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NATIONAL TRANSPORTATION SAFETY BOARD
Washington, D, C. 20591
SPECIAL STUDY

Adopted: July 1, 1971

YOUTH AND TRAFFIC SAFETY EDUCATION

I.  Background and Magnitude of the Problem

Drivers between the ages of 15 and 24 years
have long been involved in death on the highway,
far in excess of their proportionate numbers or
their use of automobiles (2).* These dis-
proportionate losses fall upon not only the
youth, but also upon other groups in the popula-
ticn which encounter youthful drivers on the
highway. Highway accidents cause approximate-
ly half of all deaths among youth in this age
range(2). In 1969, their total of highway fatali-
tics was 17,700, and the clevated death rate for
this age group reflected an cxcess loss of some
7,400 young lives; that is, there were 7,400
more fatalitics among youth than would have
occurred if their fatality rate were the same as
that of persons aged 25 and older (2). The
excess loss of 7,400 thus represents 42 percent
of the total loss in the 15 to 24 age group. This
excess loss also is 33 percent more than all the
teansportation fatalitics in aviation, marine, rail-
road, pipeline and grade crossings combined for
that year.

Highway dcaths of youth of this age have
cxceeded fatalities of all ages in every year cf
the Vict Nam war, even in the years of largest
loss (2, 82). Youthful drivers are involved in

*The numbers in parentheses throughout this study relate to the
list of references attached.

fatal highway accidents—also in total
accidents—60 percent more often than their
proportion of the driving population or their use
of the automobile would predict (2). In recog-
nition of the disproportionately larger loss of
life in this age group, Sccretary Volpe recently
established an advisory committee of young
people cntitled, “Youth Organizations United
Toward Highway Safety.” Called YOUTHS, this
group is to advisc the National Highway Traffic
Safety Administration (NHTSA) in secking to
develop new programs to involve young people
in the national effort for traffic safety.

The widespread desire or necessity to drive in
this socicty, for both social and economic
purposes, is evidenced by the fact that 94 per-
cent of males and 63 percent of females of
driving age were licensed to drive in 1969
{80,81). That the youthful driver is dis-
proportionatcely involved both in accidems and
in fatalitics is not new. Figure 1 shows the
population death rates for motor vehille ac-
cidents over the past 20 years for the four major
age groups in the licensing age range. From this
figure, it is scen that the rate for the 15 to 24
year group is by far the highest in the past 17
years, and, since 1961, the gap has bceen
widening, especially in the last 4 ycars. The
increase in this gap, which reflects an increasing
excess loss of lives, is probably due, primarily, to
the increasing proportion of youngsters who
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Figure | MOTOR YEHICLE DEATH RATES FOR DIFFERENY AGE GROUPS, 1949-69
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become licensed as soon as they are old cnough,
and the improved financial capability of youth
to own, operate, and maintain a car during
periods of unprecedented general affluence.
Changes in attitudes of youth in other areas of
community life may also be at work here, such
as with respect to alcohol and dmgs and,
possibly, changes in respect for law and order.
Of the total 56,400 fatalitics in 1969, more
than 31 percent (17,700} were in the age group
15 to 24, More than 93 percent of these young
people were cither operators of vehicles or
passengers, and less than 6 percent of then were
pedestrians, as compared with 17 percent
pedestrians among total fatalities of all ages (2).
That is, ncarly one-third of the total fatalities in
1969 were in this age group, and the over-
whelming majority of them were killed as
operators of passengers of 1 vehicle, rather than
ar pedestrians. Although they comprised about
21 percent of the driving population, they were
drivers in 34 percent of fatal accidents, and were

|
1965

morc than 34 percent of the drivers in all
accidents (2), an over-representation of mere
than 60 percent in cach category. This over-
representation does not appcar to be at
tributable to greater driving exposure. On the
contrary, the best available duta (11) show that
drivers in this age range drive fewer miles per
ycar than the older drivers—until the age of 55
for males and 75 for females. The mean
accidents per year are higher for the 15 to 24
age group than for any other (11). The mean
accidents per 100,000 miles driven are also
higher until the age of 65 for males and 70 for
females {11). In every age group, males drive
more than females (11). In 1969, ncarly 85
percent of the 70,700 drivers of all ages in fatal
accidents were males (2). It is predominantly the
young male who accounts for the dispropor-
tionate losses in the 15 to 24 age group.

The 60 percent over-representation of youth.
ful drivers in both fatal and nonfatal accidents
implics that youthful drivers almost certainly
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involve older drivers in both fatal and nonfatal
accidents; the losses in the excess involvement
ate hardly restricted to the youthful age group.
Accordingly, the total excess of fatalitics and
injurics associated with the high involvement
rate of youth includes :dditional losses among
the older groups; these cannot, however, be
estimated from currently available daca.

The figures cited above include motorcycle
data, which bear a closer examination. In 1965,
of the 1,515 deaths of motorcycle tiders, over
59 percent were in the age group 15 to 245 in
196€, this was just under 66 percent of 2,043;
and in 1967, just under 64 percent of 1,971
(24). Figures arc not available for the last 2
ycars cxcept the total fatalities: 1,900 and
1,960, respectively (2). Motoreycle use s
Increasing at a great rate, More than double the
namber in 1964, there are now 2-1/4 million
motorcycles in use (2).

