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T was analyzed and potential countermeasures wére recommended.

', SUMMARY

< ’ -
P
o

The objectives of this research effort were to examine the youth- mOtOr-

‘vehicle-crash problem as it relates to alcohol and recommend countermeasures

as indicated. ' These objectives were restated into the follow1ng three basic
research questions: "

1. Is there a youth'-alcohol-crashrproblem? ‘

s

2. What are the characteristics of this problem?
3. Can countermeasures be developed that address these characteristics ?

In answer1ng these quest10ns, the first task was to review the existing litera-
ture relative to youthful dr1nk1ng, -youthful driving and youthful drinking-
driving. This was followed by a survey of young drivers aged 16-24 with
appropriate comparison or control groups. Finally, all data thus obtained

The literature rey1ew indicated that light to moderate use- of alcohol is
the norm for young people. Both total abstention and very frequent heavy
drinking are atypical occurrences. Concerning driving, the literature indi-

‘cates that young drivers are overrepresented in crashes relative to their

p10port1on of the driving population. Young drivers also are more often con-
victed of speeding related violations than are older drivers. Concerning the
joint occurrence of driving and drinking, it was found that young drivers are .
0verrepresented among fatally injured drivers who h‘?ld been drinking. " The
extent of this overrepresentation is approximately 100%, again with respect

to the young driver proportion of the total population of licensed dr1vers. o

Fatally injured young drivers typically exhibit lower BAC's (blood alcohol

concentrations) than-do middle agéd fatally injured drivers. Also, low to
moderate BAC (. 01% - .09%) substantially increases the likelihood of in-
volvement in non-fatal crashes for.young drivers’ but not for middle aged
drivers. Drinking and driving is primarily a male driver problem regardless
of age. :

The survey of young dr1vers was conducted in New York State. The "
sample consisted of male drivers aged 16-24 with a comparison or control
group aged 35-49, Drivers living in Suffolk, Nassau, Queens, Kings (Brook-
lyn), New York (Manhattan) and R1chm0nd (Staten Island) counties were ex-

‘cluded from the sample since the ‘Nassau County Alcohol Safety Action Proje.ct

which ran from 1971 to 1973 may have influenced their driving or attitudes.’
Thus, the sample consisted of drivers 11v1ng from the Bronx north to"the
Canadian border, and west to Lake Erie. Within the total samplé, there were

<

14

xii -




o

three.sampling groups, each containing young and middle aged drivers.
. Random sample of<the general driving population (N = 443)
. Drivers re'cently involved in a night injury producing ¢rash (N = 288)

K Drivers recently convicted of Driving While Intoxicated or Driving
While Ability ImpairedQ-Alcohol (N = 105)

The survey was conﬁucted through face-to-face interviews each 1ast1ng
approx1mate1y 45 minutes.,

The results indicated that there is a youth alcohol crash problem. Approx-
imately one young driver in seven (13.8%) from the general population sam-
ple reported having had an alcohol related crash within the past three and one
half years (i.e., a crash in which he had consumed an alcoholic beverage )
within four hours prior to the event). This compared with only 5. 5% of the
middle aged general population drivers. Comparisons between the young .

~ driver alcohol versus non-alcohol related crashes indicated that the alcohol
| crash more often involved:

. Exceeding the posted speed limit

. - Weekend and late ni.ght time periods
. A single vehicle as opposed to two or mdre vehicles or pedestrians
. The presence of passengers

_ The use -of drugs other than alcohol

The results also indicated that young and middle aged drivers from the
general population are virtually identical with respect to how often they drink,
how much they drink and how often they drive after drinking., However, young
drivers are more likely to: )

. Exceed the posted speed

. . Have a positive attitude toward drinking-driving

.- Have recently driven in excess of 100 mph .

. Use drugs

. Allow personal/emotional problems to influence driving
. Fear loss of their driving privilege
15
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These characteristics were most prevalent among young drivers who were
also frequent drinkers., However, they were not necessarily more prevalent
among middle.aged drivers who were frequent drinkers.
Based upon these results, it is recommended that further research and
development be conducted to implement countermeasures in the following areas:

. Lower nighttime speed limits ' ' '

Lower absolute limit of Blood Alcohol Concentration for newly
licersed drivers (perhaps .05%) ;
Legislation to facilitate enforcement of youthful alcohol related
traffic offenses (specifically, it is recor;hmended that speeding vio-
lations occurring when the driver has had anything to drink should
carry sharply incredsed penalties) , | . '
Restriction of driving by newly licensjed drivers during critical time
periods (late night or late night on weekends)

. Public education to modify the pgsitive attitude young drive rs-have . |
toward "drinking drivers' (this c;ould;"take the form of the Lackland ‘
Countermeasure Experiment whére{by authorities publicize that o
drinking driving is deviant behavior and the offendor may be sub-

jected to a psychiatric evaluatiop) L : .

.  Public education to inform young driver. of the penplties associated
with drinking driving cornvictions and factogs affecting intoxicatidn
and impairment

Further, work should be Acondu.cted aimed at limiting the recurrence of
drinking driving events among young drivers. This may take the form of an
Alcohol Safety Interlock System installed in the vehikles of convicted drink-
ing drivers. Also, a young driver oriented rehabilitation program should
be developed. This program would have to considey the problems of
speed, the fact that the young driver's vehicle often |serves as an extension of
his own personality, the synergistic effects of small amounts of alcohol with
personal and driving characteristics and the young driver's attitude toward
drinking and driving. ' '

?-
—
co
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ADDENDUM _ 4 .
Based on their analysis of data pertaining to (1) young/
inexperienced drivers;.(2) alcohol consumption (incl&%ing'low'to_
moderate levels); and (3) speed (in excess of posted limits), the

contractor has inferred that_the combination 6f these ihree factors

-
o

is a particular problem towards which countermeasﬁre’action should

be directed. AHowever,_data were not available on these three problem

characteristics in combination, so the analysis was unable to

-

demonstrate the combined'contribution of these factors to accident

.

causation. The contractor's cbnclusion, therefore, is based on
Pl _ »
indirect evidence and’ must be considered suggestive rather than firm.

Present plans are to pursue this further by obtaining direct data

- S

on the frequency of these problem characteristics in combination.

L.

. ’ p)

Monroe B. Snyder
Head, Alcohol and- Drug Research
Group ,
Office of Driver and Pedestrian
- Research

W/oc /Lacﬂ IDW‘( -

Michael Perel
Contract Technical Manager
Office of Driver and Pedestrian

P
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| .
. J&he objective of Part I of this report is to review past research relevant
to the youth alcohol crash problem. ThisPartis organized into four major
sections. The first section looks at the drinking practices of youth and the * _
second reviews the literature concerning youthful driving. - In the third sec-
tion, the joint occurrence of drinking and driving by youth is examined. The
fourth section reviews /possible countermeasure approaches, examines data
relevant to each, and aAttempts to make a preliminary judgment as to each
iountermeaéuxre's potential applicability. o S
It will be seen that the problems of drinking and dfiving by young people

are very real. Yet, t{hgre is still much to be learned and the available re-
search has found it difficult to keep pace with a changing world. The re-
maining two parts of this report will present the findings from a survey of
young drivers and ecommend countermeasures that can be expected to help
alleviate the youth alcohol crash problem.

INTRODUCTION ..

s




- \

I. YOUTHFUL DRINKING PRACTICES \

The consumption of alcoholic beverages is an accepted part of American’
life and estimates suggest that its use is steadilty increasing. In a nation-
wide survey in 1965, based on a sample of 2, 746 subjects age 21 and older,
Cahalan et al. (1969) indicated that 68% of American adults drink at least
occasionally. Of the drinkers, 56% were classified as infrequent to moderat
and 12% were classed as heavy drinkers. Of males, 77% drank at least
occasionally; 21% were classed as heavy drinkers. Male abstainers were 7}
found to be in"the, minority at all age levels; the majority, up to age 65, drank
at least once per month. The highest proportions of heavy drinkers were
found among men aged 30-34 and 45-49 (30% of both groups). In most social
status groups, it was found that a much higher proportion of men and younger
people drink than do women and older people. - ’

Clearly, drinking at least occasionally is the established norm. The
following'paragraphs will examine the characteristics of American drinking
as they relate to young people. It will be shown that regular drinking begins
for most people in their mid-teens and drinking increases rapidly through
the early twenties. Much of this drinking is done in bars 'and restaurants,
although a significant amount of moderate drinking occurs in the home with
Pparental approval. While the reasons for drinking are varied, the reasons
for problem drinking are often associated with deep-seated personality
problems. Drinking is more prevalent in urban areas and is correlated with
a variety of background and biographical variables. Succeeding sections of
this report _willﬁe/iate these drinking characteristics to driving and possible
countermeasurelapproaches.,

A. Beginning to Drink

3

Teenage alcohol use is also relatively widespread. Previous studies
have indicated that the great majority of teenagers wikl have experimented
with alcohol prior to graduation. Surveys have indicated that 50-85% of
high school students (depending on geographical area) respond that they drink
at least occasionally (NIMH, 1970). In a study of.institutionalized and non-
institutionalized youths from various types of communities in New Hampshire
in 1964, Mackay et al. (1967) found that only 14% of the ''delinquents'’ and .
28. 5% of the 'students'' had not drunk anything. In a study by Demone (1972),
3,500 male junior and senior h1gh school students from the Boston area were
given questionnaires during the early to mid- 1960s. It was stated that it is
likely that half of the abstainers (those who never used alcohol) will explore
alcohol at some later date. The study fouhd abstinence to be less common
than previously reported in other studies concerning teenage drinking. By
18 years of age, only 12% of the subjects reported being abstainers.

Surveys have indicated that the average American is likely to first taste

20
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~alcohol, usudlly in the fOrI‘;l of an experimental sip, by the age of 10 years

(NIMH, 1970). Disregarding small "tastes' of alcoholic beverages when
younger, it was found b Cahalan et al. (1969) that mare than half of the
drinkers began before thg age of 21. More men (21%) than women (11%)

and more heavy drinking Xnen (31%) than other groups started drinking before
age 18. Detailed analyses\by age revealed that one -third of male drinkers now
aged 21-29 recalled starting to drink before age 18 compared to only 19%

of those age 50 and older. A similar pattern was found for women. If
memories of both age groups are equally reliable, these data suggest that

people are now drinking at an earlier age than they were a generation ago.
. 4 ‘ 5 , :

Findings based on five studies involying 8,000 high school students
within the last 10 years NIMH, 1976) in New York, Wisconsin, Michigan,
Utah and Kansas show that the average age at which the students had-their
first drink was 13-14, although they may have "tasted'' before. First exper-
ience is likely to be at home with parents, and beer was the mostecommonly
used beverage. Mackay et al. (1967) studied institutionalized and non+*
institutionalized youth and found that the average age of first drink was 13
for delinquents and 12 for students. Over half of the students had their

first drink at home with adult supervision. However, only 20% of the de-

linquents had their first drink in the presence of an adult. . The '"most |
popular' first Jrink for both groups was beer. Jessor et al. (1970) analyzed
data from V9 returned mail questionnaires from young adults of Italian de-
scent in Boston. They found that the first drink was typically beer and that.
regular drinking typically began at age 17.7 years. ’

In summary, teenage alcohol use is relatively widespread although the
quantities consumed tend to be moderate. The number of users steadily in-
creases from age 14-18. Data indicate a general trend in which a direct
relationship appears between advancing age and the increased use and notice-
able effect~ of aleohol. Most teenagers claimed parental approval of their
drinking, part.cularly at home. Incidence seems unaffected by prohibitive
laws. These surveys disclosed a small percentage of problem drinkers (2-
7%). The main reasons for the first drink as reported by Mackay et al.
(1967) were listed for both delinquents and students as curiosity, peer in-
fluence and celebration of an event. *

B. Where Drinking Occurs

Cahalan et al. (1969) found that those who drank at least once per month
drank less often in restaurants and bars than at friends'® or their own homes.
Wine or beer was drunk By higher prOpdrtions at home than elsewhere; spirits
were drunk by about equal proportions at friends' homes and at their own
homes. Relatively higher proportioné of older persons (40 years and older)
drank most often at home. Relatively .igher proportions of younger persons
(21-29 years) drank in restaurants or bars. Among men, especially younger
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men, relatively more of the higher ISP (Index of Social Position) groups said
they more often drank wine or beer at home and relatively fewer at restaurants
or bars. Young men (21-39 years) in the lower ISP groups were more .ikely

to report. drinking wine or beer at fr1ends' homes. Young men (21-39 years)
showed no particular difference by ‘ISP as to where they drank spirits most often.
Generally, the younger male drinkers drank to a greater extent than the older
men, when with people from work or close fr1ends' and to alesser estent with
members of their immediate families.

Mackay et al. (1967) found that generally, the most frequent drinking
place for the student is in their home (76. 5%) »r friends' homes (40. 2%)
followed by cars and alleys (25.6%) ard bars, taverns, restaurants (10.7%).
For institutionalized delinquents, the most frequent places are their friends'
homes (76.2%), cars and alleys (74. 1%) followed by their own home (61. 9%)
and bars, tawerns or restaurants (41.8%). Evidence of "serious drinking'
behavior was detected more often among the delinquents. Almost 60% re-

. ported solitary drinking experiences and a significant number drank alone

with some frequency. Only one-quarter of the students reported this be-
"havior and for most it occurred only once r twice.

4
C. Reasons for Drinking

Drinking practices reflect the practices of parents, significant others,z
and variables such as age, sex, ethnicity, geographic region, religion and
social class. Cahalan, et al. (1969) hypothesized that reasons for drinkirig
can be divided into two types; one as a social catalyst and the other as a
drug. Other studies have also recognized the twofold furgction of alcohol.
(Findings by Riley et al. (1946) showed that ''social'’ reasons were more
"likely to be reported by women, younger persons and less frequent drinkers.
"Individual" reasons were morxe often reported by men, older persons and
more frequent drinkers.) Younger men and women were more likely than
older persons to mention celebrations, sociability and taste as important
reasons for drinking. More younger men mentioned that they drank to'e
""polite'’. Drinking because the ''people I know'' drink tended to decrease with
age. A very high proportion (68%) of young men in the highest ISP group said
that relaxation was an important reason.” The percentage of heavy ''escape-
drinkers' was highest among younger men (21-39) of the lowest ISP group,
but decreased with age in the lowest ISP group but not in the higher groups.
Jessor and Jessor (undated) found that the male and female high school
""problem drinker' drank more for positive social reasons (''to have a good
time'') and for personal effects reasons (''to forget I'm not the kind of person
I want to be'') than non-problem drinkers.

Important reasons for students' drinking, reported by Mackay et al. (1967) .

were because they liked the taste (38.4%); peer influences (23.2%) and to

feel better when sad (16.2%). Peer influence was the main reason given by
delinquents (51. 1%); because they liked the taste (50.4%) was next; followed

by to make them feel b?‘tter when sad ‘(46. 1%); because of feeling angry (44. 6%);
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to help to forget (41.8%) and because of feeling lonely (33.8%). While both
groups gave several similar reasons for drinking, the delinquents drank
for tension relief much more frequently than did the students. - .

\ - .

.D. Geograghicai- Differences

’

There are considerable regional differences in drinking practices.
Cahalan et al.” (1969) found the highest proportions of both drinkers and
heavy drinkers in the middle < Atlantic states (83%), New England (79%),
Pacific (73%) and East North Central (75%) areas, all of which are relatively
JFban in character. The lowest propoftions of drinkers occurred in the
East South Central states (35%) followed by other southern areas and the
Mountain states. The southern and mountain-areas are less urban in char-
acter. .Ailso, the more conservative Protestant religions are prevafent in
these areas. Another geographic variable affecting rates of drinking are
local control laws. Areas with liquor control laws have relatively high
proportions of abstainers. This may be due to the effect of the laws or it
may be due to the fact that areas with more abstainers tend to pass liquor
control laws, However, of those who drink, the proportion of heavy drinkers
remains about the same. Degree of urbanization is an extremely important
factor. There are proportionately more drinkers in large cities than in .
smaller communities. 'Suburban areas have the highest rate of total drinkers
but among the lowest rate of heavy drinkers. The largest cities have the
highest rate of heavy drinkers. Nonfarm and farm rural areas generally
showed relatively low rates of both drinking, and heavy drinking. For both
sexes, the highest proportion of heavy drinkers were found in the age group
21-44, of lower social status and in highly urban areas.: The highest pro-
portion of abstainers and infrequent drinkers was in the 45 and older age
group, lower ISP and lower urbanized areas. - Results of an analysis of
movement from one size locality to another indicate that there is a tendency
for a person to conform to the prevailing drinking customs. In other words,
an individual moving from a relatively "wet" area‘'to a relatively ''dry' area
can be expected to decrease his drinking (or vice versa), ~ : .

Demone (1972) found more excessive drinking among adolescents in an
urban-working class community. A He found more abstinence and less exces-
sive drinking in a higher socio-economic '"'bedroom town''. A suburban
community containing both white collar and working classes was found to
have the lowest proportion of excessive drinking in his study.

Wechsler and Thum (undated) in a questionnaire study of teenagers, found
heavy alcohol use was reported much more frequently in a small semi-
industrial city than in a residential town.

E. Background and Biographical Variables
Other variables that affect rates of drinking are .race, ethnic background,
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re11g1oué affiliation and social position Cahalan et al. (1969) found that

White and Negro men varied little with rates of drinking. However, ethnic-
~N background apparently plays an important part in determining drinking
habits. In general, first generation Italians in the United States drink very -
frequently but have extremely low rates of problem drinking or alcoholism.
Subsequent.generation American-Italians have higher’ rates of heavy drink-
ing. Jews tend to have low levels of alcoholism and the Irish have relatively
high rates. ' ‘

 Native versus foreign born and father's country of origin tare,al,so fac-
tors in drinking behavior. Those respandents who were foreign-born were ) -
. - less likely thap/fﬁ?,xgative-born to be abstainers and more likely to be |
moderate drirfkers. ‘Foreign-born drinkers were also less likely to be ' '
-heavy drinkers. More of those with foreign-born fathers tended to drink -
(80%) than did those with native -born fathers (64%). However, the two
/ _groups were about equal in proportmns of heavy dr1nkers among dr1nkers
There is a definite association between religion and both drinking and
heavy drinking, even when national identity groufa'—sﬁﬁid constant. Findings
show-(Cahalan et al., 1969) that Jews and Episcopalians had the lowest rate -
of abstainers (8% and 9%), howeer, Jews had a relatively low rate of heavy
drinkers among drinkers (11%). Conservative Protestants were cons'istemr'ltly .
higher in proportion of akstainers (48%) than liberal Protestants (20%).
They also had relatively low rates of heavy drinking. Catholics had rela-
tively high proportions of both drinkers and heavy drinkers (83%).  Those,
who reported never going to church had a higher rate of heavy drinkers
(22%) than those who went weekly (10%).

! . Wechsler and Thum (undated) found in a sample of teenagers from a
semi-irmdustrial ity, that the teenage heavy drinkers were least likely to
define themselves as religious. However, teenagers in a residential town
sample did not differ systematically in drinking behawor as a function of .
their re11g1ous beliefs.  #

Investigators have found that factors such as age, .sex, region, social

status and similar variables are significant in the drinking pattern of most

teenagers. A predominant factor, though, is the drinking behavior of the
significant adult in their lives. Although there are regional differences, it
seems true.that children who are users tend to have parents who use, and
that abstaining youngsters tend to have abstaining parents (Mackay et al.,

1967). Cahalan et al. (1969) found that larger proportions of younger per-

sons and those of higher social status had both frequent drinking parents

and parental approval. Parental permissiveness was generally correlated
with a higher proportion of drinkers. Among males, frequent drinking on
the part of the father was found to be highly correlated with later heavy
drinking on the part of the son. However, it was suggested that the mother's
examples and attitudes may be even more influential than those of fathers.
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Mackay et al. (1967) found that two-thirds of the institutionalized delin-
quents in their study reported their parents would not condone drinking at
home; 90% said their.parents would not allow drinking away from home. Yet,
over 60%-of the delinquents reported drinking more than their parents knew
about. Only about 4% reported drinking only at home; only about 6% reported
that their parents knew how much they drink. Over half of the students
reported that their parents allowed some degree of drinking at home; about
25% of the students reported drinking only at home; about 14% reported

that their parents knew how much they drink and 20% reported drinking
more than their parents knew about. ’

In a study of peer influence on-drinking, Alexander and Campbell (1967)
reported that the frequency of alcohol use by drinkers was directly related
to the amount of s@cial support by parents and peers. The percentage of
adalescents who drank varied from 12% among those whose parents were
against drinking and whose best friends abstained to 89% among those whose
parents were not opposed and whose two best friends used alcohol. Eight
percent of those who did not drink with parents or peers-used alcohol once
per week; 43% of those who did drink with parents and peers used alcohol
once per week. They found that the behavior of an adolescent's friends
has importance in determining whether or not he will begin drinking and
also‘inﬂuences various aspects of his behavior and attitudes toward drinking
per se. In short, these results demonstrate that adolescent drinking is
social behavior that is intimately linked witk the behavior of peers. The
following hypotheses were supported: the proportion of drinkers incredsed.
with each ihcrease in the number o f'friends who drink; the more drinking
friends a drinker has the more likely he is to use alcohol more frequently. .
The study confirmed that primary- sources of pressures,to drink and social
support for drinking are found within the adolescent socCiety and that these
pressures affect the behavior of both drinkers and abstainers. . ‘

F. Personality Variables - - - ) _ |

Personality correlates of drinking were explored by Cahalan et al.
(1969). Some of the findings indicated that higher proportions of heavy
drinkers tended to report having had a good previous year than abstainers. .
However, fewer reported being very happily married.’ Heavy drinkers voiced
only a slightly.lower level of satisfaction in meeting their life goals than
light or nondrinkers. The heayy drinkers laid greater stress on the goals
of family life and friends and desire for emotional security and happiness.
‘There was a strong relationship between drinking and cigarette smoking -
(oral activities). Heavy drinkers were more likely to smdke more than a
pack a day and the abstainers least likely. Larger proportions of heavier
drinkers than others reported having a drink to be helpful in relieving de-
pression or nervousness (71% in both men and women). Both having a
drink and smoking were considered helpful by relatively high proportions
in New England, Middle Atlantic and Pacific regions. Southeastern states




‘emphasized pill-taking and churc‘ﬁgoing. In géneral, younger people, male

and female, with-higher scores on "impulsivity'' had a higher proportic..
of heavy drinkers and a lower proportion of abstainers and infrequent drinkers.
Also, heavy drinkers tended to exhibit greater levels of '_'ali-enation"/\,

Zucker (1967) in his study of sex-role identity patterns and the4r1nking
behavior of adolescents found that data supported the theory that heavier’
drinking boys display a more masculine sex-role identification pattern on
the face valid masculinity-feminity (Fe) index (Gough. Femininity Scéle).
There was no difference between the moderate drinker and nondrinker. Non-
drinkers Fe scores were almost identical to heavy drinkers, suggesting
that the nondrinker has a similar pattern to that of the heavy drinker. On
the subtle meagure of Fe, no relationships of sex-role pattern to drinking
type was obsers((ed. The fact that differences were obtained on the more
obvious measure of sex-role identity and not on the more subtle one suggests
that the major characteristics differentiating heavier from lighter drinkers
is one of sex-role facade. The difference is in conscious self-representation
with heavier drinkers picturing themselves as more masculine.

‘Wechsler and Thum (undatec’) found that the group of relatively heavy
teenage alcohol users was less likely to report feeling very close to their
families, less likely to talk about drugs with either of their parents and

"more likely to feel that they have more in common with ""hippies'® They
“tend to identify more closely with the values of the youth culture than with

the conventional standards of behavior and values. The heavie? drinkers
were somewhat less likely to define themselves as having plans to attend
college and tended to receive lower grades in school.’ Those who used hard
liquor and reported that they had been drunk were considerably more likely
to have used illicit drugs or other psychoactive substances for nonmedical
use. In-a residential town, these teens included the highest proportion (32%)
who rated themselves as having more personal problems than their class-
mates. Forty percent had received psychiatric or other professional help.
The study found that drinkers, particularly the relatively heavy drinkers
were more likely than abstainers to have been involved in various antisocial
acts (e.g., cheating at school, shoplifting, property damage),

Barmack and Payne (1961) in their study of 138 young injury accident
involved airmen found that the drinking-accident subjects had experienced
more early family '"trauma'' (e.g., parental separation) than nondrinking-
accident subjects or controls. The drinking accident subjects more often
had a problem drinking parent(s), and more often lived alone. These find-

" ings are consistent with other studies, such as the Mackay et al. (1967)

finding that over half of the delinquent children had parents who were sep-
arated.

Jessor et al. (1970) found that more frequent drunkenness among youth

was related to greater alienation, Higher alcohol consumption was rclated
..,
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to lower expectations of goal attainment and lower internal control. It was
suggested that problem, drinking in the college student may reflect both.aé ,
means of coping with expected academic failure and an assertion-of inde-
pendence. Both value for achievement and expectation for achieVement are
lower amdng problem drinkers. They place a greater. value on independence .
and display a greater tolerance of deviance. In short, the problem drinker
appeared less involved with conventional goals and more susceptible to

"problem'' behavior.

Demone (1972) found that the youthful pathological drinker tends to
reject most formal adolescent activities and adult-sanctioned standards of
behavior. The nondrinker, on the other hand, is inclined to emulate all the
adult delineated models. Either type's interests are sufficiently different
from those of the typical adolescent to separate him from the group. Ex-
cessive users are substantially different from other subjects in that they
are; unhappy, have an inadequate home life, pfoble’m_drinking parents ayxe
likely, they are active participants in antisocial’acts, and do, poorly in
school. By 18 years of age, 7% of the sample were ''pathological" drinkers..
Emotional problems are likely. Their social system contains different
norms, roles and sanctions than those of their peers. They reject adult
imposed youth standards and prefevr adult roles and privileges. They are
removed from the mainstream of adolescent behavior. ‘ '

_ Cahalan et al. (1972) found that all types of drinking problems were
more prevalent among men in the youngest age group (21-24). Their

"Mcurrent overall problems' score (which includes all types of both major

and minor events) was almost twice as high (40%) as any of the older groups.
The incidence of drinking declined with age, as did heavy drinking. An
inference from this is that there is a rapid decline in drinking problems
after age 25 and perhaps the "seeds of longer-term serious pfoblems with
alcohol' are sown by one's drinking habits in the early 20s, This is con-
sistent with the finding of Cahalan et al, (1969) that younger people (21-39

years) tend to drink larger quantities of alcohol sporadically while older
" people generally drink.smaller amaounts regularly.

-
2

In summary, the light moderate drinker represents the ''real world"
of today's adoles cent; he is flanked on one side by the atypical 'abst:—i_irier B &
or experimenter and on the other by the heavy or problem drinker. All
three types of adolescent drinking behavior must be accommodated into
any integrated program of countermeasures for the youth drinking/driving
problem. ' : '
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II. YOUTHFUL DRIVING

RIS

The highway safety literature has tyfﬁcally characterized young drivers
‘as those ‘under 25 years of age. Unfortunately, the only magical or myster-
ious transformation occurring upon one's twenty-fifth birthday is a signifi-
' cant reduetion in auto insurance rates. Youthful drivers can be? good drivers;
‘they can-also be very’'bad drivers., Further, beyond the age of 25,. many
indivgd'uals continue to drive in the same fashion as the worst yourg drivers
and accumulate the same pattern of accident and conviction records, In a
.xsense, the youth dr1v1ng problem can be thought of as a set of interrelated
symptoms While much more prevalent among youth, it can easily continue
~ well into middle age.

¢ - Kaestner (undated) examined the driving records of 904 licensed Oregon ~

' dr1vers involved in fatal accidents during 1961 and 1962, These records. - ,ﬁ?_
wemre compared with a random sample of Oregon drivers (N = 10,000). As

expected the fatal accident involved drivers were younger, had fewer years '

of driving experience, were males significantly more often, and had more

é&lor accidents and convictions on their records., The surprising result

was the ''remarkable tendency" for spéeding and noise-equipment violations

‘to persist on the records of the older fatal accident involved males. These -

:  ¥violation types are typically associated with young male drivers. Thus, it
was concluded that many of these older males were "immature' and probably
comimitting many of the same types of dr1v1rrg errors as their younger counter-
parts. In other words, the signs and symptoms of. youthful driving had not
ceased for these individuals at the age of 25.. ' :

The following paragraphs ‘will take a brief look at the magnitude of the
younger driver (16-24 years of age) problem and some of its characteristics. -
.~ The conclusion will be that a definable problem does exist. Succeeding '
'# sections will attempt to relate this problem to alcohol consumption and ex-
) f;;amine alternative countermeasure approaches. Throughout this section,
it will be assumed that the young driver problem is essentially a young male.
driver problem. The Kae stner work, and"in fact most of the highway safety
llteratu.re, is particularly cleat on this po1nt. '
&

A, Magnitude of Young Driver Problem
v

The 1973 edition.of Accident Facts shows that in 1972 young drivers
(under 25) accounted for 21, 6% of the licensed drivers in'the- cou.ntry. Yet,
they constituted 35, 5% of drivers involved in fatal accidents and 36.5% in
all dccidents. €Elearly young drivers pose a particularly large traffic safety
problem., Further, these f1gures represent an increase from the 1971
figures which were 33. 8% (fatal) and 35% (a11) respectively. <

¥

»

While no one ser10us1y suggests that young drivers are not over1nvolved
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~involvements with the number of.drivers. By this method, we have the

o

" in traffic accidents, the extent and nature of the overinvolvement remains

4n experimental issue. Measurement of this overinvolvement has taken
three quite,distinct methodological paths, each with its own problems, yet
each highly suitable for obtaining certain types of answers. The first and
most straightforward approach is to simply compare the number of accident
figures presented above. Namely, young drivers constitute only 21. 6% of the
drivers (nationally) yet they are involved in 36. 5% of the acciderts., This™
represents an overinvolvement.on the part of young drivers by a factor of
69%. In other words, they are involved in 69% more accidents than would

be expected-from their frequency in the driving population. The comparable
figure for fatal accidents is 64%. Goldstein (1971) reviewed accident data

for the period 1964-1970 and found youth overinvolvement rates of 63% for

all accidents and 59% for fatal accidents.

This approach to accident involvement has been rgferreﬂd to-as '"absolute
risk'' by Coppin et al.’ (1965). They argue that regardless of annual mileage,
percentage of night driving or any other variable, this measure provides a
direct index of the driving liability or public risk posed by any segment of
the driving population. As such, it is essentially the most appropriate
measuring technique for the auto insurance industry and has also been used
by licensing authorities. The point being that by itself absolute risk is a -
valuable statistic. ' :

The central problem with absolute risk is that it does not take into
account the' amount and nature of the driving exposure. One cannot, for in-

stance, conclude thatan overinvolvement rate of 9% means that young drivers .

as a group are poorer drivers. While they do pose a greater absolute risk
to society, this greater risk could just as easily have been generated by .
69% more driving. To control for, this problem, several investigators have
examined accidents in terms of accidents per miles driven. The results -
from these kinds of analyses have typically shown that even after mileége
adjustments, the voung driver remains overinvolved. Pelz and Schuman
(1971), for instance, compared male drivers aged 16-24 with male drivers-
aged 35-44, Their results showed that the older males accumulated more
miles per year than did the younger males, yet had fewer accident involve-
ments. 'Clearly, any correction on the basis of miles driven would increase
the magnitude of the young driver overrepresentation, Other researchers

have reached similar conclusions (see, e.g., Lauer, 1952; Burg, 1967).

The accidents per mile technique, unlike the absolute risk technique,

‘atte mpts to ansWwer questions concerning the quality of driver performance.

Essentially, it assumes that people who drive more miles should have more
accident involvements. There are, hewever, other exposure variables be-
yond simple mileage that have an impact on accident rates. Night driving, for
instance, .is ‘generally considered more hazardous than driving during day-
light hours. Road features also influence the extent to which the driver is

«
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 exppsed to risk., Since the life style and behavior patterns of youth differ
from middle aged- 1nd1v1duals, it 1§ quite 11ke1y that simple mileage estimates )
will not fully equate %“oung and old drivers in terms of exposure to r1sk.

Campbell (1964) presented findings that suggest that there may, in fact,

be radical differences in the characteristic of youth exposure versus the ’
exposure of older drivers. He analyzed data from 32,387 injury accidents.
The results showed that young drivers (aged 25 or less) had a higher per-

' centage of their accidents on weekends and during the night hours. The
largest differences appeared in the day versus night findings.

Controlling for eXposu.re to risk, as distinct from simple exposure in
terms of mileage, has been attempted both statistically and experimentally.®
Pelz and Schumann (1971), for instance, report on one such statistical
technique termed the Multiple Classification Analysis, This is a multiple ~
regression technique that generates weights for a variety of exposure var-
iables such as percent hi_ght drivipg, nufnber_ of tripé, hours driving, etc.,
and adjusts the accident data accordingly. The problem, of course, is to
ensure that all of the relevant exposure variables are included in the analysis:
and that there is sufficient data of sufficient quality to obtain reliable answers.
Experimental methods have employed the roadside interview of similarly

- exposed, yet non-involved drivers, as a control group for comparison with
the accident involved drivers. The concept here is that drivers passing an
accident scene at the same time of day, same day of week a\ré exposed to
same road characteristics to the same degree as the accident involved
drivers. Thus, experimental control of exposure can be directly obtained.

McCarroll and Haddon (1962) compared 43 fatally injured drivers with
258 non-involved drivers pa#ssing the same accident site (6 nop-involved )
drivers per site) in the same direction, during the same time of day and
day of week. . While this was a landmark study concerning alcohol involve-
ment in fatal crashes, no difference was found between the ages of the
fatally injured drivers versus the non-involved drivers. The sample size,
however, was small. The most comprehensive study of this type was done
by Borkenstein et al. (1964). They gathered data for over 9,000 accident
involved drivers and over 7,800 non-involved yet similarly exposed drivers.
Results from this massive effort with, respect to young drivers have recently
been presented by Zylman (1973). The first analysis conducted by Zylman
involved the absolute risk technique discussed above. It showed that young"
drivers (15-24) were overinvolved by a factor of 80%. However, when com-
parisons with similarly exposed non-involved drivers were made, the over-
involvement rate dropped to 49%. Thus, there is some evidence to suggest
that young drivers drive at more hazardous times and places than older '
drivers. Nevertheless, they are still overinvolved in accidents beyond what
could be expected from exposure variables and must be considered more
dangerous drivers, .

-

U
In summary, the young driver is overinvolved in accidents. The most

30" ’
ERIC - | T




recent figures show that young drivers are involved in 69% more accidents

than would be expected from their frequency in the total driving population.
This figure is up from a 63% average in the late 1960s. When this accident
data is controlled for miles driven, tne young driver (especially the very

~ young driver) ternds to look worse. Greater control over exposure variables
 can be gained with roadside interviews of non-involved drivers. Although a

very conservative' experimental technique, the most complete data avail-
able still show a youth overinvolvement rate of 499, Clearly, regardless of
measurement technique, the young driver is a significant safety problem.,

B. Personality and Background Characteristics of the Accident Involved
Youthful Driver '

-

Several studies have attempted to diff¢rentiate between the accident in-.
volved young driver and the accident free young (and old) driver. While no
at'ocemptqshall be made here to summarize all of these findings, the more
recent and most relevant data will be referenced. More complete reviews
of this literature can be found in Harrington (1971) and Waller (1971). This
literature displays a remarkable degree of internal consistency and provides
a relatively clear picture of the problem. Simply, these young people ''drive
as they live''. A variety of deviant or delinquent social, behavioral and
personality characteristics have been shown to be related to poor driving
records. Whereas, desirable or valued characteristics are typically related
to good driving skills.

Beamish and Malfetti (1962) studied 84, 16-19 year old males who each
had at least two traffic violations. These subjects were compared with 186
subjects who had not incurred a traffic violation. The results from a series
of psychological tests showed that the traffic violators scored lower on the
variables ""emotional stability’!, "objectivity, ''mood', and '‘conformity'.
They also rated their pérents as less ''politically active''. There was also
e vidence that the violators scored higher on the MMPI Psychopathic Deviance
scale. Earlier work (Brown and Berdie, 1960) with a larger sample found a
significant relationship with this scale and both accidents and convictions
among male. college students. '

, Schuster (1971) gompared young problem drivers with young average
drivers, He found that the problem drivers scored lower on a driver attitude
scale, and lower on "sociability''.

Several studies have related poor driving records to poor academic per-
formance. Carlson and Klein (1970) examined the driving records, academic
performance and police contacts for 8,094 male undergraduates. The results
showed that traffic convictions were related to poor academic performance.
Further, regardless of absolute academic performance, underachievement
was a key variable in this relationship. The number of convictions on an
undergraduate's record was positively correlated with the number of convic-
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. tions on his father's réCord, and the number of times the undergraduate vio-

lated other (non-traffic) laws, However, as a group, the undergraduates
had better driving records {accidents and violations) than young drivers in
the general population.

Kraus et al. (1970) interviewed 205 accident involved young drivers and
205 matched controls. This Canadian study identified 4 "risk factors' each
of which was found significantly more often among the accident gro up than
among the control group. The factors were: :
. Failed one or more grades in or before grade 8 or had been in
* a vocational high school course.

>

. Became a regular cigarette smoker at or before age 16.

Had first full~time émployment exglusive of school vacation time
at or before age 17 and before obtaining a driving license.

‘e

. Had been charged with a criminal offense. ) o .

~ Pélz and Schumann (1971) interviewed nearly 1700 young men concerning
various aspects of their driving, personality and background. Analysis showed
that several variables wvere related to problem driving. High levels of
"hostility", (e.g., feelings of anger, peer pressure, etc.) were related to

increased crash and violation (to include warnings) involvements. Those who

had left school were more involved in crashes and violations. Driving moti-
vation was also an important factor. Variables such as '"driving after argu-
ment", "distracted driving', "escape driving' and ''competitive driving' were
significantly related to both crashes and violations. In general, these results
showed that many forms of deviance or maladjustment in youth were related to
problem drijving, g s

- Y
'

Perhaps the most extensive study of young drivers is that of Harrington
(197}). Driver records for 13,915 young people ‘in five California counties
were analyzed. This data was supplemented by school records and some
interviews, The results were in general agreement with previous research,
and expanded several known relationshipé with the larger data base. Signifi- .
cant correlations were obtained between accidents (and convictions) and several
biographical, background, etc., variables, Poor school adjustment, poor
academic achievement and cigarette consumption were all related to increased
accidents. A teacher rating of ''citizenship' was the best predictor (i.e., high-
est correlation) with driving record. This variable can be thought of as a
composite of social responsibility, personality and accéptance of established
norms, In short, those young people who were least dev1an$, least delinquent,
generated the best driving records.

A great deal of literature beyond what has been cited here bears directly
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on the characteristics of the young prdblem driver. .It shows that several
more personality and background variables are related to problem driving.
These variables, as the ones cited above, all tend to depict the young prob-
lem driver as somehow out of the ideal mold or stereotype of the well adjusted
young adult. Of course, correlation does not necessarily mean causation and
thus this body of literature does not tell us how to solve the problem. The
only inference we can draw is that better socialization or generally improved
mental health of young people would probably be good for highway safety.

Many of the studies cited had as their basic purpose for conducting the
research the pre-identification of the young problem driver. While most un-
covered statistically‘ significant personality/background and driving correla-
tions, few of these correlations were Sf a level to be of practical significance
to safety authorities. Harrington»(l()?l) for instance found'a multiple corxe-
lation between ''biographical'' variables and accidents of only .25 for males.
Generally speaking, the best predictor of future driving remains prior driving.
In other words, the newly licensed young driver must first become a problem
driver before he can be identified and helped. Further, some seriously mal-
adjusted youth may be identified through other agencies (e.’g. , police records,
mental health records). However, for the present, safety authorities must
either apply youthful countermeasures on a broad scale or wait until the
young driver has acquired a poor safety record. :

.

C. Characteristics of Youthful Driving

' The one-overriding characteristic of young male driving is excessive
speed and associated recklessness /risk-taking. The young. male has been
characterized as using his driving as a2 means of satisfying his needs for
power, excitement and general acting out of repressed impulses and frustra-
tions. The automobile, for many young men, serves a much broader func-
tiofi than simply transportation. It is this broader role which makes the
young driver a unique highway safety target audience, and adds a great deal
of complexity to traditional countermeasure techniques.

In 1969, the New York State Department of Motor Vehicles drew a sample
of nearly 1 million driver abstracts from their computerized files. As shown
in Table I, a total of 72,455 abstracts were for males aged 20-24., These
abstracts contained 33,499 convictions for speeding. This is nearly one
conviction for every two young male drivers. The nearest other group was
the 25-29 year olds (29,893 convictions for 68, 104 drivers). The data on
a New York State driver abstract covers a period of three to four years. In
this case, 1966 to mid-1969. Thus, it is not surprising that 16-19 year olds
had not accumulated many convictions, since most of them had been driving
for only one year. Nevertheless, the conclusion is clear-—exceséive speed

is a major problem among young drivers.

. - .
Number of speeding convictions by itself, however, does not necessarily

33
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,Dis’tribution of~Conv‘ictions‘ for Speeding
by Age from a Sample of 980, 860
New York State Drivers for.the Period 1966-mid 1969

Table I

No.. of No. of Speeding Convictions
Age Sex Drivers Convictions Per Driver
L4 *
16-19 Male 28,912 . 3,399 .12
Female 18,486 431 .02
20-24 Male 72,455 33,499 .46
Female 52,445 6,195 .12 5
25-29 Male 68, 104 29, 893 .44
* Female 50, 783 5,183 .10
30-34 Male’ 56,909 19, 154 .34
Female 40,720 3,082 .08
35.39 Male 53,747 14, 361 .27
Female 38,716 2,777 .07
 40-44 Male 57,781 13,748 .24
Female 41,875 3,033 .07
45-49 Male 56, 860 12, 200 .21
‘ Female 40,607 2,815 .07
50-54 Male 49, 967 9,103 .18
Female 35, 076 2,031 .06
55-59 Male 44,720 6, 581 .15
Female 27, 892 1,224 .04
60-64 Male 38,623 4,465 .12
20,431 688

MSpurious, since these drivers were not on the road for the full 3-1/2 years.

34
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. ‘ _ : Table I (Continued) ) . B

Distribution of Gonvictions for Speeding
by Age from a Sample of 980, 860
New York State Drivers for the Period 1966-mid 1969

No. of No. of Speeding Convictions

Age Sex  Drivers Convictions _~ Per Driver
65-69 Male "28,442 2,276 .08
Female 12, 546 - a326 - _ .03
70-74  Male 18,532 - 1,019 . 05
Female 7,528 154 .02
75 + Male 14,128 . 450 ~ .03
Female 4,575 57 : .01

, | 35 :
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mean that speed is a major factor in youth crashes. Data on this aspect of

the problem are available from several sources, In general, it can be said \
that youth crash involvements more often are associated with greater speed -
prior to the crash. The National Safety Council (1964), for instance, reported
on 1956 crash data for drivers judged to be responsible from Vermont. These
findings based on 10,678 crashes showed that the modal speed prior to the
crash for drivers 20 years of age or less was 31-40 miles per hour. For
drivers 21-34 years of age, thé modal speed was 21-30 miles per hour and
for drivers 35-44 years of age the modal speed was 11-20 miles per hour.
Older drivers, 45 years of age or more, had a modal speed of 0-10 rmiles

per hour. Data from California for 1958 also shown inthis National Safety Council
(1964) report, indicates that young drivers (20-24 years of age) are more
often at fault in a crash due to speed than any other age group.

In summary, this section of the report has taken a brief look at youthful
driving. It was concluded that young drivers are overinvolved in accidents
regardless of any corrections for differential exposure. Further, those
young drivers who are in some way maladjusted, alienated or otherwise de-
viate from established behavioral or emotional norms tend to have the poorer
driving records. And lastly, problem driving among young people is typically
characterized by excessive speed and associated risk-taking. The young
driver has been defined as being under the age of 25. However, as the work
of Kaestner referenced at the beginning of this section has shown, ''youthful"
problem driving may continue well info middle age.

5;‘».
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II. DRINKING AND DRIVING AMONG YOUTH

The first section of this report dealt with the drinking habits of young
people, the second with their driving, Enough young people have drinking
problems and certainly enough young people have driving problems to
suggest that the joint occurrence of drinking and driving deserves consider-
able attention. This section will examine the extent to which young people
drink and drive, the magnitude of the problem and its characteristics.,

v

A. Frequency of Drinking/Driving Among Youth ;

Data concerning drinking driving among youth has been obtained under
at least three different experimental techniques. The most obvious is, of
course, to simply review accident and violation records. However, while
this technique provides information on driving problems associated with,’
alcohol, it is not really suited for providing information on the absolute
number who drink'and drive.” It does not, for instance, provide information
on the number who drink and drive yet do not have associated accidents or
convictions. Two other techniques, however, do attempt to assess the prob-

lem more directly. The first is the interview technique. o

Wé)lfe (1971) interviewed 504 residents of the ﬂenver, Colorado area
aged 16 and older. He found in this household survey, that 26% of those .
aged 16-20 and 7% of those aged 21-30 did not drive, Another 21% (aged
16-20) and 9% (aged 21-30) drove, but abstained from alcohol. Thus 53% of
the 16-20 age group and 84% of the 21-30 age group were potential drinker
drivers. Of these, 48% of 16-20 year olds and 64% of the 21-30 year olds
did report at least some driving after drinking. Interms of the totzl sample
(i. e., including non-drinkers and non-drivers), 26% of the 16-20 year olds ’
and 54% of the 21-30 year olds did report driving after drinking. .In the
31-64 age group, 50% of the people interviewed reported driving after drink-
ing. These figures suggest that the very young driver is underrepresented
in the total drinking driver population. However, those aged 21-30 are, if
anything, overrepresented and further analysis shows that they contribute
more than their share of those reporting "frequent drunk driving'.

