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co TITIVE VIOUR ON THE ROAD
Introduction

This paper reports part of an interdisciplinary project (Carthy et al.,1993) carried out
at the University of Newcastle upon Tyne that was based on a 36 km. route in and
around the City. It pays particular attention to the range of procedures adopted with
a view to comparing data obtained by subjective and objective methods, as well as
direct and indirect risk assessment.

There were four phases to the project. The main attitudinal data were collected from
interviews with 319 people in their homes or at the University. 207 people drove the
route in their own or a hired car (it was their choice and ended up about 50/50).
They provided an assessment of risk to themselves and to the average driver at the
specified locations using a 10-point rating scale. 133 people were taken to seven
locations as pedestrians where they crossed the road and were then asked to give
similar risk ratings. A more detailed, direct appraisal of various attributes of the sites
was also obtained and how these attributes might contribute to the risk rating. In
contrast to the on-site surveys (ie. the drives and the walks), the fourth survey
involved collecting equivalent data indirectly, off-site; it used a novel approach,
making use of a specially equipped lecture theatre in the Department of Psychology.
Here 473 people typically in groups of 30/40, watched video film of specific
locations from the drive route and again gave ratings of risk. They did this on the
basis of 10 film clips, 5 from the driver's viewpoint and 5 from the pedestrian's
viewpoint, and their responses were made on a small keypad that allowed direct
recording onto a computer.

Within each survey volunteers were divided by age and gender forming twelve
groups for the purposes of comparison: male/female; 17-24, 25-34, 35-44, 45-54,
55-64, 65 years and over. An important feature was that some participants were
involved in more than one survey, for example, 95 people were both interviewees
and drivers.

Results

For the purposes of discussing competitive behaviour on the road, attention wiill
mainly be focussed on the attitudinal data and drivers' assessment of risk to
themselves although corroborative evidence from the pedestrian walks and the
iindirect video assessments will also be cited.

fa) Interviews
In order to put the findings into a more general context, Table 1 summarises the
mean ratings given by all the respondents across a range of social issues. Each

interview took about an hour to complete and contained many sub-divided questions
s0 only the major clusters of attitudes are now discussed in relation to Table 2.
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T ble I. Road accidents in the context of other
(higher ratings out of S indicate Table 2. Clusters of attitudes

ncern)
1 order-orienied: rule-directed, law-

lssue Me n abiding and concem for a well-ordered
rating environment;
2. community-oriented: concemed for
Violent crime 4.3 the fabric of society and the eaviron-
House theft ;gg ment;
Social health care - 3 youth-oriented: oriented towards the
Standards of education 3.94 N .
Poliution in the environment 3.93 concs:msuof y-outh. tolerant, ‘anything
Road accidents 3.9 4 gocs ou ook;
Drug buse 3.82 - self-oriented: scifish, everyone for
Unemployment an themselves, kicking against social
AIDS 3.69 constraints of order and discipline; and
The ‘cost of living’ 3.39 6. med: aged,
Traffic congestion 3.31 with issues
with immediate needs, doesn’t know
and/or doesn’t care.

‘These cluster patterns of attitudes can be more extensively defined by setting out
their main characteristics and by observing their intercorrelations. Individuals scoring
higher on cluster 1 (order oriented) tends to be more in favour of road discipline, and
the perceptual directives provided by road signs and markings. They regard
improvements in these road indicators, together with the better discipline of vehicles
and pedestrians, as effective countermeasures to accidents. Accidents themselves
are viewed as being caused predominantly by slips and errors of behaviour - rather
than wilfully committed. Thus, in this ordered context, anti-social behaviour is
perceived as threatening.

Those who scored higher on cluster 2 (community oriented) are members of a group
which shows concern about social and ecological issues. They view the reduction of
vehicles and restriction of their access as effective so that any accident
countermeasure that necessarily inconveniences the private motorist would be
accepted in a positive frame of mind. For example, the introduction of road humps
are seen as a necessary imposition with a beneficial outcome. Similarly, for the good
of the community and the environment, stricter laws against drink-driving and more
severe laws and punishments would meet their approval.

Cluster 3 (youth oriented) is characterised by attributes which show them to be
against stronger law enforcement of any issue that demands greater social
responsibility. They do not favour further restrictions on the young, nor consider
targeting the young, whether they be drivers or pedestrians, as effective measures to
reduce road traffic accidents.

People with higher scores on cluster 4 (self oriented) tend to be averse to any
measures involving the banning of alcohol and the setting up of deterrents backed by
severe punishments. They tend to disregard the role of external factors, such as
traffic density and policy making as having any significant influence upon accident
reduction. They see little point in reducing speed limits or the stronger enforcement
of the existing limits, and view road humps negatively as an impediment to motoring,
rather than as a safety factor.