11. Possible Reasons for the High
Motor Vehicle Death Rate of the
15 to 24 Age Group

A. Youthfulness and Inexperience

A study many years ago compared the 3-year
fatal accident rates per 1.000 newly licensed
drivers at various ages. The newly licensed young
drivers had higher fatal accident rates, and those
licensed at 16 to 19 had the very highest (25).
However. a recent study in the Netherlands on
moped* drivers and automobile drivers suggests
that inexperience plays a greater role in
accidents than age per se {98). Another recent
study in Germany examined the incidence of
traffic offenses among drivers who commenced
driving at various ages: *“traffic maturity” as
measured by traffic offenses appeared to be
more highly related to years of driving than to
age per se (71). Unfortunately, exposure data
were entirely facking in these studies.

—

*Gencrally, a two orrthree-wheeled bike with engine not ovee %0
¢<. and speed not over 30 m ph.

It is difficult to tell whether inexperience in
driving or immaturity and exuberant atticudes of
youth are more important from currently
available data, rarticularly for the American
scene. Presumably, both are important factors.
A seemingly ready remedy for inexperience is,
of course, experience; but the remedy for im-
maturity is a much more complex issue. It seems
quite evident that in the military situation this
age group is trainable to perform quite well and
responsibly, but it is ughtly supetvised in that
situation, It has been shown, for instance, that
when men in uniforim are involved in motor
vehicle accidents, it is primarily off post and
when they are driving private cars (64).

The years from 15 to 24 probably encompass
the period of greatest and most rapid changes in
the lite of individuals—from school to college (or
work) and marriage, from carefrec youth to
adulthood responsibility. The use of such a
broad age range probably obscures many impor-
tant factors that are at work at different ages
within this 10-ycar period. Only recently has
much rescarch attention been given to this fact
with respect to highway safety (21, 61, 62, 79,
94). Relatively, very lerle is known of the
varying influcnces affecting highway safety in
this age group.

B. Alcohol

A study in lllinois in 1967 (53} showed the
following percentages of fatalities of persons
aged 15 to 20 with measurable alcohol in their

blood:

33 percent of 142 car drivers
38 percent of 95 car occupants
29 percent of 17 pedestrians

Of those drivers with alcohol in this study, over
57 petcent had .10 percent or higher blood
alcohol level (BAL).*

*BAL - Blood alcohol tevel, percent of alcohol by weight.
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In a more recent study on Minnesota drivers
killed in 1969, the data on young drivers aged
16 to 24 are even more extreme (4):

a. over 60 percent of 103 had mcasurable
alcohol:

b. of those with alcohol, over 79 percent
had .10 percent or higher BAL:

c.in the 16 to 20 age group, over 50
percent of the 63 had alcohol; and

d. of the 16 to 20 age group with alcohol,
ncarly 69 percent had .10 percent and
higher BAL.

The figures above—57 percent, 79 percent,
and 69 percent of drinking driver fatalitics with
10 percent and higher BAL-compare with
about 75 pereent from other studies for drivers
of all ages (72). In the Minnesota study, 93
percent of all driver fatalitics with alcohol were
males (4).

While .10 percent BAL is so high that
practically everyone, including habitual heavy
drinkers, would be impaired, the young driver
has a double hazard in this connection: he is an
inexperienced driver and an  inexperienced
drinker. The State of New York has taken
cognizance of this vulnerability on the part of
young driver-drinkers by ecsublishing a
presumptive level of .05 percent as defining
“under the influence” for drivers under 21, The
role of combined action of drugs with aleohol in
these tragedies is not known, Presumably, with
recent large increases in drug usage, the heaviest
and most frequent abusers of drugs of all kinds
in this country have Seen young people of high
school and college age.

C. General Stress of Adolescence and
Youth

Further evidence that the age between 15 and
24 is a turbulent period in the lives of many
pecple comes from the data on ceime. The 1967
figures for crime in the United States, published
by the FBI {23), show over 446,000 suburban
arrests for persons 15 to 24, This is over 46

percent of the total for all ages. In the cities,
nearly 37 percent of the 4 8 million arrests for
crime were in this group. Of all arrests for crime,
nearly 38 percent of the 5.5 million were in this
age group. But the 15 to 24 age group comprised
less than 24 percent of the total population of
15 and above. Their over-representation in the
total arrests for crime is just under 60 percent. It
would appear that some of the sa-e pressures
that make for a disproportionately %i h crime
ratc and high involvement with drugs and
alcohol may also make for a disproportionate
number of tragedics on the highway.

D. Nighttime Driving

It is said that young people, especially males,
drive a disproportionate number of miles at
night, when driving conditions are more hazard-
ous, and therefore they have a higher accident
rate than older people. This is not borne out by
the California study {11). Figure 2 shows a
much higher nighttime accident rate per
100,000 miles for the young driver and, of
course, the young males have the highesi. Not
until the age of 70 and above docs the nighttime
accident rate again rise so high. The reasons for
this high rate among vouths at night are not
clear.

