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INTRODUCTION

It is no question that low speeds can reduce 
the risk of death or serious injury on the roads, 
particularly amongst vulnerable road users 
such as pedestrians, cyclists, motorcyclists, 
children, people with disabilities and the 
elderly. The evidence is clear: the risk of death 
or serious injury in a road traffic collision rises 
exponentially above speeds of 30km/h. [1] In 
2020, road safety professionals and government 
ministers from across the world came together 
for the Third Global Ministerial Conference on 
Road Safety in Stockholm, Sweden where it was 
agreed under the Stockholm Declaration that 
30km/h should be the default maximum speed 
on urban streets where motorised traffic and 
vulnerable road users mix. [2] 

Subsequently, in May 2021, #Love30 became 
the rallying cry of the global road safety 
community as the 6th UN Global Road Safety 
Week called on decision makers across the 
world to support low speed streets, “limiting 
speeds to 30km/h (20mph) where people 
walk, live and play”. [3] The campaign focused 
on how low speed streets can provide a safer 
environment for walking, cycling, living and 
playing – making communities healthier, happier, 
and greener – as well as saving lives. 

Surveys conducted across Europe have shown 
growing public acceptance of 30km/h (20mph) 
speed limits. [4] In the UK, for example, the 
National Traffic Attitudes Survey in 2019 
showed that 71 per cent of respondents were 
in favour of 20mph speed limits in residential 
areas. [5] This level of public support has 
enabled cities like London, Brussels, and Paris 
to implement successful speed reduction 
programmes. However, few similar studies have 
been conducted in low and middle income 

countries, which account for 90% of the world’s 
road fatalities. [6] As we mark the beginning 
of the second UN Decade of Action for Road 
Safety (2021-2030), and to support global calls 
to policymakers to limit speeds to 30km/h in 
urban areas, the Eastern Alliance for Safe and 
Sustainable Transport (EASST) has designed a 
public perceptions survey to find out how local 
communities in its low-and middle-income 
countries of operation feel about speeding 
and lowering speed limits on local urban roads, 
including around schools. 

EASST is a regional partnership of local non-
governmental organisations (NGOs) aiming to 
reduce road casualties and promote sustainable 
transport choices. [7] The EASST network covers 
15 countries in Eastern Europe, Central Asia, 
the Caucasus and South East Europe, where 
road injury and fatalities are significantly higher 
than the European average at 15.9 people per 
100,000 compared to 9.3/100,000 in Western 
Europe. [6] Most of the countries where EASST 
operates were formerly part of the Soviet Union, 
only gaining independence in 1991. Over the 
last 30 years, there has been rapid state building 
and economic transition in this part of the world. 
Unfortunately, this coincided with a time when 
economic development was all but synonymous 
with road building and car ownership. The result 
has been the development of a car dominant 
culture and a growing tally of road traffic 
casualties.

Since 2009, EASST has been working with local 
NGOs to improve road safety across the region. 
According to the World Health Organisation 
Global Status Report on Road Safety, 12 out of 
14 EASST countries have seen a decline in the 
rate of road deaths since 2013 – with rates in 



Belarus, Kazakhstan and Kyrgyzstan reducing 
significantly. Speed, however, is still a significant 
risk factor and one that is yet to be tackled 
systematically. 

Supported by the FIA Foundation Advocacy 
Hub, EASST is working to address this issue with 
its local partner NGOs in nine of its countries 
of operation by advocating for policy change 
to reduce speeds to 30km/h around schools. 
Across these countries, the average maximum 
urban speed limit is 60km/h. In many of these 
countries, there are also high tolerance levels. 
For example, in Ukraine the urban speed limit is 
officially set at 50km/h yet there is a speed limit 
tolerance of 20km/h: meaning that speeds of 
up to 70km/h are permitted before any punitive 
action can be taken. Around school zones 
speed limits tend to be lower, around 40km/h, 
but even this is frequently exceeded due to 
low levels of enforcement and a lack of speed 
management infrastructure. A traffic survey 
conducted in 2017 by EASST partner the Young 
Generation of Tajikistan in collaboration with 
the Traffic Police of Dushanbe measured speeds 
around school No. 72 on Sokhili Street and 

found that vehicles passed at an average speed 
of 72.5km/h – almost double the legal limit of 
40km/h. The highest speed recorded was close 
to 120km/h. [9]

EASST is working with its partners across 
these nine countries to carry out individually 
tailored projects, relevant to the local context, 
advocating for speed reduction around 
schools. Partner NGOs have each put together 
a campaign calling for lower speeds, better 
enforcement, and improved infrastructure 
around schools. They will be working with 
traffic police and police data to identify high-
risk schools in their cities and using global 
tools such as Star Ratings for Schools and the 
NACTO Designing Streets for Kids guide to 
assess and advocate for improvements. As 
will be demonstrated below, the EASST public 
perceptions survey provides a critical baseline 
to inform this work, and to measure how 
community attitudes may shift as a result of 
actions over the course of the Decade of Action.

