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A photograph, taken in the German city of Dessawautumn 1948, shows a policeman
carrying out traffic policing. He was standing opedestal in an empty street crossing with
ruins in the backgrountiThe photograph was part of the newspaper coveshgiee city’s
traffic safety week (literally ‘traffic educationegk’). Historians have examined the problems
understaffed police forces faced throughout Germartile immediate post-war yedrsVith
large-scale black market activities, rising crinages, food and material shortage, marauding
gangs and badly equipped policemen, traffic edanatias, we might believe, not high up on
the official agenda.

But before the rubble was cleared and well befat®m planners implemented ideas
accommodating traffic through spatial changes Antbstadté traffic education weeks took
place throughout Germany. Leipzig held its first December 1945; Hamburg, Berlin
Dortmund, Liinen and Castrop-Rrauxel followed ie [2946* A year later, the Soviet zone of
occupation staged its safety campaign which wasaten in 1949 by the newly established
German Democratic Republic. The Federal RepublicGefmany followed suit in 1950.
Traffic safety education and traffic policing happd here, although mass motorisation was

far from a reality—a fact that already hints at tweo purpose of these events.
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Traffic safety campaigns shed light on the effatsl difficulties of reconstructing
citizenship in post-1945 Germany. The rebuilding eofdemocratic German society was
closely linked to orderly, law-abiding and consater behaviour—traffic safety events were
the testing ground for these values. They weregdesi to create a sense of order, manners
and civil responsibility in which citizens were edjto participate. Konrad Jarausch’s ‘re-
civilizing process’ of Germans after 1945 also e on the streetdVhile the difficult
security situation in post-war Germany and changespolice forces have been well
documented, the police’s role in traffic educatand traffic policing has been neglected for
this period even though the street as key pubbceor interactions between the state and its
citizens has long been of interest for historians.

Traffic safety and traffic policing might seem tal when compared to the massive
scale of destruction and the equally massive téskaonstruction. But both areas allow us
insight into notions of order, of allegedly appriape behaviour of citizens in a new
democratic society, of efforts to rebuild relatiowgh local authorities and of individual
responsibility for a wider community. At the sanmad, official understanding of concepts of
order and good citizenship clashed with a publiovterpreted them selectively, feeling

little obliged to follow traffic rules or police ders. Unlike other efforts to influence public
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behaviour, traffic education and traffic policing eamt everyday interaction and
communication between the public and law enforcéragancies. Citizens decided on a daily
basis to what extent they wanted to obey traffieguand to contribute to the officially
proclaimed ‘traffic discipline’-- also referred &s ‘traffic politeness’ or ‘traffic morals.” The
examination of post-war etiquette books demonsrétew new codes of conducts and,
sometimes traditional, social rules were revitaisdter the war—but also how they were
disregarded.Something similar was meant to happen on the tstr@ecording to a set of
bourgeois values of appropriate behaviour combwéal civil responsibility.

Responsibilities and duties linked to citizenshigrevnot just communicated top down,
citizens also showed what they expected. The impdieggestion that those who did not
behave correctly and respectfully on the street®wet decent citizens can be turned on its
head by claiming that local representative of atth@an be ignored as long as they did not
address more urgent problefriBhese conflicts played out in the local environtmas state
representatives and private safety associatioshiethwith the interpretation of other citizens
over ‘appropriate’ behaviour as traffic participar@ind good citizens. Within these debates
and activities we see democratic civil society ke t(re)-making. Boundaries of the
Rechtsstaatwere tested, citizens’ engagement demanded, boigrg@lues of politeness,
manners and discipline promoted, while, at theesaime, over-policing was criticised, rules
and regulations ignored and individual interesather than ‘traffic discipline, followed. My
article mainly concentrates on West Germany bu aisludes references to the situation in

East Germany.

7 P. Betts, ‘Manners, Morality and Civilization. Reftions on Postwar German Etiquette Books’, iBiEss/ R.
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Traffic Safety in the Weimar Republic and Nazi Ger many

Traffic safety education and traffic policing iretlhate 1940s and early 1950s partly grappled
with similar issues as previous initiatives of thiéeimar and Nazi years. The rapidly
increasing traffic in the 1920s meant that traffducation was an area in which policemen
were required to act as educators of the publiaffitr safety events were organised on
regional level in the Weimar years heavily relyiog police involvement. In early 1929, a
nation-wide week to prevent accidents in all spherfdife and work included a strong focus
on traffic accident8. The Prussian Ministry of the Interior remindedipemen already in
1926 that traffic policing should not come acrosspatty but as friendly and, above all,
educationaf® But efforts of lenient and well-meaning policy ditbt have an impact on
everyone. TheNeue Leipziger Zeitungommented that the city’s cyclists and driversyonl
behaved correctly as long as a policeman was int.5igPolice forces realised that citizens’
behaviour was not just dependent on their knowlexfgeaffic rules but increasingly on their
willingness to obey them. The head of Dortmund’darmed police concluded that adults
found it difficult to adapt to new circumstancesiethmade traffic safety education of the
young even more importait.Consequently, greater attention was focused ompesating
with schools.

In schools, policemen carried out lectures andtmacexercises and from late 1924, the
police received support in their work through thavaite associationVerkehrswacht
Organised in local branches, tMlerkehrswachhad its origins in representing the interests of
auto drivers. It encouraged its male members te tio¢ breaching of traffic rules and to

communicate these incidents to the local police.aBg large, local police authorities liked

9 See Reichs-Unfallverhiitungs-Woche (RUWO, 24.2.1829 ), zweites Nachrichtenblatt und viertes
Nachrichtenblatt, 1929. For a very good overviea also D. FackAutomobil, Verkehr und Erziehung.
Motorisierung und Sozialisation zwischen Beschigung und Anpassung 1885-19%43pladen, 2000).

PO RdErl. Mdl, 17.6.1926: Stoppuhren fur die Landibgamte, in Ministerial-Blatt der PreuRischen immer
Verwaltung, nr.30, 23.6.1926.

114 eipziger VerkehrsverhaltnisseNeue Leipziger Zeitun@ April 1925).

27ur Frage der Verkehrsbeschulung der JugeDa, Polizei(5 December 1927).



the cooperation with th&/erkehrswachtmainly because the organisation had numerous
teachers in its ranks who delivered talks in schiodbheVerkehrswachtvas keen to present
traffic education as a way of creating a moderaffit accustomed’ generatids.Berlin
police officer Seyffahrt explained how this actparticipation should work: ‘The police need
everyone, every pedestrian, cyclist, car driver aspecially every pupil when the traffic
should be regulated to prevent accidents. If siwfoksGermany would not need to be a
country of police because everyone would be his paliteman.* Here the police suggested
responsible behaviour of every citizen for his/aetions rather than appointing some who
should monitor the behaviour of others. Occasigndhle police became irritated when the
Verkehrswachtvanted police powers, e.g. powers to arrest dintg for its members. Local
police from a number of cities stated tNarkehrswachmembers had no more powers within
traffic policing than anyone el¢é@ Hermann PaetsciRegierungrsain the Prussian Ministry
of the Interior, cautioned that the police shouldken sure it kept the core expertise and
authority on areas as accident prevention anddraffucation'®

Initially, the National Socialist take-over of pomwehanged little in relation to traffic
safety education and traffic policing. But Nation@bcialist rhetoric turned the traffic
community of the 1920s into a symbol of th&olksgemeinschaftalling those causing
accidents selfish and egocentricSimilarly to the Weimar years, the success ofitrafafety
weeks did not become evident through falling aatisle Therefore, stricter police actions

were announcetf. It was the nation-wide traffic safety week in |dtene 1938 that spelled an

1 There are no substantial studies on the Verkehistigaactivities in the 1920s and 1930s but thesdef the
organisation can be found in its publications. $eeexample, BArch Berlin, R5/840, Mitteilungenrde
Deutschen Verkehrswacht e.V., no. 2, 29.12.1925.

