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By
Jallel A. Saif 

The Problem

A modern accident reporting system helps policy­
makers plan and organize future programs. These programs 
should be based on complete information about the average 
driver such as his age, education, occupation, past acci­
dent involvement, and the other human factors involved, 
such as place of residence and purpose of car usage. In 
developing nations, including Saudi Arabia, the accident 
reporting system is not as yet well developed to meet these 
requirements, subsequently the policymakers experience many 
difficulties in planning; therefore, this study has been 
undertaken with two objectives.

1



Jallel A. Saif

First, to compile basic statistics concerning var­
ious aspects of the traffic situation in the Arab World in 
relation to the world, and Saudi Arabia in relation to the 
Arab World, utilizing such information as concerns the 
number of fatalities, number of injuries, number of cars, 
and other related factors with an emphasis on Saudi Arabia.

The second purpose was to examine the knowledge of 
a sample of a growing universe— the private car owner 
(operator). The knowledge tested concerned (a) road signs, 
(b) the road rules and regulations, and (c) general safety 
information.

This information and certain personal data compos­
ing a profile image of the average Saudi private car owner 
(operator, driver) was analyzed.

A questionnaire was administered throughout the 
country of Saudi Arabia. The data were gathered and anal­
yzed .

One-way analysis of variance was used to determine 
the relationship between the test scores and the level of 
education and occupation, and the test scores in relation 
to accident and non-accident drivers.
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A chi-square test was used to determine the per­
sonal characteristics in relation to accident involvement.

The Major Findings

The following is a summary of the major findings of 
this study.

1. The Arab World contains less than 1 percent of the 
total cars of the World, while Saudi Arabia con­
tains 7.74 percent of the total cars of the Arab 
World— thus one car per 4 8 Saudi citizens, as op­
posed to one car per every 68 persons in the Arab 
World.

2. Fatalities due to car accidents in the Arab World 
make up 4.72 percent of the world traffic fatal­
ities, while Saudi Arabia has 6*7 2 percent of those 
within the Arab World.

3. Injuries in the Arab World amount to less than 1 
percent of world traffic injuries. Saudi Arabia
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contributes 1.94 percent to these— almost 2 percent 
of the Arab World injuries.

The first hypothesis, which concerned knowledge of 
subjects in three areas related to safe driving as 
measured by our questionniare, was not rejected on 
the grounds that the sample showed a lack of knowl­
edge on all parts of the test, particularly the 
area of international road signs as evaluated by 
standard criteria.

The second hypothesis, which concerned the relation 
of education and occupation to test score, was also 
not rejected on the grounds-that the overall test 
score and the score on each part of the test did 
show a relationship to education and occupation.

The first sub-hypothesis, which concerned the rela­
tionship between test score and accident involve­
ment, was not rejected on the grounds that a low 
score on the test was correlated with accident 
involvement and a high score correlated with less 
accident involvement.
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7. The second sub-hypothesis, which concerned the re­
lation of accident involvement and certain personal 
attributes, was both rejected in part and supported 
in part. Our data showed that there was no rela­
tionship between rural-urban residence, age, pur­
pose of car usage, geographical location, income, 
kilometers driven, means of obtaining driver's li­
cense, or years of driving experience. There was a 
relationship between accident involvement and occu­
pation and education.

8. A profile image of the average Saudi operator-driver 
was constructed. He came from a rural area, he was 
about 30 years of age, he used the car for work and 
pleasure, he came from the western part of the 
country, he has an income of between 6,0 00-10,00 0 
Riyals (= $1500-$2500), he drove between 5,000- 
9,000 kilometers annually. He obtained his driver's 
license through passing the interview and the road 
test and he has 5 years of driving experience. A 
government employee, he has an intermediate educa­
tion. One out of two has an accident record.
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CHAPTER I 
THE NATURE OF THE PROBLEM

Introduction

Throughout the ages, the history of mankind has
closely reflected the history of transportation. According
to Walter D. Ladd, "The traffic problem is as old as man's
first effort to go from one place to another."'*' The same
author contends that the first efforts at regulation stemmed
from the problem of which of two meeting travelers should

2first move aside on a narrow lane and to which side. The 
first signs probably originated in solution to the same 
type of practical problem.

Road traffic accidents in large numbers, however, 
are of comparatively recent origin in the more highly de­
veloped countries and are beginning to be a problem in less

^Walter D. Ladd, Organizing for Traffic Safety in 
Your Community (Springfield, Illinois: Charles C. Thomas,
1959), p. 4.

2Ibid., p . 4.
1
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developed countries, where preventative tools will be more 
effective, since they may be applied immediately, before 
the problem becomes too complex. Therefore, it becomes 
very important that the lessons learned by highly motorized 
countries should be made fully available and applied when­
ever practicable in countries where motorization is devel­
oping .

The deaths from road traffic accidents are growing 
in importance as countries become more highly developed and 
the number of accidents increases concomitantly. For ex­
ample, two deaths were registered in 18 96 in Great Britain

3due to motor vehicles. In 1970, in the same country the
4number of fatalities increased to 6,883. In the United
5States one death was registered in 1899. In 1971, in the 

same country, the deaths resulting from car accidents rose
gto 55,000 people. From these small beginnings a stream of 

deaths and injuries has followed.
3L . G . Norman, Road Traffic Accidents— Epidemology 

Control and Prevention (Geneva, Switzerland: World Health
Organization, 1962), p. 9.

4Statistics of Road Traffic Accidents in Europe 
(New York: UN, 1970), p. 9.

5L. G. Norman, op. cit., p. 9.
cJ. L. Recht, "The 1971 Traffic Story-Rate Down," 

Traffic Safety, Vol. 72, No. 3 (1972), p. 28.
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The size of the problem and the human loss involved
is indicated by the fact that in 1970 there were more than
205 thousand people killed and more than 8.5 million people 
. . . 7injured world-wide in road accidents. The tragedy of road 
traffic accidents is that they particularly involve the 
young and adventurous.

For example, as mentioned, the deaths in the United 
States as a result of road traffic accidents amounted to 
55,000. Nearly one-third of all motor vehicle accident vic-

gtims were of and between the ages of 15-24. Beside the 
pain and suffering caused by unfortunate death or permanent 
disability, a tremendous economic loss to nations arises as 
a result of road traffic accidents— these economic losses, 
involving medical and surgical treatment, the loss of the 
services and the efficiency of the injured person.

The magnitude of the problem is indicated by the 
fact that in 1971 the total cost as the result of the road 
traffic accidents in the United States was estimated to be 
$14,300,000,000.9

7International Road Federation, World Statistics 
1966-70, Geneva.

8 9J. L. Recht, op. cit., p. 28. Ibid., p. 28.
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World-wide, the economic loss as estimated by the 
World Health Organization in 19 67 was more than 40 billion 
dollars. This amount is equivalent to three times the aid 
given to developing countries from developed nations.^ 
These figures indicate a serious economic loss to the 
people of the world which should be taken into considera­
tion in planning the future.

Purpose of the Study

The first purpose of this study is to compile basic 
statistics concerning various aspects of the traffic situa­
tion in the Arab World, and particularly Saudi Arabia, as 
these compare to various world traffic statistics. After a 
review of major sources of information, such as, The Inter­
national Road Federation, World Health Organization, U.N. 
publications, etc., the conclusion was reached that there 
exist few or no sources where basic information concerning 
the Arab World had been gathered. Therefore, this study

^ United Nations Conference on Road Traffic,
Vienna, Austria, 7 October-8 November 1968. Translated 
by the Office of Transportation for the Arab League,
Cairo.
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undertook to perforin this task. Where information was not 
available, an attempt was made to gather it, mainly through 
personal correspondence with the appropriate agency of each 
government. A second purpose was to examine the knowledge 
of a sample group representing an important growing uni­
verse of drivers in Saudi Arabia, that is, private drivers, 
using a mailed questionnaire. In 1970, 23,820 drivers' li­
censes were issued for the whole country and of these 
19,178 can be classified as private drivers. ̂

The knowledge tested concerned (a) road signs,
(b) the road rules and regulations, and (c) general safety 
information. This information and certain personal data 
compose a profile image of the average Saudi driver includ­
ing his age, education, driving experience, number of acci­
dents involved in, purpose of car ownership, rural or urban 
residence, district, income, and occupation.

^Statistical Department of Traffic in Riyadh, Car 
Registration and Classification, 1970 [obtained from per­
sonal correspondence].
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The Importance of the Study

A modern accident reporting system helps policy­
makers plan and organize future programs. These programs 
should be based on complete information about the average 
driver— his age, education, jobs, accidents involved in, 
location, purpose of driving, etc. In the developing na­
tion of Saudi Arabia, the accident reporting system is not 
well developed or organized. Subsequently, the policymaker 
experiences many difficulties in planning successful pro­
grams .

This study, the first of its kind in Saudi Arabia,
and probably in the Arab World, intends to give a general
profile image of the average male private car owner in
Saudi Arabia. This type of study was highly recommended by
the first Traffic Conference for the Arab World held in

12Cairo, Egypt, 20-25 May 1972. The conference emphasized 
the fact that increasing numbers of persons are killed 
every year in road traffic accidents and pointed to the 
immediate need for scientific research as a major means of

12Recommendation of the First Traffic Conference
for the Arab World Held in Cairo, 20-25 May, 1972, Amend­
ment 7, p . 7 .
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discovering ways to communicate with drivers most effec­
tively. Furthermore, the conference pointed out that any 
study of this nature should be published and disseminated 
among the Arab States for maximum benefit. A study of 
Saudi Arabia, part of the Arab World, would not be benefi­
cial to that country alone but also to the rest of the Arab 
World.

Definition of Terms

Accident: An event or occurrence which is unexpected or
undesigned, which has an element of chance or probability,

13and which has undesirable results.

Arab World: The eighteen countries of Algeria, Bahrein,
Iraq, Jordan, Kuwait, Lebanon, Libya, Moracco, N. Yemen, 
Egypt, Qatar, Oman, Saudi Arabia, S. Yemen, Sudan, Syria, 
Tunesia, U.A.E. (Union of Arab Emerates).

13 . . .J. Stannard Baker and William R. Stebbms, Jr.,
Dictionary of Highway Traffic, p. 2.
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Bus: Every motor vehicle designed for carrying more than
1410 passengers and used for transportation of persons.

Car (passenger): Every device used for the transport of
passengers. In addition to the driver's seat, it should
have at most eight seats or those used for the transport

15of goods that do not exceed 3.500 kg (7,700 pds).

Defensive Driving: Driving to prevent accidents in spite
16of the incorrect actions of others and adverse conditions.

Driver: Any person who drives and has actual physical con-
17trol of a vehicle.

Fatal Accidents: Implies the inevitability or actual oc-
18currence of death a disaster.

14Ibid., p. 20.
15United Nations Conference on Road and Motor 

Transport, Geneva, 23 August-19 September, 194 9, New York: 
UN Publication, p. 62.

16Motor Fleet Safety Quiz, Traffic Safety, Nov., 
1972, Vol. 72, No. 11, p. 21.

17Baker and Stebbms, op. cit. , p. 58.
18Webster's New World Dictionary (Cleveland and 

New York: The World Publishing Company, 1962), p.
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Kilometer: A unit of length or distance equal to 1,0 00
meters (3,280.8) feet or 5/8 of mile. One square kilom-

19eter = 0.386 square mile.

Nan-Fatal Injury Accident: An accident in which at least
20one person is injured, and no injury terminates fatally.

Truck: Every motor vehicle designed and used primarily for
transportation of property.^

Vehicle: Every device upon or by which any person or prop­
erty may be transported or drawn upon highway, excepting

22devices moved by human power.

Hypotheses

It was hypothesized that due to the lack of exten­
sive driving tests, and the lack of overall emphasis 
through the media or educational channels concerning 
knowledge of road signs and road rules and regulations:

^ Ibid. , p . 804 .
20Baker and Stebbins, op. cit., p. 141.
21 22Ibid., p. 268. Ibid., p. 268.
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1. The sample group overall would show a basic lack of
knowledge on all parts of the test.

2. The test scores will show a relationship to the
personal attributes of individuals, especially edu­
cation and occupation.

Sub-Hypotheses

1. The scores on the test are related to the accident 
involvement of respondents, i.e., a low score on 
the test is related to having had one or more 
accidents.

2. As stated above, test scores will vary according to
certain personal attributes. Therefore these same 
personal attributes (and others) are also related 
to accident involvement.

Basic Assumptions

For the purpose of this study, the assumptions have 
been made that:
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1. The use of the questionnaire was appropriate for 
the kind of information needed. The questionnaire 
was designed to reveal information about the aver­
age male private car owner in Saudi Arabia includ­
ing driving knowledge, age, occupation, purpose for 
using the car, average annual kilometers driven, 
education, accident involvement, average annual 
income, etc. Since females are forbidden by law
to drive in Saudi Arabia, this study considers only 
males.

2. Test was adequate for the purpose of the study.

3. Those taking the test would be cooperative.

4. A questionnaire can be designed which will collect 
suitable information about the individual.

Limitations of the Study

1. Some difficulties would be found in obtaining the
same number of subjects regionally since the South 
and the North are particularly inaccessible.
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2. Government employees were more available than the 
other categories of drivers, such as students, com­
pany employees, and businessmen; therefore, they 
will predominate as respondents, although the exact 
proportions of each group in the society are un­
known and therefore whether this study represents 
those proportions is also unknown.

3. Due to the lack of accurate population statistics, 
maps or directories, a random mailed sample was 
not possible.

Organization of Chapters

Chapter I introduced the developing score of driv­
ing problems, and the increasing effect of these on the 
world scene.

Chapter II discusses the lack of traffic studies in 
the Arab World. However, a general overview of the extent 
of traffic problems, a growing concern in the Arab World, 
will be presented as these are related to the number of 
cars, the number of accidents, and factors involved. Saudi 
Arabia will be emphasized.
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Chapter III will be concerned with the research 
design and methodology that was used.

Chapter IV will contain the statistical description 
and analysis of data.

Chapter V includes the summary of the major find­
ings, conclusions, and recommendations.



CHAPTER II
REVIEW OF RELATED LITERATURE

The Importance of Research

Accident statistics are a main concern of road 
safety research since they supply basic information con­
cerning the relative importance of the various factors 
which contribute to accidents. This information is often 
subsequently used as a guideline and method of preventing 
road accidents and also to assist in determining the direc­
tion of further investigation. They then again become use­
ful as indicators of how successful the measures taken to 
reduce accident problems have been, that is, they provide 
a record of the trends taking place in accident situations.

The total accident picture is most easily obtained 
by recording the number of accidents over several years and 
the factors involved, and the number of behicles registered 
from year to year. This information can be used not only

14
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to estiriiate future growth, but also to help plan new roads 
and new traffic policies.1

According to Aaron and Strasser,
The component parts of the traffic accident 

problem are identified as (1) the driver, (2) the 
highway, (3) the vehicle. Each of these are 
closely related to theories of traffic accident 

* causation.
Without question, the human element is the 

single most important factor in the cause of traf­
fic accidents. Basically such accidents are due 
to driver failure, carelessness, or violation of 
man-made laws or forces of nature. Estimates 
from several studies indicate that the human ele­
ment is responsible for 80-8 5 percent of all 
traffic accidents.^

T. W. Forbes concurs when he writes that, "It has 
been clear almost from the first studies that errors, 
lapses and limitations of automobile drivers were involved 
in 7 5-90 percent and, at least in part, responsible for a

3vast majority of mishaps."
These authors continue by saying that approximately 

10 percent of traffic accidents are caused by unsafe

Dept, of Scientific Research, Research on Road 
Safety (London: Her Majesty's Stationery Office, 1963),
p . 7.

2J. E. Aaron and M. K. Strasser, Driver and Traffic 
Safety Education (New York: The MacMillan, 1966), p. 12.

3T. W. Forbes, Human Factors in Highway Traffic 
Safety Research (New York: Wiley Interscience, 1972), p. 3.
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highway conditions. Often these are due to highways which 
have not been modernized, poor maintenace, and improper 
traffic devices.^ Another 5 percent of traffic accidents 
are probably caused by mechanical deficiencies. The au­
thors, however, mention that recent studies conducted at 
Harvard University "suggest that the percentage of mechan­
ical failures causing traffic accidents is considerably

5more than this number."
This study concerns itself with the human element,

that is, the driver— his age, experience, education, and
knowledge of the other two factors mentioned above, the
highway and the vehicle.

According to Albert P. Weiss and A. R. Lauer, who
wrote in the 193 0's, the traffic problem was just beginning
to be considered as a social problem in America. Traffic
accidents up until this time were regarded as chance occur- 

£rences. Accidents were regarded as fortuitous events in 

4Ibid., pp. 13-16.
5Ibid., p . 16.
A. Weiss and A. Lauer, Psychological Principles in 

Automotive Driving (Columbus: Ohio State University, 19 31),
p. 11.
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the past, according to A. G. Arbous and J. E. Kerrich,
Accidents are no longer regarded as en­

tirely fortuitous events and the inevitable 
price to be paid for technological advance­
ment. Events which were previously consi­
dered to be chance-determined are now re­
garded as preventable and causes which were 
hitherto regarded as beyond the control of 
the individual are now seen in many cases 
as intimately related to his psychophysio- 
logical make-up.^

Arbous and Kerrich conclude that conditions at the time of
an accident are varied and complex? hence, the inability
to apply simple solutions.

