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CHAPTER I 

INTRODUCTION AND OVERVIEW 

This report presents an exploratory study of the eCJllogical, 
demographic and criminological patterns of fatal'tr'affic accidents 
in an urban community. Focusing upon traffic, acciqJ:,nts as a form of \~~ 
violence, the study sought to determine if traffic accidents, pa,rticulari,ly <0 

those resulting from driver negligence, are sociologically similar to " " 
other forms of violence. This question is 'based upon the,s~ppositiol:l 
that social perceptions conducive to conventional crimes of violence 
may extend to areas of human behavior other than face-to-face int~i'!'"" 

action;' contributing to "v,iolence on )t.he' road ll as well as "viole:tce <:>in 
the streets." If this supposition is valid, fatal traffic accidents 
involving negligence shouJ,d demonstrate patterns of distribution and 
victimization not dissimilar from those of other violent crimes. 

" 

While traffic accidents and fatalities are'perceived as a problem, 
they are given relatively low priority in comparison with other forms 
of violence, despite the fact that they constitute the mostextensiv~_" 
and common form of violent death fn America. This general perception 
of traffic fatalities as a low priority problem has had its effect upon 
the direction of accident research. Although many traffic researchers 
have argued that the causal sequence leading to accidents is not intrin-' " 
sically different from those leading to other everyday events ~5equent;ly 
studied by sociologists, sociological analysis is seldom applieu to 
traffic problems (Haddon, 1964). 

The bulk of existing traffic research can be divided fnto two 
broad categories: those studies concerned with the engineering aspects I) 

of accidents, and those concerned with the "human elementll in accidents. 
~lte former is relatively unconcerned with the role of sociological fac'::' 
to,rs and the latter, for the most part, has focused on individual psycho
logical characteristic!;' or syndromes such as "accident proneness" which 
operate beyond the realm of sociological influence. Little attention has 
been given. to traffic, accidents as a type of violence, problematic in its 
consequences and socially influenced in its causation.' Sociologists~, 
while they have devoted considerable energy to studying the ca1.~ses and 
control of other forms of violence, have largely stayed away frgm the.~~rea 
of "traffic accidents. '- ~' 

II 

i' J) ;Z\ 

Our research is an attempt to counteract this pattern, and tQdeter
mine whether urban traffic fatalities exhibit patterns of distribution C 

and victimization similar to another majo{ urban" social problem --vioctent Q 

crime. If they do, it would indicate thjA,t traffic accidents represent 
a 'potentially mea)lingful area for futur,,7'\I\~OCi010giCal and ,Cl:im, inOlOgi,'Cal 
research. " "/ '\ 0 

,""'" ' : / I 
As a' study' of vehiCllla-r neglige?ce, :pis 1:"~search applied a (crimi-

nological perspective to the study or tra :;fic accidet\ts. Negligent 
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operation of an ~utomobi1e, despite its ubiquity, is no less a violation 
of law than any other form of criminal behavior. WherE! it results in 
death or injury, it is clearly also a violent form of behavior. Crimi
no10gica11y~ the central theses of this study, based on the fact that 
neg1ige:nt a,ccidents involve a violation of law, are: (1) that such vio .... 
lations of law are related to socially shared perceptions conducive to 
violence,and (2) that these perceptions are more prevalent among certain 
identitiable social groupings. 

As a study of the overall urban accident picture, the rese~lrch 
applied a sociological perspective similar to that used to study other 
social problems. The ecological, demographic and social characteristics 
of fatal traffic accidents were examined to determine if the patterns of 
distribution and victimization were similar to those of urban crime. If 

, sucI:t a similarity were found it would sugges.t that the two phenomena may 
be different products of the same social forces. 

The study itself encompassed the universe of fatal traffic accidents 
occurring during a three~year period in Columbus~ Ohio. During this 
period, 1969 to 1971 inclusive, there were 223 fatal accidents involving 
429 pe,rsons. Data we:t'e gathered concerning both the accident event and 
the persons involved, and these data w~re analyzed in the following 
manner: 

1 The ecological distribution of fatal accidents and involved 
persons was identified according to census tracts, and 
compared with the social characteristics of the census tract 

, areas. 

2. The total sample of involved persons was divided into two 
subsamp1es; those who violated the law at the time of the 
accident (vio1at(;'!:·s), and those who had not violated the 
law at the time of the accident (victims). The social and 
demographic characteristics of the total sample and of the 

;-,~ _ violator and victim subsamples were compared with those of 
the population at risk to identify signific.ant differences. 

The social and demograpnic characteristics,':and the prior 
off:ense records (If the violator and victim subsamples were 
.potapared to jd.antify significant differences. 

In aqdition to these quantitative techniques, each accident was 
"evaluated 4~a;Litative1y and, based upon this, a typology of accidents 

was cons tru'.;,.ted. 

Predic tions 

" ~, };,. \~. 
,', A~tE!r~ireviewing the available literature concerning ;~oth traffic 
accid4?hts ~~nd urban crime, several predictions wer,e made regarding the 
f.~taJ;,~lurb~ntraffic accidents. These predictions were based" on two 
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assumptions regarding urban traffic accidents. If the predictions could 
be substantiated by the data, it wouLd increase the validity of the assump
tions and provide a strong basis for further'research devot'ed to urban 
traffic accidents as a social problem. The assumptions utilized and the 

("J 

predictions made from them were as follows: 
, . 

. Assumption I: The fatal urban traffic accident represents 
a social problem not dissimilar from other urban socinl 
problems. 

Predictions: 

1. Fatal urban traffic accidents will not distribute them
selves in an ecologically 'random fashion. Instead, 
certain areas will have higher, and other areas lower, 
accident rates than would be predicted from the 
diatribution of the population. 

2. Higher rates for fatal accidents will be found in the 
more densely populated areas surrounding the central 
business district. 

3. Areas of low socio-economic status will tend to hav·e " 
fatal accident rates higher th~n areas of high socio
economic status. 

4. A disproportionate number of involved persons will be 
of lower socio-economic status. 

5. A disproportionate number of involved persons will be 
black. 

Assumption II: For a considerable number of individuals, 
involvement in a fatal urb)an traffic accident is not a 
random occurrence, but part of a general behavior pattern 
related to subcultural pateerns and criminal aggressivity. 

Predictions: 

1. A relatively high percentage of involved persons will 
have prior police records for criminal offenses. 

2. Those with prior records will ~ave a greater propensity 
to be vd.olators when involved in fatal urban traffic ,I', .', . '. 
accidents than those without prior records. The latter 
will more likely be victims. 

3. Those with prior records for traffic violations only 
will ,tend to be violators somewhat more frequently than 
those with no record$, and somewhat less frequently than 
those whose p:r,.ior recorps lilso include (~:riJ\linnl ViolationI'!. 
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4. Those with prior criminal records will be characterized 
by a disproportionate number of individuals with records 
for crimes against the pe'tson. 

The Findings ,,; 

Some of the ecological and demographic findings reported here 
have been previously shown by other researchers. However, ,when these 
were combined with the criminological findings of this research, an 
important characteristic of the fatal urban traffic accident emerged: 
The fatal urban traffic accident represents but another facet of urban 
violence, and is, in many respects, sociologically and criminologically 
similar to conventional crimes of violence. This statement is based 
on the following major findings: 

1. The ecological distribution of,iata1 urban traffic 
accidents was characterized by a gradient, decreasing 
with distance from the center of the city, and featured 
a disproportionate number of accidents occurring in areas 
of low socio-economic status. 

2. The ecological distribution of involved persons was 
characterized by a gradient, decreasing with distance 
from the center of the city, and revealed that, the 
majority of involved persons lived in lower socio
economic status areas. 

3. The ecological and demographic distribution of vic
tims and violators showed that the relationship between 
offender and victim for fatal urban traffic accidents 
was essentially intra-class. 

4. Nearly half of all violators had prior police records 
for either criminal or traffic offenses, while a signifi
cantly smaller proportion of the victims had prior 
police records. 

5. Over one-third of all violators had prior police records 
for criminal offe~lses--twice the proportion of criminal 
offenders among the victims. 

6. The violators with criminal records were disproportion
ately characterized by persons having committed personal 
crimes. Victims with c;rimina1 records reflecJ;:ed a more (,:.; 
random distribution of criminal offenses. 

7. Violators."with ct;:iiminal records represented a far more 
criminal population than victims with criminal records. 
Violators with criminal records accounted for nearly eight 
times as many separate offenses as did 'victims with 
criminal records. 
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8. Violators with criminal records were representative of 
a subculture of violence. Over half of all the criminal 
offenses attributable to this group were personal ccrimes. 

Discussion 

;;:, 

A comparison of the predictions made and the findings obtained 
demonstrates strong support for the assumptions that fatal urban 
traffic accidents represent a social problem not dissimilar '.from other 
urban social problems and that for some individuals, involvement in a 
fatal traffic accident is part of a gene~al behavior pattern related 
to subcultural learning and criminal agg::tessivity. 

The ecological distribution ofdfatal urban traffic accidents was 
not random but described the same distri1?ution pa,tter!lels,conventional 
urban crimes. The distribution of both the accident events and 
involved persons was found to be largely' concentrated" in the lower 
socio-economic census tracts, and to feature a decreasing gradie~it with 
distance from the center of the city_. Additionally ~ there 1·!aS ~,iLS{) 
a strong positive correspondence between the percentage of' blacks-resid .... 
ing in a census tract and that tract's liability as' a location for fatal 
urban traffic accidents. These findings parallel what is known about 
the distribution of convention.a}. urban ctime. 

o 

".':":~"c:"~~~ .;_-=..:..--= 

I~ 

Accident participants were disproportionately males, black.s and . 
per sons of lower s'dc:rc;;;;ec6n6'itH:~-"s'Hl'bis ~'" Fur·tfiefmote~""m€i'le-Er;'-'p'~rtmi;i:s'C;j'f:"~';:;~~'::~~.~'~:;::;~",,¥,~-'i0;',;~ 
between the ages of 18 and 35, and single or divorced individua~s had .. -
a statistically significant propensity to be involved as nffglig~\n~ 
participants. ' 

II, 
\\ 

A positive relationship between a history of crimina,l law vl;.ola-, 
tions and involvement in a fatal traffic accident was found. Tho':se witt). 
criminal records had the highest probability of being ~eg1igentp~1.rt:l.ci':" 
pants. Furthermore, those ¥ith criminal records were disproportiJtlately 
characterized by individuals having conunitted crimes of violence. II 

" 

\ 
All of these findings confirm the predictions and support the :'assump-

tions made regarding the phenomenon of fatal urban '.' traffic accidentj~: " 
:Given the empirical regularities in the distl:'ibution of urban traff~\c 
fatalities and urban crime, one must; begin ;t:o look beyond t:h~ data '~ 
presented here for an explanation of these similarities. \i 

\. 

Sporadically~ various res.earchers have suggested that: cUl,tural1y 
learned perceptions"lmayplay an importap.t role. in .influe:ncing an indk~ 

-vid.ual's· fiabIliEYt'or' both"cacCi,rlent'iiivolvementatlCr i:riilflc'Iaw~--" 
violation. pver 30 years ago"DeSilva said: 

" ~ 0 
:::, (J (; 

Although our present roadtil have not been dea,~Bned .ft'om the 
sa~f~~t~Y=::PGi:n:·t=:;.:c:f-=:=.v-t(;W-;':- ·th,e-y-:::=,can-==b~-d~r-i-ven~on~w~hr=4mpt.~i=Gy-.-.·,~~~~:;;:-~·

The automobile also, in most respects a Bafe piece of 
machinery, can t>e used with a minimum of danger. It is 
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the driver to whom we must impute responsibility for the 
hazards presented in these instruments. 

In an attempt to identify those individual factors which would account 
for the varying accident liability among individuals, DeSilva identified 
a factor called safety-mindedtiess which he described as: 

• a complex state of mind involving a recognition of 
inherent hazards of driving and their relation to the lives 
of those who use the roads. Among its basic constituents are 
caution and consideration for the lives, property and comfort 
of others • • • 

Implicit in DeSilva's description of the components of "safety-rrntndedness" 
is the fact that the perceptions related to it are socially learned. 

In 1949 Tillman and Hobbs concluded from their comparison study of 
high and low risk drivers that II a man tends to drive as he lives." 
This statement, although often quoted by accident researchers, has led 
to little development of any t:heoretical explanation of the relationship 
between the way one learns to live and the way one drives. 

In 1960, Porterfield stated: 

Di~~;hrs who have little regard for their own lives or 
theVlives of others, or both (other things being equal) 
w.il1 have higher rates of accidents than drivers who 
place a high value on human life. As a corollary, if 
the populations of some areas have a higher ratio o£ 
persons who do not value life than have other areas, it 
may be predicted that the former populations will 
experience more motor vehicle fatalities. 

Porterfield's finding that areas with a lower regard for human life 
(as measured by homicide and suicide rates) had the highe~t traffic acci
dent rates strongly suggests the influence of cultural factors upon the 
'rate of motor vehicle accidents. This relationship is further strength
ened by the fact that both at the time of Porterfield's study, and now, 
'1he highest auto fatality rates, when conq:'olling for exposure, are 
found in the southern states (Reese, 1970), which also tend to have the 
highest homicide rates. 

Although the research conclusions presented above suggest that 
(1) SOCially learned perceptions influence an individual ' s accident lia""' 
bility and (2) the nature of these socially learned perceptions is 
influenced by the subcultural context in which the learning takes place, 
there remains the need to integrate these factors into a useful socio
cultural explanation of traffic accidents. 

Sociologists, and pa.rticularly criminologists, should give greater 
attentfon to socio-cultural factors which affect an individual's driving 
behavior, and thereby increase or decrease his chances of causing an 

6 

';;';:':::.' 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Ii I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 

II 

11'1 LI 

I 
I 
I 
I 

I 
I 
I 
I' 

I 
I 
I 
I 

II 

accident. Of the fatal accidents examined in this study, 97 percent 
resulted from some violation of traffic law, and those cOIl,lmitting these 
violations were two t.imes as 1ikely,tohave a prior criminal. history than 
those not guilty of such accident-causing negligence. Given the fact' that 
there were twice as many individuals with criminal records among those 
guilty of such violations as among those not guilty of negligence, it is 
reasonable to conclude that perceptions favorable tOi/crilWina1violC\tiQns 
play an important role in ~haping our accident pro'Q1em. 

Criminal violators responsible for fatal traffic accidents are best 
characterized by the violent personal offender associated with a subculture 
of violence. Given this fact, there is strong support for future research 
more specifically designed to determine to what extent exposure to a sub.,. 
culture of violence plays an important role in increasing an individual's 
liability for both violations of traffic law and involvement in traffic 
ac;cidel;its. " 
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CHAPTER II 

A SOCIOLOGICAL PERSPECTIVE ON TRAFFIC ACCIDENTS 

The motor vehicle accident, like pollution, hypertension and ulcers, 
has become a commonplace by-product of our mechanized way of life. Seldom 
does a major American' city endure a week without at least one traffic 
fatality (Reese, 1970). Almost never will a daily newspaper, in any city 
large enough to have one, fail to report at least one serious-injury acci
dent. Every holiday weekend the news media ritually report and update the 

i' increasing death toll, constantly measuring its progress towards the pro-
1,1 jected total. There are few people who do not know at least one person 
~who ha.s been involved in a serious automobile accident, and the extent of 
:the automobile insurance business is testimony to the likelihood of becoming 
~nvolved in an automobile mishap of some type. Each time one pays his auto 
~tnst1rance bill he consciously or unconsciously reaffirms the belief that 
h,e nlay become an. accident victim or an accident perpetrator. The traffic 
ai\Ccident has become a very familiar part of our daily life, so much so that 
as a nation we have become relatively insensitive to the severity of the 
problem. 

In the short period of 18 years, from 1950 thru 1967, nearly three 
quarters of a million people died in motor vehicle accidents in the 
United States (Reese, 1970). The population-based rate increased from 
21.5 in 1959 to 27.9 in 1969--an increase of 30 percent. The increase in 
the gross number of deaths for the same period was 49 percent. Although 
the mileage- and registration-based rates have remained relatively stable 
since the mid-1950's [The rate per 100,000,000 vehicle miles traveled was 
5.41 in 1959 and 5.30 in 1969, with a high of 5.70 being recorded in 1967 
and a low of 5.16 in 1961 (National Safety Council, 1970)] and are sub
stantially lower than during 'the early history of automotive travel, they 
do not represent a real lessening or even a stabilizing of the actual 
problem posed by motor vehicle accidents. Although these statistical calcu
lations provide important insights into the nature of the accident problem, 
they are primarily a measure of the efficiency of travel, not of the actual 
consequences of it. While particularly valuable in measuring the relative 
safety of various forms of travel, mileage-and vehicle-based rates do not 
reflect the increasing number of violent traffic deaths. While a mileage
based rate of 5.41 may not sound impressive, at the current level of travel, 
it represents over 50,000 deaths a year. These deaths are espec:i,ally 
untimely because the majority of people w40 die in motor vehicle accidents 
are young persons, the highest death rate characterizing those between 15 
'i:md 24 years of age (National Safety Council, 1971). 

It should be noted that recent statistics show motor vehicle deaths 
decreased by 2 percent in 1970 from 1969. There was also a concomitant 
reduction in the rate-per-population from 27.7 to 26.9, and in the rate-per
mileage from 5.23 to 4.91 (National Safety Council, 1971). This slight 
reduction in the gross number of motor vehicle deaths and the variously 
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computed death rates occurred despite the fact that the total number of 
accidents incre.;tsed by nearly 50,000 in 1970 from 1969. It -is reasonable 
to speculate that the Federal safety standard~ requiring both seat belts 
(1964) and shoulder harnesses (1968) would have some effectonareducing the 
'proportion of accidents which result in fatalities. The reduction in fatality 
rates in 1970 may reflect these measures; however, it is tooearly'to 
determine the actual overall effectiveness of such safety measures. 

What these figures do not reflect is the number -of people who are 
injure.d yearly in traffic mishaps. In both 1969 and 1970 approximately 1.3 
million people suffered either temporarily or permanently" disabling injury if 1/ 

due to motor vehicle accidents. The enormous amounts of B;roperty damage 'i; !? 

combined with the great numbers of deaths and injuries ma~~ the motov 
vehicle accident a most significant form of violence. ' 

Traffic Accidents as, a Social Problem 

A social problem is any reoccurring pattern of events caused by 
hUman behavior and perceived as having negative social yonsequences. 
Death, in itself, is not a social problem, but a natural and, vital ,.phe-
nomenon. Yet, the normality of death does not extend to pre'\Tentable or 
untimely death. It is this preventable aspect which. makes tfaffic acci-
dents a serious social problem. '" 

Few would dispute that Untimely death is socially undes{rab;Le and 
most would agree that efforts should be made to reduce the number of such 
occurrences. Personally, locally, and national1y, wesubsc'tf.pe to and 
underwrite a wide :variety of life-protecting efforts; e. g., ll~cks for 
our doors, police and fire departments, hospitals, food and d1rug control 
agencies, etc. Considerable effort has been directed at the,,~~eduction of 
automobile fatalities and accidents, but when compared with tQr enormity 
of the accident problem, public concern and governmental act;l.dn appear 
limited. This seems particularly t~ue if one compares the soc[etal 
response to the accident Eli1:u<;l.tion with the response toward otiler per
ceived social problems involving de,ath or injury. 

i! " 
'.I 

Although it may be inacc1,1rate to claim that the genera;L pc)pul.ation 
a~cepts the severity of traffic violence with 'complete equanim;Lty, it is 
fair to say that the response to this SOllrce "of" life-th:l:,eatia Ii consider
ably less vocal and less demanding of amelioration than' the rel~ponse to 
other perceived sqcial- problems.. Many of the same irtdi,vidua1ed who would 
buy double locks for the.!r doors and (,demand stricter law-and",o',rderpteaeures 
frQJ:.t,their legislators, actively avoid wearing safety belts wh,'~n drivins 
or(irlding in an automobile, or foregoing a drink or two befpr~1 driVing, 
In this , as with all things, the p)erception of the proble'q} is "the real 
determinant of action, or, &S W. To Thomas has said, HIf men perceive 
situations as real, then they are rea;L in their con8equence~.lt 

Ii " 
The motor vehicle accident, ')although it represents 11 sigt"\iifi~ant 

source of vi01ent death and injury,. does not receive as much ai'tt:entioll 
;i 
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as 'do other problems, some of which are much less severe in numerical and 
social cost accounting terms. The traffic accident, while the most common 
form of violence, is not generally perceived as a high priority social 
problem, ~espi te' the public's fear of ;7i,olence. 

Crimes of violence are considered by the American people to be one of 
the most serious problems facing the society. Numerous public opinion 
polls during the 1972 election campaign found this to be the case, and 
prior to the .ascendency of crime to the number one spot, the Indochina war 
was consider~.d the most serious problem facing the nation. Yet, while 
17,630 persons were murdered criminally in the Unite~ States during 1971 
(Uniform Crime Reports, 1972), over 55,000 persons died in automobile acci
dents during the same year (National Safety Council, 1972). Stated in more 
personal terms, an individual's chances of dying in an automobile accident 
are more than three times his chances of being murdered. Another example 
of the low priority accorded automobile accidents is provided by the 
Indochina war. A considerable amount of attention and vocal opposition 
was directed against this war, particularly once American involvement and 
American casualties rose sharply after the 1964 Gulf of Tonkin resolution. 
However, the 55,000 motor vehicle casualties which occurred in the"United 
States during 1971 alone exceeded the total number of American corubat 
fatalities in Vietnam by more than 10,000. 

.. It is the mode of dying which is relevant in determining whether any 
given category of death is more socially problematic than any other. Whether 
or not a particular mode of death is perceived as a social problem is 
related to two factors: (1) the perceived deviance attached to that mode 
of dying, and (2) the inevitability of that mode of dying. 