MWelches Interesse hat die Polizei an der freuhdlicMitarbeit des Publikums bei der
Verkehrsunfallverhitung und insbesondere an dekdteserziehung der Jugend?erkehrswart§December
1932), 183.

15 BArch Berlin, R5/840Mitteilungen der Deutschen Verkehrswacht giv.2, 29.12.1925, S. 2,
Verkehrswachtleute.

6 E. Gies/ H. PaetscRolizei und Verkeh(Berlin 1926), 198.

7 ‘Autounfall’, Kampf der Gefahmo.3 (July 1934), 5.

18 Stadtarchiv Leipzig, Verkehrsamt, 10.10, p. 10818 159. ‘Scharfste Uberwachung der StraReipziger
Neuester Nachrichte(29 September 1935).
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end to educational efforts and publicly announcausimer fines. Propaganda minister Joseph
Goebbels stated that this event was the last ondich traffic rules were still explained, any
wrongdoings afterwards would be severely punisfidetom 1938 onwards, police could
punish traffic violations without having to involvthe legal system. This could mean
confiscating driver’s licences as well as publidgming (and shaming) those involved in
traffic violations?°

Policemen, local authorities, teachers and privagsociations had experienced
throughout the Weimar and the Nazi years that th@ipdifferentiated betweeknowingand
following traffic regulations. Furthermore, the National i@bsts came to realise that their
alleged traffic community was shaky. In March 198& journalKampf der Gefahasked the
public to point out local danger spots on the rotdwds could be easily abolished. Under the
heading ‘The street belongs to everyone’, everyional comrade’ should participate in this
little contest to prevent acciderfsAfter having looked at the suggestions, the paleaised
that most were complaints rather than constructiveposals?? Citizens did use the
opportunity to make their voices heard but nothe tway the organisers had hoped fidre
beginning of the Second World War substantiallyucsti civilian traffic and, consequently,

scaled down traffic education.

Engaging the Public: The Difficulties of Participation
Scholarship on the post-war years in West Germasydhifted from interpreting this time
period as complete break with the past (Zero Homg conservative restoration or simply a

preparation for the Cold War. More recently, higtns have interpreted the time period as

19 7. Goebbels, ‘Verkehrsgemeinschaft ist Volksgeswiaft’, Die deutsche Polize6, no. 13 (1 July 1938).

20 Fiirmetz, ‘Kampf um den StraRenfrieden’, 202. See also D. Bkhetter, Motorisierung und
.Volksgemeinschaft. Das Nationalsozialistische Kfahrkorps (NSKK) 1931-194%Minchen 2005). The
NSKK took over many of the educational tasks presip carried out by the Verkehrswacht from 1936/37
onwards.

2L *Ankiindigung: GroRer Wettbewerlampf der Gefahr2, no.11 (March 1936), 13.

22Die StralRe gehort unskampf der Gefahr3, no. 12 (April 1937), 9.



more dynamic suggesting that it was a learning ggedhat selectively incorporated past
memories and continuitiesnd offered scope for innovation and (re)-learntAgWithin this
process of re-making and re-defining societal \glumaffic education and traffic policing
provided an important role for the police to camiite to this development—even though the
police occasionally had to safeguard its competeracel powers from other associations.
Citizens defined and re-defined their role(s) ilatien to police policy but also in relation to
expectations that were linked to their behaviourgasd citizens and exemplary traffic
participants. Within these debates on traffic 3afet can see how larger issues, such as civic
participation, democratic engagement, liberty ¥atesinterferences, and the privatisation of
police tasks, were (re)-negotiated in this newbate democratic society.

After the end of the Second World War, democraRgchtsstaatre-education and
citizenship became keywords in the debates thasiemed a new democratic staeda new
mind-set of the German people. The head of Nortim&kWestphalia’'s police department, the
Social Democrat Siegfried Middelhaufe, emphasisetidd7 that the police should be part of
this process: ‘... the police also need to contriliatéhis re-education of the people through
their work as part of the peopR.This was easier said than done. The difficultiepalice
forces to re-gain trust from the German public lle timmediate post-war years become
obvious in the monthly reports on the mood of tbeyation. Like in many other cities, the

public mood in the West German city of Dusseldoasweferred to as ‘hopeless’, ‘desperate’

23 For a short overview on the historiography witbedl for an European view see F. Biess, ‘Introchutti
Histories of the Aftermath’, in F. Biess/ R.G. Méill(eds)Histories of the Aftermat{New York, 2010), 1-5; J.
EchterkampDie BRD 1945/49-196@aderborn, 2014), 9-13. For the post-war pergd Bearning process see
U. Herbert, ‘Liberalisierung als Lernprozess. DienBesrepublik in der deutschen Geschichte—einez8kim
U. Herbert (ed.)WWandlungsprozesse in Westdeutschl@dottingen, 2002), 7-49; K. Jarauséliter Hitler; M.
FenskeDemokratie erschreiben. Birgerbriefe und PetitioaéMedien politischer Kultur 1950-1974
(Frankfurt, 2013). For selective remembering aglddive forgetting see R. G. Moell&¥ar Stories. The
Search for a Usable Past in the Federal RepubliGefmany(Berkeley, 2001). Edited volumes that have
presented the post-war periord, an particularky,1850s as a dynamic period (rather than one tifregion)
include, for example, A. Schildt/A. SywottéWlpdernisierung im Wiederaufbau: Die westdeutscheeBgchaft
der 50er JahréBonn, 1998); H. Schissler (edThe Miracle Year¢Princeton, 2001) and D. Fulda et all (eds),
Demokratie im Schatten der GewgRottingen, 2010

24 Landesarchiv NRW (Dusseldorf), Nachlass S. Middigh, RWN 15, no.1, Recht, Staat, Wirtschaft
(Sonderdruck, 1947)'Die Polizei im Volksstaat’, 8-Dn S. Middlehaufe see Noethétte Kameraden und
neue Kollegenl10.



and ‘worrying’ due to severe food shortage, lachkeéting material, inadequate housing and
high crime rates. In 1948, the annual report of deldorf's police suggested that a good
relationship between police and all sections ofetgcstill required great patience and much
work.2> Two years later, the report wrote of ‘a satisfyiedationship’ but pointed out that
‘every German citizen needs to be reminded of hised—and not just of rights—in the
democratic state?®

