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DRINK-DRIVING BACKGROUND MATERIAL 

1. The e f f e c t  o f  alcohol on driving. 

The d r i v i n g  task involves the processing o f  s ignals received by the sensory 
organs, the making o f  decisions based on those s igna ls ,  and the performance of 
various physical tasks. The d r i v i ng  task has t o  be performed under conditions 
i n  which other  d r i ve rs  are competing f o r  road space, and under the influence 
o f  a diverse range o f  social pressures invo lv ing ,  amongst other th ings ,  an 
accurate and f a s t  assessment o f  risk-taking. 

The main e f f e c t  o f  alcohol appears t o  be i t s  a b i l i t y  t o  depress the 

funct ions o f  the central  nervous systems. I t  i s  i n  shor t  l i k e  an anaesthetic. 

I t  reduces i n h i b i t i o n s  t ha t  normally control  social  behaviour. I t  releases 
aggression. I t  increases r i sk - tak ing  w h i l s t  reducing the d r i v e r ' s  a b i l i t y  to 
judge r i s ks  and t o  perform the d r i v i ng  task.  (See Starmer 1980)*. 

The in f luence o f  blood alcohol on d r i v i ng  s k i l l s  was examined by Lovibond 

and Bird (1971) o f  the Univers i ty  o f  N.S.W. They establ ished in  a bat tery  of 

t e s t s ,  the s u p e r i o r i t y  when sober o f  16 racing and r a l l y  d r i ve r s ,  over 26 

ord inary d r i v e r s ,  thus va l ida t ing  the tests  as measures o f  d r i v i n g  s k i l l .  The 

d r i ve rs  were then tes ted ,  a f t e r  three pract ice runs, a t  fou r  levels  o f  blood 

a lcoho l  concentrat ion ( b .a . c . )  namely 0.00, 0.05, 0.08 and 0.10 per cent. 

By about 0.05 per cent b .a .c .  the r a l l y  and racing dr ivers  had l o s t  their 

advantage over sober ordinary d r i ve rs ,  i n  tes ts  o f  a b i l i t y  to corner, o f  track- 

i ng ,  braking smoothness and lane cont ro l .  At  0.08 per cent one competition 

d r i v e r  l o s t  contro l  i n  a corner. 

* See references on page 17. 
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Heavy dr inkers  showed as much impairment from alcohol as d id l i g h t  drinkers. 
In many tes ts  there was a proport ional decrease i n  performance, as b .a .c .  was 
increased from zero. 

As B i r r e l l  (1974) said o f  t h i s  study "the only aspect o f  d r i v i ng  improved 
by alcohol i s  confidence". 

The in f luence o f  alcohol on judgement i s  well  i l l u s t r a t e d  i n  a study by 
Cohen c i t e d  by B i r r e l l .  Bus dr ivers  o f  great experience were given the task 

o f  d r i v i ng  between markers and showed s k i l l  i n  so doing. At  blood alcohol 

concentrations o f  0.06 per cent however, many experienced d r i ve rs  attempted 

t o  d r i ve  between markers spaced less than the width o f  the bus. 

The f a i l u r e  o f  coffee and f r u i t  ju ices to  counter the inf luence o f  alcohol 

on d r i v i ng  has been described by Teo (1975). The po ten t ia t ing  e f f e c t  o f  some 
drugs on the alcohol af fected d r i v e r ,  and the diverse e f fec ts  o f  some 
prescribed drugs have been described by Starmer (1980). 

A s t imu la t ing  account o f  d r i nk -d r i v i ng ,  w r i t t en  f o r  the layman, has been 

prepared by Birrell. 

Figure 1 i s  based on a graph published by B i r r e l l .  I t  incorporates data 

from four  famous studies o f  a lcohol- re lated accidents usual ly  termed the 

‘lanston, Grand Rapids, Toronto and Manhattan studies. 

Figure 1 i l l u s t r a t e s  t h a t  the r i s k  o f  crashing a t  various leve ls  o f  blood 

alcohol concentrat ion i s  about: 

31/2 times the r i s k  when sober, a t  0.08 per cent b . a . c . ,  and 

26 times the r i s k  when sober, a t  0.15 per cent. 