The traffic accident, in contrast to murder or aggravated assault, 
is less of a perceived social problem, measured by the strength of social 
reaction, because the context in which it occurs is defined as the more 
normal. The traffic accident itself is not a criminal occurrence. However, 
according to the National Safety Council's figures (1971), over 82% of all 
traffic deaths involve negligence, making the traffic fatality as nearly 
a uniformly criminal occurrence as murder. Like white collar crime, how
ever, traffic accidents occur during the performance of normal, everyday 
activities (Suth~rland, 1949). 

In 1971 over 80% of all American households possessed at least one 
car, and over half of the nation's population were licensed automobile 
drivers (AutoUlobile Manufacturers Association, 1970). This leaves very 
few people who are physically capable, and of legal driving age, who do 
not drive. In addition, the violation of traffic regulations is only a 
slightly less ubiquitous phenomenon than driving itself. Thus, the n~gligent 
operat~on of an automobile, the behavior from which traffic fatalities 
generally arise is a common, acceptable and normal behavior in our society. 
This correspondence with normal behavior results in a failure to perceive 
the automotive negligence as criminal behavior and a reluctance to initiate 
strong social control measures against it. 
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In contrast, the killiri~;f:f an~ther, when defined as murder, is an 
inherently illegal phenomenon, and more importantly, the context in which 
it arises is defined as not being within the realm of normal everyday 
activity. Murder iso.cmost;~,:connnonly the culmination of some altercation 
or verb.al hostility, just as the traffic fartality is frequently the culmi.- 'J 

nation of the negligent operation of the motOr vehicle. The hostilities 
leading to murder, however, are perceived as abnormal, particularly cby. 
those with the power to define law, while the antecedents to traffic fatali': 
ties are not. Therefore, murder is socially perceived alld defined as the 
far more serious and threatening problem. Interestingly enough, the behav
iors leading to murder, particularly the simple verbal exchanges between 
victim and perpetrator, are not necessar.ily illegal, while the negligent 
driving resulting in a fatality is always illegal. This suggests that it 
is not ~he formal definition but informal conduct norms which determine 
the perception of a behavior as problematic, even where two behav:i:ors may 
have equally violent conclusions. 

When comparing behaviors which may have undesirable consequences, 
it is also important to consider the relative social utility of behavior 
sets as well as their degree of perceived normalcy. The former plays a 
significant role in determining the latter. In a society oriented toward 
efficiency, speed and technological advancement, the motor vehicle is a 
transportation godsend. Over 90% of all intercity travel is by motor 
vehicle (Automobile Manufacturers Association, 1970). '. This represents a. 
critical flow of men, materials and machinery necessary to keep a tech
nocracyin operation. In addition, the automotive industry itse16 is a 
mainstay oi,:, the American economy. Thus, the motor vehicle,perceived as 
a positive good in itself, is also seen as a crucial element in achieving 
other socially defined goals. It is for this reason we are too willing 
to tolerate and accept the automobile and its consequences. On the other 
hand, a society which strongly desires at least the form of s~cial and 
domestic tranquility will inevitably view social hostility, the antecedent 
of murder, as having no utilitarian contribution whatsoever. This further 
tips.) the scales of social control away from the motor vehicle accident \0 

and towards violent crimes, even when the undesirable violent consequences 
of the former may exceed the-latter. 

" The degree to which a given event or condition is perceived as inevi-
table is generl:).lly a good measure of the social response that event will 
evoke. Human 15eings do not characts.ristically struggle'against those 
f~ctors or conditions perceive,r,l a$ inevitable~ Only,. when a degree of con ... 
trol is perceived possible do individuals struggle tel attain t~is control. 
The unwillinglless to struggle with, the inevitable becomes a criticalvari-
able in ~he framing of social problems. within any society. .1' 

f; Inevitability plays its part in making violent crimes appear to be 
more serious a social problem than traffic ,a.ccid~nts. The v~ry fact that 
violent crimes are crimes and traffic accidents are accidents indicates the 
differential inevitability 'of the two phenomena: Crimes . at:~ th'e res~lt of 
willful human behavior and are., therefore'(l controllable. AccidentsElre " 
almost acts of God and, thus, are uncontro:dable. The motorvehicleac.ci
dent, while not perceived completely as an act ot God, is gen~rally seen 
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as the result Q:f an uncontrollable series of singularly harmless events, 
while crime is the result of deliberate behavior. 

Here the concept of mens rea plays an important role in determining 
the societal response to these two types of events. Crimes involve mens 
rea, and therefore within our perceptual framework it becomes legitimate 
~direct stringent social control measures against those who commit them. 
The acCident, even the clearly negliw"nt homicide by vehicle, does not 
directly involve specific mens rea regarding the outcome. Individuals 
may speed or violate some other traffic law w,ith premeditation, but it 
is safe to say that with the exception of the vehicular suicide, drivers 
seldom premeditate accidents. Thus, the accident is seen to pass further 
out of the realm of controllable behavior, even though the severity of 
the accident problem would seem to warrant more active control efforts. 
Human beings do not seek to alter the inevitable, and the degree to which 
automobile accidents are perceived as inveitable results in an equivalent 
reduction in efforts to control them. 

In stun, automobile accidents are perceived as (1) arising from 
"normal" behavior, (2) related to socially utilitarian activity, and 
(3) inevitable. Murder and violent crimes~ on the other hand, are per
ceived as (1) arising from "abnormal" behavior, (2) related to actions 
which have no social otility and (3) anything but inevitable. It is 
these distinctions which account for the active social support to suppress 
violent crimes, and the frequent social resistance to measures to control 
traffic accidents and lessen the ntunber of fatalities. 

The Sociology of Accidents 

There ha~ been relatively little research into the sociology of traffic 
accidents. This fact is noted by Haddon in the introduction to the "Social 

',:, and Oultural Factors';' chapter in his volume Accident Research: 

Social factors related to accidents may be studied on the soci
etal or on the individual level.. From the societal point of 
view, broad social forces influence the ways in which the 
community or group views and deals with hazards in its environ
ment • • • Although much research has been done on the influence 
of social factors on a wide range of individual behavior-
voting, for exa~p1e, or purchasing habits--few studies have 
been done on accidents. 

What work has been 40ne in this area has been primarily concerned with 
the ecological and demographic distributions of accidents rather than the 
socio-cu1tura1 :i.nf1uencesupon accidents. 

In"the area of the ecological and demographic distribution of acci
dents the work of DeSilva (1942) and of Iskrant and Joliet (1968) has 
proVided valuable infqrmation. Despite the 26 year!:! separating their 
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publication dates, both studies report similar findings, suggesting that 
the factors influencing the distribution of accidents are relatively 
stable. Most of their findings have also been corroborated at one time 
or another by other research efforta. From these two works, a number of 
seemingly stable distribution characteristics can be specified. 

Demographic Distribution of Traffic AcCidents 

1. Men are involved in fatal and injurious motor vehicle 
accidents in far greater proportion than women. This 
is true for both pedestrian and moving motor vehicle 
accidents, and for all ages with the exception that 
past the age of 65 the injury rates for females due 
to moving motor vehicle accidents exceed those for 
males. 

2. 

3., 

4. 

5. 

6. 

7. 

'..r. 

The elderly (over 65) and the young (2-14 years of age) 
contribute the bulk of pedestrian deaths. Men over 65, 
comprising less than 5 percent of the population, 
account for 25 percent of the pedestrian fatalities. 
Death from motor vehicles are the greatest single 
cause of death to children after the first year of 
life up to age 14. ,; 

R;:ltes are higher for non-whites for pedestrian fatali
ties, while rates are higher for whites for non
pedestrian auto fatalities. 

[Regarding this DeSilva, however, comments thal~ while 
non-whites are not oyerrepresented on the basjts of 
licensed drivers, their annual mileage is muc~ less 
than whites making their accident rate actual~~ higher 
than ,I;hat of whites J 1\ 

, 
Pedestrian deaths are about three times as high for 
foreign-born whites as foI:' native-born whites,!! with the 
differences greatest for children 'and the elde~rly. 

Ii 
I' 

Among non-whites, American Indians have the h~:ghest 
motor-veniele death rate, nearly three times tfhat oJ 
olacks. Chinese and Japanese have the, lowest \\motor..; 
vehicle death r,ates ~mong non-whites. Ii \, 

The motor-vehicle death rate is higher for whl'tes 
ages 15-24 than for non-whi,tes of the same age group .'11 'I' 

~~cef;>s to motor "vehicles at an earlier age alUdng whith 
may aeeo,YIlt for this (J:skrant and Joliet). , II 

" " ' 1[' 
People who live alone, or with others not rel~:ted to 
them ha;qe the highest de;:lth and injury rates ~!e8Ulting Ii,:' 

from motor vehicle accidents. 
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Ecological Factors Related to Traffic Accidents. 

1. The highest movr~ motor vehicle death. rates occur on main 
rural roads, with straight level stretches of such roads 
having higher accident and death rates ·than curvy or hilly 
sections. 

2. The greatest actual number of deaths by automobile occurs 
in the Eastern states. 

3. Basing death rates on number of miles traveled, or number 
of vehicles registered, the Southern states have the high
est traffic death rates. When based on population the 
highest vehicular death rates are recorded for the Western 
states. 

4. The majority of pedestrian deaths occur in urban rather 
than rural areas. 

5. Individuals from lower socio-economic census tracts are 
overrepresented among urban pedestrian fatalities. 

6. Census tracts having the highest proportion of the drivers 
in accidents are located in portions of the city surrounding 
the downtown business district. (DeSilva) 

Regarding this last point DeSilva reports an analysis of traffic 
accidents in St. Paul, Minnesota which found that the overall ratio of 
accident-involved to accident-free drivers was one in 21 for the entire 
city, one in 13 in the lower income areas and one in 30 in the higher 
income suburban areas. 

Although other ecological and demographic patterns of traffic acci
dents have been identified, the ones cited above appear to be the most 
consistent. This is demonstrated by the fact that the 1942 analysis of 
DeSilva and the 1968 work of Iskrant and Joliet concur on nearly all the 
points mentioned, and that they can be re-substantiated from current 1972 
accident data. . 

Of particular interest for this study are those accident patterns 
which indicate that .socio-cu1tura1 variables may explain part of the 
variance in the distribution of traffic accidents. The indications that 
non-whites have higher pedestrian death rates than whites, that foreign
born white have higher pedestrian rates than native-born whites, that 
individuals from the poorer socio-economic areas are overrepresented 
among traffic fatalities, and that the traffic death rates for miles 
traveled and number of vehicles registered are higher for the Southern 
states than for other parts of the country suggest that ,socio-cu1tura1 
differences may play some role in the distribution of accident involvement 
and f.A.talities. 
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Given the overrepresentation of certain identifiable social groups 
in various categories of accidents it is not u~warranted to question . 
whether or not the same sociological variables which influence the distri
bution of other social problems such as crime,. disease, alcoholism and 
delinquency may have similar influence upon the distribution of traffic 
eccidents and fatalities. This question is of particular importance for' 
the study of urban traffic;fatalities. It may be the case .that .the .)urban 
traffic accident represents,\@. somewhat different pheuomenonthan those 
which occur on rural roads, a11d are influenced to a greater degree by '. " 
the same variables which e,ffect other urban social problems than are 
rural road accidents. To assess the validity of this notion it is neces-o 
sary to examine the possible relationship between cultural Or subcultural 
experience and driving behavior. c\ 

Culture, Subculture and Accidents .. 

A number of researchers have found some correlation between the prop
ensitY.for accidents and.other forms of social deviance (Ti11~n and Hobbs, 
1949; Willet, 1964; Barmack and Payne, 1961a, 1961b; McFarland" 1964; ') 
Beamish and Malfe;tti, 1963; Coppin, 1964; Shaw and Sichel, 1971).' ,.Further
more, most of these researchers found that the.propensity to haveacci
dents correlated with a tendency to be involved in va~ious ~ypes of non~ 
motoring offenses. Other researchers have identified social perceptions 
particularly among youthful drivers which are related ,to high acCident ,\ S' 
and high violation rates (DeSilva, 1942; Conger, 1957,_ 1959; Rommel., 1969; 
Beamish and Malfetti, 1962). These two bodies of findings suggest that 
(1) social perceptions def effect driving behavior, and (2) the crucial 
perceptions influencing driving behavior may not be wholly distinct from 
those influencing other spheres 6f daily conduct. 

These studies into the perceptual and behavioral correl.ates of acci ... 
dents were primaril.y psychological in orientation, and as such were '(lot" " 
concerned directly with the relationship between perceptions influencing -'.. 
driving behavior and social variables. Modern criminological research, on 
the other hand, hasfreque~.tly focused upon the relationship betw,:~en crimi
nai involvement and social variables such as race, economic status, family 
experience and social background, and has repeatedly demonstra.ted that 
involvement in conventionai crime is significantly r~1ated to these vari-o 
~b1es~ Other criminologists have attemptfa to<explain the rl;alat:l.Onshipv 
between criminal behaviQr and tfrese variables through the development and 
applicatioq. of theo.ries· of culture" and' subcul ture.. Insofar as . previous 
accident research has demonstrated a correlation between I:l.ccidentinv:01ve .... 
ment and other fl)rmSof deviance, an§. cri~inologicalresearchers' have 
devel0p,rd cu1tur~-oriented explanations of involvement in devisntbehavior., 
it may be fruitf!.!],. to consider whether such ~heorieSt""Jn e~ll:l.in at least 
part of the va1;iance in the d:tstribution of traffic accidents. 

,-~~ --'--,::==" -;;- ~. -' --.~- -"'-' -~ 

The basi~--",QJ cultural theory is' the .c.ol1eept that individuals tire 
socialized to?perceive and r¢aait to the worl.don the basiS of the shared 
meanings "of the group to which th.eybelQl1g; 9nd J~h~t th~/YQ:t":ia1:ions iJ:r 
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sharid"ilerq,~ptions among groups are the result of the different social 
experi~nc'e$' to which each has been exposed. In the area of. criminological 
thE:ilir,y,\:ri:rI:.1, broad notion of culture has given rise to three explanatory 
modeis ~"/ - " 

The'"first model, best typified by the, work of Sellin (1938), is based 
lipqh; thecotlflict inevitably engendered ~hen two pre-existing ethnic 
cultut~$'are somehow brought into contact with one ano'ther, and indivi-
'duals £'f.,!;>ln'one cultural gro'up are stibjectedto the laws derived from the 
etiitur~i:experiences of another group. The second is based upon the cul
',turaldffferences resulting from the economic" and social stratification 
'qf socii?,ty,.iThe "focal concerns" theory of Walter M:ill~r (1958) and the 
'tsubthltlir:e: of violence" thesis of Wolfgang and Ferracuti (1967) represent 
this otie,rltation. The third model is that of the reactive subculture, 
the, subculture which forms in reaction to and in rejection of the values 

" of the dominant culture in a society. Cohen (1955) is the principal 
founder-'9f this appro~ch. 

The~Jil6dels are not wholly exclusive of one another and share certain 
conclep'ts:: The conflicting ethnic culture of the Sellin model mal! also be 

,loca1;:,ed in the lower class culture of Miller's model, just as tUe "sub
culture of violence" may reflect certain ethnic inputs, particularly in 
the case of bl'acks. Yet,while there do exist similarities, each of 
these models can make an indep,endent contribution to understanding ,the 
accident prob:Lem. 

Sellin indicates that when individuals are evaluated by laws based 
on, a cul!=ure other than their own they 'run a significantly higher risk 
qfv:b;>lating these laws. This may be for two reasons. First, to obey 
the, law to which they are subject may require a violation of their own 
normat±vesystem, an act which the individual may perceive as having 
lntormaLconsequences more ,severe and mpre certain than the formal sanc
tiQ'n,:1:'iskeQ through violation of the law;-' Second, the differences in 

\\pultural~etcept-ion may make the formal law difficult to comprehend. 
'The law ~.y: prohibit acts which are neither forbidden nor denigrated in 
h'1s own ctil;tJl1::e~ and so the law is dismissed as irrational. 

'" In, the areallof traffic accidents this approach may explain to a 
certaih degree the overrepresentation of foreign-born whites among acci
detlt~£atistics, particularly those for pedestrian fatalities. Ethnic 

.. pat'te,rnsbf child-rearing may be inconsistent with contemporary traffic 
patt€rns~l:jUl:.1lit as certain traffic regulations may have varying importance 
dep'e:p,ding,iupon 'c:ultural background. These explanations~ however, would 
uQ,t, seem'il,t:o lexpJ"ain a great deal of the variance in accident distribu
tion. W:1.e~'cheexception of p~destrian fatality rates for foreign-born 
j;'l1~}it~~,:ilt tJier~';i:s:' little empirical verification of significant ethnic 
differj3qcesalt\ong accident victims, and the fact that Orientals have !l 
ra,thet' . low !.'f\te' of involvement in traffic mishaps suggests that ethnic 
di.fference ~:ione is not a sufficient cause for high accident liability~ 

\1) " 

The ~qf~8,,4of Cohen~ Mi.ller and,. Wolfgang and Ferracuti differ froin 
Sellin's thesis in that the parameters around) the subculture whose 

16 

\') 

:,1) 

(~ 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

'/'1 J, 

I 
I 



I 
I 
I 
I 

I 
I 

I 
I 
I 

I 
I 
I" 
I 
I 

behavior 'is to be explained are socio-economic rather than strictly ethnic,. 
However, li~e Sellin, they view deviant behavior as arising fror;lZi:valu~s 
and patterns of behavior normal for the stfbculture in which they are 
located. 

l,:.! 

Cohen's model identifies the delinquency of working-class youths 
as a reaction to perceived social blockage •. Workin-g class youths," social
ized to accept and desire middle class standar~p of achievemen~ experience 
blockage from the means to achieve these goals. Realizing this, they 
attempt to compensate for their inevitable failure by rejecting"these 
secretly held goals and uniting with similarly frustrated youths to express 
their rejection. Behavior contrary to accepted standards becomes the 
norm by which the youths reject their rejectors. 

For individuals desiring to reject the standards of behavior of the 
dominant culture, the automobile provides a ready tool. It is possible 
that aggressive and negligent operation of a motor vehicle may express 
the same rejection of society as does juvenile vandalism (Martin, 1956). 
Insurance companies have long identified young drivers as a high risk'D 
group. Certainly, a perc~lntage of young drivers have accidents as a 
re.sult of their lack of slall, although as a grOJlp they have been. found 
to be more skillful than adults due to quicker reaction times. However, 
it is interesting to consider that although young drivers are considered 
a high risk group, many insurancecomganies a1,so provide inr,;urance dis..,. 
counts for students with high scholastic aNerages and young drivers in 
college, ,. indicating that this particular segment of young drivers is a 
lower risk group than young drivers generally. This suggests, that other 
variables intervene in the relationship between age and driving riSk, 
and that the automobile may be less impo.rtant as a form of ~ggressive 
release for young"persons who have access to cuIkurally prescribed and 
acceptable demonstrations of status. 

Walter Miller suggests that much lower-class gang delinquency is ,a 
reflection of certain basic "focal-concern:s." These include "fate," . 
"physical toughness 5 " Ijsmartness" (the abili;ty to can or d1.lpe) and the 
desire for "excitement." These c,?ncerns, ptlr<ticularly "fate," "toughness" 
and "excitement" are likely to affect attitudes towards driving. Indi'V'i
duals for whom the concept of "fate" is salient are less likely to view 
the negative consequences of their own behavior as subject to theit' con
trol. If one relies on "fate" there is less'reason to take precautions 
against 'ac'cidellts, since' one will believe there is little that can be" 
done to prevent their occurrence. The de,sire for "excitement" can also 
l:ead to aggressive, chance-taking'driving, cind certainly placing one's 
life in jeopardy through deliberately aggressive or reckless d'(iving 
provides an opportunity to demonstrate "toughness." ' 

~ ~ ""' '.~ ~~~ 
r" .' 

There e~ists. an interesting corresponden8.e""~between Mille~t's "focal 
concerns" and attitudes ,identified as dgnific'ailtlyre.lated to'l:i'igh ~cci
dent and trafficviolationrecoids. Rommel ll (1959) :identifi~d attit\ldei;J 
such as viewing driving as a me,~ms of compensating .tor youthful status, 
the desire for dangex, the W:lsh~t:£b4~onstrate one'sconfidenc'iftn .hifl 
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". ability throughdr.iL'1ring and an emphasis on· the puwer of the. vehicle as 
significantly related to accident involvement. The desire for danger 
represents "excitement." Demonstrating confidence in oIle's ability is 
similar to Miller's definition of smartness, particularly where this 
ability takes the form of outmaneuvering and outwitting other drivers. 
And certainly emphasizing the power of pne' s vehicle can be a susbt.itute 
expression of "toughness." 

Similarly, the attit~des discussed by McFarland and Moore (1955)-
the desire to use an auto to enhance. one's chances in sexual cdmpetition, 
the desire to "get even" with other drivers, and the tendency to express 
hostility through driving--bear a correspondence to excitement, smart
ness and toughness" respectively .. 

While the theories of Cohen and Miller provide valuable concepts 
for traffic research, the work of Wolfgang and Ferracuti offers what. is 
perhaps the most useful perspective for understanding traffic violence. 
The "subculture of violence" thesis states that a readiness to express 

cc~; violence through overt aggression among certain groups of people is part 
of a subcultural normative system that defines the life-style, the 
socialization process and the interpersonal relationships of individuals 
living in similar conditions. Individuals exposed to this subcultural 
experience will have a greater willingness to engage in aggressive behav
ior than those exposed to a different subculture and, furthermore, may 
suffer ~ocial censure for failing to be aggressive in situations perceived 
as req'uiring an aggressive response. 

This theory, however, is oriented towards explcdning interpersonal 
violence such as homicides and assaults. Traffic accidents, on the other 
hand, represent an impersonal rather than an i~terpersonal form of vio
lence. While the willingness to bring harm to others and one's self 
through vehicular negligence suggests that traffic accidents may be 
related to the subculture of violence, the fact that the harm caused is 
relatively impersonal argues against such a perspective. 