However, there were efforts to start a conversalietween the police and the public.
The police journaPolizei-Praxisput up posters in Frankfurt a. M., Disseldorf &tdttgart
asking for people’s attitudes regarding the follogviquestions: ‘What do you like about the
new police?, What do you dislike?, What could beroved?’ In December 1948 the journal
published some of the responses pointing out thatpiarticipation of over 500 had been
unexpectedly high. The reprinted letters were adgtecarefully selected and all of them
praised the friendly, helpful and polite behavio@ithe police. Critical points were made, too.
Black market activities and corruption were notgbuenough and the enforcement of traffic
rules in overfilled trams seemed pettyMrs Erika B. from Frankfurt received the first z&i
for her detailed reply in which she firstly expredsher delight that she as ‘an average
consumer, medium height, medium bombing damageuldhexpress her opinion. Among
other aspects, Mrs B. praised traffic safety wembkiscriticised policing of cramped public
transport?® These letters provide a glimpse into the publideais about the police’s new
behaviour and reminded the police of the some efutgent problems on people’s minds.
While 500 letters were not an enormous numbertiit demonstrates a willingness to
participate in the shaping of the country. Micha€lenske shows how letter-writing to

politicians, ministries and other state authoritiaspost-1945 West Germany meant an

25 Polizeiprasidium (PP) Dusseldorf, unverzeichn&:Plizei Jahresbericht 1948, 5.

26 pp Dusseldorf, unverzeichnet, SK-Polizei Dusséldanresbericht 1950, 3-4.

27’Unser Preissauschreiben: meine Einstellung zuenéPolizei’,Polizei-Praxis 2, no. 19/20 (December 1948)
240-244.

28 |bid, 243.



engagement of the individual with the democratititigpal process which, over time, resulted
in ‘learning democracy?? It was this development the police hoped to eragewr

The constantly rising number of traffic accidenspecially fatal ones-- caused efforts to
involve the public into traffic safety measureseafthe end of the Second Word War. The
Chamber of Business and Commerce in Bonn foundithd®47 the area of North-Rhine
Westphalia had far more casualties per car thataBdgr the USA. It suggested that regular
traffic safety activities were needed because ‘thecipline had suffered through the
Verwilderungduring war time3° Statistics for North-Rhine Westphalia from 19471860
show increasing traffic accidents; the number tdlfaccidents also rosé. It was the war and
the chaotic post-war years that were presenteldeasipture to orderly, disciplined, polite and
considerate behaviour here. Similarly, East Germamspapers presented ‘traffic discipline’
as something that citizens needed to re-1éawihile policemen could have pointed out that
the exemplary ‘traffic community’ of the 1920s ah830s had never existed, the official
discourse fitted to the way many Germans rememb@eegast in which the ‘good years’ had
been the ones before the outbreak of the Second War.

The late 1940s and early 1950s saw a number degies to encourage the public to
react to this rise of traffic accidents. Two filfmem 1950 and 1951, supported by the police
forces from Stuttgart and Wiesbaden, made theldatlween traffic safety and citizens’ duties
even more obvious. The 1950-documentary fiiveryone is a Pedestriastressed that
problems of traffic safety were relevant to eves/@md that everyone should be part of the

solution. Stuttgart, the film’'s example, had aftatommittee which involved members of

29 M. FenskeDemokratie erschreiber396-403. The insightful piece by Nina Verheyeggasts that the early
1950s can be considered as a time period of qaiiteegpublic engagement shifting the focus awaynftbe
allegedly silent 1950s. Nina Verheyen, ‘Eifrige Ritanten: Die Stilisierung des ‘freien’ Meinungstuschs
zu einer demokratischen Kulturtechnik in der westsiehen Gesellschaft der funfziger Jahre’, in Dd&wet all
(eds),Demokratie im Schatten der GewgBottingen, 2010), 99-121.

30 “verkehrserziehung'Die Polizej no. 4 (3 Febr 1950).

31 L. Brandt,Probleme der Verkehrsunfallverhiitung. Methoden Ma@nahmen zur Bekampfung der
Strassenverkehrsunfal{®ortmund 1951), 10-11.

32Der Verkehr und die PolizgiNeue Zei{3 May 1946); Verkehrserziehung notwendiBerliner Zeitung(19
July 1947).



the police, industry, civil service, traffic expgrteachers, parents and ordinary citizens. They
responded to letters and suggestions made by therajepublic. The film ended with the
reminder: ‘Every constructive suggestion is welcdm&herever you live, you need to
help—everyone is a pedestrian and everyone is tilootor to solving the traffic problen?
A year later, Munich had a similar committee. Thassvities tried to involve the individual
citizen and, at the same time, suggested thatdheepreacted to problems together with the
public3* The film Citizens in Uniformfrom 1951 presented the official message of West
Germany’s police by portraying one day of a polieenfilled with helpful tasks and the film
concluded: ‘And now we know that policemen arezeitis just like us, citizens in uniform.’
The audience should not make the job of the p@ien more difficult by traffic violation®,
While both films continued police efforts to re-gaiublic trust, they also asked for active
participation.

Not everyone appreciated these initiatives and steftethat the line to denouncing
fellow citizens had been crosséthe liberal weekly journdDie Zeitcriticised in March 1952
a voluntary organisation in Hamburg called ‘the oaummity of traffic friends’ whose
members reported traffic violations to the poliddegedly, the police responded with letters
thanking for their help and advising them to breagen more people to the attention of the
police. Die Zeit argued that Hamburg's police encouraged the deatime of citizens and
that this was hardly compatible with the valuesiafemocratic societif. The police journal
Die Polizeiinvestigated these claiméccording to Hamburg's police, its ‘community of
traffic friends’ consisted of 300 experienced drsvevho had been selected based on their
excellent driving record. They had no police powaus were asked to remind people about

correct behaviour, to report wrongdoings and tonmf the police of exemplary behaviour too.

33 Filmarchiv, BArch BerlinJedermann ein FuRgangdfRG, 1950, Miinchen Hochland-Film GmbH.

34 Furmetz, ‘Kampf um den StraRenfrieden’, 223.

35 Filmarchiv, BArch BerlinBurger in Uniform FRG, 1951, Kopp-Film-Verleih. The phrase “citizen
uniform’ is most commonly linked to West German alids on re-militarisation in the mid-1950s encagtiug)
the new leitmotiv constructed for the military.

3¢Die Polizei schult demokratischDie Zeit 13 (27 March 1952).
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To make sure the ‘traffic friends’ knew what théyosld look for, Hamburg’'s police handed
out short forms on which the appropriate traffiolation(s) should be ticked and combined
with the licences plate number of the vehicle amel name of the person observing. These
reports had consequences as the police askedwinaskad been reported repeatedly to come
to the police station and to be instructed aboetdfingers of their behaviour. Also Munich’s
police operated a similar policy. However, Munigesed to have had more problems with
those who had been reported as 40% turned to titsdo protest’’

These efforts to engage citizens clashed withicdities of channelling their
participation within legitimised democratic bodié&e also find a lack of unified official
policy that regulated engagement and cooperatiamefpolice with voluntary associations.
Sace Elder suggests that the police’s encourageaigmiiblic engagement in the Weimar
Republic helped in creating the denunciatory fraorwveof the Third Reicht was this legacy
and the blurred boundaries between denuncigtisosveillance and engaged/ concerned
citizens that created difficulties in the early @85a time period when civilian officials and
the police, as Larry Frohman states, debated tlperitance of registry lists and population
surveillance in West Germany.However, the police did not react to everything fublic
reported and the public were often reluctant inorepg what the police wanted to know.
Gerhard Furmetz shows for post-war Bavaria tharesis told the police little on black
market activities even though the authorities wezenly interested, while the police reacted

reluctantly to reports on neighbourhood dispdfes.

