case has disappeared
when the follow-up is repeated after 18
—24 months. In two experiments viola-
tions are said to be less in the experimen-
tal group compared with the control group.
It has not been possible to demonstrate
in any of these experiments a correspond-
ing difference in the frequency of acci-
dents. i

Referring to one of the experiments—
under the direction of Dr Schlesinger
(1967)—Tallqvist describes the results in
terms of improved driving behavior, but
he does not tell us how they defined and
measured this behavior. Furthermore, very
little is said about evaluations of the ef- *

fects of the different treatments on the =

level they primarily are supposed to have, =
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effects that is in terms of insight, attitude,
knowledge or what not.

From what is said here it is obvious
that Tallgvist has been a little too kind
when he for example summarizes some
of the results like this. “As can be seen
(from table 6) the different driver im-
provement programs do have a docu-
mented effect on violation behavior. Per-
sonalized warning letters or advisory let-
ters apparently reduce subsequent viola-
tions, but there is little evidence that sub-
sequent accidents are reduced.” 1 would
say that sentences like these are danger-
ous because there are so many people in
the field of traffic safety that do not go
behind them—they believe what is written
as summary and act from that belief.

Thus I can not agree with Tallqvist
when he proposes the use of these treat-
ments. I think we yet know far too little
in order to suggest that we spend money
on such measures. I agree then when Tall-
qvist proposes more research.

If these or some other treatments really
are found to be effective, why don’t we
investigate in what way people have
changed really. Because if we knew that
perhaps we would get this change all over
the driver population not only in a small
group and we could do it before they
have got any accidents—i.e. we could do
it already during the primary driver train-
ing courses or as a close follow up when
the driver starts driving by himself with-
out a teacher.

Finally I must emphasize that as a psy-
chologist I really do like the proposals
about an effective system of immediate re-
inforcement of driver behavior. In a forced
choice situation between the different
proposals Tallqvist makes I would advo-
cate that we do much more research
about that.
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Summary by Terence Willett of the discussion
regarding Therapeutic measures

I think one very serious thing has come
out of this discussion. It is our dissatisfac-
tion with what is done now. We have
heard the experts discussing results of
contemporary systems of dealing with
road traffic offenders and accident re-
peaters. It is very obvious that the success
of this is as low as it is in the general
penological system with which perhaps a
criminologist is more familiar. The pay-
off is apparently bad.

One of our great difficulties is to set up
an adequate research programme to eval-
uate the system. What do we mean by a
successful outcome of a retraining scheme?
In order to manage this we have got to
develop, probably internationally, a con-
cept of good drivers, and I would not
have thought this so difficult. This seems
to be an urgent job and it is one which
everyone concerned with road traffic could
perhaps get down to without delay. Until
we get our definitions right, we can’t get
our aims clear. Until we get our aims
clear, we can achieve nothing.

There was a discussion about education
being the best form of therapy to antici-
pate the offence, anticipate the accident.
This, it was stressed, is an urgent problem
and the school is perhaps the place where
it should be tackled. Many schemes of
this kind that are conducted in schools
are not very adequate. They are not con-
ducted by people who are really trained
themselves in putting this type of thing
across. Often they are, as I saw in the
United States myself, conducted in a very
loose and eager way—a police officer with
no specific training in changing attitudes
goes to a school and gives occasional lec-
tures. The thing is a ritual. It has got to
be more than a ritual. The school children
don’t like rituals any more than we do.
We want something concrete. This is an
area of research which is urgent.

We then come to the situation after the
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offence or after the accidents have oc-
curred. We will find difficulty, I think,
in distinguishing between accidents and
offences. In a certain way they overlap.
I think we have to be careful in using the
term accident. There are accidents about
which it is quite wrong to take any other
action. What occurred is caused by the
system. Retraining of the driver is really
not to be recommended, as it is obvious
that the driver couldn’t help his action be-
cause the accident was brought about by
the vehicle or by the environments. By
noting that there is a very high rate of
accidents in particular places, the ap-
propriate reaction should be indicated.
The appropriate reaction should not really
be to punish someone for something that
he couldn’t help. Otherwise, as the Lord
Mayor so wisely said yesterday, you get a
situation where you agonize the driver and
make him unreliable because his problem
is not understood. So we need to make a
distinction between these two things, ac-
cidents and offences.

Research would help us to do so. But
it has got to be massive research. This
costs money and it might be for the bene-
fit of the insurers as well as the benefit of
anyone else to spend this money. Perhaps
the model for this kind of system can be
found in the very sophisticated set-up in
California which I think Mr. Tallqvist has
visited and also others in this room have
seen. This set-up is organized and operated
by Doctor Ronald Coppin and I would
stress the value of the reports which are
frequently issued from their highway de-
partment. The information from one
country is not always applicable to an-
other but I think the main characteristic
of Coppin’s work is how applicable it is
to most societies.

The question of a punishment or treat-
ment, the value of the choice, etc., all
these things were taken up yesterday. But
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really there has got to be some screen
system operating before individuals come
to court. Those who judge have got to be
helped much more than they are at the
moment. We particularly want to know,
as Judge Cosmo stressed, whether the ac-
tion that has taken place is due to ignor-
ance or whether it is due to an intention
on the part of the driver to behave in
what he knows to be a dangerous or anti-
social way. Often a court process doesn’t
answer this question. It perhaps should
be answered before the process takes
place. If you have something like the point
system operating, in which there are many
interviews before the offender ever gets
to court and in which every agency is
consulted that knows about him, we could
build up a great deal of bodily knowledge
about the driver. He can also be sure that
we have the best evidence before the court
comes in with its power to disqualify. Its
legal principle of using the best evidence
is a thing we should always remember.

We discussed for a little while the prob-
lems of changing the system. Mr. Brown
brought up the need of doing so. Admit-
tedly we need to change the system, ad-
mittedly we need to have vehicles de-
signed with maximum ergonomic efficien-
cy. But surely in training and in therapy
we have to deal with what we have and
recognize that the human factor, the indi-
vidual with his power to decide, his power
to receive, his power to adapt himself is
a given factor that we must deal with. Let
us by all means study the problems of
changing the system, the problems of
making life easier. Let us face the fact
that we have to accept the kind of en-
vironment in which we live and find
means to train ourselves for it.

Finally, of course, Mr. Englund raised
the point that all of these systems, all of
these methods that we are discussing cost
money. We have got to decide whether
we are going to do without one thing and
spend money on another. This is always
the fundamental question. The cake is
only so big and we have got to decide
which parts of it we are going to eat. The
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problem here is that certainly a great
waste of money is going on throughout
the world. We carry on with inefficient
systems. We deal with refractory drivers
and refractory offenders of many kinds.
We see that a great waste of money is
taking place. We must change and change
quickly.







Present traffic law
problems concerning
mainly the prevention
of traffic offences

Carl-Johan Cosmo
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The last subject to be discussed at this
symposium lies to a large extent outside
the limits of what we have earlier dealt
with. It relates to law problems covering
prevention of traffic offences. My aim,
however, is not to give a summary of all
the problems which exist at present relat-
ing to the prevention of traffic offences.
With a view to the disposition of this
symposium, I therefore wish principally
to refer to the issues which I have reason
to believe have been taken up at earlier
discussions. The purpose is consequently
mainly to give a few examples of the legal
applicability of the problems earlier dis-
cussed.

The judicial experts have for a long
time worked on the project of finding
methods for the prevention of traffic of-
fences. It is generally considered that we
here are up against one of the most es-
sential problems in traffic safety work. It
has namely been presumed—whether
rightly or not—that if we can persuade
the road users to follow the traffic rules,
we have thereby also gained something
which is essential to traffic safety.

If we ask ourselves how we have suc-
ceeded in our efforts to try to prevent
traffic offences, the answer will not be
entirely positive. The annual number of
prosecuted traffic offences alone in
Sweden amount to more than one mil-
lion.1)

It can hardly be said that the risk of
being detected is very great in the case of
traffic offences. The actual number of
such offences is therefore considerably
larger. In an investigation carried out in
The Netherlands it has been estimated
that only one traffic offence of 30,000 is
detected. Transmitted to Swedish condi-
tions, this would imply that 30 billion
traffic offences are committed annually
in Sweden.

This data strongly shows that our at-

tempts to prevent traffic offences have
not been successful. This failure may,
however, be said to be anticipated. Our
experience from other fields than traffic
is not much more favourable as regards
the possibilities of preventing such acts
as we have decided to consider as cri-
minal offences.

The fact that I only intend to deal
with questions of a strict legal aspect does
not in any way imply that I underestimate
the role of technicians in this connection.
Every discussion regarding the prevention
of crime must appear to be incomplete
unless the following more general view-
points are taken into consideration:

1. The traffic system is not adapted to
human efficiency. Our roads, for in-
stance, have been built in such a way
that an extensive and complicated
system of legal traffic rules is required
in order to regulate the behaviour of
the road users. It is impossible to live
up to the expectation of an ideal driver
that our road builders have in mind.

. It has been impossible to draw up a
clear and uniform traffic rule system.
We leave—and have to leave under the
present circumstances—a large number
of decisions at the discretion of the
driver. Inasmuch as a discussion often
arises as to which is the best way to
drive in a certain situation, we have
here a built-in collision risk.

. The road users’ knowledge of the rule
system is insufficient. The reason here-
for may be said to be, among other
things:

a) The theoretical instruction given at
driving schools, through TV, etc.,
does not result in the drivers mas-
tering the rule system;

b) Our methods of informing drivers
of the traffic rules are hardly satis-
factory. As an example hereof may
be mentioned that it has been as-
serted that, even with the best of
intentions, we have no possibility
of observing more than perhaps
every other signal or traffic sign

1) In this number, however, cases of fences but rather as civil breach of

124 unpermitted parking are also includ-
ed, among others. These ought not,
in my opinion, be regarded as of-

contract in the same manner as park- SOU 1971:81
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which is supposed to give us the
correct information.

4. Finally it may be said that the most
effective method of preventing traffic
offences is to de-criminalize various
offences which now are considered to
be criminal. Perhaps a concentration
of jurisprudence to offences which we
consider to be particulary dangerous
to traffic would give greater traffic
safety effect than the general spread
of resources which we have today.
Following this general introduction, I

pass on to the first question which I would
like to take up for discussion: Have we
or can we obtain some sort of method
by which we more or less exactly can
measure or estimate a traffic offender’s
future danger risk in traffic? I am con-
scious of the fact that this question could
be extended to include the wider problem
as to whether we with any degree of cer-
tainty might be able to estimate the future
danger risk so far as all driving licence
aspirants are concerned. We would hereby
be able to divide up all the grown-up
population into dangerous drivers and
non-dangerous drivers. I am of the opin-
ion, however, that there is great danger
in extending the problems in this way.
Such a test would appear to me to re-
quire a comparatively sensitive method
of selection. Otherwise the great risk for
injustice would make the method un-
acceptable. The problems at issue appear
to me to be entirely different, however,
if we limit the field of test persons to in-
clude only those who already have shown
that they very definitely fail to follow the
traffic rules. In earlier discussions I be-
lieve it has often not been quite clear
that this distinction has to be made.

The lawyer engaged in practical traffic
work consequently today meets the prob-
lem of answering the question of future
traffic risks when he, for instance, is to
decide the question of driving restrictions
in the case of some person who has com-
mitted a traffic offence. The traffic lawyer
has at present very limited investigation
material at his disposal when making a
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decision which, in the case of most drivers,
implies an extremely great intervention.
The material consists almost entirely of
an investigation regarding the driver’s
general living conditions, for instance his
so-called social adaptability. In addition
the opinion is that, for instance, a person
who has been guilty of drunken driving
constitutes one kind of danger risk, whilst
a person who has fallen asleep while driv-
ing constitutes another type of danger
risk. The limited resources available for
an actual investigation to determine traffic
dangerousness appears to have had as a
result that the viewpoint of general pre-
vention has come to be the most pre-
dominant. We sacrifice the individual
driver in the hopes that we thereby
prevent other drivers from committing
traffic offences.

If we in making our decisions, as the
legislator has presumed, also shall take
into consideration future traffic risks, the
question arises, however: Are we today
giving our authorities a satisfactory basis
for the decisions which they have to
make? Have not, for instance, the psycho-
logical scientists been able to arrive at
some test method which in any case could
increase the probability that our presump-
tions regarding future traffic danger are
correct?

At the same time, I should like to
emphasize, however, that an extended
personal case study always causes increased
inconvenience to the individual. Differ-
ent and in themselves contradictory inter-
ests must here be balanced against each
other. It is therefore important that the
advantages and reliability of possible pro-
posed test systems be clarified as soon
as possible.

The second question which I would
like to discuss is of a more general nature.
My starting-point is that a traffic offence
to a large extent is considered to be a
“gentleman’s offence”.1) It is not con-
sidered socially defamatory in the same
manner as many other offences. I might
consequently mention that there are
groups of drivers who have established
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a mutual fund for the payment of traffic
fines. Insurance against driving restric-
tions has also been discussed in some
country, according to the information I
have obtained. We can probably not find
any example of similar tendencies in the
case of other crimes.

Perhaps someone says that, for instance,
the social consequences of property
crimes are such that we do not wish to
use social pressure as a repressive
measure in traffic legislation.

In the case of other general crimes we
create through social consequences,
among others, a foundation for continued
criminality. Against this I should like
to point out, however, that there prob-
ably are so large differences—historical,
among others—between these various
types of crime that any possible apprehen-
sions of negative consequences in the
case of an attempt at social pressure even
within traffic legislation probably are out
of the question.

Furthermore, I look at traffic legislation
as a field where the prospects of a posi-
tive effect of social pressure at home,
among friends, at the place of employ-
ment or at school are favourable. We
ought here to be able to create an ex-
perimental field where these forces might
act as a factor towards crime prevention.
On the other hand, we ought to arrange
our system in such a way that we do not
take such measures against offenders as
will increase their risk of committing
crimes in the future.

As a background for continued dis-
cussions I would like to point out the
following:

The purpose of the traffic rule system
is largely only to solve conflict situations,
in the widest sense of the word, which
constantly occur on our roads. The sys-
tem has not been drawn up as an ex-
pression of moral, religious or other ap-
praisals. It shall not be denied, however,
that certain exceptions from this main
principle exist. As an example of traffic
offences where not only the estimation of
danger risk in traffic has come to be of
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importance may be mentioned drunken
driving and manslaughter, as well as
causing personal injuries. In view of the
fact that our evaluation in general ap-
pears to be acceptable to everyone, there
ought to be good possibilities theoreti-
cally of getting the traffic rules standards
approved by all categories.

This has so far not been possible, how-
ever. It is not considered condemnable
or anti-social to break the speed rules
or drive a car in a state of exhaustion.
From a traffic safety point of view, how-
ever, it would be of great value if we in
some way could thoroughly impress upon
the drivers that a breach of the traffic
rules is something very reprehensible from
the point of view of social cohabitation.
Anyone who breaks against the traffic
rules must be considered to be a poor
car driver. I would therefore like to put
the question to Messrs. sociologist, cri-
minal experts and psychologists: How
shall we attain such an attitude?

I am naturally aware of the difficulties.
The fact, among others, that many traffic
rules constitute such a controversial issue
is a strong negative factor. In our country,
for instance, we are constantly witnesses
to discussions between different groups of
experts as to whether speed limits are
of any importance or not so far as traffic
safety is concerned. Against this back-
ground it does not appear to me to be
easy to arrive at a general acceptance
of this part of the rule system.

Another negative factor closely con-
nected with what I have just mentioned
is the over-criminalization which, in my
opinion, occurs especially in the case of
traffic. The legislators have, as a result
of tradition and possibly a certain lack
of imagination, entirely too often consid-
ered criminalization to be the only
possible method of affecting our actions.
In the traffic legislation debate we thus
find statements to the effect that an ex-
tensive criminalization of traffic offences
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in a certain country shows that this |

country has gone far in traffic legislation.
Personally I would like to put a large
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question mark in the margin and maintain
that an extensive criminalization not so
seldom directly counteracts traffic safety
by, among other things, dulling the
barriers against committing traffic of-
fences, which might be laid down in the
conscience of the drivers.

I would like to conclude this second
section by asking how it shall be possible
to arrive at an altered attitude towards
traffic offences. What shall we do to make
clear that committing a traffic offence
is blameworthy? In certain countries, the
Soviet Union, for instance, they have
gone in for the system of issuing a
friendly warning through collective action,
as well as public reproach as a repressive
measure. Can we learn anything by this
and is it possible to avail ourselves of
these ideas in the Western sphere of cul-
ture?

In certain other countries traffic offend-
ers are sometimes enjoined to help out
at some hospital with persons injured in
traffic accidents. Another idea is to work
on effective restrictions against driving
licences and motor vehicles. The diffi-
culty in this connection, however, is prob-
ably to effect these restrictions in such a
way that they hit the right person and,
in addition, have the effect of such social
defamatory character as we, to a certain
extent, ought to try to attain.

Furthermore, it appears to me to be
advisable to use our resources for a cam-
paign of indoctrination with the assist-
ance, among others, of mass media. Even
instruction in school should be included
in the picture. A general understanding
has to be created of the demands upon
the individual which the traffic community
have to make.

The third question which I wish to take
up for consideration is whether society’s
restrictions against drivers who have com-
mitted a traffic offence is sufficiently
effective. Extensive analyses are hardly
necessary to ascertain that this is not the
case. The following reasons for this may
be mentioned:
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a. The sanctions are not such that they
in any way prevent the traffic offender
from repeating a traffic offence;

b. We do not sufficiently often take ac-
tion against persons who have com-
mitted serious traffic offences. Legal
action is not regarded as an obvious
risk factor when breaking the rules;

c. We do not take action quickly enough.

In the following I will only take up
the problem referred to under a).

The sanctions in force in traffic are at
present in practically all of Europe only
of a repressive nature. To a large extent
we bring about by our restrictions such
conditions as, according to our experience,
lead to transgressions of the law and then
also to traffic offences. The question we
ought to put is whether it might be poss-
ible to make the legal effects in the case
of traffic offences more positive to their
character. Is it possible to construct our
system in such a manner that we also ob-
tain safer drivers through the action taken
by the authorities? Can we here make
use of any of the methods of treatment
considered suitable that we have arrived
at during our discussions?

In view of the very great number of
traffic offenders it is, furthermore, prac-
tically impossible, for administrative and
financial reasons, to pay thorough atten-
tion to all traffic offenders. I would there-
fore ask upon whom we should direct our
resources in order to arrive at an optimum
traffic safety effect. The traffic-judicial
demand for some kind of diagnostic
method appears to me to be evident.
Shall we direct our attention to those
who have committed one single traffic
offence, for instance fallen asleep while
driving? Or is it possibly so that he who
repeatedly has broken against the speed-
ing rules may be presumed to be the
driver who ought to be given an oppor-
tunity of rehabilitation?

The earlier discussions at the sympo-
sium ought to have given the answer to
the questions I have just mentioned. In
this connection I will therefore take up
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another aspect. It thus appears to me as
if our criminal procedure is so construed
that it effectively counteracts the positive
proposals and ideas that might exist re-
garding various sanction alternatives. The
entire manner in which we deal with prob-
lems of traffic offences counteracts
methods of treatment.

Anyone who has come in contact with
the “machinery” is thus drenched with a
number of, in his opinion, disconnected
personal contacts, writs of service, in-
junctions and decisions. I wonder whether
this does not create, in the case of most
traffic offenders, a negative attitude to-
wards society as a whole and the legal
authorities in traffic matters in particular,
which attitude will be difficult to counter-
act in a later stage of treatment. It there-
fore to me appears necessary to adapt an
entirely different attitude in the future
as to how the apparatus of society shall
function in these cases. The question as
to whether a driver has committed a
certain offence or not must not become
a problem which overshadows everything
else. The problem as to how to prove a
certain offence and other procedure prob-
lems must not be given priority. The
offender must also be given to under-
stand how dangerous his driving has been
and how he in the future might be able
to improve his behaviour in traffic. I
consequently look upon a “humanization”
of procedure in traffic cases as an im-
portant demand. The traffic offender must
not be given the impression that the legal
procedure is only a question of the au-
thorities exercising their power where the
offender—the individual person—only has
come to be the subject of a decision process.

In order to avoid any misunderstanding
I would like to emphasize that what I
here have stated should not be interpreted
to the effect that, according to the present
system, the legal rights of the individual
in any way should fail to be upheld. My
purpose is solely to propagate for an in-
creased ambition level—a different and
wider conception of the legal rights.

How a reform to this effect shall be
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realized I don’t dare to have any distinct
opinion about for the moment. I think,
however, that we in the future have to
try to get away from our present manner
of executing our functions as judges from
a judge’s bar, which is highly located
both literally and figuratively. I would
consequently maintain that such a change
in the legal procedure is necessary in
order that the “‘climate” for treatment
shall become satisfactory.

Up till now the idea always seems to
have been given precedence that the
solemn form under which the Court
carries on its work in itself would have
a preventive effect on crime. In my opin-
ion the time now appears to be ripe, how-
ever, to consider whether this actually
is a correct point of view. I am fully aware
of the fact that a change to the effect I
have indicated would demand a great
deal of those involved. The solemn forms
under which the ‘“machinery’” functions
at present naturally also gives the system
stability. Whether the formal legal deci-
sions reached are unimpeachable or not
can also comparatively easily be checked.
A question which must be discussed is
consequently whether we here would sac-
rifice something so essential that we have
to abstain from our intentions to create
a more favourable climate of treatment.
For my own part, however,I cannot find
that these apprehensions ought to prevent
at any rate an experiment being made in
the field of traffic procedure. Such an
experiment would also most likely be
able to give us valuable experiences so
far as general criminal procedure is
concerned.

In the fourth place 1 would like to
challenge the traffic insurance jurisprud-
ence and suggest that traffic insurance
more directly than at present be used
to persuade the drivers to improve their
behaviour in traffic. In this way the
traffic insurance would also indirectly
contribute to the prevention of traffic
offences. The idea is here that not only
accident frequency should be taken into
account when deciding the class of bonus,
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i.e. the amount of premium to be paid
by the motor vehicle owner for his traffic
insurance. It has been emphasized in
different connections that road users
must be given a positive attitude towards
the idea of improving their driving be-
haviour through own initiative. Why then
should not the driver who of his own free
will has become better equipped to appear
in traffic, for instance by participating in
driving improvement courses, be rewarded
by way of a premium reduction of his
traffic insurance? One condition for my
proposal being accepted is nanurally that
there is evident reason to believe that the
driver after his schooling is a slighter risk
factor in traffic than before his participa-
tion in the course. It is not for me to
answer that question. I do wish to main-
tain, however, that it must be of interest
generally that as many drivers as possible
—and then also the less ambitious drivers
—participate in the driving improvement
courses that are offered. In that no direct
or obvious reward now is granted to
those who attend improvement courses,
there is reason to believe that only the
most ambitious drivers participate. In this
way we never reach the average car driver.
Would it not in this connection be poss-
ible for the insurance companies to take
active steps for an extension of these
courses? Could not the bonus system
suitably be utilized for this purpose?

One objection which might be raised
against such a proposal might probably
be that a driver who is constantly in-
volved in traffic accidents ought not to
get his premiums reduced by attending
courses in traffic. It seems that we can
meet this objection, however, by pointing
out that it is exactly these drivers we wish
to reach at our traffic improvement
courses. It ought to be easy, furthermore,
to draw up a system in such a manner as
to eliminate the effect whereby participa-
tion in a traffic course would make the
driver entitled to be involved in a certain
number of traffic accidents. Another ob-
jection to the proposed system apears to
me to be of an administrative nature—it

SOU 1971:81

would cause too much trouble. By using
modern data technique, however, the in-
creased administrative work could almost
entirely be eliminated.

In another respect I would also like to
raise the question whether it would not
be possible for the traffic insurance com-
panies to take advantage of increased
knowledge regarding the danger risk of
different drivers. In Sweden, for instance,
certain insurance benefits are granted at
present to total abstainers. These persons
are regarded as belonging to a more
favourable risk category than other in-
sured parties. By different kinds of tests
it ought to be possible, however, to pick
out groups of drivers who from a risk
viewpoint are better drivers than the
groups we at present grant special bene-
fits. Isn’t it then advisable, from an equit-
able point of view, to make use of this
knowledge when deciding the insurance
premium?

My reflections in this section have been
based on the presumption that, if traffic
security can be attained by amendments
in traffic insurance, there must be strong
counter-arguments to prevent such amend-
ments from being put into effect. In-
creased administrative inconvenience or
economic injustice as against different
policy holders are therefore objections
which simply should not prevent amend-
ments from being made, which from other
points of view are well grounded.

This last introductory statement at
this symposium regarding “The human
factor in road traffic”” I have regarded as
a legal summing up of what previously
has been submitted for consideration.
Inasmuch as I naturally have been un-
able to predict the result of earlier dis-
cussions, I have in some sections only
been able to submit certain questions for
discussion. Perhaps this is merely of
advantage, however, as I thereby have
not restricted the discussions to follow
an established and perhaps preserving rule
system, which I, as a lawyer, carry with
me as an hereditary encumbrance.




Summary in Swedish

Den officiella statistiken ger en dyster
bild av trafikbrottens utveckling. Vara
anstringningar att minska antalet sidana
brott har inte varit sirskilt framgangsrika.
Trafikbrotten okar saledes for varje ar
och uppgar f.n. i vart land arligen till
omkring en miljon. Morkerantalet dr ock-
si mycket stort och det har t.ex. hivdats
att endast mellan en och fem procent av
alla rattfylleribrott uppticks.

Denna dystra utveckling kan inte bry-
tas om vi inte angriper problemet ur ett
stort antal angreppsvinklar. En metod
som hitintills forbisetts dr en avkriminali-
sering. En annan metod med direkt an-
knytning till zmnet for symposiet dr att
forsoka genom urvalsmetoder fa bort de
farliga forarna fran trafiken. I vart land
gor vi vart urval efter ett antaget direkt
samband mellan allmidn brottslighet och
trafikfarlighet. Utomlands forekommer
emellertid i stor utstrickning urvalsmeto-
der som nidrmare knyter an till forarens
trafikanpassning. Det finns anledning fra-
ga om vi inte hir har ett omrade, som hit-
intills forsummats i vért land till skada for
bade den enskilde och trafiksékerheten.

En annan faktor av betydelse 4r att vi
dnnu inte anpassat oss till de regler for
samlevnad som maste gilla i ett bilsam-
hille. Det anses sdledes inte som ndgot
diffamerande att bryta mot regler om
tex. hastighet eller fordonsutrustning.
Fran trafiksikerhetssynpunkt skulle det
emellertid vara av virde om vi kunde
uppnd ett tillstind dédr ett brott mot tra-
fikreglerna anses som nagot frin samlev-
nadssynpunkt forkastligt. Var och en som
bryter mot trafikreglerna maste anses som
en dalig forare.

Vira nuvarande sanktioner i anledning
av trafikbrott — frimst straff och kor-
kortsaterkallelse — har enbart en repres-
siv karaktir. Sanktionerna bor i framti-
den utformas pa ett sidant sitt att de syf-
tar till att gora trafikbrottslingen till en
trafiksikrare trafikant. Ett stort problem
ar emellertid hdr att hos forarna skapa
en motivation for ett trafiksdkrare upp-
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tradande.

Aven var nuvarande processordning for
handliggning av trafikbrott tas upp till
granskning. Det finns siledes anledning
anta att det sétt pa vilket vi nu handldg-
ger dessa frigor motverkar vira forsok
att gora trafikbrottslingen trafiksikrare. I
stillet befistes eller skapas genom hand-
liggningsformerna hos trafikanten en ne-
gativ attityd mot samhillet och kanske
sarskilt mot rittsorganen. Trafikbrotts-
lingen fir inte — som nu ofta torde vara
fallet — ha kiinslan att han enbart 4r ett
foremal for en beslutsprocess. Ett for-
minskligande av processen dr darfor ett
viktigt krav. Kravet pa rattssikerhet mas-
te ges en djupare och mera vittsyftande
innebord. Ett absolut krav dr har bl.a. att
ingripanden maste ske pa ett sidant sitt
att trafikbrottslingen forstar inneborden
och syftet med atgarderna.