While social scientists have long been concerned with the patterns 
and causes of violence,. aggressive behavior directed at a specific 
individual or group has been the usual starting point~ Instances of 
rando~zed violence, such as mass murders, have been generally treated 
~s a separate .category of be.haviorthought:to be--precisely because of its 
random character--the product of severe psychological disturbance. Vehi
cular negligence and the accidents whJ~h result from it fall somewhere 
,between conventional crimes of violence and pur~ly random violence. It 
lacks both the specific orientation of conventional violence and the 
intense motivations associated with randomized mass violence. Vehicular 
neglig~t'/.ce, if at all related to a subculture of violence, would seem to 
represent a free-floating willingness to risk.violent outcomes, rather 

" than a desire to bring physical harm to either some specific individual, 
Or to people in general. 

Combin~$e~~~.li~ide and homicide rates into an overall measure of 
violence, Po~}e~fi~~d (1960) found that the rate of fatal accidents 
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correlated significantly with the ,rate of violence in the 39 metropolitan 
areas having the. highest and lowest rates" of personal violence. This 
finding supported Porterfield's hypothesis that: 

Drivers who have little regard, for their own lives and the 
lives of others • • • will have higher r.ates of accidents 
than drivers who place (l. high value on human life. As'a 
corollary, if the populations of some areas have a higher 

i,'ratio of persons who do not value life than have other 
:; areas, it may be predicted that the former wiJ). experience 

more motor vehicle fatalities. 

Although not expressly concerned with the subculture' of viol~nce 
thesis, Porterfield's findings offer at least indirect support for the 
idea" that subcultural groupings with a high rate of interpersonal violence 
will also exhibit high rates of traffic violence. 

Although the subculture of violence theory focuses upon interpers,onal 
violence, its formulators refer to the "p&netrating and diffusive character() 
of this cultural theme." Is it possible that this subcultural. i;:heffie'~o£~=";~~~=';'="== 
violence can influence impersonal as well as interpersonal conduct? We 
suggest three mechanisms through which a "subculture of violence" can 
influence an individual's driyin~behavior. 

'j 

First, two obvious components of a subculture of violence are the 
willingness to cause physical q,arm to others) and the willingness to :r:lsk. 
physical harm to one's self in the form of retaliation for';one' s own 
aggressivity. rfhis reduced concern about possible harm to both self and 
others will influence the manner' in which one dd ves. ; 'That is, pel;'cep
tions favorable to aggressivebehavio:cJ,)will extend thenu:;elves to driving 
as well. as face-to-face interactions inasmuch as the des;i.re to avoid harm 
to self and, others is one~ of the basic. controls upon'an individual's 
manner of driving. ' 

,,> Secondly, individ~als socialized into aggressive patteroa of behavior 
will be more likelY to utilize an automobile as a substitute form of agres
sive release in those situatfbns where direct aggressivity is. nat possible 

i! than those who do not accept overt expressions of ,hostility as nor1llat~ve. ' 
i) 

o I."; 

t', Third, the manner in which one drf..Jlescan function as an alternative 
mecha!\,ism for demonstrating the_,quaHties of physical prowess, "toughness" 
or'lIsmartness" associated with 'lower-class or working-classii,culturewhich, ' 
as Wolfgat\.g an'dFet1:'acuti indicate, ;i.s the basic milieu fora subculture ' 
of violence in America. " 

,,' 
If these relationships between subcultural experience atldcdrivin~ . 

behavior do. exist, nbmogeneous'subcultural groups with high 'rates of :l.nte:r~ 
personal violence should exhibit 'high rat;esof aueomotive violence; and as 
a corollClry,the ecological.,!} dembgrappic and prfor offense patterns of 
vellicular negligence should parallel 'those of interpersonal crimea of via ... 
lence. .,Subcultural influences, of" course, .cannot explain the totality of 
trafr;!.c vifllenee, Bust ~s theyOcanno~ ejeplain the totality of interperl;lQlll:ili 
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violence. Our ~question rather is, ,do the patterns of vehicular negligence 
resulting in t£affic accidents bear sufficient similarity to the patterns 
of conventional violent crime to support the hypothesis that a subcul
tural1y learned willingness to engage in overt aggressivity will influence 
the manner in which one drives as well as the manner in which one behaves 
interpersonally? 

Alcohol and Traffic Accidents 

Numerous studies have related alcohol in the blood to an increased 
accident liability. These studies have been primarily of two types: those 
which have investigated the incidence of alcohol consumption among indivi
duals actually involved in accidents, and laboratory research which has 
attempted to demonstrate the effect of alcohol consumption upon the ability 
to effectively perform various motor and perceptual tasks. The National 
Safety Council has long reported the number of accidents involving alcohol 
consumption, and current statistics show alcohol consumption involved in 
approximately 50 percent of all tra:[,fic accidents (National Safety Council, 
1972). These statistics, derived from police reports, however, do not 
provide any information regarding the patterns of alcohol consumption 
related to accidents or the actual role of alcohol in accident causation. 
Although such statistics make reasonable the inference that alcohol 
increases one's liability to have an accident, they do not provide infor
mation regarding the dynamics of alcohol consumption and driving behavior. 

There is now a large body of research, both field and experimental, 
on the role of alcohol in the accident picture. The amount of research in 
this area is far too considerable to review each endeavor s'eparate1y, and 
since the findings are generally consistent, there is little reason to do 
so. Field research in the area of alcohol and accidents has consistently 
demonstrated that: 

1. Alcohol consumption is related to a significant proportion 
of all traffic accidents, both fatal:s:(~~d non-fatal. The 
actual percentage of alcohol-related accidents varies from 
30 percent to 65 percent of samples studied. 

2. Men !ire more frequently involved in alcohol-related acci
dents than women. 

3. Alcohol-related accidents occur most frequently in the late 
evening .or early morning hours, with weekends having a 
slightly higher percentage of alcohol-related accidents 

)'\, ,,·than weekdays. 

4. Variables such as road condition, age of automobile, 
weather conditions and amount of traffic are much less 
important than alcohol consumption. 
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5. Alcohol 
drivers 
but not 
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,~ 

consumption is significantly more common among 
responsible for accidents than dr.ivers involved 

'\ 

responsible. 

6. Alcoholism. is significantly related to a poor accident 
record. 

Experimental research projects on the relationship between alcohol and 
driving ability, or the performance of motor and perceptual functions 
critical to driving, consistently demonstrate: 

1. Alcohol consumption increases an individual's reaction 
time. 

2. 

3. 

An individual's ability to correctly perceive,distance 
and speed are impaired by alcohol consumption. 

I:l 

While an alcohol blood content of .10% or more generally 
results in severe impairment of motor and perceptual 
e££iciency ::!l1d.-.actuaL driving behavior,alcoholconsump--- ~-~ .. _=~~ __ =c~. ~=~~ 

tion in any amount reduces one's driving ability. 

4. Alcohol consumption, for certain types of persons (particU
larly the inexperienced drinker or the introverted), 
results in a greater tendency to take risks and to 
violate traffic laws. 

5. The effects of alconol, both behavioral and psycholo
gical, on various individuals are not uniform. 

The work of Haddon, et a1., has provided a novel approach to better 
determining the actual role of alcohol usage in' the overall traffic 
picture. In three studies, one concerned ~ith sing~e-car fatalities in 
Westchester county (1959), one of pedestrian fatalities in Manhattan (1961) 
and one concerned with vehicular deaths inc.Manhattan (1962), Haddcih and 
his co-workers constructed control groups from a random sample of etthet 
pedestrians or drivers passing the site of a fatal .trliffic mishap at 
approxim~tely the s.ame day of the week and time of day as the lictual 
accide~t... The control subjects were tested for alcohol consumption and 
also interviewed to gather information on other significant variables. 
Through this ffi,8thod the researchers were able to document sUPPoS:Lt;lons 
regarding alcohol consumption and traffic accidentswh:lch previq,usly 
could only be inferred from st:atistical ~nalysis of liccident- groups. 
The findings indicate that a significantly greater percentage o~;;-. fatally 
involved drivers and pedestrians were. intoxicated or had beep. drinking " 
than members of the non,-invo,!yeg control groups, a notion which hlid long 
been held but never clearly I'f;-!~motlsf'rated. . 

Despite the methodological soundness of Haddon.' s wOrk, and hi's clea~ 
demonstration that alcoh6l is present in those involved"in accidents 
s:,tgnificantly more often than those Ilot involved, the dynamics of the 0 
relationship between accident invt?,lvement and accidents was not subflt:an.t;lal.lY(I)\ 
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illuminated. Does the alcohol cause the accident, or is driving after 
drinking a manifestation {bf some antecedent vf,l.riab1e which increases 
the individual's accident liability? Little is known about the interaction 
between the alcohol-reduced capacity of the driver and the actual driving 
behavior. Do intoxicated drivers as a group drive more recklessly than 
sober ones, or do they drive in their normal manner but simply incur a 
somewhat greater risk due to slower reaction time, decreased motor control 
and attenuated visual capacity? .Does the knowledge that one is intoxi
cated tendto'increase or reduce .norma1 risk-taking? What factors differ
entiate between the individual who knows he is intoxicated and therefore 
refuses to drive, and one who readily drives despite his intoxication? 

Carp~nter (1968), after an extensive review of the research literature 
re1gting alcohol to.accident invo1~ement concludes that research does 
not support the belief that alcohol produces uniform effects on driving 
behavior. Instead, he concludes that an individual's ,driving ,behavior 
is a result of his !'response to alcohol" and that this response is deter
mined by the individual's personality, skill, experience, and age. This 
pos~tion is given further support by the finding of Carlson (1972) that 
individuals whodriak in bars as opposed to private residences are dis
proportionately represented among night-time drivers, and subsequently 
among drinking drivers involved in traffic accidents. On the surface, 
this finding may seem only to corroborate the common-sense logic that 
those who drink in bars must transport themselves home eventually and, 
therefore, are on the road in greater numbers than those who drink in pri
vate residences. However, if one considers that drinking in a bar is a 
more prevalent pattern for certain subcultural groups than for others, 
and that individuals arrested for non-traffic alcohol offenses are most 
frequently individuals who have been drinking in a tavern (Stinchcombe, 
1963), the effect of both personality and cultural experience upon one's 
liability to an a1coho1-re1~ted accident becomes clearer. 

Cohen, Dearna1ey and Hansel (1958) used professional bus drivers to 
determine the effects of alcohol consumption on an individual's wi11ingn,e'ss 
to take risks. The drivers were asked at various stages from sober to 
clearly intoxicated to identify the smallest gap between two moveable 
stanchions through which they could drive their bus. After identifying 
the smallest size gap with which they felt confident'i)the drivers were 
then asked to perform the task. As drivers consumed more alcohol they 
were prepared to drive through narrower gaps than when sober, while at 
the same time needing a wider gap before they could succeed. As the level 
of alcohol consumption increased the drivers became more willing to expose 
themselves to hazar4s they would not have attempted when sober, despite 
the fact that their ability to negotiatate the hazard was reduced. The 
genera1izability of this finding, however, is significantly moderated by 
their finding of broad individual differences. In their own words: 

• • • the variation in the margin of hazard within groups is 
so large as compared8 with the variation between them that a 
knowledge of the blood alcohol of any individual driver tells 
us little about the degree of hazard in which he might become 
involved. 
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Cohen, et a1., do not attempt to explain the individual differences 
except to say that it is a widely known. fact that individuals vary consid
erably in their reaction to the same amount of alcohol. . Whether this 
variation is psychologically or physiologically induced is unknown. 

Thus, while research has demonstrated that alcohol consumptiQuis 
involved in more than half of all traffic accide~t$, and that alcohol 
consumption definitely affects one's driving capabilities, there is signi
ficant indication that it is~ot the alcohol consumption alone which . 
causes accidents, and that a given level of intoxication will not produce 
identical driving behaviors in various individuals. There apparently 
exist other variables which ~ffect an individual's IIresponse to alcohol. tt 

Criminologists have frequently demonstrated that alcohol consumption 
is related to the commission of many types of criminal behaviors. Among 
these, the violent crimes of murder, aggravated assault and robbery a'te 
significantly related to the consumption of alcohol (Wolfgang, 1951 'c 1967; 
Amir, 1967). Furthermore, it has long been known that involvement :1..tt 
conventional crimina~_ activity, particularly of the violent type ment:l,pp.ed 
above, is more .fr,equent amongmembers=or-"tha~71moJe:t~--csoCcio-eaGnGm±c~=group1:i; 
and among certain ethnic groups. Does the consumption of alcohol itself 
lead to involvement in conventional crimes? If one answers in the aff~r
mati'11e, one must also then a.ssume that alcohol consumption is mUch mOre 
frequent among lower socio-economic status (SES) groups than among others, 
for how els,e can one explain the over-representation of these grot:l!ps. in 
conventional crime? Given the business and social patterns of drinking 

I~ 

among the middle and upper classes, it is unreasonable to contend tnat·the 
lower classes engage in far mo.re drinking and, therefore, are more crim:i.nally 
involved. If a blue-collar worker is more . likely to be involved in COtWen
tional criminal activity after the consumption of alcohol than is the 
middle-class businessman after an intoxicating lunch, one must look to 
variables other than the consumption of alcohol to explain the differences 
in their liability to crime~ 

o 

Where conventional crime is concerned, it is an individual's resg~ 
to alcohol rather than merely the consumption of alcohol which is important. 
Since one's response to alcohol is, in part, a learned respon.$e, the cul.
tural context in which one learns'this response must be seen as a critical 
antecedent variable' in any analysis which attempts to relate alcohol con
sumption cto behavior. That is, the increase in accident liability~,,~ue to 
alcohol consumption may vary markedly, among individuals who have leal::n~Q.~ 

': different c.ultural modes of responding 1:,0 into:dcation. 

Summary 

The previous discussion has explic~ted the reasons why thefatal,:;;t.;.;:affiC 
accident warrants consideration asa socinl problem, and has ptesentetlrft' . 

. SOCiological perspective on accidents. Sociological i'lccident re$ea'fchso" 
far has. been based upon gross statistical compilations (generally, .;tat1onal 
ill $cope), and does not provide an adequate pOl\;~rait of 'tlle accideut. l?z!()blem 
within a specific social and structural. context~ 
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The exploratory accident analysis presented in the following sections 
will consider many of the same ecological and demographic variables employed 
by other accident researchers. The value of this research, however, lies 
not in variables r,mployed, but in its attempt to develop an overa,ll con
textual portrait of the fatal urban traffic accident. By focusing upon 
the traffic accident as an urban social problem, it will hopefully provide 
sensitizing concepts regarding,the urban accident problem~-a critically 
importatt step in the development of any theoretical fq,rmulation. 

The essential research question asked is, "As an urbano,£!o,~ial problenI, 
what ecological and demographic characteristics do fatal traffic accidents 
share with other urban social problems, particularly crime?" Since little 
viable sociological theory regarding traffic accidents exists, the research 
must be. exploratory in nature. This approach is consistent with Blumer's 
'(1968), admonition that sociological researchers should devote considerable 
energy toward understanding and developing sensitizing concepts about a 
particular social phenomenon before attempting to develop theories and 
test hypotheses regarding that phenomenon. 
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CHAPTER III 

METHODOLOGY 

Nature of the Data 

A fatal injury accident in Ohio cal,1 result in a charge of manslaughter 
by vehicle in either the first (felony) or second (misdemeanor) degree. ' 
(O.R.C. 4511.18, 4511.181). For this reason, fatal accidents, are inves
tigated to a far greater extent than accidents involving only injury or 
property damage. Those involving no fatalities are investigated by the 
uniform subdivision officer(s) responding to the accident call, and a 
standardized accident: report form is filed. If a fata1ity,or a possible 
fatality is involved, a member of the Accident Investigation Squad (AIS) 
is called in to conduct further investigation, both at the scene of the 
accident and during subsequent days, to determine if a 'charge of man ... 
slaughter by vehicle should be brought against an involved driver. 

This study focused upon fatal accidents for two reasons. First, in 
an urban env:f,..,ronment which is highly traffic-controlled, a. fatal accident 
is generally!) the res1llt of a significant violation of traffic regulations. 
Secondly, the selection of fatal accidents enabled the utilization of the, 
rather extensive data gathered by the AIS, in contrast to the limited 
accident reports available for non-fatal accidents. o . 

In addi,tion to the basic accident report fo,rm completed for all acci
dents, each fatal accident packet included the following: (1) A written, 
chronologically presented report of the investigation process. This report, 
compiled by the investigating AIS officer(s) begins with the initial 
investigation at the scene, of the accident and includes all SUbsequent 
investigations and contacts made leading to the disposition of the case. 
(2) Written statements from survivors involved in the: accident and witnesses 
to the accident. These statements are generally obtained either at the 
scene of the accident or during subsequent .contacts, with survivors or 
witnesses. (3) Photographs of the accident scene. (4) Death certificates 
for those fatally injured. (5) 'Lab reports on the alcohol content of the 
blood taken from those fatally injured. (6) The results of breatha:J.izer 
tests given to surviving drivers. (7) A diagram of theac.cid~nt showing 
the direction of vehicle travel, pOint of impact with eithe~. apedeatrian, 
another vehicle or a fixed object and the final attitudeco,of' the ~eh;tcles . 
and individuals involved. (8) Aspeciafaccident report forItl which 
included inf.ortnation regarding; the con,dition,of'" vadous ,veh,iclecomponentB., 
and information regarding estimated speed of the .vehic1e derived thl;'ough 
a computation involving length of ski:d marksagd the coefficient of£riq.tion, 
for. the particular type of road surfa6e involv~d. (9) A list of perEiona1 
e.Hects found eaither on the fatally injured individual or in the venicl~ 
qf a person kille.din the aCCident •. (10) . A liB.t of prior polict% conti,l¢ts 
involving traffic and non-traffic offenses for the fatally injured,flUliVivins 
driver!? and passen~ers. (i1) A cop'y of"J:he arrest warrant :las{.Jed tor . 
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those charged with manslaughter by vehicle. (12) t1iscellaneous communi
cations Bett-leen the AIS officer(s) and individuals involved in the acci
dent, survivors of individuals involved, attorneys for those charged with 
manslaughter by vehicle or some other related offense, and the city 
prosecutor were also included. The above-described information occurred 
consistently where the logic of the accident dictated that it should be 
included, and the consistency of information available eliminated many 
research problems frequently associated with non-comparability of data. 

It was decided to group the data into seve\:'al separate units. The 
first unit included all data relevant to the accident itself. These data, 
including type, location, date, time and season of the accident, weather, 
light, road and traffic control conditions, and whether or not a. citation 
was involved were obtained from the initial accident report form completed 
at the scene. 

Subsequent data units concerned information regarding the individuals 
involved. Information regarding age, sex, race, address, physical condition 
and con.tributing driving behavior was generally available from the initial 
acci~ent report form. In certain instances, however, information regarding 
raceuand address had,to be derived from either death certificate or the 
written report of the investigating officer. 

Information regarding an individual '·s marital status c and occupation 
was generally the most difficult to locate since it was not consistently 
presented in any single place. Fortunately, however, such information was 
available for most of the individuals involved. The written reports of 
investigating officers and statements by survivors, along with the death 
certificate, where included, generally provided the information sought. 
Notification of next of kin, frequently included in the written report, 
provided an excellent indication of marital status, and death certificates 
generally included the individual's usual occupation. In their written 
statements, survivors also frequently indicated their own occupations and 
that of the fatally injured party. 

Information regarding citations issued and the disposition of these 
was normally found in the written report or on the exterior of the pocket. 
In several instances no indication of disposition was included in the 
information available. In the majority of these cases, however, members 
of the AIS were more than willing to contact the clerk of courts or other 
sources of information to determine the disposition. 

lnformation regarding prior contacts with police for either traffic 
or non-traffic offenses waS also obtained. In many instances, arrest and 
disposition records were included in the case file. For those cases where 
it WHS not, or where it was included for only one of the drivers or 
p0.dcstr.i{lns, 11 form indicating' the subject's name, race, age and social 
security number was submitted to the record office of the police depart
ment, and a complete reco,rd check was done. 

A pretest revealed that many accidents involved circumstances not 
easily recorded in a standardized and uniform manner but, nevertheless, 
important in sensitizing one to the types of behaviors related to many 
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fatal urban traffic accidents. 
format for case-study analysis. 

This informat.ion ~vas recorded in prose 

Exposure to Risk 

I)'.;; 

Exposure to risk has been identified as an, important. variable~ in 
accident research. The conc~pt of "exposure" suggests that the g'reater 
number of· risks an individual is exposed to,the greater will be his liabili
ty to accident. In both industrial research (Newbold, 1926; Vitles; 1932) 
and in traffic research (Coppin",et aL,1956; Hakkinen, 1963; Shaw and 
Sichel, 1971), the variable of e:xposure has b~en given considerable 
attention. 

It has been shown that those drivers who have higher annual mileage 
rates also have higher rates of accident involvement. This factor has 
been used frequently to explain the overinvob,ement of men and the under
involvement of older persons in traffic accidents. Unfortunately, the 
data available for this study did not make possible any control for expo
sure to risk. In a retrospective analysis of this type, 'it is '~:xtrem~ly
difficult to determine annual miles driven by persons involved. 

A major focus of this research is the role of the negligent driver in 
fata,;L traffic accidents. As Coppin's research indicates, while exposure D 

is important in e:xplaining and predicting repeated accident involvement, 
it is less significant where patterns of repeated law violatiou,·flre " 
involved. As Willet (1968) has saiel: . "J 

it is possible that while exposure to risk may be 
a powerful influenc'e on the propensity to have accidents, 
it may not be so relevant to the propensity to cOImnit 
offences. .'. 

, 
The present study focuses upon the characteristics of drivers who' commit 
traffic offenses resulting in fatal accidents. We are primarily concerned 
with the risks created by the driver hims'elf, rather than those presented to 
him by the environment. While the inability to control for exposure to risk 
is regrettable, we feel it is unlikely that Significant social differences 
which exist between those responsible for traffic fatalities and thosertot 
responsible are simply a spurious artifact of differing .exposures to dek. 