Similar data is available from a household survey conducted by Gerstel
et al, (1970). They interviewed 1,439 people in Mecklenburg County, North
Carolina (Charlotte area). The results showed that males tended to drink
more and drive more than females. FPeople from urbanized areas drank
more than people from rural areas, however, the overall level of drinking
was lower than that found in the Denver area (fully 51% of the sample reported
being abstainers). Males in the 16-29 age group reported the greatest amount
of drinking (4 or more drinks) and driving than males in the other age groups.
Depending on interview technique, it was estimated that between 20% and 30%
of the males aged 16-29 who drive and drink were on the road above . 10% BAC
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during the past year. Both the Mecklenburg study and the Dewer study point
to the fact that drinking and driving cuts across all levels of socioeconamic
status. In fact, in Mecklenburg, drinking'and driving was most prevalent
among odllege graduates followed by high school graduates followed by those
with less than a high school education.

" The most.iiirect technique used to assess the amount of drinking driving
is to actually stop motorists on the road and test for alcohol. Relatively few
studies of this type have actually been conducted, and the data which is avail-
able are not based on samples of the entire driver population. Thus, they do
not provide definitive answers. Nevertheless, a great deal can be learned
from the available research.

The usual sampling plan for studies of this type is to stop motorists
passing an accident site at the same time of day, same day of week during
which a previous accident has occurred. In other words, this technique looks -
at the population at risk at specific places, at specific times_of day, days of
week., It does not attempt to assess the entire driving population.

The largest and probably best known research using this technique is
that of Borkenstein et al. (1964), The results from this Grand Rapids,
Michigan study for male drivers stopped at random (same time of day, day
of week) at previous accident sites are shown in Table II. These results
show that 12% of the males had been drinking and 16% of the drinking males
were under 25 years of age. This appears to be a slight underepresentation
of young males in the male drinking driver population since during the period

-covered young dfivers (male and female) accounted for approximately 19%

of the licensed Arivers in Michigan (see Zylman, 1973). Further, while young
males accounted for only 16% of drinking drivers, they accounted for 23% of
the non-drinking drivers. These figures also show that the young dr1nk1ng
driving male tends to show lower BACs than the older drinking driving male.

Unfortunately, these overall figures do not present the entire picture
from the Grand Rapids data. First, while young driveérs as a group may be
underrepresented among drinking drivers, the bulk of this difference is
accounted for in the under 20 age group. The 20-24 year olds appear to be .
drinking and driving at a rate equivalent to the older males. Second, analysis
of this data by times of day yields some important differences. Zylman (1973)
presented data from the Grand Rapids study for all drivers (male and.female) -
stopped at random during the 9 p. m. to 12 midnight time period. These re-
sults showed that 17% of the drivers had been dnnklng and fully 22% of these
were in the under 25 age group. This increase in young drinking drivers was’
due mainly to a large increase in the total number of youhg drivers. During
this time period, 40% of the drivers stopped were under 25 years of age.

While thée Grand Rapids data is quite extensive, it is also several
years old. More recently, Waller'et al. (1972) randomly stopped drivers in
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Vermont, Data were collected between, 11 p.m. and 2'a.m. on Thursdays,

Fridays and Saturdays. A total of 14 sites were used, each chosen from

prior DWI arrest and alcohol crash patterns so as to maximize the number &
of drinking drivers among those randomly stopped. The results O&f this %
research are shown in Table III. They show that 32% of the drivers stopped

had been drinking and 41% of these were under 25 years of age. As in the

Grand Rapids data, young drinking drivers tended to have lower BACs than

older drinking drivers and the 20-24 age group had more dr1nk1ng dr1vers-

than the under 20 group. : , . ,

A . The roadside interviews attempt to examine 'all levels of BAC from). 0.0%
to fully intoxicated. Another way of approaching this problem, however, is
through arrest data. Arrests have the feature of chemica] test data, but
by and large involve only those drivers”who have consumed enough alcohol
to be charged with driving while intoxicated. Further, there is no pre-defined
samphng plan for arrests and each arrest is dependent on the _]udgment of the.
arresting .officer and the discretionary and other’ facfors affecting this judg-
‘ment. Nevertheless, this data can be of some interest.

Ulmer and Preusser (1973) examinéd BAC data by age for all alcohol
related traffic arrests in Nassau County, New York during 1972. (fﬁeir
results are shown in Table IV. It can be seen in this table that the largest
single age category was the 20-24 yeaT olds while at the same time the 15-1
year olds were: appanently underrepresented. Further, the BACs for these
young drivers tended to be lower than for the qQlder drivers. Both of these
f1nd1ngs are quite.consistent with the roadside data presented above.

[ 4 . .

B. Drinking/Driving and Non-Fatal Crashes Y

+

!

o + Alcohol involvement in non-fatal crashes is particularly difficult to .
¢ termine. Some studies rely on the investigating officer's judgment, som N
on interviews of ihvolved drivers. Chemical testing of drivers at the time of
the accident typically dccurs only when an arrest on analcohol charge ir
made. An importaht exception to this is the Grand Rap1ds study which did
test accident involved’ dr1vers at the accident scene regardless of arrest.

L . . ' :

Theré are several studies in the literature which show that young drivers
who drink are more likely to be involved in traffic accidents. Harrington
(1971) asked 9, 391. young California drivers aged 16-19 to rate their personal
drinking habits as compared with their peers. The driving records for each
of these subjects were obtained and compared with this self-reported measure
of drinking behavior. The results, presented in Table V, clearly show that
self-report of heavier drinking is related to both more accident involvements
and traffic convictiong. However, this is not necessarily a causal relation-
ship since heavier drinking could bé associated with exposure variables.
Parenthetically, this table also shows that.males rate themselves as heavier
‘drinkers more often than females and males have more traffic involvements.

T
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" In other words, as previously cited research has shown, the drinking driving-

problem tends to be a male proble_m.

Another study using e_'ssentiallyvthe same.approach is that of Barmack
and Payne (1961). They investigated 138 airmen (mean age was 23 years)
who had injury-producing off-duty motor vehicle accidents and compared
them with a control group who did not have injury-producing accidents. The
results showed that the incidence of self-reported heavy drinking and driving
was twice as great in the accident group as in the control group.

Pelz and Schuman (1973) were able to carry this technique further than
previous investigators. They interviewed nearly 1700 young men in South-
eastern Michigan and, as in previous research, found that heavier drinking
was related to increased accident and motor vehicle violation (to include
warnings) rates. The key aspect of their research, however, was that they
were able to separate that subgroup of young men who were either strongly
"hostile'' or strongly ''alienated'' or both from the entire sample. The re-
sults showed that: ‘

""At'each age level between 16 and 24, members of this subgroup
("hostile''.and/or “alienated') were more likely to drink, or to drink
heavily, than the remainder. Among them, furthermore, the rate
of crashes and especially of viola'.tion-plu“s -warnings rose steadily
with increased frequency and amount of drinking. Among the re-
mainder who were neither hostile nor alienated, however, drinking
behavior showed little relationship to driving infractions.' (p. 2)

This result clearly suggests that there is a strong interaction between drink-
ing, driving and personality factors among young people. Or, in somewhat
different terms, drinking and driving can only be fully understood when one
k..ows who is drinking and driving. ’

The most direct evidence available on the youth crash alcohol probl=m
comes from the previously cited Grand Rapids study of Borkenstein et al.
(1964). Data for control subjects in this study were given earlier. This
section will look at the accident or experimental subjects, 5,988 of whom
were tested for alcohol close in time to the actual crash. The results for

' the male accident subjects are shown in Table VI. It can be seen from this

table that nearly 19% of the accident involved drivers had been drinking. Of
these, 24% were under 25 years of age. Based on an estimate of the total
number of licensed drivers in Michigan at that time, this figure represents

a slight overrepresentation of young people in the alcohol crash population.
Most of this overrepresentation appears to be coming from the 20-24 age
group. Also from the table, it can be seen that the young drivers are greatly
overrepresented in the sober crash population. In fact, fully 37% of the
non-drinking drivers were under 25 in this study (see also Zylman, 1973),

Table VI also shows the distribution of BACs for these drivers. These
| 11
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Table VI

Summary of BAC DatZ by Age for _

Accid_ent'Ihvdlved Male Drivers from
Grand Rapids Study

(Borkenstein et al. ,‘ 1964)

AGE ' ‘ BAC Total %
.00% .01-,04% .05-,09% e 10+% Drinking
Under 20 15.69% .90 .39 .19 1.48
20-24 14. 28 1. 35 .62 .96 2.93 -
25+ 51,32 5,24 3,08 5.96 14. 28
‘ J
TOTAL 81.29 7.49 4.09 7.11 18. 69

*Entries are percentage of the moxe than 4,600 male accident involved
drivers falling in specified BAC and age interval.

45
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results are perhaps the most interesting. They show that older drivers had
47% of their alcohol related accidents when they were at .10% BAC or more.
The 20-24 age group had only 33% of their alcohol related accidents at'these
high levels, and surprisingly, the comparable figure for the under 20 age
group was only 13%. In other words, age appears to be highly correlated -
with BAC in the alcohol crash populat1on. .

Using the BAC data from the accident subJects and the control subJects,
the investigators were able to calculate what they termed an ''accident vul-
nerability ratio'. Essentially, it is the ratio of accident drivers to control
drivers for each age group at each BAC level. An accident vulnerability ratio,
or A-VR, of 1.0 says that there are no more or less accident drivers than
control drivers in that age and BAC category. A-VRs less than 1.0 indicate
that there were fewer accident drivers and A-VRs greater than 1.0 indicate
that there were more. For instance, an A-VR of 5.0 indicates that there
were five times as many accident drivers than control drivers within that
specified age and BAC interval. Or, in other words, an A-VR of 5.0 suggests
that these drivers are five times more vulneraRle to an accident than the
general population of drivers on the same road at the same time of day, day
of week. The sampling distribution of this ratio has not been studied and
thus parametric tests of statistical significance are not possible. Neverthe-
less, this ratio can prove highly instructive.

Figure 1l shows the accident vulnerability ratio plotted by age for several
BAC intervals. Looking first at the .00% BAC curve (i.e., non- ~drinking) it
can be seen that young drivers (and old drivers) are more vulnerable to an
accident than are the middle aged drivers. The fully "intoxicated' drivers
(. 10+% BAC curve) are all much more vulnerable to an accident than the
non-drinking driyers although the shape of the curve is essentially the same.
That is, the most serious effects are with the young and old. The two middle
BAC curves (.01 - . 04% BAC and .05 - .09% BAC) are by far the most inter-
esting. The first, .01 - 04% BAC, shows that very young drivers are far ;
more vulnerable to an acmdent (A-VR - 7.33 for under 18; A-VR - 2.29 for |
18 and 19) at this level of alcohol consumption while the middle aged drivers !
may actually be less vulnerable (A-VR ranges .56 - .71 for age categories |
35-69). The same pattern, although not quite as dramatic, can be seen in ‘
the .05 - .09% BAC curve. Clearly, the young driver and especially the |
very young driver is having trouble controlling even the lowest levels of |
alcohol consumption. Carlson (1972) has come to essentially similar con- |
clusions with more recent data, He attributes the difference to driver in- |
experience, both in drinking and in driving. |

C.. Drinking/Driving and Fatal Crashes

Alcohol involvement in fatal crashes is far easier to determine than in
non-fatal crashes. Many jurisdictions in the United States as elsewhere have
for several years been testing fatally injured drivers for eévidence of alcohol
‘ ]
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in their blood. This work is typically done by the State or County Medical

Examiner as part of a routine autopsy on highway deaths. This kind of in-
formation can be used in two different ways. First, it can be used to esti-
mate the extent of alcohol involvement, by age,-in fatal crashes. This can
be done both in terms of alcohol involvement versus no alcohol involvement
and in.terms of alcohol involvement versus the driving population. Second,
this data can be used to estimate the BACs of the fatally injured drivers who
had been drinking. The results show that:
’ el
. Young drivers are overrepresented among fatally injured drivers
who had been drinking

. Percent alcohol involvement for fatally injured young drivers is
high and is especially high in the 20-24 age group

. BACs for fatally injured young drivers tend to be lower than for
middle aged drivers

These results generally parallel the results presented earlier for non-fatal
crashest However, there is a geheral tendency for the alcohol-related fatal
data to show a larger overrepresentation of young drivers. This could be
due to any or all of several factors. First, the fatal data is more recent,

_than the Borkenstein et al. (1964) results and could be réflecting a general

increase in drinking and driving among young people. Second, methodolo-
gical problems could be involved. Specifically, it is'known that middle aged
drivers have proportionately more multiple vehicle fatal crashes than young

"drivers (see, e.g., Rosenberg, 1973). In a multiple crash, any one of

sever’%;}(aople could be fatally injured, not just the drinking driver. Thus
the datd may not fully reflect the number of alcohol-related fatal accidents
involving middle aged drivers, since evidence of drinking is typically ob-

tained only if the driver himself has died. The third possibility is that

young drivers, prone to speeding and reckless driving, tend to have more
serious alcohql crashes. In any event, the data do show a serious problem
with alcohol-related fatals among young drivers.

Table VII shows the distribution of fatally injured drivers in Nassau
County, New York for the period 1967-1971. There are two important aspects
of the data shown in this table. First, the estimated percent of alcohol in-
volvement for fatally injured young drivers in Nassau ‘County is 59% for the
under 19 age category and 64% for the 20-24 age category. These estimates
were obtained by taking the number with positive blood alcohol concentra-
tions and dividing by the total number tested. They indicate that more than
half of these young drivers had been drinking prior to their crash. This is
quite comparable with data from the middle age drivers. It is only in the
60 or older categories where alcohol involvement drops markedly.

The second aspect of the table data, though, is8 more important. Simply,
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- ' ~ Table VII

"

Distribution of Fatally Injured Drivers in Nassau County
1967-1971% by Age and Presence of Alcohol**

Autopsy Findings

R ' Blood Alcohol ‘ © Estimated
; Positive Zero \ E Percent Alcohol
Age Tox Tox No Test Total Involvement
19 or less C 23 16 1 40 59%
20-24 g - 21 . 10 69 647,
25-29 A 26 12 2 40 68%
30-34 . - 16 6 4 26 73%
35-39 | 18 -7 10 5 33 : 64%
40-44 o 10 12 8 .30 45%
45-49 | ' 17.. 15 6 . 38 53%
50-54 | 12 15 7 34 44%

- 55-59 8 11 4 23 _ 42%
60564 | 4 14 7 25 22%
65-69 2 6 3 11 25%
70 or ﬁlore; 2 7 8 17 22%

Postive Tox - Had been drinking prior to crash
Zero Tox - Had not been drinking

‘No Test - Under fourteen years of age or surv}ved
more than 24 hours

’
L]

3

" 1972 not included because of possible Biasiné effects due to the presence
of the ASAP. : ‘

3
3

e o
Adapted from data collected as part of the Dunlap and Associates, Inc.
evaluation of the Nassau County Alcohol Safety Action Project.
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the absolute number of confirmed alcohol involved: (i.e., positive test re-
sult for alcohol), fatally injured drivers was 23 in the 19 and undey age
group and 38 in the 20-24 group., This means that 13% of all dr1vers killed
were 19 or younger and 22% were 20 to 24 years of age. Statewide, only

7% of the licensed male drivers are 19 or younger, and only 12% are 20-24, *
In short, it appears that young drivers are overrepresented by a factor of
nearly two based on licensing data.

One possible biasing factor in this analysis is that there may be many
more young people and perhaps young drivers than appear on the state
license files. However, the population data for the Nassau-Suffolk region
(Suffolk is a neighboring, less populated, New York State County) suggest
that this is not the case. On the contrary, in the Nassau-Suffolk region,
there is a drop in population from about the age of 19 until the age of 35,
This may be seen in Figure 2 which has been taken from the 1970 U, S
Census. s

Other work validates and extends the Nassau findings. Thesg data,
collected as part of the evaluation of the New Hampshire Alcohol Safety
Action Project, are shown in Table VIII. The age breakdown is in terms of .
under 25, and 25 or over. The percentage of alcohol involvement for the
fatally injured drivers was estimated in the same fashion as with the Nassau
data. The results were that for the three year period, 1969-1971, an
estimated 62% of these fatally injured young drivers had been drinking.

This figure is virtually identical to the Nassau data. The absolute number
of young drivers, however, is higher. The number of confirmed alcohol .
involved fatally injured drivers was 54 in the under 25 age group and 89 for -
the 25 and older group. Therefore, 38% of these ''had been drinking'' drivers
were under 25 years old. Yet only 18% of the licensed drivers (as we11 as
male licensed drivers) in New Hampshire are under 25, * %

In Nassau County, the young driver was overrepresented among fatally
injured, alcohol involved, drivers by a factor of nearly two. In New
Hampshire', the factor is slightly more than two. In other words, the
'"absolute risk'' of a young driver becoming an alcohol-related fatally in-
jured driver is twice as great as the absolute risk in the remainder of the
driving population. The data used to estimate these factors were based on
autopsy reports and number of licensed drivers, Estimated percent alcohol
involvement for fatally injured young drivers was virtually identical (about
62%) in both regions. Parenthetically, it should be noted that in Nassau,
93% of the fatally injured drivers who had been drinking were male.

s

*Data provided by the New York State Department of Motor Vehicles.

*%*Data provided by the New Hampshire Department of Motor Vehicles.
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. Table VIII

Distribution of Fatally Injured Drivers in
New Hampshire 1969-1971% by Age
and Presence of Alcohol¥**

L e

Autopsy Findings
Blood Alcohol

, ) Estimated
Positive Zero - Percent Alcohol
Age , Tox Tox No Test - Total Involved
Less than 25 54 . 33 38 125 62%

25 and older 89 46 50 185 ’ 66%

Positive Tox - Had been drinking prior to crash
Zero Tox - H,ad'no‘t been drinking

No Test - Similar to Nassau, but varies on a éounty . »
- by County basis.

afs .
3

1972 not included because of possible biasing effects caused by the
presence of the ASAP. ' )

#%Adapted from data collected as part of the lap and Associates, Inc,
. evaluation of the New Hampshire Alcohol Safety Action Project. ’
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Similar kinds of data are avan\dble fron other jurisdictions. ‘The Suffolk
County (New York) Traffic Safety Board (1972) published data on fatally in-
jured drivers for the five-year period 1966-1970. The results- showed that
57. 19 of the fatally injured drivers aged 20 and under who were tested for
alcohol, and 67% of the 21-29 years age group had been drinking. Data
from the State of Washington for the year 1970 shows that 40% of the fatally
injured drivers who had been drink nj were under 25, again an overrepresen-
tation of young drivers by a factor of roughly two. '

Thus, far, the data presénted has not shown the BACs of these fatally
injured drivers. For Nassau County, mean BAC by age for fatally injured

drivers who had been drinking can be seen in Table IX. This table covers

the period 1967-1970. It can be seen from this table that younger fatally
injured drivers who had been drinking tended to have lower BACs than
middle aged drivers: -

Some fatally injured driver BAC data are also available from other
parts of the country. Baker and Spitz {1970), for instance, analyzed BAC
data for 328 drivers who. died within 6 hours of a crash in Baltimore, Mary-
land from 1964-1968. They found that 40% of the under 20 year old drivers
had BACs greater than or equal to . 10% wt. /vol. whereas 59% of the 20-24
year old drivers and 57% of the 25-29 year old drivers had BACs of . 10%

. or more. Waller-(1972) analyzed BAC data for fatally injured drivers who

died within 6 hours of a crash in Alameda and Sacramento Counties,

California during "January through March and October through December,’
from 1960-1971'", His results for drivers who had been drinking are sum-
marized below: ) '

Blood Alcohol Concentration

Age o - , Less than . 10% . 10% or More
15-19 ‘ - 10 '_ 5 6
20-59 o 20 ' 144
> 60 . ’ e | 25

4

These data cléarly show that the young drivers, 15-19 years old, had lower
BACs than the older drivers. .

Rosenberg (1973) examined BAC data for 1, 154 fatally injured white
male drivers in Wisconsin (excluding Milwaukee County) during the period
February, 1968-April, 1971. The crashes were divided into; single car-
day, single car-night, double car-day and double car-night. Mean BAC
for all drivers (includes those who had not been drinking) was higher in

D0
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Table IX

~
N ¢

Mean Blood Alcchol Concentration by Age for Fatally
Injured Drivers Who Had Been Drinking in
Nassau County 1967-1970 '

o »

.
* -

- Mean Blqod Alcohol Concentration (Autopsy Findings)

( Age Baseline 1967-70

15419 . .11

20-24 . 14

25-29 - ' . .13

?.30-34 ' .16
35-39 U . .14 .

40-44 .18

45549 .18

. 50-54 ‘ . .17

.55-59 ) .14

: . 60-64 C 11
. 65-69 : S | S
©70 + .03
‘ .
4
L
.04
Y
co &
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single car crashes and in night crashes. Mean BAC in every crash categor& )
was lower for young drivers than for middle &ged drivers. : ‘

Table X summarizes the findings presented in this section on an entirely

| different set of data. The data came from the Minnesota Department of

| : Public Safety and cover the period 1969-1970. First, as can be seen from-
the table, 291 of the 510 fatally injured drivers who were tested during this
period had been drinking. A total of 120, or 41%, were under 25 years of
age. This figure is quite similar to that found in Nassau County, New York,
Washington State, etc. Second, percent alcohol involvement is highest in
the 20-24 agé'group. And lastly, the distribution shows that.youhg drivers
tend to have lower BACs than older drivers. ‘ :

D. Speed and Alcohol in Crashes

3

.1t has been shown that young fatally injured drivers tead to have lower
BACs than older drivers. Further, in non-fatal crashes, werymyoung drivers
were shown to be. as much as seven times more accident vulnerable in the
low BAC rarnges while middle aged drivers in the same BAC ranges may
actually be less vulnerable to an accident. The general explanation offered
< for both of these results i- that the young driver does not have enough driv-

" ing or drinking experience to control these lower levels of impairment. This
explanation has a great deal of face validity, ‘and is probably essentially
correct. However, it is felt that the concept."experience" may be an over-
simplification of the underlying causes leading to a youthful alcohol-related

- crash, ( '

Two previously cited studies are particularly relevant to isolating these

‘causes. First, Pelz and Schuman (1973) showed that drinking behavior was
related to accidents only for those young men who wete 'hostile'' or \ i
nalienated". Second, Kaestner (undated) showed that the driving records

" of middle aged fatally injured drivers were ‘'similar to the records of the

“young fatally injured drivers. He hypothesized that driver immaturity was
a key factor in fatal aceidents. Thus, it is felt that positive personality de-

velopment, or maturity, may be a key component of the "experience' required
to control these lower leyels of alcohol. In order to ''control' alcohol im-
pairment, the driver must first recognize the need for control and then decide
* to exercise it. In other words, the driver must actively compensate for
any impairment in his performance caused by alcohol. Unfortunately, the
very nature of alcohol and a typical reason for its consumption is to obtain
a release from inhibitions, strictures and normalized behavior. In other
words, for many it provides a release from controls. This should pose

particular problems for the young and/or immature driver.

The available data on alcohol crashes does not allow for a . determination -

.- -of exactly how important this release from control actually #s, or even if it  #
actually occurs. The data do, however, provide an interesting picture of S
S
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- Table X’

Fatally Ihju.red Drivers by Level of
Intoxication and Age for the Period

1969-1970 in Minnesota¥*

Estimated
_ . Percent
. ~Total . ' . ?AC‘ _ Total ~ Alcohol
Age Tested .01-.09% .10-,14% .15-,24% ,25+% Positive Involved
. 0-20 ° 108 15 14 23 3 55 519 .
21-24 86 .7 14 38 6 65 . 76%
25-34 96 . 8 | 9 - 33 16 66 69%
35-44 52 2 4 14 10 . 30 58%
45-54 68 3. 6 18 10 37  54%
55-64 52 . . 5 3 10 . 4 227 . 42%
65+ 48 6 16 316 339
TOTAL 510 | | 291 57%
N
| . ' e
*Adapted from The Drinking Driver, 1970 and 1971,
s . N
o | -
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the alcohol crash which is consistent with at least two hypotheses including
release from control. Pollack (1969) compared police estirnated speed’
immediately prior to a crash for 446 fatally injured drivers who had been
drinkipg and 375 fatally injured drivers who had not been drinking. The
results showed that the drinking drivers were generally traveling at much
faster speeds prior to the crash than the nondrinking drivers. For the
drinking drivers, 31% were traveling at speeds in excess of 60 miles per
hour, whereas only 14% of the nondrinking drivers were traveling at these.
speeds. ' ’

Research cited earlier showed that young driv ‘rs are more prone to
speeding violations than older drivers. Filkins et al. (1970) showed that
the young fatally injured driver (25 years or less) was typically traveling

" faster prior to the crash than the older fatally injurﬁi driver. Further,
e

this research also showed that high dri.ver BACs w strongly correlated
with high speeds prior to a fatal crash. The Filkins study also includes an
examination of the driving records of 1, 247 institutionalized alcoholics.

Mean riumber of accidents was : 65 per driver in this sample. However,
“mean number of accidents for -drivers who had one or more: speeding con-

victions was 1,13 per driver and mean number of accidents, for drivers who
had both speeding and drinking driving convictions was 1.84 per driver.

Barmack and Payne (1961) investigated off-duty injury producing motor
vehicle accidents for 138 airmen stationed at Lackldnd Air Force Base,
Texas. The results showed .that 89'(65%) of these 138 accidents occurred
after these airmen had been drinking (interview self-report of drinking).
Single and multiple vehicle accidents were .e.ach separated into '"had been
drinking'' versus "had not veen drinking'. As expected, the alcohol in-
volved accidents (i.e., driver had been drinking) tended to be single vehicle.
The data were further separated on the basis of the investigating officer's
assessment of the speed of the subject vehicle immediatély prior to the
crash. The categories were "'excessive (speed)'' and ''not excessive (speed)'’.
The results showed that the single vehicle, had ndt been drinking, accidents
involved excessive speed significanﬂy more often than any other type. These
results are tabulatcd below:- “

» Single Vehicle i Multiple Vehicle
Driver . Driver Not _ Driver : Driver Not
Speed Drirking *+ Drinking Drinking Drinking -
i (N=59)  ~  (N=18) (N=30) (N=31)
Excessive . 66. 3%, . 38.9% ‘ 33.3% 25.8%
Not Excessive .  33.7% 61. 1% 66. 7% o 74.2%

2.
##

5%
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The average age of the airmen in this study was between 23 and 24 years.

A more recent study, White and oClayton (1972), also provides informa-
tion concerning the alcohol/speed relationship in the young driver. This in-
formation-comes from data collected in North Carolina during 1966, 1968
and the first half of 1969. The investigators were interested in the relation-
ship-between driver injury and whether or not the driver had been drinking.
In order to appropriately handle the driver injury-no injury variable, these
iﬁvestigators found it necessary to separate the data by driver age and
estimated subject vehicle speed, Thus, it is possible to determine from -
this data, speed by age by had been drinking irrespective of any resulting
injury. The results of this re-tabulation are shown in Table XI. All data
were obtained by these investigators from the North Carolina Traffic
Accident Data File maintained by the North Carolina Department of Motor
Vehicles and met the conditions specified on the bottom of Table XI.

Several aspects of this data are important for the current purposes..
First, the estimated speed prior to an accident was greater for young
drivers than for old drivers. This was true regardless of police estimate
of had been drinking prior to the accident. Second, for all drivers, the
estimated speed prior to the accident averaged much more for the had been’
drinking accidents than the had not been drinking accidents. Third, the
interaction of excessive speed (posted speed limits were only 50-60 mph)
and alcohol is most pronounced in the young driver. Overall, 47% of all
accidents involved young drivers and 40% of the had been drinking accidents
involved young drivers. However, these young drivers were involved in

fully 55% of the had been drinking accidents with estimated speeds of 70+ :
mph. ) :

These findings lead to two possible interpretations. Either; 1) drivers
who had been drinking drive faster (consistent with release from control
hypothesis), or 2) the probability of having an accident after drinking goes

up exponentially with speed when compared with the probability of having
an accident after not drinking. Regardless of interpretation, however, the
- fact remains that the young driver, alcohol involved, accident very often
involves "'excessive'' speed.

o




) . Table XI

Speed Prior to Crash, Driver Age and Alcohol Involvement¥

Had Been Drinking

* Estimated Speed Prior .o Crash

Age | 30-39 mph 50-59 mph - 70 + mph
19 or younger 52 ' 331 404
20-24 108 801 898
25-54 506 - 15990 1,009
55 or older 91 148 27

Had Not Been Drnking

Estimated Speéd Prior to Crash

Age 30-39 mph 50-59 mph 70 + mph
19 or younger 1,089 3,923 922
20-24 979 3,712 633
25-54 2,906 7,365 343 .

55 or older 927 .. 1,298 17

Crashes occurred in North Carolina during 1966, 1968 and the first half
of 1969 and: ‘

¢ Weather - clear or cloudy Posted Speed - 50, 55 or 60 mph
Road Surface - dry Sex of Driver - Male
Highway Classification - U. 8w Estimated Speed - 30-39, 50-59,
N. C. or rural paved or = 70 mph (prior to accident) -~

xAdapted from: White, S.B. and Clayton, C.A. Some effects of alcohol,
age of driver and estimated speed on the likelihood of driver injury.
Accid. Anal. & Prev., 1972, 4, 59-66.

B
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IV. COUNTERMEASURE AREAS

The preceding sections have discussed the results of the litérature re--
view relative to young-drinking-driving per se. Evidence has been pre-
sented to show that this is, indeed, a problem of sizable proportions. Fur-
thermore, studies have been cited that indicate that this problem possesses
characteristics distinguishing it from the (generally adult) "problem" drinking/
driving phenomenon. These characteristics suggest that certa1n counter -
measures that have been applied. to combat ""problem" dr1nk1ng/dr1v1ng might
not prove effective against the young- -drinker-driver; on the other hand, they
raise the possibility of adopting certain new approaches that focus directly
on these special characteristics. In this section, a wide variety of counter-
measure concepts are discussed, followed by a review of relevant literature
that may shed light on their potential e'ffeétivenesg. The concepts developed
in,this section were used to'structure the data gathering effort detailed in
Part II of this report, i ) .

A, Discussion of Counteimeasure Concepts

In order to identify techniques that might prove useful to combat a 7
part1cu.1ar undesirable phenomenon, it is worthwhile to study the elements
involved in the development and maintenance of that'phenomenon. Figure 3
represents a simplified time-line diagram attempting to describe young-

- drinking-driving. It commences with the acquisition of the driving privilege
(or its 111ega1 usurpation), typically taklng place at a relatively young age.
This is generally followed slightly in time by the commencement of the RS
drinking privilege., Both privileges are then exercised in varying degrees,
and habits -formed. During this period, the young driver population sub-
divides into.thase Who combine drinking and driving and those who do not.
This subdivision is not entirely stable, at least 1n1t1a11y, and part1cular
individuals may shift from one category to another one or mbre times. The
subpopulation engaging in drinking and driving represents the problem under
study. They will continue to’expose themselves and others to accident in-
volvement until such time as they modify their behavior or manifest them-
selves to authorities equipped to successfully deter their reoffense.

The ultimate purpose of any countermeasure one might apply to the
young -drinking-driving problem is to affect the flow through the diagram
and increase the percentage of the population entering the block labeled .
"do not contribute to problem'., Each element in the diagram constitutes a
potential intervention area, where countermeasures may be applied to in-

" duce the desired flow. This subsection discusses intervention schemes that,
as a group, address all elements shown in the- diagram, '

"1, Countermeasures Involving Restriction of Driving

One approach to combating the young drinking driver problem

L 43. 60
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would be to restrict, in one or another'fashion, h1s driving privilege. This
paragraph discusses restriction of driving per se, without direct considera-
tion of drinking-driving. Potential countermeasures of this type are listed

and discussed below. ’ R

a

a. Increase the Minimum Legal Driving Age™
This countermeasure would attempt to reduce the involve-
ment ‘of youth in highway crashes by the simple expedient of keep1ng a seg-
ment of the present young driver population off the road, In fact, several
states and localities presently or formerly have established a relatively
strict legal driving age (e.g., 19 in New York City). The question posed
for consideration is whether this strict approach should be adopted on a
national basis.
‘ Few, if any, studies have been conducted on the effects of
varying legal age requirements on traffic safety. However, the following
observations may shed some light on the potential effectiveness and feasi-
bility of this countermeasure: : .
. Public support for ingreasing the driving age require-
ment likely would prove difficult to obtain, in view of
the current legal and attitudinal environment. For
example, several states recently have reduced the age
of majority from 21 to 18, Thus, there is a trend
toward extension, rather than restriction, of the
rights and privileges of youth.

. Assuming, ' then, that the maximum increase could be
to age 18, this countermeasure might have little direct’
effect upon the young drinking driver problem. Avail-
able data (e.g., Borkenstein, et al,, 1964) indicates
that alcohol becomes a noticeable causal factor in
crashes only at age 18 or higher, and does not have
a degree of influence comparable to that seen among
adult drivers until age 20 or more. Thus, the elimin-
ation of 16 and 17 year old drivers would not seem to
bear upon the problem in question.

. Conceivably, this countermeasure could have a
deleterious effect upon the problem. Its effect would
be to eliminate a relatively alcohol-free period of
drinking experience. At age 18, the Yyouth would then
simultaneously begin his experimentation with cars
and alcohol, a situation that could hardly be expected

o to enhance highway safety in so far as experience is

an important varigble. ‘

62
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In view of these considerations, inca_:éésing the legal driving age does not
appear to offer a great deal of promise as a young-drinking-driver counter -
measure. Further, the v.ork of Pelz and Schuman (1971) and Harrington
(1971), among others, does not support a raising of the driving age to 18
years,

b. Establish a Prc;bationary License Period

A less scvere driving restriction countermeasure tould in-’
volve granting limited driving privilege to newly licensed drivers., For |
example, during the first year or two of his license, the individual could
be restricted to operate only certain types of vehicles, required to refrain
from driving during particulai' time periods, subjected to increased pen- -
alties (e.g., mandatory revocation) for moving vehicle violations, etc.

Such a countermeasure, of course, primarily would focus on young drivers.
Howeve., since it presumably would apply to any newly licensed individual
regardless of age, it might avoid legal difficulties associated with the appli-
cation of legal sanctions to ‘youth. The purpose ?f this countermeasure

‘would be to allow the individual to acquire driving experience and skills

while ¢ontrolling his exposure to high-risk situations (e.g., nighttime - -
and possibly alcohol-involved--driving).

~ Again, although some states now issue probationary licenses
subject to various restrictions, little data are available that might indicate
the potential effectiveness of‘this approach. It, too, would tend to affect
young driveérd primarily during the relatively alcohol-free period of their
driving history. However, it is probably worthy of férther consideration
during the present study. ' '

A -

c. _Restrict Vehicle Speed

A considerable body of data indicates that the young-drinking-
driver prublem is to a large extent 2 drinking/speeding problem. Counter-
measures aimed at reducing vehicular speed might thus be of interest in
the present study. These could include two distinct approaches:

. Estabiishrient and strict enforcement of speeding
statutes -~.nost localities presently re cognize and
respond to the desirability of this action, and law
enforcement agencies devote 3 considerable portion
of their effort to it. Nevertheless, the probability
that a speeder will be apprehended remains relatively
low.
, . Automatic restriction of speed--'"governors'' that

" absolutely prevent the vehicle from attaining parti-

cL ar speeds or warning systems that activate when
i

63

-46- ’




such speeds are attained typify another counter- - -
measure of this type. Their yse presents certain
practical problems, e.g., speed limits vary from
state to state. Also, they would not limit speeds
that are excessive relative to conditions of the road,
but only those above a certain maximum limit.
'd 4
Countermeasures of this type apply to all drivers, not merely the young.
However, their impact on the dr1nk1ng dr1v1ng problem may be greatest
" among youthful offenders. .

2. Countermeasures Involving Restriction of Drinking

Conceptually, at least, the young-drinker-driver problem coculd
also be attacked by limiting his drinking privilege, divorced from any
connection w1th his driving. This paragraph discusses two approaches
that could be ‘taken in this context. ;

a. Increase the Minimum Legal Drinking Agé

“w e

This highly restrictive countermeasure would seek to en- . |
force prohibifion among the young. From a legal standpoint, it would not
appear possible to establish a minimum drinking age that exceeds the age
of majority. While majority rights are granted at age 21, in most states,’
there is a recent trend toward lowering this to 18. Thus, the feasibility
of this countermeasure is open to serious questmn. . |

Several states have recently lowered the legal minjmum

drinhking age from 21 years to 18 years, and investigators have examined
the effects. Zylman (1974) examined fatal crashes for 18 and 19 year old -
drivers in Michigan following the change in'the law., He concluded that '
changes in fatal crash involvement for this group merely reflected year to
year variation.and not an effect of the changed drinking laws. Williams
et al. (undated) examined fatal crash data from Ontario,” Michigan and
Wisconsin, all of which have recently lowered their minimum drinking
ages, This data, when compared with neighboring states not lowering . ‘
the drinking age shows that 18-20 year olds did not have significantly higher ;
fatal crash rates following the change in the law. However, the 18-20 year ‘
olds did have an increased rate of single vehicle fatal crashes and hight i
fatal crashes. Both of these findings were taken to indicate an increase in |
the drinking driving problem for this age group. The 15-17 year olds
showed the same. pattern of results, though to a lesser degree. The authors
estimated that the change in the drinking law resulted in approximately
three more fatal crashes per 100,000 15-20 year olds in the population for
the firgt year following the change. Douglas et al. (1974) examined crash
rates in Michigah, Vermont and Maine following changes in the drinking

, law. and compared these rates to states not lowering the minimum age.

64
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They concluded that alcohol involved crashes for 18-20 year old drivers had
increased in Michigan, remained the same in Vermont and probably increased
in Maine. Thus; the evidence regarding the legal minimum-drinking age,
while not conclusive, doe s indicate that the recent trend toward lowering the
age will have and has had a negative influence on alcohol related crash in--
volvements. ‘

¥

b. Establish '"Partial'' Prohibition for Young Drivers
This coun‘termeasure- would be analagous to the probatiOnary
driver's license discussed previously. It would apply'to individuals younger
than the age of majority,- and would regulate their drinking relative to such
factors as: . :
. The types of beverages they could be served (e. g.,
"3,2'" beer) '

e The qunatity they could be served at any one time

. The drinking hours they are permitted
Apart from obvious difficulties associated with enforcement of su‘ch restric-
tions, it should be observed that they would probably permit gttainment of
the moderate blood alcohol concentrations (0.03 to 0,06%) typical of young
crash-involved drinking drivers. Thus}, even if rigorously enforced, this
countermeasure might not have gn’apprt\aciabl%impact upon the problem.

3. Restriction of Driving-After-Drinking
1 .

: \
In this context, we begin to digcuss countermeasures that directly

address the yogng—drinker-—driver proble&n. Here, the emphasis is not on

_restricting youthful driving or drinking p¢r se, but rather their simultaneous

occurrence. These fall into three general categories: Self-Regulatior;
Punitive Deterrents; Automatic Regulation

Class One: ’t@untermeasures Seeking Self-Regulation
. \ .

!

a. ' Youth-Oriented Mass Media\Public Education -
‘Y‘ »

Public education as a drinking-driving countermeasure

" currently is being widely applied through the efforts of the ASAPs and other

public and private organizations. These campaigns generally focus on the
nproblem drinker', an individual expected to @xhibit relatively high BAC

(0. 15% or greater) and other indications of gross abuse of alcohol. As such,
they tend to miss the young-drinker-drivers, ‘relatively few of whom are

'problem drinkers' in the generally accepted sense. It thus appears that

the application of this type of countermeasure to the problem unde: study
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requires a specially designed P, E. program, oriented directly toward the
young driver and erqploy1ng his med1a. Among other issues, such campaigns
could stress:

.+ The deletetious effects of even modest amounts of
" alcohol on driving capability

. The huge increase in risk when alcohol is combined
with speeding/reckless driving

. The fact that dr.inking-driving typifies disturbed,
- . - rather than brave, or masculine, behavior

. The penalties one can encounter for drinking.—di‘iving
(loss of license, fine, etc.)

N There is some evidence that this type of program can prove
quite effective. In the Lackland Accident Countermeasure Experiment, a
public education program (focusing on the last two issues listed above) was
applied to the predominantly young driver population at Lackland AFB.
Coupled with stepped-up on-base traffic enforcement, it produced a signifi-
cant reduction in accidents, as compared with both the pre ~experimental
period and a similar control base (Randolph ATFB).

b. Speaker's Bureau Program

: This countermeasure would augment the mass media public
educat1on d1saussed above., It would involve the formaticon of a well-trained,
informative cadre of instructors available to speak at club meetings, school
functions, etc. Such a A program would offer the following advantages:

. Prov1des more concentrated, personal educatmn than
w, can be offered through mass media
. Can enlist recognized opinion leaders to help overcome
peer pressure
. . Can take advantage of the typical youth's interest in

N

automobiles and driving

The Speaker's Bureau can be thought of as an intense or concentrated form
of public education. While these programs have not been fully evaluated by
themselves, their effects would probably be similar to the effects of public
education efforts. i

c. Special Driver Education Curricula

A formal program of classroom instruction in alcohol/traffic

. 66 .
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safety offers another countermeasure seeking self-regulation of drinking
driving. Such programs could be designed as independent coutses, as a

" portion of a standard driver's cation program, orboth. Their aims

would be similar to those of the public education and speaker's bureau pro-
grams mentioned above, although they would attempt to treat the relevant
issues in great detail.

To enhance the effectiveness of this countermeasure, suc-
cessful completion of such a course could be made mandatory for all license
applicants. In addition, implementation of the countermeasure should be
coupled with addition of alcohol/traffic safety questions to the driver's
license examination. Driver education prograrhs, in general, have not
always been shown to be effective. It remains to be seen whether special-

ized programs can impact on alcohol and driving.

&

. d. Dissemination of ''Self-Test'' Ins: -uments

——

Another countermeasure of this t pe could be to provide the
driving public with "self-test' devices to enable t em to determine their
BACs before driving. Such devices could include special purpose slide
rules or charts, qualitative (''balloon''=type) screening devices, Or con-
ceivably even quantitative, portable instruments of the Alcoho]l Screening
Device (ASD) clars., Certain of these e.g., the slide rules or ASDs,
might be permanently installed in the vehicle. It is felt that the critical
variable in the effectiveness of this class of countermeasures is  Whether
or not the individual would refrain from driving even if he knew that he
was legally intoxicated. Evidence on this aspect of the problem is currently
not available. :

e. Provide Alternatives to Driving-After-Drinking

'
v

In the general area of self-regulatory countermeasures, -
attempts could also be made to provide alternatives to driving after drink-
ing., Even if an individual desires to avoid this high risk situation, he may
be forced into it if other means of transportation cannot be found. Alterna-
tives that might be provided include:

. i'dial-a-ride" services--volunteers might be recruited
to provide free transportation home.to individuals who -
have been drinking. If possible, provisions could be

@ made to return the individual's own vehicle home as
well. -
. public transportation--countermeasure programs

could wholly or partially subsidize taxi or bus fares
"to encourage intoxicated individuals to refrain from
driving. «

"\
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Programs of this nature, though not specific to young drivers, have been
tried. However, the results have fot been encouraging due to the fact
that the service is difficult to 1mp1ement and maintain (see, e.g., Nadsau
- County, 197I). =

Class Two: Countermeasures Involving Punitive Deterrents

< ~

f.. New Legislation

Mention has already been made of the fact that the young-
drinking-driving problem is to a large ¢xtent the combination of "risky"
. driving (speeding, reckless driving, etc. ) and relatively moderate BAC.
Eﬁsting traffic ordinances d'o"not address this interface, but rather treat
DWI and other' moving vehicle violations separately. Because the young
drinker driver rarely exhibits BAC at or above the statutory limit for
DWI, the, penalt}es he encountersd (if any) are relatively lenient.

\

In recognition of this situation, a possible deterrent counter-

measure could be to establish a new statute, loosely termed here as

'Speeding After Drinking' which makes’it 2 separate offense to commit a moving
. vehicle violation while exhibiting BAC of (for example) 0,05% or more.

Such statute would not, of course, apply only to young driverd. However,
¢ it specifically addresses a key element of the problem under study, and so
can properly be con51dered a young drinking-driving ¢ountermeasure.

e 8
: ' The immediate purposes of this countermeasure would be

as follows: .