Det kan ocksd finnas anledning att in-
ordna trafikforsikringen i trafiksikerhets-
arbetet. Det har saledes i skilda samman-
hang framhallits att trafikanten maste ges
en positiv attityd till tanken att forbéttra
sitt trafikkunnande. Varfor skulle inte den
trafikant som frivilligt férbdttrar sitt tra-
fikkunnande kunna ges en beloning i
form av ligre trafikforsikring? Harige-
nom skulle vi kanske vid vir vidareut-
bildning kunna ni kategorier som eljest
ej skulle fortbilda sig. Normalbilféraren
skulle kanske kunna komma med i fort-
bildningen.

Trafikforsidkringens indelning av trafi-
kanterna i olika riskkategorier granskas
ocksi. For ndrvarande ir det endast ab-
solutister som erhéller generella nedsitt-
ningar i sina premier. Ar det emellertid
inte fran rittvisesynpunkt beridttigat, att
ge dven andra trafikanter rétt till denna
forman. Det finns siledes anledning anta
att tillgingliga urvalsmetoder, trots att de
inte kan anses fullindade, skulle kunna
astadkomma en forarindelning som ur
risksynpunkt vore riktigare @n den vi nu
gor. Samtidigt understryks emellertid att
om en sidan urvalsmetod skall anvindas
maste den vara enkel och dirmed ocksa
foga kostnadskravande.
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Insurance premiums and training of drivers by
Lennart Lindstrand

I feel called upon to say some words
about traffic insurance and improvement
of drivers. The idea put forward by Mr.
Cosmo that the willingness—if I may put
it that way—of a driver to improve his
driving through driving improvement
courses is no doubt of great interest. Be-
tween the costs of accidents and the in-
surance premiums there is always a re-
ciprocity. Less—and smaller—accidents
give lower costs—and premiums—and an
increase in accidents must inevitably in the
long run influence the premiums. The in-
surance companies, therefore, have the
utmost interest in all measures that can
be taken in order to diminish accidents or
to abolish them.

However, the traffic insurance and its
possibility of operating such a system has
to be of a secondary character. It is, as
far as I can see, necessary for the insur-
ance companies first to have a suggested
and at least somewhat worked-out system
before them and then see if it is possible
for them to use it. When and if that day
comes, however, the insurance companies
are, I am sure, prepared to cooperate in
every possible way as they are certainly
most interested in everything that may
improve road safety.

After having said this I must admit that
Mr. Cosmo’s ideas are fairly new to me.
I am, therefore, not prepared to do more
that to give a few personal points of view.

First I think we have to take into ac-
count the basic idea of insurance, which
is distribution of risks and balancing them.
Together with this basic idea we have the
aim at just premiums, by which I mean
that a greater risk to a certain extent
should bear a higher premium than a
smaller risk. Of course there is—if I may
say so—always a mild struggle between
the point of distribution of risks and the
point of aiming at just premiums between
the different groups of risks, in this con-
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nection owners/drivers of vehicles, as
namely differentation of risks will always
be against the total distribution of risks.
The question of weighing the two against
each other must, therefore, always be a
question of a reasonable balancing.

There is, of course, a lot to be said
about just premiums in the relationship
between different groups of drivers. I
would like to put just one question. You
have on one hand the driver who causes
many accidents, though he is a nice chap
and quite interested in driving improve-
ment courses. You have on the other hand
the driver who causes no accidents and
who is by no means interested in going
even to one single such course. Do you
really think is possible for the insurance
companies to charge the first one a lower
premium than the second one or even
charge them both the same premium?

The insurance companies to-day are
very cost-minded and the rationalisation
of administration in the insurance business
has undoubtedly contributed to the fact
that premiums in motor insurance are not
higher than they are. Against this back-
ground I would say that it might be un-
wise to underestimate the possibility of
increase in administrative work and ad-
ministration costs with a system, where
drivers are to be put into in different risk
groups according to their accident records
and to their records as regards improve-
ment courses. I think it might often be
difficult to explain for instance to Mr.
Anderson why he has a higher premium
than his friend Mr. Peterson, especially if
Mr. Anderson has had no accidents. I am
afraid you would have to give a lot of
such explanations in a system like that,
and I am afraid you will find it difficult
to put them on data.

In connection with this question I have
to point out a technical difficulty: As you
know the owner and the driver of a ve-
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hicle very often are different persons. I
suppose you all realize the problem and
the technical complications it must cause.
It would of course lead too far to go into
them to-day, but it seems necessary to
bear them in mind.

Finally: When the insurance companies,
who work with other people’s money, de-
cide on their premiums they have to take
the risk into account. The question is
therefore: Should they take into account
the risk factors they believe they know or
should they take into account the hope
of the possibility that what they consider
a bad risk to-day through improvement
courses might become a good risk to-
morrow? Maybe there will be a certain
difficulty to convince those who make no
accidents to-day of this latter way of
looking at problems, but he who lives
will see.
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Summary by Terence Willett of the discussions on
the subject of The present traffic law problems
concerning prevention of traffic offences

We have had a number of discussions
about how to deal with the problem of
stigmatizing. We didn’t really get very far
with it. There were suggestions from Mr.
Brown as to using discs on the vehicles to
identify the offenders, various colours of
tax certificates, and the suggestion of Pro-
fessor Buikhuisen that perhaps special re-
gistration plates could be used.

These lead to numerous difficulties. One
of them, of course, is that the offenders
tend to leave them off and to avoid driv-
ing their vehicles with this kind of stigma
visible. And this problem of making the
stigma stay is an extremely difficult one.
I don’t think we perhaps solved it.

The problem of information in relation
to sentencing is discussed in considerable
detail. We have the clash between those
who thought as Professor Sveri that sen-
tencing should be related specifically to
the offence and that it should, as far as
possible, be anticipated and understood by
the offender and the public. On the other
hand we had the opinion that the sentence
should be related to the offender, as ex-
pressed by Professor Buikhuisen, for ex-
ample. In the Netherlands a type of sen-
tencing is discussed where the guilt is de-
cided by the court and the sentence is
decided by a specialist. After some dis-
cussions it was pointed out that sentencing
could be individualized without risk of
unjust restraint on the offender.

What was rather brushed over in that
discussion, I thought, was the importance
of the information before the court if the
offender is found guilty. It came up yester-
day that we often have to decide in court
with inadequate information. It is this
that causes so much hostility towards the
court on the part of the offender and
greatly diminishes the effect of the sen-
tence that is passed. That we didn’t get
down to.
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Mr. Englund brought up the point that
it is very difficult to decide what strict
punishment is. It is very diffecult to eval-
vate the punishment. Only the offender
himself can understand and can evaluate
the strictness of the punishment. What is
strict for one is not strict for another. This
point is also brought up by others.

Mr. Englund also brought up the point
that rules are necessary but that they are
often rather too difficult to learn. Some
effort should be made to make it easier to
obey the law by simplifying it.

We went on to have a discussion of the
difference between people’s opinions, as
they express them when they are asked
about the appropriate behaviour on the
roads and the appropriate sentences.
These differ from the way they actually
behave. It was mentioned that this is
always likely to occur. The only way to
avoid it is to build in a very definite
censure into the individual through
socialization and combine this with strict
enforcement. Then perhaps people will
act according to the moral precepts that
they express.

This took us over to the discussion re-
garding socialization, which is, of course,
the most difficult. And in discussing so-
cialization Professor Sveri pointed out
quite rightly that we have often misunder-
stood offenders, assuming that they don’t
know that what they do is wrong. He
pointed out that it is typical for the ma-
jority of offenders that they usually do
know exactly what is right and what is
wrong. There are no illusions about this
at all.

The problem of social pressure is
stressed a great deal. I don’t think that we
have solved that particular problem either.
And the reporting of cases in the press, on
the television, etc. is mentioned, and cer-
tainly the use of press reports is very valu-
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able. How this pressure is exerted so that
the public actually castigate the serious
motor offenders is one of the real prob-
lems we have to face. As I said, we didn’t
succeed in this objective.

We then finished up with a discussion
by our insurance colleagues of the way in
which insurances can help in solving this
problem. Curiously enough it brought us
back to the very question with which we
opened that discussion, the problem of
equality and justice. We heard from the
insurers how important it is to people
that everyone is treated alike, how unjust
it is that an individual who is involved in
repeated claims should receive the same
treatment as one who is free from claims,
and how the insurers take that into ac-
count. It is desirable that advantages
should be gained by keeping one’s licence
free of endorsement. The advantages of
this should be stressed very considerably
and we saw here something of the way in
which insurance could encourage law
abiding and rational behaviour on the
roads.
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Some legal aspects
as a background
to the discussions

Carl-Johan Cosmo
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Measures of society
against road users

1. Traffic offences

In order to promote traffic safety, society
has considered it necessary to take various
measures against those who violate cer-
tain stipulated rules.l) Such violation of
the rules might, for instance, consist in
exceeding the speed limit, the consump-
tion of alcohol in connection with driving
or failure to observe a right-of-way rule.
The measures taken by society here
usually consist of a conventional penalty
—for instance a fine or imprisonment—
and/or driving restrictions. These meas-
ures can mainly be said to have three
purposes: 1) individual prevention, i.e.
that the driver is assumed to become a
better driver in the future, 2) general pre-
vention in that other drivers shall be in-
fluenced to observe the traffic rules, and
3) preventing a dangerous- driver from
appearing in traffic (this refers mainly
to driving restrictions).

Chiefly in connection with driving re-
strictions in the case of averagely serious
traffic offences, where it is not considered
that driving restriction should be compul-
sory, the question arises as to how these
persons properly shall be selected who
shall be subjected to driving restrictions.
Consideration is first of all given to the
degree of severity of the traffic offence
(the traffic danger). In addition, however,
the authorities also make an appraisal of
the driver’s suitability as a motor vehicle
driver. This judgment of a driver’s suit-
ability is in Sweden chiefly based on
statements from, for instance, the tem-
perance board, the police and the driver’s
employer, as to the driver’s general social
adaptability. If his adaptability is good,
this is considered to be a strong indica-
tion of the fact that he does not constitute
a traffic danger. In other countries—for

1) In this connection no considera-

tion is taken to certain rules which
have other purposes, such as to bring
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instance Austria, West Germany—a med-
ical-psychological examination of the
driver is carried out. One question which
arises in this connection, and which is of
vital importance at the Symposium, is no
doubt whether such a medical-psycholog-
ical examination can lead to increased
knowledge as to whether a person who
has committed a traffic offence also may
be presumed to constitute a greater traffic
safety risk than the normal driver.

As is evident from the previous report,
the purpose of action on the part of so-
ciety in connection with traffic offences
is inter alia to try to make the traffic of-
fender a safer driver. The question which
arises is whether the present methods can
be considered satisfactory. In general, the
present procedure implies that the traffic
offender is deprived of his driving licence
for perhaps one or two years. Following
a test similar to that which new drivers
have to go through, the offender there-
upon may reappear in traffic.

More important still, however, is the
question whether other methods exist—
for instance therapeutic measures—which
might be presumed to be more suitable to
promote traffic safety than the methods
now in force.

2. Offences other than
traffic offences
2. 1. Conditions in Sweden

According to Swedish legislation, driving
restrictions shall be imposed if the driver
in connection with some criminal offence
has shown evident lack of consideration
towards others or for other personal rea-
sons cannot be regarded suitable to drive
a vehicle for which a driving licence is
required. The crimes on account of which
driving restrictions in accordance with
this rule are considered appropriate are,
among others, car theft, murder, assault,
rape, robbery and violent resistance. On
the other hand, danger to traffic is gener-
ally not considered to be involved in cases

about the enforcement of
vehicle registration, etc.
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of fraud, embezzlement and fraudulent
tax return.

The background to this attitude on the
part of the social authorities is the follow-
ing presumption: Such persons as in their
general way of living do not show proper
consideration towards their fellowmen or
otherwise show proof of an irresponsible
attitude and lack of social adaptability
are extremely often regarded as showing
similar negative characteristics in their ca-
pacity of motor vehicle drivers. The opin-
ion is also that persons guilty of crimi-
nal acts of a more serious nature ought
to be given special attention from the
point of view of whether they may be
considered to have the proper feeling of
responsibility and consideration which
must be required of a car driver. The
basis for this standpoint is that these driv-
ers are considered to be more inclined to
have accidents than others.

The position taken by the Swedish
authorities is sometimes based on a per-
sonal case study. This case study is at
present carried out in such a way that the
police authorities involved make an in-
vestigation regarding the offender’s suita-
bility as a car driver. This investigation
might consist of, for instance, interroga-
tion of the driver and reports from the
Child Welfare Board and the Temperance
Board. On the basis of this investigation
and other facts, the authorities then de-
termine whether a certain crime, for in-
stance assault, shall result in driving re-
strictions.

2. 2. Conditions in certain other
countries

France

The driving licence is not revoked in the
case of, for instance, car theft, assault,
acts of violence or rape. On the other
hand, driving restrictions are imposed in
cases of tax fraud.

Poland

The court can here decide that an admin-
istrative authority may impose driving
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restrictions for a certain length of time
“if the profession of driver has been mis-
used in committing the offence”. The
court does not, in principle, have to con-
fine itself to the actual traffic offences.
Britain

The fact that a person has been found
guilty of some other crime than a traffic
offence does not imply that the driver is
deprived of the possibility of obtaining a
driver’s licence or that his driving licence
is revoked. Exceptions are made, how-
ever, for car theft, inasmuch as this crime
is regarded as a borderline case between
theft and traffic offence.

USA

California

The driving licence is not revoked in the
case of acts of violence, car theft, rob-
bery, etc. On the other hand it is revoked
if a car has been involved in a narcotic
crime. — A person applying for a driver’s
licence is not questioned regarding other
crimes than traffic offences.

[linois

Driving restrictions may be imposed in
the case of the following non-traffic of-
fences:

1. Any felony in the commission of
which a motor vehicle was used.

2. Perjury or the making of a false
affidavit or statement under oath under
a law relating to the ownership or opera-
tion of motor vehicles.

3. Automobile theft.

4. The following sex offences: rape,
sexual crime against children, crime
against nature and soliciting in the streets.
New York
If a driver has committed a felony, which
is not a traffic offence, his driving license
may be revoked if the crime involves the
use of an automobile.

Wellington (New Zealand)

All crimes where the penalty imposed
might be imprisonment may lead to driv-
ing restrictions. As an example of such
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crimes—remarkable from a Swedish point
of view—may be mentioned ‘‘throwing or
leaving bottles or glass in a public place,
when the offence is committed while driv-
ing or in charge of Motor Vehicle”.

3. Some statements on
the question of “a
man drives
as he lives.”

3. 1. Traffic Safety Investigation
of 1953 (SOU 1957:18)

Certain drivers are more accident-prone
than others (p. 40—51)

Excerpts from the above mentioned re-
port (p. 51):
Conclusions reached by the Investigation
Commiitice.

From the report submitted in this chapter
it is apparent, to begin with, that among
all the drivers included in the driving li-
cence register only a comparatively small
number, on the whole, are guilty of traf-
fic offences. Within this encumbered
group, however, only a small number of
drivers account for an abnormally large
number of violations. These facts have
been established by the investigations
made, where no consideration was taken
to the differences which exist between
drivers so far as driving frequency and
outward risk conditions in traffic are con-
cerned. They can therefore not directly
constitute a basis for an assertion that
certain holders of driving licences are
poorer drivers than others. The investiga-
tions in question have been carried out
with the sole aim of ascertaining how
large a number of those who are register-
ed as driving licence holders actually have
oeen found quilty of traffic violations. In
this connection the comment can be made
regarding these investigations that—even
if they are incomplete in some respects—
they have clearly shown that the very
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great majority of drivers actually do not
constitute any evident danger from a traf-
fic safety point of view. The Investiga-
tion Committee has by reason hereof
been strengthened in its opinion that
the measures that ought to be taken to
reduce “man’s” role as an accident factor
in traffic should not have the character
of general measures which affect all motor
vehicle drivers. The Committee has in-
stead arrived at the conclusion that it is
urgent to direct its efforts to finding meas-
ures which would be effective against
those drivers (not too many in actual
numbers) who through their behaviour
in traffic or otherwise give reason to be-
lieve that they are unfit to drive a motor
vehicle.

The investigations reported in this chap-
ter show, furthermore, that the fact that
certain drivers more often than others are
involved in traffic accidents cannot only
be explained by the fact that they drive
more than others or drive under more
difficult conditions than other drivers.
Their higher accident rating apparently
depends on the fact that, on account of
certain personal circumstances, they are
more prone to be involved in accidents
than others. The measures to be taken
must consequently be aimed at this group
of drivers in the first place. In order to be
able to trace these drivers and be able to
take appropriate measures against them,
it is of great importance that we become
informed of the individual circumstances
which make them particularly predisposed
to accidents. In the following chapters
these problems will be taken up for con-
sideration more in detail.

3. 2. The individual in traffic. A
guide in traffic safety. Natur
and Kultur, Sweden 1967

Personal caracteristics of drivers and pe-
destrians (p. 3—11)

In the above article the statement is made,
among others, that traffic offenders who
drive under the influence of alcohol 1)
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had much more frequently been subject
to penalty than other traffic offenders,
2) had much more often been subject to
penalty for crimes where alcohol was in-
volved, and 3) that the number of acts of
violence and assault and breach against
public order was unusually high among
the crimes referred to under 2) above. In
the article a warning is expressed against
misusing the term “Unfiller”, “traffic ac-
cident-prone”. The method sometimes
proposed to exclude a certain small per-
centage of “accident-prone’ persons from
motor vehicle traffic and in that way in
the future avoid the great majority of
traffic accidents unfortunately does not
coincide with the actual conditions. Fur-
thermore, the statement is made, however,
that often certain personal characteristics
and weakness of character are the cause
of traffic accidents.

3. 3. Traffic Safety

— a manmilieu problem

(Brehmer, p. 169—198)
Excerpts from the above article:

Do the motor vehicle drivers who have
been involved in accidents differ from
those who have not been involved?

In a number of different investigations
attempts have been made to try to ascer-
tain whether there are any differences
between the drivers who have been in-
volved in accidents and those who (so
far) have avoided getting involved. A
comparison of the drivers has been made
insofar as intelligence, mechanical ability.
different personal characteristics, attitu-
des, visual acuity or other visual functions,
knowledge, etc., are concerned. All of
these investigations have shown only slight
or no differences between drivers who
have been involved in accidents and those
who have not. None of the investigations
has found the differences so great that it
has been possible to construct a selection-
programme based thereon, even if the
differences often have been given wide in-
terpretation such as “A man drives as he
lives”. The investigations have thus so far
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not given any results useful in practice;
instead they have mainly contributed to
the folklore of traffic.

Selection of drivers. Summary and con-
clusions.

We have found that it has not yet been
possible to establish any differences be-
tween various drivers so far as their being
predisposed to accidents is concerned. The
investigations carried out have serious
methodical defects in that a number of
different factors that might have contrib-
uted to the result have not been taken
into consideration. This relates not only
to the investigations which have aimed at
comparing different drivers with each
other but also such as have aimed at
comparing differens groups of drivers, for
instance different age groups, with one
another.

This does not mean, of course, that no
differences exist. It only means that it has
been impossible to ascertain any such dif-
ferences in a clear manner.

We have also found that no proof has
been established showing that drivers who
are involved in accidents in any partic-
ular manner differ from those who are
not involved, except to such a trivial ex-
tent as, for instance, the annual driving
distance. This result does not either imply,
of course, that no differences exist in var-
ious ways between drivers who are involved
in accidents and those who are not in-
volved. The fact is merely that no dif-
ferences have been established to such a
degree that they could be used for a se-
lection basis. The connection between dif-
ferent characteristics and accident-prone-
ness is very slight. This means that
great uncertainty would arise in regard to
decisions which might be made on the
basis of an evaluation of these character-
istics. This implies, in turn, that if a se-
lection programme was constructed and
put into effect, the probable result would
be that only a very few per cent of a
certain age-group would be permitted to
obtain a driver’s licence. In this way the
number of accidents would, of course, di-
minish considerably as a result of the de-
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creased number of drivers. Despite such
selection procedure the possibility of the
individual driver being involved in an
accident would not change to any con-
siderable degree, inasmuch as many of the
important causes of accidents still would
remain. By such stringent selection it
would, furthermore, be necessary to elim-
inate a large number of drivers who would
not have been involved in any accident if
they had obtained a driver’s licence.

4. Offences other than
traffic offences

The first question to be put here is
whether it can be assumed that a person
guilty of assault, tax fraud, etc. is more
prone to become involved in an accident
than the normal driver. In other words,
does a person who has committed such
offences constitute a greater danger risk
in traffic than the normal driver? If there
is a certain probability that among those
who commit offences other than traffic
offences there are drivers who are more
accident-prone than a possible normal
driver, is it then possible, for instance by
means of medical-psychological examina-
tions, to arrive at a better basis of deci-
sion in order to determine whether the
offender in question is a traffic safety risk
or not? Can therapeutic methods be suit-
able for this type of driver?
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Report on certain

therapeutic measures
used in the USA

Anders Tallgvist
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Traffic Safety Research
and Practical Traffic
Safety Work in the
US.A.

Impressions from a study trip in
October — November 1967. (Ex-
cerpts from a travel report)

II Traffic Departments visited in

different states

State of California

Department of Motor Vehicles
Division of Administration

P.O. Box 1828, Sacramento, California
95809

Chief of Research and Statistics:

M. Ronald S. Coppin.

Inasmuch as the basic schooling in
traffic is not entirely uniform (at least
not to the extent it is in Finland) great
emphasis is laid in the State of California
on the education of driving licence exam-
iners.

In 1967 about 600 persons sent in appli-
cations to these courses. The require-
ments for admission to such courses for
driving licence examiners are 4 years of
college studies or 4 years of broad public
contact or teaching experience. On the
basis of a preliminary selection, about
350 persons were called to take part in a
written test as well as an oral test before
a jury of three persons, who accept far
less than half of those who have been
called to attend. After this procedure of
selection about 19 of those who attend
the courses fail in their studies.

The training course of four weeks is
divided up in class instruction and practi-
cal training out on the field. The class
instruction consists generally of informal
group discussions, led by the leading in-
structor of the course. To carry on these
discussions daily homework is required,
which generally takes 3—4 hours per
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evening. The students are requested to
carry on their homework in small groups
of 3—4 students, after having gone
through the problems individually. The
group work at home and the informal
class discussion, which is summarized,
have been found to be a very effective
method of instruction. During the course
the students have five written tests. Each
incorrect answer is taken up and discussed
in class. Many driving licence examiners
try to advance after 1 1/2 year’s work and
become driver improvement analysts. The
lowest category of analysts have about
20 % higher salary than the highest cate-
gory of driving licence examiners. The
course for presumptive analysts covers
two weeks and comprises intensive train-
ing in human diagnostics and human
treatment. The main emphasis is laid on
interview technique and group discussion
technique.

It is not before the administrative
measures the traffic offences and accidents
come into the picture that the efforts of
the huge apparatus to treat every holder
of a driving licence individually becomes
apparent. The system of treatment which
traffic offences and accidents give rise to
is to a very large extent imbued with an
actual effort to help the individual. The
principle of penalty is taken up for con-
sideration only after repeated attempts on
the part of the administration authorities
to assist the driver.

In the State of California the point system
has been put into effect. Every moving
traffic violation results in a certain num-
ber of points. When three points have
been registered, the driver receives a letter
of warning (the most suitable content
of this letter is being investigated at pre-
sent /1967/). If the driver continues to be
assessed points, he is called to attend an
“informal hearing”, where a trained clerk
either individually or in a group analyses
the difficulties in connection with the
traffic violation. If the driver nevertheless
continues to be assessed points for traffic
violations or accidents, he is called to
attend a ‘““formal hearing”. A trained
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Driver Improvement Analyst then pene-
trates the case in detail together with the
driver and submits a recommendation to
some legal authority regarding legal
measures in each individual case. Already
at this stage the judge can either sentence
the driver to a fine or order him to parti-
cipate in a driver improvement course,
led by trained and supervising leaders.
Even at this stage an attempt is made to
arrive at a formula for course activities
which is not only effective but also ad-
minstratively possible. Here may be men-
tioned one of the leading principles for
driving licence analysts:
“... The great majority of drivers who
require special attention for the sake of
safety can not be handled in a routine or
clerical way by any formula. They require
individual study and appropriate action
to the end of improving driving or raising
the average level of proficiency of all
drivers by the elimination of unsafe dri-
vers” (Driver Improvement Manual
31.101).

The Driver Improvement Analysts have

about 10 000—12 000 hearings per year.
5000—6 000 drivers, classified as “neg-
ligent drivers”, participate annually at
present in group discussions, with about
10—12 participants in each group.

The above mentioned system was
started in the 1940’s when State specialists
travelled around in California to decide
in special medical cases in connection
with the issuance of driver’s licenses (epi-
leptic cases, for instance). Today the dri-
ver improvement activities are centralized
to a dozen districts in California. This,
in the eyes of a Finlander, very positive
attitude on the part of the administra-
tion is due at least partly to the fact that
the driver’s licence is a very important
document for the individual, particularly
as the general communication systems
are very poorly developed. Everyone is
more or less dependant on a car. Thus
a legislation proposal is under considera-
tion at present, implying that everyone
ought to have the right in California to
drive a car to and from his work, regard-
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less of how many violations of traffic
accidents he has been found guilty of!

The condition for succeeding in the
policy to treat holders of driving licences
individually, effectively and fairly is very
far-reaching automatization in the regis-
tration of drivers with licences, their viola-
tions and accidents in traffic, their crimi-
nality, car registration, etc. In California,
they are now building up an entirely
automatic telecommunication system be-
tween different data centra as well as be-
tween field units and the data central.
This automatic system (California Law
Enforcement Telecommunication System
= CLETY) is in contact with other state’s
similar systems and, in addition, with a
huge communication system covering the
entire U.S.A. with the FBI more or less in
the center. This extensive system implies
in practice that the individual patrol police
through radio contact can within a few
seconds obtain details regarding a suspect
car, its possible driver, etc., in order later
to be able to take proper action. It is con-
sidered that this system even protects the
life of the individual policeman.

One link in the above mentioned tele-
communication system is the automatic
registration now being developed in Cali-
fornia DMV. With millions of driving
licences, car registrations, etc. a manual
procedure is both unjust and impracti-
cable. Thus they began in 1964 to transfer
the data included in DMV to magnet-
cylinders. The transfer to ADP of this
data is progressing at a speed of 5,000
units per day. This is expected to be com-
pleted in 1970 and today about 7% of
the data has been transferred to the ADP-
system. The data bank being built up
today is anticipated to cover the require-
ments for a decade but the system is
“open-ended” so that it can be extended.
For a research worker this automatic
system is something of a paradise. A re-
search worker can very quickly, for in-
stance, obtain a great amount of data
selected from a large number of licence
holders chosen at random.

But Mr. Ron Coppin, head of the
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Research Section of the Department of
Motor Vehicles did not consider his role
to be so attractive. A research worker in
this situation might often come in conflict
with a politically appointed administrator,
who for the sake of his career is depen-
dent upon quick and concrete replies and
“broad headlines in the press”. A leader
for the research section has a great deal
of work in getting the deciding organisa-
tions to realize the researcher’s difficulties.
He has to do a great deal of PR-work in
order to avoid a situation in which the
administrators might consider his work as
a direct threat against them personally
in their work. His research activities aim
at evaluating the effectiveness of the ad-
ministrative apparatus, and if his research
unit finds that the system does not func-
tion satisfactorily, e is forced to put forth
alternative solutions to the problems. One
positive point in the research work of a
State machinery, however, was considered
to be the fact that the research results
can very quickly be applied in practice.
The Research section consists of five aca-

demic scientists plus office personnel. At
present the following research projects
are being carried out:
. The possibilities of specifying number
involved in traffic accidents.

. Investigation of motorcycle accidents
in California.

. Investigation as to the effect of wam-
ing letters.

. Investigation of driver improvement
schools.

. Multitreatment-study—a selective treat-

ment of traffic offenders.

Of the completed research projects may

be mentioned:
Characteristics of Negligent Operators.
A Controlled Evaluation of group dri-
ver improvement meetings.
Driving Performance of negligent dri-
vers.
A Re-evaluation of group driver im-
provement meetings.
The Effectiveness of short individual
driver improvement sessions.
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The Fatal Accident re-examination

program in California.