E. The Vehicle and Its Condition

.
Another possible variable affecting the
fatality rate of young operators is the type or
condition of the vehicle being driver. Reference
has already been made to the motorcycle sit-
wation, With respect to automobiles, it is
probably truc that on the average the cars driven
by young people are likely to be older and less
well-maintained than the general population of
cars and, thercfore. vehicular deficiencies might
be more frequent. But data are not available on
which to answer this question. The type of car
and condition of vehicle probably also vary with
the region of the county, the relative socio-
cconomic status of the region, and the degree of
industrialization and/or urbanization.
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Young people are, in fact, more likely to drive
motorcycles, swhich are more hazardous in terms
of likelihood of injury or death in a collision or
skidding accident. A survey in 1967 (24) showed
nearly 32 percent of motorcycle owners in the
age group 18 to 24, and znother 20 pereent
under 18: thau i3, about 52 percent of the
owners were 24 and under. This compares with
59 to 66 percent of motereycle fatalities in the
under 25 age group. Additionally, young people
often rent motorcycles and the only qualifica-
tion usually required is that they have a driver’s
license to operate an automobile. Special train-
ing for the operation of a motorcycle is not
rcadily available other than basic and prelimi-
nary instruction from the dealer. We have here
the prospect of the combination of untrained,
incxperienced operators and a wvpe of vehicle
which is inherently more dangerous.

1. The Need for Instruction

Recognition of the need for special attenrion
to the beginning driver led, in the carly 1930%,
to the developnient of caurses in driver educa-
tion in the public schools (97). Commercial
schools had beeun offering instruction in opera-
tion of a motor vehicle as carly as 1909 (97).
The logic of the instructional approach is based
O common-sense  experience, expericnce in
industry and in the military. Errors are charac-
teristically more fuqucnt during the carly
phases of Immm}, a new job or skill, and becone
fewer with increasing time on the job (62, 104).
The learning curve has a characteristic form:
rapid improvement in the carly phases, then
decelesating improvement, with plateaus often
evident (104).

Given the present-day traftic situation in the
United States and the high fatality rate of the
young, it scems clear that some kind of prepara-
tion for driving in today’s traftic is necessary.
Further, it scems that some standards of
preparation are necessary for cveryone’s
protection--the new driver himself and others on
the highway. If some ways of doing things arc
better than others, in terms of lessened accident

potential, then society should impare these
things formally to cvery driver before he takes
to the road, unless they are ideas and skills
which one picks vp automatically or casily in
this particular culture.

A recent study in California (44) showed that
27 percent of graduates of high school driver
training courses failed the driving part of the
licensing test on the first uy. In the District of
Columbia, approximately 18 to 20 percent fail
the written test on firse trial and 41 percent to
45 percent fail the driving test on first trial (26);
these include graduates of training courses, both
public and commercial. If licensing examinations
do in fact measurc clements which are essential
to safe driving (and the tests are widely regarded
as much teo casy!) these data and the high
accident rates of the young would indicate that
people do not automatically pick up all they
need to know and uced to do simply by living in
this culture.

It scems of prime importance to find out
what are the crtical items of knowledge,
perception, and skill, and how to inparc them
most cffectively and inexpensively. The notion
that if the present school systemn does noi help
enough to warrant its cost, and if the costs of
improvement seem exhorbitant, then it should
be cither excluded from help by safety dollars or
dropped from the high school curriculunmy may
really be self-defeating. How much is good driver
preparation worth and how good is gond? Is it
reasonable to leave driver preparation to in-
dividual choice, so long as the applicant passes
the license examination? Do or can the examina-
tions do the job required? Can they be relied
upon? Since individual accident involvement
rate is not highly stable over a period of time,
tests cannot predict such involvement very well
(37, 38). The answers must be dcxclopcd by way
of applicd science rather than opinion.

1V. The Unknown Value of Present Driver
Education Programs

The effectiveness of driver education in the
public schools as a means to reduce highway
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accidents and injuries to the voung has been
questioned since ite inception in 1933, Today,
nearly 14,000 high schools are teaching nearly 2
million students per year {45) and approximate-
ly 2,200 commercial schools train about 1-3/4
million persans of all ages per year {74,101).
Many millions of dollars of both private money
and tax money arc spent tor onc form or
another of driving instruction. Federal funds to
aid driver education for safety reasons are now
about $8 million per year. After 37 years of
public high school experience and ovee 60 years
of commercial school experience, there is still no
body of data or scries of studies from which it
can be concluded that current programs do or
do not contribute to highway safetv (40, 42, 43,
72. 86, 89).

Over the years, many analyses have been
made which corapared accident and violation
records of graduaves of driver education courses
with drivers who did not have such courses (23,
89). Generally, such comparisons showed the
driver cducation graduates to have better
records. This fact impressed the  insurance
industry to the extent that for many years they
have been offering reductions in premiums to
drivers under 25 vears of age who have had
tormal driver cducation courses. But the
conclusion that the superiority of the records of
the driver education graduates is duc to the
Course expericnce itself is an unsound one,
because none of such analyses began with groups
which can be regarded as equivalent with respect
to the people themselves or their post-training
driving cxperience. People who volunteer for
driver education are different as a group from
those who do not, and in wavs that mav affece
subscquent  driving records (5, 88). Srhool
districes which offer river education differ in
many respects from school districts which do
not offer driver education; again. the inpats are
not comparable. Students of commercial schools
would be expected to differ trom students of
pubbic school courses. Such comparisons are,
then, rot meaningtul  with respect to the
possible cffect of driver education on sub.

sequent driving records in tenms of accidents or
violations,

It should be noted that as a business policy, it
is justifiable for an insurance company to offer a
reduction in premivm to the group which had
driver cducation if having had driver education
scrves to identify for the insurance company a
group with a lesser risk. How:ver, the insurance
companies have never ascertained whether driver
education is the ciuse of a better accident rate.
If driver education merely serves to identify
preferred risks, then the policy of the msurance
industry will be self-defeating in the long run,
This is so because in an increasing number of
States today, driver education is becoming a
requirement for obtaining a license at 16, and
most males and many females avail themselves
of the opportunity. Under such a system, the
insurance ndustry policy will ccase to be based
upon a system which identifies the group with
the lesser rsk—-if the course has no cffece.