<. To'reify in the law society's proper concern over the
cdmbination of alcohol and ''risky'' driving;
- . To provide penalties to specifically deter the’driving ‘
0 ‘ public (and especially its younger members} from
practicing this combination; '

. To identify, thxough conVictions under this statute,
' the young drinking driver for application of various
'}"follow’-up" countermeasures (discussed subsequently).

T At least two problem-areas are imrnediately apparent for this countermeasure.
First, it could prove quite difficult to enforce., An officer stopping a motorist
for a moving vehicle violation (say;, specding) would have to determine if that
was the only offense committed or if the '"dangerous Driving'' statute applies.
Since it is generally conceded that it is difficult to determine if a driver is

. “legally intoxicated (BAC above 0.10%), it should be even harder to judge

3 whether his BAC exceeds 0. 05%. To surmount this problem, accyrate, po'rt-
o able breath screening ‘devices--to be used when the officer has reason to
, , . : . 638
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- believe the suspect has been drinking--might be employed. The second
'problem area deals with subsequent disposition of a case. '"Plea bar-
gaining' is already a common phenomenon in DWI cases, We can therefore
~expect perhaps an even greater incidence of charge reductions under such
new statute, since the suspects generally will be -only slightlyaimpa,i:;ed'
by alcjohol. If this countermeasure is to be effective, steps should be faken
to reduce the tendency toward ''plea bargaining'’.

: e

- B g. ~Special Enforcement .
.- ' :

v

© If traffic ordinances are to effectively deter ''risky'' driving,
there must be a reasonable likelihood that violators will be apprehended:
An experience of repeated violation without apprehension can be a stimulus
that reinforces'a driver's deviant behavior. A program of special, or
concehtrated, enforcement represents one countermeasure that could be
applied to increase the probability of apprehension,

e ’ ~ Through tHe ASAPs, special enforcement patrols presently
are in operation in a number of localities. ' The officers serving in these
squads are specially trained in alcohol/traffic safety and the relevant statutes,
‘and their primary duty is the enforcement of those statutes. .Thus, they

are well preparedsto detect a potentially intoxicated driver, to determine
whether reasonable grounds for arrest exist in 'marginal" caSeS,‘and to
rigorously enforce the laws. Evaluation of these special enforcement efforts
clearly shows that these patrols can increase arrests on drinking driving
charges (see, €.8., Ulmer et al., 1973). Howevef, the impact of these
arrests on highway safety is not known. \

h./l Special Prosecutors

- - . °

. - o
-

Analag“oué to the use of special enforcement patrols to facili-
tate apprehension of the young-drinker-driver would be the employment of
special prosecutors to ensure that he does not errornieously escape convic-
tioh. One factor inducing a willingness to i'plea bargain' in traffic cases is
the normal prosecutor's extensive caseload, whichvoften includes matters
*that he (perhaps pr0pérly) cons’iders more important than a DWI conviction.
:Special prosecutors, thoroughly trained in alcohol/traffic safety and assigned
only or primarily to such cases, could eliminate that factor. " From the stand-
point of ‘deterrence, the net effect would be to increase the likelihood that an
offender, once apprehended, will be convicted., While this countermeasure
has been tried, it has not been fully evaluated from a safety standpoint.

Class Three: Countermeasures Involving Automatic Restriction of
- Drinl.ing-Driving - ~ >

5

i. Alcohol Safety Interlock Systems (ASIS)

The ASIS concept represents ariother countermeasure that
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 focuses directly on restriction of drinking- dr1v1ng. It differs from those
discussed above in that it seeks to render the. vehicle inoperable by an 1n-
toxicated motorist rather than to motivate the motorist to refrain from in-
toxication. As such, it is attractive in that, theoretically, its effect1Veness
‘is not dependent upon the attitude.or behavior of the affected dr1ver.‘ Also,
recent laboratory and field tests indicate that several prototype ASIS units
offer an attractive ability to discriminate between sober and intoxicated
1nd1v1du.als (Oates and McCay,’ 1972 Oates, 1973) :

) ASIS devices fall into one of two categones, iz e., those

that formulate a drive /don't drive decision on the basis of a chemical mea-
surement (breath test) of BAC and those that do so by a,ssessmg an indivi- 4
dual's psychomotor performance. Either type could be suitable as a counter-
measure. However, certain considerations discussed below indicate that
they may.be less- effective against the young-drinking-driver than against
"problem' drinkers:

’

. A Performance ASIS, which detects impairment,
might not be able to distinguish between a totally

" sober individual and or'e with a moderate BAC
(e.g., 0.05%). Thus, it might fail to properly
restrict a substantial proportion of young- dr1nk1ng-

. ' _.drivers.

". A breath test ASIS permits any arbitrary BAC to
be designated as the ''cut-off', 1.e.\, individuals
. i whose BACs exceed the selected value would be
' prohibited from dtiving. However, legal difficul-
ties might prevent a cut-off below 0. 10%, the pre-
vailing statutory limit for DWI. Again, many young-
drinker -drivers would remain unaffected.

S

%
Nevertheless, continued consideration is deserved of the ASIS concept.
Additional research and develdpment could produce a performance ASIS
sufficiently sensitive to the low-to-moderage range of BAC. Alternatively,
a breath test system with a relatively low cut-off could be coupled with re™-
duced automobile insurance premiums or other incentives to enhance its
acceptability., The low cut-off might also be used in connection with the
probationary license discussed above. :

4, Countermeasures Dealing with Remedial Actions -

All of the countermeasure concepts discussed above seek to pre- .
vent the initiation of drinking-driving among the driver population. Addi-
tional avenues of approach may be taken that apply specifically to youth-
ful offenders who have been‘identified through tr~ffic accident and/or vio-
lation involvement. Such measures, discussed below, seek to prevent

- .70
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reoffense among this special sub-population.
- .

a. Driver Reeducation Course .

Formal driver reeducation, or rehabilitation, programs
presently are being conducted in humerous localities to combat the alcohol/
traffic safety problem among prior offenders. The standard method of
entzy into such programs is via conviction for DWI or equivalent charges.
As'such, 'many of the program enrollees are "problem'' drinkers. The
programs seek, via didactic igstrg.ction’, group therapeutic techniques,” etc. ;,
to induce behavioral changes among the enrollees and the abandonment of '
their deviant ariving. Typically, the enrollee is allowed to retain his
(perhaps restricted) driving privilege--which would otherwise be revoked--.
if he attends; and abides by the rules of, the programi. .

<
: . This type of countermeasure might also be applicable to the
young-drinking-driver problem. However, the mere inclusion of young
offenders into existing "problem" drinker-oriented programs would not

‘necessarily be the best application of this countermeasure. The charac-

teristic differences between the ''young' and "problem'' drinker-drivers

~could produce markedly heterogeneous enrollee groups that could diminish

the effectiveness of the existing programs. A better approach might be to

design new driver reeducation courses aimed specifically at the young

offender. -~ : : ’ -
In order to implement a countermeasure of this type for

the young offender, it would be necessary to define the criteria by which

individuals would be selected for program enrollment. Of the entire popu-

lation of alcohol/traffic offenders, some undoubtedly would be suited to this

program, othérs to ""problem" drinker-oriented rehabilitation, and perhaps
some to neither. However, a selection criterion based solely on the offenders'

-.age undoubtedly would not prove adequate in all cases, and in fact, might

not be legally appropriate. As an alternative approach, a thorough pre-
sentence investigation, perhaps including a psychological examination,
should be conducted for each offender. The purpose of this would be to
detcrmine the nature of his drinking-driving problem and then to assign him
to the appropriate reeducation program. Unfortunately, evaluations of
existing problem drinker oriented reedutation and rehabilitation programs -
have shown little effectiveness (see, e.g., Preusser et al., 1973).

b, Special Surveillance and Follow-Up = -
N - - £
. " The conviction of an alcohol/traffic offender and the penalties
(license suspension, etc.) or other countermeasures (driver reeducation,
etc.) «~pplied at that time are expected to deter reoffense. Regaraless of
the initial extent of this deterrence, it is likely to diminish as.time elapses’
if no further action is taken. This suggests the potential desirability of
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countermeasures designed to 'remind" the offender of his conviction and -
his continued surveillance by the authorities. Many specific countermeasures
of this type could be constructed, several of which are discussed below.

(1), Short-term license renewals

A convicted alcohol /traffic offender upon re1nstatement
of h1s driving privilege, could be issued a short-term license, with renewal
required, for example, every -six months. This could be coupled with a
requirement to apply for renewal through a personal interview with the DMV,
during which the applicantls recent driving record would be scrutinized, -

" (2) Follow-up letters s .

An essentially constant check on the records of con-
¢icted alcohol/traffic offenders would permit ""warning letters' to be. sent
upon subsequent commission of minor violations (i.e., those not requiring
license suspensions), Data ex1st which indicate that this approach can pro-
duce beneficial. effects, at least on a short-term basis (e. g., Kaestner,
et al. Oregon Study). The same system could permit 'congratulatory
letters" to be sent if the driver's record remains unblemished for a speci-
fied period. )

-

(3) Coded registration plates

Vehicles owned or operated by cdnvicted alcohol/traffic
offenders could be required to bear specially-coded registration plates * -
signifying the driver's status.” Traffic authorities would then be alerted to
the fact that driver was a previous - offender and thus merits careful scru-

- tiny. ~Although this countermeasure faces constitutional questions involv-
ing invasion of privacy, it probably deserves further attention.

The net effect of countermeasures of the typ.es discussed -
~——abgove would be to show the offender that his actions are being carefully
monitored by the Enforcement Agencies, and that he has a reduced likeli-
. -hood of escaping detection should he reoffend. _ These approaches would not
focus on the young-drinking-driver per se, However, it seems reasonable
to hypothesize that they would have a greater impact upon the typical mem-
ber of that group than on his '"'problem' drinker counterpart.

Co. Punitive Measures .

‘s -

Probably the earliest and most widely applied countermeasure
involves the application of punishment for alcohol/traffic convictions., Never-
theless, new approaches are still- possible in this area. Such punishments
have generally consisted of fines and/or 11cense suspension/revocations, .
Unfortunately a recent evaluation of such deterrents in Denver, Colorado
suggests that they do not improve subsequent driving (Blumenthal, et al, 1973),
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The effects of punishment on young drivers, however, is not known. They
could be made more severe, for example, by providing for jail sentences,
impounding of vehicles, loss of insura‘bility, etc., in an attempt to increase
both their deterrent effect and the likelihood that they will succeed in keep-
'ing convicted offenders off the road. Alternatively, punitive measures could -
be established that impart less than total revocation of the driving privilege.
This mi‘ght include selective application to convicted offenders of the pro-
bationary license- period and its attendant restrictions (discussed in para-
graph A) and/or mandatory installation of ASIS in vehicles operated by such
individuals. - ' :

B. Review of Relevant Literature

Although nearly all of-the countermeasure concepts discussed above
have-been applied in the past, relatiyely few have been subjected to rigorou;s
evaluation. Nevertheless, evaluation results have been presénted above
where they are appropriate. This section presents, in greater detail, the
findings of a few evaluative efforts that appear particularly relevant to the~
current problem. ‘ , . -

1. Public Education ’ : .

Barmark and.Payne (1961) successfully applied public education to
reduce dfinking-driving accidents among a predominantly youthful population.
. An intensified public education campaign against drinking-driving was con-
duced at Lackland AFB during the period from 3 November 1958 to 2
November 1959. The primary aim of the program was ''to undercut the -
favorable image that many young adults have toward 'tanking up and taking
off' in a car'. The program sought to convey the perception of such action
as disturbed or ''sick" behavior, rather than as courageous or masculine.
The program also included psychiatric examination of any airman involved
in a traffic accident produciné a lost-time-injury. The program produced
an accident rate reduction of rdgghly 50%, as compared with both a pre-
experimental time period and a control base (Randolph AFB).

2. Warning Letters

McBride and Peck (1970) found that warning letters significantly
reduced accident -involvement among ''negligent' drivers. From November
1966 through January 1967, 18,000 '"negligent” drivers in California re-
ceived 1 ‘warning letter from the DMV. These letters were designed to
convey varying levels of ''threat' and "intimacy''. A control group of
similar drivers was also selected; its members received no.such letter.
Over a relatively short subsequent time period (approximately 7 months),
individuals receiving 'low threat' letters had significantly fewer accidents
than did the controls. ''High threat" letters did not produce a similar
effect, nor was the degree of "intimacy" significantly related to accident
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involvement. The significance of the ''low threat'' letter disappeared, rel-
ative to accident involvement, subsequent to seven months. None of the
letters appeared to have a significant effect on traffic violations.

’

Ben-David et al. (1970) found warning letters induced a significant
short-term decrease in the incidence of one specific violat?on (failure to .,
observe a stop sign) among a sample of Israeli drivers. The individuals
receiving these letters had been observed, but not apprehended for, com-
mitting the offense in question. o . Y-

Kaestner et al. (1967) found that certain types’of warning letters,
i.e., those that are ""personalized' and carry a '"low'' threat content, signi-
ficantly reduced subsequent traffic 'involvement' (accidents and/or violations)
among a sample of Oregon drivers. The significance of the effect was shown
in comparison with both a control group (no letter) and a group receiving a
standard impersonal letter. Further, this effect appeared to continue ‘for
at least a one year period. '

Of particular interest is the fact that Kaestner found that the pro-
gram's success was primarily attributable to the improvement of drivers
under 25 years old. This was particularly evident among those who re-

ceived a ''soft sell'’, or encouraging, letter rather than one of greater ' C

threat content.
w
3. Driver Improvement Clinics

Henderson and Kole (1967) conducted.an evaluation of New Jersey
Driver Improvement Clinics. The study included 5, 973 experimental sub-
jects, and 3,573 controls (the latter were not exposed to the chmcs). Both’
experimentals and controls were subdivided into three categories: I - drivers
over 60 years of age and involved in one accident; II - drivers with two or
more reportable accidents in any.12 month period; III drivers in fatal
accidents. The clinic treatment consisted primarily of an initial interview
and law knowledge examination, a battery of psychophysical (and voluntary -~
psychological) tests, and a closing interview in which the driver's record
was related to limitations disclosed in his psychophysical tests.

Reésults indicated that, over a fairly lengthy subseque nt time
penod (approximately 50 months) experlmentals tended to have 31gn1f1cant1y
fewer accidents and violations than did controls. However, this was not ¥
true in all categories. For example, there was no’'significant difference
between experimentals and controls who had been involved in a fatal accident
(Category III). Also, young experimentals and controls showed no significant
difference. . . , ' '

Kaestner and Syring (1967) designed and evaluated a brief driver
improvement interview. The study involved 1, 320 male drivers”in Oregon,
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half of whom were assig.ned to the experimental group and half to the control
group. All exhibi({ed driving records (accident/violation histories) that
warranted departmental action. '

The, interview consisted of a review of Oregon traffic laws, a de-

. tailed inquiry into the circumstances surrqunding each of the interviewee's
record entries during the previous year, the presentation of data on the records
of typical drivers in the interviewee's age group, and a final review of find-
ings. Results indicated the experimental group was significantly "better"
than the control group, relative to the following measures:

(1). Significantly more interviewees than controls drove a full
year without a traffic entry; (2) interviewees drove a
significantly longer period before committing a violation
than did controls; (3) interviewees had significantly
fewer accidents and violations.

It should be noted that individuals with records of DWI and/or multiple
reckless driving charges (a typical '"bargain'' pl€a for DWI) had beep ex-
cluded from.the study. "The purpose for this is not expressly stated in the
report, although the experimenters.meiition that the'y consider alcoholic
drivers ""basically as problem people, not problem drivers particularly'.
Scott and Greenberg (undated) studied the differential effects of
punitive measures and a driver improvement clinic on the subsequent re-
cords of problem drivers. Half of their sample were assigned, in groups,
to the clinic, where they were given lectures on safe driving techniques,
shown films on the“consequences of poor driving, brought up to date on
driving laws, and paryicipated in group discussions. The remaining sub-
jects underwent a-formpal hearing before a judge or referee, during which’
punishment was leviedl)in the form of probation or suspension/revocation
of license. The total usable data base was 238 subjects, a figure much
lower, due to several data collection problems, than the sample originally
sought. , N

The investigators found that little or no difference was evident
between these two treatments in terms of their effects en the subsequent
behavior of the subjects. Also, neither treatment appeared ''to have as
rmuch positive effect as might be hoped for''. Specifically, neither treat-

“ment appeared to effect a reduction in agcident rate.

Preusser et al. (1973) evaluated a driver rehabilitation program
conducted in Nassau County, New York from 1971 through June of 1973.
Drivers convicted of an alcohol driving offense (DWI[ or DWA]) were ran-
domly assigned to treatment (i.e., invited to attend the rehabilitation
program) and control groups. A'total of 2,805 drivers were invited to
attend the program and 2,660 were not invited. The results showed that
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subsequent convictions for alcohol driving offenses (DWI and DWAI) were
the same for both groups. Subsequent accident involvements were higher
for invited drivers, though this result was an artifact due to the fact that
invited drivers who participated in the program did not undergo license
suspension’while non-invited drivers lost their licenses for 60 days or
more. Subsequent convictions for non-alcohol driving offenses were the
same for both groups. Thus, this driver rehabilitation effort was not
successful.,

Preusser et al. (1973) also presented data with respect to age
of the invited drivers. First, it was found that the invited drivers were
older than arrested drivers. They attributed this to the fact that young
drivers exhibit lower BACs at arrest (see Table IV) and thus more often -
plea bargain to a lesser charge. It was also found that even when in the
program, the young driver (24 years or less) dropped out (i.e., did not
graduate) significantly more often than older drivers, Also, young drivers
had more subsequent convictions for non-alcohol driving offenses than

older drivers.

4, - Punitive MeasuTes

Kleinknecht.(1969) studied the differential effects of alternate
punitive measures, some of which involved less-than-total restriction of
driving privilege. An experimental group (E) of problem drivers was re-
stricted to drive only between the hours of 6 a. m. and 6 p.m., Monday
through Friday. They were allotted additional blocks of dri'ving time every
two we'eks";’ regaining their full privilege after a 3’ month period. However,
receipt of a citation of commission of an accident during this ‘pe*rioc'i led to
being placed back at the beginning of the program or suspension of license
or other appropriate penalty. A second group (Cl) experienced these same
restrictions, except that no punishment was applied for violations. A third
group (C2) was shown a safe'driving film and released without restriction.

A fourth group (C3) consisted of problem drivers for whom regular pro-
cedures were in effect (i.e., license suspensidn, probation, driver improve-
ment interview, etc.). These groups were compared relative to such var-
iables as: (1) number of subjects receiving citations or involved in acci-
dents, (2) mean number of record entries per subject, (3) mean time to
first record entry. ’ ) ) a

Results showed that groups Cl, C2 and C3, when combined, did
not differ significantly from«E on any of the above variables. Groups Cl
and C2, whe' combined, differed significantly from E relative to méan
time to first record entry for the first three months after|initiation of the
program, and relative to mean number of entries for the first month. After
that period, no differences were significant,

-
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e chih and Waller (f970) in discussing punitive deterrents to deviant
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driving point out that the relative leniency of penalties for traffic violations
and the laxity with which the statutes are enforced indicate that our society
does not rank traffic violations as serious offenses. Until this attitude
changes, the effectiveness of such measures can be seriously questioned.

In summary, a host of countermeasure concepts e:d_st for potential
application to the younlg-drink_ing-driver problem. As a group, they address
all steps in the causal chain leading to the development of the target popula-
tion, and they include time -honored,methods as well as relatively innovative
approaches. While certain of these concepts have been evaluated (with mixed
results), most have yet to be subjected to the rigorous scrutiny necesgary i
to gauge their efféctiveness. Part II of this report attempts to provide the
data required to choose between these concepts and actually structure specific
countermeasures. Part III provides the specific recommendations as to '
which countermeasures can.be expected 40 help alleviate the'youth cr sh
problem related to alcohol. Further, Part III attempts to outline the dey
velopmentai steps which would be required prior to gcutal coyntermeasure
implementation. :

-
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PART I

SURVEY OF YOUNG DRIVERS

™ —




INTRODUCTION

The literature reviewed in Part I above disclosed the general needs to
be addressed in the present research. First, previous studies have sug-
gested the nature of the problem, relative to its three major components:
the characteristics of youthful drinking, érouthful driving, and their joint
occurrence. Second, they have outlined general areas in which solutions
to the problem might be developed. From these findings, general hypo-
theses or research topics were generated to provide specific direction to
this study. These general hypotheses are listed below. Subsequent sections
describe the research method that was adopted to test the hypotheses, the
data that was obtained, and the conclusions that were reached. '

A. Hypotheses Concerning the Nature of the Problem

-

Light-to-moderate use of alcohol is the norm for young American males--
Among young men there are relatively fewer ''heavy'' drinkers, and rela-
tively fewer abstainers, than among the total population. ‘

Peer Pressure is a key motivation for alcohol use among youths - -Parti -
cularly for the more frequent drinkers and for '"delinquent' youths.

Youths are relatively -pgor judges of their own state of intoxication--
" Young drivers tend to overestimate their alcohol consumption 'limits"’
and are less aware of the impairing effects of alcohol.

Young drivers are substantially overinvolved in highway accidents --Over-
representation by 60-70% in all accidents characterizes the young driver
prpblem.

Pl

Young drivers more often engage in ''risky" driving--Particularly, speed-
ing; further, alcohol seems to catalyze risky driving among youths.

Young drivers engage in drinking-driving at a rate comparable to older
drivers, but the young drinking-driver tends to exhibit a lower BAC--
While the incidence of drinking-driving is nearly identical among youths
and older motorists, fewer young drivers are found to exceed the statu-
tory limit of BAC,

- Young drivers take a more tolerant view of ''drinking driving"-—Such
" behavior is often perceived as ''brave'' or ""masculine", and less often
as 'disturbed', by youths. <

| ¢ Young drivers are generally unaware of thgéative role of alcohol in
highway accidents --They.underestimate the proportion of accidents attri-
butable to alcohol by a substantial margin; they are also less aware of the
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degradation in driving performance that occurs after drinking.

Personality and life style factors contribute ‘heavily to the youth alcohol
crash--The personal characteristics of young drinking-drivers interact
strongly with their amount of drinking, driving performance, and crash
involvement.

.Hypotheses Concerni%. Solutions to the Problem

High rileyBung drivers can be identified-~-Young drivers who are par-
ticularly susceptible to-alcohol-involved crashes are sufficiently different
from the total young driver population to allow for their prior identifi-
cation on the basis of personality or background variables.

Restriction of the driving privilege to reduce exposure to circumstances
likely to produce drinking-driving would be practical for newly licensed
drivers--Older drivers should favor, and young drivers at least not

totally oppose, restrictions of nighttime, weekend, freeway, etc., driv-
ing by young motorists,

d. T .

Strict enforcement of speeding statutes would be a beneficial and accept-
able approach to the youthful drinking-driving problem--Reduction of the
"rigky'' driving associated with youthful drinking -driving should have a
major inzlpact on alcohol-related accident rates.

Restriction of drinking per se-would be neither acceptable nor practical--
The use of alcohol is a well established practice among young people,
most of whorh can be conceded to use the drug wisely.

A youth-oriented public education program would produce substantial
benefit--By properly informing youths of the nature and magnitude of the
drinking-driving problem, much of their maladaptive behavior will be
corrected.

Youths would accept alternatives to driving-after-drinking--The ability
to provide and public\i§e such alternatives, however, is a necessary pre-

requisite. ’

d. T, I
Youths would accept stronger restrmﬁ%ns of drlnku driving--Specifically,
they would favor lowef presumptive limits.

Youths would support installation of Alcohol Safety Interlafck Systems -~
However, such systems might not be sensitive to the relatively low
levels of impairment characteristic of young drinking drivers.

Youths would not favor increased ;:Denalties for drinking-driving--Neither
would such increased penalties add appreciably to the deterrent effects

60 N
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of current penalties.

As shown in Part I of this report, many of these hypotheses have been

addressed in previous research.

velopment in the

Others have not and thus need greater de-
current effort. Together, they represent the areas of

primary concern in developing youth oriented alcohol countermeasures.
Succeeding sections will discuss the collection of data bearing on these
areas, the analysis of this data and conclusions.

R}

a
3
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. .+ . 1. RESEARCH METHOD

*+
v

~ In order to address the research needs outlined in subsection A above,
a survey plan was developed during the initial period of the study. Develop-
- merit of this plan commenced with the idefitification of data requirements,
i.e., speeific'ite'ms of information neceéssary.to test the resear@h hypotheses/
¢ " areas and verify ﬁndmgs and trends disclosed in the literature.” Once these
requirements were known, attention turned to the procedures required for
- data collection and analysis, Thi# section summarizes these initial efforts,
and is intended to familiarize the reader with the fundamental data from
which conclusions are drawn, the gnstruments and procedures"through which ,
this data was obtained, and the approaches taken in analyzing and inter- :
pretmg this data. :

» ¢ -

’

A, ’'Data Requirements and Questionnaire Development
" Y : . . -

As suggested above, data requirements emanated from the research
hypotheses to be addressed in the study and fron findings reported in pre-
“vious research. EIxarnmatmn of both sources disclosed three key questlons

[
« 27

. - : . What are the characteristics of yobung drinking-drivers? In par-
E ticular, what charactexistics distinguish individuals who manifest
o ) alcohol related .dr1v1ng problems from those who do not?
L
. What are the characteristics of alcohol-related driving incidents

(crashes and violations) involving young, drivers? How do these
. differ from their alcohol-free incidents or from alcohol- related

incidents 1nvolv1ng older drivers?

v, .. What arge the expected benefits and drawbacks of potential counter - C

" measures for the, youthful-drinking-driving problem ? .

. Identification of data requl.rements began by exploring the information neces-
sary. to answer these questions and the specific research questions posed in -
the previous section., Results of this effort may be sketched as follows: .-

o

o N 1, Reguu'ements for Descriptive and Backg{ound Data on Driver

» Characteristics ~ - ¥, .
» . . R
‘ The 11terature dlsclosed a' variety of pe?s,ona} background variables :
© . that correlate with dr1v1qg behav1or, and such variables wete felt to warrant
attent1on in th1s study. More importantly, there was a need to descr1be those
N 1nd1v1duals involved in alcohol-related traffic events (crashes and arrests)
versus those who ‘are noti Thus, the followmg descriptive 1nf6rmat1(5n was
to be optained on ‘each surye'y respondent. T

]
© * . ‘
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ﬁ -
a. General Descriptors .

Age

Race .-

Marital status e ‘
% Current education status
Highest grade completed
Employment status
Occupation

Criminal record (if any)

S

. s . *
. b. Driving History/Behavior '
Years of driving experience
- " Miles driven annually’
~ Day versus night driving exposure .
Driver education completed, for I'basic and "remed1a1" courses
Number of motor vehicle acc1dents S
‘Number of citations for motor vehicle violations
Respondent's assessment of his driving characte ristics
. Frequency of use of seat or lap belts

. c. = Drinking Behavior . - g
: ' .

Status of aléohoi u.sue (currentiy drinks, never drank, pre-
viously drank) : - *

o
1 * \

4. Preferred beverage .
Quantity typically consumed

Frequency of drinking, for various times of day
L - Fi'equency of "heav1er -than- usual" drinking
- o ' . Peer’ influence on alcohol usage

.

-
‘01

-t d. Dru.g Usaée .
Status (uses, dOeS not use) of usé for various types of drugs
(amphetamines, barbiturates, magijuana, narcot1cs,~etc )
Acquaintance with individtals who use such drugs
Relat10nsh1p between drug usage and driving

P

. e. u.’Drinking[Driving Behavi'or .__ . ' : v -

- L)

.. Py . -

i _ Frequency of dr1nk1ng/dr1v1ng .
¢ < N Miles driven during most recent drinking fdriving incident

ol o ' Quantity consumed prior to most recent dr1nk1,ng/dr1v1ng incident

: Quantity respondent believes he can consume and still drive well

Driving effects noticed during typ1ca1 drinking/driving incidents

' . Attitude toward drinking drivers. | ‘ ' -
o . T e o ‘ ®

v /e ) ’ . ' ' 83 - - £ ‘ AN




2.

Personality Characteristics
Hostility -
Alienation . , : , :
Impulsivity o e

) . &

"Requireménts for Data oh Motor Vehicle Crashes and Vi,olé:tionsl:!' .

o
o " . . r

The literature also indicates that the frequency of alcohol involve-

and circumstgnces’ surrounding’alcohol-related crashes versus _non- alcohOl-
related crashes was felt to require the following data. . . e

ment varies from one type of crash to another. Comparison of the situations ~
|

_a. |
I

I

|

|

_Time of day

-

"Time Factors . . . L

" Month ard year .

Day of week

‘Classifications

Reported versus unreported ' .

Type 1(pedestrian, fixed object, ran off road, etc.)

Result (fatality, injury, property damage) o - .
Ilocation (state) ' . v _ .

-n Lt

Alcohol/Drug Involvement

Type(s) of beve rag'e‘ cbnsurped' prior to crash
Number of drinks consumed prior to crash
Use of various dfugs, prior to crash
Speeding’lnvolvement ‘

Actual speed prior to crash . ‘ -

-Posted speed limit at crash location

Reason for exceeding limit (if applicable)
Trip Chara;ct'eristics

Purpose of trip
Number of passengers in respondent's vehicle

.Time on road prior to crash
2

§itaticv-1/Arrest Incidental to Crash

Each violation for which respondent was cited or arrested

8
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ge Evasive Action Attempted

°

Braking or other attempts by respondent to avoid crash:
_ Alcohol may also be involved in the moving vehicle violations for
which young drivers axg cited or arrested. Data similar to that listed above
thus was felt to be required to enable comparison between alcohol-related
and non-alcohol-relat#d violations. ‘ '

3. Requirements for Data Specific to Potential Countermeasures

The hypotheses concerning potential couritermeasures that were
discussed previously suggest that intervention into the youth-alcohol-crash

“problem can be made on four broad fronts.

. Restriction of Driving, i.e., modification of the driving
privilege and/or strict enforcement of vehicle and traffic
laws to reduce exposure to the times, places, or circum-
‘stancés most typically associated with youthful drinking-
driving. g ‘

. Restriction of Drinking, i.e., attempts to control the quan-
tity and frequency of alcohol usage per se. If alcohol con-
sumption could be decreased, a corresponding reduction in
the frequency of drinking driving should result.

. Restriction of Drinking-Driving, i.e., approaches directly
focusing on the problem at-hand. These might include educa-
tional campaigns to improve knowledge of drinking-driving
risks, strict enforcement of laws governing the offense, —
installation of interlock devices to preclude driving after
("heavy’') drinking, and provision of alternatives to driving
for individuals who have been drinking.

. Remedial Actions, i.e., countermeasures that would seck
to modify the behavior of individuals who have manifested
drinking-driving problems, through citations, crash invol-
vement, or in other ways. ° : ‘

For each of these areas; data was required that would disclose
the need for that class of countermeasure, the impact it might have on the
youth-alcohol-crash problem, and the extent to which it might be acceptable
to the driving population of interest. This data included:

a. Time distributions of driving exposure and crashes

Temporal restrictions on youthful driving might be practical,
!‘
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but it is first necessary to determine what time periods
produce the highest crash frequenty and how much 'of the
. ' total-driving* exposure would be ellir'_ninated by restricting
driving during those périods. ,
|
|
\

L2

b.  Attitudes toward factors influencing driving behavior"

Special attention should be devoted to the deterrent effects
of police enforcement of moving vehicle violations and the

> penalties imposed for conviction on such violations. Other 4
factors that may produce deterrence, e.g., parental in- |
fluence and '"'safety consciousness', should also be addressed.

-

~

C. Distributions of alcohol.c&nsumption quantity and frequency .

Restrictions of the purchase/consumption of alcoholic

beverages by young drinkers must be considered relative" |
to their current consumption practices. Also, attitudes |
toward factors that influénce moderate use of alcohol re-
quire exploration. ' |

d. Knowledge. of the relationship between alcohol and traffic
safety

Young drivers may require better information in such areas
as the causal role of alcohol in highway crashes, the alcohol |
consumption quantities associated with legal impairment,

situational factors that can affect the intoxicating effects of

a given amount of alcohol, etc. Lack of knowledge in such

areas may be one of the causes of the high incidence of
drinking-driving among youths., To assess this, their

current state of knowledge must be measured.

e. Attitude toward alternatives to drinkinderiving

- '~ Provision of alternate means of transportation to young

. motorists who have been drinking might deter alcohol-
related traffic incidents. But, the acceptability of such
alternatives must first be gauged. ' o

~

f. Attitude toward restrictions of drinking-driving

Establishment of lowered presun:lptive BAC limits for young
drinking-drivers, increased penalties for this offense,'
installation of alcohol safety interlock systems, etc., might
be a valuable means of combating the problem. Again, *
attitudes of support or opposition to these restrictions re-

88
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quire measurement.

In general, then, data requirements associated with potential
countermeasures focus on the behavior of the survey population relative to
driving, dr1nk1ng, and drinking-driving and their att1tudes toward interven-
tion into these practlces

Once the above data requirements were‘identified, questionnaire de- .
velopment commenced. The final product of this task is shown in Append1x
A, Specific data items contained in the questionnaire can be described
briefly as follows.

Subject Identification and General Background Data
m, Basic identifiers of the subject (name, address, date of birth) were
obtained from the traffic record systems and recorded on the questionnaire
prior to the interview. Subject's race was observed by the interviewer and
was recorded at the completion of the interview. Marital status, body
weight, and duration of residence in the state were ascerta1ned through the
first three questions of the questionnaire.

A

2

Driving History and Driving Behavior

v
Questions 4 through 10 dealt with the éubject's driving experience,
annual mileage exposure, use of safety belts, attitude toward factors affect-
ing ''safe' driving, and driver education background. Questions 39 through
41, and 54 through 56, addressed his typical driving behavior and knowledge

of factors affecting motor vehicle accidents.

Drinking and Drug Use Behavior ,

Questions 43 through 50 dealt with the subject's use of alcohol, his pre-
ferred beverage, typical consumption quantity and frequency, and frequency
of "heavy' drinking. Question 61 examined his knowledge of factors affect-
ing alcohol impairment/intoxication., Questions 76 and 77 dealt with his drug
usage and that of his acquaintances. '

Drinking-Driving Behavior

Questions 51 through 53 addressed the subject's drinking-driving frequency
and experience. Questions 57 through 60 focused on his knowledge of and
_attitude toward the laws governing drinking-driving, and question 62 provided
a measure of his attitude toward drinking-drivers. Question 69 addressed
his attitude toward alternatives to drinking-driving, and questions 70 and 71
examined his opinions toward vehicle safety systems to deter speeding and

drinking-driving. ;

e 8%
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Crash-Involvement and Violation-Involvement Histories .
T . ¥

Questions 11 thi'ough 29 examined the subject's accident recqrd and the
details of recent crashes in which he had been involved as a driver. Such i
 data was' achured on up to four (4) accidents for each subject, to ensure
an adequate sample size and inclusion of both glcohol-related and non-alcohol-
. Telated crashes. Questions 30 through 38 provided similar data on his recent
(accident-free) citations for moving vehicle violations. .

Personality Scales ’ . [N

»
w,

Questions 78 through 92 examined the subject's personaht,y characteristics
relative to host111ty, alienation, and 1mpuls1v1ty . o

Media Exposure .

™

Questions 64 through 68 dealt with the subject's expo%ure.io media and
forums that might be utilized for drinking-driving public education programs.
s ‘ ’ 5

‘ The questionnaire was pre-tested for clarity and ease of implementation,
W vus1ng a sample of roughly 15 young licensed drivers as pre-test sub_]ects.
" Appropriate modifications were made to the specific wording of questmns,

: and mass-production of questionnaires commenced.

The questionnaire was intended to serve as the primary source of data -
to be assessed in this study. However, as a secondary source, driver ab-
stracts were obtained from the traffic records system on every cand1date ?
subject. , These were intended to serve three basic purposes:

. To ascertain the degree to which the licensing agencies have
acquired key items of information on the drivers, i.e., to de-
termine whether a young driver's alcohol-driving problems can
be infered from his driving record.

rd

K

. To increase the sample size for certain items of data.

. To determine whether there are any systematic and/or significant
differences in the driving records of subjects who refused or were
unable to participate in the survey as compared to those for whom

questionnaires were completed. 4 T

<

*B. Sampling Plan

1. Groups to be Considered ‘

Any drinking-driving countermeasures program must consider at
least two types of individuals. First, there are those who have an already

88
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demonstrated alcohol driving problem (i.e., convicted DWI offenders); the

other group consists of the potential offenders. In Sther words, a counter-

measure program should consider both rehabilitation and prevention. Of

the two, prevention is obviously the more desirable. However, it is un-

likely that any prevention countermeasure or set of countermeasures will

be 100% effective. Thus, consideration must be given to the rehabilitation .
. side of the problem.

{
\

v - 7

In addition to rehabilitation and prevention, the literature review = «

h1gh11gbted the fact that strictly speaking, many youthful drinking drivers

" fall neither into the dermonstrated nor- potential problem categories. These
individuals do drink and drive yet do not exceed the presumptive BAC limits.
*Unfortunately, unlike middle aged drivers, these youthful moderate drinkers -
are greatly overinvolved in accidents.- ‘Available data suggests that they
may, in fact, constitute the majority of the youthful drinking driving problem.
Regardless, it is clear that this group should receive serious consideration

- during countermeasure development. ' ‘

Thus, there are three éroups of young drivers to which counter-
measures should be addressed. The first is the potential problem group.’
These individuals have not been convicted of an alcohol related traffic offense
nor has alcohol been a factor in any of.their accident involvements. The
problem here-is to ensure that they do not develop drinking driving’ problems.
The second group of young drivers can be thought of as the rion-identified

~problem group. For these individuals, alcohol has been a factor in accident

involvements yet they have not been convicted on an.alcohol charge. Their
behavior is often characterized by moderate drinking at least when com- . o
pared with middle aged drinking drivers. The role of alcohol in their acci-
dents is, as yet, unclear. The literature suggests that their problem is nat -
alcohol alone, but the interaction of alcohol with pe r‘sonahty, life style, .

g driving behavior, situational and/or other factors. The third group con-
sists of the identified problem group. - These individuals have been convicted
of an alcohol-related driving offense and are thus known to hlghWay safety
authorities as having a dr1nk1ng dr1v1ng pwoblem. \

Unfortunately, for sampling-purposes, only the thn'd group actually
exists as such within driver records systems. These would be the individuals
who have been convicted of a drinking -driving offense. Thus, since direct
access to the p‘opulat:.ons of.interest was precluded, an alternate sample design
was adopted that included slightly wdifferenrt--thou.g‘h accessible--groups of |
respondents. These alternate groups were of interest in their own right, and
were considered good approximators of the three! groups listed above. These
groups consisted of:

7t a. Random sémplés of '"general population'' drivers from four
age categories: .16-18, 19-21, 22-24 and 35-49
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Random samples, for the same age categories as above,
of drivers 1nv01ved in nighttime, injury-producing
ac<:1dents

-

C. Random s'ample of drivers convicted of a drinking-driving
- offense ' - T

The first of these contained members of all three populations of interest
.(potential, non-identified and identified prc%lem groips), represented in
clése approximation to their actual percentages among all drivers of that
age category. ~The third group, of course, consists solely of identified .
problem drivers. The second group is perhaps the most interesting. ‘The '

type of'event employed as the selection criterion was -expected to produge a
h1gh percentage of drinking drivers (most studies have shown 40% or more ° Co-
of drivers involved in that type of accident had been drinking), a majority

. of whom neither have a prior conviction for DWI nor exhibit BAC above the
presumptive limit at the time of the accident. As shown in succeed1ng sec- - .
tions, this sampling procedure did produce drivers in the non- -identified

. problem category. '

2. Sample Selection

.
"

H

- The actual sampling of drivers was conducted through the New
York State Department of Motor Vehicles. All drivers selected held a
New York State driver's license, though for some, this license was cur-
rently under suspension or revocation. All drivers selected were male..

" Males cledrly constitute the bulk of the drinking driving problem and it
was felt that the inclusion of female subjects would unnecessarily dilute
the data: Certain regions of southern New York State Were excluded from
the sample. Specifically, the Nassau County Alcohol Safety Action Project
(ASAP) had been operating on Long Island for the three years prior to the

- conduct of this study. It was, therefore, felt that areas in and around Nassau

. should be excluded due to the fact that the ASAP could produce an unknown
amount of bias on several variables. The following counties were thus
excluded:

Nassau 0
~ Suffolk .
Queens’ "
Y Kings (Birooklyn) . - ‘ .3
. New York (Manhattan)
‘Richmond (Staten Island)

Manb'attan'and Staten Island do not border Nassau County. However, they are
close to Nassau County and it was further felt that the driving conditions in
these areas, especially Manhattan, afe suffieiently unique to warrant their
exclusion on this basis alone. Thus, the sample are@.consisted of New York

Ju




' Sta‘.t'é from the Bronx north.

@ -

The random sample of drivers was drawn through the master
driver license file for New ¥ork State. The first step in this procedure
was to establish four sets of random numbers. The sets corresponded to

" the four groups of drivers (i.e., 16-18 years, 19-21, 22-24 and 35-49).
" Each set contained 600 numbers with a possible range of one to the estimated

tota? number of male drivers in the sample region (i.e., Bronx and north).
The master license file for New York State was then processed. KEach
record on this file was checked to determine if it was for a miale driver from
the sample region with a date of birth falling within one of the appropriate
age ranges. If so, the record was assigned to the appropriate group and -
numbered. The first record falling into a given group was given the num-
ber one and so on. This number was then checked against the set of random
numbers for that group. The record (i.e., driver abstract) was printed if -
the numbers matched and the individual held a New York State driver's
license even though this license may have been under Suspension or revoca-
tion. All printed records or abstracts were forwarded to Dunlap and
Associates, Inc., for further processing.

The sample of accident involved drivers was drawn through the
Accident 'R.eports Processing Division. Each accident report received by
this Division from March, 1974 to June 1974 was reviewed with respect to
the sampling criteria, All drivers were sampled when the following condi-
tions were met. ' '

a. Male driver
b. Injury (of any kind) producing accident
c. Accident occurred between the hours of 8 p. m. and 6 a.m,

d. Driver was New York State resident excluding residents of
Suffolk, Nassau, Queens, Kings (Brooklyn), New Yark -
(Manhattan) and Richmond (Staten Island) counties

e

e, Driver year of birth fell into one of the following categorieé:

Group 1 - 1955, '56, '57
Group 2 - 1952, '53, '54
Group 3 - 1949, '50, 's1
Group 4 - 1924 through 1938

‘Accident reports are procéssed in New York State approximately one month
following the date of the accident. Thus, the actual accidents leading to the ’
sample of drivers occurred from January 1974 to May 1974 with a few 5
accidents occurring in late 1973, This procedure had the disadvantage of
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biasing the sample toward Winter and Spring events. However, it was felt
that this disadvantage was far outweighed by the fact that the most recent
events were being sampled. Thus, the event should be well remembered
by the subject during his interview. The names of all of the drivers thus
sampled Were processed against the master license file. In this way, a ‘ ,
New York State driver abstract was obtained for each. Sampling was com-
pleted in each group when the target sample size was met. Arrangements

* were also made with officials of Missouri to draw a similar sample of acci-
dent involved drivers from that state. However, as the study progressed,
it became. clear that the number of reported accidents in Missouri meeting
the sampling criteria was not sufficient to generate an adequate sample
size within the available time. Thus, Missouri was dropped as a study’
site. \

. The sample of drivers convicted of a drinking driving offense

was drawn through the Data Preparation Unit, This unit receives, and pre-

. .pares for entry into the master license file, all "conviction certificates"
from New York State courts. These certificates 1nd1cate those drivers who
have been convicted of a traffic offense, the date of the offense and the
charge. Each certificate received by this unit from March 1974 to May
1974 was screened for the following sample criteria:

a. Male driver
b, Convicted of DWI (driving while intoxicated) or the lesser
charge, DWAI (driving while ability impaired--alcohol)

c. Driver was New York State resident excluding residents of
Suffolk, Nassau, Queens,| Kings (Brooklyn), New York
(Manhattan) and Richrmond (Staten Island) counties

d. ' Driver year of birth fell into one of the following categories:
Group 1 - 1949 through 1957
Group 2 - 1924 through 1938

©

Once again, the events leading to a driver's being sampled were the most
recent events available 8o as to limit fbrgetfing on the part of the subjects.
The majority occurred between November 1973 and March 1974, with
actual court convictions occurrmg between January 1974 and April 1974.

."Only two age categories were used since a smaller sample size was sought.
The names of the drivers thus obtained were processed against the master
license file such that a driver abstract (1 e., record) was obtained for each
driver entering the sample.