The 1964 California driver record study:

Part 1. An introduction and methodolo-
gical description.

Part 2. Accidents, traffic citations and
negligent operator count by sex.

Part 3. Drivers by age, sex and area of
residence.

Part4. The relationship between concur-
rent accidents and citations.

Part 5. Driver record by age, sex and
marital status.

Part 6. The stability of reported accidents
and citations.

Part 7. The relationship between types of
convictions and accidents.

Part 8. The prediction of accident in-
volvement using concurrent driver
record data.

Part 9. The prediction of accident in-
volvement from driver and bio-
graphical data.

In summarizing, mention should be
made of the fact that the population
investigated has usually been very large,
the methods of statistic analysis adequate
and the results often very clear and sur-
prising.

The State of Oregon
Department of Motor Vehicles
Salem, Oregon 97310
Director: Vern L. Hill
Research: Dr. Noel Kaestner

My special subject interest was the De-
partment’s driver improvement and con-
trol program. In order to obtain a driver’s
licence, compulsory traffic instruction is
not required. Medical examination is re-
quired only in doubtful cases. All appli-
cants for driver’s licence have to go
through:

a traffic rule test

a traffic mark test

a test of the eyesight

a driving test

The driver’s licence is effective for two

years. When renewing the same, it is not
necessary to appear in person. The actual
work of the Department begins in connec-
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tion with control of the driver (a check-

up) after he has received his licence. The

Department obtains details regarding the

driver’s behaviour in traffic through the

courts, the boards of health, insurance
companies, members of the family, etc.

The Department’s control program
takes place in four different stages:

1. When traffic violations and accidents
occur, they are recorded in the auto-
matic data center. One recorded viola-
tion during six months or two within
12 months results in the driver’s re-
cord being analyzed by a trained
analyst, who shall determine whether
there is any sign of a negative tendency.
The analyst shall determine whether
the driver shall receive a so-called ad-
visory letter. If no disturbing tenden-
cies are apparent in connection with
the driver’s violation or accident, no
administrative measures are taken.

. If the analysts are of the opinion that
the driver is in need of assistance, he
receives a so-called advisory letter. The
driver is requested to watch his method
of driving and show ‘his real ability
as a driver by improving his behav-
iour”. If nothing happens within 12
months after this advisory letter, he is
cancelled from the list of so-called
‘“problem drivers”.

. If, on the other hand, the driver within
12 months after the advisory letter
is found guilty of some traffic viola-
tion (parking offence not counted) or
is a guilty part in a traffic accident, he
is called to attend an interview which
is held by a trained interviewer at
some place convenient to the driver.
The role of the interviewer or analyst
is to discuss the reasons for the prob-
lems in traffic, get an impression of the
driver’s attitude in general to traffic
problems and discuss the possibilities
of improving his behaviour in traffic.
The analysts may arrange for the same
kind of test for problem drivers as
all prospective licence holders have to
go through in order to obtain a driver’s
licence. The problem driver is made
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aware of the fact that future measures

on the part of the Department very

much depend on his future behaviour
in traffic.

. If a driver even after such interview
continues to cause problems in traffic,
his ‘“driving licence is put on the
shelf”” for a time. The usual duration
of the first suspension period is 30
days. Subsequent suspensions usually
cover longer periods. The policy of the
Department is to avoid, so far as poss-
ible, driving license restrictions. Com-
pared to the State of California, the
State of Oregon takes action against
the driver at a considerably earlier
stage.

One can usually become a driver im-
provement analyst after two—three years
as a driving license examiner. The pre-
sumptive analyst also has to go through
a so-called “in service training” for three
years. Those partaking in the course are
made acquainted with the general proce-
dure in the case of so-called problem
drivers and have an opportunity of follow-
ing experienced interviewers when they
make their interviews.

The research activities of the Depart-
ment are led by a psychologist, Dr. Kaest-
ner. He is in charge of the research work,
which is made easier because of the ADP-
registration and which covers, among
others, the following fields of problems:
— What is the situation today? Which
drivers commit what kind of offences?
What kind of traffic offences are the most
dangerous from the point of view of traffic
safety?

— How do the Department’s measures
work insofar as the problem drivers are
concerned? What should be the contents
of the advisory letters? How shall the
interviews be drawn up in order to have
the right effect?

— What alternatives might be considered
regarding the treatment of so-called prob-
lem drivers?

The investigations, which have been
carried on for nearly a decade, showed
to begin with, among other things, that
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the driver improvement system reduced
the number of offences but increased the
number of accidents! These results, which
had an unsatisfactory effect upon the
taxpayers’ attitude towards the Depart-
ment, brought about a change and exten-
sion of the training of interview-analysts.
Today it has been found that the system
gives a better result. Dr Kaestner’s situa-
tion was to a certain extent special and
difficult, as he is a so-called outsider. His
chief post is at the University of Oregon
but he is engaged by the Department for
the purpose of carrying on research. This
might cause difficulties so far as co-or-
dination and collaboration is concerned,
particularly when reverses occur.

Example of a typical interview with
so-called problem driver (only the ques-
tions of the interviewer are recorded here):

The interview begins with a check-up
of biographical data such as age, resi-
dence, civil status, etc.

“We have asked you to come here to
the Department for the reason that you
have too many tickets for fines recorded
in the register. The purpose of this inter-
view is not to suspend your driving licence.
I want to make this clear from the be-
ginning. We want to help you to under-
stand that you get too many fine tickets.
And we want to try to find out what the
reason might be for these tickets. We
want to get your impression regarding
driving, legislation, etc. We want to make
it clear to you what our Department does
and what we expect you to do in this
situation. I wish to point out again that
it is not my duty to revoke your driving
licence. This means that the chances in-
crease that our talk here will succeed.
What will affect your driving licence in
the future is if you violate the traffic
rules again or become guilty of additional
traffic accidents. You will have to go
through a traffic rule test. The result
thereof will not, however, affect your driv-
ing licence. The result will merely inform
you of your knowledge of the traffic
rules and give us an idea as to whether
this might be the reason for your traffic
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offences. If you wish to put a question,
you are perfectly free to interrupt me and
ask your question. The only thing you
have to do as from today is that you have
to drive without any traffic violations or
accidents during the next twelve months.
I would ask you to sign here, confirming
that you have received an explanation as
to why you have been called to come and
information as to the purpose of this
interview.”

“The first we will do is to test your
knowledge of the traffic rules. As we
have said before you do not have to
worry about the result of the test. You
shall proceed in the following manner.
Read the first question out loud. When
you have done so, choose the right an-
swer to the question by choosing among
the possible replies a, b, ¢ or d. Say the
letter to me.” ——— ‘“Which letter is
the right answer?” — — — “‘Right. Now
read the rest of the questions for yourself
and say the answers to me.” ———
“You only had two wrong. That’s a real
good result. We shall go over the two
wrong answers you made. First, question
number three.” — — — ““You replied . . .
Do you at this stage want to change your
answer?” — — — “Just that, now it was
correct.”

“Now we are going to talk about your
violations. Which was your last one?”
— —— “When did it occur?”’ — ——
“Have you been involved in any accident
since then?” ——— “When did that
occur?”’ — — — “Did you get a fine for
that accident?” — — — “Were you guilty
of that accident?” —— — “Let us talk
about that first.” — — — ““You said that
you also had a speed violation in October.
Let us then take that first. I will put a
few questions in connection with that
violation. Were you alone in the car?”
— — — “What was the purpose of your
drive?” — — — “Was it your own car?”
“Model and make of car?”
— —— “How was the weather situa-
tion?” ——— “What time of day was
it?” — —— “How well did you know
the place?” — — — “Tell me what speed
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you had and what was the official speed
limit?”” — — — “Can you remember how
you felt that day. Physically and psychi-
cally?”’ — —— “Were you aware of the
fact that you were exceeding the speed
limit?” ——— “Why were you not
aware of that?” —— — “Did you think
that there wasn’t any speed limit through
that little town?”” — — — “Did you think
that you were driving at the permitted
speed?” — —— “How did you react
when the police stopped you?” ———
“Surprised, worried?” “How
large a fine did you get?”’ — — — “Has
that fine-ticket affected your driving since
then?” — — — “Well, let us talk about
the accident you were telling about. What
were the circumstances?” — — — “Were
you alone in the car at the time of the
accident?” — — — ‘““What was the pur-
pose of your trip?”’ — —— “How was
the weather and the road conditions that
day?” ——— “Did you drive at the
permitted speed?”’ — — — “Did the acci-
dent occur at a road crossing?”’ — — —
“How did you feel after the accident?”
“You felt nervous. Why?”
— — — ““Can you describe the accident?
How did it occur?” — — — “What did
the accident cost you? I mean that the
insurance company paid the other party’s
car, but what did the whole cost you?”
“Was the car unfit for use for
some time?”” — — — “Did you hurt your-
self in the accident?”” — — — “Now we
can discuss the last reported violation.”
— —— (The same routine questions
again: when? place? alone? weather con-
ditions? knowledge of the place? psycho-
physical conditions?) — — — “Were you
aware of the fact that you were driving
too fast?” ——— “Lately you have
consequently been guilty of ... and ...
In view of this I would like to show you
something. We have made up statistics
showing how many people are guilty of
traffic offences and are involved in acci-
dents to a corresponding degree. These
statistics are drawn up according to so
many traffic offences by drivers during
five years! Furthermore: in your age group
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and with your number of offences during
five years, the average time between the
traffic accidents is ... years and ...
months. Now we come to the statistics
which more closely relate to you and
your age-group. Only 7 % of those in
your age-group are involved in traffic
accidents as much as you have been dur-
ing the past five years. 42 % of all male
drivers in Oregon in your age-group drive
for five years without a single traffic
offence. We don’t want to depress you but
you see now to which category you belong
statistically. You have ... speeding viola-
tions. Simply driving too fast means that
one becomes involved in traffic accidents
on the average every ... year and ...
month.” ”We both know that you know
the law paragraphs real well. You conse-
quently know how you should act in
traffic according to law. This implies two
things, so far as you are concerned: You
are not sufficiently aware of how you
actually drive and you don’t know when
you are driving too fast. You are not a
so-called “hot-roader’” but you don’t
notice when you are in a hurry, when you
are worried or when this affects your
driving. This appears to be your problem.
And now you know this. You also know
that, if you get further fine-tickets in the
future within a year or, in other words, if
you continue in the manner you have
followed so far, this means that we will
have to suspend your driving licence. You
consequently have a real good chance to
choose.”” — — — “Here you will get a
summary showing how our driving licence
system works generally, how we try to
improve people’s driving habits, etc. You
will also get a short summary of the
traffic law in Oregon. Despite the fact
that you showed such good knowledge
when we tested you, it might be well to
refresh your memory by looking over
all of the most important paragraphs.”
— —— “It has been a pleasure to have
a talk with you. I have a feeling that we
have come in good contact with each
other. We hope you decide that you are
not going to lose your driving licence.
Thank you very much.”
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Comments: The essential in the inter-
view was a) not to deprive the driver of
his driving licence, b) to show to which
traffic group he belonged statistically, on
the basis of his experience, and c) to point
out to the driver that he himself actually
can choose whether he wishes to keep his
driving licence in the future or not. The
interviewer succeeded in creating a real
positive atmosphere during the interview
and I got the impression that the person
being interviewed really gave honest ans-
wers to the questions put to him. At the
end of all three interviews which I had
the possibility of attending, the persons
interviewed expressed their gratitude for
the opportunity of discussing their prob-
lems and receiving advice for the future.

State of Washington

Department of Motor Vehicles

Olympia, Washington 98501

Director: Douglas Toms

Chief Research Scientist: Alfred Crancer
Chief Division of Driver Improvement:
Dave Kirk.

In 1965 the Department of Motor
Vehicles was established in the State of
Washington. The work of the department
comprises decisions as to the qualifica-
tions of the drivers, stimulating the
drivers’ effectiveness in traffic, the regist-
ration of motor vehicles, collection of fuel
taxes and investigation of the circum-
stances re traffic security.

The Bureau of Driver Service is one
of the department’s five sections. This
section’s work comprises the testing of
drivers, issuance of driver’s licences and
financial responsibility, as well as contin-
ued driver improvement.

To obtain a driver’s licence each appli-
cant must pass:

a test of the traffic rules

a test re traffic signals

a practical driving test

an examination of his hearing, eyesight

and colour conception.

The personnel in charge of the above
tests are specially schooled in order that
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the driving licence examination shall be
‘“valid, reliable and objective”, i.e. the
aim is to find out whether the driving
licence applicant really has the knowledge
and qualifications required, to see to it
that the answers to the questions are
uniform and clear. The work of the exam-
ining staff is constantly under supervision
and the staff is given further schooling
if requirements arise. After the practical
driving test, every applicant receives a
written report as to the result. The reasons
in the case of failure are stated in detail.
A second trial may be made within a week
in case of failure.

In Washington the point system is in
force, covering different traffic offences.
The point system is a method for indenti-
fying such drivers as from both a legal
and traffic security viewpoint are in need
of attention on the part of the department.
After a certain number of offences, the
driver receives a letter of warning. A
driver who does not change his driving
behaviour receives a notice to attend a
group discussion. These group discussions
are led by a trained discussion leader and
lasts for six hours (3XX2 h.). The purpose
of the group discussions is to bring about
a change in behaviour and attitude, which
is not possible through lecture technique.
The groups are small (N=10—12) and
the discussions relate to the participant’s
personal traffic problems. If a driver fails
to participate in the group discussions,
he is called to attend a personal interview,
which is led by a trained driver improve-
ment analyst. The aim of the interview
is to help the driver to understand his
own traffic problems and the possible
reasons for them. The one leading the
interview decides, in accordance with a
fixed decision rule, which control meas-
ures the department ought to take. ““Sus-
pension is an undesirable alternative. It
means failure in our efforts to rehabilitate
the driver. It is seldom effective as a
correctional tool.” (The Department’s
internal instruction, 1967). In deciding the
control measures to be taken, the driver
is appraised according to four ratings:
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. his adjustment ability

. his ability to identify his own prob-
lems

. his willingness to try to change his
behaviour
. his type of violations.

Of ten possible control measures after
the interview, suspension of the driving
licence is the last alternative.

All of the department’s data is trans-
ferred to magnetic tape and is handled
automatically. Each week the head of the
driver improvement section receives from
the data processing machine a list of the
drivers who are to receive a letter of
warning or will be called to attend group
discussions or a personal interview.

When manual data processing was
changed over to automatic data process-
ing, about 11/2 million driving licence
details were transferred to magnetic tape.
The work was completed by 25 persons
with an 8-hour working day and a five-
day week for a period of 6 months. Today
there are about 2 millions driving licence
owners in the State of Washington. The
automatic data processing was considered
to be an effective and just system with
such a great amount of uniform material.
It was also considered that the automatic
processing facilitated not only research
but also co-operation between the depart-
ment and hospitals, courts, credit bureaus,
doctors, security organizations, etc.

The research and statistic sections be-
long to another of the department’s divi-
sions, ‘“‘Bureau of Administrative Service”.
This is led by a statistician, Alfred
Crancer, and consists of four scientists
and a number of secretaries and assistants.
Mr. Crancer told me about the same
possibilities and restrictions in research
within a large administrative machinery
as I experienced in California: a conflict
between applied research and basic re-
search. The research results affect today
very quickly i.a. legislation in Washing-
ton; this, according to hearsay, to a large
degree due to the department’s effective
manager, Mr. Douglas Toms, which
Crancer regarded as a positive factor.

SOU 1971:81

The research results are published in a
series of reports. So far (April 1968) the
following have been published:

A. Crancer, 1967, “Motorcycle fatality
study”, 1965—1966 data.

A. Crancer, 1967, “Involvement of the
problem driver in fatal motor vehicle
accidents.”

A. Crancer, 1967, ““Accidents and vio-
lation rates for Washington drivers.”

A. Crancer, 1967, “An evaluation of
driver training based on accident and vio-
lation rates.”

A. Crancer—D.T. Kirk, 1967, “Utiliz-
ing decision rules in driver improvement
interviews.”

P.A. O’Neall, 1967, “Relationship of
accident involvement and number of cita-
tions: 1966 data.”

A. Crancer—L. McMurray, 1967,
“Accident and violation rates of Washing-
ton driver with medical licencing and driv-
ing restrictions.”

Of the research projects now being
carried on, the most interesting appeared
to be the attempt to see the connection
between behaviour in a driving simulator
and behaviour during a driving test.
Attempts are being made to substitute
driving tests in traffic with driving tests
in a simulator. In this way objectiveness
and uniformity could be gained, among
other things.

Another very interesting research pro-
ject being carried on at present is an
attempt to change the traffic behaviour
of problem drivers through a new method.
This method would apply in the first
place to such problem drivers as during
the interview have shown slight ability
to adapt themselves to their personal situa-
tion or to understand their driving prob-
lems. The theoretical basis for this method
is the B.F. Skinner’s S-R-theory. In order
to get his driving licence restored to him,
each driver has to drive without any
traffic offence or traffic accident during
a certain fixed period. Each driver has to
go through nine such periods in order
entirely to eliminate the restrictions in
his driving licence. The restrictions during
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the first two weeks are the most stringent.
If the driver drives his vehicle without
any violations or damages during these
two periods, he is transferred to a new
group of drivers with less stringent restric-
tions. The rewards for correct driving
consist of less stringent restrictions. But
if the driver commits an offence or is
involved in an accident during any of the
periods, he will be moved, according to
a scheme drawn up, to a group with more
stringent driving restrictions. The idea is
to get the drivers to immediately change
their traffic behaviour through rewards
(less stringent driving restrictions) or pen-
alties (more stringent driving restrictions).
The project is called “A program of be-
haviour modifications for problem drivers”
and is led by Ronald Kleinknecht.

Of other current research results may

be mentioned:

1. Study of driving behaviour during
periods of serious mental and physical
illnesses.

2. Study of driving behaviour of active
narcotic and dangerous drug users.

. Study of driving behaviour of chronic
alcoholics.

. Study of driving behaviour of persons
who have attempted suicide.

. Study of driving behaviour during
periods of marital stress.

. Study of the relationship of driving
behaviour and credit rating.

. Analysis of group dynamics sessions
for improving the problem driver.

. Analysis of a behavioural approach
for changing driving performance of
problem drivers.

. Development of a personality and
driving profile for problem drivers.

. Evaluation of warning letters issued
by the division of driver improvement
to the problem drivers.

. Study of the relationship between the
written and road tests and driving
performance.

2. Knowledge of rules of the road and
defensive driving—problem vs. non-
problem drivers.

. Analysis of the driving records of

Washington’s worst problem drivers.

14. Analysis of driving records of drivers
with two or more drunken driving
citations.

15. Analysis of driving records of persons
with restricted licences.

16. Analysis of accident rates associated
with the various types of violations.

17. Analysis of violations and accidents
accumulated in 1966 by Washington
drivers.

18. Analysis of violations by persons with
no driver licence.

19. A survey of insured vehicles in Wash-
ington; 1967.

20. Determination of the effect of Sunday
liquor sales.

The State of Wisconsin
Department of Motor Vehicles
Hill Farms State Office Building
Madison, Wisconsin 53702.
Training and Research Specialist:
Milo Hodgson.

After about four years as driving li-
cence examiner one can be promoted to
““/driver improvement analyst”. The intro-
ductory course here is five weeks and is
to a large extent led by invited experts
from different central fields, such as psy-
chologists, lawyers, police, engineers, etc.
After this course there is a so-called test
year, i.e. in-service training. When a dri-
ver has collected 6 minus points in con-
nection with traffic, he receives an ad-
visory letter. When he has a total of 7—11
minus points the driver is called to attend
either group discussions, if the driver’s
problem appears to be on the attitude
level, or a personal interview if the prob-
lems depend on lack of knowledge or lack
of ability. When the number of minus
points amount to 12, the driver gets his
driving licence suspended temporarily or
usually for a period of three months. The
same fate meets him if he fails to come to
the group discussions or to the interview,
led by driver improvement analysts. The
group discussions comprise 10—12 parti-
cipants and they are held three times,
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for two hours at a time. The drivers may
choose the time that suits them best. In
connection with the personal interviews,
a driving test of about 15—20 min. usu-
ally is arranged. During the interview the
analyst and the driver co-operate with a
view to discovering the individual prob-
lems and possible solutions. So far, no
follow-up investigation has been made
regarding the effect of these measures.

It should be pointed out that each
holder of a driving licence receives a
small card with information as to how
the point system works and the conse-
quences of too many minus points in
connection with traffic.

State of New York

Department of Motor Vehicles

Division of Research and Development
800 No. Pearl St., Albany, N.Y. 12206
Director of Research: John O. Moore
Chief Research Bureau:

Phillip K. Raeder, Jr.

One scientist (research):

Gary E. Delin

In New York a driving licence may be
obtained at the age of 16. This licence
is a preliminary licence, which is obtained
on trial for a period of six months, where-
upon a regular licence is received. After
repeated violations the driver is placed in
a driver improvement school. The ad-
ministrative and legal measures following
repeated violations or traffic accidents are
under consideration and experiments are
being made at present (1967-1968). Today
the situation is such that neither driving
licence examiners or driver improvement
analysts are trained in any way. The
whole is regarded as an extra job. The
driver improvement courses have so far
consisted of lectures and the showing
of frightening traffic safety film. Today
a system is being tried out within the
Department consisting of a risk pam-
phlet, so-called, and group discussions,
in order to put into activity a larger group
of traffic offenders at the same time. Each
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participant receives a pamphlet which con-
tains a number of drafted or sketched
risk situations. These pictures and the
participants’ answers constitute a basis
for discussion after having gone through
the risk pamphlets individually. The pam-
phlet, which all of them receive, contains
the most general risk situations in traffic,
according to statistics. The philosophy of
the booklet is based on the fact that a
risky situation never is simple, the traffic
situations can never be recorded in black
and white. The message of the pamphlet
may be said to be: “Take a chance, then
be conscious of what a chance you are
taking.” An investigation as to the effect
of the risk pamphlets is now being carried
on.

All data within the Department has
been transferred to magnetic tape and is
treated automatically. During my visit
a statistical investigation was also being
carried out regarding the connection be-
tween traffic offences and traffic accidents.
The idea is to determine whether those
drivers who really are a danger in traffic
are being instructed at the driver improve-
ment courses or merely those who violate
the rules without causing any damage. If
a vague connection is apparent, there are
plans to change the basis for the selection
of drivers who are to attend the driver
improvement courses (i.e. possibly the
criterion for attendance ought to be acci-
dents which have occurred and not traffic
violations). Preliminary results have
shown that 85% of the offences occur
without an accident being involved and
that in the case of about 80 % of the
traffic accidents, no offence has been re-
corded. (These results do not agree, how-
ever, with the estimates made by the
National Safety Council). Against this
background the risk pamphlets, so-called,
also include only accident situations in
traffic.

The Department publishes “Statistical
Bulletin”? and “Research Report”, of
which, among others, the following have
been completed:
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. Report No. 2, “Late model motor
vehicle defect study”’.

. Report No. 3, ““An evaluation of the
Driving Records of High School
driver education students in New
York State.”

. Report No. 4, “A pilot study of
driver attitudes towards seat belts.”

. Report No. 5, “Study of seat belt
utilization by 1962 car owners as a
test of effectiveness of anchorage
legislation™ (1963).

. Report No. 7, “An analysis of the
chauffeur licence classification sys-
tem” (1963).

. Report No. 8, “Study of compact
vehicles registered in New York
State 1962 (1963).

. Report No. 9, “A review of motor-
cycle safety problems in New York
State” (1966).

IIT Central Organisations deal-
ing with traffic safety research

Highway Research Board
National Academy of Science
2101 Constitution Avenue
Washington, D.C. 20418.

Highway Research Abstracts—a monthly
publication with a summary of road traffic
research being carried on, among other
subjects.

Highway Research Record and High-
way Research Board Bulletin both include
scientific reports for different groups of
research projects. About 40—50 numbers
are published each year and each publica-
tion contains as a rule several research
reports.

National Safety Council
425 N. Michigan Ave.
Chicago, Illinois 60611.
Research Director:
Thomas W. Planek, Ph.D.

The NSC carries on continuous safety
work mainly through mass media and
through extensive publication and infor-
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mation service. The NSC issues a monthly
publication called *“Traffic Safety”, which
four times a year contains a scientific
supplement called ‘“Traffic Safety Research
Review”. Furthermore, the NSC has the
largest safety library in the world.

1V Some Universities, who con-
duct traffic safety research

The Safety Research and Education Pro-
ject

Teachers College, Columbia University,
New York, N.Y. 10027

Director: James L. Malfetti, Ed. D.
Associate Director for Research:

James R. Adams, Ph.D.

Assistant Professor of Education:

William G. Anderson.

Present Research Projects (1967):

“Driver Improvement Programs — The
Phoenix Alcohol Research and Education
Project.” —

The basis here is the fact that penalty
measures have not reduced the percentage
of traffic accidents where alcohol has
been a contributing cause, and the fact
that about every other drunken driver
who is arrested shows upon closer ex-
amination symptoms of alcoholism. The
project in Phoenix is based on the idea
that different types of drunken drivers
shall be given different types of treatment
by way of courses. The experiments are
carried out in co-operation with a court.

Judgment of Impeding Hazard.—
Attempts are made to work out a test
which measures the driver’s ability to
comprehend and interpret quite risky sit-
uations in a similated traffic situation
under the effect of stress.

The Drinking Driver—Redefinition of
the Host Role—An attempt has been
made by way of mass information in a
limited community, Westchester County,
New York, to change the prevailing cus-
tom at parties and gatherings that the
hosts treat guests which have arrived at
the party by own car to alcoholic drinks.

Community Influence on Accident
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Rates.—Preliminary investigations have
shown that cities with a high murder or
suicide rating also have high accident
rates in traffic. The investigation is now
trying to determine whether the frequent
traffic accidents have any connection with
different expressions of social pathology
(murder, suicide, various illnesses, etc.)
and thereby get some idea as to the con-
nection between social factors and traffic
behaviour.

Smoking and Traffic Accidents.—A
connection has been found evident be-
tween intensive smoking habits and being
involved in traffic accidents. This investi-
gation touches upon the above mentioned
drinking driver investigation through
common oral variables, so-called.

Communications for Safety.—The basis
of this project is to investigate which
message might be the most effective in
influencing the behaviour of such individ-
uals as are responsible for the training up
of safety.

Part of the education at Columbia
University covers vocational training of
teachers. There are several courses for

the training of driving school teachers
and motor vehicle drivers, within the
scope of an extensive safety training.

Impressions from a conversation with
Dr. Adams:

“Most of the driver improvement cours-
es so far carried on in the U.S.A. have
not fulfilled the expectations originally
expressed. This probably depends on the
following, among other things:

— in an attempt to alter people’s atti-
tudes, one has calculated with rational
people without emotional problems,

— one has had to deal with drivers who
possibly have been driving for years, have
been guilty of many traffic offences but
have never been involved in any traffic
accident,

— most of the persons who have led the
courses have had poor wages, have had
this as an extra job, have been policemen,
school teachers or driving school teachers,
etc.

The ideal teacher to lead a driver im-
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provement course should have ia. the
following ideal characteristics:

— be able to teach people to control
their emotions,

— be able to clarify each driver’s indivi-
dual pattern of mistakes,

— get people to pay attention to the
emotional problems, to realize their own
limits, to accept a more pessimistic view
of their possibilities to cope with risky
traffic situations, and

— to influence drivers, who have success-
fully coped with a risky situation in 99
cases out of 100, not to take a chance
again in a situation which cannot be pre-
dicted individually but nevertheless sta-
tistically.

In connection with accidents the situa-
tion is often that the driver has been un-
able to adequately apprehend the risky sit-
uation: “lack of attention, alertness, fail-
ure to perceive and understand.” It is not
always possible to speak of carelessness
in traffic, a driver might conceive a situa-
tion, which in reality is risky, as safe.

A driver is particularly dangerous when
he or she notices that he or she is making
a mistake. Such a situation hurts their
self-confidence and the driver then tends
to insist on dominating even in the mis-
take being made.