Table 1. Current speed limits in participating countries

Current speed limit around schools* Maximum urban speed limit+

Armenia 40km/h 90km/h

Azerbaijan n/a 60km/h

Belarus 40km/h 60km/h

Georgia 40km/h 60km/h

Kyrgyzstan 40km/h 60km/h

Moldova n/a 50km/h

Mongolia 20km/h (but little enforcement) 60km/h

Tajikistan 40km/h 60km/h

Ukraine n/a 50km/h

* According to local knowledge
+ According to WHO 2018 Global Status Report on Road Safety



METHODOLOGY AND SURVEY DEMOGRAPHICS

EASST’s public perceptions survey was designed 
in collaboration with its local partners, with 
technical input by Dr. Evangelos Bellos of the 
National Technical University of Athens. It 
was translated into local languages and made 
open to the public in each country throughout 
the month of April 2021. Due to Covid-19 
restrictions, the surveys were largely conducted 
online, promoted through social media platforms 
such as Facebook and Twitter, although a small 
proportion were conducted in person. The 
survey targeted driving-age adults between 
25-60 years old. In total, 2,746 responses 
were analysed from across eight participating 
countries.  57.7% of respondents were 
female, although, as shown in figure 2, gender 
balance varies significantly between countries. 
Responses were also analysed according to the 
type of road user, i.e. whether they are drivers or 
non-drivers. Responses were analysed ahead of 
UN Global Road Safety Week by Dr. Bellos.

In Armenia, the timing of the survey coincided 
with the launch of the EASST Road Safety 
Education Pack online course for children and a 
national media campaign promoting road safety. 
This sent a large flow of traffic through websites 
promoting the survey and generated a large 
number of responses. In contrast, strict Covid-19 
lockdown measures were in place in Mongolia 
in April 2021 meaning promotion of the survey 
was more difficult at this time. Nevertheless, 
sufficient responses were collected in order 
to give an indicative picture of public feeling. 
In all countries, the survey will be repeated at 
the end of 2022 to assess any possible change 
in attitude. Funding dependent, the survey 
will be repeated every two years throughout 
the Decade of Action to assess how public 
perceptions on speed might shift.

Table 2. Number of responses per country

Armenia 1104
Azerbaijan 304
Georgia 263
Kyrgyzstan 196
Moldova 296
Mongolia 143
Tajikistan 241
Ukraine 199
Total 2746

Figure 1. Respondents by age
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Figure 2. Respondents by gender
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Figure 3. Respondents by road-user type
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SURVEY RESULTS

The survey results demonstrate striking national 
level differences. This makes it more difficult to 
give a generalised picture for wider analysis, but 
in terms of gathering meaningful information 
that will inform locally relevant advocacy efforts 
the data gathered is vital. All responses were 
also disaggregated to better understand any 
differences by gender.

The first set of questions aimed to establish 
public attitudes towards speeding. Drivers were 
asked to self-declare to what extent they drive 
over the speed limit. All participants were also 
asked to what extent they think that speed limits 
are respected by other drivers in their city, and 
whether they consider existing speed limits on 
local urban roads to be too low or too high. 

Only 9% of drivers across the entire region 
admitted to frequently driving over the 
speed limit. This figure more than doubled to 
19% when drivers were asked to assess the 

compliance of other drivers. This is not entirely 
unexpected as most people tend to under-report 
their own non-compliant behaviour. When 
disaggregated by gender, 12% of respondents 
identifying as male self-declared frequent 
speeding, compared to 4% of females. This 
could possibly indicate a higher level of social 
acceptance for speeding amongst males. Self-
declaration of speeding was also well above 
average in Tajikistan (27%), perhaps indicating a 
higher level of social acceptance here too, where 
most of the respondents were also male. The 
perception of speed limits not being observed 
by other drivers was significantly higher in 
Georgia (43%), possibly indicating a lower social 
acceptance of speeding, or a higher percentage 
of people who speed. This type of information 
can help frame campaign messaging, perhaps 
focusing on the civic responsibility of following 
speed limits.