It should also be noted in passing that driver
cducation is not the only presumed counter-
measure that has been in operation for sceveral
decades without scientific evidence as to its
offectivencss (56). A similar situation exists with
respect to driver Ii ensing, traffic law enforce-
ment by highway patrols, all of the cfforts of
the traffic courts. much traffic engineering
practice, and much highway design practice (56,
102). 1t scems that public school driver educu-
tion hos been challenged from the carly days for
several reasons. It is expensive, time-consuming,
and, more important. has often been regarded
by educators as an inappropriate subject to be
taught in the public schools on the basis that it
is not an academic subject. But that point of
view has been considerably modified as the
standards for driver education in the high
schools have been improved, in terms of beteer
preparation of teachers. better curricala, better
cquipment, and recognition by many universities
that the preparation of high school driver educa-
tion instruciors is a lcgitimatc and proper enter-
prise for universities. Also, the objectives of the
courses in high school have been broadened to
include not only preparation for driving, but an
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understanding of traffic safety in all its aspects—
to produce good “traffic citizenship.” The name
of such cor:rses has been changed to “Driver and
Traffic Sat-.ty Education.”

But cven today, driver and traffic safety
education is rarely considered on the same
intellectual or academic level as history, French,
algebra, chemistry, or other traditional subjects.
Shopwork, home cconomics, sewing, football,
bascbail, ctc., have in the past been regarded as
dircctly relevant to preparation for life, and
therefore properly taught in public schools with
the use of taxpayer’s funds. Driver education has
had « more difficult history in this regard. But
the common-sense basis that formal training by
professionally prepared instructors should be
more cffective than informal instruction by
parents, friends, relatives, ete., coupled with the
fact that socalled hardheaded businessimen were
offering reduced premiums to those who ke
driver cducation, served to promote interest in
the ficld and to urge boards of education to
inclede driver cducation in the high school
curriculum. Many parents urged the schools 1o
tnitiate courses, Automobile manufacturers,
through their dealers, have made avaidable, on a
minimum cost basis, new vehicles specially
equipped (by the dealers, asually) to be used in
the behind-the-wheel phase of driver training.
Presumably, this serves the dual motivaticn of
helping to promote safety and expanding che
use -thus, the market -of motor cars. Still, as in
many other arcas of safety measures, there are
no data on which one may judge the effective-
ness of current programs of driver education as
an accident countermceasure,

Although safety is the goal of Federal
expenditures in this area - following the mandate
in the Highway Safety Act of 1966--the ef-
fectiveness of these expenditures is not known.
If it were known whether formal driver educa-
tion actually reduces accident losses, or, if it
does not, what changes in programs would
reduce losses and how nuch, the support of
such programs by Federal funds would be con-
siderably clarified, and the allocation of Federal
funds could be made more efficient,

While it may prove entirely impossible to
conduct the definitive experiment (because the
social situation docs rot permit random - sign-
ment of people), it docs scem that fruitful
approaches do exist:

1. It may be feasible to locate schools where
it is possible to replicate the kind of study
carricd out by Conger, Miller, and Ramey in
1966 (17). These investigators took advantage of
the cxisting situation in the Denver Public
Schools. They were able to identify one group
who wished to take driver education {including
behind-theavheel training) and did take it: a
second group who wished to take driver cduca-
tion bu: could not. for reasons such as conflicts
with other coursc work: and a third group whe
did not wish to take driver educaticn and did
not take it. This kind of situation provides the
possibility of a rather good approximation to
the control of wwo variables which are excred-
‘ngly difficult to control without actual random
wssigninent—-namely, the motivation of the
student {and the associated personality and bio-
graphical factors) and sccondly, the quality and
quantity of driving exposure after completion of
the course. This kind of rescarch is relatively
inexpensive, and if it were possible to replicate
such a study in a dozen places around the
country, it might well be possible to integrate
the outcome. into fairly firm conclustons. Of
course, it would be necessary to pay consider-
able attention to the quality of the instruction
and instructors, the nature of the program, local
entorcement policy, accident reporting, record-
keeping, etc. But such an approach does offer
considerable promise. If the originat Conger,
Miller, and Rainey study had had several
hundred cases in cach of the three groups,
instcad of only 40 cases cach, and werc
replicated in several parts of the counmtry, it
would be possible to place much greater reliance
on their outcomes. As it is, their finding of a 60
percent and 75 percent ditference in average
number of responsible accidents in 4 years in
favor of the driver cducation group renutins an
outcome from a very small study, not a suf-
ficient basis for national policy determination.
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2. A sccond approach which could be very
useful would be proper scientific comparisons of
high school driver education programs with com
mercial school training programs. It would be
possible to assign students at random into the
two programe if funds were available to pay for
the commercial training. By so doing, it would
be possible to vary specific components of the
programs and to test their relative effectiveness,
Again, this would not nced to be highly
expensive rescarch--and no one need complain
that he was denied formal training in order to
perform an experiment. This could also be done
within the public school donuin and within the
commercial school domain. but with less
flexibility and possiblv greater contamination of
results.