One of the greatest traffic problems in
the U.S.A. today is drunken driving. It
is estimated that in approximately every
other fatal accident in traffic, alcohol is
a contributing factor, as in also 15—20 %
of all traffic accidents. The so-called alco-
hol accidents are the most severe, so far
as injuries are concerned. A sober driver
can in general do something to mitigate
the consequences of the accident, but
alcohol accidents, crash . . .

In Phoenix, Arizona, experiments are
being made at present to try to rehabili-
tate drunken drivers in different ways. The
experiments are being carried out in co-
operation with a court. Of the test clien-
téle, a small group was found to be so-
called social drinkers. The majority (85 %
in Phoenix) are so-called problem drin-
kers or drivers with evident alcoholic
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symptoms. The use of alcohol is due to
deep and serious individual problems.
In the US.A. the attitude towards alco-
holics is gradually changing. Alcoholism
is more and more beginning to be regard-
ed as an illness that calls for adequate
care. It was previously considered that an
alcoholic ought not to take up a bed at a
hospital, inasmuch as the chances of cur-
ing him were not so great. Drunken dri-
vers, for instance, were rather put into
jail. But, as mentioned, this attitude is
changing. A relatively new problem in
traffic is narcotics.

The tests being carried out in Phoenix
are based, i.a. on the idea that the reasons
for alcohol problems differ and have an
individual pattern which demands a ther-
apy of individual pattern. “YOU-VE
GOT TO DEAL WITH THE REAL
PROBLEM. YOU’VE GOT TO DIAG-
NOSE WHAT THE PROBLEMS ARE.”
Why, for instance, make the drunken
drivers pay a fine or put them in prison?
They are sentenced to pay a fine, they
continue to drive, they are sentenced
again, they still keep on driving, are
fined again, continue driving. But in the
meantime they might kill both themselves
and others. A fine is no solution to per-
sonal problems. The solution does not
appear to be, for instance, individual
therapy or group discussions during a
fixed time of 2, 4 or 6 hours; instead it
should be as long as the individual re-
quires it ... These circumstances, among
others, demand much of the therapeut,
whether the driver improvement course
is individual or in group.

Research regarding alcohol and traffic
is of central importance both here (at
Columbia University) and at other re-
search centers in the U.S.A.

To return to the problem driver with-
out any direct alcohol problems, the
following has been tried out at the Uni-
versity: a problem driver has been out
driving in traffic accompanied by a traffic
therapeut who has commented the driving
the whole time, pointing out mistakes,
criticizing the driver’s style where it has
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been necessary in order to help the driver
to get a better view of his own manner
of driving. This could be used for driver
improvement purposes.

In the case of problem drivers where
alcohol does not play any part, one can
distinguish between three categories in
general:

“The Can’ts” with language problems

or physical, visual defects,

“The Don’ts”, who are badly trained,

and

“The Won’ts” who have a distorted

traffic attitude.

These categories require special diag-
nostics and special therapy.

Notes from an interview with Dr.
William G. Anderson:

The most central problems today re-
garding traffic inprovement are:

— the education (training) of driving
school teachers,

— the driving licence tests, and

— the continuous control and training
of the drivers.

The use of simulators in the training of
drivers appears to be a result of considera-
tion for economic profit rather than an
effort to make the traffic safety education
more effective. The use of simulator in
the training of drivers should be made
with distinction. Simulators can be of
good assistance in training the driver’s
perception in dangerous situations. The
contents of the films must be based on
actual accident data. Not all instruction
can be gained by the use of simulators.

A book will probably be published in
May 1968: Prof. William G. Anderson,
“In-car Instruction: Methods and Con-
tent. A manual for Teachers of Driver
and Traffic Safety Education.” Addinson-
Wesley Publishing Company, Reading,
Massachusetts 01868. Editor: Allan M.
Wylde.

SOU 1971:81




New York University

School of Continuing Education and
Extension Services

Center for Safety Education
Washington Square, New York. N.Y.
10003.

Director: John V. Grimaldi, Ph.D.
Associate Director: Leon Brody, Ph.D.
Professor of Education:

J. Duke Elkow, Ph.D.

Notes from an interview with Dr. Leon
Brody (11.10.1967).

Activities from the DI-schools (DI =
driver improvement) have so far been
afflicted with certain basic mistakes. In
many cases the principle “trial and error”
have been followed, it has not been pos-
sible to build up this service on a scienti-
fically stable ground. DI-activities have
been carried on in the U.S.A. for about
30 years. But during the last decade the
interest for DI-activities has increased
considerably again. This is to a large
extent due to the fact that we know much
more about the question why a problem
driver is a problem driver and the fact
that there is more to learn than we now
know. During the past three-four years
a more national-wide emphasis of DI has
become apparent in that different mass-
media (newspapers and radio) to some
extent have realized that certain points
can be emphasized in a special way so
that, it is hoped, the individual driver’s
behaviour is affected in a positive direc-
tion. As an example may be mentioned a
TV-program three-four years ago. The
program was sent at so-called good send-
ing time. The program was of such a
nature that the public looking at it could
participate in the program in different
ways and at the end of the program
series approximately 16 million people
participated. The program was arranged
in such a way that the public was given
problems to solve which applied to traffic
safety. Forms on which the solutions
could be written down were distributed
through newspapers and gasoline stations.
Answers to the problems could be sent
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in and the correct solutions were subse-
quently presented in a TV-program by
experts in this field. One can be certain
that this program did not change people’s
traffic behaviour but it probably created
a much greater interest for traffic safety.
It somehow opened the door. And later,
during the past two years, an increased
number of DI-programs have been started.
But we should not be too optimistic as
to the effect of these programs. We must
remember that we deal with a grown-up
public of listeners, who work during the
daytime and shall participate in so-called
improvement courses in the evenings.

To summarize: There appears today
to be quite a large interest for traffic
safety in America and there are many
different DI-programs under various aus-
pices and in different connections, but
so far it cannot be said that there is a
single road to the solution of the prob-
lems, and more can be done to establish
better scientific methods for DI-activities.

In this connection a system which is
usually not included in the idea of a DI-
system should be mentioned, namely the
point system. The introduction of this
system in the various states can be re-
garded as one of the most significant
measures in the past few years to promote
traffic safety. Dr. Brody would say that a
similarly important measure from a traffic
safety point of view was the introduction
of safety belts in the U.S.A. The point
system differs quite considerably from
one state to another. But common to all
is that a driver can be warned after hav-
ing received a certain number of points
for traffic violations or traffic accidents.
If the driver does not show any improve-
ment, he may be called to attend a hear-
ing where the administrative representa-
tives decide whether his driving licence
shall be revoked for either a short or a
long period. In some states a somewhat
different system prevails, which perhaps
is not so practicable but probably very
effective from a pedagogic point of view.
In California, for instance, a driver re-
ceives a warning letter after having been
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assessed a number of points for violations
or accidents. If the driver continues his
dangerous traffic attitude, he is called to
attend a special interview, which is held
by a specially trained interviewer. The
aim of this interviewer is not to impose a
penalty of any kind on the driver, not
“put the licence on the shelf””. His pur-
pose is to go through together with the
driver the points so far assessed, discuss
the driver’s behaviour which has resulted
in these points, draw attention to the
problems which most likely lie behind
the driver’s behaviour and discuss differ-
ent methods as to how this dangerous
attitude can be changed, etc. This inter-
view takes place between the warning
letter and the formal hearing. This inter-
view is probably very correct from a peda-
gogic point of view, as it takes place be-
tween two pairs of eyes. But this system
might appear to be somewhat un-econom-
ical. A few states have therefore com-
promised and let the judges, who are in
charge of traffic offence cases, decide
whether a driver shall be sentenced to a
fine or driving restriction or be compelled
to take part in a DI-course. These courses
usually cover a time of 6—8 hours. A DI-
program can be carried out by way of
group discussions, lectures, the use of
films and other picture material, etc. Of
these methods the group discussions are
by far the best pedagogic method due
to the fact that in this manner the indivi-
dual can best vindicate himself, which is
not possible during a lecture, for instance.
Unfortunately group discussions are not
carried out to the extent desirable today,
nor in the manner they ought to be
carried out.

The Northwestern University
The Traffic Institute

1804 Hinman Avenue
Evanston, Ill. 60204.

This institute has a very extensive pub-
lication and library service. The most
important publications are, on the one
hand, the monthly “Traffic Digest and
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Review” and, on the other hand, the
publication ““Current Literature in Traffic
and Transportation™, also issued monthly,
which gives a summary of the latest
written matter in the field of transporta-
tion.

University of South Dakota
Department of Psychology
Driver Behaviour Laboratory
Vermillon, South Dakota 57069
Assoc. Prof. Psychology:
Norman W. Heimstra, Ph.D.

The Driver Behaviour Laboratory is
an integrated part of the University’s
psychological department. At the labora-
tory, which is led by Dr. Heimstra, several
investigations are being carried out which,
it is hoped, will give valuable information
regarding the human aspects in regard to
car driving. The research is being carried
out under the leadership of psychologists
and is a part of the student’s higher
graduation work and training to become
research psychologists. The laboratory
also has a group of technicians (engineers)
for the construction and maintenance of
the very complicated apparaturs at the
laboratory.

When I was there the following research
projects were being carried on:

It has been ascertained that different
drivers have an individual tendency to
take a risk, great or small, in an over-
taking situation, for instance. Now
attempts are being made to see how these
people, whose risk tendency has been
ascertained by practical tests, behave in
a simulated risk-taking situation in the
laboratory.

Film instruction and risk-taking behaviour
in traffic.
With the assistance of extreme groups
of risk-takers in traffic, investigations are
being carried out as to whether such a
risk attitude can be affected by the aid
of film instruction.

It is desirable to find out the capacity
of the different measuring instruments in
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order to test driving behaviour. The per-

sons tested have to go through:

a) an objective measurement of their atti-
tude in an actual traffic situation, with
the aid of Greenshield’s Drivometer,

b) a measurement of the psychomotor
attitude in a driving simulator,

¢) examination held by at least 5 exam-
iners in an actual traffic situation. Their
judgments are based on the
1. Roger-Lauer scale (1953)

2. McGlade road check (1961) and

3. Neyhard driving skill exerciser

(1956)

(3. was, according to hearsay, the most
effective measuring gauge, then came 1.,
and the least effective appears to be 2,),
d) the paper-and-pen test:

1. National Test in Driver Education

(1961)

2. Sportmanslike driving (1962).

The test groups consist of a) 50 very
experienced drivers and b) 50 inexpe-
rienced drivers. All of these are exposed
to the entire test battery and the idea is
to find out which of these tests makes the
most effective differentiation between the
groups.

Among the reports published, partic-
ular mention may be made of a very
thorough bibliography covering fatigue
investigations during the years 1927—
1964, which were published in Psycholo-
gical Abstracts.

Highway Safety Research Institute
Institute of Science and Technology
The University of Michigan

City Center Building

220 East Huron, Ann Arbor,
Michigan 48108.

Rudolf G. Mortimer, Ph.D.
(Human Factors)

The work being carried on by the
Human Factors Group at the Highway
Safety Research Institute consists to a
large extent of research projects, carried
out as contract work for the Department
of Transportation in Washington, D.C.
Thus the most important project today
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is an investigation regarding the alcoholic
in traffic. The purpose is to find out to
what extent alcoholics are a traffic prob-
lem, whether there exist different types
of drunken drivers, whether it is possible
to find some kind of a measuring instru-
ment for the differentiation of drunken
drivers and normal drivers, whether there
are different types of alcoholics in traffic
with different violation or accident pat-
terns, etc.

The test group consists of approxi-
mately 2400 patients with alcohol prob-
lems, who have been in contact with hos-
pital milieu at some time during the past
decade. As much data as possible has
been collected regarding these patients,
taken from hospital records, admission
documents, from test situations made,
treatment given, etc. In addition, data is
available regarding their traffic behaviour
and possible criminality apart from traffic
violations. For the sake of comparison
regarding this data, a selection of approxi-
mately 1,000 normal drivers, so-called,
has been made.

The work at the Highway Safety Re-
search Institute will at the end of 1968 be
concentrated to a central building which
was being erected at the time of my visit.
In the future at least five different depart-
ments for traffic safety research will be
working under the same roof, viz: System
Analysis, Public Factors, Physical Fac-
tors, Biomechanical-Biomedical Factors
and Human Factors.

Survey Research Center
Institute for Social Research
University of Michigan
Ann Arbor, Michigan,
Donald C. Pelz, Ph.D.

At the Survey Research Center, which
is associated with the University of Michi-
gan, a very interesting project is being
carried out to ascertain the reasons for
traffic accidents, particularly among young
drivers in the age of 16—25. The problem
has been approached in a rather new way.
Traditional investigations in this field have
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often been based on actual accident data.
In this investigation, led by Donald Pelz,
Ph.D. and Stanley Schuman, M.D. (the
former a psychologist and the latter with
medical education) the work has been
started from the other end, so to speak:
an investigation is made of a selected
group of drivers in the age of 16—25
years, who represent an average of drivers
in that age in Ann Arbor, Michigan.
By means of a standardized interview,
the research team receives details as to
prevailing attitudes, moods, development
tendencies, etc. during this age period.
This data is subsequently correlated with
details of traffic accidents and violations,
without making any direct effort to bind
the data obtained to the accidents. In this
manner it is possible to obtain a general
result regarding motivation factors, which
usually are considered to be connected
with dangerous driving behaviour. By fix-
ing a certain age, details are also obtained
as to the importance of relatively tempo-
rary variations in this connection. The in-
vestigation utilises in its theory composi-
tion many results previously obtained in
the field of the human factor in traffic,
as well as general psychological theory
composition in different stages. The pur-
pose of the research project is lastly to try
to change the dangerous traffic attitude.
The working name of the project is: “Pro-
posed program to change young driver’s
attitudes and behaviour.” The background
details from the investigation may be ob-
tained from the article ‘“Young Male
Drivers”, written by Schuman-Pelz-Ehr-
lich-Selzer in The Journal of The Ameri-
can Medical Association, vol. 200, 1967,
p. 1026—1030.

Michigan State University

Highway Traffic Safety Center

The Kellogg Center for Continuing
Education

East Lansing, Michigan 48823
Director, HTSC: Gordon H. Sheehe
Driver Licencing: Fred E. Vanosdall.

The education of driver improvement
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analysts is extremely thorough. To act in
this capacity in Michigan a Master of
Arts degree is required, which probably is
unique in the U.S.A. The Driver Improve-
ment Program built up at the HTSC
(chiefly through Dr. Mann) is in use in
several states, Wisconsin, among others.

Examples of research projects at the
Highway Traffic Safety Center:

Personality Characteristics of Effective
Driver Improvement Interviews:

Development of Airphoto Technique
for Studying Driver Behaviour and Traffic
Flow Theory,

The Effect of Small Cars on Traffic
Flow and Safety,

Economic and Social Effects of High-
way Improvement.

V Research Institutions

Accident Research Center
American Institutes for Research
Washington Office

8555 Sixteenth Street, Silver Springs,
Maryland 20910

Associate Director:

Dorothy S. Edwards

Researcher: Clifford P. Hahn.

Three research projects re traffic safety
were in the foreground when I visited the
Center:

1. In 1962 an investigation was begun
regarding the possibilities of predicting
accidents on the basis of a short obser-
vation of driver behaviour. The drivers
were unawere of the fact that their be-
haviour was being observed. 304 male
drivers, more or less selected at ran-
dom, were filmed for five minutes in a
traffic situation. Five policemen were
asked to make observations of all the
mistakes made, including illegal,
dangerous and impolite traffic beha-
viour. Only slight agreement with the
observations could be ascertained. Not
even a repeated run of the filmed sec-
tions of traffic behaviour resulted in
complete agreement in the judgment
of the mistakes made. The differences
in observations appear to depend more

SOU 1971:81




upon differences in interpretation, how-
ever, than lack of observation.—It was
found, among other things, that 97 %
of all the filmed drivers committed at
least one mistake during a 5-minute
sample in traffic. The number of errors
on the average was 9.18. Speeding was
the most common (87 %). Thereupon
followed Changing Lanes Without
Signal (80 %), Failure to Stay in Lane
(63 %) and Turn Without Signal in
46 9% of the incidents.
— Dr. Hahn considered that the filming
of traffic incidents gave a very good cri-
terion as to behaviour in traffic situa-
tions.—Attempts are now being made to
predict traffic behaviour (violations and
accidents) for five years after these obser-
vations.
2. From the foregoing investigation the
idea of driver improvement experi-
ments was projected. There are three
experiment groups:
I. Small groups (N = 4—5), whose
traffic behaviour had been filmed, took
part in a couple of hours’ discussion
regarding the traffic behaviour in ge-
neral, good and bad, and their filmed
behaviour in particular. The intention
was to test whether these sessions
broadened the drivers’ look-out on
their own driving behaviour and there-
by reduced their participation in traffic
accidents. Control groups are not
engaged in this ‘“treatment”, and the
time for after-control is several years
after the session.
II. A test is made of the drivers’ per-
ception and psychomotor attitude.
Then the group discusses these results
with the drivers and follow up their
traffic behaviour, once again compared
with the control groups, during a num-
ber of years after the tests.
III. Groups of drivers discuss both
their filmed behaviour and their test
results. The idea is to see whether these
measures are of any importance for
traffic behaviour.
3. The driving behaviour is recorded
by reports that are regularly sent in
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regarding traffic accidents. At the time
of my visit the chief interest appeared
to revolve around the connection be-
tween driving behaviour as observed in
traffic and in a simulator situation.
The method was quite original: Two
observers took a taxi from some place
about 8 miles from the Research
Center. Unaware to the taxi drivers,
the observers made note of all the mis-
takes made during the course of the
drive. When the taxi had arrived at
its destination, the driver was asked
to take part in a test, i.e. drive a turn
in two driving simulators and take part
in a psycho-motor test. A test is then
made of the connection between four
background variables, 14 traffic be-
haviour variables, 10417 driving-
simulator variables and 25 psycho-
motor test variables. One of the driv-
ing simulators was moveable sideways,
and with the accelerator the speed on
the film was regulated, the projection
of the film being shown in colour on
the movie screen. So far, however, the
connection has been found to be un-
clear.
Examples of research projects carried
out by the personnel at the Institute:
“Studies of Human Behaviour Affect-
ing Safety on the Pennsylvania Turnpike”,
“Human Engineering Factors Related
to Highway Design and Traffic Prob-
lems”,
“Measurement of Driver Reactions to
Road and Tunnel Conditions”,
“Effects of Drugs on Driving Behavi-
our” (a literature study),
“Effects of Drugs on Warning Signals”,
‘“Human Factors in Accidents” (an ex-
tensive literature study),
“Personnel and Training Factors in
Fighter Aircraft Accidents”,
”’Research on Near Accidents”,
“Status of Research on Childhood Acci-
dents”,
“Home Accident Behaviour”, and
“Effectiveness of Door Markers or
Escape from Refrigerators”.




Porto-Clinic/Drivers Safety Service Inc.
405 Lexington Ave.,
New York City, N.Y. 10017.

The above company is a private-owned
organization, whose business it is to try
to solve problems in connection with per-
sonnel at industries and drivers in traffic.
The company has taken on business both
from the private industries and from
different State governments.

Some of the tasks are, for instance:

— to determine the scientific importance
of New Jersey’s driver clinic activities,

— to work out methods by which to
choose and employ drivers for different
companies with extensive transport busi-
ness,

— to participate in tests for the planning
of a “traffic-secure car”,

— to work out schooling methods for so-
called problem drivers,

— to work out a special system for the
training of handicapped drivers.

Chief experiences:

— The experiments with driver clinic
activities have shown the importance of
an individual treatment of drivers who
have committed repeated traffic offences
or been involved in several traffic acci-
dents. The tests carried out, as well as
the group discussions and individual treat-
ment are of greater importance for the
reduction of traffic offences than for the
reduction of the number of traffic acci-
dents in which the driver is involved. As
regards group discussions as a technical
factor to influence traffic offenders, the
most effective groups appear to have been
composed of different types of traffic
offenders, ie. it appeared to be prefer-
able to have drivers in the same group
who have violated the speed rules and
drivers who, for instance, have failed to
observe traffic signals. This combined
group was considered better than a dis-
cussion group consisting solely of drivers
who have exceeded the speed limit. The
number taking part in the discussion
groups should preferably be 6—38, 12 is
considered too many;

160

— in comparing group discussion tech-
nique and individual technique “between
two pairs of eyes”, the latter, although
less practicable, we considered more effec-
tive from a rehabilitation point of view;
— attempts have also been made to work
out a model for a driver in a “man-
machine” system;

— experiments are being carried out with
the aid of cartoons to distinguish between
efficient drivers and inefficient drivers
(Kole-Henderson, 1966). Pre-tests had
shown that two groups of drivers inter-
preted the cartoons with traffic incidents
in such a way that the test could possibly
be used to distinguish the efficient drivers
from the inefficient drivers. For the time
being, however, one might question the
grounds of validity so far as the test is
concerned.
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Den manskliga
faktorn i1 vagtrafiken

Diskussion vid Svenska Forsikringsbolags Riksforbunds drsmote
den 21 november 1969
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Olle Karleby

Arade forsamling! I egenskap av ordfo-
rande i Svenska Forsikringsbolags Riks-
forbund ber jag att fa hilsa er alla hjirt-
ligt vilkomna till den offentliga delen av
vart symposium om den minskliga fak-
torn i vagtrafiken, The Human Factor in
Road Traffic. Riksférbundet anordnar det
i samrad med Trafikmalskommittén i an-
slutning till sitt drsmote som har hallits
idag pa morgonen.

Vi har glidjen att hidr se nidrvarande en
rad representanter for olika sektorer av
svenskt samhillsliv och jag vill silunda
hélsa vdlkomna foretrddare for finansde-
partementet, riksbanken, forsdkringsin-
spektionen, polisidra myndigheter, medi-
cinska myndigheter, trafiksidkerhetsorgan,
statliga och andra samt foretridare for
néringslivet och dess organisationer. Jag
vill vidare rikta en hjirtlig vilkomsthéls-
ning till representanterna fér vara nordis-
ka systerorganisationer och vidare till re-
presentanterna for pressen. Ett sérskilt
vilkommen vill jag ocksad rikta till vara
symposiedeltagare. Majoriteten av dem
kommer ju fran utlandet.

On behalf of the association of the
Swedish insurance companies I want to
express a heartly welcome to our guests
from abroad, from Austria, Finland, Great
Britain, Holland and from the council for
Europe. And I want to bring you our
sincere thanks for your kind and skilful
participation in this conference. I hope
that these discussions will stimulate and
influence the further work in our different
countries in the field of road traffic se-
curity.

Trafiksdkerheten &dr ju allmédnt debatte-
rad och det dr naturligt att forsdkrings-
branschen deltar i den debatten och aktivt
soker att stédja den forskning som #ger
rum. Trafikdoden &r en farsot. Vi far inte
acceptera att det varje ar dodas och lem-
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lastas tusentals ménniskor. Under en tids-
period av 15—20 ar betyder det att, med
den dodsfallsstatistik som &r i trafiken,
motsvarar det utplanandet av en medel-
stor svensk stad. Vi far icke acceptera
sadant.

Under ménga ar har diskussionen kon-
centrerats till frigan om sikra motorfor-
don och sékra végar. Det dr sikert visent-
ligt. Men minst lika visentligt, jag skulle
vilja pasta i grunden vésentligare, ir sik-
ra forare utan vilka de tekniska hjilp-
medlen dndé inte kan fungera.

Det maste anses riktigt att lagstiftare
och forsikringsgivare samverkar i dessa
fragor. En underhandsforfragan fran tra-
fikmalskommittén om riksférbundet hade
intresse av att vara med och behandla de
fragor som berdrs i detta symposium mét-
tes omgaende med starkt positivt intresse
fran riksforbundets sida. Jag ber nu att fa
overlimna ordet till borgmistare Yngve
Kristensson, som dr ordférande i trafik-
malskommittén och som vilvilligt stillt sig
till férfogande for att leda dagens debatt.

Yngve Kristensson

Thank you very much, Mr. Chairman.
Ladies and gentlemen! The discussion we
shall have today shall exclusively deal
with the human factor in road traffic.
This choice of subject does not in any
way imply that we underestimate the other
factors in traffic, namely the traffic milieu
and the vehicles. I would rather emphasize
the great demand in traffic safety work
of co-ordination and a total view of the
subject, as well as a stronger political en-
gagement. It is a matter of security which
demands large investments in parity with
every other question of security. Such in-
vestments are in fact economically very
profitable. Words only can’t help. We
will very soon have to decide to what
extent we are prepared to invest in traffic
milieu. Are we, in other words, prepared
to take considerably larger expenditures
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than at present in order to adapt traffic
milieu to human beings? What demands
shall we place on manufacturers of motor
vehicles? It is another question where
much still remains to be done. For the
co-ordination in traffic safety work a de-
cision on high political level is required.
However, today we shall put the human
being in focus. I think it is important, par-
ticularly from the viewpoint of traffic
safety, that we do not forget the road
users’ personal responsibility. For all of
us it would naturally have been consider-
ably more pleasant if we could turn over
the entire responsibility to the road con-
structors and car manufacturers. Such an
attitude, however, I believe would have
been unjustified from the traffic safety
point of view. The research that has been
carried on in this country regarding the
deviating road users has been inconsider-
able. This depends mainly on the fact that
we have not yet obtained the cross-sci-
entific traffic research institute that we,
who deal with this question, have de-
manded for such a long time. We have
therefore naturally turned to the rest of
Europe in order to get help in solving our
problems on a scope and in a field where
S0 many preconceptions exist.

It is a pleasure for me to be able to
say that we have today succeeded in get-
ting together the most well-known experts
who can be obtained at present. Doctor
Biehl from the Kuratorium fiir Verkehrs-
sicherheit in Vienna, so successful in
traffic safety work, Professor Buikhuisen
from Holland, who through his often tech-
nically very advanced research has given
us much knowledge regarding the road
users, Doctor Willett, whose book “Crim-
inal on the Road” has become a standard
work for all who wish to try to penetrate
the problem of criminality on our roads.
The Applied Psychology Research Unit in
Cambridge is a well-known institution in
research circles. Doctor Brown has pro-
mised to inform us of some of the results
of this research. We have also the pleasure
of seeing a representative from Finland,
Doctor Tallqvist, who is the one who in
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the Nordic countries most thoroughly has
dealt with the question of how we shall
be able to improve the traffic behaviour
of the deviating groups. Finally, we have
Mr. Bishop, who in the Crime Committee
of the Council of Europe has the difficult
task of co-ordinating the work being car-
ried on in this field. The Swedish delegates
are probably so well-known to all of us
that they do not call for any special pres-
entation. I therefore immediately give the
word to Doctor Willett.

Terence Willett

Mr. Chairman, my Lord Mayor! Let me
begin by saying what an honour it is to
be asked to take part in this penal sym-
posium on this to me most absorbing and
important matter. I suppose as a sociolo-
gist and as a criminologist I look at the
problem of road traffic offences and road
accidents in a rather different way from
many other people. I see it not as an
individual problem but perhaps more es-
sentially as a society problem—as a group
problem. In being that, it is all the more
difficult to solve the problem, as I think
we shall see.

What I am saying is that just as society
gets the kinds of crime and the kinds of
criminals that it deserves and creates, so
it gets the kind of driving and the kinds
of drivers that it creates—drivers that are
products of the society in which they are
brought up. People behave on the roads as
they are brought up to behave. Typically,
we have a few good people, rather more
bad people and a majority of perhaps
normal people who are sometimes good
and sometimes bad. How much the nor-
mal people are influenced by the others
we can never be quite sure. We should,
however, look at the characteristics of the
problem people, those who have more
accidents than we would expect to find
by chance alone and those people who
commit offences consistently. And we find
from these investigations in most societies
where this research has been done that
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they have a few things in common that
are quite interesting. One of the things
that they have in common is a tendency
to have problems not only in driving but
in other fields that are not connected with
driving at all at first sight. Mainly they
have convictions for offences that have
nothing to do with motoring and their
lives are often in rather a mess. That is
why they probably can’t give their atten-
tion to driving and that is why they act
out a good deal of the aggression they
may feel towards the society they live in.
To me this makes a good deal of sense
because I have lived with it so long. To
others it seems to be a little bit unique.
Another thing that many of these problem
people have in common is that most of
them are men. Like crime and other forms
of social deviations, we find that it is al-
most exclusively a male phenomenon and
I think we have to ask ourselves why this
is so. Probably an answer might be that
so many accidents that cause damage and
injury and so many offences of a more
serious nature are an expression of be-
having in a primitive sort of way that is
probably a little bit out of date in the
highly sophisticated technological society
in which we live. And, my Lord Mayor,
you mentioned the damage that is caused
on the roads in terms which are very
graphic, the elimination of a Swedish city.
And of course we know that war is primi-
tive, and we know that war is an expres-
sion of primitive behaviour. Could it be
that we are talking about very much the
same thing?

