























































































































































































































The Quebec program produced an initial Increase in
belt use from 689 to 86°, and this has remained at
829 for the two years following the program . If the
seat belt use level 1s maintained for five years Quebe €
could see a saving of at least $250 million (Quebec
has 28°4 of the Canadian population). The cost of
the program can be estimated very roughly as
follows. Advertising costs were approximately $1
mil'on. The police issued 22,814 more tickets during
the program than they would normally have . If we
take an estimated cost of $100 per ticket 1ssued we
could estimate the enforcement component cost at
$2.3 million. Thus the total cost of the program was
approximately $3.3 million . The potential economic
benefit of the program could be 76 times it cost .

PROBLEM GROUPS

Some groups of drivers seem to be more resistant to
the effects of STEPS. It was noted earlier that drivers
observed to be leaving drinking establishments were
less likely to start wearing a seat belt after an
enforcement program (Grant, 1989; Malenfant & Van
Houten, 1986). It has also been shown that those
who drive while impaired are less likely to wear seat
belts than those who do not drive when impaired
(Transport Canada, unpublished roadside survey
data; Wilson, 1989).

Wilson (1989), using a self report questionnaire ,
conducted a survey of three samples of drivers:
those who had been convicted of impaired driving,
those who had been involved in three or more
reportable accidents or had accumulated 9 or more
demerit points, and a random sample of drivers.
Differences between nonusers and inconsistent seat
belt users and these who always wore seat belts
were evident and Wilson concluded that these
represented a pattern of problem behaviours
Nonusers of seat belts were higher sensation
seekers, consumed more alcohol, tended toward a
pattern of alcohol addiction, experienced more
personal problems and accumulated more traffic
violations. These differences were evident in each of
the subsamples of drivers. Wilson concluded that the
problem behaviour pattern exhibited by the dnvers
least likely to wear set belts may make them resistant
to programs designed to change their behaviour.

Directing a STEP at specific groups of drivers and
vehicle occupants requires more planning than has
generally been the case in the past. Police will need
to be more aware of how to identify members of the
problem groups using variables such as location and
time of day- In addition, it will be necessary to ensure
that the identified groups are aware that there will be
increased police enforcement.

DISCUSSION

The use of a STEP program, such as that described
here, represents a gentle form of law enforcement -

A form which provides for learning and for the
opportunity to change behaviour. The data presented
demonstrate that the desired behaviour changes do
occur, that the changes persists, although at a
reduced level, and that the program can be repeated
to produce additional increases in the level of belt
use -

Unfortunately, the one program which included an
incentive or reward component did not separate the
effects of that component from that of enforcement .
The rewarding did produce positive attitudes toward
the program. An opinion survey conducted as part of
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the evaluation ndicated that 72°6 of the population
vewed the reward system as positive (Dussault,
1990). Respondents were also asked if they thought
offening rewards wa sgenerally better than using
tickets to get people to comply with the law . Sixty -
one percent felt that it was better to bsue tickets,
that 1s , they thought that penatties were better.

There 1Sev den e that some vehicle occupants may
represent a group of problem drivers and that these
group Sare res stant to the effects of STEPs. It is
likely that special enforcement activities will be
needed to affect the behaviour of these people.

However positive the results of STEPs are it would be
inappropriate to consider them as the only method
for encouraging and increasing seat belt use. Any
strategy to change behaviour which relies on only
one type of program is unlikely to have a sustained
effect. People may be willing to accept intensive
police interventions as long as they perceive a
problem to be serious for themselves. They may not
be as willing to accept such intervention when they
percelve the problem to less central to their safety.
Programs such as public education and employer
based seat belt programs (Geller et . al., 1990; Grant,
1990) are alternatives that should be used either by
themselves or in combination with STEPs. Additional
research is needed to provide other alternatives so
program managers can select from an array of
programs in order to select the one which will be
most effective with the target group.
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As the Ministry wanted quick results with the project,
it was decided to allow municipalities to earn an
achievement bonus beyond 1987, even though this
was not likely to be due to any extra municipal
activities issuing from the Plan.

Table 1 gives an overview of municipal participation
and the initial grants patd by the Government. This
table also shows how many municipalities were
granted achievement bonuses and the amounts
received.