Thus, there were 10 g’rodp’s,of drivers in the overall. sampling
plan. Four of these, distinguished by driver age, were randomly drawn
from the total license population. The next four groups, again distinguished

C . , =-15-
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by age, consisted of drivers who recently had an injury producing motor
vehicle accident between the hours of 8 p.m. and 6 a.m., The last two .
groups consisted-of drivers recently convicted of an alcohol driving offense.
Target sarmple sizes for completed interviews were originally set at 100
each for the general population and accident groups and 150 (16-24 year
olds) and 50 (35 49 year olds) for the convicted alcohol driving groups.
The number Of driver abstracts drawn from the New York files was de-
signed to ac¢hieve these sample sizes. However, the initial experience in
the field indicated that,he potential respondents were somewhat more-
difficult to locate and interview than originally expected. This was parti--
cularly true for older subjects and subjects from the general population
groups. Older subjects more often worked, were otherwise unavailable,
or were not interested in participating. The problerﬁ in the general popu-
lation was that the addresses provided by the Department of Motor Vehicles
often were not current. Older drivers, for instance, may not have had an
entry on their license file for two or three years. They tend to have fewer
accidents and violations and tend to have held their license longer.
Additional drivers were added to the general population groups to
correct the problems mentioned above. Originally, only 200 of the approxi-
mately 600 drivers drawn in eagn of the general population groups were
randomly selected as potential ;espondents. The remaining 400 drivers
(approximately) were held aside. The additional drivers were randomly
drawn from these remaining general population drivers. A total of 150
drivers were thus added to the 16-18 year old and 19-21 year old groups.
'Thé 22-24 year old group was augmented by 175 drivers and 200 drivers
were added to the 35-49 year old group. Table XII shows the total num-
ber of drivers sampled fo# each of the 10 groups. It will be noticed that
the general population groups are slightly below the full 350, 350, 375 and
400 respectively, drivers sampled. This occurred because a small num-
ber of drivers were subsequen&Ly\Lost from each of the ten groups, due to a
variety of causes. Two drivers, for instance, were subseqeuntly found to
be females though their driver record indicated that they were males. The
majority lost, however, were for drivers from small towns in the excluded
areas of the state (primarily Nassau and Suffolk counties) with no zip code
or county code on théir driver - record. - The exact location of these drivers
was not determined until just prior to the assignment of subjects to inter -
views. They were, thus, excluded after sampling was completed.
: Lo
C. Data Collection - L

1. Recruitment and Training of Intervijewers

The number of interviewers recruited for this study was based on
the population density figures for each county throughout the state of New
York excluding Suffolk, Nassau, Queens, Kings (Brooklyn), Richmond

(Staten Island) and -New York (Manhattan). These figures determined the
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' logy departments of various colleges and universities to elilit the1r help’

1

number of interviewers needed for the, various areas in the state.' For
example, approximately 28. 1 percent of the state's population is in
Westchester, Rockland and the Bronx:{part of the New York Standard
MetrOpohtan Statistical Areas, SMSA). THhus, the target sample size in
"this area was 281 based on a total number of 1000 coffipleted 1nterV1ews.
On the basis of assigning roughly 25 SubJeCtB to each interviewer, it was -
determined that approximately 1l interviewers would be needed for inter- .
viewing in these areas. Other, more densely populated areas, “such as
Albany-Schenectady-Troy, Rochester, Syracuse and Buffalo, also re-
quired a large number of interviewers. These areas and Utica- ROme

and Binghamton are also SMSAs in the State of New York. The areas
outside these SMSAs consist of cities, towns and villages of various sizes.
Several interviewers were also recruited and tra\\ed ih these outlying
areas.

Contacts were made with the chartmen of psych

-,
ow

in interviewer recruitment, Interested male students were r quested to
provide their name, address, telephone, age, college status,
resume describing their prior experience in interviewing, couns
community work, etc. Interviewers were then selected and tra1n1ng and .
orientation sessions were scheduled.

Al

Training of interviewers took place in the following areas:
Albany, Buffalo, Poughkeepsie, Rochester and Syracuse, ‘New York and.
Darien, Connecticut. Each training session was of approximately four
hours duration and consisted of an introduction, procedures for contact -
ing subjects, training in the use of the questionnaire, practice with thre
questionnaire and a discussion period. ' :

The brief introduction consisted of baekground and general in-
formation about the study and its objectives,_ Instructions were then given
on procedures for contacting subjects. Interviewers were informed that P
each suRject would be guaranteed complete confidentiality for all his respon-
ges, They were instructed not to discuss any reaponses with anyone other
‘than an employee from Dunlap and Associates, Inc., and not to réproduce
any data or information collected. The list of potential respondents given
to each interviewer usually consisted of 20 to 30 names; with addresses and ~
subjects' ages. The interviewers were informed that they were expected to
find the potential respondent's telephone number and call to arrange t"or an
appointment. If no telephone number was available, the interviewer was -
instructed to contact the individual directly by travelmg to his place of resi-
dence. A minimum of three attempts was to be made to contact each respon-
dent either by phone or visits. Interviewers were told to fill in the reasons
for noncompletion for those not interviewed on their list of potent1a1 respon-
dents. They were instructed to mail the questionnaires. fo Dunlap and As’o-
ciates, Inc., and were told that upon receipt,”a check. for $5.00 would be
forwarded to cach respondent. Interviewers were 1n£§)rmed that their pay-~

-
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ment would be based on the number, of completed questionnaires and that an
incentive payment would be included after completion of 50 percent’of their list.

. Training in the us'e 'of the questionnaire was accomplished by ex--
amrnmg each question 1nd1v1dua11y. The types of information des1red were
explained when necessary. Interviewers were then separated irto.pairg to
allow them t6 give the interview to each other. This afforded practice and !
pfovided a deeper understanding of the questionnaire. A d1scuss1on period -
ensued in which questions were answered, problems were 1dent1f1ed and
adv1ce was given on how tdo’deal with. potential problem s1tuat1ons £ ~-“

Og¢casionally, it, became ngcessary to train an inte rv1eWe1: after the

trammg/onerltatmn sessions were h&ld. This s1tuaat10n wa{handled by train-
ing the interviewer by telephone. A package of interviews, response car(js
and general procedures was sent to the interviewer. Generally, tra1n1ng pro-

- .. fedures were the same as for the major trammg/onentatmn session and ¢

' * sisted of a brief introduction, procedures, detailed examination of the que

_tionnaire and 3. discussioh period. "’ Intervie.wers were instructed to pxac 7
by g1v1ng the intérview tp a family member or friend’and to notify u
‘were any que“stlons..‘ TFus method of training interviewers was found to be’

qu1te sat1sfactory. . .

H
) v
<, . - .
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2. ,.Assjgnment of Subjects to Interviewers

2 -
v

_ Twenty to 30, names of potential respondents), their addresses and
' ages, were contained in each interviewer's respendent ist, Generally, it
was atterppted to ass1gn to an interviewer those pote@a respondents who
weré in‘a 25'td 50 mile radius of his res1dence. .Interviewers did, on occa-
.sion, travel t6.oatlying areas.”

.
+ -

lLetters were sent+to _potential rédspondents well in ‘advante of the
interviewer's contact. The letter served to introduce Dunlap and Assoc1ates,
; Inc., and tell them for whom the study was bemg performed. It prowdsd a .
brief .explanatjon of the study and insured c0n£1denfia1rfy of responsés, It in- . -~
formed them that an interviewer would be gontacting them. It mentioned the
$5.00 compensaftion and asked for ‘their cooperation. This letter appears in
- Appendix B. T ’ :

-

N .
e ' /I"

. ' A total-of 869 quest1onna1res were rece1ved and processed. Upon

recelpt of completed quest1onna1res, payment was promptly made.to both re-

spondents and interviewers. Unit numbers were assigned to each questionnaire.
-It, allong with its corresponding Driver Abstract (record), was then coded and ,
keypunched. A total of 33 questiOnnaires were excluded from data analysis.
The reasons for exclusion and number of questionnaires involved were as

- follows: - . . ' A

14 - received at Dunlap and Associates, Inec., too late for inclu-

sion in the data base

-
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*14 - received from Missouri prior to terminating the Missouri sample.
, ) ]
k4

2

interviewed John Doe, Sr. by mistake, should have interviewed .’

John Doe, Jr. 5 ' \
~ s . =";7: B

2 - driver was found to be female, though listed as male on d:cwer
record Wb

%’ interview terminated by respondent prior to completion

Thus the final datfa base consisted of 836 interviewed subjects.

L) L :
Several rural areas of the state were not covered by a ready'g:'noup

- of'interviewers due to the low target sample in each-of those areas,® There- '

fore, interviewers from the nearest city areas were asked to take overmght

trips lasting from one to twelve days to collect interviews in these’ dparsely

populated places. They were reimbursed for their travel, motel and food.

Collection of interview data commenced on April 11, 1974, and termlnated

on August 26, 1974. ' : AN

S

D. Characteristics of the Sampling Region '

1, Applicable New York Vehicle and Traffic Laws

New York has two laws regarding driving while under the influence
of alcohol. One prohibits driving while in an intoxicated condition:and the other
bans driving,by a person whose ability is impaired by the consumption of alco-
hol. The traffic laws regarding driving while intoxicated state that no person
shall operate a motor vehicle while he has . 10 percent or more we;ght of alcohol _
in his blood as shown by chemical analysis of blood, breath urine or saliva,

The penalties for a first such conviction can include imprisonment for up to
one year and/or a fine of not more than $500; license revocation and possible
revocation of the certificate of registration. A second, or subsequent convic-
.tion within ten years is a felony and is punishable by 1mpr190nment for not
less than sixty days nor more than two years and/or a fine of not less than
$200 and not more than $2, 000,

Evidence that there was more than .07 percent but less than . 10
percent by weight of'alcohol in his blood is prima facie evidence that the per-
son was not in an,intoxicated c0nd1t10n, but it is prima facie evidence that the
ability of the person to operate a motor vehicle was "impaired" by the con-

-sumption of alcohol. Penalties include license suspension and possible suspen-
sion of the certificate of registration for a period of sixty days for a first con<
viction and for 120 days for a second violation committed within a three year
period. The person-may be punished by a fine and/or imprisonment 0f no more
than $50 ($100 if misdemeanor) and 15 days (30 if misdemeaho¥) for,a first
offense; up to $100 ($200 if misdemeanor) and 45 days (90 if misdemeanor) for
a second conviction within 18 months; and up to $250 ($500 if misﬁlemeanbr) and
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90 days (180 if m1sdemeanor) a-nd license revocatmn upon a third or subsequent,
conviction within 18 months of the first conviction., = " .
-~ The New York trafﬁc laws provide’ ‘that evidence that there was .05
percent or less by we1ght of alcohol in the tested person's blood is‘prima fa¢1e
“evidence that the ab111ty to operate a métor vehicle' was not impaired by the ,

. consumption of_alcohol and that the person was not in an intoxicated condition.

i ‘ : The Implied- Consent law in New York states that any person who

operates a motor vehicle in the state is deemed to have given his consént to

a chem1ca1 test of his breath, blood urine or saliva for the purpose ﬁdeter-‘ .

m1n1ng the alcoholic or drug content of his blood. The test must be/administered

at the direction of a police officer having reasonable grounds to be ieve the per-

son.to have been dtiving while under the influence of alcohol or d¥ugs, within

two hours after the person has been arrested for any such violation and within

- two hours of a breath test which indicatés that alcohol has beer consumed. If )

the person refuses to submit to the chemical test, the test wi}l not be given and

a feport of the refusal will be forwarded to the commissioner within 72 hours

by the pol1ce officer under whose direction the test was reguested. The

person's iicense or permmit and any non-resident operating privilege will' be

Pevoked, ‘provided the commissioner grants the-person the opportunity to be

heard, tinless the opportunity is waived by the person. |
@

'Regarding accident reporting, the New Yoxk xehicle and traffic laws
state that every person operating a motor vehicle which is in any manner in-
volved in an accident anywhere within the state, irf which there is injury or
death, or in which there is damage to the property of any one person, including
himself, in excess of $200 shall within 10°days report the matter in wr1t1ng to
the commissioner of motor vehicles. If the operator is physjcally 1ncapab1e
of making such a report and there was another participant in the accident not
incapacitatéd, this participant shall make the report within ten days. If the
operator is upable to make the report, the owner.of the motor vehicle, not
involved in the accident or 1ncapac}$tated shall within 10 days after he learns
of the accident report the matter to the comm1ss1oner. Failure to report an
acc1dent or fa1lu.re to g1ve correctly the 1nt,'ormat1on required is a misdemeanor
‘and constitutes a ground for suspension.pr revocation of the license or registra-
tion or both of the person fa111ng to maké such reports. In addition,.the
commissioner may temporarily suspend the driver's license or permit and/or
certificate of registration of the motor vehicle involved in the accident of the
-~ 'person failing to report accident until the report has been filed.

8

2, Relevant Demographic ,C'vl{"aracteristics

Some of the’ demographlc variables related to drinking behavior are
discussed below. It will be' seen from the figures presentéd that the state of

p New York closely resembles the nation as a whole with re spect to many of
these characteristics, . : . *
g 38 :




It is pointed out in American Drinking Practices by Cahalan, Cisin
and Crossley (1969) that the urban-rural breakdown is one of the most impor -
tant variables in determining number. of dginkers. Of the total United States
(U.S.) population of 203,211,926 (Census, 1970), 73.5 percent live in census
defined urban areas and 26. 5 percent in cgnsus defined rural areas. The sam-

pling region in New York State (which exeludes Nassau, Suffolk, Queens, Rich-
mond, Kings-and New York counties), nearly duplicates these pefcentages,

. being 73 percent urban and 27 percent rural. ‘Although the population per
square mile of land area of the entire state is 381, 3, the figure for the sam-
Pling region is 20, much more like that for the nation; 57.5 per square mile, -

ate the sampling region from the entire state. In this case, demographic data
is presented for the entire state. It should be noted that the exclude unties,
Long Island and most of New York City, are different from the rest of the state
in many respects. Thus, the data 'presented here are only partially reflective
-of the sampling region. The first data item examined was’ the age distribution
for both sexes. For the nation, 34.3 percent of the population are under 18
years of age. The figure is 32 percent for New York State. Fifty five and nine
tenths percent of the U.S, population is between 18 and 64; 57.2 percent of the
New York State population is in this age range, Finally, 9.9 percent of :

the U.S. population and 10. 8 percent of the New York State population a

or over. Of those 18 and older, 47.5 percent of the U.S..and 46, 3 pércent of
the New York State population are males, These distributions of age and sex . ‘
are quite similar. °

In reference to certain of the variables, it was not ﬁossi,bJE:: separ -

/

The median age for males in the U. S. is not much different from
that of New York State. The median age for U.S. males is 26.8 and for New
York State males it is 28.9. The median age for U.S, males in urban areas
is 26.7 and.for urban Néw York State males it is 29.3. The median ages are
even more similar in the rural areas, For ruygal U,S. males the median age
is 27.2, for rural Néx ’chrk‘ males it is 26. 7.

Regarding rharital status, of the U,S, males aged 14 and older,
28.6 percent are single; 65.8 percent are married and 6. 7 percent are widowed
or divorced. The.New York State figures are comparable: 30,1 percent are
single, 64.7 percent are married, and 5.2 percent are widowed or divorced.,

‘

The median income for families is generally only slightly higher in_
the State of New York than the nation as a while., For all races, the U.S.
f?;u.re is $9, 590; the New York State figure is $10,617, For whites, the U, S.
figur¢ is $10, 236, the ‘New York State figure is $11,034, For blacks, the
medjan U, S, income ib $6,279, and the New York figure is $7,297. For other
racgs, the U,S. figure is $6,516, whereas the New York figure is $5, 698,
Th¢ median money income of unrelated individuals for the U. S. and New York
Stdte are also quite similar. e U,S. and New York figures are, respectively,
for all races, $3,137 and $3,231; for whites, $3,283 and $3, 224; for blacks,
$2,117 and $3, 280; and for other races, $2,243 and $3,058. '

¢ .
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.. Ethnic background is important in dete rmining life patterns includ-’
1ng drinking habits. Ninety five percent of the U.S. population and 88 percent
of the entire New York State population are native born. Cahalan, et al.,
found that the foreign born were less likely to be abstainers and more likely

to be light to moderaté drinkers.. The leading countries of origin of the 5 .

percent foreign born in the U, S, are Italy, Germany and Canada., The lead-
ing countries of origin of the approximately 12 percent of the New York State

. foreign born are Italy, other American, Germany, Poland, U.S.S.R., The
leading ethnic backgrounds for those in the U.S, oi foreign or mixed parentage
. are: English (including Scotch and Welsh), German, Irish, Spanish, Ita11a/r’1, '

Polish and Russian. Ethnicity is quite similar in the State of New York: Italian,

Russian, Polish, German, Irish, English and Canadian. Over a milliop people
in the State are of Spanish origin or descent. '

From examining the characteristics discussed briefly above, it
can be seen that the State of New York is a fairly representative sample of the
nation as a whole in reference to the important urban/rural variable ag well
as to the various other demographic characteristics. However, it should be
noted that this is general population data, not driver population data,,

/
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" II. RESULTS, DRIVER RECORD DATA
P
The New York State Master license file/contains information on driving
events for each driver in °the state. Each dccident and each conviction for
a traffic violation with the date of the event is contained in the file. Accidents
are categorized accérding to accident'pésultant. They are shown on the

file as: : -
. Property damage (Jnly) / .
. Injury (of any kind) / .
. Fatality / )

[y
>

Violatipns are shown with r E?ft‘erence to the specific viglation upon which a n

conviction was obtained. or the purposes of this analysis, the followmg
violation categories were ised: ,
/ ’ ' *
. Speed (all viglations involving driving too fast including "speedmg"
""speed not reasonably prudent", etc.) .

. Following too closely | - >
. - Disobeyed tréfﬁ.c élevice
. Reckless driving ‘ )
' . Improper turn
; : .
L. Defective equipment - o ( N .
. ~Improper documents (i.e., license, registﬁation)
A o .
) DWI (driving while intoxicated) M
. DWAI (lesser included charge, driving while ability 1mpa1red--
alcohol) - '
. Refuse chemical test (i.e., implied-consent; ’ » ’
. Other ’ : | : .

Each driver record, or abstract, alsb‘contains information on licepse sus-
pensions and license revocations. Thus, all of the above information was
available for the 2,791 potential respondents in this study The following
paragraphs will present the analyses conducted on these driver records.
Obvyiously, not ali of these potential respondents were interviewed in the
cufrent study. Nevertheless, their driver record data was available and

1'_ ks 101
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was examined, The next section of this report will compare these overall

records with the records of those individuals who were 1nterv1eWed

Table XIII presents the age distribution for the 2,791 potential respon- . )
-dents. This data indicates that fewer 16 year olds were sampled in each

of the young driver groups. This is particularly true in the D16 group, It
is assumed from these results that many young people do not get a driver's’
license 1mmed1ate1y upon attaining the age of 16. " In fact, these figures indi-
cate that 17 years.1s the more likely licensing age in New York,

Table Xiv shows the distribution of potent1a1 respondents by group and
location, Five location codes, or categories, were used to classify the
sample. The first category was the Bronx. Bronx county was used as‘a
separate location because there are differences in the traffic law from the
Bronx to the remainuer of the state. Specifically, in New York C1ty, of
which the Bronx is a part, all drivers must be 18-years old or older, A
16 or 17 year old may obtain a driver's license, but may not deive within
the city limits until his 18th birthday. The second category was Westchester
and Rockland counties. These are both in southern New York State. They-.
were separated into a specific category since they are both largely suburban
areas of the New York City metropolitan area. As such, ‘they may differ
from other parts of the state,- The next category was upstate city., This
included all cities in the sampling region outside Westchester,” Rockland
and the Bronx with a population in excess of 50,000 (as per 1970 U, S,
Census). The cities were Albany, .Schenectady, Troy, Utica, Rome, Syracuse,
Rochester, Buffalo and Binghamton. The fourth category was upstate sub-
urb which included all drivers within 30 miles of one of the upstate cities.
The last category was for rural drivers. This is not the same as the rural
category defined by the U.S. Census. Its use here is essentially as an
''other'' category designating those drivers who do not live in or around a
city of 50,000 or more and are not from the southern areas covered in the
first two categories. It includes drivers from smaller cities and towns
(e.g., Ithaca, Elmira, Watertoyvn,‘ Jamestown, etc,) as well as.drivers
from census defined rural areas.

The results indicate that there is a statistically significant relationship
between location and group (X = 139,17, p<.001 with 36 d.f,'s), As ex-
pected, fewer very young dr1vers from the Bronx entered the sample of N
potential respondents. While 8. 1% of the overall sample was from the
Bronx, only 3. 1% of the GP16, 4. 3% of the Al6 and 2,0% of the D16 groups
were-from the Bronx, Also} it appears that fewer D16 and D35 drivers
were drawn from both the’Bdonx and Westchester and Rockland counties.,
This finding suggests that theg DWI/DWAI arrest and/or conviction rate
for these southern New York State counties is lower than in the northern

. counties of New York State, ot that the incidence of drinking-driving in

thesé counties differs from that of the remainder of the state.
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A, Driving Record of the General Population

There were 1,468 male drivers in the coinbined general population

_sample. The driving record for each of these individuals was available.

These records are summarized in Table XV. The data'is broken down

by event type and within specific types the results are shown both for cal-
ender 1973 alone and for the combined years 1971 1972 and 1973, Many
of the younger drivers have not been licensed for the full 1971-1973 period;
thus for these individuals thesmost appropriate comparison is to look at
1973 separately. ’

dents. These are highway trashes that did not involve any personal injury
but did involve property damage in excess of $200. They\may have been
reported to the New York State Department of-Motor Vehixhés by the in-
volved driver(s), police or both. The results show that 4 % of the GP16,
4, 8% of GP19 and 2. 7% of the GP22 dxrivers were involved in\at least one

of these events during 1973.. The comparable figure for the 35 group
was only 2.0%. In other words, the young drivers were involved in nearly
twice as many property damage accidents as the ¢lder drivers during

1973. The results were similar with respect to injury producing\accidents.
These are crashes in which an injury of any kind to any parfy was
ported. The results show that while only 2. 5% of the older drivers GP35)
were involved in one or more injury accidents, 4.9% of the GP16, 5.
of thé GP19 and 4. 0% of the GP22 groups were involved in this king of\a
crash. Again, an overrepresentation of young drivers by a factor of
nearly two. Among young drivers, the GP22 group had the. fewest invol e-

The first category presented in Table XV is Proi)ity Damage acci-

~ ments for both types of crashes during 1973. This suggests that the under

21 group is the most dangerous though all groups pose a greater safety .
‘hazard than the 35-49 year old drivers.

The next category examined was conv1ct1ons for speeding related vio
lations. Here, the young drivers were greatly overrepresented, The ré-
sults show that 7. 7% of the Pl() 12, 0% of the GP19 and 10. 0% of the /
GP22 groups were convicted of orle or more speeding violations duru{g
1973, This compares with OnIy\i 0% of the GP35 group. Convictions for
traffic device related violations (& g.,» ran red light, stop sign violation,
etc.) were alsd higher in the young'groups. The resultg/&héwed that 4.0%
of the GP16, 3,4% of the GP19 and 5. 9% of the GP22 groups wetre involved
in these events during 1973,. as, compared with-Z. 0% of the GP35 group.
Young drivers were also over1nvolvedrw1th respect to c0nv1ctiOns for im-
proper documents (e.gs;" 116 license, improper regii ration, etc.). The

‘results showed that 4. 6% of the GP16, 4.0% of the GP19 and 1. 3% of the

GPZ2 groups were involved in this event type during 1973, as compared’
with only .5% of the GP35 group. The largest problem is with the very

young drivers and typically involves driving without-a license. The next
category was drinking driving violations. It included DWI (driving while
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intoxicated), DWAI (driving while ability 1mpaired--a1cohol) and refusal

of chemical test (implied consent). However, no driver in the -sample had
an entry on his record for a chemical test refusal. Thus, the results
shown are only for DWI and DW-AL. They indicate that only L% of the GP35
group was convicted of DWI or DWAI during 1973. In the young age groups,
the percentages were even lower; . 3%, . 9%, and . 5% for the threé groups,
.respectively. Analyses were also conducted with re spect to several other
convxctmn types (e.g., improper turn and equipment violations). However,
in all cases the frequency of occurrence for these other events was too low
to be meaningful. They were, nevertheless, summed to indicate the total
canviction in}zolved drivers also shown :1n Table XV.

The‘Ias! two'categories of driver r¢cord information analyzed con-

~ cerned license suspensions and license nevocations. The 'results“shOWed

that 2. 6% of the GP16, 3. 7% of the GP19 \and 2.4% of the GP22 groups

underwent license suspension during 1973\as compared with only . 8% of.

thé GP35 group. With respect to license revocations, . 3% of the GP16, .
2.3% of the GP19 and 1. 9% of the GP22 groups had their licenses revoked .  ~
during 1973, as compared with .8% of the GP35 group. The increase, in
suspensions and revocations for young drivers is merely a result of their

poor drivmg records, Nevertheless, it'is important to note that the most

sevére problems are again found in the under 21 age group. )

.

B. Driving Record of Accident Sample , e

»

) . - - é
The driving records for the acciderit involved drivers are summarized

in Table XVI., - These drivers all have had a recent night (8 p.m. - 6 a.m.)
i 'ury producing motor vehicle accident. It was expected that the1r prior
driying records would be poorer than the ‘driving records for the general
population. Simply, a prior h1story of accidents and convictions should °
increase the probability that a driver would have an injury producing acci-
dent and thus lead him to be included in the sample. The results clearly
indicate that this was the case. In virtually every category, the accident
groups of drivers. registered more events than the comparable general
population group. This was true for prior accidents (i.e., accidents in
. 1973 or the combined years 1971, 1972 and 1973), convictions and license 0
‘'suspensions., FdJr some unknown reason, it was not true for license revo-
cations.,. However, the numbg¢r of revocations in both samples was quite .
" low and this result is probablﬁkdue to sampling fluctuation.

/

Overall, 8.5% of the young general population drivers (GP16, GP19
and GP22) were involved in at least one property damage accident during
1971, 1972 or 1973, This compares with 13, 2% averaged across the young
drivers in the accident sample (Al6, Al9 and A22). Concerning injury,
accidents, 10.7% of the young drivers in the general population sample had
at least one of these events during 1971, 1972 or 1973 as compared with
N 16. 3% of the young drivers in the accident sample. Total conviction involve -

‘ . 10+ | | . .
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ment was also compared between the two samples. The results showed
that 33, 8% of the young general population drivers had a traffic conviction

4dur1ng 1971, 1972 or 1973 as compared with 49 3% of the young dr1vers

in the accident sample. -

C. comparison of GP and A Sa,rgples with the DW1/DWAI Sample

d .
- !

Driver record data was also available for the DWI/DWAI convicted
sampling groups. ‘There were 295 of these convicted dr@vers in the D16 @

_group (16-24 years of age as of 12-31-73) and 138 in the D35 group (35-

49 years of age). This represents somewhat fewer dr1vers than found in
either the general population or the accident involved groups. Further,

these driver records were biased due to the fact that many.of the convic-

tions upon which sampling was conducted occurred as a result of 1973
events, For instance, a late 1973 property damage accident could have led
to a police investigation which could have led to an arrest for DWI.and a
1974 conviction for DWI or DWAI, Nevertheless, there are still many
valuable COm,pariSOnswhich can be c0nducted with this data, -

°

Table XVII arrays ‘the dr1v1ng records for these drivers and dr1vers
from the other sampling groups for the years 1971 and 1972.  The GP16 .

"and Al6 groups have been excluded since very few D16 drivers fell within |

these young age ranges and since these young groups could not be expected
to have very many 1971 and 1972 driving events. Parenthetically, it

should be noted that the very fact that these were few 16-18 year ald drivers
in the D16 group is of some interést. It clearly demonstrates (as was shown
in the general p0pulat1on and accident groups) that.convictions for alc\ohol
related driving offenses are relatively uncommon for 16-18 year old dr1vers.
Use of only 1971 and 1972 driving events avoids any biases that may have '
been 1ntroduced by the sample sele ction strategy. :

It can be seen from Table XVII that the driving records of the convicted
DWI/DWAI groups tend to be worse than the records for both the other two
samples. This is particularly true when comparing these two groups to’ 1
the general pcgpulatlon. First, concerning accidents, 26.4% of the D16 and
26. 1% of the D35 groups were involved in motor vehicle accidents during
1971 or 1972. This is ‘slightly higher than the rates found with the acci-

~dent samples and nearly twice the rates found in the general population.

Table XVI] also shows motor vehicle conviction involvements for 1971

_and 1972, Fully-42, 7% of the D16 group and 45. 7% of the D35 group were
" convicted of at least one traffic violation during 1971 or 1972. Older drivers
. in the genergl population and gccident samples exhibited much lower rates,

ds did to'a certain extent, young drivers from the gemneral population. Young
drivers in the accident sample, however, exhibited jconviction involvements
at a rate comparable to that found in the two D groyps. Not surprisingly,
both D groups had many more pr1or DWI and DWAI conviction involved.
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drivers than the remaﬂung groups. Speeding convictions were also ex-
amined, and as shown in TableXVII, 22.4% of the D16 and 19. 6% of the,
D35 groups had at least one speed related conviction durmg 1971 or 1972.
These rates are comparable to the rates found for the other groups with, !
. the exception of the GP35 and A35 samples which exhibit markedly feWer
speed conviction involved drivers, * . ' ,*

COmpqris'Ons“were made -between the D16 drivers and drivers from
the other groups ‘with respect to each of the four event types shown in =~
Table XVII. The basic analysis techniques was to apply the X' test to the
two by two tables resulting from involved, yés vs. no, and D16 vs. another
group. The results $howed that the D16 drivers did not differ s1gn12f1cantly
~-from the D35 dr1vers with respect to any of the four event types (X° = e 01,
: 'N S. with 1 d.f. for accidents;X®= .33, N.S. with 1 d. f, for c0nv1ct10ns, .
- %x%= 2,67, N.S. with 1 d.f. for DWI/DWAI convictions; and X’= . 44, N. S,
- with 1 d.f. for speed’ c0nv1ct10ns) In short, the 1971_, 2 dr1v1ng records
' : for 1973-74 DWI/DWAI conv1cted drivers show little d1fference as a func-
tion of driver age. }

) . The young DWI/DWAI sample of drivgrs (i.e., group D,16)“ was also

\compared with_the young drivers in the accident sample. For the purposes’
of this comparison, the groups '‘Al9 and A32 were summed Tl‘ie results
showed that tl.e D16 group was. not significantly different from the Al9/A22
group with respect to acc1dent§ conviction 1nvolvements or speeding con-
viction 1nvolv‘ements during 1971 to 1972 (x%= 1. 35, N.S with 1 d. f, for
accidents; X’= .06, N.S. with 1 d.f, for convictions; x?= 1,61, N.S. with .
1 d.f. for speeding convictions). The two groups d1d hOWevezr, differ
with respect to 1971-72 DWI/DWAI conviction involvements (X = 23.46,
p<.001 with 1 d.f.)." Thus, except in regard to prior DWI and DWAI in-
volvements, the D16 sample doeg not differ from the combined Al9 and
A22 samples, Both groups consist of drivers with continuing driving prob-
lems. The D16 group was also compared to the combined GP19 and GP22
group. The results showed no s1gmﬁcant difference-with respect to speed-
ing tickets during 1971,and 1972 (x?= 1.59, N.S. with 1 d.f.). Apparently,
excessive speed is not unique to the DWI/DWAI sample. However, the D16
and combined GP19 and GP22 samples did differ significantly with respect
to every other event type. The D16 group had more accident 1nvolved drivers
(x%= 19, 36, p<.001 with 1 d.f.), more conviction involved drivers (X = 14 79

- p<.001 with 1 d.f.), and more DWI/DWAI conviction involved drivers (X

\ 42,75 p<.001 with 1 d.f,) during the period 1971 to 1972 than the general

p0pu1ation drivers of comparable age. ' h

4

D. Relat1onsh1p Between Speeding Conv1ct1ons and Accident Involvements
in the General Population

Throughout these analyses, it has typically been found ‘that those groups
. with higher accident involvements have alsd had higher speeding conviction
e involvements, Table XVIII examines this relationship for the general popula-.

. A 111
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| v Table XVIII

Rélationship Between Spéedir{g Convictions and ‘ 3
Accidents in the General Population Sample

Total Speeding Convictions 1971-1973 - '
0 1 2 Or more
“Total Accidents 0 1009 156 37
1971-1973 - ,
- ‘ 1 . 158 41 10
2 or 22 16 7
. more .
: \ .
v : --,_J . _
Total Injury Pro- 0 45 %
ducing Accidents
1971-1973 1 \ 3
s 2 or ' 6
¢ s ; . more :
q
£ . .\‘
° - ® * \\
. N
. N
\-
| 5
-




tion drivers. The 1\data shown represent all speed relatéd convictions and
all accidents for the GP16, GP19, GP22 and GP35 groups for the period o
1971 to 1973, The£e results indicate that number of speeding convictions ‘

is significantly related to number of accidents (X°= 45, 86, p<.001 with -
4 d.f.). Those arivers with more 8peeding convictions also had more

accidents. The same relationship is found when examining only the injury
producing accidents (Xz'-,' 65.5, p<.001 with 4 d.f.).
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. RESULTS--QUESTIONNAIRE DATA

4

' The questionnaire comsisté‘ of 92 questions, mfany of which had several
parts.. It was supplementefl by Bix questions answered by the inte cviewer
following the interview, Thes%:l tter questions dealt with the subject's .
race,’ cooperatmn, hOnestyﬂ, uging and living arrangements and the number
- of .other persons present durmh;’the interview, Thel|length of the interview
varied from 30 to 60 minutes, bei
accidents and violations reportsd by the subject. THe results from the in-
. “terview data will be presenied'helow. This section

interviewed versus the non-intetviewed subjects largely on the basis of
driver record data. Back &‘ jund and demographic data will be presented /
followed 'by a complete de d 1pt;£on and analysis of reborted accidents and/
cbnvictions. Drinking frgqt 1
variables, followed by a aialy‘sis of driving habits and attitudes. The re-
mainder of this section il/iI examine the sub_]ect's perception of the drink-.
ing*driver and his know edg of drmkmg dr1V1ng Some items in the ques--
tionnaire requested 1nf rinaltion that was str1ct1y countermeasure specx?ic.
For instance, favor oy o poge t:h1e 1nsta11at1or}/ of Alcoho6l Safety Interlock |
Devices in the vehiclgs pf con icted drunken Arivers. Data for these items
will.be covered in lafern sec 1on/a ‘of this report, T

[N

een' teryviewed and.Non- Interv1ewed Subjects

A, Comparis&n B

[ T f

Idea_lfy, ;{11 2,791 driveérs ‘VJ.’hOJe driver records were drawn from the
New York Majster License.File i"uould/ have been interviewed in this study.
However, as/ expected, thelactual number of subjects interviewed was far
short of this/possible: maximum, This section will examine the similarities
and d;ffererjes between the interviewed and non-interviewed subjects., It
* will also digcusg some of the p}roblems encountered when attempting to
contact subjects and condug¢t the interview, In general, the interviewed
subjects are ‘a representative subset of all the potential respondents, How-
ever, theré are differences which will be outlined below,

Table XIX shows the di str"1but10n by group for interviewed versus non- .
interviewed subjects. It cap he seen from. this table that a ggy‘eater propor -
tion of young as compared with old drivers were interviewed, Overall,

30% of the initial sample of 2,791 drivers were interviewed., However,
fully 45% of the G P16 'group and 43% of the Al6 group.were interviewed,
.Table XIX also presents some information concerning the reason why no
interview was obtained froml, a subject. One reagon was that a given sub-
ject was 51mp1y never assigned. 1i¢ occurred fnore often in the general
population groups smce, as mentioned in Section B, several drivers were
added to these groups after‘ interviewing was begun. These unassigned

, drivers most often lved in, rural areas of the state (51% of all unassigned).
‘However, a substantial number {35% of all unass1gned) lived in the~-Bronx
where problems were encountered in hiring and retaining qualified inter-
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X # |
viewefs. The second reason for no obtammg an interview was an incorrect
‘address resulting in the initial intro uctorydetter to the subject being un-
delivered and returned to Dunlap and As séc1ates, Inc. This was a parti-
cularly serious problem with the old‘ r general population drivers. These
drivers are less likely to have trafﬁ accidents or convictions which would
automat1ca‘11y lead to an address updite, and more likely to have held their
license for several years, making th address On file several years old,

© i
i
The next ‘two categories were "iriterview refused’'" and "subject not lo-

cated or unable to contact'. Each inferviewer was instructed to inform
Dunlap and Associates, Inc., of the chrcumstances surrounding each failure
to obtain an interview. Howevér, thé emphasis here was clearly placed on
learning of any subjects who had mov%d. to other areas of New York State.
where it might be possible to reassigm that subject to another interviewer.
Nevertheless, many interviewers rep¢rted complete information concern-
ing the reason for not obtaining an ;ntérwew ‘As shown in Table XIX,

the primary reason was simply an inability to locate and/or contact the
driver. Refusal rates were generally low overall, yet shghtly higher in
the older groups. It is felt that the ""feason unknown" category would
probably be distributed proportmnately between interview refusal and un-
“able to contact categories were more complete information ava11ab1e.

Interview completion rate also varied as a function of locaf:ion. Only

10% of the potential respondents from the Bronx were actually interviewed.
o This campares with a 36% interview cotnpletmn rate from the Westchester-
Rockland area, .29% from the upstate c1t%es (50, 000 population or more),
30% from upstate suburbs (within 30 miles of upstate city) and 34% from the
rural areas (all other areas),- While 8% of the 2,791 potential respondents
were from the Bronx, only 3% of those actually interviewed were from the
Bronx. Thus, the set of interviewed subjects is biased against this New
York State county. As discussed in section B, the Bronx respondents tended
to be older and the rate of completed interviews was lower for older drivers.
Also, problems were encountered in recruiting and retaining interviewers
in this area. However, it should be noted that the distribution of inter-
viewed subjects by group (GP16, GP19, etc.) did not differ significantly as
a function of location (X"= 41,5, N.S. with 36 d.f.). As discussed if,section
B, this distribution was significantly different for the 2,791 potent1a1ﬁ!-esp0n-
dents,

It was also possible to compare the interviewed subjects with those
drivers who were sampled yet not interviewed on the basis of their respec-
tive driver records. The results of this comparison are shown in Table XX.
The first event type analyzed was property damage accidents for the period
1971-1973. The results showed that 96 (11, 5%) of the 836 interviewed sub-
jects had at least one of these events as compared with 234 (12. 0%) of the
1,955 npn -interviewed subjects. This difference was not statistically signi-
ficant (X .13, N.S. with 1 d.f, comparing interviewed vs., non-interviewed
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by had an event vs. did not have an event). The next event type examined Wwas

injury producing accidents. The results showed that 119 (14, 2%) of the 836
interviewed subjects had at least one. of these events-as compared with 304
(15. 5%) of the non-interviewed subjects. Again, this difference was not"
statistically significant (x .79, N.S. with 1 d.f.). However, with respect
to both accident types, the non-interviewed subjects had more 1nvolved
drivers than did the interviewed subjects.

The next two event categories examined involved motor vehicle viola-
tions. The first of these categories was speed related convictions. The
results showed that 185 (22. 1%) of the 836 interviewed drivers were con-
victed of speeding or a related charge during the period 1971 to’ 1973, .
This compares with 488 (25. 0%) of the 1,955 non-interviewed drivers.
While not statistically significant ()( = 2,69, N.S., with 1d.f.), the results
again arein the direction,of fewer involved drivers in the interviewed group.
The last category examined was all conviction involvements ipcluding speed
related convictions. The results showed that 276 (33.0%) of the 836 inter-
viewed drivers had one or more convictions for a motor vehmle violation
during the period 1971 to 1973. In the non-interviewed group, 761 (38. 9%)
had at least one conviction. This d1fference was statistically %1gn1f1cant ‘
(x%= 8. 77, p<.01 with 1 d.f.). Therefore, it must be concluded that the
interviewed subjects had somewhat better driving records ~overa\11. than did
the non-interviewed subjects. Further, as the results in Table XX show,
this finding appears to be consistent across all sampling groups.

One interpretation of these results would be that subjects with poorer
driving records are less wx“llmg to submit to questions concerning driving
than are subjects with better driving records, However, as shown in
Table XIX, the primary reason for not interviewing a subject as reported:
by the interviewers was failure to locate or contact the sampled driver and
not interview refusal. It is possible, therefore, to hypothesize as an al-
ternate interpretation that individuals with poor driving records tend to
maintain more deviant life styles making them more difficult to contact.

.They may, for instance, change their place of residence more often, or

may simply be less likely to be found at home. In any event, it may be

. @assumed that the questionnaire.or interview results to be presented below

are based on a sample of drivers with slightly better driving records than
the original set of 2,791 potential respondents.

B. Background and Descriptive Information

This section will discuss several.data items related to the conduct of
the interview and the personal and demographic characteristics of the sub--

- jects. TableXXI presents the results, by group, from the interviewgr's

supplement. These questions were answered by the interviewer following
the interview. The first questions concerned the interviewer's opinion
regarding the subject's level of cooperation., Overall, 88% of the subjects

“were rated good or very good. This ranged from a low of 73% in the D35
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grod to a high of 94% in the GP22 group. The general population groups,
on average, tended to exhibit better cooperation than the remaining groups.
The second question concerned the interviewers' opinion regarding the ‘sub-
ject's\honesty in the interview. Overall, 87% of the subjects were felt to
be completely or generally frank. This ranged from a high of 92% for the
GP19,group fo a low of 80% for the Alb group. Only 1% of the subjects
were felt to be untruthful, o ' '

The next two questions dealt with the respondent's living accomodations.
The first was concerned with the structure of the dwelling; single family,

two family or multiple., There was a difference across the sampling groups

in that the general population group tended to more qften live in single
family housing. The next question concerned the acjual "living arrange-
ments'. The two.most frequent responses were respondents own home and
home of responderit's, parent(s). The results were predictably age related.
Young subjects tended to live with their parents, older subjects tended to
live in their own home. The last question dealt with the number of other
persons present at the interview, Interviewers were instructed to conduct
the interview in private whenever possible. Overall, there were no other
persons present for 71% of the interviews. The worst case was felt to be |,
the situation where a parent was present. * This was true for 7% of the in-
terviews, ;‘ y :

TableXXIIpresents a variety of background and descriptive information
on the subjects. The first distribution shows marital status by group, Pre-
dictably, older subjects were more often married than younger subjects., »
The next digtribution shows the race of the subject as judged by the inter-
viewer, The sample of interviewed subjects was largely white., There
appears to be an increase in minority grouf) members in the ""A' and "'D"
groups. However, this increase is merely suggestive of a trend and not
statistically significant (x* = 3.94, N.S. with 2 d.f. for white vs. other by
"GP", "A'" and "D"), The next distribution shows the educational attain-
ment of the various groups. Large differences exist between the groups
as a function of age. For instance, of necessity, none of the 16-18 year
old drivers in the sample have completed college. There are also differen-
ces across the ""GP'", "Al and "D" groups. Generally speaking, the DWI/
DWATI convicted drivers a\ye less educated than the night injury accident
involved drivers who in.turn are less educated than the general population,
This result is directly reﬂlexli:ed in the distribution of driver education.
Young general population drivers are most likely to have had high school
driver edulation follcwed by \yroung accident involved drivers followed by

young DWI/DWAI convicted drivers. It can also be seen that the oldor male.

drivers whether "GP'", "A" or "D" have typically not had any driver edu-
cation and only very rarely had high school driver education, '

The next distribution shown in Table XXII indicates the percentage of
drivers in each group who.have had some form of remedial driver educa-
tion. Overall, 12% of the subjects reported having some form of remedial”
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training. As expected,* this training was least prevalent in the general popu-
lation and most prevaleént among the DWI/DWAI convicted. Also, as ex-
pected, young drivers have more often had this training than older drivers.
The next two distributions deal with drinking behavior, While much more -
will be said concerning drinking in later sections of this report, it can be
seen here that the vast majority of subjects in all groups- have consumed
alcoholic beverages at sonte time. ‘Further, as the second distribution
shows, a large majority of the subjects currently drink. Surprisingly,-

"more young drivers reported current drinking than did older drivers. This_r

was true for all three, of the samphng groups. The next two.distributions
indicate those subjects who are currently full-time students and those who
are currently employed full-time. Both distributions show a predictably
strong relationship with age. Young drivers are more likely to be full-
time students and the older drivers are more likely to be employed full- -
time. However, there are also differehces with respect to sampling group.

- Young "GP's'' are more likely to be students than are the young "'A's" than

are the young “D's". The next distribution shown presents data for non-
traffic criminal arrests.. These ranged from minor misdemeanors to
criminal mainslaughter. Overall, 11% of the sample reported being arrested
for a non-traffic offense at some time during their life. Report of a cri-
minal arrest was more frequent among young drivers and more frequent in
the '""A' and ""D" groups. -

[ .