Another problem that we are faced
with is that of attitudes, attitudes towards
life, attitudes to the role we play, atti-
tudes to the part we take in society. And
if we are going to do something about
this, if we are going to reduce this dam-
age or these offences, we have got to
change these attitudes—change these atti-
tudes towards driving, stop taking it for
granted that it is something easy and
simple that anyone can do. As I have
said, it is out of date. We have perhaps
got to look at driving in a similar way in
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which the modern pilots look at the prob-
lem of flying, to see it as a behaviour in
which the less primitive value of manly
virtues are dominant, namely discipline,
skill and self-control. And if we would
reduce damage, death and offences on the
roads, then we have got to have people
to see driving more in this way. But, in
the last resort, the answer to this problem,
like problems of crime and delinquency,
lies perhaps more in the family and in
school than it does in the courts or in the
prisons or anywhere else. I admit, of
course, that we do need to improve the
system, we need to improve the roads,
we need to improve the vehicles. But it
is the individual and his ideas of what
constitutes good driving and good social
behaviour that means most of all. And
that is a social issue, more a social issue
than a technical issue. We have got to try
and convince people of the truth that is
brought to us by research in this field:
the people drive as they are. And if you
would look at the sort of society which
you are in, you should look not only at
the penal system, but you should look at
the roads, because that would perhaps tell
you more about the society than almost
any other area that you could look at
quickly.

Wouter Buikhuisen

I think it was about in 1950, or something
like that, that there was a very popular
American song that sounded something
like “Give me five minutes more, only five
minutes more.” I wouldn’t like to sing
this song here but I would have liked to
ask you indeed to give me five minutes
more because now I'm afraid I can give
you only a small picture of the scope
which I had preferred to show you as a
whole. I'm asked here to give some in-
formation about research regarding drunk-
en drivers. In the Netherlands we have
indeed carried out a rather extensive re-
search in this field and it is especially be-
cause the number of subjects convicted
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for drunken driving are increasing stead-
ily. And therefore our Ministry of Justice
has asked my institute to carry out this
research and the first thing we were look-
ing after was: Has our penal system any
special preventive effect with regard to
drunken driving?

Usually it is very difficult to answer
questions but in this case I am in the
fortunate position to say that it is rather
easy to answer this question because our
penal system has no special preventive
effect in this respect. For instance, if you
would send a group of drunken drivers to
prison unconditionally, then we found that
about 389, is convicted again for drunken
driving. If you should send them only
conditionally to prison, then you find that
also 389, is committing this crime again.
And if you would disqualify them from
driving, then you can see that 36% is re-
convicted again for drunken driving. If
you would not disqualify them, then you
see that 37% is reconvicted again.

And now you can ask yourselves, and
I think it is a very important question:
Why is our penal system in this respect
ineffective? And then I logically think
about three possibilities that I have chosen
to discuss here.

The first possibility is that our law en-
forcement is not effective. In general you
can say that rules lose their power if you
can easily break them. With regard to
drunken driving this means that we say,
drinkers of alcohol are not allowed to
drive. But if you still drive without being
detected, this means that you take out a
power of the rule itself. What we indeed
found in our research is that there is a
high dark number with regard to drunken
driving. That means that many drivers
are driving under the influence of alcohol
without being detected. We found in our
study that about one out of 3,000 cases
of drunken driving is detected and led to
court sentence.

The second thing which should have to
be fulfilled is that sanctions cannot be
effective if the convicted person can dis-
obey them. Now, of course, if you would
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send him to prison there is not any prob-
lem at all. He has to obey and then he
will have indeed to yield. But what if you
have disqualified him? If we disqualify a
driver, we also suppose that he won’t drive
during the period that he has been dis-
qualified. And also here in our research
we found that, as in other countries, most
of the subjects from whom the licence has
been withdrawn do drive in spite of the
fact that they are disqualified.

A third thing which I would like to men-
tion is that there should be a relationship
between sanctions and the reason why the
crime is committed. This means that we
have to look for the reason. For instance,
to be concrete: Why is a subject driving
under the influence of alcohol? Well, the
problem is, of course, very simple. He is
driving under the influence of alcohol be-
cause he has been drinking too much. But
you will realize the problem does not lie
there.

The main question we should ask is:
Why do they drink so much? And another
question is: What does alcohol mean to
them? And this is one of the things we
have been looking for. We have found
indeed that in the Netherlands many of
the subjects convicted for drunken driving
had a special relation to alcohol in this
way that they badly needed alcohol. Alco-
hol was like a kind of medicine to them.
They used it to solve special problems.
And what I would like to say is that as
long as we do not solve the problems
which make them drink, we must be
afraid that they will continue drinking.
As you need your car in the society, they
will also combine this drinking and driv-
ing.

Well, if you would allow me to sum-
marize these three things: The law en-
forcement should be effective, sanctions
should be obeyed and there should be a
relationship between the sanction and the
reason why the crime is committed. Then
it leads us logically to a number of mea-
sures, which I think should have been
taken and which I would like to mention
to you.
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The first thing is, of course, that there
should be more preventive police control.
I have told you that too much people can
drive without being detected. As long as
this situation goes on, people will take the
risk. The first thing that we have to do is
to make driving under the influence of
alcohol a higher risk.

Then there is another thing. We need
a more effective system to control and
see to it that disqualified drivers do not
drive. I am telling you this because it usu-
ally gathers rather a lot of objections from
people. I am prepared to have them today
too, but I will still mention them. I think
the only way to have effective control is
to make sure that you can identify a car
in traffic from which the owner has been
disqualified from driving. That means that
you need a special registration plate for
it. This is, what I want to emphasize, for
repeaters, not for the man who has been
convicted for the first time. But the driver
should be warned what would happen to
him if he does it a second time. If he does
it a second time, he should get a special
plate which makes the car easily identifi-
able in traffic.

But I would like to add something to
this. That is, we should be more realistic
in applying disqualification. I mean that
everybody should have the right every
time and always to drive his car to his
job. We live in a society in which we
hardly can be without a car. You need a
car for your work and in other connec-
tions and therefore I would like to say:
Everybody should have the right, even if
he is disqualified, to use his car for his
profession. This is especially realistic, I
think, because most of the drunken driv-
ing takes place in leisure time, during
evenings and weekends.

The third thing which I think is also
important is that drunken drivers who
need treatment should receive treatment.
We should build into our court system the
possibility to identify the problem drink-
ers. Therefore I have suggested in the
Netherlands that the judge, the procecu-
tion or the defence might ask for a psy-
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chological report and a social inquiry
about the man who is suspected of having
driven under the influence of alcohol. In
this report they should look for different
things. The first one of them is: Was there
any more drunkenness in case of this man.
Were there any family problems or per-
sonal problems? The court should refer,
if there are any problems, the convicted
subject to institutions who can deal with
these problems. For instance, if he seems
to be alcoholic, we would refer him to
consultations about his alcoholic prob-
lems. If he seems to have problems with
his marriage, we should refer him to
institutions dealing with marriage and
family problems.

Finally, I think it is important to give
the general public more information about
the effect of alcohol. We should teach
this as soon as possible, preferably also
build it into our elementary school system.
Later on especially I think we should
teach the public what to do to minimize
the influence of alcohol. Concretely this
means we should give them information
about alcohol effects. It means that we
should say: Don’t drink on an empty
stomach. It is better to have long drinks
than short drinks.

We could mention other things to give
them information about alcohol metabol-
ism. Although I'm afraid it is not my
profession, I think there is a development
in which I very much believe and which
would be, I think, the possible solution
of the problem. I think biochemists should
find as soon as possible means which
make it possible to promote the alcohol
metabolism in the stomach and not in the
blood, which is being tried now. They
always try to promote this metabolism in
the blood but then it is too late, we should
do it in the stomach.

Ingmar Dureman

Mainniskan kor som hon lever, har det
sagts i manga sammanhang. Man borjade
sdga det 1947 i samband med en under-
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sokning av en kanadensare vid namn Till-
man. Denne gick till viga pa samma sitt
som 1953 &rs svenska trafiksikerhetsut-
redning. Han valde ndmligen ut forare av
en viss kategori, t.ex. bussforare. Sedan
delade han in dem i dels en grupp extremt
olycksbelastade och forseelsebelastade
och dels en grupp utan forseelser. Sedan
tittade han pd om dessa forarkategorier
hade andra forseelser, anmilda till olika
myndigheter. Svaret blev att de olycks-
belastade hade méanga sddana anmilning-
ar. Ni kanske redan anar i vilken riktning
vi fir tolka det hdr materialet. Vi far
nidmligen bara sdga att ménniskan lever
som hon kor. Den slutledningsriktningen
ar berittigad, men ddremot inte att hon
kor som hon lever.

Att sedan den hidr tesen kom att sla
igenom i 1953 ars trafiksidkerhetsutred-
ning, det kan man kanske forklara dirav
att det just vid denna tidpunkt var en
mycket kraftig debatt kring de hir pro-
blemen. Dessutom kom man att vilja ut
en speciell grupp av forare, namligen de
som har belastning med valdsbrott. Man
sade att i den grupp som visar vald i sitt
icke-trafikbeteende finns det ritt goda
skil att formoda att den ocksa visar ett
valdsamt sinnelag pa vigen. Man genera-
liserade saledes deras aggressivitet.

Det dr nu tid att préva om hela den hir
frigan. Bland praktiskt utovande dom-
stolsjurister dr det ndmligen en ganska ut-
bredd uppfattning att de for ndrvarande
beaktade brotten som har valdsinslag
knappast har storre forutsigelsevirde dn
andra brott. Den utredning som jag utfort
ir ett forsok att se om man kunde bekrif-
ta vad man redan anade, nimligen att det
inte skulle vara en skillnad mellan brott
med véldsinslag, som for ndrvarande rap-
porteras, och brott utan valdsinslag, som
t.ex. forskingring, bedréigeri, som icke rap-
porteras f.n. Jag skall fatta mig mycket
kort i redogorelsen fo6r undersSkningen
och forsoka komma till slutsatserna si
fort som mojligt.

Vi har valt ut ett domstolsmaterial frin
fyra ar, dvs. fran 1965 genom hela 1968.
Urvalet har gjorts slumpmadssigt si att det
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domstolsmaterial som vi har direkt be-
arbetat ar 1/30 av hela materialet under
fyradrsperioden. Antalet personer, som
undersokningen omfattar dr 2 269 och de
iar fodda mellan 1901 och 1950. Mitt-
aldern for dem dr 28 ar och mittpersonen
ligger alltsa i fodelsearet 1942.

Om vi sedan gar till resultaten. L4t oss
da nér vi stiller upp de olika brottskate-
gorierna, indela dem i brott med valds-
inslag och brott utan valdsinslag. Mot des-
sa brottskategorier stiller vi sedan fore-
komst av trafikbrott, uppdelat pa de olika
typerna av trafikbrott, de som innebir
vardsloshet, normal eller grov, olovlig kor-
ning, rattfylleri, rattonykterhet och smit-
ning. Vi har hérvid inte kunnat finna nag-
ra tendenser som pekar pa att brottsling-
kategorierna, valdsbrottslingar contra icke
valdsbrottslingar, skulle skilja sig pa nigot
sitt. Alltsa, vi har inget som helst under-
lag for att pasta att det dr rdtt som man
tidigare trodde, eller velat tro, att valds-
brottslingarna skulle utmirka sig speciellt
pa vigarna. De har mycket goda konkur-
renter i bedragarna och andra. Bland des-
sa senare brottslingskategorier finns alltsa
samma trafikbrott som hos - valdsbrotts-
lingarna.

Ett annat resultat i stort, som #r viktigt
att ndmna &r att undersokningen for hela
brottsmaterialet bekréftar ett annat férhal-
lande som man i stort sett visste tidigare.
Det finns ndmligen en generalisering av
oférméga att ldra regler och tillimpa dem
samt att lara av erfarenhet fran livet till
trafiken. I det hir fallet dr det berittigat
att sdga att ménniskan kor som hon lever.
Vi vet att omkring 30 9, av alla de hir
allminna brottslingskategorierna ocksa
har belastning med trafikbrott. Men det
intressanta dr, om vi gar lite lingre in pa
siffrorna, att det dr bara 1/3 ungefir av
varje brottskategori som har en belastning
med trafikbrott. Om jag far skédrpa slut-
satsen nagot, sa kan man sdga att i vart
material sd kor 1/3 av personerna som de
lever. Resten har inga brott registrerade
pa vigen. Det blir i varje brottskategori
till slut en grupp pa 1/3, ungefir 30 %,
som star for alla trafikforseelserna inom
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gruppen. Detta tror jag dr speciellt viktigt
att stryka under. For en tredjedel av ma-
terialet s giller regeln att personen kor
som han lever. Precis som tidigare talare
har sagt, d4r det alltid mdn man har att
gora med i de hdr materialen. Jag tror inte
vi har nagon enda kvinna. Jag vill ocksa
tilligga att undersokningen omfattat de
grovre forseelserna, bade ndr det giller
allménbrottslighet och trafikbrottslighet.

B. M. Biehl

Mr. Chairman, ladies and gentlemen.

I would like to give you a brief intro-
duction into the use of diagnostic methods
for driver’s selection. As we heard already
in this discussion, there are various ways
of increasing road safety by taking the
human factor into account and thereby
reducing the number of accidents. One
way is for example to take into considera-
tion the human factors in shaping traffic
environment. Appropriate education and
propaganda would be another way.

Assuming that the constant character-
istics of a driver have an effect on the
number of accidents or traffic offences
he is likely to commit, then another way
is possible, the selection of drivers by
means of diagnostic measures. There could
be two basic possibilities of doing this: the
selection of particularly good drivers,
which is a so-called positive selection, or
the selection of particularly bad drivers,
which is a negative selection. The former
method of selection is more appropriate for
commercial purposes where there may be
more applicants than vacant positions.
The latter method, however, is the only
possible one for use as a preventive and
legal measure. Thereby unfit persons could
be excluded from participation in traffic.

The selection of potential drivers on a
basis of a legal measure presupposes the
answer to the following questions: Basic-
ally everyone has the right to drive a car.
But in most countries there are certain
conditions to be fulfilled before permis-
sion to drive motor vehicles can be given.

168

Most often a driving licence is granted
when the candidate passes a test of ability
and knowledge only. He has the required
control of the vehicle and knows the most
important traffic regulations. In most
countries the driver may obtain a licence
when these conditions are fulfilled. Some-
times medical tests are included.

Other countries, however, hold the point
of view that there are drivers who, be-
cause of certain personality characteris-
tics, endanger both themselves and other
road users. They require, therefore, that
when there is no doubt of the presence
of such characteristics, the person con-
cerned should not be allowed to acquire
a driving licence. The grants for elimina-
tion of drivers could be because a driver
would have more accidents than the aver-
age driver or because he would commit
more traffic offences than the average
driver. Other reasons could be that his
behaviour would be less appropriate or
lastly because he would not pass a driving
test.

Selection before these events can occur
is only possible, however, when diagnostic
methods are available by means of which
it can be predicted to a defined level of
probability whether a particular person
would fulfill one of these criteria. Only
then do such methods of testing have suf-
ficient validity. Are there now any diag-
nostic methods by means of which the
previously mentioned criteria could be
predicted with a sufficient degree of con-
fidence? There are hardly any character-
istics of drivers which have not been
examined as predictors. And these char-
acteristics could be divided into the fol-
lowing areas: the medical conditions,
psycho-motor features, intelligence, per-
sonality characteristics and attitudes. A
great deal of research has been done and
we in Vienna also did some research to
find the correlations between test results of
these areas, on the one side, and driving
criteria, mostly accidents, on the other
side.

Indeed there are some significant cor-
relations. But if one summarizes it can be
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said that diagnostic methods which can
be used for negative drivers’ selection for
a whole population are not feasible.
Neither one single variable nor a whole
test battery provides a reliable linear pre-
dict of driving behaviour. In addition, the
results would be unlikely to justify the
expenses involved. This holds true not
only for psychological but also for medical
characteristics.

But the situation is different for a selec-
tion restricted to extreme groups. In the
case of obvious medical or psychic de-
ficiencies, these can be verified by the aid
of diagnostic measures. The question of
certain minimum standards being reached
can thereby be more easily solved. Their
bearing on driving behaviour is obvious.
Certain regulations in this field have been
established in some countries, as for
example in Austria, where aptitude tests
are obligatory for certain groups of driv-
ers, of whose driving ability there is some
doubt. Such groups are, for example, per-
sons whose driving licenses have been re-
peatedly withdrawn, persons with many
traffic accidents or offences, and very old
persons who apply for their first driving
license.

Only persons with very negative scores
are rejected. Apart from the road safety
aspect, another advantage is gained by
this type of selection. Some applicants for
driving licence, particularly the older
people, are prevented from needlessly
spending a large sum of money on driving
lessons and then after this fail in the tests
several times. To sum up, it can be said
that drivers’ selection based on medical
and psychological predictors is justified
in extreme cases only. In this way an im-
portant safety measure is achieved for
those to whom the selection tests applies
and for the other road users.

Anders Tallgvist

Mina damer och herrar. Herr ordforande.
Ett av de drag som varit mycket genom-
tringande under det hidr mycket givande
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symposiet har varit strivan att vidga vy-
erna i forhillande till de problem som vi
har kidimpat med. Min uppgift har varit
att presentera alternativ for paverkan av
forarna. Jag har gjort det utgdende frin
att det &r bara ett sitt att forbittra trafik-
sikerhetssituationen att koncentrera sig pa
forarna. Vi har varit rorande eniga om att
samtidigt som vi forsoker skola forarkom-
ponenten, sa har vi som en lika viktig upp-
gift att skola de ovriga delarna av trafik-
systemet.

1 dag skolar vi forarna genom att ford-
ra att de genomgir en trafikskola. Vi
kontrollerar deras prestationsnivd i kor-
prov. Vi later dem i de flesta fall delta i
trafiken, alltsd de som vill kora far i all-
minhet kora. Darefter forsoker vi mot-
arbeta de avvikande beteendena, som for-
resten definieras av lag och polis, genom
att straffa sidana foreteelser som &r risk-
fyllda, fortfarande enligt polisens defini-
tion. Upprepas forseelserna sa sker en
korkortsindragning. Korkortsindragningen
sker i de flesta fall med antalet och kva-
liteterna av forseelserna som grund. Har
har jag dia kommit in pad mitt speciella
omrade.

Jag har hidvdat att uteslutning ur tra-
fiken inte dr en dndamalsenlig metod att
hoja trafiksikerheten pa grund av bla.
foljande faktorer. Sambandet mellan for-
seelser i trafiken och trafikolyckor &r rent
statistiskt mycket svagt. Det betyder i
praktiken att utesluter vi ur trafiken mén-
niskor med ett antal forseelser sa utesluter
vi samtidigt manga forare som aldrig kom-
mer att fororsaka nagon trafikolycka.
Alltsa, vi har inte paverkat sidkerhetsnivén,
kanske nivan av laglydighet.

Att utesluta forare med ett antal olyc-
kor som grund #ar ocksa diskutabelt.
Exempelvis har man i Amerika, det &r
diar de flesta undersokningarna gjorts,
konstaterat att om man genom uteslutning
forsoker paverka trafiksikerhetsnivan, si
har man foljande effekt att konstatera.
Om man utesluter sidana forare som har
fororsakat tva eller flera olyckor under
1961 och 1962, si har man under 1963
fortfarande 75 9, av samtliga olyckor kvar.
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Det forefaller klart att en rittvis och
dndamélsenlig grund for uteslutning av
trafikanter ur trafiksammanhanget inte
finns.

Till detta kan tilliggas att en indragning
av korkort ocksa har andra negativa kon-
sekvenser. Tidigare har nimnts att det
inte ndmnvirt paverkar trafiksikerhets-
nivan. Att dra in ett korkort for en yrkes-
forare innebdr att han har stora svérig-
heter att erhalla pengar f6r mat. Att indra
hans korkort kan upplevas i manga fall
och upplevs troligen ocksd som en psyko-
logisk nedvirdering. Kérkortsindragning-
en har alltsd psykologiska, psykosociolo-
giska, familjira och ekonomiska negativa
konsekvenser.

Som alternativ har jag presenterat ett
forslag om for det forsta en 6kad och
snabbare information om vart beteende i
trafiken. Vi bor alltsi ha ett system som
informerar oss om nir vi beter oss illa
och nir vi beter oss bra. Ett system som
informerar oss om nir vi beter oss bra
i trafiken saknas tyvirr helt och hallet. Vi
far bara veta ndr vi har betett oss illa.

I det hdr sammanhanget ir det s.k.
prickningssystemet, the point system, virt
att beakta. Detta giller i synnerhet om
man fir mera prickar for sidana forseel-
ser som har vetenskapligt konstaterats
vara riskfyllda forseelser. Pricksystemet
har troligen en god effekt pa sikerhets-
nivin om det fungerar snabbt och auto-
matiskt. Den enskilde féraren blir infor-
merad om sitt negativa beteende. Han far
reda pd att han har kort 6ver hastighets-
grinsen s och s mycket. Det innebir att
han, om han fortsitter, rikar ut for de
och de atgirderna.

Jag har framlagt forslag om foljande
atgirder mot den som fortsitter sitt av-
vikande beteende. Han bor erhalla ett
varningsbrev. Detta 4r systemet i nagra
delstater i Amerika. Systemet med var-
ningsbrev undersdks for nirvarande ocksa
utom Amerika. Bl.a. pdgir en undersdk-
ning i Norge och i Finland. Innehallet i
detta varningsbrev bor for att effekt skall
uppnds anpassas efter forseelsernas art
och dess riskfylldhet.
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Fortsitter foraren att avvika — kora
over hastighetsgranser exempelvis — s
har jag foreslagit att vi trots detta inte
skall dra in hans korkort. Vi kan kalla
honom till en intervju, ett face to face till-
falle, dir han kan forklara sin situation.
Administrationens skolade representant
kan férklara administrationens syn-
punkt pad hans trafikbeteende. Ar detta
intervjutillfille — det behover inte ricka
sa farligt minga timmar — diagnostiskt
och skall vi siga positivt terapeutiskt be-
tonat, di har det en effekt pa hans trafik-
beteende. Det har siledes visat sig att det
har en effekt pa hans olycksbeteende for-
utom pd hans forseelsebeteende. Det be-
tyder att man i vissa fall bor skilja pa
forseelsebeteende i trafiken och olycksbe-
teende i trafiken. Varningsbrevssystem
har siledes konstaterats for det mesta ha
effekt enbart pd trafikforseelsernas antal
och kvalitet.

Har den personliga, terapeutiskt betona-
de intervjun, nirmandet mellan féraren och
administrationen, inte lyckats. Det finns
saledes fall, ddr en hjdlp fran systemets
sida inte har effekt. Det kan saledes fin-
nas starka indikationer pa att trafikanten
inte forbittrar sitt beteende. I sidana fall
ser jag som den enda moijligheten att ute-
sluta trafikanten ur trafiken. Men ute-
sluter vi honom ur trafiken si méste han
dnda ha mojlighet att komma till sitt jobb.
Vi bor dirfor effektivisera massperson-
transporterna.

I sammandrag: Vi bor utveckla vara
diagnostiska metoder, som hjilper oss att
ta reda pid vilka problemkombinationer
som ligger bakom det avvikande beteen-
det. Det rdcker inte med att vi riknar an-
talet trafikforseelser. Nir vi har kommit
niarmare orsaken till beteendet, skall vi
finna fram till alternativa, mera adekvata
kontradtgirder. En adekvat medicin for
en speciell sjukdom.

Carl-Johan Cosmo

Herr ordforande, mina damer och herrar.
Min uppgift vid symposiet har varit att
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forsoka som jurist svara for den kritik
som herrar vetenskapsmin har riktat mot
det system vi har idag. Jag skall darfor
inte forsoka ge en samlad bild av det tra-
fikjuridiska systemet, utan jag tar upp
nagra punkter ddr vetenskapsmidnnen va-
rit som mest kritiska.

Psykologerna har sagt, att vi har for
manga regler. De vill ha ett mindre antal
regler for trafiken. Jag har svarat: Det
kan inte juristerna astadkomma. Varfor?
Dirfor att vigbyggarna tillhandahaller ett
trafiksystem som &dr sa konstruerat, att
det krdvs en massa trafikregler for att
reglera trafikantens upptridande i detta
system. Det har sagts att vi skall ha cirka
tolv trafikregler. Det dr vad man kan
rakna med att trafikanten kan ldra sig.
Den bistra verkligheten ar emellertid att
det finns hundratals regler. Jag tror alltsa
att till dess att de som konstruerar vart
trafiksystem lért sig hur trafikanten funge-
rar, sa kan inte vi, juristerna, tillhandahalla
ett enkelt regelsystem. For att undvika de
misstag som nu begas dr det nodvandigt
att juristerna kommer in i ett betydligt
tidigare skede av planeringsarbetet 4n som
nu sker. Som ett exempel pa de misstag
som begas om inte juristen kommer med
i tid vill jag ndmna vidgrenarna. Dessa
konstruerades forst av vigbyggarna och
sedan borjade man fraga juristerna: Hur
skall vi gora med trafikanter som kor pa
vigrenarna? Hur skall vi gora med fore-
tridesritten for trafikanter som kommer
in och ut fran denna védgren? Detta ir ett
exempel pa bristande planering och forut-
seende.

Det andra Onskemal som vetenskaps-
mannen framfort 4r avkriminalisering. Dar
har jag svarat att hédr tror jag att vi ju-
rister har brustit véldigt mycket. Veten-
skapsménnen har sagt att en overkrimina-
lisering medfor en inflation i straff. Detta
avtrubbar verkan av straffet. Straffet far
ingen stigmatiserande effekt. Det hjilper
inte till att skapa den rdtta synen pa tra-
fiksamhillet. Den syn som doktor Willett
har understrukit vikten av. Overkriminali-
seringen medfér ocksa en Gverbelastning
av polis, dklagare och domstolar. Detta
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gor att dessa organ inte kan fungera till-
riackligt preventivt.

Jag har siledes medgett, att hdr finns
manga omraden, dir vi kan forbéttra.
Som ett exempel pa brister i nuvarande
system vill jag peka pa foljande. Vi har
f.n. vildigt mycket olovliga korningar.
Hur bor vi méta detta? Jo, givetvis genom
att infora en obligatorisk trafikundervis-
ning, s att alla, eller atminstone alla som
kan, ocksa far korkortet automatiskt i det
reguljdra skolsystemet.

Vi kan sdkerligen ocksa avkriminalisera
mycket vad giller skatt, forsikring och
registrering. Vi kan avkriminalisera par-
keringsforseelserna. Vi har ocksa ett stort
omrade, som kallas vardsloshet i trafik,
dér vi i Sverige har en mycket hog krimi-
naliseringsgrad. Dir dr det inte heller na-
gon svarighet att avkriminalisera.

Overvakningen &r bristféllig. Nagon har
sagt att vi begar ungefdr 30 miljarder tra-
fikbrott héar i Sverige arligen och vi upp-
taicker ungefdar en miljon. Vi uppticker
kanske var tusende rattfyllerist. Det dr
klart att man inte med den bakgrunden
kan sdga att vi har ndgon bra Gvervak-
ning. Personligen dr jag pessimist i fraga
om mojligheterna att skapa en effektiv
overvakning med anvdndande av de myc-
ket personalkrivande metoder som f.n.
anvands. Har krédvs ett radikalt omtidn-
kande. Vi maste i fortsdttningen ta hjalp
av elektroniska hjidlpmedel vid Overvak-
ningen. Det finns exempel pa detta utom-
lands. Fortfarande dr denna metod dyrbar.
Men utvecklingen hdr gar snabbt. Behov
av dessa hjidlpmedel finns i alla utveck-
lade lander. Den potentiella marknaden
for sadana hjalpmedel dr darfor stor. Jag
vill emellertid ndmna att den som kor bil
i Mont Blanc-tunneln kan redan nu se
ett exempel pa mekanisk Overvakning.