Since it is now realized that accidents are not
caused by chance but by human factors which can be analyzed,
this study will attempt to take a basic step in understand­
ing the human factor, that is, to construct a profile image 
of the average private car owner in Saudi Arabia, based on 
factors such as age, education, driving experience, knowl­
edge and attitudes, and skill. A number of other studies 
and Ph.D. dissertations were helpful in suggesting the 
format of the questionnaire used to obtain this information.

A similar study by A. R. Lauer constructs a type of
profile image of the average American driver. Considered

7A. G. Arbous and J. E. Kerrich, "The Phenomenon of 
Accident Proneness," Industrial Medicine and Surgery, XXII 
(April, 1953), p. 141.
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here only is his study concerning male drivers, since this 
study is concerned only with male drivers. He stated that,

The average male driver is in the neigh­
borhood of 35 years of age. He drives a car 
between 4 and 5 years old with approximately 
forty thousand miles on the speedometer. The 
average male driver has driven about 20 years 
and travels slightly over ten thousand miles 
a year in his automobile. We should say this 
is the mode. This mileage is reached between 
the ages of 25 and 30. The mileage of male 
drivers builds up from around 4,000 at 16 to 
something over 13,000 at 27, then gradually 
goes down until the age of 40 when it levels 
off until about 55, after which there is a 
second drop down to about age seventy. Mile­
age then levels off again until about 7 5 or 
80 . . . . The average male drives his car 
around 8,000 miles during the year in the 
daylight.

This individual is just short of having 
completed a high school education. Ultimately 
about six males out of ten are caught and 
booked for violating traffic ordinances. One 
in ten has a serious accident annually. One 
in eight has a major reportable accident.®

The factors discussed by Lauer in constructing his 
profile image have been the subject of study by other 
groups. In order to indicate why Lauer might have chosen 
itself with these same factors, certain recent studies 
stressing the importance of age, attitudes, driving

gA. R. Lauer, Psychology of Driving (Springfield, 
Illinois: Charles C. Thomas, 1960), pp. 73-74.



19

experience, occupation, socio-economic status, education, 
skill, and rural-urban residence in relation to safe driv­
ing are briefly discussed.

Age has been a much discussed factor. In 1938, a 
national committee prepared a comprehensive report on this 
topic by analyzing 19,000 Connecticut driver records and 
concluded that younger drivers had an undue proportion of 
accidents.̂

More recent studies support this finding and are 
summarized by T. W. Forbes.

Accidents and convictions for traffic of­
fenses generally decrease with increasing age; 
however, when miles driven are taken into ac­
count, then both young and old drivers have 
poorer driving records than do middle-aged 
groups. A recent publication reporting addi­
tional findings from the 19 64 California 
Driver Record Study indicates there are dif­
ferences in violation patterns as a function 
of age. Specifically . . . those violations
most prevalent among young drivers reflect a 
greater propensity for risk-taking behavior.

9Motor Vehicle Traffic Conditions in the U.S., 
Part 6, House Document No. 46 2 (Washington: U.S. Govern­
ment Printing Office, 1938), p. 52.
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while the violations most common among old 
drivers may be associated with increasing de­
crements in physical and judgmental skills 
that are known to occur with increasing a g e .

Attitudes

Attitudes are important to safe driving. Attitudes 
have been defined by W. A. Mann as, "a psychological set to 
react to certain stimuli in a pre-determined direction with 
a pre-determined f o r c e . A t t i t u d e s ,  determined by a 
large and complex number of factors may affect youngsters' 
or adults' attitudes toward driving, which is essentially 
a social relationship. Depending on the individual's atti­
tudes, driving may be seen as competitive and unassociated 
with responsibility. Serious consequences, including acci­
dent involvement, may result. Other studies, such as that

12by A. R. Lauer, confirm the importance of attitudes.

"^T. W. Forbes, op. cit., p. 80.
^William A. Mann, Building Attitudes for Safety 

(article), Highway Traffic Safety Center, Mich. State Uni­
versity, pp. 4 and 6.

12A. R. Lauer, The Psychology of Driving (Spring­
field, 111.: Charles C. Thomas, 1960), p. 85; see also
Herbert J. Stack, "Physical, Mental and Emotional Factors," 
in ENO Foundation, The Motor Vehicle Driver, His Nature and 
Improvement (Saugatuck, Conn.: ENO Foundation, 1949),
p. 53.
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Driving Experience

Available information seems to indicate that, in
general, the more miles driven, the greater the exposure to
risk, although exposure in urban areas could be expected to
be greater than in rural areas. For example, T. W. Forbes
concludes that "accidents and convictions increase with in-

13creasing mileage."

Occupation

As of yet, there exists little conclusive data re­
garding the relationship between safe driving and occupa-

14tion. According to several different sources, this dif­
ficulty may be due to the interaction between occupation 
and other variables such as education and socio-economic 
level.

13T. W. Forbes, op. cit., p. 80.
14Ibid., p. 81? and H. J. Stock and M. K. Moran, 

"Accident Repeaters and Chronic Violators," in ENO Founda­
tion, op. cit., p. 105.
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Socio-Economic Status

Some of the same difficulties exist in the study of 
socio-economic level as exist with regard to occupation. 
Contradictory data cause the results to be inconclusive.
For example, Weiss and Lauer, Brody, and the ENO study 
could find no significant relationship; however, DeSilva 
found that a poor accident record and low socio-economic 
status were related.^

Knowledge, Information, 
and Education

Again it is evident that more research is necessary 
to determine precise relationships between different vari­
ables and safe driving. While one study indicated that 
accident repeaters and nonrepeaters did not vary in terms 
of their knowledge and information of such things as, rules
of the road, traffic signs, and facts pertaining to the

16automobile and highway; another study has shown that non­
repeaters were better informed than repeaters as measured

16Ibid., pp. 103-104.
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by various standard tests. A related study concerning edu­
cational background (as opposed to simply general knowledge 
and information) indicates a significant relationship be­
tween educational level and driving record, poor records

17being found to correspond to lower educational levels.

Rural-Urban Residence

It would be expected that the accident rate for 
those in urban areas would be higher than in the less con­
gested rural areas. This expectation is in fact borne out 
by studies in both the U.S. and Great Britain. M. D.
Kramer reported that, " . . . 80 percent of the drivers
involved in accidents (in nineteen states, 1947) lived in 

18urban areas." More recently, studies in Great Britain 
showed that,

The lowest accident rates are on motorways 
and rural roads in open country, and the 
highest in the centres of large towns.
Fatality rates are low in towns but high

17T. W. Forbes, op. cit., p. 81.
18David Montoe and E. J. Honeycutt, "Accident 

Records and Driver Performance," in ENO, op. cit., p. 9.
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on unrestricted main roads leading into large 
towns.19

While the above mentioned factors might therefore 
be expected to affect the accident involvement of an indi­
vidual, the country or area of the world in which he is 
situated will also straongly affect his driving experience 
and accident involvement, since it provides the individ­
ual's driving context. Therefore the following information 
deals with traffic internationally, especially in the Arab 
World and Saudi Arabia, which provides the context for the 
average driver studied in this paper.

The Problem Internationally

Problems resulting from road traffic have not 
stopped in the developed nations, but have spread to devel­
oping nations as well, representing the price of moderniza­
tion and convenience. A mutual international approach to 
road safety has therefore become not only necessary but of 
pressing importance.

19Dept, of Scientific Research, Road Research 
Laboratory, Research on Road Safety (London: Her Majesty's
Stationary Office, 1963), p. 41.
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Exchange of ideas and information on safety matters 
is of great value since problems are shared and one country 
may gain much from the past experience and solutions ap­
plied by another nation. International research isolating 
common factors involved in accident causation will thus 
play an increasingly important role. A dramatization of 
the problem may also make the driver more aware of his re­
sponsibilities, both within his own nation and others.

To provide information on the total situation 
within which the average Saudi Arabian private car owner 
drives, an attempt was made to review some pertinent char­
acteristics of the traffic picture in Saudi Arabia.

Since analogous in-depth studies, such as those 
mentioned in the preceding section executed primarily in 
the United States, have not yet been carried out in the 
Arab World, this information will consist largely of sta­
tistical information concerning the magnitude of the prob­
lem, the number of fatalities, injuries, and other factors. 
For comparative purposes, Saudi Arabia was examined rela­
tive to certain selected countries and the Arab World, and 
in turn, the Arab World was examined in relation to the 
rest of the world. It is hoped that not only will this
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information provide a background for the following discus­
sion, but will also create an awareness of and concern 
about the growth of the problem in Saudi Arabia and the 
Arab World.

Information on studies or basic statistics was se­
cured by sending letters to the embassies, traffic depart­
ments, public relations departments, and transportation 
departments of each state involved. Requests for this 
same information were also sent to most international orga­
nizations which concern themselves with road traffic, e.g., 
the International Road Federation (IRF) in Washington and 
Geneva, the United Nations, the International Criminal Po­
lice Organization in Paris (INTERPOL), Automobile Manufac­
turers Association in the U.S., the U.S. Department of Com­
merce, and World Touring and Automobile Organization (Lon­
don) . University Microfilms (Ann Arbor) were also con­
tacted with regard to any internationally oriented studies 
(see Appendix A). Most of these international organiza­
tions, however, lacked basic information on the Arab World 
with regard to the number of fatalities and the number of 
injuries, and were largely unable to report any known 
studies concerning the Arab World.
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In an attempt to fill in this knowledge gap, the 
following section gives a compilation of information as 
obtained from the above mentioned sources within the Arab 
states, with the emphasis on Saudi Arabia.

As shown in Figure 2.1, the Arab World consists of 
8.8 percent of the total world area, with Saudi Arabia, 
which is itself rather large, comprising 18 percent of the 
Arab World's area. The population of the Arab World shown 
in Figure 2.2 is relatively large; however, the population 
of Saudi Arabia is small considering its large land area.

Figure 2.3a shows that the Arab World as a whole 
has as yet a small number of cars. However, Saudi Arabia, 
as shown in Figure 2.3b, has a relatively large number of 
cars, and is the fifth leading nation of the eighteen Arab 
states in terms of car ownership per capita (Figure 2.4). 
The rapid increase in number of cars in Saudi Arabia prob­
ably reflects the fact that the younger generation is ob­
taining a better education. This leads to increased job 
mobility, both from city to city, and also within the city 
as the young people move about to follow employment oppor­
tunities. Not only is the car increasingly necessary for
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A R E A

ARAB WORLD

1 1 , 9 5 3 , 1 0 7  SO. KM. ( 8 . 8  %) 

WORLD 1 3 5 , 7 8 1 , 0 0 0  SQ. KM.

AR AB  WORLD AREA

SAUDI ARABIA 
2 , 1 4 9 , 6 9 0  SQ. KM. ( 18 %)

ARAB WORLD  
11,95 3, 107

Fig. 2.1.--Area of the Arab World and Saudi Arabia, 1971.



P O P U L A T IO N

ARAB WORLD

1 2 6 , 6 5 0 , 0 0 0  ( 3 . 4 8  %)

W O R L D  3 , 6 3 2 , 0 0 0 , 0 0 0

ORLD POPU LAT ION

-SAUDI  ARABIA
6 , 9 9 9 , 0 0 0  ( 5 . 5 3  %)

ARAB WORLD  
1 2 6 , 6 5 0 ,  7 0 0

Fig. 2.2.— Population of the Arab World
and Saudi Arabia, 1971.

ARAB



30

CARS

ARAB WORLD

WORLD 2 4 8 * 8 9  7, 6 2 0

PASSENGER CARS

ARAB WORLD 
1 , 3 5 3 , 3 5 2  ( . 7 0 % )

WORLD  
1 9 3 , 8 9 7 , 4 1 4

TR U C K S  AND BUSES

ARAB WORLD 

4 8 2 , 0 3 7  ( . 8 7 % )

WORLD

5 5 , 0 0 0 , 2 0 6

Fig. 2.3a.— Number of Vehicles in the Arab World, 
Compared to Total World.
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TOTAL CARS -  ARAB WORLD

SAUDI ARABIA

ARAB WORLD  
1,8 6 7 , 9 8 4

PASSENGER CARS -  ARAB WORLD

SAUDI  A R A B I A  
7 8 , 2 9 2  ( 5 . 7 1

ARAB WORLD 
1 ,3 5 3 ,3 5 2

TRUCKS AND BUSES -  ARAB WORLD

SAUDI ARABIA

ARAB WORLD 
4 8 2 , 0 3 7

Fig. 2.3b.— Number of Vehicles in Saudi Arabia, 
1971, Compared to Arab World.
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CARS PER PERSON — ARAB W O R L D  

ARAB WORLD # # 8 6 8 6  6 8  PER CAR

3 LEADING ARAB STATES  

BAHREIN Mr 13 6  PER CAR

LIBYA It 9 PER CAR

KUWAIT 8 5 PER CAR

E G Y P T  174 PER CAR

SYRIA A i  129 PER CAR

IRAQ 8 6  PER CAR

SAUDI ARABIA 4 8  PER CAR

Fig. 2.4.--Car Ownership per Person, 1971.
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employment purposes, but also represents a status symbol 
reflecting a modern life and convenience.

The number of cars is increasing tremendously as 
shown in Graph 2.1, on page 34. However, strict compar­
isons are difficult, since figures covering the same pe­
riods of time are not available. As indicated at the 
bottom of that page, the number of cars in Saudi Arabia 
almost doubled between 1964 and 1971. Since highway 
planners and road builders in the U.S.A. generally operate 
on the theory that the number of cars will normally double 
every twenty years and plans are made accordingly, the 
doubling of cars in Saudi Arabia within a seven-year period 
indicates the phenomenal growth taking place and points to 
the future problems inherent in these rates of growth.

The increase in the number of behicles in the Arab 
World also runs high, as shown in this same graph. Between 
1968 and 1971 the percentage increase was 38 percent.

As shown in Graph 2.2, one of the results of such a 
rapid increase in the number of cars is the tremendous in­
crease in fatalities attributable to collisions--an increase 
of 6.6 times in Saudi Arabia between 1967 and 19 71. Thus,
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ARAB WORLD CARS

1 , 3 5 1 , 0 0 8

1,867, 9 8 4

38.26%
INCREASE

9 6 8 1971

4 4 , 7 6 8

7 7 , 8 5 3

85. 95% 
INCREASE

9 6 4 971

Graph 2.1.--Increase in Cars in the Arab World 
(top) and Saudi Arabia (bottom).

^Figures for the same number of years are not available.
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/

/
/

6 5 2

9 9

1 9 6 7

/
D E A TH S  
INCREASED  

6 . 6  T IM E S

9 7

Graph 2.2.--Increase in Traffic 
Deaths from 1967-1971.
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while the number of cars was doubling, the number of fatal­
ities was increasing sevenfold in a four-year period.

Figure 2.5a indicates that in the Arab World, the 
number of cars amounts to less than 1 percent of the total 
number of cars in the world, while the number of fatalities 
amounts to almost 5 percent of the world fatalities.

One might conclude that this high number of auto 
fatalities in the Arab World, and Saudi Arabia in partic­
ular, is due at least in part to the lack of preparation to 
accommodate the increasing number of cars as well as the 
lack of adequate safety programs that reach the driver.
The magnitude of the problem cannot be overemphasized, as 
is shown in Graph 2.3. The three Arab States shown are not 
only leading in number of fatalities among all the Arab 
nations, but also are the three leading nations in the 
world in number of traffic fatalities per 100,000 popula­
tion. Thus in comparison with the more technologically ad­
vanced countries the Union of Arab Emirates has a death 
rate of 3 5.5 per 100,0 00 population; Libya has 3 0.2; and 
Kuwait 27.9 for 1971. On the other hand the U.S.A. has a 
death rate of 25 per 100,00 0; Italy has 18; and Great 
Britain only 13 deaths per 100,000 due to car accidents,
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TRAFFIC F A T A L IT IE S

ARAB WORLD

9 , 6 8 0  ( 4 . 7 2  %)

W O R L D  2 0 5 , 0 0 0

ARAB WORLD T R A F F IC  FATALITIES

SAUDI ARABIA  
6 5 2  ( 6 . 7 3 % )

ARAB WORLD

9 , 6 8 0

Fig. 2.5a.— Fatalities in the 
Arab World and Saudi Arabia.
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as calculated from the statistics found in World Road Sta­
tistics, 1967-1971, published by the International Road 
Federation.