3. Another evaluative research approach that
might be reconsidered (although it was con-
sidered in one of the National Highway Safety
Burcau's* contract reports (28)), is that of
random assignment of school districts o dif-
ferent types of driver education and to no driver
education. The opportunity to do this remains
only whil: a sizable number of schools do not
vet offer driver education. This is probably very
expensive research and cumbersome in that the
accident reporting and recordkeeping may vary
so much from arca to arca that this could
becloud the effects we are trying to mceasur..
However, this is an approach that scems weli
worth exploring in light of the very great need
for scientific evaluation.

4. Since the cost of driver education is a
salient issue, intensive studies might w:lt be
undertaken to find means to reduce the -ost.
Simulators have been advanced as ane such
means and they are in very common use.
Ar.other approach that could be explored might
be called a “diagnostic” approach. That is, not
all students need the same trcatment in order to
te prepared for the driving task. Very likely, at
least 25 percemt of the high school students

*The name of the National Highway Si‘ety burcau {NHSH} was
changed to the National Highway Traffic Safety Ad-ninistration
(NIFTSA) by the Federal Ald Highwiy Act of 197¢C, effertive
December 31, 1970,

could achieve the information component of
curreat driver education courses with very tittde
classroom work, by means of programmed texts,
teaching machines, or simply by studying books
and taking multiple choice tests on the contents.
The attitudinal aspects of driver education
would be expected to be more difficult 1o
achieve this way, but diagnostic attitude tests
given before beginning of the class might focus
more sharply on the individual nceds of students
as a basis for appropriate handling. Among other
things, it may well be that boys and girls are
more effectively handled in separatc groups
because of their different neads and the dif-
ferent c.aicces of their driving information and
skills. fe 's . ommonly belicved that the attitudes
of boys and girls toward risk-taking in driving
are widely different. All of this apptics similarly
to the behind-the-wheel training, and this leads
directly to another possibility.

5. To some degree, parcnts have always been
involved, be it however hsphazardly or ac.
cidentally, in the preparation of their children
for driving. The State of Connecticut permits
the substitution of training by parents {or other
responsible adults who have been licensed for 5
years) ior public school or commercial school
training, if the adule is willing to sign a state-
ment that he has given a course of instruction to
the applicant {18). It would scem fruitful to
explore effective incans by which parents can be
involved all during the driver education
cxperience, but most particularly in providing
supcrvised  behivd-the-wheel experience, since
that is the most expensive part of driver prepara-
tion. Not all parents can or should do this, bur a
great many, with proper professional guidance
trom the schools, could greatly supplement and
support the chool experience. No one who is at
all informed on the subject considers that the
current 30 and 6” course {30 houss in class, 6
hours behind the wheel) is sufficient preparation
for driving in modern traffic. After completion
of the formal course, cicher high school or com-
mercial, a new young driver needs additional
supcrvised expetience for many months {92).
With guidance from the professional instructors,
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parcnts might be helped to make this
probationary period most effective. It might
very well be that the immediate post-course
driving experience is much more critical to
subsequent good record than the course itself.
The ccurse provides only minimum entry skills
and perhaps that is all one should expect trom
“30 and 6.” It may be that from a cost/benetit
point of view, much greater cffort should be
exerted during the first 1 to 3 years of one’s
licensed driving to make sure thet he is develop-
ing into a good driver. Perthaps driver improve-

ment programs should focus much more
intensiverty on the new driver than they current-
ly do to assure that the novice builds good
driving habits. Probationary licenses arc used in
some States with this in mind.

V. Activities of the National Highway
Traffic Safety Administration in the
Ficld of Driver Fducation

The Highway Safety Act of 1966 provides in
scction 402(b){1): “The Secretary shall not
approve any State highway saf'cty program
undcr this section which does not...(E)
pravide for comprehensive training programs tar
driver education in the school svstems or for a
significant expansion and improvement of such a
program already in existence to be administered
by appropriate scheol officials under the super-
vision of the Governor as set forth in sub-
paragraph (A) of this paragraph: (2) the training
of qualificd school instructors and their
certitication: (3) appropnate regulations of
other driver trainii: 2 schools including licensing
of the schools and certification of their
instructors; (4} adult driver training prograns
and programs for the retraining of selected
drivers; and (5) adequate research, development.
and procurement of practice driving facilities,
simulators, and other similar teaching aids for
both school and other driver training use.”

To implement this Section of the Act, NHSB
issued Highway Safciy Program Standard 4.4.4,
Driver Education, and Highway Safet, Program
Manual, Vol. 4, Driver Education, to assist the

States in meeting the requirements of the
Standard.