Sedan nér det géller den konventionella
trafikovervakningen har det vid symposiet
hédvdats att den brister i dag pa det sittet,
att korrigeringen av trafikanterna inte sker
tillrdckligt snabbt. Det dr doktor Tallqvist
bl.a. som har tryckt pa detta. Har har vi
stora mojligheter att redan i dag forbittra
systemet. Det har pA symposiet presente-
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rats en undersokning som tyder pa att den
omstdndigheten att man enbart ser en po-
lisbil inte upplevs som en verklig Gver-
vakning. Om man t.ex. ser en polisbil
da man gor sig skyldig till rattfylleri, och
ingripande inte sker, forstirks intrycket av
att risken for upptéckt ar liten.

Jag tror att man hdr maste forsoka
lagga om trafikovervakningen pa det sittet
att man gor manga fler ingripanden. Sedan
bor man anvinda det vidgade rapport-
eftergiftsinstitutet, som vi har fatt for
nagra manader sedan hir i landet, pa det
sitt som det var tiankt. Detta innebdr allt-
sa att det inte alltid skall bli bestraffning
i samband med polisens ingripande.

Den fjarde punkt dér kritik riktats mot
systemet giller snabbheten. Det har for
ovrigt vid symposiet framforts en hel del
kritik mot det preventiva system, som i
dag finns inom straffratten. Det finns de
som har hidvdat, att pa sitt och vis dr det
synd att kritisera dagens system, eftersom
vi dnnu inte har borjat tillimpa det pa det
sitt som det var tinkt. Man kan siledes
inte sdga att man har forsokt att anvdnda
bestraffning for att hindra trafikbrott, nar
straffet och korkortsaterkallelsen kommer
114 a 2 ar efter det att man har gjort sig
skyldig till ett brott. D& har man inte pro-
vat systemet. Hér tror jag att vi jurister
kan gora mycket for att forbdttra syste-
met. P4 sméforseelsernas omrade har vi
ju genom ordningsforeldggande och i viss
man strafféreliggande fatt metoder, som
dr snabba. Nér det giller den nagot grovre
brottsligheten finns det emellertid exempel
fran utlandet, t.ex. Visttyskland och USA,
dir man har kommit ner till handlagg-
ningstider pa en vecka, fjorton dagar vid
s.k. jourdomstolar. P4 det omradet finns
det vildigt mycket att gora i det hér lan-
det genom en forenkling av processen.
Viéra nuvarande handlaggningsmetoder dr
bade fran ritts- och trafiksidkerhetssyn-
punkt foga tillfredsstdllande. Straffpro-
cessens betydelse och samband med de
materiella reglerna maste i fortsédttningen
uppmirksammas pa ett helt annat sitt
an f.n.
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Yngve Kristensson

Efter dessa inledningsanféranden foljer nu
den allmdnna diskussionen mellan panel
och auditorium. Jag foreslar att vi vid
denna diskussion i anknytning till inled-
ningsanforandena tar upp nagra huvud-
fragor. En huvudfraga har behandlats av
doktor Willett och dven professor Buik-
huisen. Doktor Willett har gjort gillande,
konstaterat kan jag vél snarare siga, att
det foreligger en eftersldpning i vara nor-
mer for samlevnaden i trafiken. Medbor-
garna som trafikanter, alltsa bilforare,
cyklister och giende, dr simre socialt an-
passade i bilsamhillet an i det vanliga
samhillet. Doktor Willett talar om ’cul-
tural lag”.

Hur skall vi siledes kunna ldra oss att
bittre leva samman i trafiken? Varfor ser
vi, och det har ocksd berorts under sym-
posiet, sa milt pa trafikbrotten? Skall vi
inte i sjdlva verket jamstdlla vissa trafik-
syndare med vanliga brottslingar, alltsa
med kriminella i vanlig mening? Professor
Buikhuisen behandlade en viss stor grupp
utav trafikbrottslingar, rattfylleristerna.
Han gav atskilliga intressanta rekommen-
dationer, som det finns all anledning att
niarmare diskutera.

Sedan kommer vi Over till den fraga
som professor Dureman hidr berdrde. Ar
det riktigt att vi, jag stédller fragan sa efter-
som vi sysslar med det i trafikmélskom-
mittén, vidhaller den grundsats som finns
i var nuvarande lagstiftning och som
bygger pa att minniskan kor som hon
lever. Vi har samtidigt ocksa frigan om
det finns olycksfaglar, om det pastaendet
ar riktigt, att det dr en liten grupp bil-
forare, som fororsakar huvudparten utav
olyckorna. Till detta problemkomplex hor
ocksd frigan om andra brott @n trafik-
brott skall inverka pa ritten att inneha
korkort. Om man t.ex. begar stold, om
man gor sig skyldig till skattebrott, om
man begar forskingring eller sexualforbry-
telser, skall da detta inverka pa korkortet?

Det tredje huvudavsnittet skulle gilla
den ytterst viktiga frigan om det finns

SOU 1971:81



nagon testmetod, varigenom man verkli-
gen kan bestimma att du &r en siker fo-
rare och du dr en farlig forare. Kan vi
eliminera de farliga forarna pa detta sétt?
Detta har doktor Biehl berort.

Den fjirde huvudfrigan &r, hur vi skall
behandla dem som bryter mot trafikreg-
lerna. Doktor Tallqvist har varit inne pa
detta. Skall vi anvinda korkortsindragning
i den utstrdckning som vi nu gor eller bor
vi uppskjuta korkortsindragningen sa
linge som mojligt och i stillet soka hjilpa
de felande till rdtta genom undervisning
osv? Skall vi tinka oss ett pricksystem?
Skall vi tinka oss en positiv inriktning pa
hela vart sanktionssystem i stillet f6r den
rent straffande uppgift som vi i huvudsak
har nu?

Slutligen det som vi nu sist hdrde, och
det dr ocksa en ytterst viktig fraga. Ar det
rimligt att vi kriminaliserar i trafiken i
den utstrickning som vi nu gor?

Ja, det ar savitt jag har fattat det de
fem huvudfragor som det har rort sig om.
Det forsta huvudavsnittet, dir har Mr.
Bishop varit opponent. I ask you, Mr.
Bishop, do you want to make any com-
ment to what Mr. Willett and Mr. Buik-
huisen has said?

Norman Bishop

Mr. Chairman! Thank you first of all not
only for the opportunity of speaking on
the subject but also, perhaps just very
briefly, for giving me the opportunity of
saying publicly how much I personally
have enjoyed being present at this sym-
posium. I would also say that it seems to
me that this kind of activity of organizing
a symposium and subsequently following
it up with this kind of discussion is indeed
something that happens all too rarely in
Europe and is very progressive. I think it
is a positive way of approaching a difficult
problem.

I shall try to be very brief now in the
comments I want to make about what has
been said here this morning, and I want to
begin with what Doctor Willett and Pro-
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fessor Buikhuisen have drawn our atten-
tion to. It seems to me that the starting
point is what Doctor Willett says when he
states: There are some people who are
very bad. There are some people who are
very good. There are a lot somewhere in
the middle. And in a way you can say
perhaps that Professor Buikhuisen has
particularly picked out people who are
quite extreme into the scale. Psychologic-
ally sick people on the roads are a rather
well-defined group. They are reasonably
homogeneous.

I think the difficulty emerges at the
point where we are looking at people who
are neither very bad nor very good. Pro-
fessor Buikhuisen pointed out that one of
1,000 persons apparently is detected when
dealing with people at the drunk end of
the scale. I think the detection rate for
those who are more the normal rangers is
considerably worse than that. And for this
reason I think we must be very careful
indeed about the whole way in which we
define their characteristics. Obviously the
measures we are going to take about these
matters depend to some extent on the kind
of characteristics we can see. I hope one
thing we might do is to stop music slogans
like “people drive as they live”, because
I think they very dangerously tend to
suggest that we know far more than we
actually do about a phenomenon which is
an enormously complex one.

I want to suggest then that the real
problem is that we do need, as has rightly
been said, to begin picking up on the
question of detection, at least beginning to
have much more supervision and much
more possibility of finding out who these
people are who cause danger in traffic. I
think that the contribution you have heard
from Doctor Tallgvist, for example, sug-
gests that we cannot simply put it down
to a simple offender approach. There are
others in traffic who are causing danger,
people who sometimes commit offences,
just in the same way as we find ordinary
criminals. Here there is a fairly well-
marked group of those who are regularly
committing offences and there are others,
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perhaps even in this room, who commit
offences occasionally.

So this notion of supervision I think is
a very important one. But what follows
after this? One would suggest it should be
a screening process, which does give us the
possibility of bringing into play many dif-
ferent kinds of opportunities of handling,
treating and controlling the system. It may
be that the punishment of certain persons
is the right and proper thing to do, but
after this we need to have other kinds of
treatments in perhaps a more social, a
more psychological or more technical
sense of this term.

I can make one last point, which is that
perhaps the level of technical training is
fairly easy to define. There are a number
of very excellent technical methods to be
used. However, treatment in the social and
psychological sense of the word becomes
very difficult indeed. And there I think
it’s easier for Professor Buikhuisen to say
what people have for problems than to
propose how to deal with them. It is not
likely that we will be any more successful
than the 37 or 389, of reconvictions in
the penal system. We still have a very
great deal to do, and the long and the
short of it is then that, if we want to do
more about it, we have got to invest a
great deal more money, I suspect, to put
this matter higher among social priorities,
to find out more, to experiment more and
to evaluate more what we actually do
attempt.

J. O. Brown

Mr. Chairman, ladies and gentlemen!

Could I first of all support Mr. Bishop’s
appreciation of this meeting and say not
only that I hope there will be more meet-
ings like this. T hope too that there will
be more co-operation between our joint
organizers, as it were, in the different
countries, that is insurance companies and
the traffic authorities. Because I think
they have a lot to offer one another.
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Being an applied psychologist, I start
on the assumption that there are two ways
to design a system of any kind. One of
them is to adopt the criteria of cast or
convenience and design a system on en-
gineering grounds. Having got the system,
you could by the imposition of complex
rules force people to fit into the system.
The alternative way, which I think is
better, is to have human factor engineers
concerned with the design of the traffic
system, and design the system to match
human characteristics. Then I think we
might meet just Cosmo’s requirement of
having fewer rules. Also I'm sure that it
pays more often to obey the rules, that
the opportunity for people to behave in an
unfortunate manner occurs less frequently.
It’s one of the conclusions from human
engineering research that selection and
training are no substitutes for good system
design. I'm not underestimating the need
for selection and training. Of course we
need both. But I think that Doctor Biehl
and Doctor Tallqvist have shown us that
our methods of selection are very im-
precise at the moment. We hope they will
get better but they are very imprecise, and
in order to avoid injustice we have to set
out criteria that are rather wide. Thereby
we lead into the system people who are
going to cause trouble. On the question
of training Doctor Willett discovered—my
work is complementary to his—this idea
that one might change attitudes. That is a
very exciting area and I think it holds
great promises, and obviously something
has to be done here. A lot of knowledge
is needed about how our attitudes are be-
ing shaped all the time by the advertisers.
If only some of this knowledge could be
applied on the traffic safety field, I think
there would be big advances. I am really
concerned personally with the fact that—
which seems to be a fact—most accidents
happen to normal drivers in moments of
what one might call mental aberration or
when the demands of the system exceed
human possibilities. So we have two areas
here which I would just like to mention
briefly.
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One is to find out where drivers are
unlikely to have these moments of mental
aberration. We must be concerned with
the facts of stress, that is the facts of lack
of sleep, or fatigue or intoxication. We
have heard something of this already. But
especially interactions between some of
these things are important, the fact that
quite often intoxication and lack of sleep
go together, the fact that sometimes people
prolong their driving into that portion of
the 24 hours when they would normally
be sleeping. We are just beginning to get
information now that some of these inter-
actions produce effects which are more
dangerous than when one looks at the
separate effects of these stresses. To
combine sleeplessness with intoxication,
for example, produces a tremendously
much greater effect than if we these
two things added together. So what we
need to do, as Professor Buikhuisen has
said already, is to provide people with
much more information of these inter-
actions, tell them just when these inter-
actions of stress will cause them trouble.

The second thing is that, first of all one
can use the accidents and offences as
symptoms to diagnose faults in the traf-
fic system, to find out when the system
demands avceed the ordinary human re-
quirements. It’s a fact, which I suppose
most motoring people know, that in Great
Britain some of these new symbolic signs,
even after they’d been in use for a very
long time, were understood by only 509,
of the population. So clearly we have a
big educational problem here.

It’s also true, as Cosmo pointed out, that
the design of some systems just doesn’t
match human requirements. Just to take
one example of traffic signs. It’s a very
bad system to design a sign where the man
doesn’t know where to look, so he has to
spend a long time searching for the in-
formation. When he has found it, there
may not be time to decide in which direc-
tion he has to go. It is much better to
design a system so he knows where to
look and simply fix up a directional in-
formation. And these signs are available.
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One has to redesign the traffic system, I
think, so the handling characteristics never
exceed human requirements. We have to
go a long way towards that.

So my main conclusion really is that we
need the human factor’s engineer very
early in the designing of systems, that we
must have a system that matches human
requirements much more than it does now.
We are going to acquire a lot of these
complex rules which we have at the mo-
ment. We need to detect people when
they don’t conform to the rules.

Alvar Thorson

Jag har lyssnat med vildigt stort intresse
péa inldggen, som till storsta delen gillde
de utbildade bilforarna. Jag sysslar med
informationsuppgifter pa det hidr omradet
tack vare ett mycket stort stod fran for-
sakringsvirlden. Jag kidnner ocksi pi mig
att NTF har skyldigheter att hjilpa till
med att skapa ett fint underlag for dem
som skall ta sitt korkort. Min organisa-
tions uppgift maste vara att frin den tidi-
gaste dlder, ndr en individ kan paverkas
till goda trafikvanor, medverka till detta.
Till sist 4r man framme vid korkorts-
aldern och det dr hir jag tror att vi kan
gora sa vildigt mycket. Jag anknyter héir
till vad den siste talaren sade. Det finns
verkligen mycket man kan gora for att
bearbeta den ménskliga faktorn och det
understryker jag som reaktion till att vi
hir i Sverige pa sista tiden har tagit upp
som forstahandsfragor bilen och trafik-
miljon. Naturligtvis dr detta ocksa oerhort
visentliga fragor. Men de far inte skymma
att det aterstar kolossalt mycket att lira
ut till individen. Det har till och med
sagts ibland att det inte d&r mycket mer
att gora at ménniskorna. Det giller bara
att forbattra miljon. Jag dr 6vertygad om
att det aterstar kolossalt mycket pa det
har omradet. Vi ménniskor lir oss en del
men vi glommer sa vildigt fort, sa det
giller att halla den informativa verksam-
heten vid liv.
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Vi vill ocksd ha metoder sa att vi verk-
ligen kan f6lja upp pa ett sétt som tringer
in innanfor vésten. Naturligtvis skall reg-
lerna, som vi skall lira ut, vara riktigt
skapta, som herr Cosmo har niamnt, eller
som den gamle poliskommissarien en gang
sa, att de skall vara skrivna for utomhus-
bruk, med andra ord inte bara skrivbords-
produkter. Det dr ju sjdlvklart.

Nu menar jag att man skall ta itu med
informationsfragorna mycket tidigt. Dar
har ju docenten Stina Sandels, som finns
hédr bland oss idag, gett oss vildigt fina
riktlinjer for hur man uppfostrar de min-
sta barnen till goda trafikvanor. Vi vet
ocksa en hel del om hur man sedan under-
visar och utbildar under skoltiden.

For var del i NTF har vi tagit fasta pa
Stina Sandels principer och startat en
barnens trafikklubb. Vi gick ut med den
forra aret och viande oss till dem som i ar
fyller 3 ar. 123 000 trearingar finns det i
den arskullen. Vi trodde vi skulle fa en
8000—10000. I dag har vi anknutna
51600 tredringar eller med andra ord
51600 familjer har lystrat till den hir
inbjudan. Vi har alltsd direktkontakt med
dem och kan bérja ett arbete som inte
giller bara trearingen utan som giller
familjen. Bearbeta dem till det hidr vi
strivar efter, ett battre forhallande mellan
olika trafikantgrupper ute pa vigen.

Gar man sedan upp i skoldldrarna si
har vi haft en utomordentlig organisations-
form under de bada aren kring dagen H,
med kontaktlirare i varje rektorsomrade,
med konsulenter i linsskolndmnderna. Ar-
betet bedrevs med liv och lust. Lérar-
karen i det hédr landet &r intresserad. Nu
skedde tyvarr det sorgliga att 1 juli 1968
sd drogs detta in och nu har man egent-
ligen att lita till ldirarna sjilva did man
ingen specialisthjédlp har. Detta dr mycket
beklagligt.

Jag vill peka pa en brist till, som jag
tror inte giller bara Sverige utan méanga
andra ldnder. Det &r att uppe i de gym-
nasiala stadierna i vara skolor finns egent-
ligen ingen trafikundervisning. Jag vet
vissa linder ddr man avligger prov for
korkortet i gymnasiet. Vi maste i det hér
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landet, Europas mest motoriserade, sna-
rast komma till en dndring pad den hir
punkten. Vi maste f4 in en vil genom-
tankt trafikutbildning i vara gymnasiala
skolor, helst pa det sittet, att den nuva-
rande trafikskolan och undervisningen i
det gymnasiala stadiet vdvs samman till
en sak, att med andra ord det allménna
skolvdsendet anammar ocksa utbildningen
till kérkort. Det maste vl vara riktigt ndr
praktiskt taget varje adertonaring vill ha
ett korkort. Da tycker jag att det allmédnna
skall bereda mojlighet till detta.

Anders Englund

Det ir manga talare som har tackat ar-
rangorerna for detta symposium. Jag kan-
ske skulle vilja borja med att tacka de
kolleger fran andra linder, som har kom-
mit och stillt upp.

Sedan skulle jag vilja fista auditoriets
uppmirksamhet pa en sak. Den som har
lyssnat pa de hidr inldggen méste, liksom
jag sjdlv, ha slagits av att ndstan varenda
en har borjat med att konstatera att vi
maste se till att vi har ett trafiksystem dar
de olika delarna ir anpassade till var-
andra. Det har i motsats till vad som séigs
i referatet i Dagens Nyheter i dag varit
en enighet i symposiet att man har gjort
for litet pa den sidan. Man kan rikna
upp ett odndligt antal exempel utav den
typ som doktor Brown gav alldeles nyss
pa hur systemet inte dr anpassat for mén-
niskan.

Aven om man skulle bygga bort en del
av de misstag som gjorts sa aterstar det
atskilligt. Det dr inom det omradet, som
utbildningen och attitydpaverkan kan ver-
ka. Den senaste talaren hédnvisade till
Stina Sandels. Hon torde vara den i Sve-
rige som har den storsta insikten i hur
svart det dr att fordndra ménniskan sa att
hon kan passa i det hir systemet. Vi maste
ldra oss att arbeta med beaktande av den
prestationsgrins som finns hos ménniskan.
Det har forekommit i tidigare debatter
under hosten att man har sagt att vi loser
trafiksdkerhetsproblemen genom att ta
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hand om ett antal marodorer pa végarna.
Om man tar den approachen till trafik-
sikerhetsproblemen si missar man det
faktum som ocksa har podngterats av de
experter som har samlats pa det hiar sym-
posiet, namligen att trafikolyckor begas
inte av nagra unika, sarpriglade individer
utan det dr den normala bilisten som till-
filligtvis rakar i en sadan situation att
han blir upphov till olyckan.

Arthur Kaijser

Herr ordférande, mina damer och herrar.
Jag ir specialist pa kirurgi och hjarnki-
rurgi och som sidan har jag tyvirr haft
tillfdlle att studera manga trafikolyckor.
Vad jag sidrskilt vill informera om si ar
det ju om hjdrnskadorna. Hur lindrig en
trafikolycka dn kan vara, si ar det tyvarr
s att dven om vi far bara ett skdrsdr i
ansiktet si har vi dock slagit i ansiktet
nagonstans. Oavsett om vi haft sdker-
hetsbilten eller inte. I och med det har
var hjdrna fatt sig en stot.

Var hjirna dar ett mycket kénsligt in-
strument. Det dr som en stor telefonvixel.
Det minsta trassel i ledningarna gor att
det blir ett helt kaos. Det behover inte vara
nigon lang medvetsloshet. Det kan vara
en mycket kort, kanske nagon sekund,
som uppfattas kanske inte ens av de om-
kringvarande. Kanske mycket obetydligt
av individen sjalv men som &ndd gor att
vi far ett stort fel i systemet. Detta leder
till att vi fir en mansklig faktor; vi far
den omdomeslose bilforaren. Och inte nog
med det, utan han blir otroligt intolerant
mot alkohol. 2—3 glas rédvin, en starkol
pé lunch, kan vara tillrdckligt for att han
blir en kvalificerad rattfyllerist. Detta gil-
ler dven om det icke syns pa nagot som
helst blodprov.

Jag vill ddrfor ur min synpunkt rekom-
mendera en utomordentligt skiarpt utred-
ning ndr det giller bilolyckorna betrif-
fande just hur individen har skadat sitt
huvud. Nér det giller exempelvis epilepsi
sa har sambhillet en skidrpt uppmirksam-
het. DA dras korkortet in. Da gors det
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arliga neurologiska utredningar aratal i
foljd. Néar det giller en skallskada, en
commotio eller en contusio celebris, som
vi sdger, da gors det ingenting alls. Jag
skulle vilja foresla en rekommendation
att man vid alla bilolyckor noggrant re-
konstruerar hur individen har skadat sitt
huvud, hur ldnge han har varit medvets-
16s och hur hans reaktion dr. Han bor
genomga en elektrisk hjarnundersdkning
och hans korkort bor dras in tills man
far se hur skallskadan utvecklar sig. Ty-
virr har jag sett alltfor manga av dessa
lindrigt skallskadade som har blivit svara
bilmarodorer.

Anders Tallgvist

Herr ordférande. Direktor Thorsson fram-
holl att vi bor inverka intensifierat pa
méanniskan. Jag tror ingen pd det hir
symposiet Atminstone har den asikten att
vi inte skall padverka manniskan. Men jag
delar mangas uppfattning att vi ocksa
maste paverka trafikmiljon. Jag tror att
koordineringen av atgirderna dr en av de
viktigare fragorna.

Stig Berséus

Jag &r likare och méngsysslare. Jag &ar
docent i medicin, hjértspecialist, geriatri-
ker, forsidkringslikare. Jag vikarierar da
och di i rittspsykiatriska nimnden pa
socialstyrelsen. Jag vill bara komma med
nagra sma reflexioner.

For nagra ar sedan pa Medicinsk riks-
stimma diskuterades information. Jag
ville ha mera information, mera upplys-
ning om de medicinska framsteg, som
skulle mojliggéra profylax i stéllet for
behandling av en massa sjukdomar. Det
ir det som &r vart problem nu. Sjukvar-
den dignar under sjukvardsproblem. Vi
maste litta dem genom profylax. Da fick
jag nistan ett litet slag i huvudet av min
gode vin professor Lindgren, socialmedi-
cinare i Lund, som sade att de hade bor-
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jat med undersdkningar 6ver informations
forméga att gd in nere vid hans institu-
tion. Man hade fatt ett kolossalt nedsla-
ende resultat utav vanligt upplagd infor-
mation.

A andra sidan erinrar jag mig ett sam-
mantriade pa Karolinska sjukhuset for 14-
kare och medicinpersonal efter slaget vid
El Alamein d& man i en mycket realistisk
fargfilm visade modern krigskirurgisk be-
handling som provades just déar. Den fil-
men glommer jag aldrig och flera kolleger
och sjukskoterskor gick i dick med dun-
der och brak. Det var alltsa en kolossalt
pataglig, handgriplig information och den
gick sédkert in. Jag undrar om man inte
skulle kunna i var korskoleutbildning ha
en sadan dar vildigt realistisk fargfilm
sa man far se hur det gar till, resultatet
av frontalkrockarna. For det dr dnda just
de ddr svara frontalkrocksolyckorna som
ar det stora problemet, som ger de stora
skadorna och forsakringsmassigt det stora
problemet ocksa. Och studerar man re-
sultatet i dagspressen utav vara week-
endar, s kommer man till att det dr den
personliga faktorn nidstan Overallt som
har vallat dessa olyckor. Skulle man inte
genom en sadan dir lamplig, skickligt
gjord obligatorisk film, kunna fa folk att
helt enkelt vara forsiktiga, att inte glom-
ma vad det ror sig om.

Sedan tror jag att det ar valdigt viktigt
att man har en vildigt noggrann statistisk
bearbetning och genomgang utav olyckor-
na. Inte bara att man samlar antal, utan
en verkligt ordentlig utredning och, savitt
man kan, uppdelning utav alla de svara
olyckorna, sa man vet var man skall sétta
in kraftatgdarderna for att fa storsta moj-
liga resultat. Vi har ju tyvdrr inte eko-
nomiska mojligheter att gora absolut tra-
fiksikra vagar. Det finns siffror fran de
stora motorvagarna pa kontinenten, sir-
skilt i Tyskland, att 700 av 16 000 d&ds-
fall i Tyskland hinde pa motorvigarna.
Allt det andra var i 6vrig trafik. Men det
ar val orealistiskt att tro att vi kan fa
tillrdckligt med motorvigar i vart land.
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Anders Tallgvist

Om jag far reagera pa det hdr senare.
Denna realistiska film som visades, sa att
sjukskoterskor och likare méste ga hem,
det dr vil for kraftigt om de svimmar.
Da far de ingenting av det. Den hir
metoden att genom skriack paverka main-
niskor att fordndra sitt beteende har man
forsokt i Visttyskland och i staten New
York. Diar kallar man in 100 problem-
forare och visar en bloddrypande film.
Varje gang bar man ut nagra, men de
flesta gick hem bleka om nosen, men inte
tror jag de blir battre for det. Man vill
inte tro pa att den hir olyckan som man
ser pa film skall rora en. Den ror andra
men inte mig.

Motorviagarnas siakerhet. Det dar klart
att motorvagarna inte dr hundraprocentigt
sikra dnnu, men de ar sdkrare dn vigar
med endast tva filer. Motorvidgarna kan
ocksa forbattras med elektronik. Jag kan
inte dra fram alla mojliga detaljer, men
idéer finns och 16sningar finns vil till alla.
Jag skulle vilja sdga att forbittringen av
vagarna, dir trafikantkategorier skiljs
fran varandra, ir nog en linje att sla in pa.

Terence Willett

I too was very interested in this question
that Doctor Berséus put forward, that a
film should be shown. But I would sup-
port what my colleague has said that this
sort of thing has very little effect because
people say: It couldn’t happen to me. I
was also particularly interested in and
impressed by what Mr. Thorsson said
about the programme of education that
you have in Sweden. I wish that these
were followed in my country too. But I
was alarmed to hear that very little took
place in the middle school. Very little
education of this kind seems to be taking
place with the people at the most impres-
sionable age for this sort of thing, the
adolescent.
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You see, one of the problems is this one
of cultural lag. We still have an up to date
idea about driving. It’s very closely related
to the life of the adolescent. We still have
a sort of heroic conception of driving be-
haviour, that it is manly, daring and ad-
venturous to drive very fast and show our
girl friends what we can do, show our
wives what we can do too. This sort of
thing dies very hard. It is a kind of show-
off behaviour, exhibitionistic behaviour
which is so much behind much of our
trouble.

To correct it I think we have to give
people a different image of the good
driver. We can do this, I think, by using
what we might call exemplars, the people
who the young and to some extent the
old will follow. Perhaps an example of
this in a rather different but not unrelated
field is a pop star. Now I think we can
perhaps sell better driving in this way by
using exemplars. We can show that the
reality of good driving is not distorted,
old-fashioned virility. It is a highly pro-
fessional skill. We don’t see Graham Hill
get in his motor car and go. We see a
highly-skilled, competent, disciplined driv-
er who knows what he is doing and who
drives within the limits of the environment
and of the vehicle.