The percentages of fatalities far outnumber the 
number of injuries as shown in Figure 2.5b. Three Arab 
nations leading in number of injuries are shown in Graph 
2.5. Graphs 2.6a and 2.6b indicate again the extremely 
large number of accidents in Saudi Arabia in relation to 
the Arab World and the large number of fatalities in the 
Arab World as related to other selected non-Arab countries, 
also indicated by Graph 2.7. Table 2.2 presents another 
visualization of this problem.

As a result of the growing number of cars, road 
networks throughout the Arab World have increased. As in­
dicated in Table 2.3, by 1971, 69.5 percent of Saudi 
Arabia's roads had been paved; however, the density of 
total road networks was very low, and undoubtedly related 
to the fact that large areas of Saudi Arabia are virtually 
uninhabited.

From the above figures and graphs which give an 
overview picture of the traffic situation in the Arab World 
and Saudi Arabia, certain conclusions can be reached.
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100 n NUMBER OF ACCIDENTS  

PER 1 0 0 , 0 0 0  PEOPLE

7 5 -
7 3 .5

57.15

5 0 -

35.8

2 5 -

HQ.>OLJ

Graph 2.4.— The Number of Traffic 
Accidents per 100,000 People in Saudi Arabia 
Compared to Other Selected Arab Countries, 1971.
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T R A F F IC  I N J U R I E S

ARAB WORLD 

7 6 , 0 1 4  ( . 8 9 % )

WORLD 8 , 5 0 0 , 0 0 0

ARAB WORLD TRAFFIC IN JU R IES

SAUDI ARABIA

ARAB WORLD

7 6 , 0 1 4

Fig. 2.5b.— Number of Traffic
Injuries the Arab World and Saudi
Arabia, 1971.
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5 0 0 - i  

4 0 0 -  

3 0 0 -  

200-  

100 -  

0  -

INJURY RATE PER 1 0 0 ,0 0 0  
425 .42  

349.12

193.92

LIBYA KUWAIT JORDAN

Graph 2.5.--Injury Rate per 100,000 People in 
Arab States Leading in Number of Injuries.
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T R A F F IC  DEA TH S PER 1 0 0 ,0 0 0  PEOPLE

12-  

10- 
8 -  

6 - 

4 -  

2 -  

O

10.84

9.31 9 . 0 3 8*59

<QceO
" 5

CL
>e>
UJ

a:
o  u j 

m cr
<  UJtr ><  <

Graph 2.6a.--Traffic Deaths per 100,000 People 
in Saudi Arabia and Selected Arab Countries, 1971.
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T R A F F IC  DEATHS PER 1 0 ,0 0 0  CARS -  1971

ARAB WORLD

SAUDI ARABIA

E U R O P E

U.S.A.

UNITED KINGDOM-

5 1 .8 2

4 5

4 .6

J 1----1----1----1--- 1----L 4— 1 H-
O 2 0  3 0  4 0  5 0

Graph 2.6b.--Traffic Deaths per 100,000 Cars 
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There is a relatively small number of persons per car and 
this is decreasing as the number of cars increases. On the 
other hand there are few roads with a large percent unpaved. 
Thus in the developing areas of the Arab World, traffic 
accidents and fatalities are even more numerous and serious 
than in the already developed countries. Undoubtedly, the 
inability of planning to keep up with the unexpected growth 
in number of cars has created the potential for fatal acci­
dents .

More specifically, as discussed in the beginning of 
this chapter, human error is the main contributor to acci­
dent involvement and seems to be aggravated under the con­
ditions of growth just mentioned. The information received 
from numerous governments of Arab states indicated that the
immediate causes of accidents corresponds well to those

20mentioned by C. H. Lawski, Jr. They are as follows:
. . . exceeding the speed limit or driving too
fast for conditions, driving on the wrong side 
of the road, disregarding stop signs of sig­
nals, improperly failing to yeild the right of 
way at intersections, attempting to pass on a

20C. H. Lawski, Jr., Psychological Studies Related 
to Driving Speed on the Highway, Ph.D. Dissertation, Purdue 
University, 1940.
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curve or hill a vehicle moving in the same di­
rection, failure to signal intention to stop 
or turn, drinking or drugged driving, and 
other violations.

All of the above factors seem to be the result of four
problems— inattention, indifference, incompetency, and in- 

21experience. This study is designed to test Saudi drivers 
in all of these factors and to attempt to uncover the dif­
ferences in personal profiles that might account for them. 
Chapter Three therefore deals with the research methods 
used in gathering this information.

21S. L. Beasley, et al., A Review of Current Re­
search Related to Psychological Aspects Pertinent to Driver 
Education and Traffic Safety, M.S.U., College Instructors 
Workshop, August, 1963.



CHAPTER III
PROCEDURES

Purpose of the Chapter

This chapter is devoted to the discussion of the 
source of data and the procedures used in obtaining and 
evaluating the data. It is divided into four main cate­
gories: 1 ) the population sample, 2 ) the development of
the instruments, 3) collection of data, and 4) analysis 
procedures.

The Sample

The population from which the sample for this study 
was selected consisted of those private car owners in Saudi 
Arabia who had obtained valid driver's licenses and were 
eighteen years of age or more. This group consists of gov­
ernment employees, businessmen, students, employees of com­
panies, and others.

51
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Due to the confidential nature of the records, 
their inaccessibility due to poor filing, the lack of 
street numbers or phone books, it was not possible to send 
a random mailed questionnaire to private car owners. As a 
result, data was gathered by sending three hundred ques­
tionnaires to different parts of the country, carried and 
administered by interviewers with full instructions as to 
how the questionnaire should be used. An attempt was made 
to randomly select respondents within each category of 
private car owners, that is, government employees, students, 
businessmen, and company employees from each of the five 
provinces. Interviewers located themselves in places fre­
quented by members of each group and distributed the ques­
tionnaire to anyone within these categories who met the 
conditions of age and valid driver's licenses of the pri­
vate type, i.e., not the driver of a taxi or other public 
vehicles. In the United States, the subjects of this study 
would be defined as having an operator's license. An at­
tempt was also made to obtain an equal number of interviews 
from the various categories. However, due to the large 
number of government employees which our interviewers en­
countered, this was not possible and leads to the
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speculation that government employees of various types out­
number the other categories of private car owners. Another 
expected problem arose with regard to obtaining an equal 
number of questionnaires from each of the five provinces 
since in the north and south roads are poor and there is a 
general lack of a transportation network and hence few li­
censed drivers. Also, many of the private car owners from 
these two provinces commute to and work in other provinces. 
This sample does not include females since they are not 
allowed to drive in Saudi Arabia. Of questionnaires used 
in the final analysis, subjects were distributed by occu­
pation as follows: 102 government employees, 4 2 business­
men, 28 company employees, and 28 students. By region the 
distribution was 101 from the Western Province, 35 from the 
Eastern Province, 5 from the Northern Province, 5 from the 
Southern Province, and 54 from the Central Province. The 
total number of questionnaires upon which the final anal­
ysis was based is 2 0 0 .
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The Development of 
the Instrument

Preparation for this research started initially 
with a survey of related literature in the field. Many 
letters were sent to various international organizations 
related to traffic issues; however, there was apparently 
a dearth of research of this type being carried out in 
developing nations in general and the Middle East in par­
ticular. A survey of related literature in the United 
States and England was helpful in suggesting areas perti­
nent to the purpose of this study, particularly in those 
characteristics which would compose an adequate profile of 
an average driver. Other studies and a number of Ph.D. 
dissertations were helpful in suggesting a format for the 
questionnaire.

Pilot Study

After the questionnaire was translated from English 
to Arabic and approved by an Arab professor of Social Sci­
ence, Dr. Fouzy Naggar, the questionnaire was pre-tested on 
25 Saudi drivers who had just arrived in the United States
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(see Appendix C for Dr. Naggar's letter of approval).
These drivers reflect different backgrounds in level of 
education, age, regions of origin, and driving experience. 
All of them were over 18 years of age and held valid 
driver's licenses from Saudi Arabia. Since these drivers 
had been in the U.S. for less than one month and none were 
as yet in possession of a car, they had not been exposed 
to driving experience in the U.S.A. nor had they taken the 
American driving test. These factors and their lack of 
knowledge of the English language assured that they were 
an uncontaminated sample, whose response to the question­
naire would be based completely on their knowledge result­
ing from driving in Saudi Arabia, not in the U.S.A.

The purpose of this pre-test was to determine or 
discover any misunderstandings or ambiguities in the word­
ing of the questions. Since the questionnaire was based on 
the 1971 Manual of Traffic Regulations, respondents were 
asked to comment if they felt the question was not up to 
date in its assessment of the current traffic rules and 
regulations, which might vary slightly from the 1971 set of 
rules and regulations. For the same purpose, a copy of the 
questionnaire was also sent to the former Director of the
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Traffic Department in Saudi Arabia, Brigidaire Yahya Al- 
Moullimi, for his comments. As a result, some corrections 
and revisions were made to make the questionnaire clearer 
and more accurate.

Before completing the final draft of the question­
naire, Arab students in class were asked to translate the 
Arabic version back into English to again assure that the 
meaning of the questions had not been altered in the trans­
lation process. When this had been successfully completed, 
the dissertation committee members approved the final ver­
sion of the questionnaire (see Appendix B for the English 
version and Appendix C for the Arabic version).

Content of the Questionnaire

The questionnaire was designed in two parts. The 
first part consists of personal information including age, 
education, occupation, driving experience, urban or rural 
residence, purposes of car usage, means by which the 
driver's license was obtained, the number of kilometers 
driven annually, the province of residence, and socio­
economic standing. This first section becomes the basis
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for constructing a profile image of the average private car 
owner in Saudi Arabia (see questions 1-11 in Appendix B).

The second part of the questionnaire was designed 
to test the knowledge of Saudi drivers in three selected 
areas crucial to road safety.

1. Questions 3, 7, 24, 30, 32, 34, and 35 were de­
signed to test the driver1s recognition of and 
knowledge about international road signs, the 
standard type of road sign presently used in 
Saudi Arabia.

2. Questions 1, 2, 4, 5, 6 , 8 , 9, 12, 13, 14, 15, 19, 
20, 25, 26, 31, 36, and 38 were designed to test 
the respondents' knowledge of traffic rules and 
regulations as stated in the vehicle code of Saudi 
Arabia.

3. Questions 10, 11, 16, 17, 18, 21, 22, 23, 27, 28, 
29, 33, and 37 were designed to test general knowl­
edge of safe driving principles (see Appendix B).

The scores on each arei were analyzed in relation 
to the personal information elicited by part one of the
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questionnaire, in order to prove or disprove the hypotheses 
and sub-hypotheses posited.

While the original questionnaire consisted of ap­
proximately 65 questions, through the process of elimina­
tion of poor or ambiguous questions, thirty-eight questions 
were finally used. The number of questions falling into 
each of the three areas constituting the second part of the 
questionnaire was determined by the importance that each 
area receives in enforcement in Saudi Arabia. It was hoped 
that by scrambling the questions that any cues for their 
answers would be eliminated.

Gathering the Data

Arrangements were made to have the questionnaire 
administered by a group of Saudi students who were candi­
dates for the Masters or Ph.D. degree at Michigan State 
University and other universities. These students left the 
United States to go to Saudi Arabia for summer vacation—  

June-August, 1972. These eight students, from among whom 
there was at least one from each of the districts in Saudi 
Arabia, took the responsibility of administering the
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questionnaire in their home district. Instructions to the 
interviewers were given on a separate page, including the 
criteria to be used in picking a respondent and the limita­
tions within which the interviewer could interpret a ques­
tion for a respondent. Instructions to the respondents 
were also given on the first page of the questionnaire.
Also included on this first page were comments explaining 
the nature of the study. Respondents were encouraged to 
answer questions truthfully and were informed that their 
names were not required.

By September of 197 2, 245 of the 300 questionnaires 
had been returned. Forty-five of the returned question­
naires were eliminted because respondents had given more 
than one answer in response to a single question. Another 
fifty-five questionnaires were returned too late to be in­
cluded in the study. Thus approximately 6 6 percent of the 
questionnaires sent out were used in the final analysis, 
that is, 200 out of 300. Considering the inaccessibility 
of certain parts of the country of Saudi Arabia and the un­
familiarity of the respondents with studies of this type, 
the percentage used in the final analysis was considered 
adequate for the purpose of the study.
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Analysis of Data

The study attempted to test the knowledge of pri­
vate car owners in Saudi Arabia in relation to three impor­
tant areas related to safe driving, i.e., knowledge of in­
ternational road signs, the rules and regulations of the 
Saudi vehicle code, and general safety information. The 
main purpose was to support or disprove the hypotheses, 
sub-hypotheses, and assumptions mentioned in Chapter I
(pp. 10-1 1).

A one-way analysis of variance test was used to 
determine the degree of the associations between the test 
score and accident involvement, the test score and educa­
tion, and the test score and occupation. These three fac­
tors were of major interest to the researcher and since 
they are related to or underlie other characteristics (such 
as annual income) emphasis was placed on them rather than 
any other characteristics. The chi-square test was used to 
relate all of the characteristics making up the profile 
image to accident involvement in order to delineate those 
characteristics most important to accident involvement. 
These particular characteristics were selected on the basis
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of their frequent mention in the literature on the subject 
(see Chapter 2). Thus the following characteristics were 
examined.

1. Rural or Urban Residence. Respondents were asked 
to answer in terms of whether the area they had 
resided in for most of their lives was rural or 
urban. No definition of rural or urban was neces­
sary since the demarcation is clear in Saudi Arabia.

2. District of Longest Residence. There are five pos­
sible provinces where one could live: North, South,
East, West, and Central.

3. Education. This was divided into the following 
categories: elementary, intermediate, high school, 
college, and no education. For some purposes no 
education, elementary, and intermediate were lumped 
together as low education and high school and col­
lege as high education.

4. Age. Age was categorized as falling from 18-29, 
30-39, 40-49, 50 and above.
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5. Years of Driving Experience, This was categorized
into the units of 1-4, 5-9, 10-24, 25 and above.

6 . Purposes of Gar Usage. There were three possible
answers: work and/or pleasure, as a status symbol,
and private trips only.

7. Annual Number of Kilometers Driven. This was asked
with regard to the respondet's estimate of the 
average number of kilometers driven each year of 
his driving experience. Responses could fall into 
the categories of 1,000-4,000, 5,000-9,000, 10,000- 
14,000, and 15,000 and above.

8 . Annual Income. These categories are 2,000-5,000
Reyals ($1.00 = 4 SR) , 6,000-10,000, 11, 000-14,000,
and 15,000 and above.

9. Occupation. These categories were: government em­
ployees, businessmen, company employees, students. 
Two categories were used, i.e., government em­
ployees and non-government employees.
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10. Means of Obtaining Driver's License. It has been 
reported that in the past there was more than one 
means of obtaining a driver's license apart from 
the formal means of the oral exam and road test. 
Other means might fall into the categories of oral 
exam alone, road test alone, through a friend or 
through purchasing a license.

By accident involvement is meant either having ever 
been involved in an accident resulting in death, injuries, 
damage to your car or others, or no imvolvement at all.
The first three categories are often simply referred to as 
accident involvement.

These two tests were considered appropriate for the 
data by computer consultants. A descriptive analysis is 
given in the following chapter.

Summary

The purposes of this chapter include:

1. A description of the questionnaire and its division 
into two parts (see Appendix B). The first part
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consisted of 11 questions directed toward eliciting 
personal information. The second part consisted of 
38 multiple choice questions related to three areas 
crucial to safe driving: 1 ) international road
signs, 2) rules and regulations, and 3) general 
safety information.

2. A description of the methods used in obtaining the
sample.

3. A description of how the instrument was developed.

4. A description of how the data was collected.

5. A description of the two major tests used in anal-
yzing the data.

The following chapter will be concerned with the 
analysis of the data gathered for this study.



CHAPTER IV
ANALYSIS OF DATA

Preparation of Data for 
Statistical Analysis

This chapter was designed to analyze the data col­
lected by questionnaires from a sample of drivers studied 
to determine the relationships between certain factors.
Thus it was first hypothesized that:

1. Ths sample group over all would show a basic lack
of knowledge on all parts of the test.

2. However, the overall test scores and scores on each
part of the test will show a relationship to the 
personal attributes of individuals, especially edu­
cation and occupation.

Sub-hypotheses were formulated as follows:

1. The overall scores and the scores on each part of
the test are related to the accident involvement

65
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of subjects. That is, for this sample, a low score 
on the test was correlated with a high rate of 
accident involvement and vice cersa.

2. As stated above, test scores will vary according to 
certain personal attributes. Therefore these same 
personal attributes (and others) are also related 
to accident involvement, since test scores are re­
lated to accident involvement.

The data, collected from 200 drivers across the 
Saudi Arabian nation, were punched on computer cards in 
preparation for a one-way analysis of variance and chi- 
square tests. The .05 level of significance was used to 
reject the hypothesis of no difference. After being pre­
pared for computer processing a Computer Control Data 360 0 
at Michigan State University was used.