The s ign i f i cance  o f  the 0.08 level  i s  t ha t  i t  i s  the legal l i m i t  a t  and 

above which d r i v i n g  i s  i l l e g a l  i n  New South Wales and i n  every other  State 

o f  Aus t r a l i a  except V i c t o r i a  where the l i m i t  i s  0.05. 
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Starmer and Teo (1978) have published resu l ts  o f  dr ink ing Austra l ian beer, 
i n  which male unfed medical students drank four  "middies" (280 ml glasses) 

i n  one hour, b r ing ing  t h e i r  b .a .c .  above 0.08 per cent. In l a t e r  work they 
showed t h a t  a f t e r  a meal one more middy could be drunk before reaching 0.08 

per cent and t h a t  the range was 4 to  6 middies i n  the f i r s t  hour o f  drinking, 
f o r  a l l  condi t ions o f  men. They have also shown tha t  f u r t h e r  d r ink ing  a t  a 
ra te  o f  one middy per hour i s  s u f f i c i e n t  t o  maintain a 0.08 per cent b.a.c.; 
t h i s  i s  because the body can only digest i n  one hour, the alcohol i n  about 
280 ml o f  beer. Any rate o f  dr ink ing above one middy per hour w i l l  result 
i n  an ever- increasing concentration o f  alcohol in  the blood and brain. 

I t  was t h i s  work by Starmer and Teo t h a t  provided the basis f o r  the Unit's 
advice to  the pub l ic  as to  allowable amounts o f  d r ink  before driving. 

The s ign i f i cance  o f  the 0.15 per cent b .a .c .  level  i s  t h a t  h a l f  those 
convicted under N.S.W. Breathalyser l e g i s l a t i o n  are over t h i s  f i g u r e .  That 
i s ,  h a l f  the convicted dr ink-dr ivers  had a t  l eas t  26 times the r i s k  o f  crashing 

as when sober. (See Figure 2 ) .  Other information from the N.S.W. Bureau o f  . 
Crime S t a t i s t i c s  i s  shown i n  Table 1. 

,Year 

Alcotests ( i . e .  roadside tes ts )  Breathalyser Analyses 
Number Percentage Number Percentage 

o f  Tests Posi t ive o f  Tests Positive 

1973 27,601 89.3 23,654 79.2 
1974 25,861 82.4 21,882 78.2 

1975 25,723 79.9 20,883 79.9 

1976 25,823 79.6 21,194 79.0 
1977 27,183 79.3 22,300 79.9 
1978 29,059 82.6 24,837 79.9 

TABLE 1: A lcotest  and Breathalyser t e s t  results, 
N.S.W., 1973 to  1978. 
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An A lco tes t  i s  given a t  the roadside by po l ice  when they suspect d r ink  - 
d r i v i n g .  Most o f  those showing "pos i t i ve "  w i l l  be taken to  be Breathalyser 

tested as w i l l  those refusing the Alcotest .  The overa l l  success o f  the 

system i s  seen to  be about 64 per cent. 

Vesey and Johnstone found i n  t h e i r  study t h a t  45 per cent o f  the 94 dead 

motorcycle r i de rs  who were analysed were over the legal l i m i t  o f  0.08 per cent 

a t  autopsy. Since there were 119 r iders  i n  the study as a whole, the range of 
r ide rs  over the l i m i t  should more accurately (but less prec ise ly )  be stated as 
from 35 t o  56 per cent o f  the 119 r i d e r s ,  since the unknown 25 r i de rs  might 

have been under o r  over the limit. 

For dead r i de rs  and d r i ve rs ,  Lukin (1978) has estimated t h a t  30 t o  60 per 
cent were over 0.08. Steps have now been taken to improve the repor t ing of 
b .a .c .  measurements made a t  autopsies, i n  the hope o f  narrowing t h i s  range. 
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2. The young drink-driver. 

The reason why the T r a f f i c  Accident Research Un i t  studies drink-driving 
i s  o f  course to  reduce the road t o l l .  Since our best estimate i s  t h a t  nearly 
h a l f  the r i de rs  and dr ivers  who die in crashes are over the legal limit, 
c l e a r l y  these studies o f  d r ink -d r i v ing  have a great s ign i f i cance to the 
community. They have pa r t i cu la r  s ign i f icance f o r  the young, since the road 
crash i s  the cause o f  as many deaths among teenagers as a l l  the other  causes 
o f  death added together. 