Data Parameters 

" 

After e:xamining the rates of fatal clccidents for the dtya! Columbus 
for a number of years, it was decided that the universe of fatal ~cci ... 
dents occurring over .a three-year period .would provide q slifficit;mt: , 
number of cases for analysis. Data were Ijgat'h,ered for the universe of 
fatal l;lccidents (~ccu:t::ring on public roadways in Columbus,:, Ohio during the 
yearS o~ 1971, 1970 and 1969 ",inclusive. Although this sample was based. on 
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the number, of fatal accidents occurring within the three-yea.:>'p'eriod from 
1969 to 1~71, it includes all involved drivers, regardless of injury, 
pedestrians fatallY~ injured, and vehicle passengers injured. Omitted were 
passengers of invol~\ed vehicles not injured. This selection produced a 
total of 223 accide~~s and 429 individuals killed, injured, or responsible. 

It gi,'buld also J~ noted""that the number of accidents and the number 
of individuals is noe' evenly distributed among each of the years selected. 
when questioned ,about these yearly fluctuations, members of the AIS indi
cated that they are not attr!butable to any significant factors related 
either to weather, number of''Vehicles or varying levels of ,traffic enforce
ment. Rather, indicating the patterns of fatal accidents over a long 
period of years, they suggested that such fluctuations are normal occur
rences. This coincides with national accident figures which also reveal 
minor upward or downward fluctuations in successive years. For this reason 
it was felt that combining the three years into a single grouping posed no 
severe methodological problems, nor' would it mask any significant variations 
iuthe accident problem from year to year. 

Constructed Data and Coding 

The AIS information gave accident location by cross streets, and indivi
dual residences by addresses. These were translated into their corresponding 
census tracts. To determine the socio-economic character of the various 
census tracts, the 1970 census of population and housing was utilized. 
For each census tract within the oorporation limits of Columbus, information 
was obtained relevapt to the socia-economic characteristics of that census 
tract. From the first count tape of the 1970 census information was obtained 
regarding the percent of black population, the average value of housing 
and the average rent. From the fourth count tape of the 1970 census, 
information was obtained regarding the mean income of families, the mean 
income of individuals, the percent of high school graduates, the percent 
unemployed, the percent of families with public assistance, the percent of 
individuals receiving public assistance, the percent of families below 
the poverty level, the percent of unmarried individuals below the poverty 
level, and the percent of individuals in each tract li\dng in the same 
house in 1970 that they did in 1965. Each census tract was assigned a 
rank, for each of these twelve variables. These ranks were summed and then 
divided by twelve to determine the average Qverall rank score. On the 
basis of these average ranks the census tracks were re-ranked and divided 
into three categories. For the purpose of analyses those census tracts 
falling in the upper third of the final ranking are identified as high 
socio-economic status, those in the middle third as middle socio-economic 
status and those in the bottom third as low socia-economic status. 

. 
The individual subject's occupation was coded according to the seven

point occupational scale devised by Hollingshead (1957) as a part of his 
"Index of Social Position.'·, 
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CHAPTER IV 

ECOLO"GrCAL CHARACTRRISTICS OF .. URBAN TRAFFIC FATAl.ITIES 
I - 11~' " 

"I .' 

i) 
.') 'el 

Th~ Ecological Distribution of Fatal Accidents 

DU!\,il1g t;:tte three years studied (1969, 1970 and 1971,) there were 223 
fat:afacc:idents.o-c~cu:t;ring on public roads within the corporation limits of 
Columbus, Ohio. These 223 events ranged from single-car mishaps involving 
one,]individua;,l to four- and five-car collisions involving as many as ten 
pets6'ns. Included in ,this figure were 36 accidents (17.5 percent) which 

'~occuri:'ed on divided, six .... lane,· limited-:-access interstate highways. When 
d1s,!;!uBsirig the.e,c61bgy of urban traffic fatalities, it is necessary to take 
info cop.s'l,deration that Columbus, like most major American cities, has 
within its1;>oundaries an extensive system of interstate highways. Acci
dents oCic.iIr:Hng on the/?e roads, although under the jurisdictiqnof thev 

city' spolice department and included in the accident total for t:he entire 
city, represe~~",fl.differE1l.1t type of accident from those occurring on 
city str'eets.,,'ffor this,Creason the following discussion of the ecological 
distriblid.oD; o'f utban traf'fic accidents does not, for the most part, 
:i,!I,cludeaC!~!~dents occurring on six-lane divided highways. 

\ .' ", 

All'accidents occurring' on city streets were plotted using census 
tracts as thea,real unit. An area was considered a low-accident tract 
if, during t.heJ:hree years studied, there had been one fatality or less 
occurring within its boundaries. Medium-liability tracts were those with 
t~o,or th:tie~::fatal accidents during the study, and high-accident tracts 

,were those wtth four or more accidents resulting in death. 
f( ,I, 

The.city of Columbus contains '161 census tract divis:i:-pns within its 
corporation ~imits. Of these, the(,12 high-accident tracts (7.4, percent 
of the total n\lmber of tracts) accounted for 34.2 percent of (the total 
nu.mber of fatai accidents. An additional, 24 medium-accident tracts 
(14,.,:9 percent 0'£ the total number) contriputed .30.5 percent of the fatal 
a\!t~id~nts. Thus, only slightly more th'an 22 percent of the total n~mber 
of, tracts". accounted.for approximately two'::" thirds of the fatal accidents 
('se'i~ Table 1). 

When considering the population contained within the va~(ious census, 
tra~t groups, the proportions remain much the same. The 12 high-accident:; 
J:,:ra:~ts (8.9 percent of the tot8.;l ,populatiop.) CO%~t,ibut:;ed 34.2" percent of 
the accidents. An additional 18.4 percent of \:~~ (population lived in th.e 
me¢ium-accident tracts and accounted for ano.ther-:30.5 percent of the acci
:G.l?n~ total.' Taken together, the high and medium tl;acts contained 27.3 
percent o£thetbtalpopulation~ yet accounted for 65 percent of all fatal 
.acd;pents it'i'the city (see Table 1). Using either the number of census 

,t,fact$,or\\\,thc' ~?pulation contained in each categ~ryto determine expected 
frequencies~"t1te above distribution of accidents"differed significantly 
(p. < ~'OOl)"f;rom chance. 

hI ~ \ '. 
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TABLE 1 

DISTRIBUTION OF FATAL URBAN ACCIDENTS 
AMONG HIGH, MEDIUM AND LqW ACCIDENT LIABILITY TRACTS 

',,,. 

No. of % of Multiple Pedestrian Single 
Liability Tracts Pop. Vehicle Accident Vehicle " Total 

'" 
i\")r' 
High 12 8.9. 30.9% (17), 36.0% (27) 35.1% (20) 34.2% (64) 
Medium 14 18.4 25.5 (14Y-' 36~,0 (27) 28.1 (16) 30.5 (57) 
Low 125 72.7 43.6 (24) 28.0 (21) 36.8 (21) 35.3 (66) 

I, , 

.' " 

Total 161 ,,100.0 100.0% (55) 100.0% (75) 100.0% (57) 100.0% (187) 
c, 

From a sociological perspective, this information qtrengthens the 
hypothesis that fatal u1:ban traffic ar;!cidentsdo not distribute them
selves in a geographically random fashion,but it alone fa~ls to identify 
either predictive or explanatory variables which can account for thisJ, ' 
differential'l11,stribution~ Although the 'question of demographic v~rlables, 
will be ta1.<en up extensively later" it is" necessary to mentiOl.l that t,he 
distribuUgn of blacks does bea'r some relationshi.p to the dist-ribut~on 
of traffic' fatalit:ies iI). anurbanu setting. While the 12 high..,accident 
tracts contained only 8.9 percent of the total city population, theYd> 
contained 17.5 percent of the ol!'lck population, and the medium-accident 
tracts cont,:ained 18.4 percent of the total but 34.2 percent of the 
black residents. Taken together ,the high- and med:ium-accident tracts 
contained 27'.3 percent of the total population but 51. 7 percent of the 
black P0,pulatibn and only 21. 9 percent of the white residents;' It is 

, cleat from these figures (see Table 2) ,tgat'biacks C!-;J:e overrepresented 
- and whites unde):'repr(~sented in those census tracts where 65 percent of 

all the fatal accidents occurred. This distribution of blacks among 
the, vaf1.ous census tract g,roups differs signiificantly (p < .001) :from ~ 
expected frequei;lcies "based upon, their representation in the populatiOn. , , , 

;1 

" '1 
" , '-I, (I " 'iJ 

Urban blacks, 'due to theirgenera1l:r -lower socib-eco'n;bmic status, 
have traditionally been forced to cluster in the. more dete;l;:iorated " 
center-city are~s cha-:ractetized'by wHat )juma~ ecologists ~alle:d indica .... 
to!):,s of "social diso,rganization." As a result~, t.he presence of a high C' 

o .. proportion of b1ack.s in any particular 'area of a city fias been founa to 
correlate significantly with numerous social problems, parC:i:cular1y 

,.crime and disease. 0 It is interesting to note that," Jatal, traffic ac,c.i~ 
dents ,'a phenOTIlellqn Which 'would appear to be rela ti ve('1y random in J,t:s 
selection of involved persons, exhibits a' similar relationship to <0t he 
presence ot" a highpro'B,ortion of bJ,ack ~esid.ents as, do othersoc:i:,Cil 
prob1:ems. Ihis fact 'becomes even, more interesting Hone cQnsid~n'B that 

Y blacks are. also overrepresented as inVolved pers~,ns. Whfle, they" -' -~~i; .' ~ 
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TABLE 2 

COMPARISON OF ACCIDENT DISTRIBUTION HTTH PERCENTAGE OF 
TOTAL' BLACK POPIJLATION IN VARIOUS LIABILITY TRACTS 

- -
,'i 

No. of % of Total % of Black Accidents 
L;i.ability Tracts Popula t.ion Population % (N) 

High 12 8.9 17.5 34.2 (64) 
Medium 24 18.4 34.2 30.5 (57) 
Low 125 72.7 48.3 35.3 (66) 

Total,; 161 100eO 100.0 100.0
0

(187 

('. 

) 

constituted 18.5 percent of the total population of the city, 25.8 percent 
of the involved persons were black. This suggests that the distribution 
of urban traffic fatalities' bears a similarity to the distribution of 
conventional crime. 

To further investigate the possible similarity betTvleen the ecological 
distribution of fatal urban traftic accidents and other urban social 
problems, a concentric zone model was applied to the geographic distribution 
of fatal accidents. 

The fatal accident rate per 10,000 population for concentric zones 
radiating at one-ridle intervals from, the central business district decreased 
steadily f·rom zone one through zone six, with a .~ange of 5.35 per 10,000 
to 2.12 per 10,000. The rates for each zone and the percentage difference 
between them are as shown in Table 3. 

Zone 1 
Zone 2 
Zone 3 

,. Zone 4 w 

Zone 5 
Zone 6 

TABLE 3 

FATAL ACCIDENT RATE PER 10,000 POPULATION 
FOR CONCENTRIC ZONES OF I-MILE INCREMENTS 

\" 
Rate per 10,,000 Percent Lower 

\( 

J 5.35 
4.88 /:::;)8.7% 

3.69 24. 3~~ 
2.86 

-.} 

22.4% 
2.33 18.5% 

(balance of city) 2.12 9.0% 
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Although the range is not ao broad as that :f;oundforfhezonal di(?tri
btltion of cr:tme and del:tnqnency, ,there does exist a cleatl¥ d~creasi,ng, 
grad:tent from the center of the city outward, similar to that which exists 
for the distribution of conventional crimes. li'urthermore~ the ,distributiori 
of accidents through the various zones differs' significantly from the :: 
expected frequencies based upon the population in each zone ata probabili-
ty level between .01 and. 001. . 

The importance of this decreasing trend is further heightened by the 
fact that the percentage of high-speed roads increases as the distance from 
the city center increases. Thus, unlike conventional crimes for which 
opportunity is more readily available in t:he; center-city, the. risks of high
speed collisions resulting in death are greater near the boundaries of the 
city. 

It may be the case, however, ,that the, population density pf' the center.) 
city area results in a high propo,rtion of pedestrian deaths occuring.""there, 
thus accounting for this seemingly decreaSing rate despite 'inc.reasing 
opportunity. If this assumption is correct the steadilY:i decreasing acci
dent rate found when all accidents are taken together. should not appear 
for rates computed according to type of accident. Table4~hows the 
rates per 10,000 population for each zone by type of accidellt. 

Zone 1 
Zone 2 
Zone 3 
Zone 4 
Zone 5 
Zone 6 

TABLE 4 

FATAL ACCIDENT RATE PER 10,000 POPULATION 
BY TYPE OF ACCIDENT FOR CONCENTRIC ZONES 

OF l-MILJ!: INCREMENTS, 

s '. 
Multiple (, Pede"str;i.an Single 

J) 

, \\' -:;( 

.446 2 .• 67' 2.23 
1.22 2.80 .854 

" " " 1.41 0 .979 " 1.62 
.573 1.52 .,,382 
0'·954 .,'742' " .848 
.921 ~425 " .779 

rc, 

Car 

As these,,,rates show, the smoothly dee,teasing trend away f~a~ the 
.center city t:ound fo,r all"accidents taken "t;o'gether'n does alter somewhat. 
However, it did not reverse"itselfeither for moving vehicles or Single...,. 
carac.cident.~. In fact, cfo'!: all types ()f accidents, the luore eentrally 
iocated zones have the higher l;'ates. If the oppo.rtun:t,ty for fatal h:lgh
speed collis;~on afforded by the "roads located nearer .the pe.r,;Llneter of the 
city ,were a crutial variable in the. distribution of such accidents~, one)1 
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would expect to find that for th.ese types of collisions the highes.t rates 
would be in zones 5 and 6. How.ever, in only orie case did the rates in these 
two zones exceed the rate :ear s'i.milar accidents in zones one or tw.o. 

For multiple~vehicle accidents the central business district, which 
is the major component of Zone 1, recorded the lowest rate. This zone also 
recorded the highest single-car rate and the second highest pedestrian 
rate. Zone 2 had the highest rates for both moving and pedestrian acci
dents, and a moderate rate (third highest overall) for single-car acci
dents. Ideally, the low rate for multiple-car accidents in zone 1, and 
the low rate for single-car accidents in zone 2, should not appear if 
the zonal hypothesis of disJ:ribution were perfectly represented. 

Despite these two deviant cases, the highest rates for/the three typ'~s 
of accidents analyzed were found in the more c~ntrally 10ca:t~dS zones, wi th 
the peripheral zones not recording noticeably high rates for any category 
of accidents, and in a majority of instances recording the lowest rates. 
Given this general trend for those zones located nearer the center city to 
be higllest for .all types of accidents, the assumption that the decreasing 
accident gradient is an artifact of the predominance of pedestrian accidents 
in the central area cannot be maintained. Furthermore, the fact that zone 2, 

\Iand not zone 1, recorded the highest rates for both moving and pedestrian 
accidents suggests '.that it is not simply density of traffic, but the type 
of traffic which is jicritical in the causation of fatf.).l traffic mishaps. 
Zone 1,. encamp ass ing.\ the central business district, is the most densely 
trafficed area of the city. Zone 2, primarily an.area of lower-class 
residences, however, recorded the, highest rates for moving and pedestrian 
accidents •. Furthermore, although zone 1 had the highest rate for single
car accidents, the majority of these occurred not within the central 
business district itself, but on the edges of the central business district. 
Because they occurred near the boundaries, they fell into zone 1, but in 
actuality occurre,d in areas far more similar to the "zone of transition" 
than to the central business district'~ 

The distribution of fatal accidents is not unaffected, of course, by 
population density, type of road, traffic/_,control and other such variables. 
,However, the influence of such variables does not diminish - the· significance 
\of the ecological distribution any more than the predominance of tayernE! 
in the center city diminishes the significance of distribution of murder 
and assault rates. -

Ecological Distribution of' Involved Persons", 
", 
\\ 

\\ 
\\ 

During the three years studied, there were 429 individuals involved 
in fatal accidents as either drivers 0-'; injured non-drivers. Of theSe, 
384 lived in the. city studied. The residences of these individuals were 
~1-0t~ed according to ceusus tract, and further analysis was based upon this 
t:1rea* unit , Census tracts were grouped as high-, medium-, and low-residence 
areas of involved persons, with those having less than 3 being low, those 
with 3 to 6 fatally injured persons as medium, and those with 7 or more 
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, 
involved residents as high. The maximum numb?-r of ip.vo:!..ved persons ~rom 
a single census tract was 14, and 34 percent of all census tracts had no 
nesidents ~nvolved in a fatal traffic mishap. 

Those census tracts falling in the "high" group accounted for 39.4 
percent of all involved persons residing in Columl:ltls~l! while the,y consti
tuted only 9.9 percent of the census tracts and contained,,12.3 percent 
of the total population. Those falling in the "medium" range, 26.0 percent 
of the total number of tracts, accounted for 42.3 percent of involved 
persOns while containing only 28.9 percent of the population. Thus~ the ," 
high and medium tracts, containing 41.2 percent of the population contri~ 
buted 82.7 percent of the individuals involved in fatal traffic mishaps 
(see Table 5). ~" 

TABLE 5 

DISTRIBUTION OF VIOLATORS AND VICTIMS ,IN HIGH, MEDIUM AND LOW 
RESIDENCE LIABILITY TRACTS 

% of , 
Liability Tracts Pop_ Violators Victims Total 

,~, 

High~ " 16 12.3 40.4% (80) 38.0% (63) 39.4% (151) 
Medium 42 28.9 42.7 (93) 41.6 (69) 42.3 C:162) 
Low 103 45.4 16.9 (37) 20.4 (34) 18.3 "(71) ) 

Total 161 100.0 100.0% (218) 100.0%' (166) 100.0% (384) 

.T"": 
Ii 

"This distribution is significantly di£fere~t (p. < .001) from expected 
frequencies based upon either the number of tracts or the population in each 
category. 

The relationship between the percentage of blacks and th~ number of 
individuals involved ip. fatal accidents appeared weaker than that found for 
the distribution of accidents (see Table, 6). Overall,the t;r~cts high and 
medium on the number of involved persons' contained 41.2 percent of th~, total 
population and 47.9 percent of the black population. This 6.7 percent over
representation of blacks was' substantially lower than the '2.4 .. 2. percent over
representation' of blacks in tracts high and medium fan ~~e number of 
accident$. occurring:.there. . - (.~' , 

'I 

This finding augges ta that while the perceht 9£ ,:the "cenau8tr.aCt p,opo,
lation which is black, and the other social and structura1 vllrif:!-bles' knoWl,l 
to co-vary with this, may h!'tve an effect on theaelection of cetl8U,Ei tracts 
as high- or low··accidept liability areas" the powet' of this V,ariable t6 
predict or explain the ecological .gistributiono£ ,involved individuals ia 
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Liability 

High 
Medium 
Low , 

" 

Total 

TABLE 6 

COMPARISON OF INDIVIDUAL DISTRIBUTION 
WITH PERCENTAGE OF TOTAL BLACK POPULATION IN 

VARIOUS RESIDENCE LIABILITY TRACTS 

No. of % of Total % of Black 
Tracts Population Population Individuals 

, 

16 12.3 13.2 39.4% (151) 
42 28.9 34.7 42.3 (162) 

103 58.8 52.1 18.3 (71) 

161 100.0 100.0 100.0% (384) 

clearly less. That is, those social and structural characteristics which 
predominate 'in census tract areas with a high proportion of black resi
dents appear to have mO,re influence on the occurrence of ac.cidents than 
on the selection of individuals involved in them,. 

The residential distribution of involved persons was also examined 
on the basis of concentric zones extending at one-mile radius intervals 
from the downtown business distric.t. The overall distribution of involved 
persons per 10,000 inhabitants for the six zones is as spown in Table 7. 

Zone 1 
Zone 2 
Zone· 3 
Zone 4 
Zone 5 
Zone 6 

TABLE 7 

FATALITY RATE PER 10,000 POPULATION FOR 
CONCENTRIC ZONES OF I-MILE INCREMENTS 

Rate per 10,000 

" 

5.80 
8.79 
6.96 
6.50 
5.50 
6.39 

1') 
Whitil_e th~/ zonal gradient he.re is not as regular as that found for the 
distrioution of ac'cidents, the overall trend is toward reduced rates as 
one moves away from the center of the city. This distributi.on of involved 
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High 
Middle 
Low 

Total 

individuals through the various zones is significant1¥ different (1;>' <~001) 
from exp.ected fr.equencies, The two deviant cases \i(ere zone 1, nearest 
the center city, and zone. 6, farthest from it. The fact that the l:'ate 
for zone one was considerably<Jsma11el:' than that for zone 2 is under
standable in that zone one is the least residential of al16 zones. The 
total population of this zone is only 22,409, while the next smallest 
zone has a population of nearly four times as great (zone 2, 81,859). 
Thus, while zone 1 is a heavily traveled area, it is very sparsely popu
lated. 110st' important is that zone 2, which had the highest rate for both 
multiple vehicle and pedestrian accidents also had the highest rate for 
involved individuals. 

" 
Socia-Economic Factors and the Urban Traffic Fatality 

Taking all traffic accidents together the percentage distribution by 
socio-economic status was: 17.1 percent of all accident~ occurred in the 
upper third, 31. 6 percent in the middle third and 51. 3 percent in the 
lowest third. These figures indicate that by far the greatest proportion 
of accidents occur in those census tracts falling low'est on the socio
economic ladder, and do so with a stiitistically signifi?;tant (po < .001) 
regularity. v 

Even when controlling for type of accident, this over-representation' 
of accidents in the lower socia-economic tracts remained (see TableS). 