Higher scores on cluster 5 (unconcerned) show little or no concern about social
issues, other than immediate requirements. By opting out, they do not appear to
support any positive steps to alleviate traffic accidents. This attitude of mind is
characterised by thinking that reducing motorway speeds or other methods of
limiting driving speeds would not have any effect on the accident rate. They have
no definite views, one way or another, on the social implications of different modes
of transport. Nor do they show much awareness of effective safety measures, such
as the recommending and the enforcement of wearing seatbelts. They do not regard
violations or stupidity as a major cause of accidents.
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Attitude differences across 12 sub-groups, male/female and age are also relevant.
Cluster 1 (order-oriented) is more prevalent in older groups and more associated with
women. Cluster 2 does not show such strong differences although women are more
likely to score highly. Of course younger respondents score more highly on Cluster 3
- more interesting is that women are less likely to have this attitude of mind and that
drivers score much more highly on this dimension than non-drivers. Younger men are
particularly e as a group holdin self-oriented cluster of attitudes and again
drivers score highly than non-d

From other questions it appears that more competitive driving behaviour s
associated with holding attitudes summarised under Cluster 3 and Cluster 4 headings
and further that competitive behaviour is also positively correlated with an accident
history. male d again predominate in Cluster 5 and there are high
intercorr with ClI 3 and 4.

(b) Driver Assessment of Risk

One way of construing ionships a road users is in terms of relative
dominance: drivers, for e le, can be as occupying positions of fluctuating
dominance - from waiting to turn out of a minor into a busy major road, through
ying for pos n lanes merge, up to what m seem the desir
on of accele in slower traffic. Constant am st all this v on is

pedestrians pose the lowest threat and, given their vulnerability, it is important to
examine the consequences for them:-
(i) a major finding from the drive data is that drivers pay little heed to competing
pe rian acti in assessing risk. The dri ' risk rati though
co te mode ly with numbers of vehicle dents, as r resear
have found, bear no relationship to pedestrian accidents. For instance, in
relation to two sites, one with the most vehicle injury accidents in the four
years prior to our study and the other with the most pedestrian accidents,
drivers respectively gave high and only average ratings. These drive data are
corroborated in the more detailed analysis made possible via the video
presentation from the driver's perspective when people had more time to reflect
on their decisions; ratings correlated well with the direct assessments made
during the drives but again little account was taken of competing pedestrian
activity.
(i) from the walks data important differences emerge depending on whether
the pedestrians also possessed driving experience that would enable them to
assess potential dangers in each location from both points of view. The
rences in risk ratings ed that they took into nt, perhaps
citly, their behaviour as Other studies eg. among pedestrians
(Sheppard and Pattinson, 1986) show that non-drivers are more prone to
pedestrian accidents.
(i)  in addition, there is the frequent tendency, at least in the UK as
acknowledged in the recently revised Highway Code, for some drivers to
threaten pedestrians about to use a designated crossing (by not braking until
the last moment). In some cases the right of way may be unclear and the
danger is that competition can resolve it - from the pedestrians' viewpoint they
may feel secure in exercising their legal right but from the drivers' position it
may seem unreasonable to have to stop so quickly. Equally dangerous are
instances when drivers explicitty compete with one another by braking late at
roundabouts or as lanes merge.

Competition Model
ng Brown's (1991) m of subjective safety as its starting point, this model

rs a means of linking eption of risk and attitudes to road use. As well as
providing a means of summarising the types of conflict on the road discussed above,
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the framework can generate hypotheses about the links between biographical data
and driver behaviour, for example, or the processes of attributing causation of and
blame for accidents.

Figure 1 Competition model of road user behaviour
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Subsequent
Decision Taking Assessmont
Justification

Action if required

As shown in Figure 1, external influences at the time combine with individuals'
attributes, as modified by their accumulated knowledge, to affect their perception of
road conditions. They then assess whether they have priority to proceed before
considering the available options. Importantly the model proposes that this evaluation
is affected by prevailing concerns and values rather than being based simply on
estimates of statistical risk. Our analysis suggests that non-rational factors (eg. the
need to assert one's perceived rights) can affect the ways the relationships with
other road users are assessed. Moreover, in the absence of clear cues to resolve the
ambiguity, the outcome can be a failure to yield which in many instances leads to
accidents. Decisions taken therefore may or may not be rational and this applies also
to any subsequent justification of the action taken, where the victim, such as a child
pedestrian, may be blamed unreasonably.

If the competition model is accepted, then in one sense it simply underiines what

traffic engineers have been trying to do for many years, namely to impose some
degree of order and clarity of purpose onto the road network. If priorities can be
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defined more clearly and the requirement for one party to yield can be made more
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approach will yield positive benefits with order and community oriented people, it
may produce unwelcome side effects amongst self and youth oriented individuals.
i
i
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collected and confidence in making broader inferences from the results.

Moreover, the conclusions that have been drawn here about competitive behaviour
have been strengthened by the cross referencing, made possible because a
proportion of drivers participated in more than one phase of the overall project. New
in ts can be gai by the ss of cross comparison: a diffe blems
fa by different s of dr at the same sets of locat for . Had
we relied solely on questionnaire data, it would not have been possible to assess
perception of risk directly and, without the independently_collected accident data, the
potential importance of competitive behaviour would have lacked adequate

rat More ally, linking objective and subjective measures, direct and

as ments Id enable us to interpret more accurately the intricate and
sometimes paradoxical behaviour of road users.
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