The reason why teenagers are so heavi ly involved i s  probably t h a t  they 
t h i n k  t h a t  they can compensate t h e i r  lack o f  experience by acquir ing great 
s k i l l  i n  d r i v i n g .  That th is  i s  untrue can be seen from Table 2. (Herbert 
1980). 

Age Range (years) 15/19 20/24 25/29 Under 30 

Licensed as car driver 7.4 14.6 14.3 36.4 
In jured whi le  driving 16.8 21.7 14.2 52.8 
K i l l e d  wh i le  driving 15.7 20.4 13.5 49.9 
Dr iv ing i n  f a t a l  crash 16.5 21.8 14.5 52.9 
Dr iv ing  i n  any crash 15.4 20.3 14.2 49.9 

TABLE 2: Percentage d i s t r i b u t i o n  by age o f  drivers, 
average crash s t a t i s t i c s  1976 t o  1978; 
l icences hela 1978, N.S.W. 

The importance o f  experience can be seen from Figure 3. 

An aspect o f  the human involvement in  crashes which i s  open to  some sort 
o f  contro l  i s  one's exposure to  the r i s k  o f  crashing. I t  i s  very interesting 

t h a t  the safes t  d r i v e r s ,  from the point  o f  view o f  the number o f  serious 

crashes they have per 100 l icence holders, are the e lde r l y .  In 1978, there 

were 11.9' serious crashes f o r  each 100 l icence holders aged 17 years. This 

decreased s tead i l y  w i th  increasing age u n t i l  i t  reached a minimum o f  2.4 at 

age 75 years. So 17 year old dr ivers  had 5 times the number o f  crashes that 

75 year olds had. 



-8 

o ca 

FIGURE 3: Dr ivers involved in crashes, per 100 
l icensed,  N.S.W. 1978. 



9 

This amazes people. They feel  tha t  e l de r l y  d r i vers  should be taken off 
the roads because they have more crashes. The t r u t h  probably i s  t h a t  elderly 
d r i vers  are very c lever  a t  picking the times a t  which to  d r i v e ,  so as to 
minimise crashes. How they make t h e i r  choices i s  not known, but one could 
speculate t h a t  they avoid wet weather, n igh t  d r i v i ng  and d r i n k - d r i v i n g ,  and 
do not d r i ve  when they are fee l ing  unwell. In other words they minimise 
t h e i r  exposure to  d i f f i c u l t  d r i v ing  condit ions. So they are much safer  than 

young d r i ve rs  because o f  the way they use t h e i r  great experience and their 

matur i ty  t o  se lec t  the condit ions under which they drive. 
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3. Breaking the chain o f  events. 

The chain o f  events t ha t  leads t o  a casualty i n  a car crash can be 
i l l u s t r a t e d  by a l i n e  diagram: 

1. 2. 3. 4. 5. 6. 
HAZARDOUS ENVIRONMENT NO OCCUPANT 

DRIVE -)- ÷ -+ CRASH -*- ÷ INJURY 
ACTION UNFORGIVING PROTECTION 

I f  we are t o  prevent the i n j u r y ,  we can do so by breaking any one l i n k  in 
t h i s  chain. Breaking several l i n ks  improves our chances o f  surv iv ing  a journey. 

1. We need not  drive. 

2. We could d r i ve  more defensively. 

3. We could provide a safer d r iv ing  environment (no roadside 
poles, a l l  roads d iv ided,  no intersections). 

4. Any o f  1, 2 and 3 might al low us t o  avoid a crash (this 

i s  what general ly  allows us to  d r i ve  t o  our destination). 

5. We could provide and wear a seat belt. 

6. Any o f  1, 2,  3 and 5 might prevent the injury. 

Drinking before d r i v i ng  adds a new dimension i n  t ha t  the p o s s i b i l i t y  o f  (2) 
(Drive more defensively)  i s  g rea t l y  reduced. I t  also reduces (5) (The 

l i ke l i hood  o f  any seat b e l t  provided, being worn). There are also problems in 
hospi ta l  t reatment,  brought about by dr ink ing alcohol and a f f e c t i n g  survival. 
These could be added to  make a longer chain o f  events t o  SURVIVAL. 