-j 

TABLE 8, 

DISTRIBUTION OF FATAL URBAN TRAFFIC ACCIDENTS BY TYPE 
IN HIGH, MEDIUM AND LOW yES CENSUS TRACTS 

D 

-
" c· 

% of" % of ,I, 

Total Black 
" 

Popu- Popu- Multiple Pedestrian Single 
Tracts lation lation Vehicle AccidentQ Vehicle Total 

0 

54 34.0 5.6 1;8.2% (10) 10.7% (8) 24.6% (14) l} .1% (32) 
53 28.5 19.8 ('~4. 5 (19) 30.7 (23) 29.8 (17) 31.6 (59) 
54 

I 
37.5 76.6 '47.3 (26) 58.6 (44) 45, •. 6 (26)' 51.3 (96) 

.J 

" .. 

161 100.0 100.0'" 100.0% (55 ) 100.0% (75) 100.0% (57) 100.0% (187) 
(S I:, 

Fpr multiple .... vehicle accidents, 1S}.2 percent occurred in the higheE! t third, 
34.5 pel:'cent occurred i~ the middle third and 47.3·eercent0in the lowest 
third. Pedestrian accidents distributed th~m8elve.ssathat: 10.7 percent 
were in the' upper third, 30.7 Percent in the middle third and 57.3 percent 
in the bottom thiJ;'d. For single-car accidents, the distribution was: 
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SES 

High 
Middle 
Low 

Total 

24.6 pel:'cent in the uppel:' thi,rd, 29.8 pel:'cent ;!.,n the mi.ddle third and 
45~9 percent in the bottom third. Thus., for all thl:'ee types of accidents, 
the middle and upper third were under!nvolved and the bottom third over
involved. The overinvo1vement of the lowest socia-economic tracts was 
found to be greatest for pedestrian accidents and the least for single-· 
car acc.idents. The converse was also true; the upper third was least 
involved in pedestrian accidents arid)most involved in single-car acci
dents. The reason for this difference lies in the structural and phys
ical arrangements which predominate in each of the different socio
economic groups of censuS tracts. Lower ranked socio-economic tracts 
are generally characterized by relatively high population density and a 
subsequently greater amount of pedestrian traffic. The higher ranked 
census tracts, on the other hand, are less dense, with lighter pedestrian 
activity and. a high percentage of the high-speed roads which provide 
greater opportunity for the single-car mishap. It must be,.:l:'~membered, 
however, that these differences are in the underinvolveJ11.G.ii.·j:,·of the upper 
socia-economic tracts, and that in no case does their contribution to the 
overall accident picture exceed, or even approach, that of the lower SES 
tracts. 

The relationship between involved individuals and the socio-economic 
characteristics of the census tract reveals the same overinvolvement 
of individuals from the lower socio-economically ranked tracts. As 
Table 9 shows, there is a clear bias for involved individuals to reside 
in the lower third of the tracts. Of all persons, 48.7 percent lived in 
the "poorest census.tract group; 28.6 percent lived in the middle s,tatus 
group, and 22.7 percent lived in the upper third of the census tract groups. 
This distribution was significantly (p. < .001) different from expected 
frequencies based on the proportion of the population residing in each 
socia-economic group of tracts. 

No. of 

DISTRIBUT!ON OF INVOLVED PERSONS BY STATUS AS VIOLATOR 
OF VICTIM IN HIGH, MEDIUM AND LOW SES CENSUS TRACTS 

% of Total % of Total 
Tr!lcts Population Popu1at:Lon Violators Victims Total 

j 

54 34.9 5.6 22.0% (48) 23.5% (39) 22~7% (87) 
53 28.5 19.8 28.9 (63) 28.3 (47) 28.6 (110) 
54 37.5 76.6 49.1 (107) 48.2 (80) 48.7 (187) 

161 100.0 100.0 100.0% (218) 100.0% (166) 100.0% (384) 
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Controlling for individual involvement as either violator or victim 
resulted in no marked change in the percentage distributions. The upper 
third of the tracts contributed 22.0 percent of the vio1at:orsand 
23.5 percent of the victims. The middle third accounted for another 
28.9 percent of the violators and 28.3 percent of the victims. The bottom 
third once again contributed the largest amount with 49.1 percenbof the 
violators and 48.2 percent of the victims residing in lower ranked tracts. 
The distribution of both victims and violators are statistically different 
from expected frequencies at a probability level falling between .01 ana" 
.001. Thus, the greatest percentage of both victinlsarid violators lived 
in the lower ranked tracts. This suggests th~t involvement in a fatal 0 

traffic accident may very well be an intra-class phenomenon. That is, 
since individuals are involved in traffic accidents generally near their 
own residence area, the likelihood that one will be involved in a traffic 
mishap with an individual of similar socio-economic standing is increased. 

In s.um, census tracts with the greatest predominance of those charac
teristics repeatedly shown to correlate with conventional crimes, particularly 
crimes of violence represented, (1) over half of all the, fatal accidents on 
city streets and (2) nea.rly half of all the individuals involved in Such acci.,.. 
dents. Yet, these tracts constitute only a third of all the census tract:s 
in the city. Further, this overinvo1vement of the lower ranked tracts was 
slightly greater for accidents than for individuals, suggesting that the 
relationship between s~cio-economic characteristics and fa.ta1 accidents 
may be somewhat stronger for the selection of accident s~tes than for 
accident-involved persons. 0,. 

Physical Variables 

In addition to ecological and demographic data concerning fatalacci
dent and involved individuals, data were ga,t,hered concerning certain physical 
variables which are known to be related to the occurrence of accidents. 
These variables fall into two categories, meteorQ10gical and engineering. 

Ii 

Season 

Each accident was seasonally identified u~fng the dates for the. summer 
and winter solstice, and the vernal and autumnal equinoJ!; as the dividing 
points. Of the 223 accidents, .2l.lpercent occurred :i:nthe spring~, ' 
30.0 percent in the summer, 25.1 percent in the autumn and 23.8 percent ip. 
the winter. This re1ativ:e1y even distribution was not statistica1lysigni-
fica.nt (p. 0< .30). ' 
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Dayand·Time 

All aecidents were distributed by day and. time as follows: weekday 
morning, weekday afternoon and evening, weekend morning and weekend after
noon and evening. This categorization yielded the following results: 
weekday AM 24.7 percent; weekday PM, 36.3 percent; weekend AM, 19.3 percent; 
weekend PM, 19.7 percent. Adjusting for the greater number of hours during 
the week than on the weekend, this distribution was statistically signifi
cant (p. < .01). The direction of this significance was toward a greater 
number of accidents occurring on weekends than would be predicted if 
accident occurrences were randomly distributed throughout all the hours of 
the week. 

Light Conditions 

All accidents were further identified as having occurred during either 
,daylight, darkness, or dusk, and the distribution showed a higher rate 
during the hours of darkness. Some 36.3 percent of the accidents occurred 
during the daylight hours; 5.8 percent during dusk, and 57.8 percent dur
ing darkness. This distribution was statistically significant (p. < .01). 
The general direction of this significance was toward the hours of darkness 
as one would suspect, and as the National Safety Council has repeatedly 

I 
demonstrated. However, contrary to NSC findings, our rate during the 
tw.i1ight fell below the expected frequency. 

Road Conditions 

The. condition of the road, wh:~ther dry, wet, or covered with snow or 
ice, was determined for each case. The 223 accidents distributed themselves 
by road condition as follows: 78.9 percent occurred on dry roads, 16.6 per
cent on wet roads and only 4.5 percent on snowy or icy pavement. This 
distribution was statistically significant (p. < .05). A greater number 
of· accidents occurred on dry roads than expected. While inclement weather 
may increase the total number of accidents, it appears to have a beneficial 
effect for fatal accidents in an urban environment. That is, while wet or 
snowy road conditions may increase property damage. and persona1-injury-on1y 
accidents, they also limit driving speed, there~y reducing the likelihood 
of a fatal accident. 

Weather 

In add~tion to the condition of the roadway, information was also 
obtained regarding weather conditions at the time. These figllres are very 
similar, as would be expected, to those for the road conditions reported 
above, with 82 .• 5 percent of the accidents occurring during clear weather, 
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13~5 percent during rain and 4.0 percent during snow. Once again, however, 
it is apparent that inclement weather is not positively re'iated to t~e causa
tion of fatal traffic accidents. 

Other Variables 

Data pertaining to three other variab1es--the .type of area in which 
the accident occurred, the number of lanes, and "the presence of traffic 
control devices--were also gathered. These variables indicate that fatal 
traffic accidents are more than just a rural-road phenomenon. A sufficient 
proportion occur within urban environments--on city streets as well as 
expressways contained within the city's 1imits--to warrant their 
consideration as an urban social problem, as well as a national concern. 
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CHAPTER V 

CHARACTERISTICS OF INVOLVED PERSONS 

In addition to information concerning the accident event, data were 
gathered concerning all drivers involved, whether fatally injured or not, 
and injured non-drivers. The overall distribution of the demographic and 
social status characteristics of victims and violators is presented in 
summary Tables 10 and 11. Information specific to the accident occurrence 
such as injury sustained, physical condition at the time of the accident 
and contributing behavior of the driver or pedestrian, will also be 
discussed in this chapter. 

TABLKJ 10 

DISTRIBUTION OF VIOLATORS AND VICTIMS BY 
SELECTED DEMOGRAPHIC AND SOCIAL STATUS VARIABLES 

Variables Violators Victims Total 

Race and Sex 

Both Races: 100.0% (240) 100.0% (189) 100.0% (429) 
Male 78.3 (188) 68.8 (130) 74.1 (318) 
Female 21. 7 (52) 31.2 (59) 25.9 (111) 

Black: 100.0% (59) 100.0% (52) 100.0% (111) 
Male 78.0 (46) 73.0 (38) 75.6 (84) 
Female 22,9 (13) 27.0 (14) 24.4 (27) 

White: . 100.0% (181) 100.0% (137) 100.0% (318) 
Male 78.5 (142) 67.1 (92) 73.6 (234) 
lfet:na1e 21.5 (39) 32.9 (45) 26.l, (84) 

Age 

under 16 9.6% (23) 5.3% (10) 7.7% (33) 
16 to 20 10.0 (24) 20.1 (38) 14.5 (62) 
21 to 35 39.2 (94) 41.3 (78) 40.1 (172) 
36, to 65 ,~ 3QO (72) 28.6 (54) 29.4 (126) 
over 65 11. 3 ' (27) 4.8 (9) 8.4 (36') 

Total 100.0% (240) 100.0% (189) 100.0% (429) 
, 
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Marital Status 

Single 
Married 
Divorced or 

Sep. 

Total 

Total 

Residence 

High SES .. 
Middle SES 
Low SES 

\) 

Total 

". 
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have '~ grea~~r exposure to risk~ Thi~. explanation is supported by our 
1:indin'g that, while males constituted 8,;L.4 percent of all the drivers 

:, involved ;in fatal accidents, thEdr prO:portion of the pedestrians involved 
dCCU"i"ipoe'd tq., 5)\,.8 percent (see Table 12)11• /,LC', '" . 

II 

".jJ 
TABLE 12 II' 

~EXDIsTrt'I~mT:p)N OF INVOLVED PERSONS FOR SELECTED IMPROVEMENT CATEGORIES 
" 

.'. 

Driver Driver Pedlastrian Pedestrian 
Sex Violator Victim Vic)lator Victim Total 

," 

Malta ?3.8% (145) 78.0% (96) 64. Jl% (43) 51.5% (34) 74.1% (318) 
35. ~3 

.' I 

Female ,16.2 (28) 22.0 (27) (24) 48.5 /(32) 25.9 (111) 

,e 
1 

Total 100.0% (173) ],<10.0% (123) 100. ~~% (67) 100.0% (66) 100.0% (429) 

t'.' 

" 

,I 
'h 

" , 
x2 = 30.50407 p. < .001 

" As drive:rs, males were vioLators ~~nly slightly)Ilore often than. women. 
Males constituted,81.4 percent of all ~~rivers and 83\~4, percent of the 

.. dr;Lver;violat9l:" subsample. FeID.3.les accounted for l8~.5 percent of all 
drfvets involyed and 16.2 percent of .the violator sub,sample. Thus, 
although males clearly constitute the bulk of the driyer violators, this 
appegrs to be a .:result of their greater involveme~1:t in accidents gener
ally. While thb wO,uld seero·;to indicate that sex is not a critical vari-

!I' " .--:.~"'-;-:;;:,)- _ " 
able in distinguishing b~fween violators and victims, it is no less 
s~gnifi6ant :t;ortraffic accidents than for crimes of vlolence. 

,) .,. . 
. -' , 

CrimirlOlogists have always considered it significant that males 
commit v~olent ~rimes substantially more often than women. Yet, males 
are also vict;ims ';lnore often than women. For example, it is extima ted that 
malescpi,1.%1;"ltut"ektpproximately 80 percent of all homicide victims (Dept. 
of Justice, 1973): .;Similarly, males constituted 78 percent of the driver 
'yictims studied. ,The sex distribution of violators for both traffic acci-

. '::ci§!ntsgnd homicides,. is" also nearly identical. In 197.2 males accounted for 
1'1'$4.6 pei'cent of all homicide arrests, and in this studyC:::,~hey accounted for 

83. 8 "perc,~p.F of the negligent drivers ..,., ," 
\ 1, l' \\ ~'" 

~" ( 'l 

,I AlthQ'll'ghthere certainly exist difterences between traffic accidents. 
a:ndl'Jt~rqicides,,)this s"imi1arity in the sex distribution ,of violators and i.' 

viG-tims suggests that antecedent sociological factors which determine the 
types';ipf situations ~en an,d women are most commonly exposed to)may play 

" q,JJ~~&~i£icant;~ole in de(h~rmining the sex characteristics 6f both criminal 
ahd "tt:a-f.:fic violators. The same social roles whtt:h determine the fact 
that'men"argue mor.e often and feel they"must defend honor more often 
than .women, m~y' also determine the_. fact thai; men drive more often. For 
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Race 

ex~mple, the fact that men gather together in bars morQ often than women 
and the fact that whe~ a man and a woman are traveling together in an 

t automobile it, is more likely that the man will be driving, are, related 
to the same assumptions underlying sex-'rc~le performance. In short ll 
cultural emphasis upon melle dominance and aggressivity influences the 
sex characteristics of both accidents and crimes. 

Race 

II' An analysis by race resulted in a distribution of 74.1 percent 
(N = 318) white and 25.9 percent (N = 111) black, which differed signi
ficantly (p. < .001) from expected frequencies based upon~he tacial 
composition of the population at, risk. Although blacks were signifi
cantly overrepresented among involved persons, there existed no di
rect relationship between race and involvement category; e.g., driver 
violator, driver victim, etc., nor did one'appear when ~ontrolling for 
type of;accident. 

Thus, while blacks were overinvolved in fatal urban traffic acci~ 
dents, as they are in conventional violence, their j.nvolvemertt in any 
particular category is not statistically significant" (see Table 13)-, 
although there appeared a slight bias towa'rds "involvement in pedestriaN' 
accidents as path victims and violators. 

TABLE 13, 

RACIAL DISTRIBUTION ACCORDING· TO INVOLVEMENT CATEGORY 
,. 

(~, , 
Driver Driver Pedestrian: 

" 
.. 

Violator Victim Viblator Victim Total 
0 

" 
. iiI' , 

;,~" 
,~ 

~ ,.' 

(:) 

" 

1fuite 76.9% (,133) 74.0% " (91) 71.6% (48) I: 69.7% (46) 74.1% (318) 
Black 23.1 (40) 26.0 (32) 38.4 ' (19) 30.3 (20) .25.9 (111-) 

,), 

" (> 
,; 

, 
" 

" TQta~rJo~O. O'~ (173) 100.0,% (123) 100.0% (67) 100.0% (66) , 100.0% (429) 

·l = x 1.57535 p. < .05 

.!.J t 

The C'outinuous variable of <age waS collaps(,;!d into five tategot'i~s': 
under 16 (th~se unable to hold validdrivetf's licenses)" teenagers (16 to 

'l' 20), young adults "(21 to 35) , lniddle aged, (36 to 65), and f'~o.aJ.ly, thOSe 
'i 66 and (}y~r. , For pedestrians, expected frequencies wer,e ba~ed llpol1 all •.. 
i fivecategoJ:ies,; but for drive1:ip, the you~gest g~oup~_"tllose~unde:r 16,. . 
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Age 

c..> 
under 
16 to 
21 to 
36 to 

were eliminated, since they are not part of the population at risk.' ;, 
For pedestrians ap.d passengers, the age distribution was: under 16, 
22 percent (N = 30); 16 to 20, 11.0 percen~ (N = 15);021 to 35, 
19.9 percent (N =,27); 36to 65, 28.7 percent (N = 39); and over 65~ 
,18.4 percent (N = 24)., This distribution was statistically significant 
(p. < .01). Of the five age categories, it was the disproportionate 
involvement of the two oldest categories, particularly the high involve
ment of those over 65 as pedestrians, which accounted for the'signifi
cance of the age distribution among pedestrians and passengers. 

For drivers, the age distribution was: 16 to 20, 16.0 percent 
(N = 47); 21 to 35,49.5 percent (N = 145); 36 to 65,29.7 percent 
(N = 87); and over 65, 4.8 percent (N = 14). This distribution was also 
statistically significant (p. < .001). The first thr.ee age categories 
were all overinvolved, with the most significant overinvolvement occurring 
for the 21 to 35 age group. In direct contrast to pedestrians, those over 
65 were the only age group underinvolved as drivers. 

When comparing age categories with the four possible types of in:volve
ment, the relationship is statistically significant (p. < .001) as demon
strated in Table 14. The direction" of 'the relationship identifies the 

TABLE 14 

AGE DISTRIBUTION ACCORDING TO INVOLVEMENT CATEGORY 

Driver Driver Pedestrian Ped.-Pass 
Violator Victim Violatq,r Victim Total 

J' 

16 1. 7% (3) 0.0% (0) 29.9% (20) 15.2% (10) 7.7% (33) 
20 12.7 (22) 20.3 (25) 3.0 (2) 19.7 (13) 14.5 (62) 
35 50.3 (87) 47.2 (58) 10.4 (7) 30.3 (20) 40.1 (172) 
65 2'8.9 (50) 30.1 (37) 32.8 (22) 25.8 (17) 2!t.4 (126) 

over 65, 6.4 (II) 2.4 (3) 23.9 (16) 9.1 (6 ) 8.4 (36) 

Total 100.0% (173) 100.0% (123) 100.0% (67) 100.0% (66) 100.0% (Lf29) 

;,\ 

~Z = ~ x 123.75346 p. < .001 

21 to 35 age group "as disproportionately involved as driver violators. 
While the t$enage group' (16 to 20) Were involved frequently in fatal acci
dents, their invol,vement as driver victims substantially exceeded their 
invoLvement as driv~r violators. This distribution differs noticeably 
from the age characteristics of convention~l violent offenders. 'In 1972, 
for example, 33.5 percent. 'of those arrested for Part I crimes of violence 

, " were under the~ge of 21, whileo.nly '12. 7 percent of the {driver violato:t:s 
~n the accident" sample fell into this age category. The single most " 
repr~\sented: age group atnong accident violators consisted, of those 
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between 21 and 35. The primary reasons for this difference ,between inter~ 
P?rsona1 and traffic violence are (1) individuals cannot be licensed to 
'drive until the age of 16, (2) many young persons, al'though old 7 enough 
to drive have only l~mited opportunities to do so, and (3)'negligent 
operation of an automobile represents a form of aggressive behavio.r which 
lacks the self-extinguishing character associate<I with interpersonal 
violence. Wolfgang and Ferracuti (1967, p. 259) state, "the young male 
is better equipped physically than the very young; the middle aged or 
the very old to manifest this form (physical combat) of masculinity." 
Since the expression ofaggressivity through driving does not p~ing 
with it the threat of immediate retaliation, it lacks the age limita
tions upon interpersonal violence and,. in ~act, may represent a type 
of substitute aggressive release for those whose physical combat skills 
or nerve has deteriorated with age. 

In summary, age p.roved to be a relatively discriminating variable 
producing the following findings: 

2. 

3. 

4. 

Those. over thirty-five and, partioularly, those over 
sixty.-five were overrepresented among the pedestrians 
involved in fatal traffic mishaps. Young persons under 
16 were not overrepresented in tQe pedestrian group. 

All,. three categories beb](~en 16 and 65 were overinvolved 
in fatal accidents, but the 21 to 35 group were the most 
involved. 

Those between 21 and 35 were more involved in, negli'gent 
driving act;i.ons, and those between 16 and 20 were less 0 

involved than would ba predic~ed from their proportions 
of the sample. 

,}' , 

Those under 16 and those over 65 were tIlost. 'significantly 
overinvolved as negligent pedestrians, with a very 
limited involvement as such for those in the in:termediate 
age groups. 

Marital Status 

G 

To be consistent with census data, marital statua. was identified as 
single, married, widowed and divorced or separated. For involved perso:ns 
over the age of 16, the distributionwas:sing1e, 31.5 peo:cent (~ =120); 
married., 50.5 percent (N = 192); divorced or separated, 12-.6 percent 
(N =48) and widow (er) , 5.3 percent (:N" == 20). This d:Lstribution differed q 

significantly (p •. < .001) from the population atr:l,sk w:lth the si!\gleand 
divorceq or ,separated 6verimrolved and the. I\lB.rried and widowedounder~" 
i;]'vQlved .. , This finding is consis1;:erit with nUmerous/other accident 
analyses which have identified the single and divorced"as high liability' 
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When controlling for type of accident, ':the relationship betwe,en 
marital status and involvement based on expected frequencies was different. 
For multiple vehicle accidents, the relationship was not statistically 
simificant (p. < .30); for pedestrian accidents, significant (p. < .02); 
and for single vehicle accidents, significant (p. < .001). Among those 
groups involved in mUltiple vehicle collisions, only the "widow" group 
differed from the expected frequency to any noticeable degree. Widows 
were unae~irivolved in multiple vehicle accidents, a fact which can be 
accounted for by higher age a.nd lesser amount of, driving. For pedestrian 
accidents, single individuals were most clearly underrepresented. In 
one-car accidents s~_ngle and divorced or separated individuals were 
clearly overinvolved and married and widowed persons decidedly 
underinvolved. 