We find that this kind of attitude can
be changed from our experience of flying.
If T may be anecdotal for a moment:
During the war I was the commander
over a flying squadron. I was also com-
manding a civil flying school. It was some-
times quite difficult to civilize some of the
officers into handling their aeroplanes in
a way that would not break them and in
which they would live to fight again. We
could do this by changing the whole con-
cept of good flying, by outlawing the kind
of cheer-away behaviour that was going
on, making people realize that it was
stupid not to be disciplined. We do seem
to have quite a considerable effect on
people always when we make it very clear
to them that their behaviour is stupid. It
is simple things like this which, if they
are taught in the schools, particularly at
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an impressionable age, can do a great deal
to change the attitudes. Change the
system? Yes, this is very necessary but
we also have to bring people up to date,
to face the traffic situation.

Alvar Thorson

Jag vill gdrna anknyta lite till forslaget
om den hir skrackfilmen och sdga att jag
delar herrar Tallqvists och Willetts upp-
fattning i den frdgan. Jag tror att vi har
ratt mycket erfarenheter av sadana prov,
inte bara hir i Sverige utan ute i virlden
ocksa.

Nér det giller information blir man ju
besviken ménga ganger. Den tringer inte
in ordentligt. Dér har vi for var del inom
NTF kommit till att det giller att vara
sa konkret som mojligt. Med andra ord
det bdsta vore om man kunde helt ute-
sluta trycksaker och saddana ting och i
stillet f4 samla folk till en sorts vidare-
utbildning. Den linjen har forresten flera
forsakringsbolag varit med om att stodja.
Vi har samlat bilférare sedan de har tagit
sitt korkort till en fortsatt utbildning. Men
da rakar man ju i ett annat dilemma. Till
den utbildningen kommer de, som forut
ar valdigt hyggliga och trevliga forare,
som aldrig gor nagra fel och ar vetgiriga
och vill ldra sig annu mer. Konsten &r att
finna en modell sa man far tag i alla de
andra ocksé. Alla de som kor bil och kor
pa ett sidtt som vi inte gillar och fa dem
till en vidareutbildning.

Inom NTF haller vi pA med en liten
utredning kring den hir fragan, dir vi
helt enkelt sdger sa hidr: Vidja girna till
fafangan. Premiera ménniskor om de
kommer. Ge dem mirken och certifikat
och allt mojligt. Bara vi far dem till
vidareutbildning t.ex. i bilkérning. Gor
det pa ett aptitligt och trevligt sdtt, sa
kanske vi kan fa en viss popularitet kring
sadana arrangemang och samla betydligt
storre skaror @n vi hittills har kunnat
samla. S& fir man hoppas att ringarna
sprider sig pa vattnet. Efter nagra ar kan-
ske vi har en ordnad vidareutbildning,
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som sorteras in och som kanske virde-
sitts som ett tillagg till det kérkort man
en ging har forvirvat. Det tror jag dr en
idé att arbeta fram emot.

Rune Andreasson

Herr ordférande. Betraffande utbildning-
en si talar man ibland om barn, man ta-
lar om bilférare, man talar om vidare-
utbildning men man talar sillan om nagot
system i detta utbildningstinkande. Jag
tror dock att det haller pa att tringa
fram ett system som man kan f6lja. Man
ligger grunden i forskolan, man gar ge-
nom grundskolans olika stadier med en
trafikutbildning. Det &r bara att glidja
sig at att i laroplanen for den nya grund-
skolan har man ocksa tagit upp trafik-
amnet. Jag tror att genom att ge en sadan
systematiserad utbildning sa fir man ock-
s4 grunden for en bittre bilférarutbild-
ning. Man kan da ta bort rent elementdra
regler och ge mera kvalificerad utbildning
i trafikskolan. Jag tror emellertid att man
uppehéller sig for mycket i dagens debatt
kring sjdlva verksamhetsformerna, om bil-
forarutbildningen skall ske i skolan eller
pa andra stillen. Det &r inte det som ir
det avgorande. Det avgbrande #r vilken
kvalitet vi ger denna utibldning och att
den ingar i ett system.

Det ar intressant att konstatera, att av
de fa av auditoriet som har talat hir, sa
ar tva stycken likare. Det verkar pd mig
som om det dr likarna i dag som har
kommit in i trafiksédkerhetsarbetet pa ett
mycket aktivt sitt. Det var arsmote i
Svensk trafikmedicinsk férening hédrom-
kvillen och vi kunde konstatera att, efter
en rekryteringsdrive bland Ildkare och
nérstdende, pa ungefir tvd manader, inte
mindre dn 582 stycken anslutit sig till
Svensk trafikmedicinsk forening. Europa-
regionen av Varldshilsoorganisationen
hade for kort tid sedan ett symposium
nere i Budapest. Ddr var man enig om en
sak, ndmligen att ta upp trafiksdkerhets-
problemen som ett allmént hélsoproblem.
Jag ndamner detta for att f4 en bakgrund

180

nar vi fragar hur vi skall se pa trafik-
brotten. Jag tror att herr ordféranden
formulerade fragan sa: Varfor ser vi si
milt pa trafikbrotten? Ja, om det hir
hélsotinkandet trianger in i diskussionen,
om vi borjar att systematisera utbildning-
en, sa far vi ju en helt ny grund for akti-
viteterna pa trafiksédkerhetsomradet.

Jag maste deklarera att sjdlv har jag
under senare ar genomgatt en visentlig
sinnesindring och ocksa uppfattning nir
det giller de hir fragorna. Fran att tidi-
gare ha trott pa straffet som ett sdtt att
aterféra sidana som begick trafikbrott,
sa har jag mer och mer insett att det gil-
ler att finna former for rehabilitering.
Bakom det ligger ocksé en filosofi, nim-
ligen att vart moderna samhille ju knap-
past kan existera utan att manniskorna
far kora bil.

Man sdger att man skall ta korkortet
ifrin gamla ménniskor, darfor att de har
da sadana aldersforédndringar att de kan-
ske inte dr sikra i trafiken. Det skall vi
inte alls géra. Gamla ménniskor kanske
har storre behov dn unga att ta sig fram
ifran glesbygder till tdtorter, att delta i
vad sambhillet kan bjuda dem, att komma
i kontakt med omvérlden. Vi skall under-
latta for dem genom att tala om vilka
aldersfordndringar som intrdder och hur
de kan anpassa sig till ett sikert upptra-
dande i trafiken. Vi skall tala om for dem
nédr de kidnner sig stressade ute pad motor-
védgarna, att vdlja mindre trafikerade vi-
gar. Vi skall tala om f6r dem nir deras
morkerseende avtar, att de skall forlagga
sin korning till dagtid osv.

Jag tror ocksd att de som begar tra-
fikbrott maste vi ta hand om pa ett helt
annat sidtt @n for ndrvarande. Professor
Dureman tog upp frdgan om tesen fort-
farande ar riktig, att man kor som man
lever. Vi har alla blivit sa vildigt influe-
rade av denna Tillmanska visdom, uttalad
nagon gang under 1940-talet och vidare-
befordrad av 1953 ars trafiksikerhetsut-
redning. Det finns vildigt mycket i sjdlva
tesen, och jag tror att ingen egentligen
vill motsdga den. Men vi kan dock inte
sdga att den dr allméngiltig. Vi vet att
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den giller folk med alkoholproblem och
den giller sdkert en del andra grupper
ocksa. Jag dr glad och tacksam for det
klargorande som professor Dureman har
gjort.

Men om det dr sa att vi vill att si
manga manniskor som mojligt skall delta
i trafiken, d4 maste vi ta hand om dem.
Det krédvs en ateranpassning av dem som
begar trafikforseelser. Detta bor naturligt-
vis ske pd midnga omraden. Det giller inte
bara att fylla igen kunskapsluckor. Det
kan ju finnas mentala stérningar. Det kan
finnas fysiska handikapp som maste reha-
biliteras. Darfor tror jag att det dr vildigt
nodvindigt nu att komma in pi tankar
och forslag till hur vi skall kunna rehabili-
tera dem som begar trafikforseelser.

Vi skall komma ihag, och jag vinder
mig till Carl-Johan Cosmo, att om mén-
niskorna i det hér landet begir tre mil-
jarder trafikforseelser per ar, vilket jag
tror dr helt mojligt — i USA har man
gjort liknande studier och fatt fram svind-
lande siffror — sa tror jag dock att dom
hdr 3 miljarderna kan multipliceras med
manga miljarder riktiga handlingar som
trafikanterna begar, men som vi aldrig ta-
lar om. Det dr den dir enda gingen da
forseelsen sker som man skall fa lida for.
Vi maste fa ett system for hela trafikut-
bildningen. Detta hindrar inte att olika
parter kan genomfora delar av det efter
triffad overenskommelse. Vi méste disku-
tera och f& en klar uppfattning om vilka
som skall ha korkort. Dir har jag gjort
mig till tolk for den meningen att sa
manga som mojligt i dag har behov av att
kora bil, och darfér maste vi anpassa oss
efter den situationen.

Den sista fragan som jag vill ta upp till
diskussion &r foljande: Hur skall vi kunna
fa dem som begér trafikbrott sikrare i
trafiken? Vilka rehabiliteringsmdjligheter
for framtida siker trafikanpassning har vi
for dessa ménniskor?
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Olle Karleby

Nir det giller den manskliga faktorn i
trafiken si dr det en speciell punkt som
jag skulle vilja ta upp. Vi i den hir for-
samlingen blir vil ofta vittne till grovt
omdomeslosa och vansinniga omkorning-
ar, som emellertid lyckas. De som gor
dessa grovt omdomeslosa och vansinniga
omkorningar, de kidnner sig tuffa nir de
lyckas. Men ndr de misslyckas si fram-
kallar de en stor del av de trafikolyckor
som vi hir diskuterar och som leder till
dod eller lemldstning.

Jag fragar mig: Vilka mojligheter finns
det till snabbingripande mot sadana fore-
teelser pa vdgarna? Finns det mojligheter
till flygande poliskontroll och att haffa
vederborande direkt ute pa vidgen? Kan
polisen genast utdela varning eller uttala
hot om korkortsindragning eller vilka at-
girder kan tinkas? Jag tror att den hir
typen av upptridande pa viagarna med
grovt omdOmeslosa omkorningar ar en
huvudfaktor nér det géller uppkomsten av
trafikolyckor pa vidgarna.

Wouter Buikhuisen

I should like to come back just for a few
moments to what Mr. Thorsson and other
members here in the audience have said
about the value of education. T would be
the last person to say that we should not
have education. But I'd like to add some-
thing to it. Let’s go back, for instance,
to the elementary school. At the element-
ary school many things are taught to
children. If we follow up their knowledge
after some time, we can see that some of
the things they have been taught they still
know, they still remember them, and other
things they have forgotten. Some things
they apply and others they do not apply.
Let’s take a fairly simple example. If
you ask children who have just passed
the elementary school: Do you know, how
much is two and two? They will certainly
say: It is four. And if you ask: How much
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is two and three? they will say: It is five,
and so on. Now we can ask the question:
Why does a child know, after having been
at elementary school, that two and two is
four? Now one of the reasons could be
that if he is at home and he says: Two and
two is four, his parents do not argue with
him and don’t say: No, you are mistaken,
two and two is five.

Therefore, and now I want to come
back to the point which is indeed of very
great importance: We should promote
education, but we should realize that edu-
cation does not take place if it has to be
applied in a vacuum. The child comes
back in a society which behaves in a certain
way. As long as we do not succeed also
in attacking in the same way, the attitude
of society as a whole, I'm afraid that
whatever we are going to do with the
child in the elementary school will be a
waste of time. Therefore I would like also
to stress the importance of what my col-
league, Doctor Willett, has said that at
the same time we also should try to
change the attitude of the people in the
society as a whole. Indeed Doctor Willett’s
idea about trying to take into considera-
tion the behaviour of, for instance, pop
idols, teenage idols and rally drivers
should be taken up. We must know what
they do and how they behave in traffic.
We should also try to incorporate in our
attack of the attitude the behaviour of
these people, trying to get them also to
promote good traffic ideas, like for in-
stance defensive driving, etc.

Terence Willett

I too would like to comment further on
this discussion of our education. By ask-
ing a question: I wonder what it is that,
though nearly everyone of us, particularly
the male members of society, have a very
considerable interest in cars and in motor-
ing indeed, there is one thing that will
strike a common note of interest between
men of different nationalities who hardly
know each other, regardless of social class
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or anything else, it is a conversation about
the car. Now why is it that our educa-
tional programmes regarding road safety
miss? I wonder if it is because the whole
concept of road safety is dull. And need
it be dull? I don’t think so. It can be sold
as exciting and interesting just as much
as anything else.

The reason why people forget certain
subjects they learn at school is because
they are not interested, because they don’t
think they are relevant, because they think
they are academic. Yet, surely there is
something wrong with the way we teach,
with the way we handle a whole problem
if a topic like this cannot be made interest-
ing in a most demanding way.

Now, there is one more thing about
driver re-education, the treatment of of-
fenders. Here we have one thing which
penalogists, those who work in the prisons
and try to do something constructive, have
longed for: something in which most of
the offenders are really interested. And
if we find a vehicle—and I use the term
vehicle in more meanings than one—if we
find a vehicle in which people are inter-
ested, we can use it as a means of teach-
ing all sorts of other attitudes which are
linked with it. That is why, in some ways,
having motoring offenders to deal with in
the penal system should present to us a
very fascinating opportunity of really get-
ting somewhere. I suppose that doing
what we do in prisons now, giving people
very routine work, in which they haven’t
any interest at all, is something very bad.
They switch right off mentally, they serve
their sentence, they go out and they are
just as they were before.

Carl- Johan Cosmo

Innan jag forsoker besvara direktor Karle-
bys fraga vill jag gdrna understryka fol-
jande. Vi maste ha klart for oss att vi
gor inte si mycket for trafiksikerheten
om vi ser det fran olyckssynpunkt om vi
tar bort nigra fi kraftigt olycksbelastade
forare fran trafiken. Det betyder, tror jag
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direktor Lanteli har sagt vid symposiet,
ungefir 0,1 9, av det totala olycksantalet.
Inte desto mindre &dr det sjilvfallet, inte
minst frin exempelsynpunkt, av visentlig
betydelse att ingripande sker vid omdo-
meslost upptradande i trafiken. Den som
gor farliga omkorningar lockar ocksd
manga andra att gora fel i trafiken genom
exemplets makt.

Men det ar alltsa en — kanske forklar-
lig — lekmannamassig felsyn att vi 1oser
trafiksiakerhetsproblemen genom att ingri-
pa mot nagra fo marodorer. Sa enkelt dr
det tyvirr inte.

Vad sedan giller fragan om vi kan fa
ett effektivare ingripande mot de allvar-
liga trafikbrottslingarna vill jag obetingat
svara ja pa den fragan. Det dr emellertid
en overvakningsfraga och en resursfordel-
ningsfrdga. Nar det giller 6vervakningen
sa har vi talat om ett annat system for
trafikovervakning eller atminstone en an-
nan linje att arbeta efter in den vi nu har.
Det ricker inte med att det finns polis-
bilar pa vigarna. Polisen méaste ocksa in-
gripa och gora det ofta. Detta innebir inte
att man alltid skall ta till straff. En munt-
lig tillsigelse kan ofta vara minst lika
effektiv. En av anledningarna till att vi
har for svag Overvakning dr att vi an-
vinder polisen och rittsvdasendet for att
angripa en massa brott som atminstone
frin trafiksidkerhetssynpunkt enligt alla
experters mening inte har niagon betydel-
se. S& att genom en omfordelning av re-
surserna skulle vi kunna héja trafiksiker-
heten.

Sedan snabbheten. Det enda alternativ
jag kan peka pa dir, det dr de jourdom-
stolarna som finns i Amerika och i Vist-
tyskland. Didr kan man komma upp till
snabba handliggningstider sa att ett ratt-
fylleri kan handlidggas pa en vecka a fjor-
ton dagar. I Sverige synes man emellertid
tro att snabbhet férsimrar rittssikerhe-
ten. Personligen har jag den motsatta
uppfattningen. I stort sett menar jag att
ndr vi har fatt in en person i vart ritts-
system sd haller vi pA med honom si
linge s& vi hinner bara #dgna oss it nigra
fa. Agnade vi oss lite mindre it var och
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en som vi fick med i systemet eller fram-
forallt 14t vi honom ga igenom ett mindre
antal turer s& skulle vi kunna édgna oss at
sd manga fler. Nagon har sagt att Volvo
kan ju prestera en bil pa sitt 13pande
band mycket snabbt. Maste inte ritts-
visendet ha litet av samma snabbhets-
tinkande sa att alla mal inte skall beh6va
ta ett och ett halvt ar. Det 4r mitt svar.

Bertil Odeén

Direktor Karlebys anforande maste fak-
tiskt vdcka till liv tankar som tidigare
varit under diskussion bl.a. i motororga-
nisationerna. Det dr dock en sak att man
helt riktigt som direktér Lanteli pApekar
inte ndr en namnvirt stor effekt genom
att ta bort ett antal férare som har manga
olyckor. En annan sak dr om man lyckas
ta bort forare, som astadkommer en myc-
ket svar olycka, innan den intriffar. Det
ir hidr alltsa fragan om att fa tag i ett
ganska stort antal forare, som kanske ald-
rig varit utsatta for en olycka. I nagot fall
kanske de har det och da tycker jag att
professor Kaijsers antydan om att en
hjarnskakning medfor okad omdomeslos-
het, ocksd har ett betydande intresse. Vi-
dare har vi doktor Tallqvists forslag inne-
bdrande att dessa personer, som astad-
kommer en rad olimpligheter i trafiken,
kan behandlas genom varning, genom per-
sonligt samtal. Detta forslag har ocksa ett
betydande intresse.

Den fraga som tidigare diskuterats men
som da vickte mycken negativ reaktion
ar foljande. Det dr ndmligen s att polisen
ar mycket sdllan tillstides nidr dessa van-
sinnesomkorningar verkstilles. De enda
ménniskor som kan anmila dessa forare
dr de som har sett hidndelsen. Forslaget
var faktiskt den gangen stillt si att om-
domesgilla bilférare skulle ha ritt, inte
att polisanmiéla sina kolleger pa vigen,
men att anmila till NTF vad de sett. En
anmélan ingen atgdrd. Tva anméilningar
kanske ingen atgdrd. Tre anmélningar av
skilda personer, upplevelser pa skilda tid-
punkter och pa skilda végar, skulle kunna
tinkas leda till ett brev, exempelvis fran
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NTF. Fyra, fem, sex anmilningar, d& blir
det personligt samtal modell Tallqvist.
Och dérefter far vi vil se vad vi kan gora.

J. O. Brown

I just wanted to take up this question of
education, mainly because it is concerned
with two things here. One is the surveyor
or long-term education and then—to take
up what Professor Buikhuisen was saying
—this isn’t the final answer.

It’s a psychological fact that people
don’t learn things, at least they have great
difficulty in learning. They must have an
immediate feed-back of whether their be-
haviour was right or wrong. One of the
difficulties in traffic is that quite often the
wrong behaviour is not corrected. The
person who overtakes in a very dangerous
place, just by chance, doesn’t get killed,
most of the time.

There is very little one can do about
this, except by improving detection and
perhaps by filling in the information dur-
ing the person’s training that this kind of
behaviour—apart from this immediate
danger—doesn’t gain a person very much.

I was pleased to see that the road re-
search laboratory has published figures
showing how many minutes you gain by
driving down a motorway at 70 m/h as
compared with driving down it at, say, 50
m/h. The differences were compared with
the amount of time you might spend hav-
ing a cup of coffee or doing something
else of less importance. If this kind of
information is taken into consideration in
driver training, I think there might be a
gain.

Another problem within the traffic
situation is the need of building a whole
traffic system, particularly concerning ve-
hicle speed. I think the speed differences
must be reduced. One problem here which
hasn’t been touched on yet is that we have
wide differences within vehicle speeds. In
fact, a safe overtaking procedure for a
man in an E-type of Jaguar is probably
very dangerous for a man in a Ford popu-
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lar. And this kind of behaviour does rub
off from one man to the next. How is a
man to learn what is safe and what is not
safe when he sees another man doing
something which he himself can’t do safe-
ly? How do we tell him that he can’t do
that? How do we get people to drive not
in their own limits but the limits of their
vehicle?

The final point is another psychological
fact which is hard to take into account and
that is the risk-taking behaviour of people
acting within a group. This risk-taking is
always very much higher than when the
same people act in isolation, as individ-
uals. Why can’t we take that into account?
I can’t answer.

Yngve Kristensson

I inledningsanférandena framkom ju at-
skilliga ytterst kontroversiella forslag. Vi
har forslaget angdende hur man skall be-
handla rattfylleristerna, fragan om man
6ver huvud taget skall dra in korkort f6r
dem eller bara gora vissa restriktioner,
sa att de far kora till sitt arbete trots
att de har gjort sig skyldiga till rattfylleri.
Detta leder over till sporsmélet ndr man
skall sitta in korkortsindragningen? Skall
det vara ungefir som man sdger be-
triffande straffet, att det skall vara en
sista atgird eller skall man behandla det
pa ett helt annat sdtt, dvs. ungefidr som en
rutinatgird? Har finns ett samband ocksa
med rehabiliteringssynpunkten. Vad skall
vi gora med alla de ungdomar som har
gjort sig skyldiga till relativt grava brotts-
liga handlingar? Skall de fa korkort eller
ej?

Nils Froding

Hir sade Kaijser att den obetydligaste
hjirnskakning kunde diskvalificera for bil-
korning for lingre eller kanske bara kor-
tare tid. Det finns givetvis ocksd manga
andra sjukdomsfall, som diskvalificerar
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for bilkorning. Da skulle jag vilja ta upp
en mycket kénslig fraga. Hur skall likaren
informera korkortsmyndigheten om en sa-
dan situation? For ndrvarande har vi vil
hédr i riket den rekommendationen fran
socialstyrelsen att man skall underritta
linsldkaren. Systemet fungerar inte hund-
raprocentigt sikert. Jag har en granne som
har haft en hjarnblodning, och som ar 80
ar. Hans anhoriga ber honom att ”’kor for
allt i livet inte bil”’, men han vill nédvén-
digtvis gora det. Det vore ocksd av in-
tresse att veta hur man utomlands har
dessa informationsbestimmelser ordnade?

Hans Klette

I det samordnade kontrollprogram som
hdr dr nodvdndigt — jag betonar alltsd
samordningen — ingar bl.a. den kontinu-
erliga skolundervisningen. Dér ingar ocksa
en vildigt viktig faktor som heter upp-
tacktsrisk. Denna faktor har jag forsokt
att undersoka en hel del betriffande olika
beteenden. Jag har studerat uppticktsris-
ken, den subjektivt upplevda upptickts-
risken, som preventivfaktor.

Vad har vi for mojligheter att 6ka upp-
tacktsrisken i vart samhille? Genom en
Okad trafikGvervakning finns det kanske
en mojlighet. Vem star for den Overvak-
ningen idag? Det gor poliser. Allmédnheten
rapporterar mycket litet. Vill vi ¢ka den
subjektivt upplevda upptacktsrisken maste
vi omorganisera polisens trafikovervak-
ningsarbete. Jag utgar ifrdn i stort sett
samma antal poliser som vi har idag. For
att hoja uppticktsrisken kraftigt, s& kraf-
tigt som vi skulle behova for att det skulle
fa en stor preventiv effekt for att oka tra-
fiksikerheten, s tror jag vi behover ett
mycket stort antal poliser. Vill vi ha det
eller inte i vart sambhlle, fragar vi oss da.
Om vi inte vill ha det, har vi d& nagra
andra mojligheter att skaffa oss andra
grupper som deltar i trafikovervakningen?
Jag tinker inte pa en trafikdvervakning
som medf6ér nagot straff utan en trafik-
Overvakning som medfor en korrektion sa
snabbt som mojligt.
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Vi horde fran forsdkringshall ett inldgg
om att man eventuellt skulle kunna an-
vinda sig av omdomesgilla bilférare, hur
nu det skulle ga till. Finns det nagra andra
grupper som man kunde anvidnda sig av,
fragar man. Vi anvdnder oss f.n. av en
specialutbildad personal vid parkerings-
forseelser, parkeringsvakterna. I USA har
man anviant sig av specialutbildad perso-
nal for trafikdirigeringen. Finns det moj-
lighet att skaffa specialutbildad personal
som bara dr inriktad pa trafikovervak-
ning? Jag tror att det &r mojligt. Det skulle
vara roligt att fA4 er respons pa den hir
fragan.

Gunnar Lanteli

Jag dr bilforsdkringsstatistiker i Hansa.
Eftersom jag har blivit citerad tva ganger
sa kanske jag maste sdga ett par ord. Det
dr ju sa att vi dr helt ense betrdffande
malet. Malet &r ju att fa ner antalet olyc-
kor. Man kan sédga att det finns tva huvud-
linjer i hur man skall ga till védga, tva oli-
ka uppfattningar. Det ena &r att man for-
soker komma at de forare som har spe-
ciellt hog olycksfallsbendgenhet, de s.k.
olycksfaglarna. Det andra dr att man for-
soker paverka samtliga forare, alltsd dven
dem som ar fullt normala.

Man kanske blir litet pessimistisk ndr
man ldser en del av rapporterna pa sym-
posiet, betriffande vara mojligheter att
komma &t de speciellt olycksbenédgna fo-
rarna. Man har konstaterat att det rader
ganska svaga samband mellan de olika
kriterier som man har och antalet olyc-
kor. Vi har konstaterat att exempelvis
antalet intriffade olyckor &dr ett ganska
daligt matt. Ddremot dr det ett nagot batt-
re matt om man ridknar antalet trafikfor-
seelser. Jag vet inte om alla riktigt fattade
doktor Tallqvist ddr. Jag missuppfattade
honom i forsta Ogonblicket i varje fall.
Jag skulle kanske darfor vilja upprepa ett
par saker, som man har konstaterat. Det
ir huvudsakligen amerikanska undersok-
ningar och dédr har man alltsd konstaterat
att om jag plockar bort sidana forare,
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som under en given observationsperiod, i
detta fall pa tre ar, har vallat skador eller
rittare sagt varit inblandade i olyckor, da
far man en ganska obetydlig effekt pa an-
talet skador under den kommande perio-
den. Hir star exempelvis det att om de
som har véllat tvd eller fler héindel-
ser under en trearsperiod togs bort, sa
skulle man bara minska antalet olyckor
med 4 9. Nu kan man visserligen siga
att detta &r ett rent statistiskt resonemang.
Man kan ju inte riktigt sdkert garantera,
att om olycksinblandade inte hade fatt
vara med i trafiken s hade kanske antalet
olyckor minskat dnnu mera. De kan ju
indirekt vara orsaken till andras olyckor.
Men déremot, om man gir pa de antal
som har haft tva eller flera forseelser, con-
victions, d& hade man i alla fall bara kvar
75 9, av olyckorna. Detta tycker jag i och
for sig dr ett ganska stort steg framat.

Kruxet dar emellertid att om man skall
ta till s drastiska atgérder, som att hindra
folk att kora bil, di maste man ju ha ett
kriterium, ett test som &r oerhort tillfor-
litligt. Det maste rada nédstan hundrapro-
centig sdkerhet for att man just far ut dem
som verkligen dr farliga, s att inte en
massa oskyldiga ménniskor hindras fran
att overhuvudtaget transportera sig sjilva
i trafiken. Didr maste man alltsd krdva en
mycket stor sikerhet.