Figure 4. Percentage of drivers who self-declared as frequently driving over speed limits
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Figure 5. Perception of speed limits frequently not being respected by other drivers in the city
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There were significant national level distinctions 
on perceptions of existing speed limits on local 
urban roads, by which we mean streets where 
pedestrians and cyclists mix with motorised 
traffic. With the exception of Tajikistan, the 
majority of respondents felt that existing 
speed limits were about right. Towards both of 
the extremes, however, there was no evident 
pattern across the participating countries. In 
Armenia, Kyrgyzstan, Tajikistan, and Ukraine, 
a higher proportion of respondents felt that 
existing speed limits on local urban roads are 
low or too low, compared to higher proportions 
in Azerbaijan, Georgia, Moldova, and Mongolia 
feeling that speed limits are high or too high. In 
terms of developing a campaign, this knowledge 
is invaluable as it tells local campaigners the 
extent to which they are working in the direction 
of public opinion and therefore can use this 
to their advantage in engaging with decision-
makers, or against public opinion in which case 
more work may need to be carried out in terms 
of raising public awareness about the benefits 
of lower speeds as well as approaching decision-
makers on the issue. 

When presented with the open-ended question, 
“I think that speed limits on local urban roads 
should be…”, a more nuanced picture emerges. 
For this question, the results were categorised 
for analysis as either ‘30km/h or lower’ or ‘over 
30km/h’, and again significant country level 
distinctions emerge. In Armenia, Moldova, 
Mongolia, and Tajikistan, support for speeds of 
30km/h or lower was generally high, while in 
Azerbaijan, Georgia, Kyrgyzstan, and Ukraine 
it was markedly low – with as few as 21.5% 
respondents in Azerbaijan showing support. It 
is worth noting here the difference (as well as 
some apparent country level contradictions) 
between the responses when participants 
were asked to name a speed that they think 
is appropriate (figure 7) compared to the 
appropriateness of existing speed limits (figure 
6). 

Some of these apparent contradictions could 
be explained by the fact that figure 6 does 
not include a count of those respondents who 
thought that existing speed limits are about 
right. Respondents’ understanding of existing 



speed limits might also vary either on an 
individual or national level as limits can generally 
range from 40km/h to 70km/h across any given 
city or town. Additionally, the data may suggest 
a difference in what people perceive as high or 
low speed when driving or when encountering 
traffic, and what they think is an appropriate 
speed limit when asked to specify a number. 

This distinction is important when it comes to 
framing communications and messaging around 
speeds and speed limits, and how speed limits 
are enforced. For example, it shows support for 
30km/h speed limits in theory, but in practice 
drivers may feel that this is too slow, and may 
therefore be more likely to speed and/or oppose 
the change later. 

Figure 6. Perceptions of existing speed limits on local urban roads
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Figure 7. I think that speed limits on local urban roads should be:
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The picture changed dramatically, however, 
when the question was refined to specify school 
zones. In this case, respondents in every country 
overwhelmingly agreed that speed limits in 
school zones should be 30km/h or lower.

For any policy change to be successful and 
sustainable, there needs to be a good level of 
existing public support as well as good, ongoing 
communication with local communities about 
how and why speeds are changing. Without it, 
things can go disastrously wrong. For example, a 
recent attempt to lower speeds in Russia, as part 
of a UN Global Road Safety Week initiative, was 
quickly reversed after a negative public outcry. 
[10] [11] It will now be very difficult to make any 
kind of change in the near future.

Therefore, with such high levels of public 
support for 30km/h speeds in school zones, 
a speed reduction strategy that focuses on 
these roads could be a good starting point for 
advocates promoting policy change, particularly 
in a context where public backing for low speeds 
on a wider level is low. In many instances, 
public objections to lowering speed limits are 

Figure 8. I think that speed limits around school zones should be:
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predicated on a number of prevailing myths 
and misconceptions, as well as a general lack of 
understanding about the benefits that low speed 
streets can bring, particularly in traditionally car-
dominated societies. 

This is demonstrated by the survey. To better 
understand the extent to which people in 
EASST’s countries of operation understand the 
benefits of lower speeds, they were presented 
with a set of arguments typically used against 
speed reduction programmes and asked to 
what extent they agreed or disagreed with the 
statements. The survey found that, in general, 
a lot of respondents still believe that low speed 
areas contribute to increased vehicle emissions 
(58%), longer journey times (57%), and have little 
actual impact on reducing the frequency and 
severity of casualties (35%). Beliefs across each 
country were generally more consistent here. 
There was also little difference in gender.