When considering involvement as either a victim or a violator, there 
was a~tatistically significant (p. < .02) relationship between marital 
status ~md involvement category (see Table 15). As this table shows, 
single persons were nearly identically represented in both the victim 

TABLE 15 

DISTRIBUTION OF MARITAL STATUS FOR VIOLATORS AND VICTIMS 

-
Marital Status Yiolator Victim Total 

Single 31.4~~ (69) 31.8% (51) 31.6% (120) 
Married 49.1 (108) 58.8 (94) 53.2 (202) 
Divorced or 19.5 (43) 9.4 (15) 15.2 (58) 

Separated 

Total 100.0% (240) 100.0% (160) 100.0% (380) 

rL. = x 7.911 p. < .02 df ;::: 2 

and the violator categories. Married individuals constituted 49.1 percent 
of the violators and 58.8 percent of the victims--a slight overr,epresentation 
in the victim category. Divorced and separated persons, however, were 19.5 
percent of the violators and op.ly 9.4 percent of the victims. Further, when 
controlling this relationship for sex of the involved person (see Tables 16 
and 17), the statistically significant reJ.ationship between se~ and involvement 
category disappears for female~ ~~t remains (p. < .01) for males. Although 
divorced or separated females are involved as violators slightly less than 
the other marital categories, the divorced or sepl'lratedrnales were negli-
gent participant's to an inordinately high degree; 82.6 percent of divorced 
or separ,flted males involved were violators while only 56 percent of the 
single and, 55.6 percent of the married men were violator.s. 
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TABLE 16 -:J)..~r? 
!, \ . y' 

DISTRIBUTION OF MARITAL STATUS FOR M.4LE-jlTtC.tATORS AND VICTIMS 
, .. "1 

,// ... ",3 
,,',' ,f' 

'~\~' I '. , 

Marital Status Violator .- Victim Total -. 

....... 

Single 30.8%' (52) 36.0% (40) 32.9% (92) 
Married 46.7 (79) 56.8 (63) 50.7 (142) 
Divorced or 22.5 (38) 7.2 (8) 16.4 (46) 

Separated 
~-::.-, 

Total 100.0% (169) 100.0% (111) 100.0% (280) 
" 

'0 

·z = x 11.408 df = 2 p. < . OJ. 

TABLE 17 

DISTRIBUTION OF MARITAL STATUS Al10NG FEMALE VIOLATORS AND VICTIMS 

.:-

Marital Status Violator Victim Total 

Single 27.7% (13) 29.6% (16) 28.0% (28) 
Married 61. 7 (29) 57~4 (31) 60.0 (60) 
Divorced or 10.6 (5) 13.0 (7) 1200 (12) 

Separated 

Total 100.0% (47) 100.0% (54) 100.0% (100) 
.... 

II . 
rZ = x .2263 df 2 = p. < .05 

In summary, ana.1ys~s of the marital status of invci'lved persons 
provided the following maj or findings:. 

1.. 

2. 

Single and di;,orced or separat~d individuals were' over..., 
involved in fatal urban traffic accidents. 

d! 
. a 

'l'be abov'e rel;ationship does not", hold for multiple 
vehicle accidents, but does remain,. for 'both pede~,tr;lan 

~: If 

and single-car accidents. 

3. Males either .,divorced or separated are e}(;tensively 
overinvolved as violators in urban traffic accidenCs. 
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.Qccupation 

The occupation of involved individuals was identified, and the indi
vidual placed in dne of three categories: laborer (unskilled), blue 
collar or sales and white collar. The percentage distribution for these 
three categories was: laborer, 63.4 percent (N = 243); blue collar and 
sales, 31.3 percent (N = 120); and white collar, 5.2 percent (N = 20). 
This distribution differs significantly (p. < .001) from expected fre
quencies based on census distributions, with both the white collar and 
blue collar groups underinvolved and the unskilled labor group highly 
overinvolved. ~bis finding is of particular interest since it demon
strates an occupational distribution similar to conventional crimes of 
violence. 

Further, the relationship between occupation and involvement as 
either victim or violator is stat.istically significant (p. < .01) with 
a larger proportion of the unskilled laborer group being involved as 
violators than either the blue collar or white collar groups (see Table 
18). If this relationship is expanded to the four-fold involvement 

TABLE 18 
/",' 

DISTRIBUTION OF OCCUPATIONAL STATUS AMONG VIOLATORS AND Vr(,~:lMS 
1"/ \". 

Occupation Violators Victims Total 

Unskilled 70.3% (147) 55.2% (96 ) 63.4% (243} 
Labor 

I 

Craft or 25.8 (54) 37.9 (66) 31.3 (120) 
Clerical 

White 3.8 (8) 6.9 (12) 5.2 (20) 
Collar 

, 

Total 100.0% (209) 100.0% (174) 100.0% (383) 

rt. = x 9.58531 p. < .01 

categorization, the relationship remains significant at the same s~atis
tical level (e,;ee Table 19). The direction of this relationship shows 
the unskilled labor group to be overrepresented among both driver and 
pedestrian violator groups, while the blue collar and white collar cate
gories are overrepresented only among the driver victim and pedestrian 
victim groups. This finding demonstrates that individuals from lower 
SES categodes are more likely to be the negligent party in a fatal 
urban traffic accid.ent than those from other SES groups. 

, 50 

/~I 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I~-.. ,( 
I 
I 
I 
I 

tl 

1\ 

"" I 
,I,::; 



I 
I 
I 
I 
I 
I 
I 

'I 

I. 
I 
I 
I 
I 
I 
I 
I r, 

~)I 

I 
I 

Occupa-
tional Driver 
Status Violator 

TABLE 19 

DISTRIBUTION OF OCCUPATIONAL STATUS \ 
AMONG SELECTED INVOLVEMENT CATEGORIES 

Driver Pedestrian Ped.-Pass. 
Victim Violator " Victim Total 

Unskilled 65.5% (106) 53.7% (65) 87.2% (41) 58.5% (31) 63.4% (243) 
Laborer 

Craft or 29.6 (48) 38.0 (46) 12.8 (6) 37.7 (20) 31.3 (120) 
Sales 

White 4.9 (8) 8.3 (10) 0.0 (0) 3.8 " (2) 5.3 (20) 
Collar 

Total 100.0% (162) 100.0% (121) 100.0% (47) 100.0% (53) 100.0% (383) 

rZ"", 'X 18.8792 p. < .01 '. 

-, 

When the relationship betwe.en occupational status and involvement 
as a victin~ or violator was controlled for sex~ the relationship disap
peared for females, but remained for males (Table 20). Thus,it would 
appear that the tendency for lower occupational status individuals to be 
in violation of traffic law applies only to males, as was the case with 
marital status. Controlling oc(!upational status by race produced no 
fur1=her specification of the reiationship between occupational status 
and involvement category. 

Analysis of the occupational status of involved p@rsons produced the 
following summary findings: 

1. 

2. 

3. 

Lowe'r occupational status individuals were significantly 
overinvolved in urban traffic fatalities. 

Lower occupational status individuals were more frequently 
involved in a violation of traffic law at.the time of the 
fatal accident whether their involvement was as a 
pedestrian or as a driver. 

This oveninvo1vement of lower ~ccupational status inqivi
duall') in .e\affic law vio~ation ap,plied only to lnales. 

Ifesidence 

The residence ·of each involved person 'was identified M eithethigh, 
middle or )W sooio-ecoMmic status s:asedon the cenSus tract rankinga 

I ;', 
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o 
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Occupation Violators 

Unskilled 73.8% (121) 
Labor 

Craft or 23.8 (39) 
Clerical 

White 2.4 (4) 
Collar 

Total 100.0% (164) 

x = 10.64732 

TABLE 20 

DISTRIBUTION OF OCCUPATIONAL STATUS 
AMONG VIOLATORS AND VICTIMS BY SEX 

Males 

Victims Total Violators 

56.4% (66) 66.5% (187) 57.8% (26) 

35.9 (42) 28.8 (81) 33.3 (15) 

7.7 (9) 4.6 (13) 8.9 (4) 

" 

100.0% (117) 100.0% (28:!-) 100.0% (45) 

p. < .01 ;2 _ .x 

52 

Females 

Victims " Total 

52.6% (30) 54.9% (56) 

42 •. 1 (,24) 3ff~ 2 (39) 

5.3 (3) 6.0 (7) 

.. 
100.0% (57) 100.0% (102) 

1.10908 p. < .01 

() 
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discussed in Chapter 3. The percentage distd.bution was: from high SES 
tracts, 22.7 percent (N = 87); from middle SES tracts, 28;6 percent 
(N = 110) and from low SES tracts, 48.7 percent (N = 187). This distri
bution differs significantly (p. < .001) from expected frequencies based 
on the population residing in'each of the~e SES tract categories. This 
finding corresponds to the status distribution by occupation, and is' 
also consistent with what is known about the socio-e.conomic distribution 
of individuals involved in crimes of violence •. }Furthermore, this over
representation of individuals residing inclower socia-economic status 
tracts corresponds to the ecological distribution previously discussed, 
which identified lower SES .tracts as overrepresented as accident sites. 

Although SES of residence demonstrated the significantly greater 
proportion of involved persons residing in lower--ranked tracts, it 
was not significantly related to the distribution of victims and viola.~. 
tors (see Table 21). Further, controlling for the variables of race, 

TABLE 21 

RESIDENCE CHARACTERISTICS OF VARIOUS INVOLVEMENT CATEGORIES 

Driver Driver Pedestrian Ped.-Pass. 

.-

Residence Violator Victim Violator Victim Total 

High 
Middle 
Lo~v 

c, 
Total 

24.8% (38) 26.7% (28) 15.4% (10) 18.0%0 (11) 22.7% .. (87) 
32.7 (50) 30.5 (32) 20.0 (13) 24.6 "(15), 28.6 (110) 
42.5 (65) 42.9 (45) 64.6 (42) 57.4 (35) 48.7 (187) 

'::::::) 

100.0% (153) 100.0% (105) 100.0% (65 ) 100.0% (61) 100.0% (384) 
Q 

"L. = x 12.47154 (J . . r 
p. <. .05 

age, and marital status produced no additional specifi~ation on the rela
tionship between SES of residence and involvement category. The impli
cat;j..on of .this finding is that fatal ut:"bantraffic accidents tend to be 
an iiltr&-c1ass phenomenon 'w,ith roughly similar prop6rtions of vict~ms 
and violators being drawnc.from the same SES ca,tegor:!..es • This contention 
is given further credibility by the fact thatthe:re existed a.statist:!.. ... 
cally significant (P. <:.001) relationship .between the occupational 
status of the '!.1:.01ator and that of thevic.tim when"considering the'dyadi'c 
victim-violator relationship (see Table 22). The intra-class nature of 
this phenomenon parallels that of crimes ,of violen.ce, ahd "il'ugges.tsthat 
the same soleial and ecological patterns pf selection operative for vio
lent crimes;( are also operative in the fatal urban traffic accid~nt. 

~ 
In $umma,ry', the 'SES of invol,ved peraon.abs,sed Qnre~id~nc.e area 

demonstrated that.: 
11 f' 
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Occupation 

TABLE 22 

COMPARISON OF OCCUPATIONAL STATUS FOR THE 
DYADIC VIOLA~OR-VICTIM RELAi~ONSHIP 

Occupation 0 f 1 Vio ator 

Unskilled Craft or White 
of Victim Laborer Sales Collar Total 

Unskilled 68.2% (73) 52.0% (26) 43.0% (3) 62.2% (102) 
Laborer 

Craft or 28.0 (30) 42.0 (21) 14.0 (1) 31. 7 (52) 
Sales 

White 3.7 (4) 6~0 (3) 43.0 (3) 6.1 (10) 
Collar 

Total 100.0% (107,) 100.0% (50) 100.D% (7) 100.0% (164) 

rl = x 21.16705 0 p. <:: .0 1 

1. Individuals from lower socio-economic status areas are 
far more frequently involved in fatal traffic accidents 
than would be predicted from their proportion in the 
population at risk. 

2. Individuals from lower SES areas are violators signifi- I) 
cant1y more often than their proportion of the accident' 
sample would predict. 

3. The urban traffic fatality is essentially intra-class 
phenomenon. 

Interaction Variables 

In addition to the demographic characteristics of involved persons, 
information w.as obtained on the contributing behavior of involved per- . 
sons, the physical conditions qt the time of the accident and the 
injury sustained. These variables ~i!'ere ana1yz~d in relationship to 
the demographic variab1~s and to each other to get a clearer picture 
of factors and "prpcessesinnuenci;ng urban traffic fatalities. 

'.~-/ 

Contributing Behavior 

Contributing behavior refers specifically to actions by the driver 
of a vehicle in violation "of traf:Cic law at the time of th~ accident in 
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question. The pos,s:i.ble contr:1.l:!,'l..\;'!;:7Llj,g beh:a~iors Jak~n from the, a~hident Q 

investigation form were coll~~~~) i~\t9 fiv\:, '';~'i~~~ories:\ exc~~S~fv,~t"speed; 
a speed violation in cOhjuml;~~~onr-witQ' ~ome, "bt1.¥f.&;r:'i~lio!atioU'; a f~~u1:e to 
yield violation, an error of Judg1l),e,nf/~~,g:;'~, le'ft of cer~tet;,r fai:t:ow1i:ng 
too closely, etc.; and no' t,'raff~~r, ~,a~.:"j!1.:tjl~l:t'lQ:m.~ '~,;;Jill. ind:iv'ldual,t~as '{) 
assigned to one of tnese c~,t:e,gq.n~~p,>~nlJg/'ifghere·~)Ia.'·\c.lear "detennijhahi0lJt of 

1- ~~I~f':' '" /;::.. 1(" I" ;'" . "l l;}>.. \~ 
contributing behavior·"Was~~.oea~O:lerf0))'A'S 1.:8. fre~u[ti>" 19 Iq~,the~f29'6'/.A\dvers 
in the sample ;we~e l:i:s't~4r·as' unkn~~<w-j;be~:a~J1»V tiiu;{ g;l~dV~~\tances Sil):r,f~tihding 
the accident made it imp'f~s:;tble to -'/~'et~r,,lll,:r:~~y1if q~ ~?};'f~,t~~oJl.P,'t"ibutib:g , 
behavior was involv'f~:~' .( " ~i''1,\i 'H{:t,f". {:~'!.~!~K%,t'lL ',. . 

", ;1::-,; (;\:lh"i~"/':, . ;.~:' r f' \\1 "':1\,,, 
Of those:'drivers fg.,~, tvijom de:~J~i.nati~rr~::~·~:t":~~ ~~R'~.'~\~4.6co~p$rcent 

(N = 68) commi~t:ed a speed 'V:!:0lat~l?:k,,; cE.l persen.\= (rt,:: '-41)" were j)~:volved 
in at least one violatigu"inadd.;lt;l;Q±1.:,to a ;:violation'" of ,g'peed law; 
:1.4.8 perc.ent (N = 4i) c;~mfidtt~d,fl~:\f~rl'tl;rEi to Yi~ti{:;;i7(i'dl&tiolY"and ' ',t '. 

1~.9 percent (N = 33) vi~1cr~:~\lt~~,~lf~;At. ~hi~~{gif ,~pt~'~:t"\T;,oE, o~ju~~ment~ / 
Tne ~emaining 42. 6 p~erce~;.t (~'f'/1'ili~8i)i\;)N'~t{~i,1~~~1, 4 ,in~?il'~,olaj1-on ~~ ~;~;, 
traffic law.. Thus/!5~,~~,,~;,~~?rce~~, (l~.fll ,~0se.~,1 et~ ~~LlvotV~{~;~~t)ifat:~I,~} 
urban traffic. a.CC~;d:lr,~(? w~re ,?)~O'~~1:.~~~: .srJme./'t,i'" :etk~0'~~,~~u.la:fj~oJ:t'C,t;\~~the .c.t\\ 
time of involvementan$,,~:of ~heseiL .?gi'~, P~p::qe!1tj; H:r:7}~,;trU:~ati~g7i'pded if ''"~ 
regulations. . ) ... i) '·;~"')'1'"ti;}};' Vt'I:'~" ,,~ .. I', '~y :b'il 'I 

~' ;':I"·\O;,~;.~ •. =XHc'~'}:lY\lfF/:'(~,!:';' .. \i y~;. '. '".,.\ . ' .. ' ~J, 
Furthermore, oft~e~~i23·lf~~'.iit \~~~,i'4.e~~·~{f§~·udle4~.(~onlY .. 1 (3,P,)i)¥\~fcent) 

occurred in such a manne~.\lp1i". tilj.dey,l: ~\t.\t:;:n~}!oJ~41.d.ons tr1'lat t!"teycouJ.;d'1}e 
i~entified as e~s.ent:i"al~,y \il,lIp;:"e~,at~~~:~~:"<rrhpt~il: error Jconst:it:~~ting ~'~iolf,l
tlOn of traffic law'.", '.:'Convel.1S~:ly, ,·:tn,{'97.", pert~el1ft of all thefata1t.,u'roan 

~ . '." t-; - "\ '. ' ;) ~',.' "·'~'rl. -. d .. ·; )~t!:~', .. ;, . '\- J.: • (.1 ::~·t " ~ ~.!,-,\0. 

traffic a~ci4ents~:?e ',hunri!in'\!er;~p ~¥.ai/'le~~t.~me of.:?h~ 'pl:lrt~!~t:,t,+aJt~s 
was such that the ·'ans~iPc%Y'?f }t'~OULd \!i\~"e ~oat likel;Y[iR]FeV.Bnt~l:};;;:th,~;.' ,,) 
accident fr.om occurring. ~ r,pertainly:st:t?t]~' ar~um~IltsJi;~~ri bf-';!U~~~kI7~;I!:~) ,; 
imRFovement of roads, autQIDobile&-, 'a11d'<~tr~V,i:9.;,.:~otJ.~li~tr~t}.:,~~e:S;',,~~f 'f~C!a~r,~ 

fJ ,,", 

of reducing traffic acciq,i~nts. Still, tJ:1efa'fl'Ur.~t~~f,som,g{~~Pdiv~auaas . 
to effecti:vely negotiate '::these\pot:e~t:i~7.~J.~j~~ng~~ci~1~~ s'1~tJ~~'idif;OtlS musR:,0",,\;' ,>,c.> 
also be conElidered in ad(-l;i,tiqp, t:Q !;'rr'e=;1{~~e'ct (.Jrg(et~~f,: " Til. 'c:f~jf'''i:lcci&e1lt.: 
results from an' interacti()n·betwee'!1:ji~d:f.l'!~~~1~~,$,{:~%!;"'"the::!:~ ~.~f,~9nntent . 
and it must be. asked what factorsac'~~~t~\t,:~f.olXi:- ~~t:1)~d~i;t~.~rentia&! ab,;ility 
to successfully negot~ate t1V= enviro~l(l~~~!j' .~~\a'trd~:~;Rn to aa1<:$,t1,g wp.a~ 
problems exist in the environmen,t'f'~l 'r,.'",~'.,. ",~~ <"," ~.( .' \\j, ' () 

-~,,_., . . ').Il··>· ..... :-(~~ ". \'" }:" ...., ..... \. ,.::.~Y. "jJ , 

... Although a la~ge p;ro~q~t.i~~: ~;~~i~.d~~)':o .$r,~:i~;~()~~V:,d ~n ~f;t~J'\a1~,c~ 
dents were engaged, in s~me£~N7~l)]awfJ?tI:-,;' \ ~.' ",a';fi~/ li~'ft~f:',.t.:hE\~,~!"+me\~'offr(~ ," 
accident, the. type" of V~\t)R,i>~t1 (~1P\\l~±lil':te ~iY:(~%d, 1~4~81!}4k, eiUror, 
etc.) was not f;pupd to¢~~;t,e]:a;. '~.~i>~f\ !EJ;y t1. ';:til~\,den\qgr .. ·.. \';;'."J[.<;Lr.;r 
abIes. of race', ;s~\~~ age {t()~¢tipat:~dn,;):rJj,illl: . .}~erice .N~~Cl';lii<~Prff",;~~~~~r!orf,-"l "-'/ 
ship appearwhep. controlit~n~'!t.f.Q",r.(i'~yP'~:~o:t'¢~fi;dent. . ....... ,. •. ~,;"i 1I;'~i~h~s~,Ple@" 
demographic vari.'ables.w."i.·~e"'~s,i., .. Sni:.m~.G.an.'~\~;'~ :<'fie~.J;(\). '.relil ~.Q$~y, 'i.~li~':tblei .1\ 

) \9~ '_. -,.'~I' ,~.:,I./ H,I 'J'! " ~. "- . tr~':i""~" "j ; ·jt· .\ .•. \ . €,' " '~'.f,.:t:tj. q~l) 

o 

., 

or not an indiv:tdual 'was atriJ.£,fu. 3.aw atoF)'ttIeei~i' ,;Q' '~hFve J,1! )" , 
lilllitedbearing upon the,ft.yp¢Ij'f"'¥j:~i~· d~J@~tt)~tda;' (,·:'~it~'j;ri:tikbl~ ,'!fib» 1 

marital status~ how~v~~,,' d!-d:p~o~~p~':on ~;~~~ab.:~ \ ,~!&gS~~)~fi~a.;-:i~:'~'" "" .1 
<.' tionship .!hose who wer:;\d~Vorceij%orl~,s,·t~I;!P;~'r$:9-~,ed ~rtloit:g c v'J 

those with Violations of';,~peed,;+~w:~ allCl,~,!,~\~flmqp;&",;~P8se'~',~.he~ 0 ~J 
no violations (see TaQ.1e t 3). .~t-nglE:d~'lYi ~,~lY;if(i¥f{~~~O\IV~;fl,\",.j 

,;in speed violations and marriediIl.,d~\r~,~)Jj!:,l,.,~'·~li' P"f~S~P1;.'~'t.~~p'}Ytll ,tne ;)./'.,(" 
" , '9-,". . . I"i-}J'<-i, tt~,>h' ,,'" "," II;,; .... ,~~l (\) .. ' 0" ... 