Results of the 
Statistical Analysis

The one-way analysis of variance was used to ex­
amine the relationship between the test scores and occupa­
tion, education, and accident involvement (hypothesis 2 and
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sub-hypothesis 1). The chi-square test was used to examine 
the relationship between various personal attributes and 
accident involvement. In this process, a profile image of 
the average Saudi driver was constructed.

Tables derived from the analysis of variance are 
presented in this chapter, while clarifications will be 
made based on tables of means.

In examining the relationship of education, occupa­
tion, and accident involvement to the test scores, the de­
pendent variable was the test score and the independent 
variables were education, occupation, and accident involve­
ment. Since the test was divided into three parts, the 
scores on each part were related to the independent vari­
ables as well as the overall score.

Table 4.1 deals with the relationship between edu­
cation, high or low (see Chapter III for a definition of 
these terms), and international road signs. The data in­
cludes the 200 drivers tested and classifies them according 
to their educational level as this relates to their scores 
on that part of the test concerned with international road 
signs. One hundred eight drivers, those with a high school 
education or more had a mean score on this section of the
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TABLE 4.1
RELATIONSHIP OF EDUCATION TO TEST SCORE
IN THE AREA OF INTERNATIONAL ROAD SIGNS

Mean N

Education
High (2) 4 .28703704 108

i
Low (1) 3 .35869565 92

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of 
Freedom

Test
Statistic

than

Education 42.81510466 1 21.33939 0.0005*
Error 2.00638836 198

*Significant at level 0.0005.

test of 4.287, whereas the ninety-two drivers with a junior 
high school education or less had a mean score of 3.358.
The level of significance was high at the 0.0005 level.
The data therefore indicate that drivers with a higher edu­
cational level gain a better score or are more knowledgeable
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in the area of international road signs than those at lower 
educational levels. However, the mean score of the total 
group regardless of education in this area was only 3.86. 
Since the total possible score in this area was 7.0, the 
overall mean was considered as being low.

Table 4.2 indicates the results of testing the 200 
subjects in the area of rules and regulations which are to 
be <found in the Vehicle Code of Saudi Arabia adopted in 
1971 and published in major newspapers throughout the 
country.

These results show that those with a high school 
education or more have a mean score of 10.75, while those 
with a junior high school education or less have a mean 
score of 8.978. The difference between the two groups was 
highly significant at the 0.0 005 level. Drivers with a 
better education therefore are more knowledgeable about the 
rules and regulations involved in driving than are those 
with less education. The mean score of the whole group was 
9.935 with the highest possible score being 17.

In Table 4.3 are presented results of testing the 
respondents in the area of general safety information.
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TABLE 4.2
RELATIONSHIP OF EDUCATION TO TEST SCORE

IN THE AREA OF RULES AND REGULATIONS

Mean N-

High (2) 10 .75000000 108
Education

Low (1) 8 .97826087 92

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of 
Freedom

Test
Statistic

than

Education 155.94847829 1 19.89284 0.0005*

Error 7.83942688 198

*Significant at level 0.0005 *

The results indicate that the 108 drivers with a
high education had a mean of 6.592 on this part of the test, 
whereas the 92 drivers with a low education had a mean of 
5.53 2. While those with a high school education or more 
therefore scored higher than the rest of the sample, the 
level of significance was 0 .0 0 0 1.
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TABLE 4.3
RELATIONSHIP OF EDUCATION TO TEST SCORE IN

THE AREA OF GENERAL SAFETY EDUCATION

Mean N

High (2) 6.59259259 108
Education

Low (1) 5.53260870 92

Total 200

MS DF FSource of P less
Variation than

Mean Square Degree of 
Freedom

Test
Statistic

Education 55.81875201 1 12.07913 0 .001*

Error 4.62109216 198

*Significant at level 0.0001.

Finally, in Table 4.4 the total score, that is, the 
added scores of the three parts of the test, was examined 
with relation to education.

The mean score on the whole test for those drivers 
with a high school education or above was 21.6 29. The mean
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score for those respondents with a junior high school edu­
cation or less was 17.869. The analysis of data therefore 
clearly indicates that those with a higher educational 
level scored higher on the whole test than those with less 
education. The level of significance for this difference 
was 0.0005 as indicated in Table 4.4.

The mean for the 200 subjects for the whole test, 
that is, the three areas combined, regardless of education 
was 19.900. Since the test was composed of a total of 38 
items, this mean was not considered as indicating adequate 
knowledge of the areas tested. The standard set in many 
nations, according to personal inquiries to the concerned 
officials, in the U.S.A., Great Britain, Ghana, and Pakis­
tan, on a test such as this is that the driver answer 75 
percent of the questions correctly. Since only approxi­
mately 52 percent of the questions were answered correctly, 
the general score of the Saudi subjects was considered as 
being quite low. When the mean of each area is compared to 
the total possible points within that area, the lowest 
scores seem to be in the area of international road signs. 
This may be explained by several factors. International 
road signs were introduced to the country only recently.
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TABLE 4.4
RELATIONSHIP OF EDUCATION TO TOTAL TEST SCORE IN 
THE AREAS OF INTERNATIONAL ROAD SIGNS, RULES AND 

REGULATIONS, AND GENERAL SAFETY INFORMATION

Mean N

High (2) 21.62962963 108
Education

Low (1) 17.86956522 92

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of 
Freedom

Test
Statistic

than

Education 702.38003227 1 28 .26870 0.0005*
Error 24.84656549 198

*Significant at level 0.0005

Secondly, on many stretches of road in Saudi Arabia few
signs are to be found at all. The Vehicle Code which con­
tains most of the country's rules and regulations and dis­
cusses the signs, does not show illustrations of the signs,
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and no other media source has emphasized them. Therefore, 
the driving population, as the results indicate, is espe­
cially uninformed with regard to these signs.

The data were also analyzed in relation to the ef­
fect of occupation which, along with education, was felt to 
be a major determining factor on test score.

Table 4.5 records the relationship between occupa­
tion and test score by dividing the subjects into two cate­
gories, government employees and non-government employees. 
For the 102 subjects classified as government employees, 
the mean score in the area of international road signs was 
4.176, while the 98 subjects who were classified as non­
government employees had a mean of 3.530. This difference 
was significant at the 0.002 level. While this indicates 
that government employees are more knowledgeable in this 
area, the mean for the whole group was only 3.86.

Table 4.6 indicates the effect of occupation on 
understanding rules and regulations as tested by the ques­
tionnaire. For the 102 government employees, the mean 
score in this area was 10.450. For non-government em­
ployees, the mean score was 9.3 97. The difference between
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TABLE 4.5
RELATIONSHIP OF OCCUPATION TO TEST SCORE
IN THE AREA OF INTERNATIONAL ROAD SIGNS

Mean N

Gov. (1) 4.17647059 102
Occupation

Other (2) 3.53061224 98

To tal 200

Source of MS

l
D 

1 1 1 1 1 1 ! 1 1

P less
Variation

Mean Square Degree of Test 
Freedom Statistic

than

Occupation 20.84830732 1 9.84650 0 .002*
Error 2.11733178 198

*Significant at level 0.002 •

the two groups is significant at 0.001. Again, government
employees have a higher mean than non-government employees,

>

although the total mean was only 9.9 35.
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TABLE 4.6
RELATIONSHIP OF OCCUPATION TO TEST SCORE

IN THE AREA OF RULES AND REGULATIONS

Mean N

Gov. (2) 10 .45098039 102
Occupation

Other (1) 9.39795918 98

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of Test 
Freedom Statistic

than

Occupation 55 .42050619 1 6.63946 0 .011*
Error 8.34714391 198

*Significant at level 0 .0 1 1 .

Table 4.7 reveals that the mean score in the area
of general safety information for government employees was 
6.529. For non-government employees, it was 5.66 3, the 
difference being significant at 0.005. While government
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employees again scored higher, the mean for both groups 
combined was only 6.105.

When all three areas of the test were combined, 
the government employees had a combined mean score of 
21.156. The 98 non-government employees had a combined 
mean score of 18.591.

As shown in Table 4.8 below, the difference be­
tween the two groups was considered significant at 0 .0 0 1.

Government employees on the whole scored higher 
on all areas of the test. One explanation for this fact 
is due to the interdependence of the two variables of 
education and occupation. In order to receive a govern­
ment job, some education, at least at the elementary level, 
is necessary. Government employees have more access to 
government pamphlets and publications of all types— this 
higher visibility of material concerning traffic safety 
might also partially explain the difference between the 
two groups.

The mean aggreate score for both groups for ques­
tions answered correctly on the test was 19.900, or exactly 
50 percent of the 38 questions.
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TABLE 4.7
RELATIONSHIP OF OCCUPATION TO TEST SCORE IN

THE AREA OF GENERAL SAFETY INFORMATION

Mean N

Gov. (2) 6.52941176 102
Occupation

Other (1) 5.663266531 98

Total 200

Source of MS

i
D 

1 1 1 1 1 1 1 i i i

P less
Variation than

Mean Square Degree of Test 
Freedom Statistic

Occupation 37.49548019 1 7.95469 0.005*
Error 4.71363394 198

*Significant at level 0.005 •

In order to examine sub-hypothesis 2 , the data were
looked at next with regard to the relationship between the 
whole test and also each part of the test and the accident 
involvement of the respondents. The respondents were di­
vided into two groups— those who had had one or more
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TABLE 4.8
RELATIONSHIP OF OCCUPATION TO TEST SCORE IN 

THE AREAS OF INTERNATIONAL ROAD SIGNS, RULES 
AND REGULATIONS, AND GENERAL SAFETY INFORMATION

Occupation

Mean N

Gov. (2) 21.15686275 102

Other (1 ) 18.59183673 98

Total 200

Source of 
Variation

MS DF

Mean Square Degree of 
Freedom

Test
Statistic

P less 
than

Occupation 328.83633453 
Error 26.73314983

1

198
12.30070 0.001*

*Significant at level 0.001.

accidents and those who had not had any accidents (see 
Chapter III for a definition of "accident"). Table 4.9 
indicates the results of testing the two groups of drivers 
on their knowledge of international road signs. The 103 
respondents who had reported accident involvement had a
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mean score of 3.155, while the 97 drivers with no reported 
accidents had a mean score of 4.608.

TABLE 4.9
RELATIONSHIP OF ACCIDENT INVOLVEMENT TO 
TEST SCORE IN THE AREA OF INTERNATIONAL

ROAD SIGNS

Mean N

Yes (2) 3.15533981 103

No (1) 4.60824742 97

Total 200

Source of MS

Ii1 
h 

1 1 1 1 11 
fit Q

11

P less
Variation

Mean Square Degree of Test 
Freedom Statistic

than

Accidents 105.45203482 1 62.39617 0.0005*
Error 1.69004023 198

♦Significant at level 0.0005.



81

The difference between the two groups is signifi­
cant at 0.005. Those respondents with no accident involve­
ment score higher than those respondents with a record of 
accident involvement, although the mean for both groups is 
low, being 3 .8 6 .

Table 4.10 shows the relationship between accident 
involvement and the scores on the test in relation to 
knowledge of safety rules and regulations.

For those drivers with an accident record, the mean 
score in this are was 8.7 28. The mean score of those 
drivers with no reported accidents was 11.216. The differ­
ence between the means of the two groups was significant at 
the 0.0005 level. The mean for all the respondents in this 
area was 9.93 5.

The respondents were also tested in the area of 
general safety information. Table 4.11 illustrates the 
results.

Those drivers who report having had an accident(s) 
had a mean score of 4.96 in this area. Those reporting no 
accidents had a mean score of 7.319, with a significance 
level at 0.0005. The mean score of the whole group was 

6.105.
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TABLE 4.10
RELATIONSHIP OF ACCIDENT INVOLVEMENT TO TEST 
SCORE IN THE AREA OF RULES AND REGULATIONS

Mean N

Yes (2) 8.72815534 103
Accidents

No (1) 11.21649485 97

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of Test 
Freedom Statistic

than

Accidents 309.31304224 1 43.78192 0.0005*
Error 7.06485837 198

*Significant at level 0.0005.

Combining the three areas of the test, the results 
are shown in Table 4.12.

When all three areas of the test were combined the 
mean score for those reporting accidents was 16.844. For 
those with no accident involvement, it was 23.144. The
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TABLE 4.11
RELATIONSHIP OF ACCIDENT INVOLVEMENT TO TEST 

SCORE IN THE AREA OF GENERAL SAFETY INFORMATION

Mean N

Yes (2) 4.96116505 103
Accidents

No (1) 7.31958763 97

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of 
Freedom

Test
Statistic

than

Accidents 277.85755629 1 29.39504 0.0005*
Error 3.49968406 198

♦Significant at level 0.0005.

difference was significant at 0.0005. The results indicate 
that drivers who have had accidents score lower than 
drivers who have had none. While other factors may be in­
volved in these accident experiences, these results indi­
cate that one factor, apparently strongly related, if not
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causal, would be a lack of knowledge in the areas of inter­
national road signs, rules and regulations, and general 
safety information. The combined mean was 19.9000 from 38 
questions or about 50 percent.

TABLE 4.12
RELATIONSHIP OF ACCIDENT INVOLVEMENT TO TEST 

SCORE IN THE AREAS OF INTERNATIONAL ROAD 
SIGNS, RULES AND REGULATIONS, AND 

GENERAL SAFETY INFORMATION

Mean N

Yes (2) 16.84466019 103
Accidents

No (1) 23.14432990 97

Total 200

Source of MS DF F P less
Variation

Mean Square Degree of Test 
Freedom Statistic

than

Accidents 1982.50605562 1 107.85461 0.0005*
Error 18.38128255 198

*Significant at level 0.0005.
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Accident Involvement and 
Personal Attributes

In the following discussion, the effect of certain 
personal attributes on accident involvement will be exam­
ined. In this manner, sub-hypothesis 2 will be discussed 
and a profile image drawn of the average Saudian driver.
The purposes are to ascertain who the average Saudi driver 
is, in terms of his age, miles driven, etc., since little 
information of this type exists in Saudi Arabia presently 
upon which safety programs could be based. Secondly, an 
attempt is made to examine these characteristics in terms 
of accident involvement, so that special prevention mea­
sures can be taken. If after repeated study, certain char­
acteristics seem to be more related to accident involvement 
than others, for example, a certain age or income level, 
then programs might be initiated directed at those with 
these characteristics. Thirdly, by pursuing the second 
aim, the theories put forth in the "western" world are also 
being tested for relevance to non-western societies. For 
example, studies mentioned in the review of literature 
(see Chapter 2) discuss certain associations between age
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and accident involvement. Cross-culturally, however, that 
association might not exist or be as strong.

The characteristics first examined was rural or 
urban residence.

As indicated by Table 4.13, from the sample of 200, 
77 percent came from rural areas and 23 percent from urban 
areas. Fifty-two percent of those living in urban areas 
had been involved in accidents, while 51 percent of those 
from rural areas did. The chi-square test was 0.011, which 
is not significant.

Many other studies (see Chapter 1, pp. 22-23) have 
shown that accident involvement is higher in urban commun­
ities than in rural areas. The assumption was made in this 
study that those living in rural areas who had had acci­
dents were involved in the accidents in a rural area. This 
assumption may have been erroneous or the results might 
suggest that hazardous driving conditions in the country­
side balance the crowded conditions in cities making both 
areas almost equally accident producing.

Table 4.14 discusses age which was also considered 
as an important variable that might affect accident in­
volvement .



87

TABLE 4.13
DISTRIBUTION OF THE SAMPLE ACCORDING TO RURAL-URBAN

RESIDENCE AND ACCIDENT INVOLVEMENT

Rural Urban Total %

Accidents
Yes (1) 79 (51%) 24 (52%) 103 52

No (2) 75 (48%) 22 (47%) 97 49

Total 154 (77%) 46 (23%) 200 100

Chi-square = 0.011 
Nonsignificant

More drivers of the ages 40-49 (Category 3) had 
been involved in accidents than other groups during their 
lifetime— 16 out of 21 or 76 percent had had accidents.

The chi-square is 5.8 91 which indicates that age 
is not a significant factor determining accident involve­

ment.
This finding is contrary to what one would expect 

to find based on the literature (see Chapter II, p. 19). 
Accidents and conviction for traffic offenses generally 
decrease with increasing age. The data used for this study 
indicate that Category 1 (18-29 years of age), where the
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highest percentage of accident involvement is expected, has 
about the same percent of persons involved in accidents as 
other age groups, and considerably fewer than those in 
Category 3. A possible explanation for this lies in the 
fact that the younger age group has more education due to 
widening educational opportunities in the country as a 
whole than in the recent past. Also, the younger age group 
was probably exposed to a more difficult driving test. The 
average age of the drivers sampled was approximately 30.

TABLE 4.14

DISTRIBUTION OF THE SAMPLE ACCORDING TO AGE OF 
DRIVERS AND THEIR ACCIDENT INVOLVEMENT

Years of Age
Total %

18-29 30-39 40-49 50 over

Yes (1) 48 (48%) 37 (49%) 16 (76%) 2 (40%) 103 52
Accidents

No (2) 51 (52%) 38 (51%) 5 (23%) 3 (60%) 97 48

Total 99 (49%) 75 (38%) 21 (10%) 5 (3%) 200 100

Chi-square = 5.891 
Nonsignificant
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As presented in Table 4.15, it was felt that the 
purpose for which the car was used might have some bearing 
on accident involvement.