By understanding community perceptions on 
some of these issues, campaigners can better 
target their messaging. For example, the survey 
results show a good level of understanding 



Figure 9. Lowering maximum speed limits on local urban roads where pedestrians and cyclists mix 
with traffic to 30km/h:
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to the results as shown in figure 7. There were 
again significant country differences in terms 
of respondents’ attitudes towards 30km/h 
speed limits. For example, in Ukraine, 41% of 
respondents felt it would be annoying to comply 
with a 30km/h speed limit (figure 10), 31% felt 
that they would break a 30km/h speed limit on 
local urban roads if it were in place (figure 11), 
and 46% do not believe that the traffic police 
have the capacity to supervise and enforce 
30km/h speed limits (figure 12). This clearly tells 
us that more targeted work would be needed 
in Ukraine in order to change these specific 
perceptions and behaviours around speeding. 
This might include collecting further data to 
establish why people feel this way, targeting 
campaigns in a way that is locally relevant 
and aims to make speeding more socially 
unacceptable, and working with communities 
and traffic police to improve enforcement and 
public confidence in policing. 

that 30km/h speeds would improve safety for 
children (72%). This is reinforced by respondents’ 
demonstrated support for 30km/h or lower 
speed limits around school zones in figure 8. 
However, understanding of the wider benefits, 
such as how low speed streets can benefit 
pedestrians and cyclists, as well as reducing 
levels of air pollution, is lower. A strategy that 
pilots lower speed limits around school zones 
can be a useful means to demonstrate the 
positive impact of low speed streets on a wider 
level. The impact on traffic congestion, safety, 
and emissions can be measured and recorded 
and used as evidence when raising awareness 
and promoting wider change. Smaller-scale 
change successfully implemented can help to 
dispel myths and misconceptions.

The final set of questions in the survey sought to 
establish public attitudes towards 30km/h speed 
limits. Significantly, just under 45% respondents 
across the region claimed that they would 
support making 30km/h the new normal on all 
local urban roads (figure 13). This corresponds 



Figure 10. It would be very annoying to comply with 30 km/h speed limit
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Figure 11. I would break a 30 km/h speed limit on local urban roads
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Figure 12. Traffic Police does not have the capacity to supervise and enforce 30 km/h
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Figure 13. I would support making the 30 km/h the new norm on local urban roads
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CONCLUSIONS

Reducing speed is the number one way in 
which the global target to reduce road fatalities 
and serious injuries by 50% by 2030 can be 
achieved. However, getting to a point where 
30km/h is the default maximum speed on urban 
streets globally will require a targeted approach 
that is relevant to each countries’ local context. 
With 90% of road casualties occurring in low 
and middle income countries, understanding 
these countries’ specific contexts and local 
public opinion on speeding and speed limits is 
essential and a fundamental perquisite of any 
successful policy change campaign. Key issues 
to consider in devising such an approach might 
include questions around current speed limits 
and how these are perceived by the public as 
well as levels of speeding and whether speeding 
is considered as socially acceptable.

Data from the EASST public perceptions survey 
presented in this article show that even amongst 
the eight participating counties, there is 
significant national variability. Indeed, the results 
clearly show that there can be no one size 
fits all approach when it comes to advocating 
for 30km/h speeds limits. What is required is 

distinctive local approaches, guided by local 
data. Importantly, survey data in this article 
show that no assumptions can be made as to 
whether low speeds will be supported by the 
public.

However, campaigners can use areas where 
there is more public support in order to develop 
a more targeted and meaningful approach. 
For example, they can use the fact that there 
is generally higher support for slower speeds 
around school zones to implement change and 
demonstrate broader benefits of low speed 
streets for all road users. This can help to 
challenge prevailing myths and misconceptions 
around the impact of low speeds, including 
issues of congestion and air quality. Survey data 
can also help to anticipate and mitigate public 
backlash or criticism when devising a policy 
change campaign. For example, the EASST 
perceptions survey warns us that despite high 
levels of theoretical support for 30km/h speed 
limits in some countries, in practice perceptions 
of speed and speeding may differ.

As the UN Decade of Action for Road Safety 



progresses, such data will be critical to 
measuring the impact of actions taken in local 
contexts and how this may lead to a shift in 
public opinion to support 30km/h as the default 
speed limit across all urban areas. In this sense, 
good local data is critical in both designing 
and evaluating meaningful policy change 
interventions.
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