The survey (Miedema et al., 1989) divided the
decision-making process of municipalities into
various levels: strategic (participation, type of
cooperation, scope of municipal efforts), tactical
(policy content and distribution of means available)
and operational (implementation of policy). Decisions
at a strategic level have caused amost all Dutch
municipalities to participate. Small municipalities

(< 20,000 inhabitants signified a joint effort) did not
apply to any lesser degree, nor were they slower to
respond; therefore, the collaboration requirement did
not prove to be an obstacle. In about half the cases,
this requirement led to collaboration in practice.
About 30% expected to continue this collaboration.

Almost all municipalities stated they would use the
initial grant and any achievement bonus on road
safety. Over one quarter (28%) provided extra money
(an average of Dfl. 130,000) and manpower; 19%
provided only additional manpower.

Why did the municipalities respond (so quickly) to the
Plan? The case-studies (Boskma et al., 1990)
showed that in all (10) municipalities studied, the
official recommendation to the council with regard to
participation was positive" the Minister’s request did
not impose any burden on the municipalities,
improvement of road safety was already an official
policy aim and the financial opportunities of the
munidpalities would be enhanced. Complaints were
sometimes voiced at political level, similar to those
heard in Parlliament. Furthermore, mass participation
led to social pressure on non -participating
municipalities.

The tactical decision level relates to the type and
content of road safety policy. About 20% of the
municipalities stated that the initial grant was used to
set up a road safety plan. By the middle of 1989,
over 10% of the municipalities still had not allocated
the initial grant to any plan - Aimost 50% financed
new measures with the money. Measures In the field
of education and public information increased , while
attention to infrastructural measures relatively

de treased . Similar condusions can be drawn for
achievement bonuses.

Developing a road safety plan 1s one way to improve
road safety on a more organised basis . Another is to
1ntroduce changes to the bureaucratic organisation .
The number of road safety Coordinators was
increased by over 30%. A last option s to intensify
consultation with citizens and society : this was not
brought about by the Plan.

When we consider the results of the in-depth study. 't
appears that both with regard to scope, form and
content of policy. improvements could be noted
These improvements varied greatly from one
municipality to another. They could relate to a large
number of factors . such as those represented in the
conceptual model used In the case studies (Diagram
2)

The researchers have described process conformity
using five variables and policy effectiveness using

Diagram 2. Conceptual model as used in the case
studies.
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three variables (see Diagram 1). A verdict in summary
1S expressed for both.

Conditioning factors

In the case -studies hypotheses were formulated
about the effect of Plan elements and conditioning
factors on process conformity (are municipalities
acting in accordance with the aims of Actie -259%7)
and policy effectiveness (can the policy adapted be
expected to lead to a reduction in the road toll?). The
basis for these hypotheses was formed by the
suppositions proposed by the designers of the Plan.
For further information on the study method, we refer
to the study report (Boskma et al., 1990).

In order to assess the extent to which relationships
existed between Plan elements and conditioning
factors on the one hand and process conformity and
policy effectiveness on the other, the case studies
used a cross-table analyses (bi-variate hypothesis
check) in combination with separate process
analyses per case (municipality) . To get a better
understanding of the complete relational structure of
the conceptual model a correspondence analysis has
been carried out, using the HOMALS programme
(Diagram 3). Correspondence analysis 1s a
descriptive technigue, resulting in a graphical
representation of relations between concepts, such
that similar concepts (frequent combinations of
categories) are pictured close together and opposites
far apart in the representation space . A detailed
description of this and related techniques is found in
Gifi (1981).

The analyses showed that the road safety policy
used before Actie -25% had no influence on process
conformity, nor on policy effectiveness . Municipalities
that conducted good policy were not mhibited,
municipalities that conducted poor policy were not
stimulated to any greater degree . The larger cites
(>30,000 inhabitants) conducted a policy that better
fitted the wishes/ideas of national government
(greater process conformity) than did smaller
municipalities - This is not the case where a Regional
Agency was active . Frequent contact with a Regional
Agency did hardly lead to greater process
conformity, in all probability, an active Regional
Agency is certainly not a ‘conditio sine qua non’ for
policy effectiveness , but can be very helpful

It 1s intriguing to note the relationship between a
municipality enjoying a favourable financial position
and achieving greater policy effectiveness . This
seemed o relate particularly to the increase in
financial means (policy scope)

Of course , to assess the degree and quality of any
improvements remains extremely difficult , if not
impossible . If they are considered separately from
actual Implementation of the measures and therr
conseqguences for road safety. In the following
Section . the study results of decisions made at the
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