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The role of acceptance 

If citizens do not accept ISA politicians will be hesitant to implement ISA. However, we know 
from experience that - in connection with all measures that reduce the "freedom" of car 
drivers – decision-makers tend to believe that there is a lack of acceptance, even if there is 
no empirical data to support this believe.  

But let us have a look what empirical data about acceptance of ISA really show; for instance 
results from the EU-project MASTER (Risser & Lehner 1998) and from ISA in-depth 
interviews in Lund and Eslöv (Risser et al. 2002, Table 2 below): 

Table 1: Car drivers' (N=630) and pedestrians' (N=564) views on efficiecy of measures for 
achieving appropriate speeds (1=very good, 5=not good at all) 

EFFECTIVE MEASURES FOR ACHIEVING APPROPRIATE SPEEDS 
 very good rather 

good 
not so 
good 

not good 
at all 

I do not 
know 

(cd = car drivers, p = pedestrians): CD P CD P CD P CD P CD P 
a) Speed humps 28% 35% 32% 32% 16% 14% 18% 12% 6% 7% 
b) Rumble strips 17% 20% 32% 30% 17% 17% 21% 17% 13% 18%
c) Stationary radar 28% 36% 30% 32% 18% 12% 13% 9% 11% 11%
d) More enforcement by police 31% 40% 30% 32% 17% 11% 13% 10% 9% 7% 
e) Non stationary speed checks 26% 39% 31% 29% 16% 8% 15% 8% 12% 16%
f) More and better road paintings 41% 38% 28% 28% 15% 11% 16% 8% 9% 15%
g) Better information about the 

relationship between speed and 
accident risk 

41% 38% 26% 28% 12% 14% 9% 8% 12% 12%

h) Automatic speed limiter in the car 
that cannot be overridden 

20% 27% 13% 14% 12% 10% 34% 27% 21% 22%

i) Automatic speed limiter in the car 
that can be overridden 

13% 15% 21% 19% 16% 13% 27% 25% 23% 28%

j) More frequent and perceivable 
signs 

42% 36% 28% 30% 12% 15% 11% 9% 7% 9% 

k) Higher fines for speeding 26% 35% 24% 25% 16% 16% 24% 13% 10% 11%
l) Clear and well indicated speed 

limits 
49% 49% 29% 29% 8% 6% 6% 5% 8% 11%

Source: Risser & Lehner 1998, EU-project MASTER 

Table 2 shows results from "Lund" and from "Eslöv". The first one refers to in-depth 
interviews given by 26 test persons some weeks after they had finished their participation as 
test persons in the experiment. They had been driving a car equipped with intelligent gas 
pedal with a kick-down for approximately 3 months during the years 2001 and 2002. "Eslöv" 
refers to in-depth interviews with 22 test persons in Eslöv that were carried out one year 
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after they had finished driving with an infrastructure-based speed-limiter without kick-down 
1997 until 1999. 

Table 2: Are speed-control measures needed at all? 

Category n (Lund) % n (Eslöv) % 
Yes 26 100 18 82 
Yes, under certain circumstances 0  4 18 
 26 100 22 100 

In addition to these results from in-depth interviews with a small sample of test persons 
there are also standardised survey results (n = 126; Risser et al. 2002). 

 

Figure 1: To which degree do you think that the following measures will be effective in 
order to improve traffic safety? 

 

 

 

 

 

 

 

 

 

 

 

 

These data indicate that car drivers' attitudes towards speed controlling measures are rather 
positive (table 1) or very positive (table 2 and figure 1). So what is the reason for this 
pessimism on the politicians side?  

The reason may be that the "representatives" of car drivers (automobile clubs etc.) and all 
those groups and institutions that are interested in cars being bought and made use of, who 
form together a very strong alliance, want to preserve the image of "conservative" car 
drivers who do not accept changes, because this guarantees well calculable processe in the 
future. One might hypothesise that these groups are not interested in empirical data that 
show that indeed car drivers would accept certain changes in the traffic system very well.  