Over several years, considerable controversy
has developed concerning driver education
among three classes of parties ~the public school
driver educator group, the commercial school
driver cducators, and rescarchers. Few, if any,
other issues in highway safct_v have been so
characterized by the intrpretation of data to
support preconceived notions, of interest groups
and others. as in the case of driver education. It
should be re-emphasized that there are currently
no data upon which one might confidently
decide whether driver education, as currently
practiced in public high schools or in com-
mercial schools, results in better driving records
than would be the case it such studens were
trained informally by parents, relatives, friends,
ctc. The National Highway Safety Burcau (now
NHTSA) recognizing this cssential fact, and
facing the mandaic from Congress in the High-
way Safety Act of 1966, let four identicai
contracts (28, 29, 30, 58) for the purpose of
developing means by which State driver educa-
tion programs could be evaluated; a fifth
contract (43) was let to synthesize and integrate
the outcomes from these four contracts and to
make specific recommendations for action. In
addition, two contracts {86) were let for the
conduct of two symposia-one regarding public
school driving education programs and the other
regarding commercial driver education programs.
The recommendations that emerged from these
contracts were in ¢ssential agreement that in
order to develop instruments and means by
which to cevaluate formal driver education,
NHSB (NHTSA) should first develop a satisfac-
tory and detailed description of the driving task
(43): then, on that basis, training curricula
should be developed specifically for that descrip-
tion of the driving task, and then the effective-
ness of such a curriculum, conductea by proper-
ly trained ecducators, should be scientifically
cvaluated, NHSB (NHTSA) has since let a
contract for the developme::. of the description
of the driving task, which is now completed
{68), and has also let a contract to determine the
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components of the task which are optimally
tcachable by way of simulation methods. 1t is
envisaged that it will be several years before the
sought-for answers regarding cffectiveness and
cost/benefit ratios are forthcoming. The need to
determine the safety cffectiveness of driver
cducation, however, is pressing. NHSB (NHTSA)
has spent considerable money on the ninc
tescarch contracts mentioned -over $400.000.
In addition, nearly $§28 million has been spent
through 1970, under the Highway Safety Act of
1966, on State programs to improve or expand
driver cducation activitics, The cffectivencss of
this funding in terms of safety is unknown,
Furthermore, cffectivencss of other means of
reducing fatalitics, such as vehicle crash injury
reduction, is becoming known.

The prospect of successful development of air
cushion crash restraints has prompted some
people in the ficld to place that development at
a very high priority and to de-emphasize re-
scarch and development in the driver education
or re-cducation arca. The payoff from develop-
ment of passive restraints, such as the air
cushion and other types of padding, is expected
to be high: morcover, it is casicr to evaluate
pavoff in such cases than in the case of driver
cducation. 1t is to be emphasized that it is
generally simpler to evaluate effectivencss of
engincering devices for crash protection than it
is to evaluate countermcasures to accidents by
way of influencing human behavior. The reason
for this is that rescarch on crash prevention
through human behavior must deal with far
more variables than does research on crash
protection through mechanical devices.

The satisfactory testing of the value of driver
cducation, or any other means of influencing
driving behavior, requires a condition which is
difficult to achieve i practice. Prospective
drivers must be assigned at random into driver
cducation programs and into informal prepara-
tion programs in order to mect basic require-
ments for proper scientific comparison of
subscquent driving records. Only such random
assignment beforehand assures the comparability
of the groups on all relevant factors, including

the quantity and quality of subsequent driving
exposure of the two groups. In this instance,
however, this kind of random assignment is
~xceedingly difficult to achicve, because if driver
education is believed to be a good thing, both
students and parents of the students are un.
willing o permit their exclusion from driver
cducation programs merely for purposes of re-
search. The legal requirements for driver educa-
tion for liccnsing at certain ages in the States
also pose very real problems. However, there still
exists the very great need to determine whether
and to what extent current driver education
programs contribute to safety and at what costs.

VI. Effectiveness of Driver improvement
Programs

The situation is somewhat better with respect
to driver improvement or driver recducation
programs—also mandated in the Highway Safety
Act of 1966, quoted above in section
402(b)(1)(E)}(4). Thcre have been a few well-
done studics which show that properly
devcloped letters, interviews, administrative
actions, and cducational or counselling programs
can have a favorable cffect on driving behavior
in terms of reduced violations and accidents {8,
14, 19, 40, 46, 50, 51, 60, 78, 105). In these
studics, reductions in violations ranging from 21
percent to 73 percent, and reductions in ac-
cidents ranging from about 15 percent to 69
percent were shown. How long the effects last is
not known; but diminishing effects may be
expected to appear after 1, 2, or 3 years after
the treatment, deperding upon the particular
treatment, age, individual characteristics, local
conditions, ctc. None of these programs was
specifically developed for young drivers; but
some of the results showed differential effective-
ness with different age groups.

V1. Activitics of the National Highway
Traffic Safety Administeation
in Driver Improvement

Highway Safety Program Standard 4.4.5,
Driver Licensing, includes a requirement for
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“,..a driver improvement program to identify
problem drivers for record review and other ap-
propriatce actions designed to reduce the
frcquency of their involvement in traftic
accidents or violations.” There is no provision
for effores specifically directed at the young
driver and his problems. With the cooperation of
the U.S. Coast Guard (USCG), NHTSA has
contracted with the American University to
conduct an experimental study on the effective-
ness of certain driver improvement efforts on
USCG recruits. The USCG situation provides an
unusual opportunity to conduct such an
experiment. The enlistees are under USCG
control for a four-year enlistment, and the
USCG currently provides driver improvement
programs for its recruits, Further. they keep
very good records on the driving experience of
their people throughout the world. At least 2 or
3 years will probably be required before even
preliminary results from this study are forth-
coming, and the data should be rather sound.
However, the applicability of the findings to
cther programs or situations and to drivers who
arc not represented by USCG enlistees will
have to be considered with care. Fortunately,
the subjects of the study are included within the
age range that is of special concern-the
youngest rocruits are 17.

Viil. The Central Role of Driver Licensing

A greatly improved system of examination for
licensing is likely to be prerequisite to the
development of improved preparation of drivers,
since much of the instruction, and much of the
students’ motivation, is centered on passing the
licensing examinations. Currently, driver
licensing systems fall far short of making their
full potential contribution to highway safety, in
the view of many people who are competent to
judge. Most of the written examinations verify
only a fraction of the necessary knowledge: the
driving test normally omits highway speeds.
heavy traffic, nighttime driving, or other dif-
ficult conditions. The orientation of most
licensing agencics is to screen applicants in a

12

“go-no-go”” fashion, rather than to help them to
achiev: maximum preparation for driving.