The group with the highest accident involvement 
falls under Category 3, or those who are mainly concerned 
with using the car for status. Sixty-seven percent of this 
group had been involved in accidents. This perhaps could 
be related to the economic well-being of this group and 
their ability to pay fines for violations thus resulting 
in their being less cautious as drivers. The chi-square 
test was 3.041 indicating that purposes of car usage is not 
significantly related to accident involvement.

Table 4.16 contains information regarding district 
and accident involvement. It was thought that since the 
country is divided geographically into five districts, that 
the most urbanized and modern of these, the western dis­
trict, might have a lower percentage of persons involved 
in accidents. Enforcement is also more strict in this 
district.

As shown in the table, the eastern district, con­
taining eighteen percent of the sample, had the highest 
number of persons involved in accidents— 65 percent or
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TABLE 4.15

DISTRIBUTION OF THE SAMPLE ACCORDING TO CAR USAGE
AND ACCIDENT INVOLVEMENT

Car Usage
Total %

1 2 3

Yes (1)
Accidents

No (2)

12 (52%) 69 (48%) 22 (65%) 103 52

11 (48%) 74 (52%) 12 (35%) 97 48

Total 23 (12%) 143 (71%) 34 (17%) 200 100

Chi-square = 3.041 
Nonsignificant
Codes

1— Work only
2— Work and pleasure
3— Status and trips not related to work

23 drivers of a total of 35 drivers from this district had 
been involved in an accident.

However, the chi-square coefficient of 4.240 indi­
cates that district plays no significant role in determin­
ing accident involvement.

Results of studies attempting to examine the rela­
tionship between economic level and accidents have reported
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contradictory results, some stating a relationship between 
low socio-economic status and accidents and others finding 
no relationship at all.

According to Table 4.17, the majority of drivers 
have an income falling between 6,000 and 10,000 Rihadhs.
The highest number of persons involved in accidents oc­
curred for those people with an income of between 2,000 
and 5,000 Riyadhs. The chi-square of 4.895 indicates that 
income has no significance in relation to accident involve­
ment. These findings are similar to the ENO study findings 
which shows no significant relationship between socio­
economic status and accidents.1

Table 4.18 considers as one measurement of driver 
experience the number of kilometers a driver estimated that 
he had driven annually. Some studies (see Chapter II, p. 
2 0) have claimed that accident involvement increases the 
more mileage driven.

The majority of drivers in this sample drive be­
tween 5,000 and 9,000 kilometers a year. This is also the 
group which has the largest number of people involved in

1H. Stock and M. K. Moran, "Accident Repeaters and 
Chronic Violators," in ENO Foundation, The Motor Vehicle 
Driver, His Nature and Improvement (Saugatuck, Conn.: ENO
Foundation, 1949), p. 53.
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accidents in this sample. However, the number of kilom­
eters driven has no significance in relation to accident 
invblvement according to the chi-square test.

TABLE 4.18

DISTRIBUTION OF THE SAMPLE ACCORDING TO KILOMETERS 
DRIVEN ANNUALLY AND ACCIDENT INVOLVEMENT

Kilometers Drivenl (in Thousands)
Total %

1-4 5-9 10-14 15+

Yes (1) 29 (53%) 35 (57%) 23 (44%) 16 (47%) 103 52
Accidents

No (2) 25 (46%) 26 (42%) 29 (55%) 17 (53%) 97 48

Total 54 (27%) 61 (30%) 52 (27%) 33 (16%) 200 100

Chi-square at level 2.317 
Nonsignificant

Table 4.19 reveals the relationship between the 
several means of obtaining a license in Saudi Arabia. The 
use of illegal means might indicate that the person feels 
he is not capable of passing an interview or road test.
If he is not capable he might be expected to have more 
accidents.
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The majority of drivers in this sample passed both 
the interview and the road test. Those who passed the in­
terview alone tended to be involved more in accidents, 
closely followed by those who got their licenses through 
friends; however, the sample is not big enough to show 
significance at any level.

Table 4.20 contains data concerning the years of 
driving experience and accident involvement. Most of the 
drivers in this sample, 40 percent, fall between having one 
to four years of driving experience. Those drivers being 
the most involved in accidents are those who have had more 
than 25 years of driving experience, although the total 
number in the sample is very small. However, overall re­
sults show no significant difference among groups in acci­
dent involvement.

Table 4.21 supports the expectation that government 
employees would not only achieve a better score on the test 
as discussed above (see Chapter I, p. 11), but also would 
have fewer accidents than other types of employees. This 
expectation was based on the fact that government employees 
generally are required to have at least an elementary 
school education and most have more. Also, exposure to
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TABLE 4.20

DISTRIBUTION OF THE SAMPLE ACCORDING TO DRIVING
EXPERIENCE AND ACCIDENT INVOLVEMENT

Years Driving Experience
Total

1-4 5-9 10-24 25+

Accidents
Yes (1) 35 (43%) 37 (52%) 26 (61%) 5 (66%) 102 52

No (2) 45 (56%) 34 (47%) 16 (38%) 2 (32%) 98 48

Total 80 (40%) 71 (36%) 42 (21%) 7 (3%) 200 100

Chi-square at level 4.301 
Nonsignificant

news bulletins and other official documents is high in gov­
ernment offices.

The majority of the group are government employees. 
More company employees and businessmen in this sample seem 
to be involved in accidents than any other group.

The results were significant at the 0.0020 level. 
Thus the government employees scored higher on the test and 
also have fewer accidents than other occupational cate­
gories, thus, supporting sub-hypothesis two that occupation 
is related to accident involvement.
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TABLE 4.21

DISTRIBUTION OF THE SAMPLE ACCORDING TO OCCUPATION
AND ACCIDENT INVOLVEMENT

Occupation
Total %

1 2 3 4

Yes (1)
Accidents

No (2)

43 (42%) 26 (62%) 22 (78%) 12 (41%) 102 52

59 (57%) 16 (38%) 7 (21%) 15 (60%) 97 48

Total 102 (51%) 42 (22%) 29 (14%) 27 (13%) 200 100

♦Significant at level 0.0020.
Codes

1— Government employee
2— Businessman
3— Company employee
4— Student

Table 4.22 reveals the relationship between educa­
tion and test score. Education is perhaps the most impor­
tant factor since it underlies occupational differences. 
Education implies literacy which allows the driver to read 
the vehicle code (published in major newspapers) and have 
more access in general to driver safety information.

More of those persons with either elementary educa­
tion or no education had been involved in accidents than
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groups with more education. These results were significant 
at 0.0245 using the chi-square test. This supports the 
hypothesis that certain personal attributes are realted to 
accident involvement, namely education and occupation which 
were also related significantly to test scores.

These results also substantiate other studies (see 
Chapter II, p. 22) which have stated that non-repeaters 
were better informed than repeaters as measured by various 
standard tests. Other studies have shown a significant 
relationship between educational level and driving record- 
poor records being found to correspond to lower educational 
levels.

Summary

In this chapter data gathered for the purpose of 
providing an understanding of factors related to safe driv­
ing were presented. Analysis of variance techniques were 
used to determine the relationship between education and 
test score,, occupation and test score, and accident or non­
accident involvement with test score. Chi-square tests
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were used to construct a profile image of the private car 
owner in Saudi Arabia and to examine the relationship be­
tween the characteristics making up this profile image, 
such as, age, occupation, education, purposes of car usage, 
driving experience, kilometers driven, urban or rural resi­
dence, means of obtaining licenses, income, and geograph­
ical location, and accident involvement.

The analysis of data presented in this chapter re­
vealed that there was an overall lack of knowledge on all 
parts of the test as shown in Table 4.4. The mean score 
of the total sample on all parts of the test was 19.9 out 
of 38 questions. This is lower than the 75 percent score 
required on many standard tests. Hypothesis 1, therefore, 
was not rejected on the basis of the mean score shown in 
Table 4.4.

Hypothesis 2 also was not rejected on the grounds 
that education was significantly related to the test score 
at the 0.0005 level as shown in Table 4.4. There was also 
a significant relationship between test score and occupa­
tion at the 0.001 level as shown in Table 4.8.

Therefore the major hypotheses were not rejected. 
The average Saudi driver indicated a lack of knowledge
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needed for safe driving, but this was significantly related 
to his occupational position and level of education. Gov­
ernment employees and those with a high school education or 
above (this category includes many government employees as 
a certain education is a requirement for the position) make 
the safest drivers. Those who show the lowest test scores 
have either an education below high school level or are 
businessmen or company employees. Businessmen are usually 
those operating small private businesses for which no edu­
cational qualifications are essential. Many company em­
ployees hold manual jobs requiring little education. Li­
censing tests and training program should emphasize the 
latter groups.

Sub-hypothesis 1 was not rejected since there was 
a significant relationship between accident involvement and 
test score at the 0.0005 level as shown in Table 4.12.

Sub-hypothesis 2 was rejected for certain charac­
teristics. Age, purpose of car usage, driving experience, 
kilometers driven, urban or rural residence, income, means 
of obtaining a license, and geographical location were not 
significantly related to accident involvement. Education 
and occupation were significantly related to accident
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involvement, as expected from their relationship to the 
test score.

The chi-square tests on the data revealed the char­
acteristics of the average Saudi private car owner (oper­
ator) . These characteristics have been described and pre­
sented in table form throughout this chapter and the major 
characteristics composing the profile image are summarized 
below.

The data reveal that the majority of private car 
owners in Saudi Arabia have lived longest in rural areas, 
as shown in Table 4.13. The average age is approximately 
30 years old, as shown in Table 4.14. The average driver's 
purpose of using the car is primarily for work and plea­
sure, as shown in Table 4.15. The^majority of drivers had 
lived in the Western province or district most of their 
lives, as shown in Table 4.16. The Western province is 
urbanizing rapidly. The average income is approximately 
9,500 Saudi Riyals (equivalent to $2375) a year, as shown 
in Table 4.17. The average distance traveled is over 9000 
kilometers every year, equivalent to 5,555 miles— Table 
4.18. The majority obtained their driver's license by 
passing the oral interview and the road test, as shown in
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Table 4.19. The average driver has only about five years 
of driving experience (see Table 4.20). The majority work 
as government employees (see Table 4.21). The average 
driver has an education slightly above the intermediate 
(junior high school) level (see Table 4.22). Slightly 
more than one out of two drivers have been involved in 
accidents (see Table 4.13).



CHAPTER V 
SUMMARY OF FINDINGS, CONCLUSIONS,

AND RECOMMENDATIONS

Summary

Statement of the Problem

A modern accident reporting system helps policy­
makers plan and organize future programs. These programs 
should be based on complete information about the average 
driver such as his age, education, occupation, past acci­
dent involvement, and the other human factors involved such 
as place of residence, purpose of car usage, and others.
In the developing nations including Saudi Arabia, the acci­
dent reporting system is not as yet well enough developed 
to meet these requirements, subsequently the policymaker 
experiences many difficulties in planning successful pro­
grams. Therefore this study was undertaken with two objec­
tives, the first being to compile basic statistics concern­
ing various aspects of the traffic situation in the Arab
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nation in relation to the world and Saudi Arabia in rela­
tion to the Arab nations, utilizing such information as 
the number of fatalities, number of injuries, number of 
cars, and other related factors with an emphasis on Saudi 
Arabia. The second purpose was to examine the knowledge 
of a sample of a growing universe— the private car owner 
and operator. A profile image of the average private car 
owner was constructed.

Summary of Statistics Concerning the 
International Traffic Problem

In fulfilling the first objective of the study, 
the author reviewed various traffic statistics and com­
piled the following information.

The Arab nations compose 8.8 percent of the world 
land area and Saudi Arabia composes 18 percent of the land 
area of the Arab World. The population of the Arab World 
composes 3.48 percent of that of the world, while Saudi 
Arabia composes 5.53 percent of the population of the Arab 
World.

The Arab World contains less than 1 percent of the 
total cars of the world, while Saudi Arabia contains 7.74
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percent of the total cars of the Arab World. There is one 
car per 48 Saudi citizens, as opposed to one car per every 
68 persons in the Arab World.

Fatalities due to car accidents per year in the 
Arab World make up 4.72 percent of the world traffic fatal­
ities, while Saudi Arabia has 6.72 percent of those within 
the Arab World.

The Arab World has a high percent of the world's 
fatalities and Saudi Arabia has a high percent of the Arab 
World's fatalities. However, injuries outnumber the fatal­
ities in both cases.

The three Arab states which lead in number of traf­
fic fatalities per 100,000 persons are the U.A.E., Libya, 
and Kuwait. These three countries have some of the highest 
fatality rates in the world. While Saudi Arabia's number 
of fatalities in high relative to its number of cars and 
population size, it does not compare with the three above 
mentioned Arab countries (see Graph 2.3, Chapter II, p. 3 7).

Leading in traffic injuries within the Arab World 
are Libya, Kuwait, and Jordan. Saudi Arabia again has 
considerably fewer injuries. As mentioned, this is prob­
ably an artifact of the recording techniques.
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The Arab World has 51.82 fatalities per 10,000 
cars, while Saudi Arabia has 45 fatalities. These figures 
run very high relative to three of the most technologically 
advanced areas of the world. Thus Europe has six fatal­
ities per 10,000 cars, the United Kingdom has 4.6 fatal­
ities per 10,000 cars, and the United States has 5.0 fa­
talities per 10,000 cars (see Graph 2.6b, Chapter II, 
p. 44) .

These figures indicate that the problems of today, 
already serious, may take on even more serious overtones 
in the future, and thus require concentrated effort to 
stem the onslaught. This could be accomplished at least 
in part by making the public aware of these statistics and 
impressing upon them the idea that accidents are not "acci­
dental" or fortuitous, but result largely from human fail­
ure. A social responsibility must be assumed to prevent 
accidents to self and others.

Findings

To accomplish the second goal of this paper, var­
ious hypotheses and sub-hypotheses were examined.
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The first hypothesis, which concerned knowledge of 
subjects in three areas related to safe driving as measured 
by a questionnaire, was not rejected on the grounds that 
the sample showed a lack of knowledge on all parts of the 
test as evaluated by standard criteria. Thus the combined 
mean for all three parts of the test was 19.9 out of 38 
questions.

The second hypothesis, which concerned the relation 
of education and occupation to test score, was. also not 
rejected on the grounds that the overall test score and the 
score on each part of the test did show a relationship to 
education and occupation.

The first sub-hypothesis, which concerned the rela­
tionship between test score and accident involvement, was 
not rejected on the grounds that a low score on the test 
was correlated with accident involvement and high scores 
were correlated with less accident involvement.

The second sub-hypothesis, which concerned the re­
lation of accident involvement and certain personal attri­
butes, was both rejected in part and supported in part.
Our data showed that there was no relationship between 
accident involvement and rural-urban residence, age,
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purposes of car usage, geographical location, income, 
kilometers driven, means of obtaining driver's license, 
and.years of driving experience. There was a relationship 
between accident involvement and occupation and education.

Rural-Urban Residence

There was a low level of association (0.011) be­
tween rural-urban residence and accident involvement. How­
ever, a higher percentage of drivers from urban areas 
tended to have been involved in accidents than those from 
rural areas (see Table 4.13).

A£e

A low level of association (5.891) was found be­
tween age and accident involvement. Those between the ages 
of 40 and 4 9 answered positively to the question concerning 
accident involvement more frequently than those in other 
age categories, although this association was not high 
enough to be significant (see Table 4.14).
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Purposed of Car Usage

The association between purposes of using a car and 
accident involvement was low (3.041). Those respondents 
who indicated that they used a car mainly as a status sym­
bol more frequently reported having been involved in an 
accident than those in other categories. However, this 
group was not large enough to test the significance of this 
factor (see Table 4.15).

Geographical Location

Whereas a low level of association (4.240) was 
found between geographical location and accident involve­
ment, those respondents living in the eastern district 
tended to have answered more frequently that they had been 
involved in accidents than respondents from other areas 
(see Table 4.16).

Income

A low level of association (4.895) was found be­
tween yearly income and accident involvement. Those with
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an income falling between 2000-5000 SR tended to indicate 
more frequently that they had been involved in accidents 
than did other groups. The low level of significance of 
those findings is surprising, however, since it was ex­
pected that income, being associated with occupation and 
education which have been shown to be two major factors re­
lated to accident involvement, would also be related. How­
ever, these data show little association (see Table 4.17).

Kilometers Driven

A low level of association (2.317) was shown to 
exist between the number of kilometers driven yearly and 
accident involvement. Those driving between 5,000 and 
7,000 kilometers yearly tended to have had more accident 
involvement as measured by our questionnaire. However, 
the association is not strong enough to be significant 
(see Table 4.18) .