The last two distributions shown in Table XXII indicate reported annual
miles driven. Subjects were asked to indicate their annual mileage ''prior
to the current energy crisis''. They were also asked to indicate the percent
of this driving that was done at night. This percentage was then multiplied

by reported total mileage to indicate ‘their total night mileage. It can be

seen from this data that there is a direct relationship between age and re-
ported mileage both for all. driving and night driving, The 16-18 year old

drivers (GP16 and Al6) are driving the least. Mileage increages rapidly,

however, with the 22-24 year olds doing the most driving. ‘THe older drivers
(35-49 years old) tend to drive. somewhat less than the 22-24 year olds% yet -
more than the 16-18 year olds. It can also be seen that the "A'" drivers

"drive more miles than the drivers in the remaining groups. Drivers were .
. also asked to indicate the extent to which the "current energy, crisis' has~ -

limited their driving., The results indicated that overall, 32% of the drivers
indicated a reduction in daylight driving and 31% indicated a reduction in
night driving. Reported reductmrtﬁ were essentially uniform across sam-
pPling groups. However, as of this writing, the gasoline shortage of the
Winter and Spring of 1974 has largely passed and thus this data is no longer
directly relevant. . : . :

Table XXIII shows the reported usage of drugs other than alcohol w1th1n
the past 6 months for each of the gampling groups. Young drivers reported
having used marijuana, hallucinogens and amphetamines far more frequently
than older drivers. Surprisingly, drug usage among young drivers remained

s
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: cons1steng’1y high regardless of samphng group and was only sl1ghtly higher
. in the D16 group. Marijuana is clearly the most often used drug other than
alcohol Subjects were also asked to indicate whether any of their friends
or acqua1ntances had used specific drugs within the past ® monthg., The~

results indicate that even if the young driver does not himself use drugs
. other than alcohol, he probably has a friend who is at least using mariju.a)na.

The purpose of th1s section of the results was to provide ba5ckground
and descriptive information concerning the subjects in each of the sampling
groups. Several differences emerged both with respect to age and w1th re -
spect to general* population versus night injury accident involved ve rsus

" DWI/DWALI convictéed. In general, these results replicate many of the pre-
vious findings in the literature. The general population drivers tend to
have the least déviant most socially desirable characteristics followed by
the accident involved grqup fallowed by the DWI/DWAI convicted group. . In
short, it appears that the sampling procedure adopted for this study did
p'rodu.ce three rneasurably distinct groups of drivers with different character-
istics'and different problems.

|
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C. Accident and Violation Comparisons

~ . In the course of the 1nterV1ews, each subject was requested to provide
descr1pt1ve information on motor veh1c1e accidents in which he had been in-
volved as a driver. This data was sought from each subJect for his four r
(4) most recent crashes oceurring smce J'anu.ary, 1971 Naturally, ‘not all
subjects had been involved in four of more crashes during thisg per1od al-
though many fu.rn1shed data on at 1east one acc1den‘c. .

o The data thu.s obtained was structured into four accident category files.
These were:

. The sampled crash--i.e., the nighttime injury pro'du.cing accident o
which had led to selection of that subject. No members of the "GP '
samples conttributed to this file. '"A" sample subjects contributed

" to this file if, during the course of the interview, they described -
an accident that corresponded to the driver record data o the sam-

¢ pled crash.* Two hundred of the 230 young "A" sample drivers
(87%) and 46 of the 58 older "A" drivers (79%) supplied such data.

*Neither the 1nterv1eWer nor the subject knew the details of the sampling pro-
cedureé. Interv1ewers knew only the subject's name, address and date of birth,
‘Subjécts knew only that they were part of a random sample of drivers. This
procedure was adopted to ensure that all subJects were approached and ques -
t10ned in the same manner.

v
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) . The most recent alcohol-related (A/R) crash--subjects contributed v
- ~ to this file if they supplied data on a crash and indicated-they had
consumed any alcohol within 4 hours prior to this crash. Itis

"important to note that the sampled crash was excluded from this
file. For example, for some "A'" and D" subjects, the sampled
crash was actually their most recent alcohol-related accident; but,
they contributed to this file only if they reported another A/R crash.
On this basis; 51 of the 370 young ""GP" drivers (14%), 24 of the
230 young "A" drivers (10%), and 23 of the 79 young "D'" drivers:

. .. (29%) contributed to the most recent A/R crash file. However,

’ only 4 of the 73 older "GP's"(5%), 2 of the 58 older "A's" (3%),

and 5 of the 26 older ""D's" (19%) contributed to this file. Thus, -
the file includes 98 young subjects, bit only 11 older subjects.

« The most recent non-alcohol related crash--subjects contributed .

- to this file if they supplied data on a crash and indicated they had
not consumed alcohol within four hours prior to the crash. Again,
the. sampled crash was_excluded from.this file. One hundred-forty .
one of the young "GP's" (38%), 88 of the .young "A's" (38%), and
35 of the young ""D's" (44%) contributed to this file. So did .14 of
the older "GP's" (19%), 16 of the older "A's'" (28%), and 3 of the .
older "D's" (12%). .Thus, the file includes 264 young subjects and
33 older subjects. e

T e

-

o
e A

« The "other"—crash--s:ubjects contributed to this file if the}; supplied
- data on an additional crash which did not fall into one of the files

described above. Thus, this file consists of the seécond or third .,
A/R crash reported by subjects or the second or third non-A/R
crash, That is, the most recent crash exclusive of the sampled, -
most recent A/R, and most recent non-A/R went into this file. ’
The file includes 40 young "GP's" (11%), 34 young "A's' (15%),
and 24 young '"D's" (30%), and also 2 older "GP's" (3%), 3 older
"A's'" (5%), and 1 older "D" (4%).. Thus, 98 young subjects and 6
older subjects contributed to the "other'" crash file.

-+

. The interviews also addressed motor vehicle violations for which the
subjects had been cited or arrested. This data was sought from each subject
for his four (4) most recent accident-free violations (i.e., violations not
associated with an accident) occurring since January, }971, Again, most
subjects reported at least one violation, although not afl had been cited for -
four. This data Was structured into a similar set of four files:

1261 L
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. The sampled violation--this file was composed of the reports of
a subset of the "D'" subjects, and included only DWI/DWAI arrests.
A subject contributed to this file 4f (a) he reported on the violation
) wh1ch had led to his selection as a '"D'" subject, and (b) that viola-
" tion was found to be accident-free. This was the case for 36 of
the 79 young "D's" (46%) and 13 of the 26 older "D's" (50%).

. The most recent alcohol-related violatiOn——subJects contributed
to this file if they Feported a citation or arrest on any accident-
free traffic offénse and indicated they had consumed alcohol within
four hours prior to the offense. The sampled violation, of course,
was excluded from this file. Contributing to this file were 38 of
‘the 370 young "GP's" (10%), 23 of the 230 young "A's" (10%), and
24 of the 79 young ""D's" (30%), and also ] of the 73 older "GP's"
'(1%), none of the 58 older "A's“, and 4 of the 26 older "D's" (15%).
. Thus, 85 young drivers, but only 5 older drivers,. were 1nc1uded in
" . * this f11e. . B

. The most recent non-alcohol-related violation--subjects contributed
to this file if they reported a citation or arrest for any accident-
free traffic offense and indicated they had not c0nsumed alcohol
within four hours prior to the offense. Agam, the samLed violation

" was-excluded. Contributing to this file were 126 of the 370 young
"GP's" (34%), 99 of the 230 young "A's" (43%), and 33 of the 79
young "D's" (42%), and also 10 of the 73 older "GP's" (14%), 16

- of the 58 older "A's' (28%), and 8 of the 26 older '"D's" (31%).

" Thus, 258 young subJects and 34 older subjects were included in
Jthls file. °, ‘ .

’ -

. The ""'other'' violation--subjects contributed to this file if they sup- .
plied data on an additional accident-free traffic offense which did
- not fall into one of the above files. This was the case for 56 young -
- "GP's" (15%), 38 young "A's" (17%), and 16 young '"D's' (20%), and
‘also for 2 older "GP's" (3%), 2 older "A's" (3%), and.2 older "D's"
(8%). Hence, the ''other' violation file 1nc1uded 110 yohnger sub~
jects, but only 6.older subJects. '

In this section, comparjsons are made ofythe data in these accident and

violation files in an attempt to identify crash and violation characteristics
© that are assoc1ated with alcohol 1nvolvement. Ideally, one wotld wish to

make all such comparlsOns for both young and older drivers. However, it
is only in the sampled crash and sampled violation files that the age 35-49
group has sufficient representation to permit their inclusion. Thus, most
of this discussion focuses solely on young driver events. ,
(1) Comparisons of A/R and Non-A/R Crashes Involving Young

Drivers r

-or

, Table XXIV lists the c1rcumstant1a1 tharacteristics of the A/R

-

o
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. Table XXIV

eported Accident Involvement . -

A/R Accident Non-A/R Accident

/'/.
/ GP\ A D GP A D
Year (i 6 4 4 . 15 I . 3
- -T2 16 3 4 38 17 7
73 14 13 9 41 34 19
74 15 - 4 6 47 26 6
Reported to Yes 37 < 16 17 . 91 . 68 28 ;
" Officials ~ No 13 N 6 50 20 7
Type © . Ped/Other 20 9. 9 94 . -68_ 28
Single Veh. 30 12 14 42 24 16
" Resultant  Property 38 , 19 _ 19. 118 71 31,
Damage Only
Injury 12 3 4 20 16 3
Day of Week M-Th. 16 4 8 .. 7, © 52 19
F-Sun. 32° 19 - 14 67 33 14
Time of Day 0400-0959 4 3 3 c 16 "15 4
1000-1559 5 5 2 . 45 27 7
1600-2159 10 4 - 4 .© 55 29 12
", 2200-0359 31 10 . 14 24 17 © 11
Speed Prior < 20 13 7 s 4 - 72 - 41 17 ~
~ °to Crash 20-39 16 . 10 13 50 . 27 . 9 '
' 40-59 13 4 3 18 .16 7
> 60 8 3 2 2 .3 2
Posted < 20 2 0 1 5 4 2
Speed - 20-39 25 ‘13 13 "'79 50 19
40-59 18 8 4 38 2l - 10 °
> 60 2 0 1 2 2 2
Exceeding  Yes. 11 ) 3 -8 7 4
) Posted  No C 36 15 . 16 116 170 29
' Speed - -
Number of 0 20 11 9 70 53 17

" Passengers 1 19 6. 8 44 24 13




Drug

Young Subjects' Reported Accident Involvement

Yes

Involvement No

Cited for
Violation

Yes
No

"

Table XXIV (Continued)

A/R Accident

GP

8 ~

42

14
36

A’

129..

-112~

»

Non A/R Accident

GP

8
133

11
130

A

'\

5
83

.10
78

D

1
34
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" and nony AfR crashes involving young drivers. In each case, data is given

separately for the "GP", "A", and "D" samples, *

As the first step in this analysis, the characteristics of. A/R v
crashes were examined to determine Whether they varied significantly among
the survey population groups, A similar exploration was made of the non-
A/R crashes. These examinations disclosed no significant differences among-
the young "GP', "A", and "D' samples for any of the A/R crash items in
Table XXIV.. Neither did these groups evidence any significant differences
in their non-A/R accidents, Thus, sampling procedures had no appreciable
impact on the specific circumstances associated with the crashes compris-

ing the young driver A/R and non-A/R files. '

The next step in this analysis focused on comparisons of the
A/R and non-A/R crashes. Tests for differences in the characteristics of
these crashes were performed on the total accident files (aggregated across
the "GP, "A'", and "D" subjects), and also on those crashes reported by
"GP" subjects. Despite the lack of significant differences among the survey
groups' crashes, it was felt that ‘replication &8f the tests for the "GP'" sam-
ple would enhance the validity of the results. ot :

Referring to the crash characteristics enumerated'in Table
XXIV, A/R and non-A/R crashes were found to exhibit significant differences
relative to:

(1) Accident Type (x?*= 21.84, 1d.f., p<.001l for the total
sample, and x?=.13,06, 1d.f., p<,00l for the "GP" sample). A/R crashes
included proportionately more single-vehicle incidents, and fewer pedestrian/
multiple vehicle accidents. )

. (2) Day of Week (x*=17.56, 1d.f., p<.001 for the total
sample, and X< 4,69, 1d.f., p<.05 for the "GP" sample). Nearly 70%
of A/R crashes occurred on Friday, Saturday, or Sunday, while this was
true of only 45% of non-A/R crashes.

. (3) Timé of Day (X*=49.35, 3d.f., p<.001 for the total
sample, and x* = 36,89, 3d.f., p<.001 for the "GP" sample). 58% of A/R
crashes occurred between 10:00 p.m. and 4:00 a, m. » only 20% of n0n-A/R
crashes took place during that period.

(4) Speed Prior to Crash (X*=.29.32, 3d.f., p<.001 for the

"total sample, and X“= 24.39, 3d.f., p$.001 for the "GP" sample). The A/R

*In this and other tables throughout this section, the total number of events re-
ported may vary slightly from one .characferistic of interest to another, owing
to the fact that some subjects could not recall, or for other réasons failed to
report, certain of the circumstances associated Witb the accidents and viola-

tions, 131)‘ '
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crash is much more likely to occur at relatively high speed. 35% of those .
accidents took place at.40 mph or more, while this was true of 18% of non-
A/R crashes. Note, too, that there was no significant difference 1n the -
- posted speed limits at the locations of A/R and non-A/R crashes (X = 1,14,
3d.f., N.S. for the total sample, and x= 2. 25, 3d.f., N.S, for the "GP"
sample). Further, proportionately more drivers in A/R crashes were found
to be exceeding the posted speed limit than were observed in non-A/R crashes
(23% versus 8%, respectively). This difference is also stat1st1ca11y signifi-
cant (x 13,14, 1d.£f., p<.001 for the total sample and X =9,92, 1d.f.,
p< .005 for the ""GP'" sample).

‘ (5) Drug Involvement (X2= 8.45, 1d.£f., p<.005 for the total
sample, and x2= 5,13, 1d.f., p<.05 for the "GP' sample). In about 15%
of the A/R crashes, the driver used some other drug (marijuana, ampheta-
mines, hallucinogens, etc.) within four hours prior to the crash. This was
true of 5% of the non-A/R crashes.

(6) Citation for Traffic Violation (x2= 25.36, 1d.£f., p<.001
for the total sample andyZ= 13.24, 1d.f., p<.001 for the "GP" sample). In
32% of the A/R crashes; the driver was cited for at least one traffic offense, -
while this occurred in only 10% of non-A/R crashes.. However, some of
this difference is attr1butab1e to the fact that 7 of the 31 individuals cited
in A/R crashes were arrested for DWI/DWAI which offense is of course
preclu“ded in the non-A/R crash.

.

None of the other characteristics listed in Table XXIV exhibited
significantly different distributions in A/R crashes as compared to the non-
A/R crash. In particular,,the young drivers indicated that they reported
(i.e., to the state DMV or other agency) both types of accidents with about
equal frequency (73% of A/R crashes and 71% of non-A/R), that they usually
had been on the road for less than one-half hour prior to the crash (about
70% of all cases), and that they had applied their brakes in an attempt to
avoid the crash in the majority (60%) of cases. There also was no significant
difference in the number of passengers present in the crash-involved vehicles, -
although passengers were present in somewhat more of the A/R crashes than
the non-A/R events (58% and 47% of the cases, respectively).

(2) Comparisons of Sampled Crashes: Young Versus Old Drivers

Table XXVl1ists the characteristics of the sampled crashes

(nighttime, injury-producing events) reported by the young and older driver
groups. The first point to be noted is that appreciable proportions of these
4 crashes were alcohol-related, at least to the extent that the driver reported
s« . consuming hg alcohol within 4 hours prior to the crash. This was the case for

""" 82 of the 200 young drivers (41%), and for 14 of the 46 older drivers (30%).

This degree of alcohol involvement did not differ significantly between the
two age ranges (x 1.75, 1. d.f., N.S.). r

it

| o131 ;
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Table XXV

Sampled Crash Characteristics

“

Rep.orted to
Officials"

Type‘

Resultant .

b

Day of Week

Time of Day

Speed Prior to
Crash -

/

Posted Speed

Exceeding Posted

Speed

Number of
Passengers

Reported Alcohol

. Related

Drug Involvement

Young Subjects

Older Subjects

Yes 196
No 4
Ped/Other 123
Single Vehicle -7
P.D. 121
Injury 79
M-Th. Y
F-Sun. 132
2400-0559 73’
0600-1259 10
1300-1959 18
2000-2359 - 99
< 20 - 44
20-39 89
40-59 55.
260 -8
< 20 2
20-39 95
40-59 87
> 60 1
Yes 25
No 160
o © 90
1 62
>2 O 46
Yes - 82
No 118
Yes 7
No 193
v £ ‘

-115-
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45
1

33
13

21
23

18
28

11
1
6

28

19
20

27
11

14
32

46

4




Sampled Crash Characteristics

‘Table XXV (Continued)

Cited for Violation Yes

No
Time on Road < 30
Prior to Accident 30=59
-2 60
Brake to Avo1d Yes
Crash " No-

' Estimated BAC at < .02

time of Crash¥ .03-,09

(Includes only those 2 .10
- who had been drink-
ing)

"

- Young Subjects

Older Subjects

61

138

144

29
27

134
62

45
21
16

10
35

35
8 .
3

19
26

X

*BAC measures used in this and succeeding tables were derived by adjust-
ing the respondent's reported number of drinks in accordance with his body

weight, and in accordance with an assumption that three (3) hours was spehnt

consuming those drinks.

133°
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Perhaps the most obvious difference between the younger,_and
older subjects in this file concerns the ‘incidence of drug ifivolvement in these
crashes. Seven of the younger drivers (3. 5%) reported they had consumed

some drug other than alcohol within 4 Kours prior to the crash; n0ne of the »
older drivers reported doing so. . . ¢ '
- . 4 .
® ! .
Statistically significant differences '@etween the €rash characters .
istics of the younger and older drivers may be listed as follows' : % e

&

(1) Spéed (X*=5.19, 1 d.f., p”<.05)’. 32% of‘gthe young drivérs
were travelling at 40 mph or more prior to their ¢rashes; the corresponding &
figure for older drivers was 15%. However$ there was n0@1gn1ficant dif- - '
ference in the posted speed at their crash locations (X = 0.08,%1 d.f., N S.3.
Further, more young d#ivérs (14% versus 2%) were foundsto be excgedmg the
posted speed pr1oT to the crash. : . . W _ ! o

, ‘s !7"4 ) ‘.

, (2) Brakmg to’Avoid the Crash (x? = io 79, 1 d. £ p<. 005)
68% of the young drivers, but only 42% of the older;. reperted they had apphed :

their brakes in an effort to avo1d the crash. _ 5

None of the other crash charactenst1cs listed in Table XX’V
d1ffered significantly between the young and older subjetts. Howevef, it
may be worth noting that, of the ‘young drivers who had been dxginking, some
20% probably had a BAC of 0. 10% or more, at the time of the crash, - This is
true of about 7% of the ‘older drivers#vho had been drinking. However, 55%
of the young drinking-<driverg probably had-a BAC no greater ‘than 0,02%,
while this is#the case with 43% of middle aged drinking dr1ve1‘s. Other notable,
but not stat1st1cally significant, d1fferences may be 11sted* as fbllows:.

RN

k4
#

s 8
¥ H

" -ta " ;o @_,‘”.‘.‘5, ‘.." . ) \
. Crash type- -.;39% of the young driver sampled crashes v\ )
were single \gehmle evefits, ag compamed to 28% of ¥
P . those crashes involving middle agead d:nvers.
* ) - : 7
<, NESERT ST . . ’ “

v . ; r e -
-

<ov 'Time of day--3z7% of the young dr1ver craphes occurred
bemeemmrdn1ght angl 6 a. m., as compared to 24% of.
the middle: aged dr1ver crashes. :

e - » ) ’ .' 3 I' ’i’
R 2 - ',' A . ? : ; . L . . )
. Passengers--at least one passenger was travellmg
- with 55% of the young crash involved drivers, while
_' only about 40% of - the middle aged-drivers had a pas-

‘senger in their vehxcles. ’ . '
! Coo ' !
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) # It 1s of interest to note in passing that the young driver sampled

crashes, although dividing nearly equally into alcohol-involved and non-
“alcohol-involved events, on the whole display characteristics quite similar

to those of their A/R crashes. Conversely, the older driver sampled crashes, -
‘despite their fairly high proportion of alcohol-involved events, generally

are more,akin to the non-A/R crashes reported by young drivers.

s

(3) Characteristics of "Other" Youhg Driver Crashes

jects, and the relevant data is listed in Table XXVL As can be sepn, this
file primarily consists of non-alcohol related events: in 80 of the 98 cases,
the subjects reported' they had consumed no alcohol within four hours prior
-to;thé crash. Further, no significant difference was found between the
"other'" and non-alcohol related crash files for young subjects on any of the
characteristics listed in Table XXVL , T

* The "other' crash file was also examined for thyfsing sub-

: ' (4) Comparisons of A/R and Non-A/R Violations Involving Young
' g Drivers

Table XXVII lists the circumstantial chairacteristi?:s of the ATR
and non-A/'R accident-free violations and presents their distributions for the
young "GP'", "A", and "D" samples. As was the case for the comparison
of A/R and non-A/R. crashes, the analysis commenced with exp10rat1on of
the d1fferences among these survey populations. Again, no gjgnificant
‘differences among the "GP", "A'", and ""D" groups were found in either the
A/R or non-A/R events. ' A D

When the two flypes of violations were compared, significant

differences were found on t\“v(b&fthe characteristics listed in Table XXVII:
o .

(1) Drug Involvement (X2= 23.57, 1d.f., p<.001 for the total
sample, and -X“= 15,95, 1 d.f., p<. 001 for the "GP" sample). Some other
drug in addition to alcohol was' used by nearly 18% of the drivers in A/R
violations within 4 hours prior to the offense, while this was true in only
3% of non~-A/R violations.

(2) Perceived Reason for Being Stopped (X®= 7.31, 2 d.f.,
p<.05 for the total sample, and x*= 6.25, 2 d.f., p<.05.for the "GP"
sample). The major difference between the two types of violations in this
regard seems to be that about 37% of the A/R drivers cited vehicular man-
euvers other than speeding (i.e., weaving, going too slowly, improper man-
euver) as the reason they believed they were stopped; in non-A/R cases,
only 22% of the drivers gave these reasons. .

: It is also Worth' commenting on the specific offenses with which
these drivers were charged. In 12 of the A/R cases (14%), the driver was

1345
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R Table XXVI Y

' The "Other" Crash: Young Subjects' Involvement

GP A D Total
Year ; 71 T 6 _ 10 6 22
B 72 g 17 9 7 33
73 © 15 11 .9 135
74 ‘ .2 . 4 2 8
. ) L] Q ‘
Reported to Yes ( . 24 20 - 17 61
Officials No 16 14 . 7 37
Type Ped. /Other | 24 14 16 54..
‘ . Single Vehicle 12 - 18 - 8 38
Resultant < Property Damage (onlf;) 35 27 21 83 )
Injury - 4 5 6 3 14 ‘
Day of Week M-Th. ’ S 20 16° 7. 43
F-Sun. : , 19 17 17 . 53
Time of Day -0400-0959 - 3 2, 1- -6 ]
1000-1559 S VA 7 30 . g
1600-2159 20 14 9 43
2200-0359 - - .4 7 7 18 »
L N kY B w-, .
Speed Prior to < 20 18 .15 12 45. .
Crash 20-39 16 .8 . 8 32
4Q-59 3 .5 7 2 14
260 ~ 1 e 4 2 1
*
Posted Speed < 20 _ ' 0 oy '1 4
20239 " 21 -~ ;12 15 - 48
40-59 13 13 5 31
> 60 0 2 0 2
Exceeding Posted Yes - .3 4 4 11
Speed "No 31 26 17 74 .
Number of . 0 , 18 16 12 46
, Pasdengers, R 14 11 10 35
: >2 8 7 1 16
~ Repbrted Alcohol  Yes 4 7 7 18
*  Related . ‘ No 36 27 17 80




Table XXVI (Continued)

The ""Other' Crash: Young.Subj\ecfs' Invélvement |

4,

—~ Cited for Viola-
tion '

v Tvim . On Road

Prior to Crash

Brake to Avoid )
Crash
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Young Subjects' Violation Involve mext

" Table XXVII

‘e

- Year

Type

Perceived Rea-
son for Being"
Stopped

Drug Involve -
ment

Specific
Offense
Charged

e

" A/R Violation

- GP
71 5
72 4
73 13
74 “l6
Warning only 1
Ticket/Arrest 37
Speed ’ 12
Other maneuver 17
Other (e. g., 9
license.check) '
Yes 1
No 31
DWI/DWAI 5
Speed \ 13 7.;,‘
Other maneuver 120
Other (e.g., 8
defective equip-
ment)
™~
8,
: 1 :‘3(‘:"1

O O 0O

A

22

b,

-3

Non-A/R Violation

"GP

9
28

" 46
43

8
118

59

30
36

A 2
124

0

59

24
43

- A

7

10

46
36

-4
95

- 53

20
23

4

95

= 0

55
17

C27

D
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- a.rrested for DWI or DWAI of course, these charges could not be lodged in
‘non-A/R cases. But, when the remaining (73) A/R case charges are com-
" .pared with the non-A/R events, one sees that the former include proportion-
ately more citations for non-speeding maneuvers (i.e., following too closely,
ignoring traffic devices, reckless driving, improper turn). Twenty-two of . -
these 73 A/R cases (30%) involved such charges, while tHis 1;1tr%oi 48
of the 258 non-A/R events {15%). Th1s difference does not quite attain the
level gf statistical significance (X =5,64, 2d.f., N.S. for the total sample,
and X" = 4.59, 2d.f., N.S. for the "GP'" sample). However, it may support--.
or help to expla.1n--the d1fferences in their perceived reason for being stopped.
That is, drivers in A/R violations may tend to feel they were stopped be-
cause of "risky'" dr1v1ng behavior (weav1ng, improper maneuver, etc.) be -
cause they were ticketed on such charge. In any event, both the perceived
reasons' for being stopped and the ultimate charges lodged suggest that A/R
drivers were experiencing, and exhibiting symptoms of, driving impairment
more often than the non-A/R drivers.

1

[

(5) Sampled Violatioh Findings

. Extensive comparison of the characteristics of sampled viola-
tions for young-and older subjects is precluded owing to the relatively small
samples of these events and their. high degree of similarity due to sampling
procedures (i.e., all were DWI/DWAI arrests taking pia.ce in late 1973 or

cearly 1974). HOWever, the following two observatmns are worthy of mention:
. (1) Drug involvement was found in Srof the 36 (14%) sampled
violations of young subjects, but in none of the 13 older driver sampled vio-
lations. '

(2) Five of the 36 youths (14%) cited excessive speed as the
reason they believed they were stopped by the police, while none of the older
,drivers did so. _ - R

-
’

(6) -Characteristics of ""Other" Young Driver Violations

Data on the "other'' violation file for young drivers is listed in
Table XXVII. As was the case with the ''other' crashes, these are largely N,
- non-alcohol-related events (84% of the cases). ’

drivers, it is instructive to begin by observing that the files provide, four
gradations of alcohol involvement: :

a . «. Non-alcohol related crashes--0% alcohol involvement

. "Other" crashes--18% alcohol involvement
[%Y

-

. Sampled crashes--41 % alc:ohol 1nvolvement

139 ' -
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Table XXVIII

tive equipment)-

140 .- i

. ~123-

-r
. ~ The "Other" Violation: Young Subjects' Involvement

) GEP A D Total

Year - 71 13 7 0 20

72 . 18 15 . "5 38

73 21 12 -9 42

74 4 4 2 10

Type Warning (only) 2 2 1 5
Ticket/Arrest 54 36 15 105 -

Perceived Reason - Speed _ ° 27 19 6 52

for Being Stopped Other maneuver 10 10 5 25
. Other (e.g., license 18 8 5. 31

check) , ' :

Alcohol Involve>  Yes 6 5 7 18

ment ' No 50 33 9 92
Drug Involvement Yes - 4 2 2 8’

S No 52 36 14 +102

Specific Offense .  DWI/DWAI 3 1 2 6

‘Charged ‘ Speed 27 19 7. 53

Other maneuver 8 T 2 17

. Other (e.g., defec- 17 11 5 33




. “Alcohol-related crashes--100% alcohol involvement
Thus, the young drivers' crash characteristics that are related to alcohol-
involvement can best be delineated in terms of their representations in these .
files:

~.
N

('1) The alcohol—involvéd crash is more likely to be a single-
vehicle event. '

Single vehicle crashes account for 32% of the non-alcohol
related accidents, 41% of the "other' crashes, 39% of the
sampled crashes, and 60% of the alcohol-related file.

' (2)  Alcohol-involved crashes prédominately are weekend events.
45% of non-A/R crashes occur on Friday, Saturday, or
Sunday, while this is true of 55% of the "other' crashes,
66% of the sampled accidents, and 70% of the A/R crashes.

(3) Excessive s'peed is more often found in alcohol-involved

crashes, o ' -

Young drivers were found to have exceeded the posted -

speed limit in 8% of non-A/R accidents, 13% of the ''other"

crashes, 14% of the sampled crashes, and 23% of the A/R

events. L ’ : v
. (4) Passengers are present slightly more often in vehicles in
alcohol-involved crashes.,

At least one passenger was accompanying 47% of the drivers ,
in non-A/R crashes. This.is true of 53% of the ''other"

events, 55% of the sampled crashes, and 58% of the A/R

accidents. ’ '

(5) Drug use more often preceeds the alcohol-involved crash. .

_Here, howe«ver, the variation 'is not systematic across the
crash categories. Young drivers were found to have used
drugs other than alcohol prior to 5% of the non-A/R crashes,
7% of the "'other' accidents, 4% of the sampled accidents,
and 15% of the A/R crashes,.

(6) The alcohol-involved crash is much more:often a late night
evént, : . - : .

Here, the sampled evént--owing to its selection criteria--

A4
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. cannot be used as a basis for comparison. But, 58% of the 3
. A/R crashes took place between 10:00 p. m. and 4:00 a. m., . .
while this was true of only 20% of non- A/R crashes and 19%
- ‘ : of "other' crashes. o

. “ (7) The alcohol-involved crash more giten produces bodily
©° injury. '
Again, selection criteria for the sampled crash prec"].ude its
use as a basis for comparison. But, subjects reported -
that injury was involved in 20% of the A/R crashes, and in
roughly 15% of both the non-A/R and '"other'" events.

- " (8) Drivers in alcohol-involved crashes tend to be ticketed or
arrested more often for moving vehicle violations.

Only 10% and 12%, respectively, of drivers in non-A/R
and "other' crashes were ticketed/arrested, as compared
with 32% of the A/R crash drivers and 31% of the drivers
in sampled crashes.,

It should also be noted that these file comparisons disclosed
no systematic association between alcohol involvement and:

« The amount of t1me the driver had been on the road prior to
the crash (less than one-half hour in the majority of all cases, and specifically,.
in 69% of the non- A/R crashes, 64% of the "others", 72% of the sampled events,
and 73% of the A/R acc1dents)

. Whether or not the driver had applied the brakes in an effort
to avoid the crash (generally, they did so, and this was reported in 60% of
non-A/R accidents, 49% of "other' crashes, 68% of sampled crashes, and
62% of the A/R events), :

Flnally, several trends' concerning the charactenstms of youth-

- ful dr1nk1ng driving are also evident from the vmlatmn files. These include
the following findings:

(1) Drug use more frequently preceeds violations that are .

alcohol-involved.,

Only 3% of young drivers in non-A/R violations had used
some drug within 4 hours prior to their apprehension, while
this was true in 7% of the ''other' violations, and in 18%
of the A/R violations and sampled DWI/DWALI cases.

(2) The A/R violation tends to be more '""severe''.

. - 142
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i Warning tickets were issued to 6% of the drivers in non-

’ A/R violations, but in only 5% of the '"other' events and 2%
of the A/R cases. Of course, owing to sampling criteria,
none of.the sampled violations involved warning tickets.

(3) Impaired vehicular control is more often as sociated with
A/R violations. - :

Weav1ng, impropér maneuvers, and other evidence of poor
‘control was cited by only 22% of the drivers in non- A/R
violations as the reason for their apprehension, but such
symptoms were mentioned for 37% of the A/R cases, How- .
ever, the incidence of speeding remains high in alcohol-
involved events. In fully 41% of the A/R violations, and

14% of the sampled DWI/DWALI events, the drivers believed
they were stopped because of their excessive s.peed.

One of the most 1nterest1ng results, however, from the crash
and violation data is simply the frequency of occurrence of the sargpimg groups
within each file. More than twice as many young drivers from the general
population reported at least one non-alcohol related crash (38% of the young -
GP drivers to 19% of the old) and more than twice.as many reported at least
oné non-alcohol related violation (34% to 14%). The difference was even
larger with respect to alcohol related events. Fully 14% of the young general
population drivers (about 1 in 7) reported at least one alcohol related crash
as ¢ompared to only 5% of the older general population drivers., For alcohol
related violations (not associated with an a¢cident) the difference was 10% to
1%. Glearly, naqt only are young male drivers involved in more crashes and
violations, but they are also involved in more alcohol related crashes and
violations than are older male drivers.

D. Analyses by Drinking Frequency ' .

'Subjects who reported using alcohol indicated that they do so with'var)ring
frequency. In particular, frequency of use by 'time of day differed ap iably -
both within, and among the groups constituting the survey population. Measures
of alcohol use frequency were obtained from each respondent for the following
‘periods of the day:

. Morning

.. Before/during lunch

. - Afternoon

. Before/during dinner .
. Evening :

Numerical weights were assigned to each frequenc'y class for each of these
periods and aggregated to produce a total drinRing frequency index (DFI) for
. t - '
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" each subject. For purposes of subsequent analysis, subjects were grouped

into four DFI"c categories, which may be described as follows (see also Qates
and McKay, 1972):

DFI Category : - - Description

<4 A , This class includes 65 subjects, 35 to 49
(very infrequent years of age and 244 subjects, 16 to"24.
drinker and abstain- Most typically, they drink no more than
ers) - once each week during the evening; they

may also occasionally drink during or
! immediately before dinner, but usually
' “ ,g“m do so once each month or less. They
almost never drink during the afternoon
or around lunch time, and totally abstain
from drinking during the morning. These

S subjects would thus appear to be very -
‘ infrequent users of alcohol. -
- 5-9 | . This class includes 35 of the older sub-
(infrequent drinkers) ‘ i jects and 150 of the younger. Usually,

they drink about once each week during
~ the evening and several times per month

' during dinner. They may also occasionally
Lv-’ " drink during the afternoon or at lunch time,

but generally do not do so .more than once

per month, In virtually all cases, they do
' ‘ ’ not drink during the morning. These could
; be labeled infrequent drinkers. '

10-19 This class ificludes 38.of the older subjects
(frequent drinkers) and 209 of the younger. They drink dur-

' : ~ing the evening several times each week
and about once each week at dinner. They
will also drink during the afternoon several

o times each month, and once or twice each
- month at lunch time. About one in ten of
these subjects will also dpinK during the
morning, at least on rare occasions, This

class can be considered as frequent drinkers,

ing dinner. They also drink during the
afternoon once or twice each week, and
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220 » Thig class includes 19 older subjects and

“(very frequent - 74 of the younger individuals, Usually, they -
drinkers) + drink during the evening on a daily basis,
/ o and at least several times each week dur-




several tirhes per week during lunch.

About half of the members of this group

also admit to drinking during the morn-
~ ing, and many do 8o at least once each

week, This class can bq called very

frequent drinkers.

Each of these categories was represented in the groups surveyed, as shown
in the following tabulation: '

o

Young Subjects

Older Subjects

(16-24) (35-49)

General Accident DWI/DWAI  General  Accident 'DWI/DWAI

DFI - Population Sample Convicted Population Sample ' Convicted
<4 148 (40.0) 80 (34.8) 16(20.3) 31(42.5) 26 (44.8) 8(30.8)
5- 9 91 (24.6) 46 (23.0) 13 (l6.5) 17(23.3) 13 (22.4) . 5(19.2)
10-19 102 (27.6) 71 (30.9) 36 (45.6) 20 (27.4) 14 (24.1) 4 (15.4)
> 20 29 ( 7.8) 33-(14,3) 13(16.5) 5( 6.8 . 5(8.6) 9(34.6)
/N= 370 (100%) 230 (100%) 73 (100%) 58 (100%) 26 (100%)

79 (100%)

L

Clearly, infrequent or very infrequent drinking is practiced by the majority
2 (approximately 65%) of both the younger and older members of the general
population of drivers. However, both age ranges also include appreciable
proportions of frequent or very frequent drinkers. Moreover, young ‘subjects
who were selected on the basis of accident involvement include many more
frequent or very.frequent drinkers than does the generaf population of that
age range; note, however, that this is not true of the older subjects. Finally,
a migjority of the subjects selected on the basis of DWI conviction can be
clapgsed as frequent or very frequent drinkers.

| Comparisons of the distributions of DFI for young and old sub-
| jects disclosed no significant differences for the general population, and
| accident-involved sample. However, the young DWI versus old DWI samples
differed significantly ( x?= 8. 73, 3 d.f., p<.05). The general population
B differed significantly f¥fom the DWI sample for both age ranges (x*= 21.01,
3 d.f,, p<.001 for young subjects, and x*= 12.40, 3 d.f., p<.0l for older
subjects). Further, for young subjects, a significant difference was found
between the general population and the accident involved sample (x? = 8. 68, .
3 d.f., p<.05), although no significant difference exists between the cor-
responding samples of older subjects. Finally, drinking frequency varied
significantly between the accident involved and DWI involved subjects of both
" age ranges ( x%= 8.27, 3 d.f., p<.05 for young subjects,kand x%= 8. 88,
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3d.f., p<.05 for older subjects),

Thus, an appreciable proportion of the driving population is composed
of frequent to very frequent drinkers, and this is equally true of the younger
and older driver populations. These high frequency drinkers are signifi-
cantly overrepresented among the drivers convicted of DWI, Perhaps more
importantly, young frequentl:'lrinkers are significantly overrepresented among
the drivers involved in nighttime, injury—producing accidents but this is not
true of the older frequent drinkers., Relative to drinking frequency, the older
accident involved driver seems quite similar to the members of the general
population, while the young accident involved driver appears to fall midway
between the general populé.tion and DWI sample. This suggests that drinking
frequency is an important characteristic of young drivers, in that it'is re-
lated to the1r incidence of accident involvement. Accordingly, the question-
naire data was. analyzed to determine whether drinking frequency bears any
relationship to the subjects' backgrounds, attitudes, or behaviors concern-
ing driving or drinking driving. Each result has been summed across all
three sample groups (i.e., genéral population, accident involved and DWI/
DWAI convicted). Thus, these results do not r‘eprqsenﬁ the population at
large in that individuals who have been involved in night injury producing
accidents and DWI/DWAI convictions are overrepresented which in turn
produces an overrepresentation of the frequent and very frequent drinkers.
The results of these analyses are discussed below.

1, | Driving Exposure

Drinking frequency is closely associated with the amount and type
of driving done by young subjects, but has little or no relationship to older
subjects' driving patterns. Data bearing on this issue is given in Tabhle XXIX.
Young drivers who are frequent or very frequent drinkers tend to drive signi-
ficantly more miles than do their infrequent drinking peers, and also tend
to do a significantly larger proportion of their driving at night. Thus, the
frequent-drinking young driver exhibits greater driving exposure, particularly
during that period when the incidence of alcohol-related crashes is highest.
In contrast, total driving exposure and nighttime driving exposure are essen-
tially independent of drinking frequency among older subjects.

There is also evidence that unsafe driving behavior is found signifi~-
cantly more often among young frequent drinkers. Specifically, they more
often admit to exceeding the speed limit than do their infrequent drinking
peers, and they report a higher incidence of drowsiness while driving. Fur-
ther, young frequent drinkers report significantly more instances of speeding and
the performance of violent vehicular maneuvers when emotionally upset. ‘
Among older drivers, none of these behaviors are affected by drinking fre-
quency. Frequent and infrequent drinking youths also differ significantly
relative to seat belt usage, with the former being less likely to wear the belt.
Older drivers tend to exhibit this same difference, although not to the level
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Table XXIX

Driving Exposure and Behavior as a Function of Drinking Frequency ’

w

-

Young Subjects Older Subjects
| DFI DFI
<4 5-9 10-19220 £4 5-9 10-19 220

Reported . <5000 82 39 43 11 2 2 3 1
Annual 5-10, 000 42 28 29 9 - 12 4 4 " 3
Mileage _ 10-15,000 53 37 . 55 19, 18 18 13 8
15-20,000 25 16 24 11 11 3 4 2’
> 20,000 37 25 54 23 22 - 8 .14 5
) X%'27.04, 12 d.f. x%= 9.29, 12 d.f.
, p<.0l1 N. S.
Reported  <20% 62 25 26 4 21 12 14 "~ 9
. Percentage 20-30% 49 26 39 6 .17 8 9 2
of Might .  30-40% 28 - 26 29 11 10 6 3 1.
Dfiving =~ = >40% 95 67 109 51 = 17 9 12 7
x*=37.33, 9d.f. - x2=5.78, 9 d.f.
p <.001 .- , N.S. :
Tend to Drive Agree . 77 66 83 37 12 9 11 4
Faster than Neutral : 27 15 30 7 5 1 3 *0
Speed Limit Disagree 141 69 96 31 , 47 25 24 15
x%=13.88, 6 d.f. X% 4.15, 6 d.f.
p < " 05 . ; N. So
Tend to Be- Never 134, 50 77 - 30 37 14 18 6
come Sleepy Seldom ' 94 68 98 35 18 15 = 13 "8
While Driv- At times 29 31 34 10 9 6° 8 5
ing . , :
x?=19.90, 6 d.f. - x%=5.90, 6d.f.
p<.005 N.S.
When Upset, Never 117 .38 78 14
Tend to Drive Seldom 74 48 ~ 61 2
3

Faster At times 54 63 70

x% = 32,50, 6 d.f.
p <.001

o
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Table XXIX (Continued)

Driving Exposure and Behavior as a Function of Drinking Frequency

y

» When Upset,

- . Perform Vio-
lent Man-:
euvers

Reported
Seat Belt
Use
Frequency

Reported
Having Basic
Driver Edu-~
* cation

- Reported

" Having
Remedial .
Driver Edu-
cation

Young Subjects ‘
DFL

" Older Subjects

No /96 47 77 25 .

x%=2.79, 3 d.f.

N.S.
Yes 27 21 26 16
. No 217 129 183 59

x%=5.46, 3d.£ V.
N.S.

DFI .
<4 +5-9 10-19> 20 <4 5-9 10-19 > 20
Never 202 107 .143 47 61 30 36 16
Seldom 25 28 46 16 3 4 2 2
At times 18. 13 19 . 12 1.1 0 1
x2= 20.23, 6 d.f. x2 = 4. 38, 6d.f.
p <.005 " N.S.

" Never 80 49 81 35 22 6 8 9
less than 50% 63 51 59 25 16 11 14 + 7
more than 50% 101 50 69 15 27 18 © 16 3

x2= 14. 68, 6 d.f. x2'= 10. 72, 6 d. .
p < [ ] 05 N. s.
. Yes 149 103 ,132 50 13 5 9 3

52 30 29 16

x%= 1.21, 3 d.f.
Nos. -
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- of statistical significance.

Among young drivers, then, high-frequency of alcohol consumption
is associated with greater driving exposure and a higher incidence of risky
driving, both of which may contribute to their overrepresentation among
accident-involved youths. It is also clear that these differences in driving
behavior cannot be attributed to variation in driving training, since no sig-
nificantly different exposure to eitiyer basic or remedial driver education
courses was found between frequex?teand infrequent drinkers.

2. Drinking-Driving Behavior

Drinking frequency is also associated withdrinking-driving patterns
among youths, as indicated im-Table XXX. As might be expected, young
frequent drinkers repoit a significantly higher incidence of drinking-driving
than do their infrequent-drinker pequ, and the same difference is found
among older subjects. The frequehtdrinkers of either age range also more
often beligve that they can continue to drive well at high BAC, and many ’
more of them report that they have recently driven at an elevated BAC. How-
ever, the incidence of drinking-driving is high even for the very infrequent -
drinkers. Fully 38% of the young very infrequent drinkers have driven after
drinking at least 20 times during the past year, and this is true of 23% of
the older very infrequent drinkers, Further, of the young very infrequent ;
drinkers who have driven after drinking during the past year, nearly 15%
probably had a BAC of at least 0.10% on the most receng occasion;
true of about the same percentage of older very infreq
sure, the very frequent drinkers repqrt a much higher ncidence jof drinking-
driving, and of driving with a BAC of 0. 10% or m But, thefproblem is
-by no means restricted only to those who drink very often.