NHTSA is awvare of some of these short-
comings. They have contracted for the develop-
ment of a pool of items to be used in the written
licensing cxaminations. They have also
contracted for development of license examinag.
tivns as proxy indicators of driver education
effectiveness. Clearly, the requirements for
licensing are critizal to the Lind ot preparation
for driving which will be provided both now and
in the future, whether by commercial schools or
by public schools. There are presently no cflorts
in the licensing arca or the driver improvement
arca which are specifically oriented to the
special problems of the beginning young driver,
to help him through the first few years that are
apparently required to develop his competence,
judgment, and “traffic maturity."

IX. The Need tor Integrated Efforts
Focused on the Young Driver

There is great need for integration of the ways
in which this socicty nurtures, controls, rewards,
and punishes its drivers. The school programs,
both public and commercial, might profitably be
integrated with the enforcement-surveillance
systems, the court systems, the driver improve-
ment systems, the public education systems, and
others. Some workers in the ficld report that the
different agencies characteristically com-
municate very little with cach other, and often
work at cross-purposes without knowing it.
Federal influence in this arca might be very help-
ful. 1t scems especially important that coordi-
nated efforts be directed to the new young
drivers, especially males, to help them achieve
the nceded experience, skill, and maturity of
judgment in traffic that will minimize the
trouble they currently generate.

Scveral of the NHTSA activitics do have
implications for the safety of the 15 to 24 age
group and their impact on the safety of others.
Certainly, the efforts of NHTSA in driver cduca-
tion do; also, but to a lesser extent, the driver
improvement part of the licensing standard, and
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the licensing standard  itself. However, the
Alcohol Safety Action Program, which is the
fargest offort oriented to che driver, s focused
primarily on the problem drinker, the habitual
alcohol abuser, or the outright alcoholic. It is
not likely that many people in the 15 to 24 age
group are in these categories. But onc-third of
the drivers in fatal accidents are in this age
group, and many of them are heavily involved
with alcohol at the time of death. In the Minois
study, onc-third of the driver fatalities aged 15
to 20 had measurable alcohol. and more than 57
percent of those had .10 percent and higher
BAL (53). In the Minnesota study (4), over 60
percent of the driver fatalities aged 16 te 24 had
aleohol in their systems: over 79 percent of
them had (10 percent and higher BAL, The
NHTSA Action Program nas not been primarily
focused on such people, but approaches to the
vouth-and-alcohol problem are now urder
development, However. this is still a small
portion of their program, less than a onc.man
cffore, so far as can be ascert: ined.

X. Conclusions

1. Drivers between the ages of 15 and 24
have a disproportionately high accident and
fatality rate. This is truc whether we use the
population death rate, mileage accident rate, or
yearly accident rate. In terms of fatalitics, the
cxcess loss in this age group, bevond that
expected in all age groups above 15, has reached
about 7,400 per year. This excess loss is there-
forc the sccond largest loss, next to alcohol
abuse, in highway accidents associated directly
with beliavior of the drver. A 60 percent excess
involvement of young drivers in acadents
implics a large excess loss inflicted upon persons
in other age groups, but the extent of this latter
loss is not yet knownr.

2. Driving and riding with other  younyg
drivers constitute the greatest hazard to survival
which Amcrican youth must pass successfully to
reach adulthood. Everyone must pass through
this period of life. It is a period of stress,
cxperimentation, and turbulence for a great
many. While youth are becoming experienced

drivers, a number arc experimenting  with
alcohol and drugs as well. The changes-
physiological, personal, soctal, economic—-taking
place 1 this period of life aic probably more
extensive than in any other period.

3. Exisung mcthods of administering driver
education, driver licensing, and driver improve-
ment programs appear to recognize only one
intermediate step (learners or restricted licenses)
within the stages of probable progress of young
drivers as they move through a 10-ycar period of
development, 1t is probable that the variable
combinations of knowledge, driving skill, and
gradual development of responsible actitudes
and mature judgment require several more
Progressive steps.

4. The programs of NHTSA have not suf-
ficiently focused on the needs of the beginning
young driver; while many of their programs do
have implications for this age group, they are
not specially tailored for them and their needs.
The Alcoho! Safety Action Program in
particular, with its emphasis on the long term
p1oblem drinker, mav not have sufficient
content which applics to the youthful alcohol-
fatality problem.

5. There are several points at wiich special
cmphasis or special programs might be applied:
initial preparation of drivers; examination for
initial licensing; driver improvement grograms,
especially in the first few years of the drivee’s
expericnce; surveillance by palice, motor vehicle
departments, and the courts: parental super-
vision and monitoring of the new young driver;
school and college monitoring of young drivers;
industrial off-the-job safety programs; vehicle
inspection- perhaps the cars young people drive
ought to be inspected more frequently: and
contacts with the health agencies with respect to
cmotional problems and the drug and aleohol
scene.