The Means of Obtaining 
a Driver's License

There was a low level of association (13.335) be­
tween the means used in obtaining a driver's license and
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accident involvement. Those respondents who had only suc­
cessfully completed an oral interview (but not a written 
or actual driving test) tended to more frequently have had 
an accident experience. However, the number of respondents 
in this group was too small for the association to be sig­
nificant (see Table 4.19).

Driving Experience

A low level of association (4.031) was found be­
tween years of driving experience and accident involvement, 
although those who had been driving the longest more fre­
quently had had an accident experience (see Table 4.20).

Occupation

There was a high degree of association (0.0020) 
between occupation and accident involvement. Government 
employees tended to claim less accident involvement than 
those in other occupations (see Table 4.21).
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Education

A high degree of association (0.0245) existed be­
tween education and accident involvement. Drivers with a 
high education (high school and above) had been involved 
in accidents less frequently than those with a lower level 
of education (see Table 4.22).

The Profile Image

Through the use of the chi-square tests, which re­
vealed the relationship between accident involvement and 
certain personal characteristics, a profile image was also 
constructed as indicated in the following table.

Characteristics

Area
Age
Purpose of Car Usage 
Geographical Location 
Income
Kilometers Driven Annually 
Means used in Obtaining 

Driver's License 
Years of Driving Experience 
Occupation 
Education
Accident Involvement

The Average Private 
Car Owner 

(approximate figures)
Rural
30 years old 
Work and pleasure 
Western province
6.000-10,000 Saudi Riyals 

($1,500-$2,500)
5.000-9,000 kilometers 
Passing the Interview and

Road Test 
5 years
Government employee 
Junior high school 
5 0% involved in accidents
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Seventy-seven percent of the drivers sampled had 
resided for most of their lives in rural areas. The major­
ity of the sample was approximately thirty years of age and 
used the car mainly for purposes of work and pleasure.
About half of the sample had lived longest in the Western 
District or Province. The majority had an income of be­
tween 6,000-10,000 Saudi Riyals. The majority of drivers 
had driven approximately 9,0 00 kilometers per year. One 
hundred twenty-six drivers out of the sample of 20 0 had 
received their driver's license after passing the interview 
and road test. Seventy-six percent of the sample had been 
driving between one and nine years. Over 50 percent were 
government employees. The mean education was between 
junior high school and high school level. About one out 
of two drivers in this sample had been involved in an 
accident.

Conclusions and Recommendations

There is a general lack of emphasis placed on 
driver education as an important area in Saudi Arabia.
At the moment, there are no driver's safety programs
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offered at any educational level. At the same time, there 
are few qualified people concerned with this area to dis­
seminate information at licensing bureaus, schools, or 
through the media. Subsequently the new applicants for 
licenses are judged on how well they handle a car during 
the road test, rather than their actual knowledge of signs, 
rules, and regulations pertaining to safe driving.

There also has been a lack of studies concerning 
drivers in Saudi Arabia. This study is the first study 
dealing with driving problems in Saudi Arabia, although it 
is limited in scope and population represented. Therefore, 
many more studies should be directed toward this area, with 
larger samples and more variables considered, such as the 
effect of daytime and nighttime driving on accident in­
volvement. Similar studies should be conducted concerning 
taxi drivers, bus drivers, and truck drivers, i.e., profes­
sional drivers. Comparisons could then be made between 
private car owners and professional drivers. Studies 
should begin to be conducted on the contribution of the 
vehicle and road conditions to accident involvement. 
Physiological and psychological factors which lead to 
traffic accidents in Saudi Arabia should also be studied.
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Education and Occupation as Related 
to the Test Score

Occupation and education were the two variables 
most related to both test score and accident involvement. 
These two variables are highly interdependent since a cer­
tain amount of education is required to enter certain oc­
cupations .

Education

Those with a high school education or more scored 
significantly higher on the test than did those with less 
education. It appears that a long exposure to schooling 
and the consequent facility of reading and writing might 
increase awareness of information concerning safe driving.

In the Kingdom of Saudi Arabia, some of this infor­
mation is usually contained in newspapers. Their exposure 
to test taking situations might also have affected their 
score on the questionnaire designed for this study. In 
terms of this finding, it would seem advisable to try 
especially to reach those who do not go on to high school 
either through a school program or through pamphlets or
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discussion groups at the licensing bureau at the time of 
application for a license.

Occupation

Most government employees must have at least an 
elementary education to obtain their jobs. Their high 
score on the test relative to other occupations probably 
reflects both their educational level and their higher ac­
cess to information which is made available at their place 
of work. These same employees are likely to be more aware 
of their actions and their effects due to the status of 
their jobs. They have also been exposed to more test tak­
ing situations, which might have effected their score on 
the questionnaire used in this study. Their socio-economic 
status allows them to travel which raises their awareness 
of various traffic situations. While continuing to display 
pertinent information in government offices, other occupa­
tions must be emphasized in any attempt at distributing 
information. Since these occupations appear to be less 
well informed, it seems advisable to make special attempts 
to reach them through discussion or distribution of liter­
ature at their places of work or other gathering places.
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Accident Involvement and 
Personal Attributes

This is the first study in the author's knowledge 
concerned with the average private car owner in Saudi 
Arabia. The above mentioned findings cannot be taken as 
conclusive due to the limitations of the study. There 
was a lack of previous literature on the topic to aid in 
the formation of assumptions and speculations. Other 
limitations beset the study. There was some difficulty 
in obtaining the same number of subjects regionally since 
the south and the north are particularly inaccessible. 
Government employees, since they are financially capable 
of car ownership, outnumber other respondents. Due to the 
lack of basic population statistics, such as a classifica­
tion of those with driver's licenses by occupation, a pro­
portionate distribution of questionnaires was impossible. 
Also some of the questions were probably answered conserv­
atively. Apart from sampling difficulties, the size of 
the sample was limited by time and available interviewers. 
Many drivers are unexperienced with this type of study and 
this may have influenced their answers.



120

Another large group of important drivers in Saudi 
Arabia are the professional drivers. Other studies should 
be directed toward learning more about this group and com­
paring it to the private car owners.

However, despite these limitations, this study in­
dicates in broad outline some general information concern­
ing the average private car owner and operator and his 
knowledge and as such can be used for planning future pro­
grams .

In planning for any safety program it is important 
to know the kind of driver that you are dealing with. This 
was the purpose of constructing a profile image. Thus cer­
tain characteristics become important not only as they are 
related to accident involvement, but also as they form a 
basis for safety programs.

Rural-Urban Residence

Since the majority of drivers have lived longest 
in rural areas, programs should be oriented toward helping 
them cope with urban driving situations, since many will 
leave the rural areas to seek jobs in the cities. Since
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both rural and urban drivers are almost equally involved 
in accidents, programs are needed equally in both areas.

Age

Age is important in determining the type of ap­
proach or message used in communicating with drivers. A 
message carried over the media should be differently de­
signed for those who are 60 years old as opposed to the 
18 year old. Since the mean age for the sample was about 
3 0 years old, this implies that most men will be married 
with children. Message to this group should emphasize 
their need to protect themselves and others as heads of 
families, and be otherwise suitably constructed for this 
age group. The age group of 4 0-4 9 have the most accidents 
in this sample. Whereas, it might be expected that younger 
drivers would have had most accident involvement, education 
probably becomes an intervening variable, since the young 
are better educated than their elders.

Purposes of Car Usage

Knowing for what purposes a car is being used will 
help traffic officials make decisions about punitive
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measures, such as suspension and revocation of driver's 
licenses. Since the majority of drivers (71 percent) were 
using their cars for purposes of work and pleasure, revoca­
tion or suspension of license might cause many men to miss 
work and cause hardship to their families. In these cases, 
rehabilitation programs might be a more effective means of 
sanctioning a driver. Although there was no significant 
difference between groups in the sample who used their cars 
for different purposes, those who used it mainly for status 
purposes had more accidents than other groups. This might 
be due to their small dependence on the car as necessary 
to a job and might imply an attitude of carelessness.

District

If one geographical area of the country contains 
the majority of drivers, enforcement agencies should be 
aware of this in order to maximize their manpower effi­
ciency. Educationally, this area should also be empha­
sized. In this sample, the Western district is such an 
area. The majority of drivers having had an accident come 
from the Eastern district for this sample. Increased
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enforcement and educational efforts should be made in this 
area.

Income

Any monetary fine should be based on the average 
income of the driver, so that excessive fines will be 
avoided. Since the average income for the group studied 
is high, fines might constitute appropriate punitive mea­
sures. Those with an income of between 2,000-5,000 Riyals 
have been involved in accidents to a greater extent than 
other groups; although the difference between groups was 
nonsignificant and the group with the lowest income did not 
have the highest number of accidents. Further studies need 
to be conducted in this area.

Kilometers Driven

Having an approximate idea of the kilometers driven 
by the average driver annually, will help planners to ex­
tend those programs concerned with road upkeep, sign place­
ment, marking, etc. beyond the local level. Although the 
data is nonsignificant, it indicates that those driving
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more kilometers a year have fewer accidents than do those 
who drive from five to nine thousand kilometers a year.
One might expect that increased exposure would be more 
accident producing, but these findings show the reverse.
The area in which one drives might be an intervening vari­
able here, since in urban areas there is higher risk. If 
further studies show these results to be stable, then 
messages to the public should emphasize that one need 
not drive lengthy distances in order to be involved in 
accidents.

Means of Obtaining Licenses

If planners of safety programs find that many 
drivers have obtained a license illegally, then action 
must be taken to correct the potential existence of drivers 
using the highways who have little safety knowledge. Based 
on this sample, the majority of drivers have taken both the 
interview and road test and it is this group which was 
least involved in accidents. This implies that both the 
interview and the road test are necessary to prepare an 
individual to receive a driver's license and a licensing
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bureau should take the responsibility in seeing that both 
are passed.

Driving Experience

Drivers who have been driving for many years may 
have formed certain attitudes toward and patterns of driv­
ing, which will determine the type of program designed.
For examplp, such a program would emphasize changing atti­
tudes, rather than teaching skill and basic information. 
Based on this sample, the majority of drivers have only 
been driving approximately five years. Emphasis should 
be placed in any instructional programs on teaching skill 
and basic information. The greater the number of years of 
experience, the more accident involvement. This leads to 
the conclusion that the longer one has driven and the 
longer one has been exposed to traffic situations, the 
more likely it is that one will be involved in accidents.

Occupation

Knowing the occupation of drivers will help the 
planner locate them and enable him to distribute
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information in appropriate locations. In rehabilitation 
programs emphasis should be directed toward those occupa­
tional groups who have been shown by studies to be less 
knowledgeable about safe driving or to have been more fre­
quently involved in accidents. Occupation may also deter­
mine the type of driver's test given, for example, taxi 
drivers, bus drivers, truck drivers may be required to be 
tested more rigidly due to their heavier driving responsi­
bilities. Since the majority of private car owners are 
government employees, many drivers can be contacted through 
government offices. However, businessmen and company em­
ployees had greater accident involvement than either gov­
ernment employees and students, so that means must be found 
to reach them. Education is probably an underlying vari­
able here, since both students and government employees 
have a higher education than businessmen and company em­
ployees. Occupation leads to significant differences be­
tween groups in terms of accident involvement. Those with 
occupations which give them little access to information 
and for which little education is required should be in­
formed about safe driving through the media and special 
programs.
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Education

A necessary element in any successful message is 
knowledge of the educational level of the receiver. If the 
message is beyond the level of comprehension of the re­
ceivers, the message will break down. If the message is 
too elementary, it will not be effective. Educational 
level also determines the type of driver's test which offi­
cials are able to administer. For example, an oral exam is 
necessary for those who are illiterate. Since the data 
show that those having the most accident involvement have 
either no education or at most an intermediate education, 
programs should be directed toward these groups in partic­
ular. This study indicates a significant relationship be­
tween education and accident involvement.

Knowledge of accident involvement determines the 
need for a program and its size and type. For example, in 
Saudi Arabia where accident involvement includes approxi­
mately one out of two drivers and fatalities are high, the 
program should emphasize these factors. A high number of 
accidents implies a need for restructuring the traffic 
department.
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Discussion

Suggested Safety Program

After reviewing several safety programs used in the 
United States and several other countries, a combined model 
was developed which, it is felt, could be usefully applied 
in Saudi Arabia.

Police functions in Saudi Arabia are combined under 
the Ministry of the Interior and are practiced by several 
agencies directed by the Minister of the Interior. The 
most important of these agencies is the Public Security 
Department. Together with this agency are several others; 
the General Department of Civil Defense, the General De­
partment of Guards and Border Guards, the General Depart­
ment of Investigation, the General Department of Passports 
and Nationalities, the Police College and National Center 
of International Criminal Police Organization.

Under the Public Security Department there are sev­
eral sub-departments; the General Directorate of Identifi­
cation and the General Directorate of Emergency and Traf­
fic .
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The General Directorate of Emergency and Traffic 
has its main headquarters in Riyadh, the capital city of 
the Kingdom of Saudi Arabia, with major and minor depart­
ments in cities of varying sizes. These departments are 
responsible for establishing traffic safety programs 
throughout the country and are periodically evaluated.
The high rate of accident involvement among the country's 
drivers, however, suggests that these departments are not 
carrying out their responsibilities efficiently. This may 
be due in part to duplication of functions among these 
departments, lack of unification and delimitation of re­
sponsibilities. Thus the following steps should be taken:

1. Distinction of Responsibilities--Each department 
should have a written guideline which explains 
the duties and responsibilities of both the de­
partment and individuals with the department.

2. Delimitation— There should be definite limitations 
or boundaries on the authority and responsibil­
ities of the departments and individuals within 
the department, i.e., responsibilities for certain 
duties should be clearly placed on specific indi­
viduals .

3. Unification— Under the traffic department in the 
capital city, are the many sub-divisions in the 
various large and small cities throughout the 
country. Many of these are duplicating their work 
efforts. These sub-departments should be better 
integrated and should file reports periodically
to one major department.
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The application of the three principles mentioned 
above would give the department of traffic a stronger pub­
lic image and hence more public support.

With this in mind, the following model in Figure 5 
was devised which contains the most important elements 
needed in establishing a traffic safety program and acci­
dent prevention.

Objectives

Traffic accidents today are among the leading 
causes of death in many parts of the world. Already high 
in industrialized nations, the problem is beginning to 
become serious in the developing nations also, such as, 
U.A.E., Kuwait, and Libya. An increase in human suffering 
and economical loss is the inevitable result.

In Saudi Arabia in 1971, about 652 persons lost 
their lives and 147 5 were injured, many seriously. These 
accidents will continue as the price for modernization as 
the number of cars rapidly increase in the country.

In The Psychology of Traffic, A. R. Lauer calcu­
lates that one meets an accident situation about once
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Fig. 5.1.— Model for Traffic Safety Program and Traffic 
Accident Prevention.
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every three thousand hours of driving. The estimate has 
been verified by a human engineer of the Ford Motor Com­
pany . Other estimates indicate that the average driver 
copes with one out of three situations successfully, while 
another third lead to misfortune.'*'

These studies indicate that accidents could be 
reduced. The objective of a traffic program should be to 
prevent accidents by educating the driver to understand 
that accidents are not fortuitous but are often based on 
human factors. The objectives of the program should be 
understood by those who administer the program and by the 
community at large.

Reporting System

Any organization is dependent for efficient func­
tioning on its reporting system. The reporting system in 
Saudi Arabia is newly introduced and is as yet limited.
Any successful planning of work in a traffic department 
rests upon the possession of information received through 
a reporting system. A reporting system should be

1A. R. Lauer, The Psychology of Driving (Spring­
field, Illinois: Charles C. Thomas, 1960), p. xv.
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established for every branch of a department. The report­
ing system which prepares records and reports is very es­
sential . These reports should be evaluated and improved 
periodically to meet needs arising locally.

For efficiency these records, especially traffic 
accident records, should be standardized nation-wide to 
minimize the efforts of those responsible for their inter­
pretation. It is proposed that the following information 
be included.

1. Name of driver, address and age.
2. Location of accident.
3. Time of day.
4. Type of weather and condition of the car.
5. Factors involved.
6 . Pedestrian involvement, bicyclist involvement.
7. Type of damage (fatalities, injuries, or property 

damage).
8 . Type of accident (collision, run-over, overturn­

ing or run off the road).
9. Type of road.

10. Type of motor vehicle(s) involved.
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These reports could be used to plan for the future, 
indicate manpower needs, indicate the quality of department 
performance, and will indicate whether standards and re-

2quirements set for the driving public need to be changed.

Determining Causes

The same and rapid movement of pedestrians and cars
is the utmost interest of the traffic department. Ending
inconvenience and dangers which result from congestion,
delay, stopping and parking are all part of its function.
In this interest, these causes of accidents and other
causes should be determined and analyzed. Once discovered,
these causes should be remedied and the public should be

3informed so that it can drive defensively.