37Verkehrsfreund oder Petze, Petzé&He Polizej 5, n0.13/14 (July 1952), 114-115.

38 3. Elder, ‘Murder, Denunciation and Criminal Poigcin Weimar Berlin’, inJournalof Contemporary
History, vol. 41, no. 3 (2006), 401-419; L. Frohmdopulation Registration, Social Planning, angl th
Discourse on Privacy Protection in West Germamy'The Journal of Modern Histopg7, June (2015), 331-
332.

39 G. Furmetz, 'Last oder Hilfe fur die Polizei? Amgen, Meldungen und Denunziationen im Nachkriegsbaly
in Sozialwissenschaftliche Informatia2iz, no. 2 (1998), 139-140.
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The messy relationship between reporting and desiognbecame even more
complicated when voluntary organisations were inedf® Certainly the most interesting and
ambivalent organisation within the spectrum offftcafriends’ and other community traffic
safety groups was the West GermérkehrswachtEfforts to re-initiate th&/erkehrswacht
in 1946, stressing its root in Weimar democracysensupported by one of its members with
the suggestion that appropriate behaviour of affitr participants introduced young people
‘to life in a democratic state’! Here we find the link between traffic educationdan
citizenship underpinned by assumptions about argéor that needed to be ‘trained’ to
behave correctly on the streets but also, and ingpertantly, to participate in a democratic
state in which rules, laws and duties applied tergane. Even though local branches of the
Verkehrswachhad been re-founded before 1950, it was then wherfFederal Ministry of
Traffic agreed to th&undes-Verkehrswaclats umbrella organisation to unite its numerous
regional branches. While thBundes-Verkehrswachwvas financially supported by West
Germany’s federal government, regional organisatibad to secure their funding from
German states. The members of the organisationeslazk a voluntary bast$. By late 1956
circa 500 local organisations existed in West Geym@ncluding West Berlin) with most in
North-Rhine Westphalia followed by BavaftaThe head of th&’erkehrswachfor NRW, Dr
Arndt, even presented the organisation’s importaaseessential for democracy because it
provided a voice for the general public to courdéabce or, at least, negotiate the

implementation of state measures regarding trafilcy.**

40 For a more general outline on denunciation aridecit’ involvement in police tasks see A. Lidt®e/
Furmetz, ‘Denunziation und Denunzianten: Politistle@dnahme oder Selbstiiberwachung’, in
Sozialwissenschaftliche Informatid??7, no. 2 (1998), 80-86; G. Sélter, 'Denunziatidtaatliche
Verfolgungspraxis und Anzeigeverhalten der Bevalker, in Zeitschrift fir Geschichtswissenschai. 2, 47
(1999), 153-165.

41 BArch Koblenz, B108/2200, vol.3, letter, 732. Foconcise and critical summary of the Verkehrswach
self-created public image see D. Klenkigrgier Stau fir freie Blirger.” Die Geschichte darnlesdeutschen
VerkehrspolitikDarmstadt 1995), 47-48.

42 Die Bundesverkehrswacht. Jahrestagung 1@n 1953), 10-11.

43 Handbuch zur Verkehrswachtarbeit. Fir die Mitareeitler Bundesverkehrswacht e.V. BgBonn, 1957), 9,
14.

4“Was wir wollen: Gedanken zur Verkehrswacht-BewegjuBie Verkehrswacht, no. 1 (June 1950), 7.
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Local Verkehrswachtemvere never intended to carry out police taskscomdth police
powers. Explaining, educating and enlightening ghelic on traffic regulations and traffic
safety were the organisation’s areas. Cases inhwfackehrswachmembers reported traffic
violations to the police or encouraged others morewrongdoings to them to pass on these
claims were one of the organisation’s more fieradpated activities. Leading voices within
the Verkehrswachthad seemingly few problems with this practiCehe head of the
Bundesverkehrswacir Enno Becker explained in 1952 that the ‘pestraffic accidents’
could only be tackled through daily work that e8died personal contacts with ‘traffic
sinners.” One way of doing so, according to Beckerant that members of the
Verkehrswachtvrote down licence plate numbers of those breachaffic rules and then
sent personal letters to them. He ensured thawthssa very successful method as long as it
was not used to denounce peofléd representative of the Interior Minister of Baeden
Wirttemberg praised théerkehrswachas a civilian organisation that replaced the Gasha
traditional trust in authorities with individual gonsibility.*® But the fact that the
Verkehrswachthad to stress repeatedly that the aim was nopyoasd denounce people
suggests problems with these methods.

Police and local authorities were well aware thatogiraging some to report on others
could have unwanted effectBavaria’'s police believed that information provideg the
Verkehrswachtvould not hold up in court and, therefore, ignood@rs from the organisation
to expand its programme of reporting people who Hm#n seen breaching traffic
regulations’’ Allegedly more positive results with reports frahe public came when the
Automobile Association ADAC asked 2,500 of its m@&nbn the mid-1950s to report
dangerous spots on the ro&&i¥he minister of the interior of Schleswig-Holstgiainted out

that only reports on dangerous spots were askeaniwmot on the behaviour of others as one

45 BArch Koblenz, B108/2200, vol. 2, 466, Vortrag gibn an der Polizeischule Hilltrup, 4.9.1952.

46 H. Bozler, Zusammenarbeit zwischen VerkehrswachtehVerkehrsbehorden, 27-28.11.1952, 2-3.
47 Furmetz, ‘Kampf um den StraRenfrieden’, 221.

48 BArch Koblenz, B108/2201, vol. 2, 654, 658.
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did not want to support denunciatidtfislorth-Rhine Westphalia’s minister for the economy
and traffic saw this differently and reported tlateady in 1952 specially selected and
reliable members of th€erkehrswachhad been asked to report dangerous spaddraffic
violations. According to the minister, these repdrad not been misused for the purpose of
denunciations?

Not all initiatives suggested along these linesenansidered appropriate and in some
cases enthusiastic citizens were reminded of thmderies of thé&rechtsstaatWhen Julius
B., a member of th&¥erkehrswachtvolunteered as an auxiliary police officer anggested
that he and others could fine drivers on the sNotth-Rhine Westphalia’s minister of the
Interior reminded him that police powers remainedfined to the policé! Hans B. found
that a selected group of people (members of the GA theVerkehrswachtshould report
traffic violations on a postcard. When three hadrbeeceived referring to the same licence
plate, the car owner had to pay a fine. The federalster of traffic pointed out that fines
could only be imposed by the police and that anaugreports would not hold up in court
and would probably lead to a flood of wrong denations®® This issue of encouraging
individual contributions, participation and ‘educat of fellow citizens on the one hand
without creating an atmosphere of denunciationstithtes the difficulties of using ‘orderly
behaviour’ as key concept of re-constructing seesetEqually difficult was to rely on semi-

private associations as watchdogs.