6. Greatly improved licensing examinations
appear critical to improvement of initial prepara-
tion of drivers. This means improvement and
cxtension of the information tests, and improve-
ment and extension of the driving performance
tests.
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7. Since achievement of “maturity™ of
driving behavior in termms of an accident rate that
is not disproportionatc scems to require several
ycars of driving cxper.ence, an incrcased pcriod
of supervision or monitoring of the behavior of
newly licensed voung drivers, especially the
males, appears eminently necessary. Such super-
vision and monitoring appears necessary not
only on che #uasis of the present high losses to
this group n accidents, but also as a means of
reducing losses to ather parts of the population.
It should be noted that with the reduction of
the voting age to 18 years, the apparent period
of need for such supervision would extend into
the years wien persons are considered qualificd
to vote and thus to influence highway safety
programs. Thus theie is increased need for early
education with respect to highway safety pro-
grams in the broadest sense.

8. The safety value of current programs of
driver vducation, both in public schools and in
commercial schools, is entirely unknown. More-
over, it may be quite impossible 1o conduct the
definitive experiment because of the infeasibility
of assigning subjects at random. However, there
are some promising appmachcs to an approxima-
tion of the definitive experiment which might be
explored.

XI. Recomumendations
The Safety Board recommends that:

1. The National Highway Traffic Safety Ad-
ministration recxamine its highway safeey
prograin cfforts with a view to focusing
certain programs more sharply on the 15 to
24 ycarold group of drivers as a means of
reducing excess losses in chis group. This
would pertain especially to driver licensing,
driver education, driver improvement,
alcohol safety action programs, and vehicle
inspection. A much more thorough set of
cxaminations for initial Yicensing of young
drivers appcars highly desirable. A diag-
nostic approach to driver preparation,

driver licensing, and driver improvement
programs designed primarily for the new
) brive .ars hieh®y iustified by the
young driver appears highly justified by the
dispropartionate involvement and fatality
rate of this age group.

. The National Highway Traffic Safety Ad-

ministration dcw:lup new and/er sup-
plemental cfforts in their alcchol safety
action programs soncifically designed for
the voung drinking driver, beyord those
now coitemplated or in use.

3. The National Highway Traffic safety Ad-

ministration explore means by which newly
licensed young drivers can be provided with
cffective supervised driving practice for
extended periods of time.

. In addition to current cfforts of National

Highway Traffic Safety Administration to
dctermine the safety value of driver educa-
tion in the public schools and in the com-
mercial schools, additional approaches
such as some of those noted in this report,
be explored:

a. Possible replications of the Conger,
Miller, and Rainey study in which the
driving records of graduates of the
course were compared with the records
of drivers who wished to take driver
cducation but, for a varicty of reasons,
could not, and with a third group who
did not wish to and did not take driver
cducation.

.Assignment of school districts, at

random, to provide driver education and
not to provide driver education, and
subsequent comparison of the driving
r~cotds of the two groups. The oppor-
tunity for this disappears as more and
more districts undertake driver educa-
tion programs,
Assignment of students, at random into
public driver cducation courses and into
commercial driver training courses, and
comparison of the driving records of the
two groups; this is to be done to evaluate
relative effectiveness of various com-
ponents of the two systems.
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d. The possible advantage in terms of cost
and/or cffectivencss of a diagnostic
approach to driver education, i.c., a
determination before entry into the
course of individual students’ needs in
terms of information, attitudinal change,
driving practice, or counseling. It does
not follow that all students need the
saine treatment to achieve responsible
and effective driving performance, since
thev do not bring the same capabilities
and characteristics to the program.

Diagnostic appm'lchcs to driver improve-
ment programs and to develop dif-
ferential treatments especially designed
to meet the nceds of the new young
driver.

. As an aid to an understanding of the
total social costs of high involvement of
young drivers in fatal accidents, NHTSA
conduct studics with a view to deter-
mining the cxcess losses suffered by
other age groups as a result of the
accident involvement rates of youthful
drivers.

5. National Highway Traffic Safety Adminis.

tration should explore means by which

current examination procedurcs for initial
license applicants, especially for the 15 to

24 age group, can be greatly improved.

Such improvement should follow in two

dircctions: a) increased comprehensiveness

of both the knowledge examination and
the performance test, and b) structuring of
the tests to serve the purpose of diagnosing
the applicant’s arcas of insufficicncy so
that additional training, study, counseling,
practice, or other mcasures might be
recommended. Periodic re-examination of

new young drivers during the first few
ycars of their experience might be
profitably considered.

. The National Highway Traftic Safety Ad-

ministration consider expanding the
National Highway Traffic Safc:y Program
Standard on Driver Licensing 1o provide for
a 2-ye'r pericd of probationary licensiag
tor drivers under 21, during which time
they would be expected to demonstrate the
achicvement of competence and maturity
in driving. Such previsional licensing would
facilitate suspension or revocation for cause
and placement of mildly errant drivers into
improvement programs before poor
behavior and attitudes become habitual.

. The National Highway Traffic Safety Ad-

ministration seck mecans to promote the
coordination of the ecfforts of Sratc
agencics involved in safety programs affect-
ing the young driver: public schools, police,
courts, public health zgencies, communica-
tions media, adult cducation programs,
mator vehicle departments, and others,

The Youth Organizations United Toward
Highway Safety (YOUTHS), appointed as
an Advisory Committec to NHTSA by the
Secrctary of Transportation, consider
possible programs which will develop an
appreciation on the part of individual
youthful drivers of the major role which
their driving behavior exerts in determining
whether they will pass successfully through
this high-risk period in life. The need for
appreciation of this risk should be directed
strongly to young male drivers, and should
be coupled to the sense of increased public
responsibility which ought to derive from
posscssion of the right to vote.
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