4. Penalties and other deterrents f o r  drink-driving. 

I am indebted to my colleague Dr. Dawn L ink la te r  f o r  the following: 

A deter rent  i s  something t h a t  discourages act ion by creat ing fear  or 
d i s l i k e  o f  the t roub le  t ha t  i s  l i k e l y  t o  eventuate i f  the act ion occurs. 
Some o f  the deterrents to  unsafe behaviour i n  t r a f f i c  may a r i se  because the 
d r i v e r  fears the known consequences to t r a f f i c  crashes (car damage, journey 
i n t e r r u p t i o n ,  pa in fu l  i n j u r y  and disrupted l i f e  s t y l e ,  or  even death to car 
occupants o r  other road users). These deterrents may be ca l led  informal 
penalt ies and include such things as fear o f  the disapproval o f  one's peers 
and the des i re  t o  conform t o  the behaviour t h a t  i s  approved by society. 

A social  system o r  co l lec t ion  o f  people of ten disapprove o f  act ion that 
threaten the surv iva l  o f  tha t  society.  Some o f  t h i s  disapproval i s  formulated 
i n  l e g i s l a t i o n  which prescribes formal penalt ies to  be imposed on the person 
committing the prescribed action. 

Most o f  the informal penalt ies are concerned w i th  " a t t i t u d e s " .  But it 
i s  these a t t i t u d e s  themselves which lead the society to  draw up legislation 
aimed a t  ensuring the required behaviour by formal ly  punishing recalcitrants. 

Attempts t o  change behaviour by l e g i s l a t i n g  f o r  formal penal t ies alone 
(where soc ie t y ' s  a t t i t udes  are not favourable) w i l l  not be successful unless 

there i s  a high p r o b a b i l i t y  o f  the detect ion o f  the offence and imposit ion of 
the penalty.  I t  i s  the informal penal t ies,  p a r t i c u l a r l y  the a t t i t udes  of 
soc ie ty ,  t h a t  provide the most e f f ec t i ve  deter rent .  For t h i s  reason attempts 
t o  change behaviour should be made across a broad f r o n t  which involves 
education ( in format ion dissemination and attempts t o  change a t t i t u d e s )  as well 

as the enforcement o f  any formal penalt ies enacted by the legislature. 
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S. The r o l e  o f  the mass media campaign i n  changing road user behaviour. 

My colleague Mrs. Kathleen Freedman has contr ibuted the fo l lowing statement 

on the SLOB campaign: 

Most mass media campaigns have no impact whatsoever on road user behaviour 

or  a t t i t u d e s .  Yet they are one o f  the most commonly used countermeasures to 
crash loss.  This need not be too much cause f o r  alarm were i t  not f o r  the 
f a c t  t h a t  these campaigns are h ighly expensive and each year compete success- 
f u l l y  f o r  a large pa r t  o f  the t r a f f i c  safety  budget. Where countermeasures 

are competing f o r  funds i t  becomes important t o  look to  the effect iveness of 

a p a r t i c u l a r  measure i n  achieving i t s  ob jec t ive .  I t  i s  surpr is ing  and 
regre t tab le  t h a t  the mass media campaign i s  so of ten allowed to  escape this 
close scrutiny. 

Each year hundreds o f  thousands o f  do l l a rs  are spent i n  Aus t ra l ia  on mass 
media campaigns. Many o f  these are not evaluated a t  a l l .  Many a t t r a c t  a 
great deal o f  pub l ic  a t ten t ion  but are found to  have no e f f e c t  on road user 
behaviour. 

The value o f  mass media campaigns i n  communicating information i s  well  - 
establ ished and i s  not  in  question here (Freedman e t  a l .  1975, Schreiber et 
a l .  1975). I t  i s  an important par t  o f  any t r a f f i c  safety  education programme 
and i s  o f ten needed before a t t i tudes  and behaviour can be modif ied. However, 
providing informat ion i s  ra re l y  s u f f i c i e n t  t o  br ing about widespread behavioural 
change. 

This obsession w i th  the mass media campaign as a cu re -a l l  i s  not a peculiarly 
Aust ra l ian problem, but  a world-wide one. In the U.S.A. mass media campaigns 
continue to urge motor ists to  use seat be l t s  despite the overwhelming evidence, 
demonstrated some 10 years ago, o f  the f u t i l i t y  o f  t h i s  approach. In 1968-69 
$US 51 M i l l i o n  was spent on adver t is ing to  persuade adul ts to  use seat belts. 
At  the end o f  the 18 month campaign, a be fo re -a f te r  study showed t h a t  seat belt 

usage was unchanged from i t s  i n i t i a l  low level  (Avery 1973). 