Public Performance of Orderly Behaviour: Traffic Education Weeks
Another way of engaging the population was theistagf traffic education weeks which
publicly put the behaviour of individuals under tkpotlight. Often these events were

organised locally and one of the first after thel erf the war was carried in Leipzig in

49 |bid, 662.

50 |bid, 660.

51 Landesarchiv NRW, Dusseldorf, NW 276, no. 16, fetter 27.2.1952, p. 10 response Ministry of thiedior.
52 BArch Koblenz, B108/2200, vol. 1, p. 201, p. 18gdr summer 1954.
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November 1945. The city’s school children attentlls by police and citizens living in
rural areas around Leipzig were reminded thaticraéfigulations were still in place implicitly
suggesting that the end of the war did not meaanainto all regulations. High fines would be
imposed on those who did not show ‘traffic discipli so the polic& Also Hamburg's
police concentrated its early traffic safety weakdate 1946 on school childréhSimilar
localised events were carried out in Dortmund, iBetliinen, Castrop-Rauxel and the area of
Brandenburg in 1946lhe trinity of public order, discipline and educetiwas obvious in all
of the traffic safety activities in East and Wesr@any. Equally similar were the difficulties
of getting the message across to the public.

In 1947 the Soviet occupation zone staged a traffieccation week throughout its five
states and reported disappointing results. The Gastnan newspapdragliche Rundschau
lamented that many behaved recklessly and ‘sled@dahlong the roads. Parents were told
that the ruins of bombed out houses were certaintya safe place for children to play but
neither were the streets.The Sachsiche Zeitungclearly linked traffic safety to civil
responsibility: “The traffic education week hasstwow to our population that voluntary order
and self-discipline need to be a necessity, in &ademocratic duty in a democratic st&fe.’
In fact, the report from Saxony grappled partidylaith the seemingly lack of willingness of
the public. While it praised the good involvemerit psimary school children and their
teachers, this remained an exception: ‘Only a smaportion of the population show an
understanding of the importance of traffic educatemd of police measures related to this
field. The majority was against any education dy drehaved correctly as long as seen by the

police and engaged in indifferent and inconsidetabits as soon as police were out of

53 Stadtacrhiv Leipzig, StVuR (1), no.7920, p.78pMiatt, no.59, 12.12.1945. Verkehrsaufklarungswoche
Infoblatt nr. 59, 12.12.1945, StralBenverkehrsordrivgachten!.

54 BArch Koblenz, B108/2570, vol.1 (Verkehrserziehyrgamburg Schulverwaltung an alle Schulleiter,
23.11.1946.

55 ‘Mehr Vorsicht-weniger Unfalle'Tagliche Rundschauo. 238 (11 October 1947).

S¢Besonnenheit im VerkehrSachsische Zeitun@5 October 1947).
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sight.”®” It was not just the public’s indifference thatitated the police, but their often
demonstrative challenges to traffic regulationsch@rd Bessel reminds us that East
Germany’s police were considered by many in thdyepost-war years as not getting
involved in areas that mattered to the public, ehihey policed activities seen as
unnecessary This suggestion echoed public sentiments in Westm@nyand can probably
partly explain the behaviour encountered by thécpol

West Germany lagged behind in regards to big anttaléy organised traffic education
weeks with the first nation-wide one in 1950. Inddéldorf, the envisioned event in 1947 was
cancelled due to a lack of resouré&Bespite these early setbacks, Diisseldorf ofteredeas
testing ground for traffic safety initiatives bedathey were rolled out throughout North-Rhine
Westphalia (NRW). Wilhelm Vonolfen, a former teactand the Ministry of Culture and
Education’s representative on NRW'’s traffic comeettpointed out that traffic safety had not
been dealt with for 14 years and, therefore, te@cheeded to be trained again in this &Pea.
He neglected his own activities. There was, by mams, a lack of activities when the Nazis
came to power and he had been an active contrilbattre Verkehrswachs$ journal in the
Weimar and the Nazi peridd.

In September 1947, the NRW Ministry of the Interamlvised local police stations to
pay particular attention to traffic education as finst six months of the year had already seen
612 fatal casualties due to traffic accidefita list of causes for traffic accidents placed
inattentiveness, recklessness and inconsiderasidopathree followed by poor conditions of
vehicles, ‘the current food situation and the gaherhaustion of the public leading to slower

reaction time’ and the long interruption of effistetraffic education. The Ministry of the

57 BArch Berlin, DO1/25313, Land Sachsen, Verkehisénangswoche 12-18.10.1947 (page 1-2 of the report)
%8 Bessel, ‘Policing in East Germany in the wakehef 8econd World War'.

59 Landesarchiv NRW, Dusseldorf, NW 20, no. 196, 51.

60 |bid,17-18, W. Vonolfen’s report to the traffic nister, 5.5.1947.

61 See for example 'Wesen und Spannweite der deutd¢bekehrserziehungVerkehrswarte?, no. 12 ( Dec.
1934), 211-214; 'Mit der Schnappschuss-Kamera dderhStralRenverkehi,erkehrswarte8, no.3 (March
1935), 42-44;'Grundsatzliches zur Frage der VerketniehungVerkehrswarte, no.8 (August 1936),129-130.
62 PP Dusseldorf, unverzeichnet, Innenminister NRwiohie Polizeiausbildung Unterrichtsanweisung M.
September 1947.
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Interior put the blame for accidents largely on bedaviour of public which, consequently,
needed more education. This education was notysttel responsibility of the police but
involved teachers, parents and everyone else sigeshat traffic accidents happened
regardless of class, age or gerffe©nce again we find efforts to reach beyond tmeotly
concerned local authorities and to present traféifety as a communal task of an educated
and engaged public. At the same time, not everyafnthis public seemed to be equally
suitable to participate. With phrases similar tatHaermany, the urban public was described
as ‘numb and indifferent’ concluding with the extrdinary remark that parents who were not
teaching their children on traffic dangers werdedblamed in case the children suffered fatal
accident$?* Unlike other areas in the immediate post-war yearhich ‘a crisis of the youth’
was proclaimed due to the alleg¥@rwilderungand lawlessness of young peopléraffic
safety debates suggested that the behaviour afsadas considered as equally inadequate
Commenting directly on the police, the report fra847 described the traffic safety of
any given area as ‘a mirror of police disciplineueation and police achievements.’
Furthermore, policemen were reminded that helpihg €lderly as well as children
demonstrated that the police were truly conneatdtié people: ‘...and whoever believes that
these actions are below his dignity or not maseuénough has not understood the deeper
meaning of his profession and cannot be a policemaa democratic staté® This is a
surprising comment because North-Rhine Westphapalsce did not depend on women
involved in traffic policing and the image presehtere of the policeman as friend and helper
for the vulnerable sections of society had a lamglition. For some, more pastoral police

tasks seemed to counteract a strong masculineoidi@sv and order enforcement. Generally

53 |bid.

64 1bid.

85 Jaimey Fisher argues that the focus on the yoathta divert attention from adults and to sugdesst it was
only the young who were in need of re-educatiofisher,Discipling Germany. Youth, re-education and
reconstruction after the Second World WBRetroit, 2007).