" " ."o7\t<fE~ ,~J,-;.§'V'_ V!i~'::' ,(_,f.'~ ,'lC~,,)l 
ilo,j.,. '-:;j!1 1;1 P itdh ' )" )1:: &";';-";X' Cl'D;3 
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CONTRIBUTING BEHAVIOR BY ''MARITAL STATUS I;' 

1,1 

C6ntri
:b~lting , 
B~havio.rr 

V1B.rita1 Status 
~-7 .. Wlt-------"------'""-'--'--'~--'----r--'------

:'r: . 

Spefj'd 
Failur'e to 

Yield 
Judgment 

Error 
None 

'" ';) 
Sini;lEi,'" " 
, 'I " 

'. ~~ ." ,,\,1 

• 
38.2% (34) , I, 

" 7.9 (7) 

10.1 '. ,(9) 

43.8 (39) 

I; ... 

To. tal, 'i60 .0% (8,9), 
", 

x Z = 28; 7?28 ".' 

Mar'ried Div.-Sep. Total 

18.6% (27) 55.5% (20) 30.0% (81) 
17.2 ('25 ) 19.4 (7) 14.4 (39) 
" .'~ 

14.5 (21) 8.4 (3) 12.2 (33) 

49.7 (72) 16.7 (6) 44.4 (120) 

100.0%, (116) 100.0% (36)\ 
\1 

100.0% (270) 

p. < .001 

failure to y:f:.e1danCl> tlie errQ~ judgment·~gro.ups. If o.ne accept!:! that 
"speeding is'a,so.ine:vhat,mo.re:de1:i;ip;;rate violation than judgment erro.ro.r 
(ailu:re to. yie:ld, it :wotll~i appear that both divo.rced-separated and single 

,p'e,rso!tS vie1a't:e traffic l,awip. /:8. mere co.nscieus and serio.us manner than 
. ~na:rt:'~ed 'drivers inv0.1ved "in tr'affic accidents. 

Physical Co.ndition 

,The va:r:iab1.e. 0.'£ physica1,conditio.n refers to. a1ceh0.1 usage. I~(Hvi
dus.l:s were identified as e1ther into.xicated, drinking o.r normal (se~ 
Metho.de1ogy' fer e~'J2l,~anatien), and a1c9hef censumptien was net included 

" among the cat~gor:ies of'cpnt:ributing behavier. That ie, a1theugh'epera"', 
tien'be'a vehicl~r'whi1e il1:C.bxicated is a. v:;i.olatio.n of traffic law, fer 
PU!P()a.e,so.~,an~ysl~, this 'Variable wEts 'separated frem vielations 

',.1 :I~~vgl~\1iJng ,:' ac,tu?,.3.!: ~,pe~ation·.;of (i·::'vehi~)..e or 'specific pedestrian actions 
Jli'iTj.o1aH~p,:,O~,"t:'he,:~~aW. ,Ati il)'d1.vidual 'tiTho was intoxicated er drinking 

'q'tas idellt:IJjL(di,:~ts;a;(iti~\I'~r, vi~tim or °a 1?,edestrian victim if hi~ behavio.r 
'~'vioia'l:~d tta:JLe::i.'c:,l!aw' :to, ',no other manner. If the categories of victim and 
, vio.latot';!l'ere':90ntamina~t~)d with the variab1e c of physical condi,tien, it 
,wou:l,d h'e di~f;(6~,:1;t: to~~letel:rnille; the effect of:alcohol co.nsumption upon 

," driying "or ped:~stiian"behaviei;~' 
c ' .. J. . ", . ;, ~~ .. "_i ~~ 

~/- - "'.::;~.',\ (; 

," ,'~Of those- iudividii~l'B '~or whom a clear judgment ef alcohol censumptio.n" 
"'~~~~t1 made,2.Q;S, J?erc,~riti (N~' 8W) W:ere intox~cated, 13. 4 perd~nj: (N = 56) ,U 
,.,h~4 been(;d,ri'~lking an~L66~1 ,percent (N ID 271), had net consumed a:ny' reco.rd-

,) :'a$1~'amoun,t of alc:qh91~~p'lii:0.r., to the acciaent. Altho.ugh data are not 
"ava3,lab1e. for the amotiht,',of'a1cohol cons,umption among the d'riving pOlm-
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lation in general, Haddon (1962) using a control sampl.eof individuals '" 
i.I . 

passing the s;tte of a fatal accident at the same time C!nd dayaf the week 
of the accident found that 76 percent of the non--acc .. ident group had not 
consumed alcohol. On the basis of these data, it appears that the 
accident sample's consumption of alcohol was somewhat greater "than the 
population at risk. ' 

There was a statistically sigt}ificant (p. < .001) relationship 
between involvement category and alcohol ,consumption (see.:, Table 24).. It 

Driver 
Physical Violator 
Condition 

TABLE 24 

DISTRIBUTION OF ~HYSICAL CONDITION AMONG 
SELECTED INvoLVEMENT CATEGORIES 

Driver Pedestrian Pede -;p;iss:;' 
Victim Violator Victim 

'C'. 
" 

1\ .' !) 

I 

.0 

Total 

1:ntoxicated 31. 7% (52) 1.6% (2) 25.4% (17) 23.1 (15) , 20.5% (86') . 
Drinking 15.5 . (27) 8.9 (11) .. 13.4 (9) 13.8 (9) /~ 13 .• 4 {56) ~,) 

Normal 51.8 (85) 89.5 (110) 61.2 (41) 63.1 ;. 
(41) 66.1' (2Z"7) 

/I 
~ 

c. 0 
,\ 

. 

" 
Total 100.0% (164) 100.0% (123) 100.0% (67),' 100.,0% "(65) '. lOO.O~~ (:419) 

," 

rt. t::' x 50.8713 p. < .001 c; 

is among the dr'ivers that the difference ;,is most notable; 31. 7 p(~rCel,lt ,~':.!' 
. of the driver violators versus 1..6 percent of the driver victims were 
intoxicated. An additionaf 16.5 p~,rcent of the driver violatorsl1had been 
drinking while only 8.9 percent of the driver victims had consumed alcohol 
prior to ,the fataJ ac6iden.t. The di.''fference between pedestrian viola~ 
tors and pedestrian and passenger,. victims is nil. . This :fa in. part an 
artifc;ctofcombining the tw.o categories of passenger v:fctim and' pedes ... 
trian victim which was necessitated by the smal1ntimber (N = 10.)~ of 
pedestrian viol:ators, are intoxicated far more frequently than driver-

,. 1(, I~ 

victims,.Jstrengthening J;he relationship between traffic nJ~gligence '&'nd" 
"the consumption of alcohol. 

,i~ 

T~p. physd.c'7iconditio.n of the, invo.lved persons was not signific-antly 
related to the ~ariables of sex, age, or i~ace. It was, on tlle other" hand., 

-related to both marital statu.s and occup~t:ton. Therewaf3l.Jl"'~igni£icant 
, ' (p. <:. .001) relat:l,oI1.sh~p between phya:Lcal condition.·'andmarit(;ll st,fitus!t 

(see' T~b!e 25) witli" the category of divorced .and separated per'sons
overrepres(?;nted among those intoxicated "an,9 underrf.!preseT),ted!lmpng the 
alcohol·-free. \1" ,,,'~ 
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TABLE 25 

\1 
PHYSICAL CONDITION BY MARITAL STATUS OF 

INVOLVED PERSONS 

" 
Marital Status 

Physical " Divorced or 
Condition ,Single Married Separated Total 

Intoxi- 19.1% (29) 15.7% (35) 51.1% (24) 21.1% (85 ) 
cated 

Drinking 12.5 (19) 13.7 (28) 14.9 (7) , , 13.4 (54) 
Normal 68.4 (104) 70.6 (144) 34.0 (16) 65.5 (264) 

; , 

-\1 

Total 100.0%, (152) 100.0% (204) 100.0% (47) 100.0% (403) 

.L. '= x 31.4262 p. < .001 '<, 

There was also a statistically significant (p. < .001) relationship 
between physical condition and occupational status (see Ta~ie 26) when 

\'( 

" 

Physic'al 
Condition 

TABLE 26 

PHYSICAL CONDITION BY OCCUPATIONAL STATUS 
OF INVOLVED PERSONS 

,... 

Unskilled 
Laboret" Other ",Total 

,:',:"--

Intoxicated 25.6% (60) 10.9% (15) 20.2% ' (75) 
Drinking " 15.4 (36) 12.4 (17) 14.3 (53) 
Normal' 59.0 (138) 76.7 (105) 65.5 (243) 

" 
" 

Total 
: 

100.0% (2%) 100.0% (137) 100.0%, (371) 

-x = 13.8805 p. < .001 

comparing the utlskilled laborer group, with all others. (The small number 
of white',cQlla:r workers in the sample, and the fact' that all of these for 
whom determinations regarding "physical condition cou,ld be made were 
alc()hol-iree, neces~itated combining this group with that of blue-colla,r 
and sa.les"workers). On this basis, the laborer group recorded observed 
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frequencies of both intoxication and drinking considerably greater than 
would be expected, and the blue co11,ar/white collar group cons'idera.ply ., 
less. 

'J 

In summary, analysis of the alcohol involvement oe'accident subjec.ts 
produced the following findings: 

1.. The incidence of al'cohol usage among individuals involved" 
in fatal urban traffic accidents was somewhat higher than 
that for "the general urban driving population. " 

II 

2. Alcohol usage was far more common among drivers violating. 

3. 

4. 

, 5. 

the law at the time of the accident than for those drivers 
not violating the law. 

Alcohol usage ~vas far more common among pedestrians" 
violating the law a~ the time of the accident than for 
pedestrians not violating the l,aw. 

Divorced or separated ipdividuals involved in fatal 
traffic accidents had a statistically greater propensity 
for alcohol involvement than either married or single 
individuals. 

" The unskilled laborer group had a statistically greater 
propensity for alcohol involvement than all other 
involved persons tak~n together. 

Injury 

Drivers in violation of the law at the time oft1,}e accident die signifi
cantly (p. < .001) more often than non-violating driveis (see T~b1e 27) • The 
reason for this is two-fold. First, since it is the secondary impact of the 
individual with the interior of the Yehic,le which kills, and the mo,stcommorf 
law-violation. is excessive speed, the liability of such violators is grea\,er" 
than;or those traveling slower. Second, for t~e v~iolator, the accident is 
nearly always a head-on one, with the front of his ~tehic1esU:iking another, 

II ' 
Ca:l' or some fixed object. The non-viq,lating driver,. on the other ha.nd,is 
just as l;~kelyto be s truck(;:C£rom behind or from" the side a.s he is to be 

" struck head-on. Such si<ie or .rear-end collisions do liot propel him aga'inst 
" 0 n'," • . ",' 

the front·:of 'bis own vehicle with the same force as would a head-on collis.ion. 
Thus, thespeedit;l.g driver in violation of the law s:tgn:lfica'tl.tlYillcr~ases . 
his liability to .be fatally irtjured if heoshou1d have an accident. 

,:1 

In summ.ary" analys:t's of injury demonstrated that violators, In 
general and driver violators in particular, have a statistically ~rt\~ater. 
propensity to be killed in fatal tri:1;ff:lc .sccidents th~m persons not. violatin.g 
the.1aw at the time .. of the accident. P 
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Injury 
Sustained 

.:; 

Fatal 
Other 

Total 

ii 
TABtE 27 

DISTRIBUTION OF FATAL INJURIES AMO~G 
DRIVER VIOLATORS AND DRIVER VICTIMS 

Driver Driver 
<> Violator Victim 

53.8% (93) 18.7% (23) 
46.2 (80) 81. 3 (100) 

u 

Total 

39.2% (116) 
60.8 (180) 

100.0% (173), 100.0% (123) lOG'. 0% (296) 
"<' 

rL = x 35.61902 p. <. .001 

'., 
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CHAPTER VI 

CRIMINAL HISTORY AND ACCIDENT INVOLV~NT 

This chapter focuses on two aspects of the urban accidentproblem~ 
First, it is concerned with the prior criminal and trat£ic histories of 
both victims and violators. Second, it presents :atypologyof urban" 
traffic accidents in an attempt to demonstrate the various types of' 
circumstantial and personal factors Which combine to cause fatal urban 
traffic accidents. " 

Criminal Histories of Victims and Violators II 
I, 

TABLE 28 

PRIOR POLICE RECORDS OF VIOLA'J,'ORS AND VICTIMS 
;,' ~ t'; 

Prior 
Record Violators , Victims Total 

,'i::, 
'.' 

None 46.2% (102) ,,73.7% (123) [\ 58.0% (225) 
Traffic Only 14.9 (33) 10.8 . (18L 13.1 (51) 
Traffic and 38.9 (96) 15.6 (26) ,?8.9 (112) 

Criminal 
c 

') 

c:.:::., " 

Total 100.0% (221) 100.0% (167) 100.0% (388) 
0 

r2 = x 32.50720 p. < 0 .0 1 

prior record for either criminal or traffic offenses; 14.9 perc~nt (N = 33) 
had prior records Jor traffic violations only; and 38.9 percent (R,= 96) 
had prior police records , including criminal as well as traffic 'violation,.!.. 
In contrast, 73.7 percent of, the victims (N = 123) had no pr:l,or police " 
records; 10.8 percent (N ::: 18) had txaffic-only prior xecords; and 
15.6 percent (N =: 26) had prior records which included criminal 8swell 
as traffic violatioI'i's. " ' 

Thus,there is a statiStically signi£1cantdifference ±nthedi:st'ri~ 
bution of prior .criminal rt:cords between victims and violators. J1Qst . , 
,important is the fCJ.ct"that ,while 38.9 Percent of the violators ha'a records 

dinvolving criminal il\rio1ations, o.n1y 15.6 pei:cent of the victims had 
criminal histories. These data indicate tllatthose with cri~l\it1,alrecotdS 
constitutt: a Bubstantia1proportion of petSQ'ils 'tespot1.sible fox fat,:al: 

" . , 
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tr~£fic accidents. 

Combining criminal and traffic records revealed that while 53.8 per
cent (N = 129) of all violators had some prior record, only 26.4 percent 
(N = 44) of the victims had any previous record. This 2-to-l ratio in 
favor of violators having prior records strongly supports the hypothesis 
that perceptions favorable to violations of law extend to driving behavior 
as well as face-to-face interactions. 

As a corollary of the finding that violators tend far more frequently 
to have had prior criminal and traffic records than auto accident victims, 
it can also be asked to what extent an individual's prior criminal and 
traffic history act as an effective predictor of whether he will be a 
victim or a violator if involved in a fatal urban traffic accident. 
As Table 29 shows, 45.3 percent (N = 102) of those with no record, 
64.7 percent (N = 33) of those with traffic records only, and 78.7 percent 
of those with records including criminal violations (N = 122) were guilty 
cf negligence. 

These findings, shown in Tables 28 and 29, highlight an important 
aspect of traffic violence. A sig!lificant proportion of the violators in 
fatal urban traffic accidents have prior records for criminal violations. 

TABLE 29 

NATURE OF INVOLVEMENT ACCORDING TO PRIOR RECORD 

Traffic 
No Traffic and/or 

Involvement Record Only Criminal 

Violators 45.3% (102) 64.7% (33) 78.7% (96) 
Victims 54.7 (1-23) 35.3 (18) 21. 3 (26) 

Total 100.0% (225) 100.0% (51) 100.0% (122) 

x = 32.5072 p. <. .001 
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57.0% (221' ) 
) 43.0 (167 

100.0% (388 ) 
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It has previously been shown that individuals involved in fatal acci
dents, particularly those involved in negligent behavior, exh'ibit demo
graphic characteristics similar to individuals involved in cJ:'imina1 law 
violations (see Chapter 5). The findings presented here show that viola
tions of traffic laws are closely related to violations of criminal laws, 
and that for a sizable proportion of the violators, negligent tr~:ffic 
behavior is part of a behavior pattern and is not a random, circumstantially 
induced event. These data lend further weight to the hypothesis that the 
socially derived perceptions conducive to involvement in criminal activ~ty 
extend to traffic law violations as well. 

Types of Criminal Violations 

As shown in Table 30, 9.3 percent (N = 8) of the violators with 
criminal records were guilty of property crimes; 29.1 percent, (N = 25) 
had criminal records inclurling both personal and property crimes; and 
61.6 percent (N = 53) had prior records involving personal crimes only. 

.(1 

The victims with criminal records showed 3.8 percent (N = 1) with prop- () 
erty crimes only; 11.5 percent (N = 3) with personal and property crimes, 
and 84.6 percent (N = 22) l,yith prior records for both personal and 
property crimes. 

TABLE 30 

TYPES OF PRIOR RECORDS FOR V,[CTIMS AND 
.'[ . 

VIOLATORS WITH CRIMINAL H[StORIES 

Criminal 
Record Violators Victims Total 

-
" 

Property Only 9.3%' (8) 3.8% (1) 8\0% (9) 
Property and 29.1 (25) 11.5 (3) 25.0 (28) 

Personal 
Personal Only 61.6 (53) 84.6 (??) ,._--'/ .67 _"0 ~ (.,,,\ -,,-,-""r 

\, 

\\ 
:) 

Total 100.0% (86) 100.0% (26) 100.0% (112) 

--.1. _ x -28.7146 p. < .001 
(, 

The importance of these data is clearly self-evident. Amonginvolved 
persons with criminal records, there is an inordinately high perc~ntage 
of records for crimes against the person. Among the violators with crimi" 
nal records, 61.6 percent had previous records for personal crimes only. 
Adding to this those violators with ~ecords, including both personal and 
property crimes brings to 90.7 the percent of violators with cr.iminal '. 
records who hadconun:ttted a prior crime of violence. ,This finding 
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indicates that not only are individuals with criminal records over
represented among the violators, but that if a violator in a fatal urban; 
accident has a criminal record, it will most likely include violent 
crime (s). 

Previously, we have suggested that for a significant proportion of 
violators, negligent involvement in a fatal urban traffic accident is not 
a random event, but an extension of a life style which includes a tenden
c7 toward law violation. This fact has been noted by other researchers 
(see Chapter 3). The findings presented here, corroborated this observa
tion, and clearly specifies that. it is those individuals with a tendency to 
commit personal crimes who have the greatest propensity for negligent 
traffic involvement. Thus, among violators with criminal records, it 
is not simply the tendency to violate the law which correlates with neg
ligent traffic involvement, but the tendency to commit crimes of violence 
which is most strongly related to negligent traffic behavior. The ten
dency to 'behave aggressively in face-to-face interaction appears to 
extend to traffic behavior as well. 

To further investigate the relationship between involvement as a 
violator and a prior history of personal crimes, individual criminal histo
ries were evaluated for misdemeanor and felony violations according to ' 
type of crime, and for gross number of offenses committed. Table 31 pre
sents the distribution of felony and misdemeanor offenses for violators, 
and Table 32 presents the same distribution for victims. 

TABLE 31 

DISTRIBUTION OF OFFENSES BY TYPE AND SERIOUSNESS FOR 
VIOLATORS WITH CRIMINAL RECORDS 

Offense Type Felony Misdemeanor Both Total 

Property Only 3.S% (3) 4.7% (4) 1.2% (1) 9.3% (8) 
Property and 7.0 (6) 16.2 (14) S.8 (S) 29.1 (2S) 

P"""r~I"'\'I"\tl' 
... ~.a..ro;Jv", ... '-'to-.. 

Personal Only 7.0 (6) S1.l (44) 3.S (3) 61.6 (53) 

Total l7.S (IS) 72.0 (62) 10.S (9) 100.0 (86) 

Due to the small observed frequencies in many of the cells in these 
tables, they are presented for their informational, rather than statisti
cal; utility. It is interesting to note that the violators had committed 
serious violations of criminal law less frequently than the victinls. 
Among the violators, 17.5 percent had felony arrests only, and 10.5 per
cent had arrests £Qr both felony and misdelllbanor o:fif:c'~1se8, for 1.\ totol of 
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TABLE 32 

DISTRIBUTION OF OFFENSES BY TYPE AND SERIOUSNESS FOR 
VICTIMS WITH CRIMINAL RECORDS 

Offense Type Felony Misdemeanor Both Total 

Property Only 3.9% (1) 0.0% (0) 0.0% (0) 3.8% (1) 
Property and 7.7 (2) 0.0 (0) 3.9 (1) 11.5 (3) 

Personal 
Personal Only 34.6 X9) 34.6 (9) 15.3 (4) 84.6 (22) 

Total 46.2 (12) 34.6 (9) 19.2 (5) 100.0 (26) 

28 percent of the violators who had committed a felony. The victims, on 
the other hand, recorded 46.2 percent with felony records only and 19.2 per
cent with both felony and misdemeanor records--a total of 65.4 percent 
with felony involvement. However,' what is critical is the fact that over 
half (51.1 percent) of the violators had records, including personal 
misdemeanors, while only 34.6 percent of the victims fell into this 
category. These personal misdemeanors included simple assaults, assault 
and battery .against a female, and carrying concealed weapons. The large 
number of violators with records for such offenses indicates that it is 
primarily the situationally aggressive individual, and not the hard-core 
property offender, who accounts for the positive relationship between 
negligent driving and personal crimes. It is those individuals prone to 
momentary violent eruptions, as indicated by the types of crimes most 
strongly represented among the violators, who are most prone to negligent 
traffic involvement. 

While these findings strengthen the hypothesis that for some indivi-
duals the traffic situation represents merely another forum for the express-
ion of violent tendencies, it is important to also show the frequency of 
various types of cr·imes for violators and victims ... , Table 33"·preaent·s ·the 
gross number of offenses of various types, the number of individuals 
responsible for that number of offenses, and the rate per offense for both 
victim and 7iolator groups. 