Plan for Action

Basic to maximum accident prevention is the crea­
tion of public awareness of the seriousness of the problem

9H* E. Stocker, Motor Traffic Management (New 
York: Prentice Hall, 1942), p. 4.

30. W. Wilson, Police Administration (New York: 
McGraw-Hill Book Co., 1963), pp. 353-354.
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and the generation through this awareness of citizen sup­
port. In every society there are groups and individuals 
who address themselves to traffic problems through volun­
tary organizations. These groups and persons should be

4encouraged and recognized.

Organization, Administration, 
and Supervision

Organization is concerned with the structure and
nature of various activities, according to H. G. Stack and 

5J. D. Elkow. The activities should be directed toward:

1. Establishing a safe environment.
2. Accident reporting.
3. Safety instruction.
4. Community leadership.
5. Safe transportation.
6 . Co-curricular activities.

4Report of the President's Committee for Traffic 
Safety, Organized Citizen Support— A Section of the Action 
Program for Highway Safety (Washington, D.C.: The Presi­
dent's Committee for Traffic Safety, 1960), p. 3.

5H. G. Stack and J. D. Elkow, Education for Safe 
Living (Englewood Cliffs, New Jersey: Prentice-Hall,
Inc., 1966), p . 303.
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Administration, according to these same authors, 
is concerned with seven main related elements: planning,
organizing, staffing, directing, coordinating, reporting, 
and budgeting.

The operation of the program falls under the cate­
gory of supervision. Rather than directing, the super­
visor's role has become one of support and assistance. He 
also works and cooperates with other administrators to see 
that the program is carried out. Some of the major func­
tions of a supervisor are to develop an accident reporting 
system, to set up safety curricula, improve instruction, 
establish good relationships with the community, and eval- 
uate the effectiveness of the safety program.

Motor Vehicle Administration

Motor vehicle administration includes many regula­
tory functions related to vehicle usage, such as, vehicle
registration, titling, and inspection; driver licensing and

. . 7driver improvement; financial responsibilities; and others.
cIbid., p. 303.
7U.S. Government Printing Office, Highway Safety 

Action Program (Washington, D.C.: U.S. Government Print­
ing Office, 1966), p. 30.
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The author would like to place special emphasis on 
motor vehicle inspection and licensing, since Saudi Arabia 
lacks an on-going program concerned with these two areas.

The purpose of periodic vehicle inspection is to 
augment the official accident prevention program by ascer­
taining that every vehicle operated on public highways is 
properly equipped and is in reasonably safe condition; 
thus, the vehicle as well as human factors are considered.

Thus, provisions should be made for a program which 
will periodically check all registered vehicles. The pro­
gram should include several factors:

1. Every vehicle registered should be inspected at 
the time of initial registration, and at least 
annually thereafter.

2. Competent personnel who are specifically trained 
for this purpose should carry out the inspection.

3. The inspection should include all systems and parts 
having substantial relation to safe vehicle per­
formance .

4. Each inspection station should maintain records in 
a standardized form, which should include:
a) class of vehicle
b) date of inspection
c) make of vehicle
d) model year
e) vehicle identification number
f) defects by category
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g) identification of inspector
h) mileage or odometer reading.®
As mentioned, licensing is another important task 

of administration. The main purpose of driver examining is 
to determine whether an applicant for a license has the 
knowledge, the ability, and the skill needed for safe driv­
ing. The successful passing of an examination means that 
the applicant has met standards regarding what he must know 
and be able to do to drive safely. Several elements should 
be understood by the examiner as well as the public.

1. The government is responsible for the welfare and 
safety of its citizens and may legislate for them.

2. A license to operate a motor vehicle is a privi­
lege rather than a right.

3. Driver licensing is an administrative function.
4. The motor vehicle administration is responsible 

for the quality of drivers using the streets and 
highways.

5. The test and standards should be related to the 
actual driving task itself. It is in the process 
of driving that the driver will really be tested 
and which will establish his success as a safe 
driver.

6 . Examinations should measure the knowledge and 
skills a driver has at the time of the test.

gOffice of Highway Safety Planning, Michigan De­
partment of State Police, Highway Safety Program Standards 
(East Lansing, Michigan: Office of Highway Safety Planning,
n . d .) , p . 2 .
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7. Driver examinations contribute to safe driving by 
encouraging drivers to increase their knowledge and 
skills, but increasing the value of the license and 
by eliminating incompetent drivers. Driver examin­
ing is the major means of reaching all drivers, who 
usually have little contact with traffic safety 
officials otherwise.

8 . A driver should obtain only one license.
9. Different types of licenses should be recognized 

for different purposes, such as, the instruction 
permit, the operator's license, and the chauffeur 
license.

10. Rules and regulations governing safe vehicle oper­
ation and standards for drivers must be published 
and widely distributed.^

Traffic Engineering

The official definition of this area as adopted by 
the Institute of Traffic Engineers is:

Traffic Engineering is that phase of engi­
neering which deals with the planning and geo­
metric design of streets, highways, and abut­
ting lands, and with the traffic operations 
thereon as their use is related to the safe, 
convenient, and economic transportation of 
persons and goods.

9American Association of Motor Vehicle Administra­
tors, Examining Applicants for Driver's Licenses (Washing­
ton, D.C.: American Association of Motor Vehicle Adminis­
trators, 1957), pp. 1-8.

^Carlton Robinson, Traffic Engineering (New York: 
Universal Publishing and Distributing Corporation, 196 6), 
p . 13.
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Traffic engineers are also responsible for the in­
stallation of traffic signs and the marking of pavement to 
guide the motorist.

There are certain guidelines for these responsibil­
ities as follows:

1. Competent traffic engineers should plan for long 
range transportation needs as well as examine 
traffic operation and conduct research.

2. Engineers should make an effort not only to design 
safe streets, highways, and vehicles, but also 
invent measures for their control.

3. Planning should be comprehensive and uniform to 
meet future needs.

4. Cooperation and coordination with government 
agencies must be sought.

5. Full information should be obtained on the pre­
cise location of accidents.

6 . Limits for vehicle size and weight should be set.
7. The street patterns in residential areas should 

be designed to avoid conflict.
8 . Emphasis on more safety equipment in the vehicle 

based on scientific studies should be required.H

Law Enforcement

Police are responsible for safe and efficient 
traffic movement. Their duties cover traffic direction

11U.S. Government Printing Office, op. cit., p. 25.
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and control, accident investigation, and law enforcement. 
The quality of enforcement depends upon many factors in­
cluding the size of the area served, the kind of traffic, 
and the street or highway system, training and number of 
officers.

Law enforcement responsibilities can be classified 
as follows:

1. Police officers should be well informed about laws 
and their implications.

2. The police officer is responsible for maintaining 
a high quality of investigation.

3. Periodic evaluation of accident conditions are 
recommended.

4. Enforcement tactics should be relevant to the 
community.

5. Constant communication and cooperation should be 
maintained with other traffic and related agencies, 
especially between the police department and traf­
fic court.

6 . Special attention should be given to the pedestrian 
problem.

7. Research on current problems should be undertaken.
8. Traffic policing.
9. Avoidance of excessively liberal tolerance, but use 

of proper warning devices is recommended. No spe­
cial privilege should be allotted to any group or 
individual.
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10. Personnel assigned to traffic duties should receive
special training to cope with traffic problems.

Public Relations

In Saudi Arabia there is a prevailing image of the 
policeman as being uneducated and of a low mentality, that 
they were chosen on the basis of physical strength and 
courage alone, and that they are of doubtful integrity.
It is also believed that police officers are on the offen­
sive against society, but one may insure oneself against 
their whims if one has money or position.

These attitudes must be changed through a public 
relations program. Attitudes should be based on respect 
for and confidence in the abilities of the police. The 
support of the public is necessary for the enforcement of 
major laws as well as minor regulations. The attitude of 
the public will also affect the morale of the department. 
The policeman must strike a balance between giving service 
and being servile, and being courteous and being ineffec­
tive .

The following are positive steps to be taken in 
this direction:
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1. The public should know the facts about traffic 
accidents, i.e., their number, location, circum­
stances, estimated cost and measure that could 
have been taken to prevent them.

2. Media and educational channels should be made use 
of to get across information or messages, and to 
encourage each individual to accept personal re­
sponsibility for solutions to the traffic problem 
and for protecting himself.

3. Citizens should be familiar with all phases of the 
safety program.

4. While mechanical defects in the vehicle produce 
mishaps, accidents result largely from unsafe be­
havior .12

Records

Complete records of driving activities must be 
maintained and analyzed to serve one primary purpose—  

improving the quality of drivers using streets and high­
ways. Administrators would be unable to estimate the 
scope of necessary activities, and the needs of short-term 
and long-term plans without records. Assignment of record 
keeping duties must be made so a coordinated effort will 
exist. Many administrators contend that the quality of a

12Ibid., p . 36.
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traffic department is equivalent to the quality of its 
records. Records are kept for the following purposes:

1. To offer appropriate information on traffic 
accidents, drivers, motor vehicles, and road­
ways for future use.

2. Standardized forms should provide accurate trend 
information on the magnitude and nature of acci­
dent problems locally and nation-wide.

3. Records should be used to inform educational in­
stitutions so that they can integrate it into 
their programs.

4. Means for evaluation of the results of records 
should be provided, so that the results can serve 
as guidelines to locate such problems as high 
accident locations. The public should then be■jninformed of this type of information. °

Law Ordinances

Every citizen is affected by motor vehicle laws 
and regulations. The laws act as guidelines to set the 
duties and responsibilities of the motorists and pedes­
trians using highways.

Traffic laws and regulations grow as traffic prob­
lems grow, as a result of more persons sharing more streets 
and highways. According to the 1971 Vehicle Code in Saudi

13 .Office of Highway Safety Planning, op. cit.,
p . 13 .
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Arabia, certain basic principles concerning these laws and 
regulations have been agreed upon. Factors that every ve­
hicle code should meet are the following:

1. Laws should be based on sound, realistic informa­
tion, especially in view of the need to practice 
fair monetary punishment.

2. The vehicle code should include laws and regula­
tions which are practiced univormly throughout the 
country, such as laws concerning signs, signals, 
road marking and regulations related to safe driv­
ing .

3. This information should be available to all drivers 
and pedestrians for their protection. This can be 
done through the licensing bureau both for new 
applicants and old drivers.-*-4

Education

Education provides the best preventative long-range
15technique for reducing accidents. Traffic officers and

14Walter Ladd, Organizing for Traffic Safety in 
Your Community (Springfield, Illinois: Charles C. Thomas,
1959), pp. 184-185.

15 . .Information of ideas pertaining to an educational
program were taken from the following sources:

1. David Stimar, Teachers Guide for Traffic Safety 
(Pontiac, Michigan: Driver and Traffic Safety
Education Department, 1970) .

2. Stack, op. cit.
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others dealing with traffic safety should consider them­
selves to be teachers, and it has been recommended they 
should study the technique of teaching and should at least 
be in contact with educational institutions. An attempt 
should be made to attend various types of meetings: parent-
teacher association; public school programs, civic organi­
zations, and service clubs. Good public relations will be 
developed as well as the accomplishment of the main goal of 
traffic safety education--the building of responsible cit­
izens and the preservation of human life.

Responsibility first of all rests with the parent 
who should bring children up with positive attitudes about 
safety. Schools also have a twofold responsibility; to 
keep pupils safe and to teach pupils how to keep themselves 
and others safe.

At lower levels of schooling, the program must be 
planned so as to allow children to gain an understanding of

3. J. E. Aaron and M. K. Strasser, Driver and Traffic
Safety Education (New York: The MacMillan Co.,
1970).

4. Proceedings of the Second Annual Traffic Safety Re­
search Symposium of the Automobile Insurance In­
dustry, Driver Behavior (Washington, D.C.: Insur­
ance Institute for Highway Safety, 1968) .

5. G. W. O'Conner and C. G. Vanderbosch, The Patrol
Operation (Washington, D.C.: SACP, 1967).
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traffic that is consistent with their age and maturity. In 
Saudi Arabia, schools at all levels lack these programs. 
Initiative should be taken to establish these programs es­
pecially at the elementary level as a building block for 
later safety training. These programs should accomplish 
the following:

1. Impart the idea that accidents are not accidental 
but result from actions taken in the home, school, 
and streets. Accidents are caused by people and 
can be controlled.

2. Programs should help children understand responsi­
bility toward self and others and that cooperation 
with others is necessary.
Elementary school children being particularly sus­

ceptible to accidents, planning should concentrate on pro­
grams for children at that level.

In planning a safety program for children, certain 
characteristics of children should be recognized:

1. Children usually depend on adults for their safety.
2. Children generally do not recognize potential 

danger.
3. Fears are not learned until a bad experience or 

until they have been taught.
4. Children lack muscle coordination. Physical de­

fects and/or slow coordination are safety hazards. 
Rapid growth in certain periods results in poor 
safety habits.



148

5. Children from broken homes may be subject to 
stresses and strain that make them not alert.
With these factors in mind, there are four programs 

used internationally which the author believes to be con­
structive. The programs concern pedestrian safety, bicycle 
safety, signs and signals, and laws and regulations.

As regards pedestrian safety, teachers should guide 
the student toward recognition and acceptance of the re­
sponsibilities involved in walking safely and that there 
are rules and regulations applying specifically to pedes­
trians. Students' understanding of the signals people give 
is also important.

Bicycle riders use the same streets as do motorists 
and are subject, therefore, to the same regulations. Thus, 
it becomes necessary to instruct bicycle riders in the best 
safety practices. A program in bicycle safety should help 
children understand the cause of bicycle accidents and how 
and what each person can do to reduce these accidents.
They should be taught responsibility to observe safety 
rules, know what to do in case of accidents, and why and 
how to report an accident. Regulations concerning bicycle 
riding must be learned so that communication with other 
road users can take place.
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As regards signs and signals, the child should 
learn the meaning of colors of traffic signals and the 
reasons for and implications of the order of color appear­
ance and position of each light. The shape of major signs 
and their color and meaning should be taught and memorized 
by students. The child should be taught how to cross 
streets carefully and to obey traffic signals, signs, and 
the police.

The general objective of instructing the child 
about laws is to teach him an appreciation of the implica­
tions of these laws, how laws govern citizens, and what 
would happen if there were no laws. The child should be 
able to answer the question, "What is the law?" A distinc­
tion should be made between man-made laws and natural laws,
i.e., the child should be taught that there are certain 
physical limitations such as the time it takes a driver to 
react and its consequences for his stopping distance. The 
implications of vision and how this affects people who are 
driving should be stressed. Best results in teaching traf­
fic safety are obtained through group activities and learn­

ing .
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At the high school level, a primary goal is to pre­
pare safe and efficient drivers, who are capable of parti­
cipating in a safe manner in today's complex driving situa­
tions .

A number of studies have stated that attitudes are 
at least as important as skill and knowledge and possibly 
more so. Since attitudes are so important, a program 
should be designed to produce the correct attitudes for 
safe driving. The most successfully used approaches are 
the following:

1. Logic approach.
2. Administrative approach.
3. Proficiency approach.
4. Human approach.
5. Fear and exaggeration approach.
6 . Group dynamic approach, known to be the best 

approach.
The objectives of the program should be understood 

by both teachers and students. The following objectives 
should be emphasized:

1. The development of a strong sense of personal and 
social responsibility.
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2. The development of pride in maintaining a high 
standard of performance.

3. Knowledge as to the safe, efficient, and enjoyable 
use of equipment.

4. Good habits of cooperation with others sharing the 
road. The student should learn that there are 
three factors involved in accidents— the driver, 
the vehicle, and the road. As regards drivers, 
the idea should be developed of keeping as many 
good drivers on the road as possible. Vehicles
have been developed with modern safety features
which should be used. Hills and curves are poten­
tially dangerous. Roads should be well marked and 
markings should be obeyed.
To meet these objectives, teachers should follow 

these guidelines:
1. Stress the importance of the car in society.
2. Stress the importance of traffic laws and police

enforcement.
3. The road is being used by others and the student 

must consider them.
4. The student should recognize and correct his own 

limitations in driving.
5. Recognition of hazards and, accordingly, defensive 

driving should be promoted.
6 . Students should be taught economical uses of the 

car, e.g., the importance of speed on gasoline 
consumption.

7. Natural laws which affect safe driving should be 
stressed.
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Several approaches have been used to motivate stu­
dents to learn traffic safety. These are an emphasis on: 
self-preservation, personal gain, and group membership. 
Pride and interest may be generated and maintained through 
friendly competition. Safety learning can be also inte­
grated with an interesting subject. However teaching 
safety separately should be encouraged. Methods used in 
teaching are to give the students practice and experience, 
demonstrations, dramatizations of problems, letting them do 
problem-solving; use of audio-visual aids and lecture and 
discussion methods.