66 PP Dusseldorf, unverzeichnet, Innenminister NRwiohie Polizeiausbildung Unterrichtsanweisung M.
September 1947.
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speaking, the discourses, policy making and lawreeiments regarding traffic education and
traffic policing in West Germany were dominated tmen in the late 1940s and 1950s.
Policing and law enforcement was carried out byenmlice officers and also the leading
figures of localVerkehrswachtemvere men and so were civilian officials in thep@ssible
ministries. That the framework of the allegedlylusive ‘traffic community’ was determined
by men might not come as a surprise given the eatiithe organisations involved. However,
East Germany relied heavily on police women inficgdolicing and traffic education—partly
based on a lack of manpower but also because woveen believed to establish a better
rapport with the public and especially with childfé

When the first nationally organised traffic eduoatweek happed in West Germany in
1950, this type of public event was already undeutgy as possibly not delivering the
envisioned results and as being too costly. Theraegmts were similar to the ones made in
East Germany, but despite concerns in both Gernaaess traffic education weeks remained
a long-lasting annual (sometimes bi-annual) feabfréraffic education. While the federal
minister of traffic supported the safety weeks, Wtezkehrswachstressed that these events
could only contribute to continuous traffic eduoaticarried out by their local organisatidfs.

Even though the early 1950s did not see the saveé dé¢ indifference that police forces
found in the late 1940s, the ‘success rate’ ofdlegivities were not convincing for everyone.
Some in theVerkehrswachtfound that public space could not be used equalgll
everywhere and that big traffic safety events woh&le a better impact in small and
medium-size towns. Citizens of big cities, so thguanent, were used to big and sensational
events that they did not care anymore about tragfifety weeks®® To reinforce its
importance as local guardian of traffic educatithre,VVerkehrswachstressed the small-scale

daily work that needed to be invested into thisaartn fact, in the late 1950s the

67 Blum, Polizistinnen im geteilten Deutschlarb4-263.

68 E. Becker, Denkschrift tiber die Aktion ,Augen amf StraRenverkehr, Bundesverkehrswacht Bonn (Oct
1952), 16.

59 |bid.
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Verkehrswachtlescribed the importance of big traffic educattampaigns mainly due to the
indifferent and apathetic behaviour of those whold¢@nly be reached by big-scale evefits.
The patronising and authoritarian tone of the oiggion seemed to have now been
complemented by slight dislike for those Werkehrswachtvas meant to reach. When traffic
safety weeks were envisioned as activities thatdcpublicly demonstrate the good relations
between police and public as well as impose pressarindividual behaviour, the reality was
often far behind these expectations. The call foctsr regulations and punishment seemed
logical for those involved in traffic education wiet frustrated by the public’'s seemingly
reluctance to cooperate and to take their dutiesitasens in the new democratic society
seriously.

The moderate suggestion of Fritz Stiebitz, teaclainthe police school in Hiltrup, who
felt that the concept of ‘traffic education’ wasoplematic because adults did not want to be
publicly ‘educated’ or even told off and that pdgi‘traffic advice’ could be its replacement,
did not reach a wide audienteAlready ten years earlier, Fritz Henkel had hofiet East
Germany'’s ‘traffic education weeks’ could soon baamed to ‘accidents prevention weeks’
as the education of the public would not be neeatganore’? Both men had a valid point
with their suggestion of re-considering, among otaspects, the language used for these
events. Traffic safety activities were in East aM@st Germany compounded in ‘traffic
education weeks’ that allowed adults little morgagement and participation than publicly
demonstrating orderly behaviour under the watckfids of the police. This might not only
have rekindled memories of a very different timeigee in which participation in publicly

staged events was expected but also might havendechimany of the negative connotations

0 Handbuchzur Verkehrswachtarbeit fiir die Mitarbeiten der Besverkehrswacht e.V. Boflonn 1957), 52.
"L F. Stiebitz, 'Die Polizei im StraRenverkehr’, in Kalicinski (ed.),Polizei im demokratischen Rechtsstaat.
V (Kdln, 1956), 39.

72 BArch Berlin, DO1/25313 (no page numbers), F. H#nWerkehrserziehung, 1948.
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liked to the word ‘re-education’ in the post-warripd. Allied policy quickly changed their

phrasing from re-education to re-orientatién.

Policing and Pedagogy: Traffic Safety between Fines and Education
When traffic education was presented as educatoaivil responsibility, Rechtsstaatnd
democratic participation, higher fines and sevayasequences for those breaching traffic
rules needed a special justification. At a Duss#ldeess conference on traffic education in
October 1949, ministerial director Leo Brandt addesl this aspect. He found that high fines,
severe penalties, Sunday lessons and court proggediounded like the kind of state
interference ‘every freedom-loving citizen’ was pgpto have overcome and that they
reminded of the Nazi state. But this should notl leaa situation, argued Brandt, where these
interferences were impossible and he demanded hedpefrom the press for strict measures
against the violation of traffic ruléé He also criticised Allied policy that restrictednse of
the previous measures such as fining on the s@ohinyg and shaming ‘traffic sinners’,
lessons on Sunday or letting air out of tyres-ydmcause they had been practiced in Nazi
Germany’®

Sometimes also state institutions did not see eyey¢ in these efforts. In early 1950,
the federal minister of traffic Dr Seebohm annouheenew ‘name and shame’ campaign
suggesting that police forces should give the fhalme and address of those who caused
accidents due to too much alcohol to the local peysr/® North-Rhine Westphalia’s
minister of the interior Dr Menzel pointed out teetpolice that this announcement of the
federal minister should not be put into practiceitasvas outdated and not practical.

Furthermore, North-Rhine Westphalia’s ministry fduthat publicly naming and shaming

3 For the negative interpretations of American raeadion policy in the early FRG see C. Schrenckzivgy,
Charakterwasche. Die amerikanische Besatzung irtdebland und ihre Folge(Stuttgart, 1965).

74 Landesarchiv NRW, Dusseldorf, NW20, no. 199, 189;14.10.1949.

S L. Brandt,Probleme der Verkehrsunfallverhututigortmund, 1951), 47-48.

6 Landesarchiv NRW, Dusseldorf, NW251 nr. 16, pAdsschnitt: Verkehrsblatt, 15.1.1950.

" bid, 13, 31.5.1950, Innenminister NRW an alleiBsIBehorden.
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should be considered as Nazi practice and wasefthver not to be carried o(ftAlso the
journal Die Polizeiwarned that the police were not getting involvedhiese activities due to
its similarities with the Nazi er?.

While publicly naming and shaming people in thespreeminded some of methods used
in Nazi Germany, so did traffic controls carriedt day plain-clothes police officers. In
February 1952, North-Rhine Westphalia’'s ministethaf Interior found that the use of plain-
clothes officers was an appropriate way to actresjahe lack of discipline on the roads and
recommended these actions to local police fo¥¢8y. and large, the district presidents from
North-Rhine Westphalia reported back positive edgnees from their police forcé$All
reports stressed, however, that the press did eattrpositively to these measures.
Furthermore, the president of the Munich branchhef ADAC could hardly hide his anger
regarding the actions of the police in North-Rhi&estphalia and wrote to the interior
minister that controls carried out by plain-clothedice officers were incompatible with the
constitution and Germany’s democratic state. He atetad that these clandestine ‘Gestapo
methods’ needed to stop as they undermined theitrtise Rechtsstaategated the image of
the police as ‘friend and helper’ and reminded lo¢ fpolice state Germany once was.
Furthermore, the ADAC’s president claimed that ntous angry letters from the public had
made these poinf&.