As Table 33 show~ the violator group constitutes a far more criminal 
population than the victims. As a group, violators with criminal records 
tend to commit more crimes per person than do the victims. When consideri~g 
specific categories of crimes, it is interesting to note that for property 
crimes (both felony and misdemeanor) the rates for the victim group exceed 
that of the violator group. However, for personal crimes, the violator 
rates (for both felony and misdemeanors) greatly exceed those in the victim 
category. Of all the crimes accounted for by the violator group, 43.6 per
ce:t'J.t were for personal misdemeanors, while only 22.7 percent of the crimes 
acc-bUnted for by the victims were for such crimes. 
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TABLE 33 

NUMBER OF OFFENSES AND RATES FOR VIOLATORS 
AND VICTIMS WITH CRIMINAL RECORDS 

Violators Victims 

No. of No. of 
Offenses No. Persons Rate % No. Persons 

Prop. Fe1. 39 15 2.6 7.8 17 4 
Prop. Mis. 50 24 2.1 10.0 3 1 
Pers. Fel. 55 20 2.8 11.0 17 16 
l'ers. Mis. 219 64 3.4 43,.6 15 14 
Intox 139 41 3.4 27.6 14 6 

(non";;' 
traffic) 

I'otal 504 164 3.1 100.0 66 41 

Rate % 

4.2 25.8 
3.0 4.5 
1.1 25.8 
1.1 22.7 
2.3 21.2 

1.6 100.0 

il While the personal-property distribution of offense types among the 
II 

"'. ;:victims is more nearly even, it is clear from these data that the violators 
~.J\with criminal records seem to have been drawn from the subculture of vio

lence. Among the victims, 30.3 percent of all the crimes committed were 
property crimes, while among the violators, property crimes accounted for 
only 17.8 percent. This fact, combined with the overrepresentation of 
personal misdemeanors in the violator group, clearly substantiates the 
hypothesis that many indivi.duals responsible for fatal urban traffic acci
dents have histories of repeated violent eruptions. For these individuals 
the automobile is not merely a means of transportation; it is a weapon--a 
tool with which to release hostility. 

Another fact which strengthens the link between violators 'vith crimi
nal records and the subculture of violence is the pattern of alcohol usage 
represented by the two groups. The violator group had a much higher fre
quency of repeated arrests for public intoxication than the victim group 
(3.4 per person versus 2.3 per person). It has long been known that vio
lent crimes, particularly those not associated with monetary gain (simple 
assault resulting from domestic quarrels, Saturday night tavern brawls, 
etc.) are frequently preceded by drinking. Thus, among the violators with 
criminal records, there is a history of both minor personal crimes and 
intoxication, a pattern frequently associated with the subculture of 
violence. 

In summary, these data suggest that: 

1. Persons with criminal records are significantly over
represented among those responsible for fatal urban 
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traffic accidents. 

2. Those with no criminal or traffic histories have the lowest 
statistical propensity t'o be violators in fatal urban traffic 
accidents. 

3. Those wi.tb. prior records for traffic viol'tl-tions only are 
overrepresented among the violators in fatal urban traffic 
accidents, but their representation is not as dispropor~ 
tionate as those whose prior records include criminal as 
well as traffic violations. 

4. An individual involved in a fatal uda.n traffic accident 
who has a criminal record will in all probability have 
committed and been recorded for a personal crime at 
some time in the past. 

5. Of those with criminal records, a substantially larger 
proportion of violators have prior records'includ!lng 
personal misdemeanors than do victims. 

6. Violators with criminal records account for a larger 
gross number of crimes than do victims with criminal 
records. 

7. Violators with criminal records commit m.ore personal 
crimes per individual than do victims. 

8. Violators with criminal records are arrested for public 
intoxication more frequently per individual than are 
victims. 

9. Violators with criminal records, as a group, represent 
a more criminal population than victims with criminal 
records. 

10. Violators with criminal records exhibit criminal pat
terns similar to persons identified with a subculture 
of violence. 

A Typology of Fatal Urban Traffic Accidents 

Our analysis of fatal urban traffic accidents up to this point has 
been strictly statistical in nature. While such empiric~l data are 
essential for a sociological portrait of the problem, they do not pro
vide a comprehensive understanding of the traffic accidents quantified •. 

In addition to the statistical analyses, each accident event: and 
the circumstances surrounding it, was closely studied to derive all ' 
overall understanding of the complex interaction of variables culminating 
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in the fatal traffic accident. In this qualitative context, there began 
to emerge four distinct types of urban traffic accidents: the simple 
error judgment accident, the simple alcohol accident~ the violent eruption, 
and the subcultural accident, or, more graphica,lly, the "Saturday night 
special. " 

Presented below is a description of the critical components of each 
accident type followed by an illustrative case. The cases presented are 
actual accident events in the sample studied. They were chosen as being 
characteristic of a given type, rather than as a composite of all the 
components of a particular type. The utility of this typology lies not 
in the exact correspondence between the accident categories and actual 
accident events, but in the sensitizing value of "ideal types." Such a 
presentation can provide an appreciation for the dynamic factors which 
are difficult to capture through purely quantitative analysis. 

The Simple Error Judgment Accident 

These accidents are distinguished by (1) a clear lack of contributing 
motivational factors on the part of the violating driver, and (2) the 
relatively chance or l1accidental" concurrence of several accident-related 
factors. Although such accidents frequently occur because of some unwise 
or negligent act on the part of the driver, this behavior is essentially 
llUrelated to individual ps.ychological or subcultural factors. The simple 
er:,:or judgment accident is the type of accident which, given a moment of 
inattention, could happen to almost any driver. 

Case {ll 

The Simple Error Judgment Accident 

Description 

Driver #1 was proceeding, within the posted speed limits, on a two
lane, undivided road in a sparsely settled portion of town. Draped across 
the seat on the passenger's side was a suit, just picked up at the cleaners. 
The weather was warm and the car windows open. A strong gust of wind 
b1~w the newly cleaned suit from the front seat-back onto the floor in 
the balck seat section of the car. The driver leaned back and attempted 

" to reach behind the seat to pick up the suit from the floor. In so doing 
he took his eyes off'the road causing his car to drift left of center. 

,He' failed to see a car approaching in the opposite direction and a head
on col1i8ion followed killing the driver of the approaching car and 
injuring the negligent driver. The violating driver was cited for being 
left-of-center and also charged with homicide by vehicle in the sec.ond 
degree. He was found guilty on the homicide charge and sentenced to 
30 days in jail (suspended) and a $200 fine ($100 suspended). 

68 

,) 

" 

I 
I 
I, 
I 
I 
I, 

II 
I: 
I, 
I 
I 
I 
I 
I 
I 
I 
I( 
I 
I 

,J 



I 
I 
I 
I 
I 
I 
I. 
I 
I 
I 
I 
I 
I 
I 
I 
I 

I 

, .,,: t .-~ 
/' '.,~,~ 

. ",~" .; 
/. 

F. \t .. ,'~~ 

\ ,~ -) 
'\ 

.,. . " • .e ~', '~i) ;J} 

The negligent driver in th.is· aCC}4e11t waS' a white rnQ.le$'1.i(.,·ye~":fjfJ of 
age and married. He wfLs emp~9yed ~G:~;,<f t:al~~ ,repr:~sentat;f:$~Ifor l;lIh ~,ilz 
firm and had no prior record, wit;1i the excep(f.:'iol1'.,o£";;a ,1tt~ffic:: 1~tat:frlon ":' 
for having an improper taillighL ',;: 'III", \"/ /,~ II;:' .')!. ':. .J. 

. , _ . I ",,~'f;/ 7" 1\ '. r'!:;'? ,~.:"" 
The victim was awhi te maXi:,' age <il§) nl1f;-ri,,e(~,,, and.;,eIT:W,loyed"as"J.a :;, 

carpenter. 'He had no prior record foreitj:ler traffit: or \c.riminal '. 
violations. .,' '.,' ' , 

,~,. ~~' 

" ) " 

The 

,; -'/ 

The critical components of sinii:l~'~ alJ;hol aCCid!?~s' are (1) ':t.mpair~:d 
judgment and driving ability follm-ling, thWJ~e*ce!3siveE:~\1:Bl'Imp~-Hm of ' 
alcohol, (2) the volitional 4eciSion.l!J~dr!:Y~~i,~iift:{r.\.:di:tin~:t,1.~g{' and, I.' '0 

(3) a failure to compensate·for the;1l1imp~,~:re(tI{i;li'1,:t:~lrtngsl!,~i::;l:,,;; :',J;n the'se ..., 
cases it is not the mere consumptiork~£..\i~a:t,c,01dS~;:·wh;i~\'.f''i;S )"i.~~p,?rtsihleT\iff.)r ~',' 
the accident, but the alcoh6~-ind?~r·0~e,~~~I~M::y't:tst,:,~)Civ~ .. ..i~:::\~ mor~ >C~~~~"f~"'c 
less manner~ and generally at, a somew~(a!J.;iJ}:tgh.fi:r. sp,ejactthm}';¥ronld nOrl'ilally 
be the case. Thus, the nlajor,lty\of !tJ~~!:'~ ac.,cf4e;iP:.a\~ilVolve';a vicilaticm:! 
of one or more traffic laws ":in ::addidQri)fo'd1-1ving""wh'tlle ~ :¥htoxicated: •. · 
Additionally, in many cases the' tendentiy to-w:ar'd i,ntoxicatiort is thfi: 
result of other antecedent variabl<ii~!!.:'lUch as';pers6ti:ifiit;f!ifand li:i:e::-; 
situation problems. ,~, -;:.~. ~':.:~~'\.':A ..·.1; 

~,-',,-,,' 

"{:~_ r: 
l. 
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Description 
; / 
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Driver' t~2 had spent the majori.t.y.of. a .~h~~~~~~ ~~~~~;,ij;'*l1~'~ b~~:;t~t~fl,' :/ 
alley drinking, s~cializ!tng and.att.empt:tng'.:.t.~il~:RF~~r:~hiW~~.ctP("W~41H"\f:\g ·~o .,' 
spend the night w~th hi1!l. At~.bout+t\OO:tntp~/\lm(h:.n;tn,~H(1;lot:Lceably .' 
intoxj_cflted), he left the bowling~,ilUh;:'~~~:\*PP,%~~~ca:ma~~'~1f ciri~ nl:I.le fl:om the 
bowling alley he los tilconj:X'ol of hlsl~~~"~'~\~)J~;~/E\~d~§:WJ.p~:q. a" t~lephone,po~e. 
However, he did not stop his· car and:~og)~itltiE;.d;bw:a·i'd hoWer A half., 
mile beyond this first accidetJ.t:~he ioupii~~t aJ(5 ,.~~xl;?!Jthe w£9;rig',s!.de .of. , 
the road. All older Volkswagen ~{c.lS ", p:r~~~5?a~IMi,tlFJ'i<~.;tciil4,l!bhe'l.qppos4i1f~a1~~ctipn. 
The driyero£ this second car s~J@ry" r~R ... 'ni~:§st:h~<;;re)i:f'clg·. 'bn. l;riB~\~fS~f~f.' ' 
of the road~ but was stuck .i~ th~'\~:'e frf~t ferttle;, •. The tl~lpa,~t,~ef\t t'b.e 
s.maller car off the. ro,a{.l an4 .. tinto'!;~·"'tft~f;, J\.:flling1i,tb,e,., ;t.nnb;!Maf1tr:d'f;tv~:r\~,:'~, 

Q 

:1 
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t) The drunken driver, ei t~e~1i.ft:i;t.f.rlg ~~~;~e,;,f:\:g~llY ~lt~~X;r, \\~~" t;p:~("a.c~dent B r'" ,~ 
fearing the con~e21~ence5'-":!i~,nt;,~,p.~e~;, ':;~~/ ~~t\. ~~~: ~f/) iCi';\,\n " . ;-(00", _~',';'" (J 

~':'" • .. j':" . ,""''\\\~~'.,.'' .:,.J, .', "\'~''I:'1i~''':'';'~'':''- /r,;~-r-{.1 p. . ,~~;':-~:<> ;~~ 
The negligentdriv~':: ~aa ~"'~~r1;l~;~em/, ,J:~g,~:~~~i~t1.d dir,fo~QJ?!d. At,,~p.e·. 

time of the accident he.was,. e.mployG'O ai9\~pZI;~~:1J#BlCJ,~~ed ~act:pry laborer." '. 
His prior record, althOl.lgh'h~V:L,n~e~iJcr:il'~;(~m!L v~~,.qf~~p.s:,''''inClj~ed 'two" "" 0 
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convictions for 9pcrating a motor vehicle while intoxicated and three 
, other moving violations, two for exce~sive speed and one for failure 
. to -yield at a stop sign. 

The victim was a white man,agc 45, married and employed as a truck 
driver. He had no prior record, either traffic or crl,minal at the time 
. of the ,accident." 

, After a rather lengthy investigation, sufficient information was 
dhtained to charge the negligent· driver !V'fth operating a motor vehicle 
while ;intoxicated and veld.cu.lar homicide ,i11 the first degr~e." He was 
found guilty by a judge after pleading IInolb contende;t1,e'f.'I:He was 
sentenced to one year of probation an,d.",!- $15 fine. 

Tb:e'Violent Eru~ion Accident 

These ipcidl?nts (1) follow shortly after a hostile an~.~(?;gre$sion
provoking personal interaction episode which (2) t.l~ansforms the a~to
mobile in"toa means for releasing or exp1;"essing this aggre$sion. Alcohol 
usag~ mayor may not be involved prior to the aceident, and the specific 
hostile interactj.On frequently stemsfrqm sc'Jme otqer antecedent, condi
tion nu;tking the ,individual prone to .such eruptions. The,se accid~nts have 
the additional characteristic that in some cases they may be related to 
suicidal motivations. Although fully int'eaded and conscious suicide 
does not appear to characterize these accidents, 'fthe "J;:don t t really 
care what happens to me. U o,r "Won't she (he) ber'sorry then II attitude 
assod.ated with many of ':he antecedent hostile irlte.ractions may induce 
the driver to take risk:~ greater than normal. 

Case 113 

The Violent Eruption Accident 

Descri.ption 

. Driver 113 had recently beerL fired from his position as a machine 
ope:r,ator. in a. factory. On the night of the accident, his wife returned 
home from her job as a waitress to find' her husband watching television 

. 'and drinking a beer. A violent 'argument ensued centering around their 
lack of money, and his present lack of _ employment. After about 
2.0 minl.\tes of violent argumentation, the 'husband left the house saying 
that he was "going for a ride to cool off." Since it was winter, it can 
be assumed that "to cool off" was a reference to his emotional rather 
than physical state. He drove away from the house abruptly, leaving tire 
marks (rubber). Approximately a half mile from his home, he failed to 
negotiate a left hand turn at a cross street and first struck a telephone 
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pole and then several trees. , Tire marks at the scene of the accident 
indicated that the automobile had been traveling at a high rate of speed, 
and that this was the reason for his failure to negotiate the turn. The 
tire marks further indicated that the driver attempted to avoid the 
accident. 

The driver was a white male, aged 37 and married by common-law. He 
was unemployed at the time of the accident, but had previously been an 
unskilled machine operator. His prior record included two convictions for 
assault and battery on a female, one arrest for investigatio,';l in connection 
with an aggravated assault, and three moving violations, all :for exc~ssive 
speed. 

Since the negligent operator in this accident was, killed, no charges 
were filed. 

The "Saturday Night Special" 

These accidents are distinguished by (1) their correspondence to 
subcultural patterns of behavior, (2) their similarity to situational 
circumstances surrounding conventional crime.s of violence and (3) the 
simi1ar:l.ty of individuals involved with those perso~s prone to commit 
conventional crimes of violence. These acd.dents generally invqlve 
alcohol use and occur in the context of weekend-evening entertainment. 
While these accidents do not constitute the majority of urban traffic 
accidents, i,ncidents of this type accounted for approximately 15% of 
the accidents studied. Because of their subcultural aspects, they 
provide a particularly interesting focus for the critninologist con
cerned with the auto accident pheriomenon. 

Case 114 

The Saturday Night Special 

pescription 

On the i:.:.tght of the accident (Sat,urday) two men in separate cars 
along .with several pa;ssengers (1 male(';and 3 females) began barhopplng in' 
a lowen: SES inner-city area. Af1ier several stops at taverns and one
private party, they stopped for gaso1:i,ne at a.service station in an 
industrial and warehouse area near the section where, they had been bar- 'I 

hopp,ing. While at the station an argument erupted, between the two d;rivers~ 
appare'ntly concelJning in whose car one of th,,~ female passengers :would 
ride. The two ca~s left the. filling station at a high rate of speed with 
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all of the passengers in the lead car with the other driver by himself. 
It appeared to the filling station attendent that the latter was chasing 
the former-'s car. Approximately one and a half miles from the filling 
station the first car failed to pegotiate a left-hand turn leading into 
a concrete railroad underpass. His vehicle struck the bridge abutment 
killing the driver and one female passenger. The driver in the second 
car, following close behind, managed to avoid the fi:tst car, but in doing 
so also struck the bridge abutment. However, although his car was dam
aged, he was unhurt, and the car remained drivable. Seeing that the 
accident to the first car was very serious, he became frighte1fed and left 
the scene of the accident and returned home. 

I.t was later learned that the second driver feared the consequences of 
carrying a concealed weapon and returned home to hide the unlicensed pistol 
which he h~d been carrying during the evening. Also~ not wanting to be impl~
c~ted in the accident, he hid his own car in the garage and returned to 
the scene of the accident in his mother's automobile. Once at the scene 
of the accident, he posed as the husband of one of the injured females. 
It was not until several days after the accident that the investigating 
officers were able to determine that the supposed husband of one of the 
injured victims was in actuality the driver of the mysterious second car 
known to have been at the scene of the accident. 

The first driver, the one who died, was a black male, age 32. At 
the time of the accident, he was separated from his wife and employed as 
a construction laborer. His prior record included two convictions ,for 
assault and battery, one weapons charge, and three disorderly conduct 
convictions. His traffic record included four moving violations (one for 
operating a vehicle while intoxicated). 

The surviving driver was a black male, aged 29. At the time of the 
accident he was unmarried and was employed as a laborer. His prior record 
included several unspecified juvenile violations, and two arrests for 
disorderly conduct as an adult. His traffic record included one citation 
for failure to yield at a stop signal, and one citation for failure to 
display proper license tags--both citations beir.g given at the same time. 

The passengers included one black male, aged 17, and three black 
females aged 17, 20, and 21. 

Survivors' statements indicated that all tbose involved had been 
drinking heavily prior to the accident, though only the fatally injured 
driver and one female passenger were of legal drinking age. The deceased 
was legally intoxicated (blood alcohol in excess of 0.10%) at the time of 
the accident. Since he was killed, and the other driver had not struck 
the first vehicle, no charge for manslaughter by vehicle could be made 
against ei~her driver. 

The typology pres~nted here is "ideal typical" in nature. Althougl1-po 
particular traffic accident will necessarily demonstrate all of the 
components of any single category, sufficiently strong similarities will 
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exist to ~.,.arrant its location in one of the four accident categories. 

The first category, the simple error-judgment ~ccident, corresponds 
most closely to the term "accident" and accounts for approximately 
30 percent or the accidents studied. The second category, the simple 
alcohol accident, accounts for approximately 35 percent of the accidents 
studied, and is a type given considerable attention by those concerned 
with the accident problem. The last two categories, the violent eruption 
and the "Saturday night special," account for approximately 20 percent at'!.d 
15 percent respectively. These two categories, clearly important 
elements of the overall traffic picture, have received far less research 
attention. 

It is hoped that this typology will stimulate furthe.r research 
focused upon those traffic accidents which are clearly influenced, in 
part, by subculturally learned patterns of behavior. 
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CHAPTER VII 

CONCLUSION 

The findings presented here indicate that for many variables consid
ered important by sociologists and criminologists, the patterns of fatal 
traffic accidents and traffic negligence are markedly similar to the 
patterns of violent crimes. The sex, race, age, marital status, socio
econo'm1c and criminal offenses characteristics as well as the ecological 
distribution of both forms of violence, although not always identical, 
are sufficiently similar to hypothesize that both forms of violence 
arise from the same social forces. 

Of course, accidents differ from violent crimes in that the former 
is an impersonal form of violence and the latter an interpersonal form, 
and causal sequence leading to each is somewhat different. What, then, 
do the sociological similarities between these two forms of violence 
mean? How important is the fact that one is directed at specific persons 
and the other may result from a more generalized willingness to risk 
violent outcomes? There exist three alternatives for explaining the 
similarities found. 

First, it could be concluded that the sociological characteristics 
identified influence both phenomenon similarly, and that impersonal 
violence is produced by the same social forces as interpersonal violence. 

Second, it could be concluded that, while similar, the sociological 
characteristies identified are meaningful indicators of social forces 
for one phenomenon, but not the other. 

Third, it could be concluded that the sociological characteristics 
identified are meaningful for neither phenomenon, and that each is the 
product of different factors not even yet considered by social 
scientists. 

Of these, the first explanation offers the most fruitful ground for 
future investigation of traffic accidents and traffic behavior. The 
second and third alternatives require drastic paradigm shifts while offer
ing no direction in accomplishing this task. The first conclusion, how
ever, does demand an extensive re-evaluation of our contemporary notions 
regarding traffic accidents. There is a need to consider whether broad 
sociological forces may be sufficiently diffuse in their impact upon 
human behavior as to influence a number of seemingly disparate 
phenomena. 

The tendency to risk harm to self, others or both may have as crit
ical an impact upon a person's traffic behavior as it has upon his 
interpersonal conduct. If this is the case, then socio-culturally learned 
perceptions and the sociological factors which underlie these may be as 
much a part of violence on the road as violence in the streets. 
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