Perhaps mostNmportantly, the type of driving done after drinking
" varies significantly with drinking frequency. Among youths, frequent drinkers
much more often indicate that they tend to drive faster after drinking; no such
result is found among older drivers. Also, frequént-drinker youths are
less likely to fear accident-involvement or police apprehension when driving
after drinking than are young infrequent drinkers, "\‘Thp.s, the young frequent
drinker reports that he is not only more likely to erigage in drinking-driving,
but also more often combines drinking-driving and d\peeding and is less de- J

‘tered by fear of accident or arrest. !
|
|

3. Alcohol and Drug Use \

2

. ﬁ

g < K

As would be expected, drinking frequency ij closely related to
alcohol consumption quantity among younger 'subjects. It also appears to be
associated with the type of beverage typically consumed. In Table XXXI, it
can be seen that the“young frequent drinker is much more likely to achieve a
very high BAC on any given occasion than is the young infrequent drinker.
About 32% of the frequent or very frequent drinkers among the youngér popula-

149

-132-" -




R . L) =2 g
o Table XXX
. Drinking-Driving\“% Behavior as a Function of Drinking Frequency
‘J; . R . »
) Young Subjects > Older Subjects .
_ DFI . DFI
<4 5-9 10-19 >20 <4 5-9 10-19220
Maximum £0.04% 82 . 56 . 47 10 22 24 20 5
BAC* at 0.05-0, 09 47 56 74 19 10 4 9 3
. Which Sub-  0.10-0.15 25 4 36 11 4 4 2 3
ject States . >0.016% 31 21 50 34 3 1 7 8
he can still ‘
Drive W‘ell‘ . )(z—' 59,83, 9 d.,f{. )(2 = 22.86, 9 d.f.
: P <,001 p< .01
BAC* on <0.04% 109 83 118 35 23 23 24 8
Most Recent 0.05-0.09 = 28 38 35 9 3 7 6 "1
" Drinking- 0.10-0, 15 12 10 24~ 16 2 1,3 4
Driving >0.16% 12 8 31 12 3 0 3 3 ¢l
Situation .. o - !
| | X'= 33,65, 9 d.f. x?= 14.84, 9 d.1.
* p<.001 . N.S. ‘
' Reported <9 91 . 50 38 9 27 15 1 3
Number of To-19 26 21 26 3 4 6 5 2
Drinking- 20-29 20 16 17 10 0 4 1 1 ,
Driving >30 ‘ 52 62 127 53 9 10 25 13
Events Per - . v .
Year . x?= 78.85, 9 d.f. %2 = 34.68, 9 d.f.
p< .00l p< .001
When Driving after.Drinking: ’ , , *
Tend to Drive Yesg 15 25 37 22 3 0 2 2
Faster No 148 116 171 51 29 30 34 15
‘ 2_ . 2 _ o ot g
X*= 16. 15, 3 d.f. X*=3.53, 3d.f. !
p< . 005 . N.s. , q
MorefAfraid  Yes 8 77 8z 24 17 13 15 7,
. of Acejgent _ No "~ 85 64 126 - 49 15 17 21 10 :
. 2 ’ 2 . :
; X%= 12,73, 3d.f. X“=1.15, 3 d.f. .
eﬁlfl p<.0l N.s. . !
More Afraid Yet *18° 74 84 26 11 9 10 8 "
of Police. No 85 6 124 - 47 21 21 26 9
. x%=8.11, 3d.f. x*=2.11, 3 d.f, .
ﬂ'ﬂJ K p € o 05 N. S.

#BAC measures used in this table were derived by adjusting the respondent's
reported number of drinks in accordance with hig body weight, and in accord-
ance with an assumption that three (3) hours was or would be spent consuming

those drinks, : \ .
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Alcohol and Drug Use as a Func tion of .

2
a2

Table XXXI * -

- Drinking Frequency .

&

s

Young Sti‘bj‘e cts

Older Subjeats

. ", DFI .  DFI o
24 5-9. 10-19° > 20 < 4 5-9 10-19> 20
' Reported - <0.04% . 105 70 | 81 19 32 28 28 12
BAC on the  0.05-0:09 48- 46 - 66 26 5 5 5 4
Typical | 0.10-0. 15 - 17 17 "33 10 1 1 4 1
Drinking’ 20.16%/ 19 15 28 .19 2 1 1 2
" Occasion® ' ' : - } o
) x2=30,30, 9d.f. . ' x%=+6.31, 9 d.f.
- ; T, . p<.00l . N.S.
Reported ., . Beer. 145 120 183 . 65 18 22 24 15
Preferred , Other * 46 30 26 10 22 13 14 4
< - Beverage ‘ s : R o ' : :
o x? =.10.71, 3d.f.  x%=6.86, 3 d.f.
p <.05 N.S. -
Use Mari- Yes: = 64 53 97 = 42 : _—
juana (within No. * 181 97 112 32 ., {(Older Subjects
past.6 mos.) ) ) . : ' ) -
: - ~ X° =32.51, 3d.f. "Include Insufficient
, p <.004 o .
o . ‘ _ »+ Users of Marijuana,
Use -Hallucin-_Yes T 4 21 14 ‘
ogens (within No 238 146 - 188 60 Hallucinogens, or
past 6 mos.) T, o [ . e
' X -=30,74, 34d.%. Amphetamines 'to
p<.001l : | T
: ' Permit Statistical
Use Amphet- Yes 13 11 26 14 o
amines (within No 232 139 183 60 Analyses)
past 6 mos.) ’ : ' '
- : : x%= 15,65, 3 d.f.
‘ " p <.005 -
Use Barbitur- Yes 8 .15 34 419 8 37 4 1
ates (within "No 237 135 ¥#175° 55 57 32 34 18
past 6 mos.) L ' o
Xx%= 36.69,.34d.f, -, %%=10,93, 3d.f.
P < . 001- : .\J'-:;xvf

*BAC meéasures used in this table were de‘rived'by adjusting.the, respondent's

N.S.

reported number of drinks in accordance with his body weight, and in accord-.
A R ; -
ance with an assumption that three (3) hdurs was or would be spent consudiming

those drinks, -
1 . ”
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~ tion claim to imbibe enough alcohol on the typical drinking occasion to achieve .

:a BAC of 0, 10% or more; the same is true of 20% of the young infrequent or .
very: 1nfrequent drinkers., It is of interest to:note that, among older subjects, .
drinking frequency is not S1gn1f1cant1y related to the typical consumption quan-

tity; and, only about 10% of all older subjects claim to achieve a BAC of 0. 10% o e
or more on the typigal occasjon. Overall, the young sub_]ects reported higher '
BAC's on their typical occasmn than d1d older sub_]ects (x = 42 96, p<.001

w1th 3d.f.). o . ) ‘ . .

£

It can also be seen that; while beer is the beverage of choice of
the majority of all drinkers, a significantly higher proéortiOn of young fre-
quent drinkers choose'beer than is the case among young ihfrequent drinkers.
This same trend is evident among older drinkers, although not to the level
of statistical significarrce. . E . S

. i AN
Among young drlnkers, the incidence of drug-use is.closely allied
with drinkin frequency. The young frequent drinker is much more likely ' -
to report sing marijuana, hallucinogens, amphetamines and barbiturates
than is the young infrequent drinker. Among older subjects, there are very

few reported users of the first three substances, too few in fact to permit

Y

meaningful statistical analysis,. A small, but noticeable, percentage of older . N
subjects do use barbiturates, but this use is not related to their drinking fre-v e
quency. A - ’ '
. a 4 i
"In general, then, young subjects as a whole claim to consume greater: .

quantities of alcohol on any typical occasion than do older subjects, and the
difference is most pronounced when the young and older frequent drlnkers ate
compared. Beer is the overwhelmingly preferred beyerage of young di kers,
and especially the young frequént drinkers, ‘and this observation also applies

to older drinkers, although to a somewhat lesser degree, TFinally, there is

fairly widespread reported use of drugs among young subjects, but most
especially among young frequent drinkers. For older subjects, there is very
little reported drug use, and no relationship between drug use and drinkirg T
frequency. , v T L

. 4 ’

In summary, drinking frequency is a key factor of the young driver
problem, Very frequent drinkers (DFI >20) amOng young drivers are over-
represented by a margin of 2 to 1 in n1ghtt1me injury producing accidents,
Among older drivers in such crashes, there is virtually no overrepresentation
of very frequent drinkers. Moreover, the young frequent drinker differs
significantly from his infrequent-drinking peer.relative to numerous behavioral
characteristics that may contribute to crash involvement., First, he exhibits
much greater driving exposure, particularly relative to nighttime driving.

. When driving, he is more likely to speed and to become drowsy, and he more
often admits that his emotions may generate risky driving behavior. He also .

" is less likely to wear seat belts while driving. Second, the young frequent -~
drinker tends to dr1ve at higher BACs than does the 1nfrequent dr1nker youth,

; ) 152
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' Nevertheless, the former more often combines speeding with drinking driving,
and seems relatively less concerned with acciderits or arrests when driving
after drinking. Finally, the young frequent drinker tends to consume greater
quantities of glcohol on any given occasion, and is much more likely to use
drugs than is the young infrequent drinker. Among older drivers, drinking
frequency has no 51gn1f1cant relationship with any of these ‘behaviors. Thus,
the young.frequent dr1nker is in many ways distinctly different from the re-
‘mainder of.his'age group and he is also dissimilar to older drinkers. He.
emerges from this analysis as a "problem'' driver, both in general and in

relation to dr1nk1ng driving., However, he is probably quite different from the .

"sroblem' drinker characteristically involved in alcohol related crashes among
'« the middle and older age groups.

E. Driving Related Variables

Several questions asked of respondents were concerned with driving
itself and driving after d¥inking., Table XXXII shows the distribution of re--
sponses for each of the parts of the question '"People who drive in accordance

~ with the law do so because: ....... ?'" This general question was followed
by a ser1es of seven specific reasons, such as because ""of danger to them-
selves', 'they think the police are present', etc. Overall, more subjects
agreed w1th the reason because ''they may lose their driving privilege' than
with any other response (70%). This was followed by because 'of the penalties"
(68%) and becausge 'their insurance may be increased or cancelled" (62%).
The lowest number of respondents agreed with the reason because 'of strong

~——

family pxessure'' (22%). . .
Sig&lcant differences in the distributions of responses to this question
Were found with respect to five of the seven reasons 11sted. The first con-
cerned the "'possibility of having to appear in court' ( x?= 39,28, p<.0l with
18 d.f.). The nature of this difference was that those drivers convicted of -
DWI or DWAI more often agreed that this factor motivated good driving. »
) This is probably a direct result of the1r own-recent court appearance. The
/’\‘ next three concerned "pena1t1es" ( X = 29.60, p<.05 with 18 d.f, ), loss of
the "'driving privilege'' or license (x = 32.01, 'p<.05 with 18 d.f.) and can-
cellation of "insurance" (x2 = 51, 69, p<.001 with 18 d,f.). In all three"
cases, young drivers more often agreed with the reason than did older drivers.
*Apparently; maintaining the dr1v1ng privilege is an espec1a11y strong motivat-
. ing factor for the young driver.’ S1gn1f1cant differences were also found be-
tween the groups with respect to ""family pressure'' as a motivating factor
towards dr1v1ng in accordance with law ( xé)-— 38.70, p<.01 with 18 d.f.). The
major difference he)ie was that the middle aged (35-49 year old) drivers of
the DWI/DWALI group more often agreed with this reason than did the remain-
ing groups.

“~
’

A second set of questions asked the respondents Whether they agreed or
disagreed with six statements concerning their own driving. A"typical state-

1153
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" ment was "'you. tend to drive faster than the speed limit. " The greatest amount |
of agreement wags observed for the statement 'you enjoy driving' (86%) , l

¢ followed by the statement '"driving is a privilege which the state can restrict o 1
in any way it.sees fit" (75%). The least amount of agreement was found in ' |

' relation to the statement ''you tend to be.overly cautious behind the' wheel" J
. (32%). Significant differences were found among the sampling groups with |
_respgict to five of the six statements. ‘For the first statement, ''you tend to ’ ‘
drive faster ...', the nature of the difference was that young drivers more |
often agreed ( x*= 32.08, p <. 05 with 18 d.f.). For the statement concern- |
ing enjoyment of dr1v1ng it was again true that more young drivers agreed
. (xz‘ 44,70, p<.001 with 18 d.f.). The next statement showing a significant ,‘
difference across groups was "you are safer than most drivers' (X2 = 43, 35, ' |
p$.001 with 18 d.f.). The nature of this difference, however, was that
those drivers in the recent night injury. accident (A) groups agreed less oft
than did the drivers from the general population. The next statement con- v |
cerned driving as a ''privilege'. Here, there was a tendency for the "A"

" and "D'" drivers to agree less often than the general population, théugh over-
all ag"reement to this statement was high. The last statement, police are
'"tougher on young drivers' also produced a significant difference across'the
sampling groups ( x2=-34. 14, p<.05 with 18 d.f.). Again, a higher propor-
tion of young drivers agreed with the statement though overall agreement
was high., These results are shown in Tablg X}.(XIIIQ

The next six questions dealt with how often certain factors influenced
driving behavior. These results are also shown in Table XXXIII. They indi- -
. cate, often overwhelmingly, that young drivers more often admit that per- .
sonal or emotional situations influence their driving behavior. For instance, . .
the, first statement was ''you driwve to let off steam'. The differences among
the sampling groups was statistically significant ( X = 94,12, p<.001 with ;
F4 18 d. f.) with 17% of the GP16, 22% of the Al6 and 22% of D16 drivers re- _

|
l
\

sponding sometimes or more. This compares with 0% of GP35, 5% of the ’
A35 and 0% of the D35 drivers responding sometimes or more. A signifi-

cant difference among the groups was also found with the statement "'you

become very sleepy behind the wheel’ (x?= 61.61, p<.001 with 18 d.f.),
“but not for the statement ""when another driver cuts in front of you, you

try to cut him off or crowd him'' ( x?= 27.11, N.S. with 18 d.f.). However,

perhaps the most interesting results were found for the statements ''if upset .
by a quarrel or conflict you: (1) drive much faster than normal, (2) perform
violent maneuvers and (3) do not pay attention while driving. S1gn1ficant

differences among the. groups were found for all three statements (x? = 60.48,
p<.001 with 18 d.{.; = 39,85, p<,01 with 18 d.f,; x*= 28,94, p<.05 with |
18 4. f., respectively). In each case, young drivers more often reported the
occurrence of these aberrant driving behaviors following a quarrel or con-
flict. This suggests that for young drivers, a vehicle serves a wider purpose 4
than just prov1d1ng transportation, It is as if the vehicle provides an exten- |
sion of the young driver's personality wherein he can’act out, or8} least
rejlct to, personal life stresses.

“ ' o -
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Table XXXIV shows the responses, by group, for the question ""how often
do you wear seat or lap belts ?" These responses vary significantly as a
function of sampling group (X% = 53. 3, p<.05 with 36 d/f.). In general,
young drivers and drivers from the ""A" and ''D" groups reported less belt
usage than middle aged drivers and drivers from the general population.
In short, those drivers who would benefit most from seat belts are least
likely to wear them. As a further test of this result, young drivers from
the general population (GP16, GP19 and GP22) were separated in two groups:
those that reported at least one alcohol related crash versus those that did-
not, The results showed that 51% of these young drivers in the "had an
alcohol related accident' group reported that they never wear seat or lap
belts. This compares with only 29% of those young drivers who have not had
an alcohol related crash. . ' :

v

Table XXXV shows the distri bution of responses to the question ''other
than for passing or emergency maneuvers, what is the fastest you have ever
driven-on a public road within the past five years ?'" These results show clear
and consistent differences across the groups. First, the middle aged drivers
in groups GP35, A35, and D35 rarely-reported driving 100 miles per hour
or more. These drivers typically gave responses in the 60-79 mph range and
typically said that they were merely following the speed limit. The typical
response for the 22-24 year olds, however, was 100 mph or more. Drivers
aged 16-21 gave slightly lower estimates than the 22-24 year olds, but even
these reported speeds were much faster than with the middle aged drivers.
Young drivers, 16-24 years, typically reported that their reason for travel-
ing fast.on that occasion was either that they were in a hurry or simply be -
cause they enjoy traveling fast.

‘ Subjects were also questioned concerning any perceived changes in their
driving when they are driving after drinking. The question read '"on the

-typical occasion when you are driving after drinking, would you say that

yQ}x:’ «eees' This general statement was followed by nine specific driving
actions, or driving related perceptions such as ''are more afraid than usual
of becoming involved in an accident?!' The distribution of responses to this

.question for all subjects who reported any driving after drinking may be

seen in Table XXXVI. Overall, these results indicate that young drive.s are
much more likely to report change, any change, in their driving following
drinking than are middle aged drivers from the general population and
accident samples. Middle aged drivers from the DWI/DWALI convicted group
also report change which may be the result of their recent conviction or

may be due to the fact that they typically drink larger quant1t1es. Significant
differences were found among the groups with respect to: more afraid of
accident ( x*= 25.5, p<.0l with 9 d.f.), more afraid of police (x% = 39.2,
p<.001 with 9 d.f.), drowsy or falling asleep (y2 = 22.2, p<.01 with 9 4. f.),
drive faster (x2= 18.8, p<. 9»5 with 9 d.f.), drive slower (x =17, 3, p<.05
with 9 d.f.), and more often dri've with the windows open ( x? =23.6, p<.01
with 9 d.f.). In short, young drivers as compared with middle aged drivers
in the "GP'" and "A" groups reported béing more afraid of an accident, more
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afra1d of pol1Ce, becoming drowsy, dr1v1ng faster, driving slower and more

A\

often driving with the windows open. These results might be interpreted
'as representing a simple response bias on the part of young drivers. How-
ever, it is felt that the more likely interpretation is that young drivers are
still experimenting with drinking and with driving and thus driving after
drinking for them is much more variable in its behavioral and emotional
consequences and correlates, '

Subjects were also asked to estimate the number of times per year
that they drive after drinking. The results, by group, are listed below.

Mean/yr.

_ Number who currently % of for those who
Group drink and'drive total proup ¢ drink and-drive
GP16 124 . ©19% : 29.2

"GP19 115 91% 38.2
GP22 79 91% . 42.1
GP35 57 : 78% ' 32.0
Alb ' 77 85% 34,7
Al9 ’ 69 . 90% 45, 6
A22. , 59 ; 95% 55,0
A35 . 44 ‘ 76% 33.8
D16 * 77 . 97% 43,2

P35 22 85% 48.4

It can be seen from this data that most subjects, regardless of group, drink
and drive and for many subjects this is a weekly occurrence. Separate
analyses were conducted on this data looking only at those young subjects
who reported having had an alcohol related accidént. The results showed
that young (16-24 years) general population subjects who had an alcohol re-
lated crash averaged 55.1 drinking driving occasions per year. Young sub-
jects in the night injury producing accident sample averaged 59.8 drinking
driving occasions per year. This compares with 32.7 and 32. 8 mean occa-
sions per year for young drivers who drink and drive but ¢id not report an
alcohol related crash in the two groups, respectiyely, "I_“gl's, it appears that
driving after drinking is a common event., It is apparen more common in
the "A" and ""D'" sample, more common for drivers reporting an alcohol re-
lated crash and moze Common for the 22-24 year old, but nevertheless a
frequent occurrencke acnoss all of the sampling groups.

F. Perception of the Drinking Driver

Question No. 62 of the ques.tionnaire asked the respondent to ''rate
drinking drivers against a series of descriptive scales'. These scales were
4 .,,,
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structured such that the ends of each scale represented opposite ends of a
partfcular dimension. Thé subject's task was to place a check mark on the
scale to indicate where he felt the drinking driver fell along the d1mens1on

in question. One suth 'scale is shown below. o :

_normal ° oo S T - disturbed

]
-

A checkmark®in the middle of this, or any scale, was assigned the score of

4,0, GCheck marks to either side of the middle received progressively

higher scores to the positive side of the dimension and lower scores to the nega-
t1ve side of the dimension. The scoring for the above scale would thus be’

2s follows:

normal 7 + 6 : 5 : 4 : 3 : 2 : 1 disturbed

. r

In all, there were 22 scales or dimensions upon which the drinking
driver was rated. In some cases, the positive, or high side, of the scale
was essentially assigned arbitrarily., For instance, on the scale hot - cold,
check marks toward the hot side of the dimension were scored higher.
Also, on the scale old - young, old was arbitrarily assigned the higher values,
For some scales (randgmly determined) the positive end of the scale appeared
on the left side and the Tiegative end on the right side of the page. For others,
the poaitivé and negative ends were reversed. The actual presentation for-

‘mat may be seen on page 14 of the questionnaire presented in Appendix A,

Table XXXVII shows the scales and the mean scores obtained by sampling
group. A mean score of 4.00 indicates that the subjects were neutral with
respect to that scale., Higher scores indicate a positive perCeﬁtmn, lower
scores a negative perception. Across all groups, only six scales produced
mean scores greater than 4.0. These were: joiner (opposite was loner),
conforming (non-conforming), hot (cold), happy (sad), brave (cowardly),
and impulsive (restrained), Five scales produced mean scores less than
3,0, thus on these dimensions the respondents exhibited a negative percep-
tion of the drinking driver. The scales, expressed in terms of the negative
concept were: careless (opposite was careful), unstable (stable), unreliable
(rehabl@) dangerous_(safe) and slow (quick). Thus, in general terms, the
drinking driver tended to be perce1ved as bemg '""brave', ''conforming',
"impulsive', "happy' and more of a '"joiner'. He also tended to be per-
ceived as "careless', 'unstable'", 'unreliable'', 'dangerous' and "glow!'',
Mean values on the remaining 11 scales ranged from 3. 16 (rational -
irrational) to 4.00 (independent - dependent).

While the overall data is of interest, the more important comparisons
are those between the sampling groups. An examination of the data in
Table XXXVII shows a very clear and consistent pattern of differences across
the ten sampling groups. First, those drivers who have had drinking driving
problems consistently registelr higher or more positive scale values than -
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" those drivers who have not had problems. Second, young dr1vers cons1stently
register higher scale values than older drivers. The D16 ‘group 5’being both
‘young and with drinking driving problems scored more than 4. 00 on ten scales
‘and less than 3.00 on only one (safe - dangerous) Their mean score Was
above the mean score for all groups on every.scale except ''old - young'" and
Yhot - cold" both"of Wthh were positive or negative only in an abritrary

. sense. The GP35 group, older and la{gely without a recent alcohol related .
accident or conviction, had a mean score below the mean for all groups onp

18 of the 22 scales. They scored above the mean only on the scales:.
~"impulsive - restrained", "old - young'', 'leader - follower'", and ''quick -
slow!'!,, ' - ‘

&

/ ., _
- °
»

A one-way analys1s of var1ance was used to statistically test these dif-,
ferenceés across the samplmg groups for each of the 22 scales. The resul‘ts
showed that the differences across groups were statistically s1gmf1cant for
12 of the 22 scales. The scilles and F values were as follows:

normal - disturbed » F C=2.97 . p<.01l’
, e 9,827
‘ethical - unethical., - F, g, 3.02 p<.0l
A éc;nfqrming - nonconforming 'F = 3,43 ; pf(. 001
A 9,827 o .
, - careful - careless - F =2.36 . . p<.05.
o Co : 9,827
stable - unstable a F ) =2.98 p<.01 ‘
: R 9, 827 I '
/ L] - . 3 .
mature - immature . . F © =13,28 - p<.001
- : 8,827 R ,
“strong - weak - -Fg ga 7 Ze42 p<.01
. ‘ . P ’ ) -
brave - cowardly Fg 627 3,20 -p<.001
- . reliable - unreliable . Fy, 42,7303  p<iol -
rational - irrational ’ " F = 2,07 P<.05
_ ) 2,827
smart - stupid  Fy 4 7i 3.08 p<.01
’ : .
quick - slow. . F, ,,,=2.64  p<.0l :

With only minor exceptions, the pattern of group differences on each of these
variables pro&ucing statistical significance was the same. Groups contain-
ing young drivers (16-24 years old) and groyps containing more drivers with
alcohol related driving events (e ge s DWI/DWAI convictions) reglst;ered more -
positive responses, :

" A factor analysis waé\conductedlacross all scales and all groups. The
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" resylting principal component solution was then rotated othogonally to

simplify the’resulting factors with respect to the 22 scales. - Four under-

_lying factors emerged accounting for 46, 6% of the variance. These four

factors may be considered as the underlying or basic dimensions in the sub- .

jects' perception of the drinking driver. The first factor (26. 3% of the

variance) appeared to be related to risk taking behavio¥. The scales
'"dangerous.- safe'' and ''reliable - unreliable' were weighted heavily.

The second factor (7.9% of the variance) appeared to be-related‘to per-

sonality aevelopment. The scales ''normal - disturbed' and "stable -
unstable' were weighted heavily on this factor. The third factor (7. 1% of

the variance) appeared to be related to personal bravery and life style.

The scales ''brave - cowardly' and "1ndependent - dependent! were weighited
heav1ly. The fourth factor (5. 3% of the variance) did not suggest any «
readily apparent interpretation. = The two most heavily weighted scales were
""stable - unstable' and !'joiner - loner'. These were followed, in order,

by ''reliable - unreliable', "happy --sad', "old - young', '"careful -
careless', '"follower - leader' and-''conforming - nonconformihg', It

is felt thdt this factor is probably related to social pressure and the genperal .
concept of conformity. 'However, it accounts for only a small proportion

- of the var1ance and ‘its 1nterpret71t1on is not’clear.

In suml'nary, young drivers perceive the '"drinking driver" more posi-
tively than do oldér drivers. Further, drivers who have recently been in-
volved (as a driver) in an alcohol related driving event also perceive the

' drinking driver in a ‘more positive light. There appear to be four underlying’

factors determining a subject's overall perception of the drihking driver.
The first factor appeared to be related to risk taking, the second personality
development, the third bravery and independence and the fourth is possibly
related to spcial conformance in gen ral, It is felt that these results clearly
indicate the need to modify current percept10ns of drinking-driving among .
young motorists, In particular, the percept10n of the dr1nk1ng driver as
being "brave" should be challenged :

L «
G. Dr1nk1n&-Dr1v1'ng Knowleélﬂe Measurements k

This section di scusses the survey population's current state of know -
ledge in regard to various aspects of the traffic safety/drinking driving o
problem. The relevant data is summarized in Table XXXVIII. The discussion
of this détaﬂis broken into three parts: highway fatalities-and their causes,
drinking-driving statutes and knowledge of factors affecting intoxication.

1. Knowledge of Highway Fatalities and their Causes -

-

No significant difference was found among the ten sampl1ng°gr‘oups

" relative to their knowledge of the annual number of highway fatalities (X

22.67, 18 d.f., N.S.). However, within all groups, there is wide varia-
tion in the accuracy of this knowledge. Some 43% of‘all respondents felt

- - ) -
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' that less than’40, 000 highway fatalities occur each year, while 27% believe
that the figure exceeds 100,000, Another 20% place the total between 50,000
and 60,000, the range that is approximately correct, Thus, only one out
of five of the subjects interviewed was able to accurately recall one of the
more widely publicized highway safety statisticg. The remaining four out
of five-generally tend to underestimate the death toll. This is particularly
true of the ""A" sample (young and old combined), some' 48% of whom believe )
that fewer than 40,000 deaths occur; the -corresponding figure for the "D .
/ sampfe is 45%, and for the "GPs", 39%. o .

There also are no signiﬁcant differences among the sampling
groups concerning their impressions regarding various factors that may
contribute to fatal crashes. In particular, their opinions are fairly uniform

- concerning the causal role of:«

.  Drinking Driving (x* = 16,11, 18 d.f., N.S.)

" ~ About half, (49.8%) of all respondents believe that drinking .
drivers are involved in 60% or more of fatal accidents. . Less than one in
five "(19. 3%) believe that fewer than 40% of these crashes involve drinking
drivers.| However, the younger subjects tend to give higher estimates of
drinking+driving involvement than the older group. Fifty two percent of
all rqspoftndents aged 16 to 24 felt that drinking-drivers contribute to at
least 60% of fatal crashes,.while this was true of 42% of the olgler respon-
dents, )

-

.  Speeding ( x*= 20.76, 18 d.f., N.S.)

Overall, .about 38% of respondents believe that speeding con-
tributes to 60%.oxr more of fatal crashes, and another 33% feel that 40-60%
of these crashes involve excessive speed. But, younger subjects are some -
what less -likely to view speeding as a major cause of these crashes. Thirty
one percent of all young resp}ndents feel that excessive speed contributes
to fewer than 40% of all fatat’crashes, while 22% of older subjects share this
/ .

view, ¥ 3

A

. Marijuana ( x2 = 19.24, 18 d.f., N.S.)

Roughly half (49.2%) of resporidents feel that marijuana use is
involved in less than 20% of fatal crashes, while about one out of four (23.9%)
believe it contributes to at least 40% of these accidents. These percentages
" are quite consistent between the two age ranges. )

Thus, while subjects generally tend to underestimate the number of traffic
fatalities occurring each year, there is little evidence that the accuracy of

3 their knowledge is affected by their age or the sampling procedures that led
to their inclusion in the study. Further, both drinking-driving and excessive
speed generally are felt by these subjects to contribute substantially to fatal
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crashes., However, younger subjects are somewhat more likely to emphasize
" the causal role of drinking-driving, and to deemphasme the contribution of -
speedmg, when their views are contrasted W1th those of older drivers.

2. Knowledge of Drinking-Driving Statutes

L/ ’ LR

In the course of their interviews, subjects were asked to'estimate
the number of ounces of liquor, and bottles of beer, they would have to
consume before they would be legdlly too drunk to drive., These answers
were adJusted in accordance with the subjects' body weights in ‘order to -
_arnve at estimates of the BAC at which "legal intoxication' occurs.in the
drinking driving context. The adjustment was predicated on the assumption
that the drinking occured on an empty stomach and took place over a three
hour period, ¥ ‘

No significant differences were found among the sampling groups
relative to these BAC estimates (x?= 25 95, 27 d. f., N S. for estimates
derived from quant1ty of liquor, and x*= 38.34, 27 d. f,, N.S. for estimates
derived from quantity of beer), although the variation in the beer/BAC es- -

' t1mates approaches the level of statistical s1gn1ficance. ‘What is most not-
able is that the vast majority of all subjects grossly underestimate the pre-
' sumptlve BAC limit. Specifically, 63% of the respondents cited a quantity .
of liquor wh1ch, if consumed under the conditions cited above, would produce .
a BAC no higher. than 0,02%, ** Another 21% c1ted a quantity that would produce
B : % - .

*This adjustment \‘vas accomplished through the following formula

BAC = 3 625 (ND/BW) - 0..045, ‘ v

where ND is the number of drinks (either ounces of wh1skey or bottles of

-’ beer), and BW is the respondent's body weight in pounds. The constant value
of 0.045 approximates the BAC decrement that would occur over the three hour
period, i.e., it assumes that the average person metabolizes an amount of
alcohol equivalent to 0,015% BAC per hour. . The multiplier of 3. 625 simply
represents the proportionality constant between BAC and the quantity/weight
ratio, This formula was derived from data developed by the Charlotte -
Mechlenburg (N, C.) Alcohol Safety Action Project. - The formula is only an
approximation and will not be completely accurate for any given individual;
however, it should provide a fair estimate of the. BAC that would result from
the indicated amount of alcohol, '

To elucidate the use of this formula, a 175 lb, subJect who indicated that 4
ounceg of whiskey would be required to attain the presumpt1ve limit would be

- said to provide a practical estimate of slightly less than 0. 04%. That is, he .
would underestimate the true presumptwe limit by a wide margin,

“*%The computation of BAC estimates from quantity of liqubr consumed assumed
that each '"shot'" contained one (1) ounce of 86-proof liquor. In fact, some sub-
jects may be Gised to '"'shots' of 1.5 ounces, or may ordinarily drink 100 proof
whiskey, or both. Thus, a slight b1as toward lower, BACs may exist in the
BAC/liquor estifmates.
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a BAC between 0.03% and 0.06%. Their estimates on beer tended to be
slightly more realistic, although 39% estimated a number of bottles that
would elevate BAC no higher than 0.02%, and some 25% cited a quantity

~ that would attain the 0.03% to 0, 06% range.

It should be noted at this point that thé assumptions made in cal-
culating BAC estimates actually tend to elevate the concentrations correspond-
ing to any given quant1ty. If the drinking takes place shortly after food has_
been eaten, or over a period longer than three hours, the actual BAC would
be lower than the value computed for this analysis. ‘' This fact lends further
credence to the conclusion that the vast majority of drivers helieve that

' extremely small quantities of alcohol are sufficiént to lead to DWI/DWAI

arrest, quantities much smaller, in fact, than actually are required by law,

Since the beer/BAC estimates exhibited-the greatest differences

" ‘among the groups, detailed comparisons of the various categories of subjects

can best he made-relative to those estimates, First, young su.bjeci:s Proved
somewhat more likely tq grossly underestimate the quantity of beer that
would have to be consurned to attain the pre sumptive limit of BAC; overall,
65% of all younger subjects cited an amount of heer that would produce BACs .
no greater than 0, 06%, while this was true of 57% of older subjects, Second,
the ""A" sample also showed a greater tendency toward underestimation; 69%
of those subJects estimates were below the 0,06% level, as contrasted with
62% of the "GPs" and 61% of the "Ds'', :

The sampling groups were found to differ s1gmf1cant1y with respect
to their knowledge of the penalties imposed for first conviction of "drunk
driving', specifically with respect to the amount of ‘monetary fine (x
47,24, 18 d.f., p<.001) and the duration of license suspension ( x> 64.81, .
18 d.f., p<.001): Overall, abdut one third of the respondents (33. 4%) be- .
lieve that the firre is in the neighborhood of $40 to $98, and almost as many
(31. 3%) believe it to exceed $99. However, amorig the ""D'" subjects, only
10% felt the fine was no greater than $40, while 31% of "GP's" and 34% of "A's"
felt this was the case. Similarly, about one quarter (26.2%) of the total
sample felt that no loss of license results from ''drunk driving'' conviétion,
and raoughly as many (25. 9%) believe the period of suspension is 3 months or
less. But, only 10% of ""D'g'' believe there is no loss of license. Thus, the
statistically significant differences in knowledge of pendlties seems to stem
primarily from the "D'' subjects' actual exposure to these penaltie /How-
ever, it is important to ndte that the '"'unexposed" samples (MGP's"and "Afs")
tend to underestimate the magnitude of the penalties, and so may be less de-
tered by them than might be the case if their knowledge were more accurate,

«

-

Thus, the majority of subjects underestimate the quantity of alcohol
that must be consumed to achieve a BAC that equals or exceeds the presump-

. tive limit for DWI/DWAI, and in many cases this underestimation is by a

very wide margin. Young€r subjects and those who were sampled on the
basis of accident involvement are most prone to this underestimation, although
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' the variation is not statistically significant. Hence, if their knowledge in
this area were more accurate, it is doubtful that deterence of drinking—dr_iving
would increase--in fact, the opposite could be the case. waever: improved
knowledge should enhance their appreciation of the reasonableness and fait-
ness of the statutes, Perhaps more importantly, an appreciable proportion
of subjects underestimate the penalties that can be faced upon conviction¥of
DWI/DWAI, and the provision of better knowledge in thls area could well
bolster deteregce. 4 . S .

3, Knowledge of Factors Affecting Intoxication due to Alcohol

Several important aspects of the relationship bgtween alcohol con-
sumption and intoxication are not well known by the respondents. In pArti-
cular, 42% of the respondents believe that the statement "A small perso
will get drunk faster than a large person, drinking the*same amount' is
false. - Forty four percent deny that '"experienced drinkers can drink more
than novice drinkers and not'get drunk'., Forty five percent think it is .
true that ''black coffee is helpful in ‘sobering up'. It is also important to
note that the responses (true/false) to these threa statements differ si‘gnifi-

. cantly among, the sampling groups!?

. ‘Small‘person . drunk faster (x* = 35.98, 9 d.f., p<.001)

&

. Experienced ... drink more ( xz = 18,00, 9d.f., p<. 05)
.  Coffee ... sobering up (x* = 19.61, 9 d.f., p<.05)

From the first of these statements, it is clear that a large segment of the
‘populatmn is unaware that BAC ... and impairment ... is.dependent not
only on the quantity of alcohol consumed but also on-the body weight of the-
drinker.: However, this lack of awareness is found somewhat less often
among the ""D's": approximately 35% of the young ''D's' and 36% of older
"D's" indicated that this statement is false. And, among the "GP" and "'A"
samples, it is the older drivers who more often deny a dependence on body
weight--50% of the older "GP's" but only 38% of younger "GP's", responded
false, as did 54% of older "A's', but 46% of the younger ""A's'". Thus, while
many young motorists are unaware of this facet of the drinking/intoxication
relationship, their knowledge is, on the whole, somewhat better than that of
-older drivers.,

From the second statement, it is evident that many individuals deny
that drinki__g experience enhances tolerance of the impairing effects of alcohol,
‘To be sure, any increased tolerance need not be very great, and may not
apply at all at moderate to high BAC. However, it is certainly probable that
modest quantities of alcohol may apprec1ab1y affect novice drinkers while
creating relat1ve1y little 1mpa1rment among experienced consumers of alcohol.
In this case, it is the young subjects who are less likely to grasp this fact,
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" Forty eight percent of young "GP's", 46% of‘young "A's", and 39% of young

"D's' deny any dependence on drmk.mg experience, as contrasted with 41%
of older "GP's", 29% of older "A's", and 23% of older "D's", Of course, it
is the younger subjects who are more likely to be relatively inexperienced
drinkers, so their responses may reflect a desire to deny any lack of '"capa-
bility' on their part,

The third statement's responses shows that one of the oldest of
'"0ld wives' tales'--the efficacy of coffee as an antidote to alcohol--is still
subscribed to by many drivers. Of course, coffee can be helpful in certain
indirect ways: for example, it can mitigate fatigue “to a certain degree and
so can help reduce an extraneous source of impairment that may ‘be operat-
ing in parallel with ﬁcohol But, research has consistently shown that it
will not affect BAC nor the debilitating effects of alcohol per se. Neverthe-
less, nearly half (456%) of those interviewed apparently believe that it will,
But, it may be encpuraging to note that young subjects proved less likely
to subscribe to this belief. Across all sampling groups, 42% of young sub-
jects, but fully 57% of older sub_]ects, believe that coffee is helpfnﬁ in sober-

ing up.

Other factors explored in the interviews were fairly well known by
the respondents and showed no significant differences among the sampling
groups. In particular, 97% of the survey population was aware that ''a
person will get drunk quickest on an empty stomac% Eighty four percent

. realized that "'alcohol is considered a drug". Ninety eight percent know that

""alcohol affects a person faster if he's under medication like a tranquilizer
or antidepressant'. Ninety four percent realize it is not true that "alcohol
tends to make drivers react more quickly to road hazards'. ‘

3
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PART III
COUNTERMEASURES AND RESEARCH/IMPLEMENTATION
RECOMMENDATIONS
/
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I, INTRODUCTION ¢

This section of the report contains the conclusions of the study with
respect to future countermeasure development. There are eight areas in
which it is felt that countermeasures can be effectively examined. These
range from restriction of driving to driver rehabilitation. The eight areas
or countermeasure approaches are covered in/the remaining eight sections
of Part III. Within €ach area or approach, the countermeasure is outlined,
the problem which it attempts to address is defined, factors associated
with implementation are discussed, the cost/benefit structure is considered
and specific recommendations are made concerning the steps which would
have to be taken to develop and implement the countermeasure.

Each countermeasure discussed below was <%es1gned to address a spec1f1c
%dentified problem or characteristic either as found in the literature (Part I) -
or as found in the survey of young drivers (Part I). The first and over-
riding question must be whether or not there is a youth-alcohol-crash prob-
lem. The results from the literature, especially the literature on fatal
crashes; indicate strongly that a definable problem does exist. Young drivers
‘are overrepresented among fatally injured drivers who had been drinking
by a factor of approximately 2 to 1 with respect to the number of young
drivers in the license population. From the survey data, it was found that
13, 8% of the young drivers in the general population (about one out of every
seven) reported an alcohol related crash within the past three and one half
years as compared with only 5, 5% of the middle aged drivers. Clearly,
alcohol relate%sh involvement is a problem for young male drivers.

In many ways, however, this problem has several unique features either
as compared with the non-alcohol related ¢rash problem for youth or as com-
pared with the alcohol related crashes of middle aged drivers. The survey
showed, for instance, that the young driver alcohol crash as compared with
the young driver non-alcohol crash more often involved:

-

. Exceeding the posted speed limit

. Weekend and late night time periods

. - A single vehicle, as opposed to more than one vehicle or a pedes- .
trian

. The presence of passenge

. The use of drugs other than alcehol

Further, it was found both from the literature and from the current data
that young drivers are typically involved in alcohol related crashes at lower
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BAC's than are middle aged drivers. Also,' speeding and excessive speed
are more often associated with young drivers than with middle aged drivers.

The specific characteristics of this problem as identified from the liter-
ature review and the syrvey can best be summarized by returning to the
hypotheses &tated in the Introduction to Part II of this report. These hypo-
theses and the conclusions for each with respect to the nature of the problem
are presented below. .

Yoythful Drinking

. - Light to moderate use of alcohol is the norm for young American
males, No difference was found between young and middle aged
males of the general population with rjéspect to drinking frequency
or quantity. Light to moderate use of alcohol was the norm for
both groups.

. Peer pressure is a key motivation for alcohol use among youth. This
is apparently true from the literature. The current data also provide
some support for this hypothesis.

. Deviant or socially undesirable behavior and attitudes are more
often found among heavy drinking youths. The current data provide
strong evidence for this hypothesis. The DWI/DWAI convicted
drivers and to a lesser extent the accident involved drivers more.
often reported a non-traffic criminal arrest, were less educated
and generally dispiayed less desirable attitudes towards drinking
and driving. Frequent drinkers were more likely to speed, speed
after drinking, use drugs other than alcohol, avoid wearing their
seat belts, etc.

. Youths are relatively poor judges of their own state of intoxication,
‘While this hypothesis is true, it is not in the direction Rredicted.
Young drinkers tend to underestimate their consumption limits with
respect to the legal definition of intoxication.

Youthful Driving

. Young drivers are substantially overinvolved in highway accidents,
This was absolutely true in the current data. Reported annual mile-
age for young and middle aged drivers was comparable yet 46: 5%
of the young general population drivers réported a motor vehicle
accident within the past three and one half years as compared with
only 24, 7% of the middle aged drivers. <

el

. Young drivers more often engage in risky driving. This was also
true in the current data. More young drivers have driven in excess
of 100 mph within the past five years, young drivers more often
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avo1d weanng their seat belts, they more often allow personal or
emotional problems to affect their driving, etc. Most iNaportantly,
»yﬁtxpg drivers enjoy driving and enjoy dr1v1ng at speeds in excess
of the postéd limit. :

Youthful Drinldng-Drivv.ng o . n

" Young drivers engage in drinking-driving at a rate comparable to
‘older drivers, but the young drinking-driver tends to exhibit a
lower BAC. The current data show that the frequency of drinking-
driving is comparable across age groups. It is lowest for the

16-18 year olds, highest for the 22-24 year olds with the, mlddle
aged drivers somewhere in between. It is also true that the young
driver tends to have a lower BAC at the time of his alcohol related
crash., / X

/

N

. Young drivers take a more tolerant view of drinking-driving. This
was absolutely true in the current data. It was particularly true
for those young drivers convicted of an alcohol related driving
offense.

. Young drivers are generally unaware of the causative role of
alcohol in highway accidents. This hypothesis was only partially
true in the current data. Young drivers did know the importance

. of alcohol in highway fatalities. However, many were unaware of
°  the penalties for drinking driving and niany did not know the impor-
tance of a variety of factors affecting level of intoxication and im~-
pairment.

v *

. Personality and life style factors contribute heavily to the youth

‘ alcohol crash. The overriding conclusion from the current data is
that alcohol interacts strongly with the life style and driving patterns
of young males. This interaction or syne rgism heightens the
problems associated with alcohol and anta onizes those pre-existing
factors which make young drivers vulnerable_to.crash involvement.

-

Talken together, these results indicate that there Are problem areas of
particular importance to the youth-alcohol‘crash. The countermeasures )
distussed in the following sections attempt to address these major If’rsoblems.
Speciﬁ(églly, the countermeasures recommended attempt to deal With: ¢

”

Y ) oy
. Speed ) g .
. Crash involvement at low BAC

. The association of speeding and drinking .
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.
. The late night and weekend character of the alcohol crash
. Attitude of young drivers toward driving and drinking‘ driving

y . K : .

v .  Lackof knowledge in certain key areas related t9 drinking driving

. . Recurrence of‘drinking-driving B e *

hd : - L . o

-

It-is felt that those, countermeasures dea11ng Wlth the problems of speed and i
the assoc1at1on ‘of speed and alcohol show the most promise, for acc1dent re-

duct1on. : v -

.

-

Several countermeasure concepbs were c0ns1der d before arr1v1ng at

the final list presented in the following 'sections. Many were rejected either

‘as being not workable or as not addressing an identified problem. Others

, were combined or ‘modified as indicated by the data. Three of the counter-
measure concepts-suggested in the Introduction to Part II do not- appear prom1s-
ing (at least at thi time). They were:

a E ‘_ . v
A -

- . | High risk drivers can be identifie'd. 'I:here are characteristics,

Some disctimination betweeh high risk and lower risk young
dxivers. HoWever, it is not felt that these character1st1cs distin-
gliish Between young drivers suffic1ently well to warrant develop«~

. ent of a countermeasure based on th1s concept. First of all, thé
> A problem of dr1nk1ng and dr1v1ng among young people is quite pér-

driving remains prior driving, and. countermeasures are proposed
vbeloﬁv deahng W1th haltlng the recurrence of dr1nk1ng dr1v1ng be-
hawor.

[y
' . .
. : - : o 4 [ L)
; . . .- - . .
- ) P .