While the ADAC's effort to intervene did not createhange of policy, two years later,
in 1954 also the press loudly criticised controys dhain-clothes policemen. In December
1952 West Germany had, also due to the lobbyingutdmobile associations, abolished the

speed limit. The impact on traffic accidents wasadtrous and in 1957 the speed limit was re-

8 |bid, 14, Innenminister NRW an Bundesverkehrsm@mig1.5.1950.

" |bid, 2,Die Polizej5/6, (March 1950).

80 andesarchiv NRW, Dusseldorf, NW 276, no.16, gnBenminister NRW an Polizeibehérden, 13.2.1952.
81 |bid, 29-33, 14.11.1952.

82 |bid, 40-43, ADAC Minchen an Innenminister NRW,2R.1952. The ADAC continued its strict rejectidn o
state interventions and regulations throughoutl®®0s. The re-introduction of a speed limit in tevamd cities
in 1957 was considered as ‘dictatorial’ and asttatk on democratic rights by automobile organisatj see
Klenke,“Freier Stau fir freieBlrger”, 49.
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introduced® Not surprisingly, the East German press commentedhe abolition of the
speed limit and its literally deadly consequencssfather proof of West Germany’'s
failings® When North-Rhine Westphalia’s traffic minister Bt Strater announced a big
traffic policing event in which plain-clothes anahiformed police officers controlled the
traffic in January 1954, the newspapers offeredeshixiews on these actions. Teesener
Allgemeine Zeitungointed out that already the announcements of mané&ols had positive
effects® Die Zeit called the shift to more controls and higher firleautal’, while the
Westdeutsche Tageblatbmmented ironically that the traffic minister fgneded that ‘car
drivers were collective murderers’ and that hardhess were only imposed to pretend that
the minister was doing somethiffpAnd theWelt am Sonnabengkported that the minister
was hunting down car drivers and that ‘police térveas certainly not the right method to
increase traffic safetyDer Mittag agreed and concluded that only an impressive sscce
could justify such method¥. Also Die Polizeifound that phrases like ‘the fear of the police’
and ‘brutal penalties’ used by North-Rhine Westasl traffic minister were neither
appropriate to enhance traffic safety nor to imprdéive relationship between the police and
the public® This time it was the press and the police argtiveg state initiatives had gone
too far and infringed on citizens’ liberties.

In fact, Strater and his strict actions were eveferred to in the West German
parliament in a debate on traffic policy in earlgbFuary 1954 which expressed the
helplessness of politicians on this issue. WhiRUCand FDP representatives agreed that

they did not want an overuse of policemen monitpgitizens and, therefore, questioned the

83 Klenke,Bundesdeutsche Verkehrspoli#6-97, 153.

84°Schnelle Hirsche machen StraRen unsichggtliner Zeitung 10, no. 77 (1 April.1954); 'Haltet Disziplin im
Stral3enverkehr (section: 'Traurige Bonner Bilalgue Zei(30 July 1955).

85 Landesarchiv NRW, Dusseldorf, NW 370, nr. 680,aEblizisten suchen Verkehrsiindetssener
Allgemeine Zeitun§l5 January 1954); ‘Nur Herrenfahrer ohne VerstisidFreie Press€15 January 1954).
86 |bid, ‘Vorsicht-Verkehrschaos!Die Zeit(21 January 1954); ‘So geht es nicht, Herr SttaWestdeutsches
Tageblatt(21 January 1954).
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usefulness of Stréater’s initiatives, the suggestdtions remained vague. The SPD speaker
agreed that ‘traffic discipline’ would only work the public volunteered to behave correctly
rather than forced to do. The politicians conclubgauggesting traffic education in schools,
an appeal demanding ‘traffic politeness’ and inifeat work of the automobile associations
to create exemplary and tactful drivé¥s.

Since April 1950, North-Rhine Westphalia’'s policeutd do something police officials
and traffic experts had wanted to do for the lag& years but British concerns had delayed its
implementation; police could fine on the spot faffic violations. The fine was 1DM and
had to be paid immediately. This was a policy tlodice could already implement in the
1920s and 1930s and it was seen as particulailyiezff as traffic violations had immediate
consequence®. Even though this measure was long asked for, dt it translate into
noticeable success—as Diisseldorf's annual polipertefor 1951—stated*A report on
traffic safety in West Germany to the Allied Higloi@mission underlined in September 1952
that neither this policy nor the use of plain-ckghpolicemen were considered as adequate
ways of tackling the ‘traffic problen?? Seven years after the end of the Second World War
the report found traffic education particularly ionfant ‘because many here have experienced
a time period of massive destruction of human liaesl human values. Given these
circumstances, a strong re-education is neededtanda necessity to re-educate adults to
traffic safety.®® The report praised police efforts in the areaafosl education but found
that school authorities needed to support thesetefin greater extent. Not surprisingly, the

report commended the work of théerkehrswachtconsidering its local organisations as a

8 Verhandlungen des Deutschen BundestdBesan, 1954), 2. Deutscher Bundestag, 14. Sitzlihd,.1954,
424-432, 452, 461-464.

9 L. Brandt,Probleme der Verkehrsunfallverhiityry-68. Most other West German police forceofetd
suit soon afterwards. The police of East Germamyldieen able to carry out this particular policycsii948.
91 Jahresbericht SK Polizei Diisseldd®51, 4.

92 BArch Koblenz, B108/2200, vol. 3, Bericht tber dferkehrssicherheit in Westdeutschland, 25.9.1933,
527.
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great way of supporting democratic ideas throughlipis participation®® By late 1952
German authorities already knew how difficult traféducation of adults actually was and
had some experience with the sometimes overzededksehrswachimembers

GDR efforts to engage and educate the public ifiidraafety measures were partly
similar to those in the FRG as we have already se@naffic education weeks. However, the
opportunity to rely on state organisations as &@. country’s youth organisations, the
centrally organised support for the police (&&V or police volunteers) and associations that
ensured security and safety in factory plants aldvior a more centralised approach—even
though this did not necessarily mean more succ&sslarly to the FRG, not all efforts to
engage a wider section of the population were asdagitimate. Experiments in Dresden and
Chemnitz in the late 1950s involved terkehrsaktivevoluntary associations that monitored
traffic safety in industrial and agricultural wogkemises, to check on the behaviour of the
general public in the centre of both cities. Theiatives were eventually stopped due to
interventions of the main office of police in Berlpointing out that police powers (as
stopping cars or even arresting drivers) couldb®given to any other organisation but the
police. Suggestions to uniform or equip volunteetth traffic policing equipment were
considered as unacceptable and any efforts irditéstion were abandonéél.

While traffic education of adults seemed to stagnétwas work with children and
pupils that triggered innovative initiatives. Iméi with suggestions already formulated in the
1920s and 1930s, the focus shifted to young peaptk school activities. Educational and
school reforms were key areas of re-education st-p845 German society and have been

focus upon in detail by historical studi@sTraffic safety education in schools has not been

94 |bid, 535.