The intelligent gas pedal that you have tested (ISA in
Lund) in urban traffic

The intelligent gas pedal that you have tested (ISA in
Lund) on rural roads

A speed limiter (i.e. an equipment that makes it
impossible to drive faster than the speed limit) in urban
traffic

A speed limiter (i.e. an equipment that makes it
impossible to drive faster than the speed limit) on rural
roads

A speed warning system (i.e. an equipment that warns
driver by light and sound signals when they drive faster
than the limit) in urban traffic.

A speed warning system (i.e. an equipment that warns
driver by light and sound signals when they drive faster
than the limit) in urban traffic..

Not at all Very effective

Before-phase Long-term-measurement                95% confidence interval
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Whenever these groups focus their interests and start lobbying for them, they can cause 
troubles to decision makers, even after political decisions have been taken. Flyvbjerg 
(1992/1999) puts it in this way: 

With respect to the relationship between implementation, formal policy and de-facto policy, 
central actors often try to have those demands that have not been satisfied in the frame of 
formal policy processes, fulfilled in connection with implementation in the frame of the de-
facto processes, which is often not visible for the superficial observer. 

Misinterpretation of acceptance preconditions by politicians is frequent, very often combined 
with a lack of data: We daresay that many decision makers prefer to hold on to their own 
assumptions instead of ordering empirical research, because this makes it easier for them to 
communicate with strong lobby-groups in a "flexible" way. 

Is research considered necessary by the test persons? 

Without going into more detail in this general discussion of acceptance, let us now underline 
what is important in connection with ISA, even long before anything is implemented in 
practice. For instance, when research money is needed, the decision whether such research 
is sponsored or not will very much depend on what decision makers know or assume about 
the acceptance of such sponsoring. 

I am only informed about data of test-drivers in Sweden, so far. The results show that the 
two smaller samples of car drivers in the Swedish cities of Eslöv and Lund answer the 
question whether ISA-research should further be supported very positively: 

 

Table 3: What do you think about spending money for ISA research 

Category n (Lund) % n (Eslöv) % 
Is a good thing 26 100 19 86 
Money should be used for something else 0 0 2 9 
Other comment 0 0 1 5 
 26 100 22 100 

For the future it will be important, then, to analyse exactly what citizens accept or reject ISA 
as an idea, which groups are the main ones for and against ISA, and to what degree 
different groups are for or against ISA, in order to develop strategies of how to communicate 
with these different groups using adequate arguments. For instance, if car industry is afraid 
that ISA could produce economical problems to them, it will be important to display data that 
shows rather open-minded attitudes towards the idea of ISA in the population. So far, again, 
we can only show data from volunteer samples in Lund and in Eslöv. 

Table 4: Attitude towards ISA  

Category n % n % 
Positive 16 61,5 13 59 
Negative 0 0 3 14 
Neutral 7 26,9 2 9 
Other comment 3 11,5 4 18 
 26 100 22 100 



ICTCT workshop Nagoya Proceedings 

Acceptance 4 

Results from standardised surveys applied on larger samples of the public and of test drivers 
are on their way. Based on these data we will be able to differentiate between test persons 
and the broader public, between genders, between age groups.  

Implementation on a voluntary basis 

If a voluntary ISA is introduced acceptance will be a central element in market analysis. 
Prognoses of what car drivers would acquire an ISA would be a most important task. The 
hypothesis thereby is that those who need an ISA most from a societal point of view will not 
make use of it, namely those persons who are not interested in respecting the speed limits. 