—

v Restriction of drinking per se would be neither acceptable- ‘nor

' practical, Noth1ng in*the eurrent data base indicates that restric-
tion of dr1nk1ng is a currently viable. countermeasufre app,roach.
Recent research (see T s Douglass and Filk#s, 1974) indicates

that loWer1ng the minimum legal dr1nk1ng age does produce a small,

yet measurable, h1ghway safety decrement. Nevertheless, it is

'not likely that this trend toward loWered age limits can be rpversed

nor is 4t likely that specific restr1é:t1ons of dr1nk1ng /by time. of day
or day of week.can be imposed. ‘

e’ v . AL

P

. \Youths would accept alternatives to driving after drinking. foe ‘

current data suggests that youths would not accept suchsalternatives. -

Most would not, for instance, be willing to leave their vehicle and
.. call’ the pol1ce for ass1stance. ' ;
- . ’ ¢ ’ ! ’ \

The rema1n1ng countermeasure cohcepts presented in Part il appear in

‘vasive. " Secondly, it still appears that the best pred1ctor of future'

such as criminal arrest and educational status, which do provide - '

~a

4

&

some' form 1n/tbe foIIOW1ng sections. ‘Many have been mod1fied and add1t10na1 \

. i
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concepts have been added as indicated by the éurrent data, Together, ' - .
these countermeasures address the major problems and characteristics
of the youth alcohol related crash. - * _ ,
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II. LATE-NIGHT DRIVING RESTRICTION

It is'recommended that serious consideration be given to prohibiting
- or severely restr1ct1n£ operatmn of motor vehicles by young drivers duringr
* . late-night hours. This suggestion is predlcated on the reported time distri-
bution of alcohol-related ctashes 1nv01v1ng young drivers and on the temporal
characteristics of their driyving exposure. The precise strategy for such
prohibition/restriction is a matter for further study, although various possi-
ble approaches and constraints ¢an be enumerated at the present time. The
expected benefit of this recommendation cannot be precisely computed, since .
it may induce a temporal redistribution of drinking-driving patterns and, in )
particular, alcohol-related crashes. However, restriction of driving during
relatively brief perlods of the day would directly focus on up to 50% of the
young driver alcohol 1n-volved crashes now being expenenced .

A, Definition of the 'Problem

-
N
-«

ArﬁOng the general populatmn of young driders, the typical (62%) alcohol-
*related crash occurs betWeen the hours of 10 p. m. and’4 a.m. A relatively
_small minority of their non- -A/R crashes take place during that time interval
* (17%). Further, night driving among youths is particularly practiced by
. frequent and very frequent drinkers, Fifty eight percent of the young fre-
quent and very fréquent drinkers accumulate 40% or more of their annual
mileage at nlght, while this.is"true of only/ Y43% of the young 1nfrequent and very o
_infrequent drinkers. :

Restriction of nighttime dri\}ing by iiourig motorists thus would not only
provide a means of intervention into the majority of alcohol-related crashes,
but also would prove/less inconvenient to young dr1vers who rarely or never
engage in dr1nk1ng driving.

.
A

B. Implementation Considerati_ons

Among the c0n81derat10ns that must be faced 1n dev131ng a nighttime
dr1v1ng réstriction countermeasure are:

s
= - - 4

. The time periods during which it will apply

.- both the benefit and likelihood of implementatiOn‘ of a driving
restriction counterméasure will probably depend on the specific
period of proh1b1t1on envisioned. For example, as stated above,
prevention of driving ‘from 10 p.m. to 4 a. m, .may permit inter-

vention into 62% of the young driver alcohol- related crashes.
, However, legislatures and/or licensing agencies--as well as the

-4 general driving public--might be loathe to enact or support a
prohibition of driving during a. full quarter of the day. Restric-

+
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tion of driving dui'imng a shorter period, ‘e. ge, 1 a. m.*to 3 a. m.,
might be more readily implemented, but its effectiveness in -
crash prevention would obviously be less. Effort should be
undertaken to explore the feasibility of various driving redtric-
tion schemes with represéntative legislative,licensing, and law
enforcement personnel (and members of the driving public) to
determine the degree to which such countermeasures would be
sponsored, enforced and supported.

day(s) of week on which it will apply ' . '
similar to the timing considerations discussed above is the-
question of the days on which nighttime driving would be pro-
hibited. 'Again, this'gliestion relates to both the effectiveness

and practicality of ¢he countermeasure. Ideally, one might wish

to apply night-driving restriction during each day of the week,

but its application to weekend nights (Friday and Saturday, or
Friday, Saturday and Sunday) might more readily be accepted -
by the relevant agencies and segments of the popu“latiOn? " Here,
too, data are needed that define the acceptability of various’
such schemes and their possibility of implemientation.
individuals to whom it will apply = - | -

» =

. the countermeasure is, of course, recommended for applica-

tion to young drivers. However, it may not be possible to 'single
out specific age groups as the target population for.driving re-
striction schemes. In many states, individuals-aged-18 or

older have been granted full majority rights; in all states, these

~rights apply to all persons 21 years of age or older. Thus, legis-

latiqn to enforce a driving restriction upon a particular age group

might be precluded on the basis of age discrimination. However,
the licensing agency may be authorlzed to consider all individuals

" who have been licensed for, say, eight years or less as ''novice'

or "probationary' drivers, in which case, nighttime restriction .
could be a statutory condition of the probationary 11cense period.
Under this scheme, certain older drivers would also be ‘bound

by the restriction, although young drivers would remain its

major focus. ‘

If this approach were adopted, it obyiously would be necessary
to definf\g;? probationary license duration that would strike a
proper ance between the effectiveiiess and acceptability of
the driving restriction countermeasure. - One possible solution
to this problem might be to mandate a probationary license for
the first two to four years of the driving privilege, with auto-
matic extension of probation tied to .a violation "point' system.
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- o Then, "a young driver who maintained a (relatively) ''clean'
‘ " record for his first few years would at the end of that period
' be entitled to a "full privilege' operator! s license. Conveérsely,
one who had been cited for sufficient violations to amass the
criterion number of points would face an additional per1od of
probation.. In this way, the countermeasure ultimately would
+ exert its maximum impact--and inconvenience--on the subset -
of youths most prone to exhibit dr1v1ng problems.

C. Ant1c1pated Benefagts and Costs
. v ' .

At the present time, both the costs and benefits that may be associated
with the recommended night driving restriction are.difficult to estimate.
Clearly, both would depend on the specific implementation strategy selected.
What can-be said regarding benefits is that up té 50% or more of the young
driver alcohol-related crashes--depending upon the implementation scheme--
occur during periods when the countermeasure would prohibit driving. Of"
course, not all of these crashes Wou.ld be prevented, since some young motor-
ists undoubtedly would continue to drive , and become involved in crashes,
during the prohibited times. Also, the countermeasure might induce a shift
in the driving patterns of young motorists that could lead to a "redistribution"
of some crashes: i.e., some accidents might simply take place earlier or
later than would have been the case had the countermeasure not been in force.

_ However, even 50% effectiveness of this countermeasure could result-in ‘
prevention of one-quarter or more of all, alcohol-related crashes 1nvolv1ng
young drivers,

need for increased resource ekpepdifures by licensing agencies (who would
administer the countermeasure) and law enforcement agencies (who would
be charged with enforcing it). Additional study is necessary before this
impact can accu’rately be gauged. However, it should be noted that a success-
ful driving restriction countermeasure would help reduce certain cost require-

“ ments faced by these agencies, e.g., those associated with accident investiga-
tion, reporting and record keeping. '

D. Specific Recommendations ~

In accordance with the preceeding discussion, it is recommended that
the following efforts be pursued to develop and validate a countermeasure

{ W'ith regard to costs, the chief impact probably would be felt in the
|

\

|

| based on restriction of late-night driving by young motorists:

| N | '

\

A} . .
. . Determine, through surveys and/or other appropriate techniques,

i ? the attitudes of legislators, motor vehicle administrators, police,
| " other relevant officials, and the general driving public relative to
| alternative driving restriction strategies. Problems and costs

} o associated with the 1mp1ementat1on of such strategies should also
| :
|

\

|

be determined for the groups listed above.
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« - To augment the existing gllata from this and previous research,
cdllect, through driver surveys, examination of traffic records
‘ systems, and other appropriate techniques, data on the distribu-
v —~—  tion of alcohol-related and non-alcohol-related crashes by time
of day -and day-of-week, - In pursuing this effort, a sufficient data
base should be developed to permit accurate estimation of the '
maximum possible impact of the various implementation strate gies
on youth-alcohol-crashes., * S : :

. Develop, from the results of the two preceeding steps, the night
driving restriction strategy offering the optimum balance among
potential effectiveness, cost and acceptability.

.  Test the hight driving restriction countermeasure developed in
the preceeding step to determine its efféctiveness,

. If the preceeding step is found to produce a cost-effective reduction
‘ in youth-alcohol-crashes, implement such countermeasure on a

B ~national basis, through promulgation of a highway safety standard
for driver licensing or other appropriate mechanism,

£y




P - /

. LOWERED SPEED LIMITS FOR NIGHTTIME DRIVING

w

It is\recommended that lower speed limits be posted for night driving,
at least oh limited access roads and other thor'oug_hfares where rela}tively
high speeds (45 mph or more) are permitted during daylight hours. .This .-
suggestion \st from the evidence that excessjve speed often is ‘coupled
. with drinking-drivilrg by young motorists. Redficed speed limits, of course,

would apply to all driverg, but.would have the jgreatest impact on youths.
The, manner if which this P»ecommendation o ld,beflmplemented is fairly
str 1ghtforwar » and, could follow the appro clz/thag already has been adopted
in certain local't1es. This suggestion is i e’nded to focus on the youth-

In more tKan one third (35%) of their alcohol-related crashes, young T
drivers reported they had been travelling at'40 mph or _%nore, while this is
true in less than one fifth (18%) of their non-alcohol-related crashes. -
Further, in nearly one quarter (23%) of the alcohol-related events, these
young drivers indicated they had been exceeding the posted speed limit,
_ While this was the case in only 8% of their non-alcohol-related accidents.
These differences exist despite the lack of &ny appreciable variation in the
posted speeds at these crash locationsy °

The evidence is also clear that speeding is most often practiced by the
young fréquent or very frequent drinkers. ‘Some 42% of these individuals
agree thdt, in general, they ténd to drive faster than the speed limit, gwhile |
this is trie of 36% of young drivers who are’infrequent or very infrequent -
drinkers.| Also, 21% of the more frequent drinkegé attest that they tend to
drive even| faster than usual when driving after drinking, but only 13% of the .
more infreguent drinkers indicate this to be the case.

\
i

Thus, among young motorists, high speed is especially a characteristic
of drinking-driving, and probably augments the risk posed by that behavior.
Reduction of speed during the period of highest incidence of drinking-driving
. (nighttime) offers an indirect--but potentially fru1tfu1--means of diminishing
that- r1sk

B. Implementation Considerations

Implementation of a reduced nighttime speed countermeasure would
require posting separate day/night limits on all affected roadways, and defin-
ition of the times during which each limit applies. Perhaps the simplest L
approach would be to tie the nighttime limit to the time period during which
the law mandates activation of headlights; typically, this spans the period
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" from one half hour after sunset to one half hour before sunrise, Then, non-
reﬂect1ve signs could be employed to post the dayti’me limits; fheir lack of

- visibility under hcadlight'illumination would unambiguously signify the applic-
. ability of the nighttime limit. This approach has already been taken, for

‘ example, on 'high-speed roadways in Arizona. :

Spec1f1c considerations tbat must be addressed prior to 1mp1ementat1on

of such countermeasure Jinclude:
4 Lt

e ’
‘»~ Selection’of roadways on which the reduced nighttime speed should
" apply; ™ ‘ »

A .

. %nition of the maximum nighttime speed, -

The proper formu.lat1on of these decisions requires data on the inci-
‘dences of crashes, alcohol and/or speed related violations, traffic volume,
e’(nc on the various roadways under consideration, and an assessment of the
enforceability of alternate reduced speed limits. Additional research is
needed to supply such data, However, as a point of d. parture, it is suggested
that consideration be given to adopting a maximum nighttime speed of 45 mph,
and ap;!ly ng this to all roads and highways where the current posted speed
exceeds that limit, In some cases, this could necessitate a corresponding
reduction of the legal minimum speed.

C. Anticioated Benefits and Costs o |

S

As ment1oned earlier, the proposed com&termeasure would be targeted
toward the youth - alcohol crashes that involve speed plus the (presently ,
unknown) segment of older driver- alcohol - -crashes that are speed related.
Further, some benefit would be realized in reduction of non-alcohol- lated

crashes, although the data s&ggests that far fewer of these involve speeding.
Of course, one-would not expect that all, or even necessarily most, of these
"target' crashes would be prevented solely through reduction in the speed
11m1t However, the ex1stence of d1ffererrt1a1 day{night speed limits in

i 8 countwu& .
Costs associated with this recommendation w<:giY 1d include "'one time'’,

or initial, expénditures for modifying the posted. sﬁ ed signs and perhaps

continuing reduirements for additional.law enforcerdent resources to ensure

compliance with the regulation, Estimates of these' culd be infered from

the experiences of virtually all states in the recent % tablishment of 55 mph

posted speed limits as a fuel-conservation measure.

ety "'

puest o

D. Specific Recommendations

\
In accordance ‘vith the préceding discussion, th. following tasks
should be undertake: in preparation for the impleniewnt:.tion of a lower
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nighttime speed limit counte rmeasure: .

. Determine, through comparisons of crash incidences at selected .
locations, the impact of existing lowered night speed limits on
accident occurrences.  Selected locations should include states

N " which have and have not implemented such programs in the past.
To the extent possible, .this research should attempt to 1dent1fy
— the impact of reduced nighttime limits on:

- Total crashes

- Nighttime crashes

- Young driver crashes .

- Alcohol related crashes. - K t

. : . Determine, through field observations and other appropriate tech-
niques, daytime and nighttime vehicle speed patterns and distri-
butions at selected sites. This research could employ roadside

' interviews similar to those conducted by ASAPs, perhaps augmented
by automated speed measurement systems (e.g., ORBIS). if
possible, this research should attempt to determine speed distri-

' butions -as a function of driver age and alcohol usage.

/4 . . hd -

- YT . If the preceeding steps show evidence of a night-speed problem that
potentially can be ameliorated by reduced speed limits, implement
such a program in carefully controlled limited apphcatmns to per-
mit better est1mat1on of its, effecuveness.
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IV, LOWERED ABSOLUTE LIMIT BAC LIMIT FOR
"NEWLY LICENSED DRIVERS

It is recommended that legislation be considered to establish a lowered
absolute limit of BAC to restrict drinking-driving by newly licensed motorists,
This recdmmendation stems from the relatively high incidence of crash in-
volvement by young drivers at low to moderate BAC levels--specifically, at
levels well below the presumptive or absolute limits embodied in the exist-
ing statutes in most states, and below the levels generally exhibited by older
crash-involved drinking drivers. The strategy for establishment of such -
legislation could follow the model of current drinking-driving statutes. The
chief benefit of this recommendation is expected to be realized in increased

* deterrence of drinking-driving resulting from facilitation of enforcement. In

particular, such deterrence could help to prevent the (roughly) one half of
youth alcohol crasheg that occur at low BAC. :

a -

A. Definition.of the Problem

-~

Crach involvement at Jow-to-moderate BAC is largely a young drivér
phenomenon. Borkenstein, et al. (1964) found that very young drivers (age
<20) were'overrepresented by a factor of nearly 3 to 1 in crashes occurring
at BACs between O. 01% and 0.04%, in comparison to their proportion in the

- non-crash involved population operating vehicles.at the times and places of

accidents (see F1gure 1) In contrast, drivers aged 20-24 show almost no
overrepresentation in crashes at those BACs, and middle aged (35-44) dnﬁgis

_are actually underrepresented in those crashes. An even greater age dif

ference was observed in crashes where the driver's BAC was between 0.05%

- and 0.09%.

The present study also produced data supporting this finding.  Among
young drivers who had been drinking prior to the night, injury crash which
led to their inclusion in the sample, 43% reported they had consumed only
one or two drinks. However, only 21% of the middle aged drinking-drivers
in these crashes had consumed no more than two drinks prior to the crash,

These findings clearly indicate that a large proportion of the youth-
alcohol-crash problem--as distinct from the middle age-alcohol-crash prob-
lem--stems from driving at low BAC. Existing drinking-driving laws do
not address this portion of the problem: in most states, evidence that a
driver's BAC was 0.05% or less essentially precludes .conviction on an
alcohol-traffic charge, and only rarely will conviction result if the BAC
was between 0.05% and 0.09%. Provision of a lower absolute BAC limit
for young drivers would enable enforcement to be better directed toward the
true nature of the problem. ' : )

P

183

-171-




:

o

" B. Implementation Considerations. .

The recommended legislation should almost certainly establish an -
absolute, rather than presumptive, BAC limit, Presumptive limits (Which
currently are in force in most states) generally are employed to establish
evidence of "1ntox1cat1on” or "impairment' or other subjective correlates

’ of alcohol consumption. An absolute limit makes it an offense per se to
operate a motor vehicle ’when BAC equals or exceeds the specified value,
whether or not intoxication or impairment is evident. Since much of the
youth-alcohol-crash problem exists at low BAC, where physical impairment
may be slight and difficult to establish, an absolute limit is clearly prefer-
able.

'Among the specific considerations that mgsé be addressed in developing
this recommendation are the following:

-

. The format of the legislation

. R

- - One model for the necessary legislation may be found in exist-
ing absolute, or 'per se', dr1nk1ng driving laws, such as that in force in
New York State (section 1192, part 2, of the Vehicle and Traffic Law):

'""No person shall operate a motor vehicle while he
has . 10 of one per centum or more by weight of
“alcohol in his blood ... "

1 ‘For the recommended countermeasure this model must be adapted to address
both the lowered limit and the segmént of the driving population ta:which it

is to apply. For example, .this could be aChleved_ as follows:
|

\

|

""No perS.On holding a probationary operator'sAI‘icense
shall operate a motor vehicle while he has y X of
one percentum or more by weight of alcohol in his

“ blood ... "

The suggestion to apply the recommended legislation to "probationary"’ ]
drivers is, in part, motivated by the previously observed need to avoid

specification of age ranges that may conflict with the exercise of full majority
rights., Also, probationary licensing may provide a means of applying the

lowered limit to older drivers previously convicted of alcohol- traff1q violations.

The selection of a specific valae of the absolute limit ("'X'" in the -
above model) is another key consideration for implementation, and is dis - ;,/
cussed below. : ' '

. Definition of the absolute limit
- Establishment of the legal maximum BAC for probationary
) 8 v
R 1 8 1 ) .('
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drivers requires striﬂking the optimum balance among acceptability, enforce-
ability and the nature of the problem. The data cited above suggests that

a fair proportion cf the problem may exist at BACs as low as 0,02% or even
0.01%. However, enactment of such an extremely low absolute limit would
be tantamount to prohibiting driving after any drinking, which may not prove
acceptable to legislators and/or law enforcement personnel,

Clearly, additional study is needed before this decision can be form-
ulated. Among other issues, such a study may disclose a need to inform

, legislators, police officers and other relevant officials of the nature and

magnitude of the youth-alcohol-crash problem as a means of securing their
support for the recommended legislation. However, at present, the data
seems sufficiently clear to conclude that the absolute BAC level for pro-
bationary drivers shculd be set no higher than 0.05%, and if possible, a
level as lowas 0,03% should be seriously considered. :

. Provision of an adequate ''Implied Consent'' statute

.

- In order to enforce the recommended lowered absolute limit,

. steps must be taken to ensure that a chemical test of a suspect's BAC will be

secured,  In all states, this need is now addressed through ""Implied Consent"
statutes, which typically contain clauses similar to the following:

"Any person who operates a motor vehicle in this state
shall be deemed to have given his consent to a chemical
test ... to determine the alcoholic content of hig blood
when such test is requested by a poli:e officer having
reasonable grounds to believe such person has been
operating 2 motor vehicle in violation of [the drinking-
driving statute]. If such person refuses to submit to a
‘chemical test none shall be given, but ... his opera-
tor's privilege shall be revoked [suspended] for[a
period similar to that imposed upon conviction of vio-
lation of the drinking-driving statute].

Thus, the "Implied Consent' statutes provide a means of
either (1) securing a chemical test, or (2) taking appropriate action against
the suspect's license if the test is refused, However, in order to invoke
the statute, the officer must have reasonable grounds to believe that the
drinking -driving offense has been committed. In cases where the (presump-
tive or absolute) limit is set at 0, 10% BAC or higher, the officer may well
havé sufficient evidence of physical impairment to constitute "reasonable
grounds', However, if the recommended lowered li)mit is enacted, such
evidence may not be available in many cases where the law has been violated.
Hence, current '"Implied Consent' legislation should be revised to facilitate
enforcement, While the specific wording of the revised statute is a matter

for additional study, one approach might be t9 empower a police officer to

request a chemical test of a probationary driver whencver the officer has

190
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C. Anticipated Benefits and Costs

is particularly difficult to estimate because its immediate goal is to im- .
prove enforcement and thus to increase deterrence of drinking -driving.
However, at this point, it is impossible to:determine the degree to which

the law-would serve to increase enforcement, or the extent to which deterence
c\&:’l\rirﬂcing-driving will be improved by a given level of encorcement, or

\ The impact of the recommended legislation relative'to crash prevention

evan whether increased deterence of drinking-driving will necessarily pro-

. duce"a proportionate decrease in alcohol-related crashes. It is clear that ,
the mere enactment of the recommended lower absolute limit is not enough '
to ensure E\d\ecrease in crashes--it is also essential that the law be rig-
orously enforced and that the young driver population is aware of the en-

-forcement and the possible penalties they face. V

At the present tirne, perhaps the most that can be said about the poten-
tial impact of this countermeasure is that young drivers do seem sensitive‘to
enforcement and resulting license action. As discussed earlier in this report,
they exhibit much more concern over the possible loss of their driving pri-
vilege than do middle aged drivers, and accordingly, they appear more fear-
ful of the police, courts and other agencies empowered to restrict that pri-
vilege. This at least suggests that a strong law, well enforced and well
publicized, should certainly ae}fect their drinking-driving behavior in the

desired direction.

Costs associated with this countermeasure largely will be borne by the
enforcement/adjudication system. KEach arrest for an ‘alcohol-traffic offense
requires éxpenditures of several man-hours by the arresting officer, chemical
testing technician, prosecutor, judge, etce The recommended law, if
rigorously ernforced, undoubtedly would dramatically increase the number of
arrests and conceivably could create a need for additional personnel in law

- enforcement and court agencies. At least rough estimates of these costs
might be available from ASAP communities, where increased enforcement
programs have been implemented. It is also worth considering whether a .
mechanism could be established whéreby the fines imposed on convicted
alcohol-traffic offenders could be used to*help defray some of the enforcement/
adjudication costs. .

»
’

D. Specific Recommendations

-~

" In order to pursue the development of this concept as a young drinking -
driving countermeasure, the following steps would be™needed:

. Identify the legal/constitutional issues associated.with the recom-
mended legislation and determine whether these issues can be rle-

: | 191 :
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solved. Among the issues to be addressed are: .
- The establishment of an absolute limit of BAC that is below the
level typically associated with physical impairment

¢
-  Application of differential limits to various segments of the
driving population ("novice" vs. "'experienced'' drivers)

-

Y
7,

- * Extension of the "Imp ied Consent'" concept to ease the grounds
» requited for lawful 'request of a chemical test 0" ¥,

If the preceeding indicates the concept is cOnst1tut1ona11y feasible, o
determine, throug surveys of legislative, court, police and othezy
relevant personnel, the extent to which such legislation would be ’ g
supported and enforced. In this effort, particular attention shoul& ‘

.be paid to the degreé of acceptability and support associated W1th E)

various‘absolute limits that might ‘be enacted.

v -~
-

Examine-carefully controlled applications of the recommended legis-
lation--together with the necessary level of enforcement--in selected
states. In this effort, care should be taken to measure the impact of
the law relative to both crash prevention and deterence of drinking
driving. Y

If the-preceding indicates that the legislation/enforcement will

cost-effectively decrease the 1nc1dence of youth-alcohol crashes,
take the necessary steps to encourage enactment of such laws in
all states.

o
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V. vLEGIS_LATION REGULATING SPEEDING-AFTER-DRINKING

It is recommended that vehicle and traffic laws be modified to designat‘e
w alcohol-traffic offense: ”"Speeding/uHad Been Drinking''. This viola-

tion wonld correspond to the simultaneous occurrence of the following two
- elements)

\ (1) operation of a motor vehicle by a person who has any amount

of alcohol 'in his blood; and (2) operation of that vehicle at speed in excess

of the posted liniit, This recommendation is intended to permit legal recogni-
tion of one of the key characteristics of the youth-alcohol-driving problem,
both to facilitat® enforcement and identification of young drinking- -drivers.’

The recommended legislation should, howgver, be applied to all drivers re-
gardless of age.

A, Definiti‘ori of the Problem .

Spe ed in excess of the posted limit was reported by 23% of young drivers
involved in alcohol-related crashes, but by only 8% of youn‘g drivers in non-
alcohol accidents. Also, 42% of young drivers who are frequent or very fre-
quent drinkers agree that they generally drive faster than the speed limit,
as compared with 36% of young inffequent drinkers ard 29% &\f middle aged -
drivers who are frequent drinkers. Further, 21% of young frequent drinkers
claim to drive even faster after drinking than they normally do, while this
is true of 13% of the young 1nfrequ.ent drinkers and 8% of the middle aged
frequ.ent drinkers, :

>

Thus, it is evident that speeding and drinking are often linked among
young drivers. To be sure, neither need necessarily be very exaggerated:
The most common speeding from the current self-report data involves
speeds roughly 5 to 15 mph above the posted limit, and drinking-driving
usually occurs at re1at1ve1y low BAC. However, the joint occurrence of

"'slightly excessive'" speed and low to moderate BAC features prominently
in the crash experiénce of young drivers. Additional evidence, based on

. police estimates of speed’and presented in Part I, show even a stronger rela-

tionship between ‘speeding and driving. Thus, efforts to combat this aspect
of the problem definitely seem worthy of consideration.

" B. Implementation Considerations

Apart from the.obvious need for legislation to define the recommended
offense, implementation of this countermeasure requires that steps be taken
to address two major needs:

) . Assurance of strict enforcement of posted speed limits --first and
foremost, a real committment by law enforcement agencies 'to
apprehend and investigate motorists exceeding the posted gpeed is
absolutely required. Of course, speeders have long been a major
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target of traffic patrolmen.- Howe\;er, as discussed above, the
"speeding/had been drinking" driver is not necessarily travelling

at véry high speed; if strict speeding enforcement were limited to
only flagrant violators, a large proportion of young: drinking drivers
“would remain-undetected and undeterred. Moreover, the current

data clearly shows that the young speeding-drinking driver's crashes-
. are not limited to freeways and other high posted speed roads. Thus,
rigorous enforcement must be applied not only on limited access °
highways but on virtually all thoroughfares.

To be sure, in calling for strict speeding enforcément across-the-
board, one must recognize the practical problems faced by the
traffic patrolman. Technically, a motorist travelling 1 mph above
the posted speed may be, just as''guilty' as one who exceeds the
limit by 15-20 mph. Nevertheless, some latitude is essential be-
fore enforcement action can be taken. Most law enforcement agencies-
are aware that speeding conviction is extremely difficult to secure

if the motorist has only slightly exceeded the lirnit, and as a result
generally have established informal policies that allow some lee=
way (perhaps 5 mph aboye the limit) before a citation will be issued
Such policy is certainly:ﬁi’)rudent, ‘and would not conflict with the

. spirit of the recommeénded "speeding/had been drinking' legislatjon, *
But strict enforcement within the constraints of the policy is es en-
tial if the recommendation is to produce the desired impact on/the
problem. : ‘

Provision of means of establishing that the driver '"has been drink- "/
ing''--at the time of initial apprehension of a s’peedér, the/patrol- '
man may have no reason to suspect that the driver has bgen drink-/
ing. Subsequently, the odor of alcoholic beverage may be detected: .

on the driver's breath, and other symptoms of drinking may be pre-
sent (e.g., slurred speech, etc.). Naturally, if the ¢vidence is
sufficient to provide reason to believe that the drive¥ is under the
influence of alcohol in the sense of existing drinking-driving laws,

the officer should arrest the driver for DWI or an equivalent

offense. However, if the officer cannot reasonably conclude that

the driver is legally impaired, the recommende "speeding/haél

been drinking'-law would apply. /e
The key practical problem in/ this instance is Ahat the officer gen-
erally would have little of nc_")"évidence of drinking other than the
odor of alcohol on the sg,i-“spe';ét"s breath. Sufh odor may be stroigly
suggestive of drinking, Lé'Butlm‘ay not constitate ''relevant, admiss-
able'" evidence for cog{:f testimony, especizlally since alcohol itself
has little or no.odor, ". ' '

Accordingly, effective implementation ¢f the recommended counter-
. / .
measure may requirefenactment of leg;(slation to require breath
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C. Anticipated Benefits and Costs

. N\ .
screening tests of motorists suspected of ""speeding/had been
/ drinking'. Such tests need not necessarily provide quantitative
- measurement of BAC, although that would be preferable. Rather,

qualitative indication of the presence or absence of alcohol coyld
suffice. : S/

The benefitsf(ﬁe recommended coxinte‘rmeasure shquld be FW"-/fold:

. It should increase deterence of speeding, both in geng al and,

- especially after drinking. In so doing, it should he}p/to minimize
one aspect of youthful driving behavior that appe3fs fo associate
heavily with crashes. o/ :

- . It should facilitate identification of young da inking<driving offenders.
Such increased identification should enhafice the gffectiveness of other
recommended countermeasures (ASIS, fehabilitation) designed to
prevent recurrence of drinking-drivisg. )

The major contribution to the costs a_sociatecf with/this recommendation
would arise from its demands on the regburces of law enforcement agencies.
‘As noted earlier, this. recommendatioy cann'o,t'prove to be effective unless
rigorous enforcement of speeding is /£ stablished and maintained. R-ealization
of the necessary level of enforcemgnt may require an appreciable increase
in the number of traffic patrols fi€lded by police departments., Of course,
provision of appropriate fines fgr nspeeding/had been drinking'' violations
may help to offset the indreasgd expenditures for enforcement.

Accurate estimation of/both the cost and benefit of this recommendation
clearly requires data bey#nd that obtained in this study. However, such data

_is available. Some statds currently have legislation governing moving

vehicle violations by dfivers who have been drinking. For example, in
Kentucky, motorists £an be, and frequently are, cited for ""reckless/had
been drinking''; in Chnnecticut, warning tickets for driving-after-c!rinking
can be issued iff ceftain cases. Agencies in these and similar states may
be able to provide/estimates of the impact and cost of such legislation.

It should bd noted in passing, that although this recommendation focuses
on the speeding-drinking interrelationship, a similar approéch could be
taken toward/any moving vehicle violation committed by a drinking-driver.
In all cases/ it would be prudent to establish more severe penalties for the
alcohol-asgociated violation. than for the basic offense itself. The overall
effect of sich across-the-board legislation should be to deter drinking-
driving at even low to moderate BAC. -
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D. ,Specific Recommendations
: = '

ValidatioA of the benefit of ""speeding/had been drinking' violations,
will necessitate pursuit of the following activities:
, 1l

. Dete' mine, through surveys in appropriate'statés, the effectiveness
and cost of current enforcement efforts aimed at drinking-driver
moving vehicle violations. Impact relative to the incidence of
alcohol-related crashes should receive special focus in this effort.

. Asdertain, through surveys of legislative, motor vehicle administra-
tive, and judicial personnel, the“feasibility of enacting legislation’
such as that recommended for this countermeasure.

. Identify law enforcement resource requirements associated with ,
this recommendation, and estimate the costs corresponding to these
requirements. ’ '

/

.  Continue the development and testing of protable breath alcohol
measurement devices to ensure the availability of the equipment
necessary for effective enforcement, ’ /

4 ' S
. Examine the effect of enactment of the recommended legislation to

permit full assessment of its cost and benefit.

¢

o

. If the preceeding indicates sufficient'cost/effectivene.ss, en-
courage similar legislation in all states, through promulgation of
traffic enforcement standards or in other appropriate ways.




VI, PUBLIC EDUCATION TO IMPROVE AWARENESS'
OF KEY CHARACTERISTICS OF DRINKING-DRIVING RN

It is recommended that education/information campaigns be considered
to improve the driving public's knowledge of certain legal and technical
characteristics of drinking-driving. It-is fully recognized that much effort
and funds already have been devoted to this area-~in fact, the data from this
study indicates that previous campaigns may well have improved the public's
knowledge in many respects. However, the current data also show that
knowledge continues to be relatively poor in certain specific instances. In
particular, the public seems insufficiently aware of the penalties for alcohol--
traffic violations and certain factors that affect the degree of intoxication
produced by a given amount of alcohol. In general, these gaps in knowledge K
apply to both young and middle aged drivers, howeve?, there is evidence

that the lack of knowledge has a different effect on the-drinking and drinking-
driving behavior of the two age groups. This suggests that it wquld be de-~
sirable to develop a youth -oriented public education program to help remedy’
the problem. . .

- (3

A. Definition of the Problem - ~

Among young drivers, penalties and police enforcement apparently can
exercise a real deterence of dangerous driving. For example, 72% of the

young general driving Jpopulation agree or strongly agree that the possible

loss of license motivates those who drive in accordance with the law. Sim-
ilarly, 70% agree or strongly agree that the overall penalties for traffic
infractions deter illegal driving behavior. In contrast, only about-55%
agree or strongly agree that the '"danger'. inherent in violation of traffic
laws motivates safe driving. Clearly, enforcement and punishment can
have a major impact on youthful driving behavior.

v 4

Howaver, many youthé are unaware of the punishment they may exper®- -

ience for drinking-driving. For example, 27% believe that conviction of

drinking-driving will not result in loss of license, and another 7% believe the <
license would be suspended for one month or less. About 28% think that,
upon conviction, they would be required to pay a *fine, no greater than $40.00,
or no fine at all. - : ‘

Here, then, is one area that previous public education campaigns have )
failed to emphasize. The fact that youthful driving behavior cgn be influenced
through fear of license suspension will be of little value in comb3ting the
youth-alcohol-crash problem unless it is widely understood tha dr1nk1ng—
drivers will lose their licenses.

It should be noted that many middle aged drivers of the general popula- '
tion are also unaware that DWI conviction can lead to license suspension--in
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. fact, as many as 41% of those drivers apparently are unaware of that penalty,
However, leas than half (49%) of these middle aged drivers agree that fear
of license suspension motivates driving in accordance with the law. There-
fore, while similar public education programs might be developed for the
‘middle aged drivers, the information they would convey probably would have ,
lgss impact on their driving behavior than is expected from the recommended
young driver program. :

The second aspect of the problem at hand concerns the driving p‘ublfc's
. knowledge of factors affecting intoxication. In particular, it was found,that
- many drivers of the general population: '

- Are unaware that body weight influences the degree of intoxication
produced by a given amount of drinking (this was true of 37% of
‘ young drivers and 48% of middle aged d_rivers) d .

- Deny that less experienced drinkers tend to becbme intoxicated on
smaller amdunts of alcohol (48% and 41%, rcespectively, of young and
‘middle aged drivers) .

_— Believe that black coffee is helpful in sobering up (39% of young
.t drivers, 49% of middle aged)

An individual possessing a proper understanding of these factors would
be Better prepared to adjust (moderate) his drinking in accordance with his
spetific characferistics and circumstances. Most importantly, he would not
unknowingly'be lured into an impaired condition because of a perceived need to
'""keep up' with drinking companions more experienced or physically larger
than himself, or in the belief that an antidote to alcohol is readily avaliable.
The need for knowledge in this area is fairly common to young and middle
aged drivers. However, since the young drivers generally are less exper-
ienced drinkers, and so less “set in their ways'', public education programs
to provide this knowledge should be more beneficial for that age group.

B. Impleme ntation Considerations

The two major considerations to be faced in developing the recommended
yoyth-oriented public education campaign concern the content of information
and the media through which it is to be conveyed.

N

’

Content

The major knowledge ''gaps'’ that should be addrcssed have been out-
lined above. First, stress should be placed on the clear delineation of the
penalties imposed for alcohol-traffic infractions. Second, physiological and
experiential factors affecting alcohol-induced intoxication must be explained.
However, although the issues to be raised can be identified, further study is.
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needed to define the most &ppropriate format of presentation. For example,
‘should the campaign be designed to connote a "threatening' message to cap-
italize on the young driver's fear of penalties, or would a "low key" presen-
tation bé more beneficial? What is the best balance that can be struck be-
tween the two issues to be addressed?

»

. Media ' -

The current study attempted to gauge the subjects' exposures to
various media. In the order of decreasing contact-hours for young.drivers,
these were: . . ) .

»
-

- Radio (68% listen to the radio at least 15 hours per week; less
than 3% do not listen to the radio)

¢ - Television (22% watch television at least 15 hours per week; less
than 5% do not watch television)

‘Newspapers (3?% spénd at least 5 hours per week reading news=
papers; about 5% do not read newspapers)

Magazines (21% spend at least 5 hours per week reading maga-
" zines; nearly 14% do not read magazines)
In addi‘tiOl:l, 53% attend movie theatres at least 9 times per year,
and 21% attend drive-in movies with that frequency. Nearly half (48%) reg-
ularly attend athletic events. '

Based upon this data, the electronic media would seem to offer the.
best avenue of approach to young drivers. However, further study is needed
before the most cost/effective approach can be selected.

C. Anticipated Benefits and Costs

It is always difficult to predict the benefits of a public education campaign.
To be sure, one might, from previous programs dealing with drinking driving,
extrapolate estimates of the percentages of the target population that will be
"reached' and the degree to which knowledge of a particular fact will im-
prove. However, such measures address ''benefit' only in the most narrow
sense. What is of real interest is the degree to which the improved knowledge
will contribute to a reduction of drinking-driving and alcohol-related crashes.
Because previous programs differed from the recommended campaign in

'both content and target population, their ultimate benefits are at best a tenu-

ous ,base for extrapolation. The effectiveness of the recommended program
thus remains a matter for experimental resolution.

Cost estimates, howewer, can be inferred from previoﬁs campaigns,
Of course, these will vary with the media selected and the intensity (number
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~ of repetitions) of the messages.

D. Specific Re commendations

The t%l&lowing steps would be needed to develop the necegsary public
education campaign: .

. Identify in detail the instructional content to be addressed. The
_ data of this study will serve as an excellent starting point for this
effort. However, additional sampling of young drivers from various
other areas of the nation may be needed to validate the representa-
+ tiveness of the knowledge requirements which have been identified.

. Determine whether or not knowledge of this content will, in‘facAt,
.lead to a positive change in behavior.

. Assess alternative campaign formats. Test audiences and media
consultants can help tc determine the most appropriate means of
: structuring the content identified in the preceeding step. .
. . Pre test the campaign in selected areas. Pre and post-measurement
of knowledge, using stratified sampling techniques, is necessary
to assess the immediate impact of the campaign relative to its success
in conveying the necessary information. '

. If the preceeding indicates that the campaign shows promise of
achieving its immediate'objectives, implement it on a national basis.%

L A

200 | ~

-183- . ,




o,

Vil, PUBLIC INFORMATION-DISTURBED BEHAVIOR

- While Intoxicated or.Driving While  Ability Impaired-Alcqohol, tend to have
a more favorable attitude toward the drinking driver. This countermeasure
recommendation is aimed at modifying this attitude or at least modifying
any behavioral consequences of the attitude. The thrust of the counter- .
mreasure is in the area of public education. Two possible approaches can be
taken. The first is a straight public information program aimed at modi-
fying the basic attitude. The second is essentially the '"Lackland Counter-
measure Experiment' discussed in Part I of this report. Essentially, under
this approach, the licensing agency’ uneqlnvocally states that it views drinking-
driving as disturbed behavior and that all those convicted of drmkmg driving
would be subjected to a psychiatric evaluation to determine their fitness to

operate a motor vehicle. -

a

. Young drivers, particularly those young d.ifivers convicted of Driving .

A. Definition of the Problem e

o

-

Each driver in the survey was asked to rate the drinking-driver on a
series of 22 descriptive scales. The results showed significant differences
across 'the sampling groups for 12 of these 22 scales. In each case, drivers o
convicted of DWI or DWAI, followed by the accident involved sample were
more favorably disposed to the drinking driver than were drivers from the
general populdfion sample. It was also found that'young drivers, regardless
of sarﬁpling group, tended to be more favorably disposed than their corres-.
ponding sample of middle aged drivers. Factor analysis of this data re-
vealed that there were at least three primary, underlying, compdnents in
the structure of this attitude: danger or threat posed by the.drinking driver;
personal normality -stability of the drinking driver; and bravery of the drink-
ing driver. .

B. Implementation Considerations

Two different approaches may be taken to implement this recommenda-
tion. Research and feasibility testing will be required to choose between the
two alternatwes First, a public information program directed toward young
drivers could be 1mp1emented attempnng to modify these attitudes. The .
structure of th1s program, and the messages employed would have to be
developed and the entire package would have to be tested for message trans-
mission and behavioral change. The central questions in this testing would
thus be: ‘ ’

: \

1. Can the attitude be modified ?

*2. Does attitude modification lead to positive behavioral change?

~
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The second* approach-to this problem, again bas1ca11y pubhc educatmn
in nature, would be to focus directly on obtaining behavioral change via the’
"Lackland Countermeasure'' approach, 'This approach could be 1mp1emented
via & media campaign focusirg on the message that the licensing agency ‘con-
strues drinking and driving as disturbed or deviant behavior. Persons con-
victed of Driving While Intoxicated, or the new speeding and drinking charge
recommended above, could be subjected to a psychiatric evaluation. The
results of this evaluation would be used to determine the individual's fitness
to operate a motor vehicle. In the Lackland situation, the results of the

" evaluation could have been used to dismiss an individual from.the ‘Air Force.

Though no one was actually dismissed from the Air Force through this
countermeasure, the Lackland experiment did produce a significant decrease
in injury producing motor vehicle crashes. )

It is felt that the Lackland approach would probably be the better approach
of the two suggested here. This approach did produce slgmﬁcant results,
though it may be argued that airmen are a unique or highly specific population.
Nevertheless, the current data suggests that loss’ of license is a strong moti-
vating force for young drivers. This, coupled with the threat of psych1atr1c
evaluation could be a strong motivating force in 11m1t1ng dr1nk1ng and driving.

The actual "psychiatric' evaluations couic} be performed by a '""Driver
Improvement Analyst.' Or, the program could be coupled to stite mental
health agencies. The results of the evaluation could be used, in some cases,
to withhold the driving. privilege from inrdividuals until such time as they
have found help for any emotional disorders uncovered. In short, the licens-
ing agency would have.grounds to suspend the driving privilege until such
time as the individual was emotionally fit to drive. .However, the main thrust -
of the Lackland program and of the program suggested here i8 deterrence o:'gﬁ
drinking driving via public education. This program would have to be de-
veloped and tested prior to full scale implementation. -The central question
during this development and testing would be whether or not the knowledge that
a psychiatric evaluation would be conducted will deter drinking and driving. .

°

C. Anticipated Benefits and Costs

~n

The cost of implementing such a program could be minimal in those
states which already have a Driver Improvement Analyst program. However,
there could be additional costs incurred by mental health agencies since it
is anticipated that the program would uncover, drivers who, in fact, have
severe emotional problems. These individuals would require either private
or state supported treatment. Identifying these individuals could be a second-
ary benefit of the program. Ideally, the primary benefit of this program
would be to deter drinking and driving.

D. Specific Re commendations

The first step would be to choose between the two public education
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approaches suggested here. This could be done by developing the two
approaches and making the final choice based on research test results.. How -
ever, it is felt that the best appr®@ach might be to simply develop the Lackland
countermeasure, and if successful, drop further consideration of the other

approach. This development cotld proceed in the following manner:

»

— . Determine the acceptability /feasibility of implemex:xting such a
program within existing governmental, etc., structures.

. f)evelop the required public education materials éx:ld pre —tesijiéir

N effectiveness in terms of information transmisej/on and behavioral .
change. ‘ .
. Field test the entire package and evaluate in terms of alcohol re-

lated accident reduction. JIf this approach is not effective, then the
second approach; namely, a direct campaign aimed at actually '
changing the attitude, can be developed. »

. It is not felt that the actual characteristics of the psychiatric evaluation-
are key to the success of this program. If possible, these evaluations should
simply be tied to other ongoing diagnostic or driver referral programs oper-
ating within the juriediction where the countermeasure is implemented. '

]

[N
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. provide additional benefits with respect to the middle aged alc

.« - VII. DRIVER REHABILITATION

» ) =~

The best predictor of future driving has traditionally been prior driv-

ing. The current data shOWs essentially the same results. Prior DWI/DWAI
convictfns were most prevalent among those drivers who were sampled on
the biéfsro\fa recent-DWI or DWAI conviction. The purpose of this counter -
measure would be to provide the young convicted drinking- dr‘;v;)r with a
program or sét of programs aimed at rehabilitating or otherwise modifying
. his drinking-driving behavior, wot

A. Definition of the Problem o )

Drinking driving among YOung people is not a rare occurrencd nor does
it cease followmg a drinking-driving crash or conviction, Drivers from the
DWI/DWAI sample drove most frequently after drinking, and most frequently
had a prior DV\{I/DWAI conviction. Strictly speaking, driver rehabilita-
.tion is not specifically a youth cquntermeasure. At least in the general popu-
lation, the alcohol related traffic events uncovered in this gtudy were most
often the first such event the driver has had. Thus, the preventive counter-
measures suggested earlier in this section are really more appropriate to
the total youth problem. Nevertheless,-recurrence of drinking- dr1v1ng is
a serious problem demapding attention and a solution to this pzﬁl iem could

hol crash
problem, Spec1f1ea{l’1y, a well conceived, broadly based youth program
could not'only help the youth crash problem, but could also help solve the

o

‘problem posed by those 25 yeara of age or older.