9 BArch Berlin, DO1/27487, p. 87-89, p. 91, p.114.
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discussed in these works as they often focus ore megplicitly pronounced educational
reforms. But as we have already seen with adui$fid education targeted at youngsters
combined correct behaviour on the roads with gobzeaship contributing to participating in
civil society. Despite lobbying from numerous o] traffic safety education never became
an independent subject established as part ofcti@ogs curriculum neither in East nor West
Germany. However, it was carried out as an ‘exddivity at certain points during the school
year and within a school context including a numtfedifferent agents; namely policemen,
teachers, and members of Merkehrswachtin the city of Minster, the police communicated
traffic violations from pupils directly to the sabls. Schools contacted the parents and the
teachers and used the individual cases to talk tatheudangers on the roa¥fsPractical
exercises were carried out as well and in theseeadifficers were particularly involved.
These could include showing children how to safglyss a busy street as well as testing
pupils’ abilities to safely ride a bicycf&.In fact, successful passing of the ‘bicycle test's
believed ‘to strengthen the responsibility for ttnaffic community of the future traffic-
generation®

Even more focus on individual responsibility foettraffic community was placed on
training pupils to become safety patrols and t@ hieéir younger schoolmates to get to school
safely and, especially, to cross busy streetsdToig on local level already in 1948, North-
Rhine Westphalia introduced a trial run for safe&rols carried out by pupils over 13 years
in DUsseldorf, Munster and Cologne in 1952. Thecatlan of the safety patrols was carried
out by the police. Parents were reassured that thddren did not act as ‘teenage traffic

police.® The federal minister for traffic recommended thisa to be implemented in all

Bildungspolitik in Wirttemberg-Baden von 19145-19d@inster, 2004); B. M. Puachearning Democracy.
Education Reform in West Germany 1945-1@6&w York, 2009).

97 SK-Polizei Diisseldorf Jahresbericht 1950; Landesarchiv NRW Diisseldorf, NW 20, nr. 188,

%8 BArch Koblenz, B108/2570, vol. 1, OB der Stadt Bldsrf an Verkehrsminister NRW, 21.1.1952,
Erfahrungsbericht tiber die in Disseldorf durchgea@iRadfahrprifungen der Schuljugend, 205-208.

9 |bid, 206.

100 BArch Koblenz, B108/ 2574, vol. 3,Bundesverkehrsiiaan Bundesverkehrsministerium, 14.1.1954, Betr.
Verkehrsministerkonferenz und Schiilerlotsendienst.
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German states and praised the safety patrols asmadlels for their fellow pupils as it taught
‘to serve, to protect and to decid@'Wiesbaden’s head of the police announced in tbal lo
newspaper: ‘The police need you; you should becarnelper of the police!” A sentence that
needed to be clarified quickly as parents initidlhyared that their children were meant to
actually help with police work?? The idea of the safety patrols spread to numecities and
German states and was officially sanctioned by fégeral minister of traffic in 1953,
approximately 8,000 boys and girls took p&?#tBut this success also triggered fears of ‘a new
uniformed youth organisation’ which reminded sonfighe Nazi yeard® Police authorities
were keen to disperse these fears and to suppodatiety patrols as it was considered to an
effective way of traffic safety education and itaganteed the police a positive influence on

children and teenagers.

Conclusion

In hindsight, a police officer remembered his rettor Berlin in the early post-war years: ‘My
hometown was a sad field of rubble...its citizenseméepressed...but in this hopelessness, |
saw a policeman regulating the traffic in fronttbé Brandenburg Gate--a symbol of new
order within the chaos® Indeed, traffic policing and traffic safety eduoatcame to stand
for new order but also remained an area in whiabteséxpectations of its citizens clashed
with public willingness to obey and follow new lawand regulations. In 1953 West
Germany'’s federal minister for traffic Dr Seebohamcluded pessimistically that decency on
the roads had been lost and that despite effonts-kindle this virtue, he found: ‘...a traffic

community is the aim of our traffic regulations libere is little of it noticeable nowadays.

101 | andesarchiv NRW, Diisseldorf, NW20, nr. 197, Biswdekehrsminister an Verkehrsminister der Lander,
23.8.1952.

102:polizeiprasident Becker an die Schiilerlotsen:sihitt meine Mitarbeiter werdenRViesbadener Tageblais
November 1956).

103 BArch Koblenz, B108/2574, vol.3, Bundesverkehrgwam Landesverkehrswachten, 3.4.1954, Ein Jahr
offizieller Schulerlotsendienst.

104 BArch Koblenz, B108/2574, vol. 2, Stadtetag NRWIK®7.5.1955 an die Mitgliedsstadte in NRW.

105 Cited in C. Groh (eg, Offentliche Ordnung in der Nachkriegsz&iforzheim 2002), 10.
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Pedestrians, cyclists and car drivers need todake of each other and have to get used to the
order imposed upon thert® His lament was mainly directed at adults as tH80$%aw some
new developments in reaching out to children anthger people.

The strongly suggested link between so-called fitrafdiscipline’ and civil
responsibility/good citizenship only partly convattthe general public. The increasingly
authoritarian efforts to hammer home the messageatifc safety campaigns were debated
and often criticised with references to the Nazique Certainly, the accusations of ‘police
terror’, denunciations or the fear of a new unifedrnyouth were also convenient for those
who wanted to discredit the efforts and actionsiedrout by police forces and other state and
local officials. Both sides based their arguments cvil responsibility, community and
citizenship. Efforts to fight the ‘traffic problemtvere an uneasy mixture of calling for more
self-discipline, good relations with the police analffic decency as well as threatening with
draconian penalties and plain-clothes police ofic®Vhile ideally traffic experts hoped that
citizens learned from each other and behaved abigrieaffic community rather than having
to impose state authority through police forces, riality was rather different. State official
struggled with their own conceptual link betweerndagour on the roads and behaviour as
good/decent citizen—a concept also heavily relyinqauthoritarian ideas of the state. Efforts
to include practices of denunciation within a cldamocratic framework were illustrated by
the limits of theRechtsstaapointed out to those who eagerly wanted to refiair fellow
citizens. The combination of civil responsibilitdemocratic citizenship and law abiding
behaviour was not easily achieved especially whepeans articulated that too much state
regulations were actually seen as reminding offangtbut a new democratic society.

The conclusion that ‘good citizens’ actually stdehaved badly when it came to
observing traffic regulations did not fit the momahd civil framework into which traffic

policing and traffic safety education had been gdafrom its very beginning. The idea that

106 Dje Bundesverkehrswacht. Jahrestagung 1@n 1953), 18.
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the rights and liberties of a citizen could alscamenaking wrong decisions and then having
to deal with the consequences of this behaviogia(lenes or otherwise) featured little in the
1940s and 1950s debates about traffic safety.Eigensinnof the public choosing to ignore
traffic rules, despite better knowledge, was imgaego reconcile with the authoritarian and
patronising pedagogical approach so obvious itficraéfety debates of the 1940s and 1950s.
At the same time, citizens also negotiated theitigpation in this process by using a variety
of options available to them on an individual baSeme actively participated through local
traffic safety organisations or by reporting wroaguas, others complained about state
interference, over-policing and being publicly tdldw to behave. Even though officials and
policemen would have preferred the public to behdifferently, West Germans contributed
in their own and personal ways to the re-negotmatibpost-war attitudes on citizenship, state

interference, individual responsibility and civdcety.
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