This poor past record does not mean t h a t  we should abandon the use o f  the 

mass media campaign but  ra ther  t h a t  we should use i t  f a r  more selectively. 

Under ce r ta in  condi t ions i t  can be a h igh ly  valuable tool. 
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TARU has an ongoing programme o f  research i n to  mass media communications. 
In 1974 we conducted the SLOB campaign as par t  o f  t h i s  programme. I t  was 
the f i r s t  t r a f f i c  safety  campaign i n  Aus t ra l ia  to be subjected to close 
s c i e n t i f i c  scrutiny. 

This campaign i s  now regarded as a watershed in the use o f  the mass media 

to  change d r i n k - d r i v i n g  behaviour. I t  i s  an outstanding example o f  what can 
be achieved w i t h  a properly researched, c rea t i ve l y  designed campaign. It 
also h igh l i gh ts  the l i m i t a t i o n s  o f  the mass media campaign in  a situation 

where other  key inf luences are operating against change. Because o f  its 

s ign i f i cance i t  i s  worth looking b r i e f l y  a t  i t s  development and effects. 

The SLOB campaign grew out o f  a large scale survey o f  community d r ink  - 
d r i v i ng  habi ts  and a t t i t udes  conducted by TARU i n  1971 (Freedman e t  a l .  1973). 

I t  was c lea r  from the resu l ts  o f  t h i s  research t h a t  permissive Social attitudes 

were the major cause o f  i r responsib le  dr ink ing and d r i v i ng  i n  the community and 
u n t i l  they could be changed, t h i s  behaviour, and i t s  serious consequences, 
would pe rs i s t .  Any attempt t o  inf luence behaviour d i r e c t l y ,  e i t h e r  by coercion 
(e .g.  Breathalyser l eg i s l a t i on )  or  persuasion (e.g.  urging people to "take a 
cab") would be l i k e l y  to f a i l  because o f  the strong inf luence o f  social  pressures 
t h a t  were encouraging the problem behaviour. I t  was decided to  mount a mass 
media campaign to  t r y  to  change social a t t i t udes .  Behaviour would s t a r t  to 
change on ly  w i th  the growth o f  social pressures against dr ink ing and driving 

as a t t i t udes  became less permissive. The SLOB campaign was aimed therefore not 

a t  road user behaviour d i r e c t l y  but a t  the a t t i t udes  supporting t h i s  behaviour. 

S i g n i f i c a n t  behavioural change was seen as the long-term r e s u l t  o f  a continuous 

a t tack  on socia l  a t t i t udes .  This campaign may be seen as the f i r s t  step i n  this 

attack. 

For the SLOB campaign, an extensive programme o f  concept development was 
undertaken over a 6 month period to  develop the communications approach likely 

t o  be most e f f e c t i v e .  Psychologists from TARU worked c lose ly  w i th  creative 

personnel from the selected advert is ing agency on t h i s  research. (Freedman 

e t  a l .  1979). 
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. 
The group discussions highl ighted the d i f f i c u l t i e s  in  changing dr ink  - 

d r i v i ng  behaviour. The young male d r i ve r  i s  in  a real predicament. He is 

aware o f  the dangers, but social a t t i tudes  have created a s i t ua t i on  f o r  him 
where the benef i ts  f o r  i r responsib le dr ink ing and d r i v i ng  f a r  outweigh the 

costs. Dr iv ing  a f t e r  dr ink ing i s  f requent ly  rewarded. I t  means convenience. 

But more impor tant ly  i t  means social acceptance a t  a time when t h i s  need 

i s  st rongest .  Most young men ac tua l l y  a r r i ve  home wi thout  inc ident  after 
d r ink ing .  The unpleasant consequences such as physical i n j u r y  or  being caught 

are seen as u n l i k e l y  and so have minimal inf luence on behaviour. On the other 

hand, more responsible behaviour such as l i m i t i n g  d r inks ,  o r  refusing to  drive 

home a f t e r  d r ink ing  too much i s  i n  f a c t  l i k e l y  to incur  a heavy penalty in  the 

form o f  socia l  r i d i c u l e  and ostracism. When " a b i l i t y  to  hold your alcohol"  is 

taken as a sign o f  manhood, when a car i s  the key to  social  and sexual success, 

a symbol o f  matur i ty  and a means o f  achieving pr ivacy,  i t  i s  l i t t l e  wonder that 

advice to  " l i m i t  your  dr inks" or  "take a cab" f a l l s  on deaf ears. There i s  far 

too much a t  stake. A campaign wi th  these s i m p l i s t i c  messages would be sure to 
fall. 