B. Implementation Congiderations . ‘ ~

Rehabilitation programs have been tried in the past that have dealt
with young drivers as part of the total DWI/DWAI arrest population. The
Nassau County experience with this approach, however, has been largely
negative, As discussed in Part I, young drivers wegre less likely to complete -
the Nassau program, than were older drivers. Part of this problem could be
that the character1st1cs of the youth alcohol crash problem are in fact dif-, -
ferent from the characteristics of the ,alcohol related crashes involving older
drivers. Regardless, it is recommended that speciallytdesigned youth-
oriented programs be developed and implemented.

. : o .

The basic input mechanism to.these programs would be the DWI/DWAI
conviction. However, a second and possibly even more important mechanism
could be the speeding-after- dr1nk1ng legislation recommended earlier.
Further, it has also been recommended that convioted drirking-drivers under—.
go a '"pgychiatric evaluation" foI‘lowmg conviction. The results of this eval-
uation, (or d1agn081s, could provide the raw data needed to assign drivers to
rehabilitation groups and determine exactly what therapy or remedial training
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was required. - ' ‘ . v ' .

It is felt that there are several sufficiently unique aspects of the youth;
crash problem, and of young pgople themselves, to recommend a rehabilita-g
tion program designed spec1f1c ally for young drivers. The follow1ng key
characteristics should be ‘cc'>veré§i in such a program.,

. ‘ \ -

\ . _
. Speed and risk taking behavior on the highway

. Vehicle as an extension of the young person's own persgnality
(acting out frustrations, aggressions, etc.)

nor are most true ”problem drinkers', many will exhibit serious drinking .
problems exclus1ve of the dr1v1ng situation. \ ' '

f,it r" o - a ‘.
C. Ant1c1pated Benefits and Costs N \\\

The costs typ1ca11y associated with dr1nk1ng\iri‘§er rehabilitation pro-
grams vary tremendou.sly with- program structure. Some previous programs
have consisted of no. more than a two-hour f11m/1ectur$re sentation. Others
x«,have consisted of 20- 30 hours of small group and individual sessions. Neither ~_
'the cu.r_rent data nor the literature are sufficiently complete to sPec1_fy the ’
required structure of a young driver program. Thus, costs must remain an
open issue, - S .
Unfortunately, the expected benefit from such a program is also an open
issue. Prior rehabilitation programs have had mixed evaluation results .
with middle aged drivers. Thus, the first problem is to create an effective '
program. The current data do, however, prov1de some indication of the
expected benefit from a 100% effective program,. Fully 9. 8% of the young
- drivers in the DWI/DWAI total Sample {N=295) had a DWI or DWAI conviction
during 1971 or 1972. Complete succeéﬁ from an operating program during-
1971 and 1972 would thus have resu.lted in a 9.8% reduction in incidents lead-
ing to a subsequent DWI/DWAI convic don on the part of these drivers., Of
course, the greatest expected benefit ffom such a program would be the halt-’
ing of the r@currence of.drinking dr1v1ng beyond the age of 25. . This benefit
cannot be est1mated from the current data.: o

7

D. Specific Recommendations

~

. Current driver rehab111tat10n/re -training prOgrams should incorporate
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many. of the young ‘driver characte r1st1cs uncovered in f'he current
data. Where possible, young drivers should be segregated from °
older drivers and further separation should be conducted based’on
the severity of the young driver's drinking problem.

. A young driver specific rehabilitation program should be developed.
This program should be prepared to handle young drivers with only
moderate drinking problems convicted on the new speeding-after -
drinking statute. o '

. This program would then have to be tested and evaluated, If

" warranted, the program could then be implemented on a broad
scale., It is felt that the success of such a program will be highly
dependent upon its ability to modify speed and risk tak1ng behavior
when driving after dr1nk1ng.

- . .20
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.~ IX. MANDATORY INSTALLATION OF ALCOHOL SAFETY o !
INTERLOCK SYSTEMS FOR CONVICTED ALCOHOL-TRAFFIC OFFENDERS |

It is recommended that alcohol safety interlock systems (ASIS) be de-
veloped and considered for vehicles operated by convicted dr1nk1ng drivers as a
cond1t10n of 11cense reinstatement. This recommendation is in ‘response to
the fact that 1nd1v1duals with previous convictions continue to drink and drive--
‘and become "involved in alcohol-related crashes--at much higher rates :'than

' Ado the general driving population.. The ways in which this recommendation
could be implemented are numerous, but vary chiefly in terms of the types
of drinking-driving intended to be prevented. The chief benefit of this rec-
comendation would be its ability to deter effectively drinking-driving among’

. those most likely to commit that offense. Prior offenders account for a

. relatively small percentage of the driving public, but are substamt}ally over-

TR represented among these who frequently drink and drn?e. . , _\,-g

>

AN ;‘ Mandatory ASIS installation could apply to a11 convicted dmnkmg dr1vers,
' - regardless of age. However, ASIS implementation strategles should be re-

quired to deal properly with the special characteristics of the young. drinking -
: dr1ver problem.

13 . e

A, Definition of the Problem

v

*

Young drivers who were previously convicted of an alcohol-traffic offense
reported the highest drinking frequency, incidence of drinking-driving and in-
cidence'of involvement in alcohol-related crashes of all groups surveyed. For
example, nearly two thirds (62. 1%) of young '""D's'" may be classed as frequent
or very frequent drinkers, as compared with 50% of middle aged "D's' and
35: 4% of young "GP's'". Approximately 62% of young '"D's' drive after
drinking at léast 20 times per year, as compared with 60% of middle aged
"D's'" and 50% of young "GP's', Finally, some 29% of young ''D's' had been
involved in at least one alcohol-related crash during the past three years

- (exclusive of the crash that may have led to their alcohol-traffic conviction),
while this was true of 19% of the older '"D's' and 14% of the young "GP's"".
Clearly, the convicted drinking-drivers--and especially the younger members
of that group--are much more likely to violate alcohol-traffic laws. Applica-
tion of ASIS to such individuals thus can provide an effective means of limiting
.a substantial proportion of the drinking-driving problem. ‘

i e

It is also importent to note that the ASIS countermeasure generally is
favorably viewed by the driving population, including the very individuals to
whom it would be applied. Specifically, 77% of the young general population
drivers indicated they would favor mandatory :ASIS installation for drivers
_convicted of alcohol-traffic offenses--and, so would 65% of the young drivers
who themselves were convicted of such offense. Approximately 73% of both

" the middle aged "GP's' and middle aged "D's" would also favor this applica-
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" B. Implementation COns1derat1ons

T e =1

e

S s s

' tion of ASIS. Thus, t ere is ev1den e that the countermeasure would meet
© with sufficient accepta‘tphty te per

t its 1mp1ernentat1on.

Several key 1ssues must be resolved before the ASJS could be put.to
widespread use. These include:

. Installation $t¢51 | | .

-  This issue includes such questions as:

—-wh1ch dmvers shéuld be singled out for| ASIS?

--at. what point in tlme should the ASIS be installed ?

--for What per1od of time should, 1nsta11atﬁon be required?

~ With regard to the: f1rst questlon, it seems obvious that, in order to

derive maximum benefit, the countermeasure should be applied to as many
identified drinking-drivers as pOBS1ble. Clearly, then, the target population
should include all drivers conviéted of any alcohol-traffic offense, 1nc1ud1ng
the existing offenses of DWI, DWAI, etc., as well as violations of the .-
recommended speeding- dr1nk1ng statute anl the lowered absolute limit for
newly licensed drivers. 'In addition, it may also be desirable to mandate
ASIS installation for drivers who demonstrate a poor driving record in gen-

_eral (e.g., frequent crash and violation involvements) whether or not alcohol

has. clearly been established as a contributor to that poor record. This study
and previoug research have shown that the drinking-driver is more likely to - ‘
develop a higtory -of crashes and violations than is the non-drinking driver.
Thus, by extending ‘ASIS to the "problem drivers' in general, a larger pro- -
portion of dr1nk1ng dr1vers can be affected by the countermeasure. P

At least two approaches could be takel\ to answer the second question
posed above. First, ASIS installation could take place immediately upon con-
viction of the alcohol-traffic offense. In that case, the standard license
snspension/revocation need not be imposed. Alternatively, inst‘allation‘
could be a prerequisite for license reinstatement after the suspension period’
had elapsed: The proper approach to take should be identified on the basis of

- the relative effectiveness of suspension and ASIS as a means of preventing

drinking-driving. While further study is-needed on this point, it generally .
is conceded that it is extremely difficult to enforce license suspension effect-
ively. Thus, immediate ASIS installation upon conviction may be the better -
choice. . . .

The third question may have the greatest irhpact on the ultimate
effectiveness of the ASIS countermeasure, for its,answqr' will define the
degree of intervention into the. drinking-driving patterns ‘of the target popula-
tio‘rn. ] Obviously, the longexr the period o.f installation, tthreater should be . *
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the ultimate impact. Ideally, one might wish to require -an indefinite period
of installation, with removal of the device contingent upon the-driver's -
ab111ty to maintain a '"clean' record.for some fairly lengthy period of time
(say, five years). However, a shorter, - specified time period of installation
might prove more feasible in light of existing penalties for alcohol-traffic
offenses. .o g N

! At this point, no final resolution of these issues can be made. Ip
order to arrive at the optimum answer to each question, the v1ews of court and
licensing agency representatives should be solicited and any requ1rements for
enabling legislation should be identified.

¢

. The type of drinking-driving intended to be prevented
I - In theory, ASIS is capable of detecting any desired degree of
blood alcohol concentration and/or alcohol-induced impariment. Thus, for
example, the system could be designed to detect a given degree of psychomotor
1mpa1rment, e.g., through tests of reaction time, compensatory trackmg
ability, etc, With that approach, the instrument would prevent driving by
most, but not necessarily all, individuals whose BAC exceéds the 'legal"
limit, and also by some Whose BAC is Below that value. On the other hand,
the instrument could be desigped to directly measure the motorist's BAC,
e.g., through a breath test, and preclude driving if that BAC equals or ex-
ceeds some particular value. N :

In one sense, the psychomotor-test ASIS might be preferable,
since it is compatible with existing alcohol-traffic laws in most states (which
laws are intended to focus on drivers who are "under the influence" Q.ﬁalcohol)
and because the test more closely relates to driving ability. However, the
- data discussed earlier in this report indicates that many young drivers become.
" involved in alcohol-related crashes at fairly low BACs--specifically, at

BACs that generally do not produce reliably measureable psychomotor impair-
ment. Thus, at least for young target population drivers, a psychomotor-test-
ASIS might be incapable of addressing a major segment of the problem at hand
Accordingly, a breath-test ASIS would likely be the better choice, at least

for young drivers. Moreover, such ASIS should be designed to prohibit "
driving at a relatively low BAC threshold. At the very least, the threshold
should not exceed the lowered absolute limit discussed in a previous recom-
mendation., Ideally, it would be best to design the system so that even a

trace of alcohol in the breath would suffice to prohibit driving.

. Other issues affecting feasibility, cost and effectiveness ¢
B . ) A.’ ' -
L - It may'well be possible to resolve the preceeding issues and
arrive at the optimum’installation strategy and BAC threshold, but that alone
will not ensure the practicality of the ASIS concept. For, many other factors
may affect the instrument's ideal performance. These, include:
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|

|

Th possibility that the device may be circuy

vente

dy Biges

by /electrical or mechanical tamperlng. by dupplying artlfimal

br ath samples, or 1n various other ways. :
|

he potential need for expensive safeguards to pr

ircumvention, including elaborate tamper-proof

uent 1nspect10n, etc. , which could m’colera ly de

reffectiveness,

The, pos sibility of litigation affecting the instrume
urer, the licensing agency, and the enforcem nt/

verit| this
design, fre-
grade cost-
o

nt's ;'nanufactﬁ-
djudication

/

/ system resulting from any failure of the devige t perform its

// intended function. For example, could-the manufpctirer be
, held liable for any dama caused by a drinking-driver who had
. /l somehow managed to "pass" the interlock ? ould his| success

. in V'passing' the tést preclude his conviction on a alc hol-
raffic chargeo?
: Clearly, these and similar issues must be resolved, at ledst to the
ektent that they will only minimally affect cost-effectiveness. To %ccomplfish
this, fyrther study of both a technical and legal nature is requ red. _ /‘
. :

J |

ma
hicl‘% i

¢ . 4 |

Anticipated Benefits and Costs

r . .

b ffect the
llustrates
bnt. { Certainly,
strategy, the
entf accuracy
amifi cations,

‘Several allusions l}aavealready been made to factors that
cost or effeftiveness (or both) of the ASIS countermeasure,
jthe difficulty of assessinj its merits at this state of develop
both benefit and cost will be influenced by the implementation
type of drxnklng-dnvmg intended to be ;prevented, "the instrum
and re11ab111ty, its suscept1b111ty to circumvention, its legal 11
etc. Perhaps most 1mportant1y, cost-effectiveness hinges upon Qbe extent
to whith such devices can be put to use, i.e.,- the percentage of the drinking-
driving population that is affected by the countérmeasure. ‘This n turn will
be closely dssociated with the level of police enforcement. In part, previous
recommendations concerning législative revisions (lowered ahgolute limit,
speeding/had been drinking offense) are intended to facilitate. ntiorcement to
ensure.better identification of drivers for.whom ASIS is a suitable counter-

measure, 1
5*.

» <

D. Specific:Recommendations

3
.

'In order to establish definitively the merits of the ASIS countermeasure,

. it is recommended that research be conducted in the following areas: |

~ ©

Cont1nu.ed development and te st1ng of alternative ASIS concepts. This

o ' should include both laboratory and field testing of both psychomotor

and breath- test Systems. Such testing should address performance
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(i.e., accuragy), reliability (mechanical, electrical, etc.), sus-
ceptibility to ‘circumvention, etc.

Estimation of effectiveness and cost. This should, if possible, seek’
estimates of crash prevention potential for a variety of implemen-
tation strategies., ’

Assessment of legal requirements/problem areas; including the

need for enabling legislation and the possible liability that may be
associated with the concept. In such matters, the views of a repre-
sentative sample of legislative and judicial personnel should be sought.

If the pr'eceeding indicates that the concept is potentially cost-

effective, the most promising ASIS device(s) should be put to use
to permit fully realistic testing of the countermeasure.
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APPENDIX A

) ' QUESTIONNAIRE W
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Interviewer's Name

Date of Interview

»

Unit Number

Interviewer:

@

. F1ll in Respondent's name, address and telephone number prior to
the interview. Be sure to check with Respondent to verify .
ceorrect name, mailing address and date of birth, o -

Respondent's Full Name

"First © MiddIle ) Last

Respondent's Mailing Address

Street and Number

City . State ‘ L1p
Respondent's Teléﬁhone Number ‘ ) ‘
Location code tleave blank) . ‘ F1(6)
! Date of birth . , Month : F1(7-8)"
' Day = © F1(9-10)
-Year - F1(11-12)
1. How much do you weigh? ’ . : ’ Fl(lS-lSj i

. : o : :
Z, In the past 3 years have you ever, resided outside this State for
more than three months? ’ :
1. Yes a 2. No 9. No Response : : F1(16)

. 14
3. What is your current marital status? S

* 1. Married, . 4. Widowed
2. Divorced . 5. Never married - K :
*3. Separated . 9« No response ' F1(17) .
4, In°what.year were you first licensed to drive? F1(18-19)

5. Did you ever take a formal Driver Education Course?

Yes No : va

" If yes, was it:

3. Other (specify) ’

U 2 1. High School _
Z. Commercial 9. No response : F1(20)
. 5 T - ELE N
s - 0O. Abdut how many total miles per year did you drive~Hefore the
& * current fuel shortages? : ' F1(21-23)

» i

PRbBE: (If Respondent can give accurate weekly or.monthly average
get this information--ealeculation will be made later, )
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7. What percent of this driving was at night?
. - | $  * F1(24-25)
8. Have the current fuel shortages limited your driving? .
1. Yes " 2. No 9.:No Eesponse”
¢ . \\. ° -
* If yes~--by about what éercent'hafe yéu reduced yoﬁf driving
during daylight hours? ' . "
. $. : F1(26-27)
by about‘whét percent Have'you reduced your
driving during night hours?
] , . - F1(28-29)
9. How often do you wear seat or lap belts? (Read categories) ;
0." Never, _ ' o
' 1.§:AImost never (1-9%) ' R
"2, ‘Less than half the time (10-49%) : -
3.  More than half the time (50-89%) . F1(30)
4. Almost always (90% or more) . :
5. Other (specify)
9. No réesponse -
> (Hand Reepondeniqréebonae eard 1.)
10. People who génerally drive in éccordance'wifh the law, do
so because: : ' _ o L~ RNE
.o T . Enter number from card -
v a, Of danger_td-themselvés . "F1(31)
b, They think the police are present ‘ F1(32)
c. Of the possibility of having to . »
appear in court » » F1(33)
d. Of the penalties : :F1(34) -
e. They may lose their driving privilege F1(35)

f. Their insurance may be increased or::
.+ cancelled . , : . »
g. " Of strong family pressure

If "o", ekip to Q #30.

’ If 1 or more: ,

_accident first." .

o o | 020 3

s 203

I

11. How many accidents, reported or unreported, have you had as a.
driver of a motor vehicle since January 1, 19717 -~

@

a

F1(36)
F1(37)

F1(38)

- "I would like to ask you some questions about the accident(s).’
(If more than 1 accident)--Please tell 'me about the most recent




ERIC

Aruitoxt provided by Eic:

S,
o Interviewver:

o

.

code numbers for each

Ask questions in chart and record actual response or

Complete for mazimum of 4 most recent acctdenta since

January, 1971

Y

Questions

-

~

Accidents

/

2 - 3

&

12.

What was the approximate date?

(Month/year,  Probe for month

13,

or season) -

Was the accident reported?

1. Yes 2. No

14,

. ~ A
& >

In what State did it occur?

This State

Other State (specify)
Canadian Province (specify)
Other country (specify)

No response-

OEanNNE
s s 8 e e

15,

What type of acc1dent was 1t? .

‘(read each)

. YPedestrian
2. Other moving motor vehicle

3. Fiked object (pole, etc.)
4, Parked motor vehicle
S. Ran off road . ,
‘6, Ovefturned in road
7. ‘Other (specify) - |
9, No response
16. What d1d the accident result in?
(read each) - .
1. Property damage (only)
Z. Injury (of any 'kind)
3. Fatality )
9., No response .
17. What day of the week d1d it .
occur on?
1. Sunday -
! 2, Monday
3. Tuesday
T4, Wednesday -
-5. Thursday
. 6. Friday : -
7. Saturday -0
9, No response (Probe: .
- weekday or weekend)
18. What time of day-or night?

(Record actual a.m, or p.m.--
probe and record best estimate

,if subject is tinsure,

‘221

:; . 204




Question

Accidents

2 1 “3

19.

What was your speed prior to the
accident? (prior to evasive
action?)

{(Record actual or best estimate)

20,

What was the posted speed limit?

(Record 'actual or best esfimate)

21.

Bl
I1f above the limit, "’
What was the primary reason for

your traveling above the posted
limit? .

In a hurry

Didn't pay- attention
Drag racing

Enjoy going fast
Emergency maneuvet
Passing

Other (specify)

No response

> &

22.

How many passengers were with

you?

23.

<

How many drinks did you have
within 4 hours prior to the
accident?

(If "0", skip to @ #25)

24,

What were ydu drinking?
(read each)

1.
2.
3.

Beer
Wine
Liquor

4, Other (specify) -
- 9. No response 4 ' . .

25. Did you use any of the follow- ¥
ing prescription and non- R ;¥&<§
prescription ‘drugs within 4 : =
hours prior to the accident? °

‘(Enter 1. Yes or 2. No. for each) - -

a.

o

an

Hh ©

g.
h.

Amphetamines (diet pills,
Dexedrine, Benzedrine,
Methedrine)
Barbiturates (Amytal,
econal; Tranquilizers-
Librium, Valium) . - N
Marijuana or hashis N
Hallucinogens (LSD, DMT,
mescaline, psilocybin)
Cocaine
DeTiriants-Inhalants (glue,
gasoline)
Narcotics (Heroin, Metha-
done, Morphine)
"Other (specify)

NOTE: If uncertain about dategory
of a drug, record actual drug in f
Ilhll Ilotherll

REa
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Question ' . .-

- ‘Accidents
) 2 3
N I
26} ‘Were you - 0. None N
. given a_ 1. Speeding
warning 2. Following
- ticket or . too close
. Summons 3. Failing to
or arrest- stop at red
ed for a light/stop
violation sign - °
associated 4., Reckless
with the driving
accident? (weaving, .
,Lf yes: © ,improper
What was passing,
it for? Wwrong way)
-~ 5., Improper
equipment
. 6. " Improper
g documents
/. o (no 1license,
(If more registration;
, than .one driving
check while
each) license sus-
pended or
revoked)
7. Driving’
- while in-
toxicated
. ¢ or im-
paired py
alcohol
- 8. Improper
turn ~
9. Other .
(specify)
NR= no
: response
27. What was the purpose of the:
trip? (record code number)
1, To or from work or school
2. Driving done as part of
) vour job
3. Visiting friends qr rela-
. tives -
4, Attending meetings, sport-
ing events, or movies
5. Shopping
- 6. + To or from bar or party i
7. _Pleasure driving only
8. Other (specify)
28, How long had you been on the
b road prior to the accident?
{
(Enter hours and minutes)
~r . -
223
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Aruitoxt provided by Eic:
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-

Question

Accidents
"1 2 3 4

29,

a. Did_y@u brake in an attempt
to avéid the crash?
(Enter 1 Yes, 2 No)

If yes--why didn't it
worﬁ? _ 4 ' B

(Specify)

iIf ng--why not? -

'(Specify) ' : -

b. Did you take any other eva- :
sive action prior to the . T
crash? 4 i

(If yes, specify)

”

Interviewar:

¥

“If "o", skip to @ #35.

.

Return to Q #12 until all acecidents are completed

-

How many tickets, warning tickets or arrests for traffic viola-
tions (not associated with an. accident) have you had since

Janugry 1, 19717 . F3(30)

If.1 or more: R

"I would like to ask you Some questions about the violation(s) .
or warning(s). (If more than 1 violation): Please tell me
about the most recent first." "

.

Ask questions in chart and record actual response or,
code numbere for each. : '

Complete mazimum of 4 moat rvecent violations or warn-
ings since January, 1971, ‘ ' :

g . . o -

Questions . . Violations . . -
‘ - ’ 1 2 | .3 4 -

31,

What wds the approximate date? ‘ .

(Month/year. Probe for . o
month or season) - .

32,

Was it a warning, a ticket, or
an arrest?

1. Warning .
2. Ticket" < f o ’
3. Arrest : )

9. No .response




Questions

Violations

2

3

- - - -
33. In what State did the viola-

tion occur?

1. This State °

2

@

. Other State (speci¥y)
3. Canadian Province (3pecify)

4, Other country (speci¥y)
9. No response

34. What was

it for?

(If more
than one
violation
for the
same event,

. check each)

»

Speedi
Followikg
too . close
Failing 'to ,
stop at.red
light/stop
sign

Reckless
driving
(weaving,
improper
passing,
wrong way)
Improper
equipment
Improper
documents

(no license,
registration;
driving
while license
suspended

"or revoked)

Driving
while im-
paired by
alcohol
Improper
turn .
Other

35.

(specify)

Why do you think the policeman

stopped you?

(record all applicable.code
‘nunbers)

1. Weaving in road

N nHnN

. Driving too fast

. Driving too slowly

. Vehicle defect

. Routine license check

. Improper maneuver (specify)
. Other (specify)

36.

How many drjipks did you have
within 4 hotrs prior to the

violation?

(If "0", okip to Q '#38)
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Question : ~ Violation. .

Sl 1y 2 3 4

37.

SN

What were you drinking? -
(read each . '

1. " Beer
. Wine
Liquor :
Other (specify

38,

- prescription drugs within 4

(Enter 1. Yes or 2. No for each) o .

NOTE:

of a
Ilh " on

Did you use any of the follow- . : . ’
ing prescription and non-

hours prior to the violation?

a. Amphetamines (diet pills,
‘Dexedrine, Benzedrine,
Methedrine)

b. Barbiturates (Amytal,
Seconal; Tranquilizers- :

- Librium, Valium) ' -

c. Marijuana or hashish - '

d. HalTicinogens (LSD, DMT, . '
mescaline, psilocybin)

e. Cocaine

f. Deliriants-Inhalants (glue,
gasoline) '

g. Narcotics (Heroin, Metha-
done, Morphine)

h. Other (specify):

If uncertain abautxaategory
drug record actual drug in :
Other! . ) .

39,

40.

41.

42,

Return to Q 131 until all violatione are completed
Have you ever attended a remedial driver education,trehabilita-
tion or retraining program ¢f any kind as a result of being in-
volved in crashes or motor vehicle violations? : .

1. Yes 2. No . 9. No response . = PF4(12)

Other than for passing or emergency nmaneuvers, what is the -~ -
fastest you have ever driven on a public¢ road within the past

five years? (mph) ] F4(13-15)
) B : ' 4
Oﬁ.thnt occasion, why were you traveling at that rate of

speed? + P4(16)
1. Drag racing 4. In a hurry '

2. Didn't realize ~ 5. Following speed limit

3. Enjoy going fast 6. Other (specify)

Have you ever bgén arrested for a criminal offense? F4(17)

1. Yes 2. No 9. Nooresponse

If yes: .
) Disposition--Jail (amount
of timeg Fine (amount of
What was the dollars) Probation (amount)

date (year)? | Charge (offense) of time)
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43, Did\you ever drink or taste liquor, beer or wine? .
1, Yes .

2, No " Skip ‘to #4§ : F4(18)
9. No response , - G : o

44. Do you currently ever drink or taste liquor, beer or wine?

1. Yes Skip to Q #47 :
2. No Skip to Q #46 : E4(19)
9. No response :

45, If no:

What are the main reasons that you don't drink?

‘(Interviewer: If uncertain, reocord aotual response:)

- 1. Religious. or moral
- ' § 2. Don't care for it
— . 3., No need or desire
4, Bad for health
v 5. Exposed to bad exam-
ple in past
6. Brought up not to
' drink
7. Financial reasons
8. Social reasons
— s . 9, Other (specify)

Interviewer: £&<i/jf Q #564
\ ’ .
\

F4(20)

46, Why did you stop?

(Interviewer: If uncertain, record actual response:)

Reasons for Stopping

Increased résponsibi-
lities or problems
Financial reasons
Go out less now

No need or desire
Social reasons (in-
cluding influence
of others)

Older, more mature
Less opportunity
Health Treasons
Other (specify)

F4(21)

thh & ate [
.

-~
WO
.

Intervicwar: Skip to Q H#61
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a7,

48,

49,
50.

51.

52.

53.

.
!

What do you drink most often, liquor, beer or wine? (check one)
1. Liquor ' (If liquor) How many 1 to 1-1/2 ounce shot .

drinks could you have and still drive
well? ' .

2, Beer (If beer) How many 12 ounce bottlés or cans
could you drink and still drive well?

3. Wine (If wine) How many glasses could you - F4(22-24)
. . . have and still drive well? ‘
4, Other (If other) How much of this could you drink
S (specifyi and still drive well?

Hand Respondent card 2.

Which of the chtegories on this card best describe how often
you drink: NN

~ )

a.. During the morning? - F4(25)
b. Immediately before oTr during lunch? F4(26)
c. During the afternoon (after lunch, but before

cocktail hour)? - ) . FR4(27)
d. Immediately before or during dinner? F4(28)
e. During the evening (after dinner is over)? PB4 (29)
How many drinks do you generally drink on any one typical
occasion? (record actual): . h F4(30-31)
How often do you drink much more than your usual--really
"tie" one on? (record actual): . i F4(32-33)

-

In the past year, how many times would“you say you have driven
after drinking an alcoholic beverage? (If "o", skip

to @ #64) F4(34-35)

-

Recall the most recent time you were driving after‘driﬁking
liquor, beer or wine. How many drinks did you have? F4(36-37)
How many miles did you drive after drinking on that

occasion? . F4(38-40)

'3 ' .
On the typical occasion when you are driving after drinking
would you say that you: (read each)

<
w0

1. Ye 2.

a. Arc more afraid than usual pof becoming

Yes 2. No

involved in an accident? F4(41)
b. Are more afraid than usual of being S T R4(42)

stoPped by the police? -
c. Notice your concentration_is poorer? - - F4(43)
d. Are drowsy or falling asfekp? T Fa(a9)
e. Tend to drive better? o F4(45)
f. Drive faster? — —___ F4(46)
g. Drive slower? ) —_ . Fa@a7)
h. Are confused or uncertain in reacting to

emergency situations? —_ — Fa4(48)
i. Marc often drive with the windows open? F4(49)
j. Notice no difference in your driving? - —__ F4(s0)

~

»
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Aruitoxt provided by Eic:

54.

(3

56.

57.

58.

59.

’

I1'd now like to get your opinion about some statements. (Hand,
Reapondent Card 1.) As I read each statement, please give me
the number from this card that best describes how strongly

you agree or disagree with it. (read each)

.

a. You tend to drive faster than the speed limit. < R4(51)
b. You enjoy driving. F4(52)
€. You tend to be overly cautious behind the: wheel. F4(53)
d. You are safer than most drivers. . F4(54)
e. Driving is a privilege which the State can .
. restrict in any way it sees fit. ) F4(55)
f. The police are tougher on young drivérs than .
on older drivers for the same offense. F4(56).
g. Your ‘friends would kid you if you didn't drink. - F4(57)
Hand Reapondent Card 3. .
h. " You urive to let off st am. F4(58) -
i. You become very sleepy behind the
wheel. P4(59)
j. When another driver cuts in front of you, you :
t;y to cut him off or crowd him. . F4(60)
k. upset by a quarrel or conflict you:
drive much faster than normal F4(61)
perform violent maneuvers F4(62)
do not pay attention while driving F4(63)
About how many people are killed om the highway each year in
this country? P4(64-66)

I*d 1ike to get your opinion on how often certain factors might

. be involved in fatal accidents. As I read each factor, please

tell me the percentage that you think comes closest to the
percentage 6f fatal accidents involving that factor. Some
accidents involve scveral factors; others may involve none,
thus, your answers do not have to total 100%.

v

what percentdge of fatal accidents Percent '
involve: EEE—

a. Vehicle defects - , , . P4(67-68)
b.. Speeding P4(69-70)
c. Driver who has been drinking F4(71-72;
d. Driver who has been using marijuana F4(73-74

e. Poorly designed roads

About how many 1 to 1-1/2 ounce shots offwhiskey could you
drink before you would be legally too drunk to drive? (If

F4(75-76)

Respondent is unsure, ask for his best guess.) F4(77-78)

About how many 12 ounce bottles of beer could you. ‘drink

before you would be legally tqo drunk to drive? F4(79-80)

In this State, does the ponalty for a driver's first drunken
driving conviction include: ' (ask each)

1, 2. 3.
Don't
Yes No Know
a. Fine - If yes, how much? .\ P5(648)
b. Impounding T , - )
the ve- . :
hicle If yes, how many months?___ PF5(9-10)

c. Loss of

————

insurance — If yes, how many months? F5(11-12).
d. Jail sen- —
s tence If yes, how many days? . P5(13-15)

e. Loss of

license - If yes, how many months?____ F5(16-17)
f. Anything .
else? . Specify : _F5(18)
212
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.

v 60. Do you consider these penalties to be too severe, too lenlent
or about right? . . ’

1. Too severe
2. Too lenient
3% About right
9. No response

'F5(19)

61, I'd like tO‘rea&\ggme statements about drinking and becomlng
intoxicated.' Pl ¢ tell me 'if you think each statement is
trué of false. (If R. says "dén't know," probe for True or
False. If R. still does not know, then gheck on't Know,")

'51.‘ ".‘.,.1' 2. . 3.
True - False Don't Know

a. A person will-get: drunk .~ . )
quickest-on'anp empty ' - :
stomach. ca Lt F5(20)

o

b. A small person w111 get
drunk faster than a large
person, drinking the v . .
same amount. " FS5(21)
c. A person who has had one ~
drink should not be allowed ' )
. to drive'an automobile, . o+ Fs(22)

i . L ew

d. Experlenced drlnkers can
drink more than novice
drinkers and nbt- get: = -  _° v I
drunk. . . F5(23)

e. Alcohol is con51dered a
drug. - _ N . . ° . Fs5(24)

LY

-

f. Alcohol affects a person
faster if he's under medi~
+ cation 31ke a tranquillzer .
or anti

a

g. Black coffee is heipful in el

“sobering up. - . FS(ZQ)‘

h. Alcohol tends to make dilVefé
react more qu1ck1y to road )
hazards. . ' : o BS(27)

Interviewer: Administer drinking deiger attitude teot.

\
N

"The purpose of the follow1ng form is to determine the general view
people have -toward individuals’ who drink and drive by having them -
rate drinking drivers’ against:a serids of descriptive scales, ©Please
read the 1nstru¢t10ns« 1 will be glad to answer any questions you
may have.," K ; - . : - . -

Turn page to Inotruetions and hand to Respondent,

-

epressant."' - ' - "F5(25) 




Instructions

1f you feel the concept of a “drinkiﬁ' driver" is very closely
related to one end of the scale you.sﬁould place ‘your "X as
ollows: ‘ :

undesirable

Desirable x :

or

x undesirable
1 T

desirable : : : s s

1f you feel that the “drinking driver" concept is quite closely ' R
“related to one or the other end of the scale (but not extremely), :
you should place your "x" as follows: :

strong P S : s s : weak

.

or s

strong. : ]

é —

X ¢ weak

1f the concept seems only slight1¥ related to one side as opposéd
. to the other side (but 1s not rea lyﬂneufral)y then you should check

as follows: o
. ‘ ' . . b7}
active ) P X ¢ : : : passive

or

f/i\k:;# " active : : s x : i passive t . )

The direction toward which you check, of course, depends upon which

of tha two ends of the scale seems most characteristic of the concept.
. Please check the center only if you consider the concept to be neutral
. ‘on the scale, both sides of the scale eguallx associated with the . .

concept, or 1f the scale is completely irre evant. a
o : East : : PX s : : West =
Please make your ratings on the basis of what this concept means to .

ou. Sometimes you may feel as though you've had the same Ttem vefore
Shthe form.- This will not be the case, so do not look back and
forth through the items. Do not try to remefber Row you checked
Similar items earlier in the form. Make a separate and independent
judgment for each scale. . :

Make one check mark on each scale. Work at fairly high speed through
this form. Do not worry or puzzle over individual items--there are
no right or wrong answers! It is your first impressions, your
Immediate "feelings" about the items, that we .want. *

Please turn the page and begin. -

- 231 o '
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62. The drinking driver is:’

,normal

ethical
joiner
conforming
hot

careful
stable
haépv
immature
weak

‘bral\f.e
indépén.dent
healthy

unr eliablg

~ impulsive
old

popular

3

. )
irrational

follower
smart

dangerous

slow

{

(Return Bog‘lklet to Interviewer)

ol
P

© 232
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d:lsturbed
unethical
loner
nonconforming
éold
careless
unstalble
sad
mature
strong
cowardly
dependent
ill

reliabie
re.stra‘\ined
young
unpopular ‘
rational

leader

_ stupid

safe

quick

.F5(28)

F5(29)
F5(30) ‘
F'5(31)-

F5(32) -
F5(33)
F5(34)
F5(35)
F5(36)
¥5(37)
F5(38)

F5(39)

. F5(40)

F5(41)
F5(42)

F5(43)
F5(44)
F5(45)
F5(46)
F5(47)
F5(48)

F5(49)

’




Interviever: Check Respondent's form to be certain that each sqgale
N o T+ - has one and only one checkmark., If any checkmarkes
S are missing or if there are 2 or more checkmarks for- .
one scale, return to R, to be changed. .
‘|
It is extremelyftmporﬁant that each scate has one
checkmark. .

63. In your opinion the term “drinking driver" applies to a driver-
who had.at least how many drinks before driving? _ : F5(63) -

Interviewer: “I'd now like to’ get some information about your spare
- time activities." . '
|

64, HbT many hours do you spend each week:

a. ' Watching television ) , F5(51-52)
b. Listening to the radio .~ F5(53-54)
e c. Reading newspapers F5(55-56)
d., Reading magazines F5(57-58)
+ B A ’
65. How many times per year do you go to drive-in movies?__ F5(59)
66. How many times per year do you go to regu%ar movie . |
. theaters? ' ‘. _ ‘E5(60)
67. How many times per year do: you go to automob11e races/
shows? F5(61)
. ' . . .

68. Do you regularly attend meetings, functions or activities for:-
_any of the following types of organ1zat10ns? (read categories
“and record yes or no for each) : .

1 ’ . - ¢

1. Yes' 2,”

a. Religious/Church-Affiliated F5(62)
b. Fraternal/Social _ "F5(63)
c. School-Affiliated ) F5(64)
d. Political/Activist . E5(65)
e. Organized Athletics ] . F5(66)
. 69. I would now like to talk once agaln about driving after dr1nk1ng.

Let's assume that you could accurately determine that you were
legally too drunk to drive. ~In that situation, which of the
following steps would.you be willing to take? Just aanswer "yes"
Jf you would be willing to do the things I'l1l mention, or "no"

¢ if you wouldn't, .
‘ ) ¥

1. 2. 3.

Not
! Yes - No Sure
ual drive your
F5(67)
. Drive home anyhow. F5(68)
c. Leave your car andy
i1de home wi sob r dr1ver . y . 'F5(69)
s . Call home for a ri ‘ : T F5(70)
. Call a friend for a r1d§ ; ‘ F5(71)

. Pay as much as $5 for a cab ride A ) '
K home | : B F5(72)
. Call police for assistance . T F5(73)

d. Wait as long as two hours idntil you _ ‘
are sufficiently sober to drive, . o F5(74)

}@‘ . 9332




.70, .

Would you favor instailing an instrumént in cars operated by
-persons convicted of drinking driving that would prevent their
. cars from starting when they are legally too drunk to drive? —¥

1. Yes 2. No 3. Undecided , . F5(75)
74, AWould you favorrinétalling an’ instrument in cars operated by
persons convicted of speeding that would prevent them from
traveling faster than some maximum speed? .
. ' i :
1. Yes 2. No 3. Undecided - F5(76)
72, Are you currently a full-time student? ~
1. Yes - Z. No 9. No response F5(77)
73. What is the highest grade you completed in school? (Circle grade) ‘_.i
©1,2,3,4,5,6, 7,8,9,10,11,12, 13,14,15,16,17 + B5(78-79)
Ygf Are you currently employed full-time?
S 1. Yes 2. No 9. No response F5(80)

-

75. (If employed) What is your current occupation? (Describe)

F6(6)
76. In the last 6 months, have you used any of the following? @
/1. Yes " 2. No

a. Amphetamines (prescription or non- '

prescription--e.g., '"ups" diet pills,

speed, Dexedrine, Benzedrine, .

Methedrine) oL F6(7)
b. Barbiturates or tranquilizers ("downs," -

Seconal, Amytal, Valium, Librium) » — F6(8)
c. Marijuana (hashish) , - . F6(9) .
d. Hallucinogens (LSD, Mescaline, psilocybin) T F6(10).
e. Cocaine . . Fe(11)
f. Deliriants-Inhalants (glue, gasoline) F6(12) _
g. Narcotics (Heroim, opium, morphine, - - -

méthadone) - . . Fe(13)

If R, is unsure for an
of drug used.

-

y of the drug categories, write actual name

A




77. MWithin the past six months, have any of your

acquaintances used any Of the following?

a.

Amphe tamines (presc}1p-

tion oOr nonprescr1pt1on
€.fes "ups" diet pills,

speed,’ Deiedf1ne, Ben-
zedrine, Methedrine)

Barb1turates or tranquil-

Tzers (" downs', Seconal,
Amytal, Valium, L1br1um)

Mar1Juana (hashish)
Hallucinogens (LSD,
Mescaline, ps1locyb1ﬁ§

.Cocaine
. Deliriants-Inhalants
(glue, gasoline)

No

Ay -
friends or _

-

'3. Don't know

F6(14)
F6(15j
F6(16)

T R6(17)
F6(18)

1

F6(19)

A

o
e

L
. A
. aaaw§¢

LT
| |

g. Narcotics (Heroin, .
" opium, morphine, metha-
done)

. —— a — ——

F6(20)

Iﬁ;ervieWer; "Now I .am_going to read some statements. (Hand R. Card 1.)

78.

79,

" 80.
81.

82,

83.

84.

85.

86.

87.

88.

89.

91. -

9z.

Please ‘redd the number that best describes how strongly -
you Bgree or disagree with each statement as it applies

to you.

ACTRNCIL T e e e ) e
The peop1e~1,dea1 with aren't too-friendly, {;_;_(Aj F6(22)
It's hard tolknoﬁ h;w to treat people, . o ____(A) F6(23)
This world has more pain than pleasure: . - (A) F6(24)
I sometimes geg int§ fist fights or feel like hitting

someone, ____(H) F6(25)
I react quickly to other people's remarks. . ' (I) F6(26)

There have been occasioﬁs when I felt like smashing
things. - _
When shopping, I sometlmes buy things-I really don't

have much use “for, (1) Fo6(28)

I often act on the spur of the moment without th1nk-

ing things through. (1) F6(29)

I can tell r1ght away whether I'11 like someone I .
meet. ) _ o (1) F6(30)

I can't help getting into arguments when people dis-

agree with me, (H) F6(31)
I often have the feeling that I am different. . - (A)  F6(32)
I sometimes have arguments or quarrels with my family

or people in authority. ] " (H) F6(33)
If I had the opportunity I would live very differ-

ently. . (A) FP6(34)
I tend to change my mind abruptly. (I) P6(35)

- 235
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INTERVIEWER'S SUPPLEMENT

—_~

Unit Nﬁmber of Respondent:

, Interviewer's Name: : ' ;
,//”//f ' : .  F6(36-37)

To be Completed b} Interviewer After Interview

o

'S

6.

Respondent's race: *

1. White ‘ ‘ 4,
2, Black 5.
3. Oriental _ :
Respondent's cooperation was:

1. Very good - 4,
2. Good o - 5.
3. Fair

Did the respondent seem:

1,

2, .

3.
4,
5.

Completely frank and honest
Generally frank and honest

Latin American . F6(38) -

Other (specify)

Poor o F6(39)

Very poor

F6(40)

Evasive or guarded at least occasionally

Untruthful
Other (spec1fyi N

The hous1ng un1t was: " L

1.

2.
3.

The housing unit apparently was (check one):

. 6.

‘ Slngle fam11y structure :

Two family structure
Multiple dwelling.

House or apartment shared by respondent ard others of

-F6(41)

Y

«

F6(42)

- House or apartment” of respondent's parent(s)/guard1an(s)

Other persons present dur1ng the\1nterv1ew were (check all that

Othef relatives ) F6(43)
Other adults

Friend(s)

Girlfriend

1.  Dorm1tory oo
2. Military barracks N
3.
4, THéspondent's own house or apartment
5.

similar age

Other (specify) _____
apply):
1. None ' - 6.
2. Children under 6 7.
3. Older children 8.
4, Spouse 9,
S. Parent (s i 0.
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Other (specify)




Strongly disagrée

- Disagreé

. Neither agree nor disagree

Agf'ée

Strongly agree

237
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CARD 2
N \\ .
— f:“ T
Tl ‘ Never '
2. . Monthly or less o
3. .Two or three times each month
4, . - Once a week -
L .;5: Several times each week
6. Daily
g -
-, .'
. ':"
N )
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CARD 3

Never

Seldom
Sometimes
Frequently

Always
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LETTER S\ENT TO EACH SUBJECT
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DUNLAP .« ASSOCIATES, INC.

EASTERN DIVISION-

o -

ONE PARKLAND DRIVE, DARIEN, CONN. 06820 ¢ 203 +65868-3971

Dunlap and Associates, Inc., an independent research firm, is
currently conducting an important study of problems faced by
drivers for the National Highway Traffic Safety Administration
of the U.S. Department of Transportation.. You and several -
other drivers have been randomly selected to represent your
state in this research., We are interested in learning about
you, the driving you do and your attitudes toward driving.

! .

—

One of our interviewers will be calling you within the next
few weeks. He will ask for about 45-60 minutes of your time,
at your convenience -in your home, All of the answers you give
to his questions will be confidential and used only for research
purposes. Following the interview, we will sénd you a check for
$5.00 to help compensate for your time. Our study will be
successful only if a large percentage of drivers agree to par-
ticipate. Your cooperation will be greatly appreciated and will
help toward the .mprovement of highway safety.

Sincerely,

~ David F. Preusser, Ph.D.
Project Director

DFP:cp
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