Diremot finns det ju andra atgdrder
som man kan vidtaga utan att man be-
hover ha fullt sa stor sikerhet. Man kan
alltsi pa olika sitt lata antalet forseelser
fa ekonomiska f6ljder. Detta kan ju kom-
ma till uttryck bl.a. i forsékringens system.
Det finns bolag i Amerika som har till-
limpat just ett sddant hdr pricksystem.
Diér har man alltsd berdknat premien pa
basis av antalet forseelser. Da ir forseelsen
dessutom graderad med hénsyn till svar-
hetsgraden si att man far ett system.
Jag tror dessutom att detta skulle ha en
indirekt gynnsam inverkan pa trafikupp-
forandet om man hade ett sidant prick-
system som vederborande forare sjilv
kinde till. Hur ménga prickar han hade
och hur han successivt kunde nirma sig
den grins dédr han kanske riskerar att inte

186

fa lov att kora bil lingre. Man har olika
mojligheter att ge honom varningar uader
tiden osv. Sedan 4r det ju inte sa att detta
skall vara ett evigt belastningssystem. Pric-
karna forsvinner efter ett visst antal ar.
Sa att man kan ju sdga det att om man
under en viss tid har burit sig illa &t sa
kan det sa smaningom kompenseras av att
man dérefter upptritt korrekt. Jag tror att
detta skulle ge folk en viss tankestdlare.
De som dr — jag kanske inte skall sdga
olycksfaglar — men de som kanske ir lite
mindre omsorgsfulla i trafiken 4dn flerialet
forare. De skulle pa det viset fa en moti-
vation for att verkligen forsoka bittra sig.

Det var ocksid en annan siffra som
nimndes — jag vill bara papeka detta for
att det inte skall bli nagra missforséind

" nimligen att om man kunde ta bor: de

forare i trafiken som har vallat ett stort
antal skador under en viss tid, da skulle
det paverka frekvensen mycket litet enligt
var statistik. Nu &dr det en sak som man
inte far glomma bort i detta sammanhzng.
Man fér inte ta detta 6ver en kam. Det
finns forare som normalt sett 4r — 2a6ll
jag pa att siga — berittigade eller for
vilka det dr mera forstaeligt att de rakar
ut for flera skador. Detta giller framitr-
allt sidana som har en oerhort stor éarlig
korstriacka, taxiforare, langtradarchauifo-
rer o.dyl.

Om man skall definiera olycksfaglar sa
mdste man sdga det att det dr folk som
har en extremt hog olycksfallsbendgenhet
under exakt samma férhallanden. Man
maste saledes mita ett stort antal indivi-
der under exakt samma betingelser, och
da dr det min uppfattning i varje fall,
att det finns naturligtvis folk med hogre
och med ldgre olycksfallsbendgenhet, fik-
som alla andra egenskaper ar fordelade.
Manniskor &r ju olika och det dr mest en
friga om var man anser att grinsen bor
ga for vad som dr tolerabel olycksfals-
bendgenhet.
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Rune Andreasson

Jag vill bestimt och definitivt ta avstind
frAin Bertil Odéns idéer om en angivar-
organisation. Det adr inte pa det sdttet man
angriper trafiksidkerhetsproblemet. Jag kan
inte hir nirmare motivera det, men jag
har tillsammans med doktor Gerhard
Munch i Tyskland skrivit en liten bok
som kommer till varen och som behandlar
just detta. Det ar aktgivandet pa sig sjilv
i trafiken som dr det visentliga, inte att
upptiacka grandet i broderns 6ga.

Sedan efterlyste herr ordféranden syn-
punkter och tog som exempel upp Buik-
huisens forslag rorande atgirder som ror
rattfyllerister. For det forsta, nir han talar
om trafikbvervakningen tror jag vi kan
vara helt eniga med honom. Det &r sa all-
mint uttryckt att det dr svart att veta vad
han egentligen avser.

Jag dr ocksa helt enig med honom nér
han foreslar att man skall angripa de bak-
omliggande orsakerna till rattfylleriet. Jag
tror att vi dr inne pa fel vdgar da ratt-
fylleriet tenderar att 6ka och vi fortsétter
att siinda folk till Bogesund. Det giller att
ta hand om dem, lira dem en del om
alkoholeffekter, férsoka bota deras alko-
holsjukdom. Vi drar in deras korkort. De
kor bil dnda. Vi sitter in dem i fangelse.
De kommer ut dérifran. De ar lika okun-
niga om alkoholeffekterna och deras
grundproblem, alkoholsjukdomen, finns
kvar oforidndrat. Jag tror det dr vildigt
viktigt ur rehabiliteringssynpunkt att ta
itu med det hiar problemet.

Vidare talar Buikhuisen om att man inte
lingre skall ha ovillkorliga korkortsdter-
kallelser. Det borde vara en frdga som
kan Overvigas i samband med atgirder i
samband med rehabiliteringen. Det sam-
manhinger fér ovrigt ocksa med mojlig-
heterna att 6vervaka det hela.

S4 langt dr vi nog eniga, men sedan
tycker jag att Buikhuisen gar tillbaka till
metoder, som for linge sedan &r avskaffa-
de i det moderna samhdllet. Vi hade en
gang i tiden i det hédr landet ett system,
didr man satte brottslingar i stock utanfor
kyrkan pa backen till allmént beskddande

SOU 1971:81

och ockséd bespottande for dem som hade
lust. Att hdr paA samma sitt sidtta en spe-
ciell skylt pd dessa bilar for att peka ut
dessa brottslingar, det dr vil dnda i stort
sett samma system. I varje fall har jag
vildigt svart for att kunna kdnna négra
sympatier for sddana idéer.

Terence Willett

I would like to say something about dis-
qualification. It is a penalty that I have
been studying in research during the last
three or four years and we have been
interviewing offenders who had been dis-
qualified to see just what the effect is on
them. Some of them had been disqualified
for quite short periods, about 2—6 months,
the majority had been disqualified for a
year or over. And there is no doubt that
of all penalties that a court can impose,
disqualification is disliked more than any
other.

But it seems to last for only a very short
time as an effective penalty. After about
three months the warning of the court as
to what will happen if you drive — that
you will go to prison or whatever it may
be — seems to fade away. Very often the
offender has got his car or, if he is a
youngster, he has got his motor-cycle
under his eyes the whole time. I should
think it is perhaps a little unreasonable to
expect someone, whose principal character
is not strength, to stand up to the tempta-
tion and not drive, and most of them of
course do. The reason they do so is that
the chances of getting caught are almost
none, and in most of our cities this is true.
I think, however, disqualification, especi-
ally when used conditionally, has a very
important role to play, not only as a de-
terrent but also reformatively and as a
rehability measure. I was impressed by
California where they imposed conditional
disqualifications. You may drive for your
work or you may drive in certain places.
You may drive at certain hours but not
at others.

Now this makes people laugh when one
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suggests it in England because they say:
“Ridiculous, it could not be enforced.”
But it can be enforced if the appropriate
kind of police is used. We must use a high
density of traffic police on the roads and
even police visiting the homes of people
who are known to be disqualified. This,
in fact, they do in Chicago, to see that
they are there, that their cars are there,
and so on. They call this harassment and
think it is justified. And they take it
seriously.

I’'d also like to call attention to the
comment by Judge Froding who did touch
on something very, very important. That
is that we tend to forget, when we con-
centrate so much on the young, that we
are an ageing society, that one of the big
problems on the roads is going to be the
old people. This is a problem for the
doctor and it’s a problem for the insurer.

In England the traffic authorities have
forgotten this problem. They left it to the
insurer to practise in his own way the
principle of only renewing the insurance
policy if a medical examination is con-
ducted. But although the medical exami-
nation is often conducted by the medical
practitioner of the patient, the doctor is
still in the spot. It could be that the answer
to many medical problems is that the
license authority maintains its own clinical
system, where drivers whether they are old
or whether they are in some way suffering
from a reportable illness could be examined
by someone who has no commitment
particularly to that patient. This is some-
thing that we are going to have to think
about increasingly. I am very glad that it
was mentioned because it is often forgot-
ten.

Per Boéthius

Jag skulle vilja gora nédgra reflexioner i
anledning ndrmast av assessor Cosmos for-
slag rorande trafikforsidkringens inpassning
i sdkerhetsarbetet. Man har linge haft
detta problem klart for sig och man har
faktiskt gjort en hel del i friga om bilfor-
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sakringens inpassning. Det frimsta medlet
vi har dr bonussystemet och det dr ett
mycket viktigt medel darfor att det bety-
der ganska stora pengar. En forsiktig fo-
rare kommer relativt snart ner i 25 9, av
premiekostnaden for trafikforsikringen
och 50 9, pa ovrig forsakring. Det dr alltsa
ett incitament till uppmuntran till siker
korning som vi har haft linge och som
ocksa uppfattas av forsikringstagarna sa-
som nagot mycket viardefullt att sld virn
om. Jag tror att detta 4r en sidan sak som
forsdkringen kan gora.

Andra atgirder har ju ocksa gjorts inom
forsdkringen. Ett bolag har nyligen pre-
mierat anvindande av sdkerhetsbilte pa
sa sdtt att man far ett ganska stort belopp
extra vid eventuell personskada, om man
har anvént sikerhetsbéltet och om passa-
gerarna har anvint sikerhetsbilte. 10 000
extra pa forarplatsforsikringen tror jag
det var. Andra former av uppmuntran
direkt dr fortjanstmérket for prickfri kor-
ning. Det visar sig att allménheten dr myc-
ket intresserad av att fi detta. Det delas
arligen ut flera tusen stycken genom tra-
fikforsakringsforeningen.

A andra sidan kan man ocksd genom
forsdkringen genom atgirder som kiinns
belastande for forsdkringstagaren paverka
hans korsitt. Det har man ocksd gjort.
Man har infort ungdomssjilvrisk. Om en
forare av en bil som &dr under 24 ar astad-
kommer en skada si far han, eller snarare
forsdkringstagaren, vidkdnnas en sjilvrisk
som dock dr ganska lag, 200 kronor pa
trafikforsékringen och 100 kronor pa 6v-
riga moment.

Man skulle naturligtvis inom trafikfor-
sdkringen kunna ha en massa olika mo-
ment efter vilka man reglerade de hir
premieforhallandena. Det dr emellertid
ocksd en ganska invecklad sak. Om man
tinker pa ungdomarna, som ju enligt tra-
fiksdkerhetsradets utredning ir sirskilt be-
lastade — nya korkortstagare i 18-ars-
aldern, som kor mellan 1000 och 2 500
mil, har fem ginger si ménga olyckor
som en 50-aring med samma korstricka.
Skulle man betriaffande dessa ungdomar
gora sd, att man belastar dem med den
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verkliga kostnaden for den risk de utgor,
s& kommer man upp i ganska astrono-
miska belopp. Trafikforsikringen for en
Folkvagn i premieklass 1 och bonusklass
1 kostar ungefir 600 kr och for en Mer-
cedes 220 i samma ldge kostar forséikring-
en ndra 1000 kr. Skulle man siga att en
ungdomlig forare, som #r en fem ginger
sa stor trafikrisk, skall bira sin risk sjily,
sd skulle han ha en premie pi 3 000—
5000 kr enbart pa trafikférsikringen. Tar
man med hela forsikringskomplexet pa
bilen, si kommer han upp i kanske bort-
at 10 000 kronor i premie om aret. Det dr
alltsd, sdvitt jag kan se, orealistiskt att
gora detta. Man kan inte gi den vigen.

Jag dr medveten om att i vissa stater i
USA har man ett system liknande detta.
Dir kommer man ganska snart i ett pre-
micldge dir man inte lingre kan fa for-
sikring och alltsi inte lingre kan kora
bil. Men jag tror kanske inte att det 4r den
lyckligaste vigen. Nir det géller de unga
forarna, si vill jag instimma med vad
Thorsson sade: Utbildning i skolan och en
riktig utbildning i skolan, pd mellan- och
hogstadiet, som leder fram till ett korkort.
Jag tror detta 4r en mycket viktig mojlig-
het att komma till ritta med de unga fo-
rarna.

Far jag ocksd siga ndgra ord om ur-
valsprincipen ndr det giller daliga forare
i Gvrigt. Jag har hallit pA med trafikskade-
reglering i ungefir 20 ar och har vil haft
drygt 2000 trafikmal. Jag tycker nog,
utan att jag har nagra statistiska beligg
for det, att man ofta ser att féraren av
bilen, som har rakat ut fér en olycka, inte
ar limpad att ha korkort. Bara for ett par
ar sedan hade jag ett mal, dir det gillde
forarplatsforsikring. Det visade sig vid ut-
redningen att foraren hade kort ut pa en
huvudled med 80 km:s fart utan att sakta
ner eller stanna. Det var stopplikt. Det
gjordes gillande i det hir malet att det
var grovt vardslost att kora pa det viset,
och det stannade domstolarna ocksé vid.

Emellertid var nog den verkliga orsaken
till den hér korningen en helt annan. Det
visade sig vid ett samtal med provinsial-
likaren pa orten, att foraren som var i
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50-arsaldern, sedan flera r tillbaka led av
psykisk instabilitet. Han hade hallucina-
tioner. Han horde avlidna anforvanter i
radion dven nir den var avstingd etc. etc.
och hade black-out-perioder. Likaren ha-
de rekommenderat intagning pad mental-
sjukhus for vard. Det dr som doktor Kaij-
ser sade, alldeles uppenbart, att skallska-
dade personer utgor en klar trafikrisk. Dir
borde man alltsi férsdka komma fram till
en skirpt kontroll och 6vervakning mot
dessa personer, utan att detta skall fram-
std sdsom nagot diskriminerande f6r dem
personligen.

Nir det giller korkorten och korkorts-
indragningarna, s har jag méinga ginger
undrat varfor vi inte hir i Sverige liksom
i England har provisoriska korkort. I Eng-
land har man ett L pa bilen under en viss
tid efter det att man fitt fortroende att
kora. Skulle man inte i Sverige kunna in-
fora nagot liknande och utstricka det att
gilla for dem som har varit sdrskilt
olycksbelastade? Man skulle ligga dem
att under en viss tid, forslagsvis tva ar,
pa sitt fordon ha ett mirke som visar att
de dr under utbildning. Fér den som &r sa
trafikbelastad 4r det nidmligen motiverat,
att han fir mera utbildning.

Jan Ljung

Jag dr livforsdkringsstatistiker. Hédr har
diskuterats och framforts ménga synpunk-
ter pa eliminationen av férare och jag ir
inte alls kompetent att ta stillning i de-
taljfragor. Det finns emellertid manga klo-
ka synpunkter som jag haller med om.
Men man har mycket litet berort den ram
inom vilken man har valfrihet att géra den
eliminationen. Vad finns det for alterna-
tiv?

Jag dr sjilv en medelgod forare ungefir
och det betyder att jag dr ganska om-
domeslos. Ofta mirker jag att jag gor
dumma saker. Darfor vill jag undvika att
kora langa strickor och i daligt viglag.
Det dr numera praktiskt taget omoijligt.
Jag har anledning att med min familj fara
45 mil. Forr i virlden kunde jag polettera
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mitt bagage och adka tag och ddrigenom
komma fram till ndrheten av mitt mal
och sedan ta en billig taxi. I dagens ldge
kan jag inte polettera pa ndrliggande sta-
tioner. Jag kan inte polettera med express-
tdget utan maste fara in till Stockholm i
forvig. Jag hamnar fem mil frin bestim-
melseorten. Resan kostar 150 kr tur och
retur med taxi och SJ:s avgifter. Priset
blir sidant att jag inte kan ta med hela
min familj.

Jag tycker att detta far man inte glom-
ma bort. Vi skall visserligen halla oss till
den minskliga faktorn. Den sidan av sam-
hillets arbete som avser kommunikatio-
nerna ir emellertid valdigt viktigt for att
vi skall ha valfrihet att dra in kérkort och
att behandla folk som har fatt hjarnskada.
Det ir en vildig konsekvens for mig sjdlv
att fi korkortet indraget. Och da dr jag
andéa lyckligt lottad. Jag bor i ett ndstan
civiliserat storstadssamhille — i Stock-
holm. Jag har en bekant, som bor pa den
andra dndan av min firdvdg, som tyvérr
4r notorisk och hopplos alkoholist. Han
ar lantbrukare och har sillan en promille-
halt som understiger de lagliga grinserna.
Han kor bil varje dag. Han &r tvungen.
Hans fru har inte korkort. Hans medar-
betare har inte korkort. Gudskelov dr de
lokala polismyndigheterna sa kloka att nir
de ser honom gir de in i en stuga och
gommer sig. Han har @nnu icke vallat en
enda olycka. Men han har inte heller na-
got alternativ. Det finns ingen billig taxi
att fi. Jag vill siledes bara att vi inte skall
gléomma bort den synpunkten att de all-
minna kommunikationerna dr daliga.

Wouter Buikhuisen

I’d like to say a few words to Mr. An-
dreasson, and I would like also to take
the opportunity of making a general re-
mark about the discussion with regard to
those people who are involved in acci-
dents. It has been told here several times
that most accidents have been caused by
normal people. In general I would like to
agree with this but I should like to make
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a small remark in this connection. We
should in the first place try to differentiate
between different kinds of traffic offen-
ders, and one category for which I would
like to make an exception is drunken
drivers. I think that in general it is the
ordinary man who is involved in a traffic
accident in which alcohol does not play a
role. But I do not like to say that in the
case of those people who have been in-
volved in an accident where alcohol plays
a role. You cannot say that these in gener-
al are as normal as the other group in-
volved in accidents without alcohol being
drunk. I think it is important to make this
differentiation, and I could prove this with
some figures. We compared two groups of
people, one was convicted for drunken
driving and the other was just a control
group. This control group was matched,
was made equal with regard to such points
as the time they’d had their driving li-
cences, their profession, whether they
needed a car for their profession, their
age, and so on. Then we compared the
traffic records of both the groups. We
found, for instance, that the drunken
drivers as a group are four times as much
involved in traffic accidents as the other
group. The drunken drivers as a group
have committed about four times as many
serious traffic crimes. If we also look—
and this, of course, I must remind you are
figures for the Netherlands—to the per-
centage of people who have been involved
in fatal accidents, we also find that 129,
of these cases happened under the influ-
ence of alcohol. So I think there are many
reasons for treating the drunken drivers
as a separate group.

Well, then we have to do two things.
And one is that we should ask the ques-
tion: “Is the group of drunken drivers
different from the group of non-drunken
drivers? Well, I can assure you, that I
have no preference in this remark. I’'m
just looking to see whether they are dif-
ferent. I’'m comparing the two groups and
then we find some differences also with
regard to personality trends, for instance
with regard to neuroticism and to social
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situations like family problems, marriage
problems and any kind of individual
problems. Then I am inclined to say that
a lot of them cannot be regarded as nor-
mal persons, normal in this way that they
could be compared to a random sample
of licence holders.

When I’'m saying that I would add just
to Mr. Bishop, I'm not saying that to in-
sult the group. It is just a kind of diag-
nosis. I do not have any preference in
saying so. And then I think we could all
agree that we have to do something about
it and I have tried to mention some of
the things which you could do.

The first thing I tried to emphasize, and
Mr. Andreasson, I think, agreed with that,
is that the measures we take should not
be only repressive. When we try to do
something we should not only look to the
drunken driver but also to our system and
we should ask ourselves: “What is the
contribution of our system to the fact that
this man is a drunken driver again, is com-
mitting a crime like this again?”’

Then I could mention that at a study we
have carried out and from which clearly
appeared that a very important point is
the time which elapses between the day of
arrest and the day the sentence is exe-
cuted, we found that the longer the time
between the two points, the more recidiv-
ism occured. This is something which lies
in the system itself. Indeed we should try
not to make this period between day of
arrest and day of execution too long. We
found that in the Netherlands this could
sometimes be two years. That is, of course,
a ridiculous time. We should therefore
look also at the system.

But here comes a point in which we say,
well, we have tried several things, we have
tried to modify the system, we have tried
to warn the man and we don’t mind that
he likes to drink very much. We only
mind that he also uses his car after having
been drinking so much. Then we just want
to say: What else can we do? Then I
think the moment of stigmatizing, al-
though indeed I hate that myself, also
should be introduced for repeaters—I
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want to emphasize that—not for the first
offenders. And we have to do this be-
cause it has been proved time and time
again that drunken drivers are causing
many more accidents than could be ex-
pected only by chance. And that is the
reason why after some time we have to
take this kind of measures, but indeed
we should not start with them.

Anders Englund

Jag skulle vilja fraga: Ar det inte ganska
betecknande att vi har si stort intresse
for onyktra forare, for forare som har
upprepade olyckor och andra sma grup-
per? En forklaring tycker jag verkar vara
att vi har sjdlva vildigt svart att gi med
pa att trafiksdkerhet ror alla, att olyckor
kan vem som helst bli inblandade i. Vem
som helst kan bega det hir lilla felet som
behovs for att raka ut f6r en olycka. Nir
vi har svart for att inse att trafiksikerhet
ror alla och dessutom dr angelidgna att 15sa
problemen snabbt sa ir det sa litt att ta
till de hdr sma grupperna som vi inte
sjdlva raknas till. Det ligger di nira till
hands att leta efter olycksfaglarna och
vidhalla att det skulle gi att pa detta sétt
Iosa trafiksdkerhetsproblemen trots att,
som direktor Lanteli framhéll, det inte ger
sd stor effekt om man plockar bort de
s.k. olycksfaglarna. Det dr dessutom vil-
digt svart att i forvdg tala om vilka dessa
dr. Man vet ju egentligen inte vilka man
skulle ta bort.

Det ligger ocksa nira till hands att gora
trafiksdkerhetsfragan till ett ungdomspro-
blem eftersom vi inte d4r ungdomar sjélva.
Jag skulle sdledes hir vilja allvarligt ifra-
gasitta trafiksikerhetsradets undersokning
och hur man kommer fram till denna fem
ganger storre risk? Det har nidmligen
gjorts mingder av undersokningar som
visar att nya forare i trafiken utgor storre
risker 4n sddana med lingre erfarenhet.
Men det giller oavsett om man &r 18, 24,
44 eller 64 ar. Jag tror alltsi att vi hir
skjuter Gver problemet pa forsvarslosa
grupper ndr vi letar efter endera olycks-
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faglar eller unga forare, eller plockar fram
andra extremfall. Samtidigt 16ser vi inte
problemet.

Jag skulle t.ex. vilja fraga: Ar det na-
gon hir i auditoriet som kan bevisa att
han inte nagon gang har utsatts for en
eller fler hjarnskador? Det behover inte
vara i trafiken. Under uppvixttiden lir
man vil utsdttas for atskilliga sddana
olyckshéindelser som dr av samma allvar-
liga karaktir som att kora huvudet i en
vindruta, t.ex. att sta pa Orona frin en
cykel eller att sla i isen under ishockey-
spel. Det ldr inte bli manga forare i tra-
fiken om vi skall plocka bort dessa fall
ocksa.

Jag undrar om vi inte snart, helst nu,
maste acceptera att vi far lov att gi en
mer modosam vig for att 16sa trafiksidker-
hetsproblemen. Det innebdr, att sa langt
det gir, maste vi ordna trafiksystemet sa
att de allra flesta klarar av att vistas i det.
Det har tidigare ndmnts att Stina Sandells
undersokning, ndr det giller barn, visat
att det gar att lira barn trafikregler. Un-
dersokningen har ocksa visat att det finns
effektivare metoder @n de vi nu anvénder.
Framfor allt har emellertid undersokning-
en visat att barn inte kan tillimpa regler-
na dven om de kédnner till dem. DA ir,
som jag ser det, enda 19sningen att forsoka
ordna en milj6é at barnen som inte stiller
storre ansprak pa dom @n dom klarar eller
ocksa acceptera att det blir olyckor.

Vi kan rdkna upp rader av liknande
exempel pa att trafikmiljon ar for svar
som giller for bilforare, for fotgdngare i
vuxen alder, for aldringar, for handikap-
pade osv. Och dven om vi ordnar trafik-
miljon efter bédsta formaga si att den i
varje detalj sa langt det gar dr anpassad
efter minniskan sa kommer det att uppsta
olyckor. Dessa maste vi ocksd angripa
med hjélp utav den modosamma védgen —
alltsd med utbildning genom hela skolsy-
stemet. Det gar alltsa inte att hoppas pa
att vi genom att utesluta de sma grupperna
av trafikanter klarar av de stora proble-
men.
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Lennart Palmgren

professorns undersokning blir det betyd-
ligt svarare att ta stillning till aterkal-
lelsefragor. Jag har ingen anledning eller
nigon kompetens att bedoma riktigheten
i professor Duremans teser, men nir man
har ett drende som ror exempelvis ratt-
onykterhet eller rattfylleri s tycker man
att man finner det meningsfullt att ater-
kalla korkortet. Efter den hidr undersok-
ningen kan man verkligen friga sig om
det dr meningsfullt att aterkalla ett kor-
kort for en person som har gjort sig skyl-
dig till ett valdsbrott som inte &r ett trafik-
brott. Finns det inte anledning, pa grund
av de resultat som man kommit fram till,
att Overvidga att helt slopa den bestim-
melse i VTF som sdger att man skall om-
prova korkortet vid ett sddant brott som
innefattar vald? Skall man endera ta bort
den paragrafen helt eller har man grund
for att omprova korkortsfragan vid all-
varlig allmdn brottslighet?

Ingmar Dureman

Ja, frigan ér helt befogad att stdlla i det
hir sammanhanget. Naturligtvis kan man
siga som si att de som tillhor den hér
tredjedelen i varje brottslighetsgrupp, de
som star for trafikolyckorna och trafik-
forseelserna, det dr den gruppen som Vi
vill &t. Men man kan ju ocksa lagga till
att det dr den gruppen man kommer &t
om man aterkallar korkort i anledning av
trafikforseelser. Man behover siledes inte
dberopa saker som ligger utanfor trafik-
miljon. Argumenteringen skulle ndrmast
vara att, om man skall vilja mellan en
vidgad rapporteringsskyldighet och att ta
bort rapportering av annat dn trafikbrott,
si dr det rimligare att helt ta bort rap-
porteringen. De farliga trafikanterna kom-
mer #nda att bli foremal for korkortsin-
dragning med hinvisning till det sitt pa
vilket dom beter sig i trafiken.
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Participants at the symposium on ‘“‘The Human Factor in Road
Traffic”’, held by the National Association of Swedish Insurance
Companies in cooperation with the Swedish Government Traffic
Committee on November 19-20, 1969

Mr Rune Andreasson, managing director, the Swedish Association
for Traffic Education and Driving Instruction, Stockholm, Swe-
den

Docent Stig Berséus, M.D., Stockholm, Sweden

Doctor B. M. Biehl, psychologist, Vienna, Austria

Mr Norman Bishop, sociologist, Strasbourg, France

Mr Per Boéthius, general counsel, Skandia Insurance Group, Stock-
holm, Sweden

Doctor J. 0. Brown, psychologist, Applied Psychology Research
Unit, Cambridge, England

Professor Wouter Buikhuisen, criminologist, Groningen, The Nether-
lands

Judge Carl-Johan Cosmo, Department of Justice, Stockholm, Sweden

Professor Ingmar Dureman, psychologist, Uppsala, Sweden.

Mr Anders Englund, psychologist, Traffic Safety Board, Stockholm,
Sweden

Judge Nils Froding, Sundsvall, Sweden

Judge Stig Iversen, Department of Justice, Stockholm, Sweden

Professor Gunnar Johansson, psychologist, Uppsala, Sweden

Mr Jan Jung, Ph. L., statistician, the Research Council for Actu-
arial Science and Insurance Statistics, Stockholm, Sweden

Doctor Arthur Kaijser, chief medical officer, Stockholm, Sweden

Mr Olle Karleby, president, the National Association of Swedish
Insurance Companies, Stockholm, Sweden

Doctor Hans Klette, criminologist, Lund, Sweden

Lord Mayor Yngve Kristensson, chairman of the symposium, Stock-
holm, Sweden

Mr Gunnar Lanteli, statistician, Hansa Insurance Group, Stockholm,
Sweden

Mr Lennart Lindstrand, director, the Swedish Association of Traffic
Insurance Companies, Stockholm, Sweden

Mr Bertil Odén, deputy general manager, Trygg Insurance Group,
Stockholm, Sweden

Mr Lennart Palmgren, county fiscal officer, Stockholm, Sweden

Professor Knut Sveri, criminologist, Stockholm, Sweden

Mr Anders Tallqvist, psychologist, Helsinki, Finland

Mr Alvar Thorson, executive director, the National Society on Road
Safety, Stockholm, Sweden

Doctor Terence Willett, criminologist, Reading, England
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