It is also interesting to see what our test persons are prepared to pay for an ISA-equipment 
(table 5): 

Table 5: What would you be prepared to spend for an ISA-equipment 

Category n (Lund) % n (Eslöv) % 

max. 5000 Swedish crowns (SEK) 4 16 3 14 
1000 – 2500 SEK 3 12 12 55 
Less than 1000 SEK 3 12 2 9 
Only prepared to pay if technique is 
improved 

6 24 3 14 

Not prepared to pay anything 9 36 2 9 
 26 100 22 100 

In Lund, the problems with the technology were clearly an important factor, as 24% said 
they would only be prepared to pay if the technique was improved. The high portion of 36% 
of test drivers in Lund who are not prepared to pay anything for an equipment may have to 
do with technical problems, as well. 

Still, the attitude towards – or the acceptance of - the equipment before the use of it seems 
to be a most important factor. Technical problems have to be solved, and will be solved in 
the course of time. What is much more important from a psychological point of view is to 
promote marketing of ISA and to try to improve attitudes towards the equipment. At least 
the results in table 6 suggest this: The number of those who take part in spite of a negative 
attitude is small, and the portion of those who remained in the experiment until the end was 
very low. 

Table 6: Attitudes and participation in the test 

ISA pedal 

Type of ISA: Attitude towards equipment  
good  

Attitude towards equipment  
not good  

Still taking part actively 152 22 24 4 
Not interested in taking part 106 15 335 55 
Interested but not able 167 24 160 25 
Interested but car does not fit 60 9 22 4 
Leaves experiment before 
installation of equipment 149 21 57 9 

Leaves after installation but before 
activation 18 3 4 1 

Leaves after activation but before 
the end of the tests 43 6 8 1 

Total 695 100 610 100 
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Obligatory ISA 

With respect to an obligatory ISA assumptions about acceptance are of course essential: Will 
there be opposition in case of implementation, and from which sides. How can such 
opposition be met most efficiently? In this connection it is very important to see in which 
working scenarios the aspect of acceptance can be built in. 

Figure 2: Scenarious for the use of acceptance aspects 

Scenario 1: Acceptance is measured, cutting scores are defined, and if results are not 
sufficient, no more work on ISA is done 

Scenario 2: Acceptance is measured, steps are taken to understand the reasons for certain 
degrees of acceptance, or lack of acceptance. Measures are developed to improve 
acceptance, making use of different models of social psychology, like for instance the 
marketing model. 

Scenario 2 has certain advantages, as it has more research character and it helps to avoid 
mistakes that happen when one just looks mechanically at survey results, without having a 
background theory. Moreover, understanding the structure of acceptance helps also to 
foresee - and to avoid - certain problems that might come along with a new system: For 
instance, from the psychological perspective, a scientifically most interesting question is how 
acceptance and behaviour interdepend. E.g., will unwanted types of behaviour adaptation 
result, etc. 

It can be assumed that people who want to have support for their efforts to adapt their 
speed better will react positively to ISA. Others will not react that positively. But this is all 
very speculative.  

I want to end this presentation with a suggestion, based on earlier research: Which aspects 
should be considered very thoroughly, both when doing further acceptance research in 
connection with ISA and when trying to improve the acceptance of ISA. This is of course also 
important for voluntary implementation, but there acceptance will be taken care of by the 
market. It is especially important in connection with discussions of an obligatory system, in 
order to avoid unnecessary resistance: In the frame of the EU-project TENASSESS some case 
studies were carried out that aimed at investigating the characteristics of decision making 
and decision-taking processes with respect to large-scale TEN (Trans European Networks) 
implementations. One aspect was to avoid unnecessary reactance or resistance due to badly 
controlled acceptance data.  

The figure below contains those aspects that will have to be considered in the future, in case 
that we want to move nearer to an implementation of ISA. 
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Figure 2: Aspects which influence acceptance 

 

 

 

 

 

 

 

 

 

 

 

 

Reports 

At the moment, two reports exist in Swedish language that deal with acceptance aspects 
connected to the ISA experiment in the city of Lund 2001 and 2002: One diary evaluation 
Risser et al 2002a) and one report about in-depth interviews (Risser et al. 2002b). 
Elaborated information in English language will be available soon. 
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