In the course o f  the concept research i t  became apparent t h a t  many young 

men f e l t  trapped by the system. They resented being subjected t o  such social 

pressure and were of ten looking f o r  an "out"  t o  the d r ink ing  t readmi l l  which 

would not r e f l e c t  negat ively on t h e i r  mascul in i ty .  I t  became c lear  tha t  a 
campaign which helped provide t h i s  "out" could s t r i k e  a chord, and would be 
un l i ke l y  t o  provoke defensive reactions. 

Thus the concept o f  the SLOB emerged. This campaign was designed to help 

those young men who wanted to go against group pressure but were a f r a i d  to. 
I t  had two ob jec t i ves ,  to  communicate information about dr ink ing and driving 

and t o  change socia l  a t t i t udes .  A reversal o f  the d r i n k - d r i v i n g  social  climate 

was needed so t h a t  i r responsib le  behaviour came t o  be viewed as anti-social. 
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The Aust ra l ian Bureau o f  S t a t i s t i c s  was engaged to carry out before - 
a f t e r  surveys t o  evaluate the SLOB campaign. (Sco t t ) .  These surveys 
showed t h a t  i t  achieved both i t s  communication ob ject ives.  I t  resulted 
i n  a dramatic increase i n  knowledge about alcohol and t r a f f i c  crashes. 
There was a small but s t a t i s t i c a l l y  s i g n i f i c a n t  change i n  a t t i t u d e  in 
the desired d i r e c t i o n .  A f t e r  the campaign, young people were more likely 
t o  express disapproval o f  both the man who "dr ives a f t e r  dr ink ing 6 middies 
o f  beer" and the man who pressured his f r i end  t o  do so. (Henderson). The 
SLOB campaign demonstrated t ha t  a well-researched, c rea t i ve l y  designed 

mass media campaign can succeed i n  both informing the publ ic  and i n  changing 
a t t i t udes  to  d r ink ing  and d r i v ing .  However i t  also raised some important 
questions. 

Given t h a t  mass media campaignscan be e f f e c t i v e  i n  changing drink-driving 
a t t i t u d e s ,  are they cos t -e f fec t ive? Such campaigns are run a t  very heavy costs. 
The SLOB campaign cost  $150,000 wi th  the bulk o f  t h i s  spent on media placement. 
To have long-term e f fec ts  such t h a t  behaviour can be inf luenced as social 
a t t i t udes  change, such a campaign needs to  be ongoing. And i t  i s  here that 
d r i n k - d r i v i n g  campaigns are a t  a pa r t i cu la r  disadvantage. The "d r ink  and drive 
responsib ly"  message must compete with the heavi ly  funded alcohol advertising 
campaigns which are con t inua l l y  re in fo rc ing  ex i s t i ng  permissive attitudes. 

The SLOB campaign taught us tha t  in  the area o f  dr ink ing and d r i v i n g ,  mass 
media adver t i s ing  i s  o f  considerable value i n  communicating information. 
However i t  would appear to  be o f  l im i t ed  value i n  changing a t t i t udes  or 
behaviour i n  the present social cl imate. When a r e l a t i v e l y  small change in 
a t t i t u d e  occurs a t  high cost and when a cont inuing educational e f f o r t  is 
required t o  b u i l d  on t h i s  change i t  becomes important to  look t o  alternatives 

t o  the mass media campaign. 

One such a l t e r n a t i v e  now being explored i s  a d r i nk -d r i v i ng  educational 

programme f o r  secondary schools. I t  may be the case t h a t  in  the long-term, 
i t  would be possible t o  br ing about more substant ia l  changes in  pub l i c  attitudes 
by concentrat ing on teenagers and chi ldren a t  school who w i t h i n  a few years will 
i n  f a c t  be the young dr ivers  most a t  r i s k .  Once less permissive attitudes 
become more common among young people as a r e s u l t  o f  school programmes, mass 
media campaigns may then serve to  re in force these a t t i t udes  and spread them 
throughout the community. 
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