Due to the complexities of the traffic problem, 
universities and colleges level should take the leadership 
in providing specialized courses in safety in areas like 
traffic safety education, athletic safety and fire preven­
tion, traffic engineering, traffic safety administration, 
and transportation. In Saudi Arabia, these areas could be 
integrated in one or two courses taught within other re­
lated departments. As enrollment and interest increase, a 
separate department could offer separate courses on each 
area.
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Special attention should be given to training 
teachers of traffic education. Not only should courses 
be established to do this within the university, but for 
immediate purposes the Ministry of Interior, utilizing 
existing colleges, could set up short training programs. 
Ample motivation should be provided for entering this 
field.

Colleges and universities should take responsibil­
ity for directing and encouraging research in traffic 
safety, conducting seminars, conferences, and providing 
other types of leadership. A good program in the colleges 
can be the focal point in the development of a strong 
traffic safety program.

Evaluation and Improvement

Means should be established for periodic evaluation 
of the program. Its effectiveness can be measured by var­
ious means, among these are: whether accident statistics
as compared through records of previous years have been 
improved, whether the public and personnel understand the 
objectives of the program, spot checks to see if personnel
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know their duties and are carrying them out, and other 
means. As a result of the evaluation of a program revi­
sions may need to occur. A program should be flexible 
enough to incorporate these.

Recommendations for 
a Safety Program

As a result of this study the following recommen­
dations should be considered.

1. A manual including all the traffic rules and regu­
lations should be published and distributed to the
drivers, particularly those new applicants for
driver's licenses.

2. New applicants for driver's licenses must pass the
knowledge required for safe driving.

3. Some form of exam should be administered, prefer­
ably written, for those who can read and write and
an oral form for those who are illiterate.

4. The emphasis on raod tests should be on the atti­
tude of the driver and his perception of driving 
rather than the technology of the driving.

5. Those drivers who already have driver's licenses 
and seem to be a problem should be called for re­
examination and probably sent to a rehabilitation 
program for further knowledge in safe driving. 
These rehabilitation programs could be done at 
traffic institutes or some other related depart­
ments with qualified teachers.
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6 . The traffic safety program is a complete program. 
One agency can't function without the other. The 
author highly recommends the application of the 
model previously presented and the coordination 
of every agency, with full understanding of the 
demarcation of responsibilities and the unification 
of overlapping efforts. This program should serve 
as a guideline toward achieving the objectives of 
the traffic safety program— saving human life.

7. Traffic safety education should be introduced at 
all educational levels and private levels.

8 . Colleges and universities must address themselves 
to traffic safety problems and should take an 
active role by constructing safety courses and 
preparing teachers for all safety aspects.

9. Universities should also take the initiative in 
taking an active role in traffic safety researches.

10. The author encourages the application of the recom­
mendations of the first Traffic Conference held in 
Cairo, May of 1972, particularly the Articles 8 and 
23, which recommend the establishment of a traffic 
research institute at the Arab League Headquarters 
in Cairo as well as establishing traffic research 
institutes at the local level.

11. People who are in charge of handling traffic prob­
lems financially or otherwise, should be qualified 
in traffic safety aspects and their implications 
and should be trained to understand the physio- 
psychological makeup of the driver.

12. More people should be trained in specific traffic 
problems such as traffic investigation, data pro­
cessing, traffic engineering, and traffic enforce­
ment.

13. Uniform standards for traffic rules and regulations 
should be established throughout the country.
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14. Use should be made of the media in all the educa­
tional aspects of traffic safety problems.

15. The people should be, well informed about the ob­
jectives of the department and its policies. The 
community should be oriented toward accepting in­
novations and modern methods of performance.

16. Those people at patrolman level should be qualified 
to deal with the public, by knowing his duties and 
responsibilities and the limitations of his rights 
and the rights of others. He should know espe­
cially those laws he must apply everyday plus be 
concerned about public relations.

17. Studies should investigate Saudi Arabia's unique 
situation of having a higher number of fatalities 
rather than injuries.
If the suggested model is implemented and follow-up 

studies similar to this one are frequently conducted using 
the best scientific means available, the result, it is 
hoped, will be a greater preservation of life.
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INTERNATIONAL ROAD
G E N E V A

FEDERATION
W A S H I N G T O N

63, rue de Lausanne, Geneve Telephone 31 7 1 5 0  Cable: “ Introadfed” , Geneve

Mr. Jallel Saif,
P.O. Box 418,
East Lansing, Mich. 48823, 
U.S.A.

Dear Mr. Jallel Saif,

We were most interested to receive your letter of 
26th February and we congratulate you on the success you have had 
in collecting statistics relating to the Arab World.

we send questionnaires to countries every year and gradually we find 
that an increasing number of countries are kind enough to send us a 
wider range of statistics.

Thank you for your offer to send us a copy of your 
dissertation - we shall be most interested to receive it.

P.6/2/B 5 March 1973

We realise that our figures are far from complete but

Yours sincerely
INTERNATIONAL aOAD FEDERATION MIRF 

Dflreo^or

KenneyW.
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U N I T E D  N A T I O N S  &s!M } N A T I O N S  U N I E S

NEW YORK
CABLE ADDRESS— ADRESSE TELEG RAPHIQ UE U N ATIO NS NEWYORK

REFERENCE; LE 212/1 (4) 12 September 1972

Dear Mr, Saif,

I refer to your letter of 5 September 1972 relating to 
the 1968 Conventions on road traffic and road signs and signals.

In this connexion, I should like to explain that the list 
of countries which was sent to you on 1 May 1972 refers to the 
signing of the Final Act of the Conference which adopted the 
two Conventions, A Final Act is a precis-verbal drawn up by 
the plenipotentiaries that took part in'the Conference and 
generally consists of a short summary of the proceedings of 
the Conference, providing the names of the participants, etc,
A Final Act should therefore be distinguished from the_agtual 
instruments (convention, treaty, etc,) that the Conference may 
have adopt ed0

In my letter of 14 August 1972, I sent to you the list 
of countries that signed, ratified or acceded to the two 
Convgitions adopted by the Conference, i,e,, the Convention 
on road traffic and the Convention on 10ad signs and signals.
You should rely on that info nnat ion (no change has occurred 
since my last letter) to ascertain the status of the various 
States in regard to the two Conventions, o

On the one hand, the Conventions were not automatically I
signed or ratified, or acceded to, by those countries that Y
took part in the Conference and signed the Final Act; ]

Mr, Jallel Saif 
P.0o Bax 41#
Bast Lansing 
Michigan U3823
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U N I T E D  N A T I O N S  f I N A T I O N S  U N I E S

2

on the other hand, certain countries which did not take*  * — ■ ■ ' ^  f  — ( |   —.------------    '

part in the Conference decided to accede to the Conventions» 
T|iis explains why the list of countries that signed the Final

formality with respect of one of the two Conventions*
Finally, I should like to confirm vthat the lists enclosed 

in ny letter of 14 August 1972 were excerpted,as I indicated 
in the second paragraph of that letter, from the Secretariat 
publication entitled Multilateral Treaties in respect of which 
the Secretary General performs depositary functions — List of 
Signatures. Ratifications. Accessions. etc*. as at 31 December 
1971 (ST/L0G/SSR.D/5)O You should have no difficulty in 
obtaining that document from libraries or organizations that 
are depositaries for United Nations documents*

I am returning herewith far your convenience, the 
documents enclosed in your letter*

Act differs from the lists of countries that effected a

Yours sincerely,

Jacques aoiuan 
Legal Officer, Treaty Section
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U.S. D E P A R T M E N T  OF C O M M E R C E  
Bureau of D om estic  Com m erce
Washington, D.C. 20230

Hay 4, 1972

Mr. Jallel Saif 
P. 0. Box 418
East Lansing, Michigan 48823 

Dear Sir:

April 30 completion of publication of 1970-71 World Motor Vehicle 
Production and Registration (WMVP&R) permits this tardy response 
to your request of February 27, 1972 for the publication and some 
points of information. The statements below are numbered in the 
sequence of your questions.

1. WMVP&R uses as primary source information received from 
the U.S. diplomatic post in that country. In the absence 
of post response,data from the statistical department of 
the United Nations is used. For the Arab world in the 
enclosed issue:

Diplomatic Post Response  UN Data____

2. Registration requirements within the country determine what 
vehicles are included.

3. See enclosed WMVP&R. Population figure in 1969-70 issue in error.

4. AMA sources believed to be copies of our past responses forwarded 
from this department.

5. Recommend that for #4 and #5 you check with AMA, 320 New Center 
Building, Detroit, Michigan 48202.

Jordan
Lebanon
Tunis
Algeria
Sudan
Morocco

Kuwait
Saudi Arabia

United Arab Republic
Iraq
Syria
People’s Democratic 
Republic of Yemen 

Libyan Arab Republic
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2.

Please notice the caveats in the introduction to the publication.
Both production and registration information is subject to individual 
country requirements which results in a lack of precise direct compa­
rability between country totals.

If we can be of further help, please let us know.

Thomas C. Meehan 
Industry Specialist 
Transportation Equipment Division

Enclosure
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March 28, 1972

British Information Services
845 Third Avenue
New York, New York 10212

To Whom It May Concern:

I am a student at Michigan State University presently writing 
my Ph.D. dissertation in the area of Traffic Safety. Part 
of the dissertation deals with the standard test for driver 
licensing, specifically the standard test for applicants who 
own passenger cars.

I am most interested in the following information.

1. The score necessary on your standard test that 
an applicant must achieve before he is granted 
a license.

2. The type of knowledge you stress on the written 
test if you have one.

3. If possible, a copy of your test, especially 
the one for passenger car drivers.

4. If possible, a copy of your traffic manual.
5. Any related information.

Your immediate response to this request would be greatly 
appreciated.

S incerely,

Jallel Saif 
P.O. Box 418 
East Lansing 
Michigan 48823
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March 29, 1972

Main Traffic Department 
Pakistan

To Whom It May Concern:

I am a student at Michigan State University presently writing 
my Ph.D. dissertation in the area of Traffic Safety. Part of 
the dissertation deals with the standard test for driver 
licensing, specifically the standard test for applicants who 
own passenger cars.

I am most interested in the following information:

1. The score necessary on your standard test that 
an applicant must achieve before he is granted 
a license.

2. The type of knowledge you stress on the written 
test if you have one.

3. If possible, a copy of your test, especially the 
one for passenger car drivers.

4. If possible, a copy of your traffic manual.
5. Any related information.

Your immediate response to this request would be greatly 
appreciated.

Sincerely yours,

Jallel Saif 
131 Orchard Street 
East Lansing 
Michigan 48823
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Dear Mr. Jallel Saif:

I, as a traffic police inspector, would like to answer your questions 
and provide you with other relevant information. I hope it will help 
you to complete your dissertation and wish you the very best luck in 
your studies.

There is no written test required to achieve a driving licence for 
passenger cars in Pakistan.

Whenever somebody wants to get a driving licence, first of all he has 
to get a learning driving license which he can get from the Traffic 
Department without any kind of test. He has to pay only a small fee. 
After getting this learning licence, he can drive a car when somebody 
is with him in the car who has achieved a final licence. In this way 
he gets training. When he thinks that he can drive a passenger car, 
he will go to the Traffic Department for a practical test which is 
called a road test. At this time the applicant will bring his car, 
and he will demonstrate his road test in the presence of a traffic 
officer. After the favorable recommendation of this traffic officer, 
a final driving licence will be issued.

During the road test, the traffic officer will judge his performance 
and capability to start, pull out, park, and to observe traffic lights, 
etc. We do not have very many traffic signs.

CH. Mohamad Altaf 
Traffic Police Inspector 
LAHORE, PAKISTAN
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March 28, 1972

Ministry of Transport 
St. Christopher House 
Southwark Street 
London, S.E. I 
England

To Whom It May Concern:

I am a student at Michigan State University presently writing 
my Ph.D. dissertation in the area of Traffic Safety. Part 
of the dissertation deals with the standard test for driver 
licensing, specifically the standard test for applicants who 
own passenger cars.

I am most interested in the following information.

1. The score necessary on your standard test that 
an applicant must achieve before he is granted 
a license.

2. The type of knowledge you stress on the written 
test if you have one.

3. If possible, a copy of your test, especially 
the one for passenger car drivers.

4. If possible, a copy of your traffic manual.
5. Any related information.

Your immediate response to this request would be greatly 
appreciated.

Sinc erely ,

Jallel Saif 
P.O. Box 418 
East Lansing 
Michigan 48823
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W A S H  I N G T O N  

619 MASSACHUSETTS AVENUE N W

AUTOMOBILE MANUFACTURERS ASSOCIATION, INC.

320 K L T  CENTER BUILDING * DETROIT, MICHIGAN 48202 • AREA 313 H /2-431 I

/  I R G I L E B O V D ,  CHAIRMAN

t R a n k l i n  m k r e m l ,  presiden t  

R u s s e l l  e m a c c l e e r y .  vice presioent

January 28, 1972

N E W  Y O R  K 

366  MAOISON AVENUE

Mr. Jallel Saif 
P. 0. Box 418
East Lansing, Michigan 48 823 
Dear Mr. Saif:
Thank you for writing to us on January 26, asking for 
additional vehicle data in the Arab World. Let me reply 
to your questions in the same sequence:
1. The 144,768 total vehicles registered in 1969 

for Saudi Arabia was obtained from World Motor 
Vehicle Production and Registration, 1969-7 0 , 
published by the U.S. Department of Commerce,
Bureau of Domestic Commerce. Price 10 cents.
The notes do not indicate whether they include 
government and military vehicles. I would 
presume not, but you should check that out with 
the Bureau.

2. The same publication gives the number of American 
cars only for the following countries you asked 
for:

Year 
Jan. 1

Passenger
Cars

Trucks & 
Buses

Kuwait 
Lebanon 
Morocco 
Saudi Arabia

1970
1969
1970 
1970

57 ,624 
1,141 

24 ,130 
25,000

16 ,700
276

17 ,968 
30 ,000

3. I have enclosed xeroxed tables dealing with Road
Accidents found in World Road Statistics 1965-1969 
published by International Road Federation, 1023 
Washington Building, Washington D. C.
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Mr. Saif -2- January 28, 1972

4. We have added your name to our Automobile Facts 
and Figures mailing list.

Sincerely,

Economic Research and 
Statistics Department

Enclosures
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February 17, 1972

Bureau of Domestic Commerce 
U.S. Department of Commerce 
Washington, D.C.
To Whom It May Concern:
I am a student at Michigan State University, presently writing my Ph.D. 
dissertation in the area of Traffic Safety. I am especially interested 
in traffic problems in the Arab World. I was fortunate enough to obtain 
your publication, World Motor Vehicle Production and Registration, 1969- 
1970. It was a great help to me; however, I would appreciate receiving 
the following information:

1. If possible, the sources from which you compiled the figures 
for the total number of cars in the Arab World (Egypt, Syria, 
Sudan, Morocco, Yemen, Algeria, Iraq, Quwait, Tunisia, Lebanon, 
Libya, Jordan, and Saudi Arabia. I am especially interested in 
Saudi Arabia).

2. Are the official and military cars included in these figures?
3. Your publication mentioned Southern Yemen. Are you referring 

to the present-day Republic of Yemen? I am unclear on this 
because your table shows the population as being approximately 
one million, whereas I believe it to be nearer 5 million.

4. I have noticed some inconsistencies in figures between your 
publication and one published by Automobile Manufacturers' 
Association, 1971, called Automobile Facts and Figures. For 
example, figures for the same year (1969) for Algeria's total 
number of cars was 205,500 in your publication as compared to 
258,505 in Automobile Facts and Figures.

5. Any information you might have concerning car accidents in 
these 13 countries.

I would also like to subscribe to your publication, World Motor Vehicle 
Production and Registration and any related information. I will be glad 
to pay any cost incurred.

Sincerely,

Jallel Saif 
P.O. Box 418 
E. Lansing,
MI. 48823
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March 1, 1972

International Road Federation 
1023 Washington Building 
Washington, D.C.

Dear Sir:

I am a student at Michigan State University, presently I am 
collecting information for my Ph.D. dissertation. My area 
of special interest is car accidents analyses particularly 
the Arab World. I was fortunate enough to obtain your pub­
lication, World Road Statistics, 1953. I found it a great 
help to me; however, I would appreciate it if you could send 
me the most recent World Road Statistics.

I am very much interested in receiving your publications 
constantly, World Road Statistics in particular, and any 
other related information. I will be glad to pay any cost 
incurred.

Sincerely yours,

Jallel Saif 
P.O. Box 418 
E. Lansing 
Michigan 48823
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October 24, 1971

Arab Information Center 
Head Office 
757 Third Ave.
New York, New York 10017

Dear Mr. Rishad Murad:

I am a citizen of Saudi Arabia attending Michigan State 
University. At the present time I am in the process of writing 
my Ph.D. dissertation in the area of Highway Traffic Safety. The 
proposed title of my dissertation is Car Accident Investigation 
in Saudi Arabia, in particular, and the Arab World in General.
In order to proceed with my work, I would appreciate your sending 
me the following information:

1. The addresses of all Arab embasssies or their substitute 
agencies in the U.S.A., and if possible, the names of 
their respective ambassadors.

2. Any available information on studies that have been made 
in any Arab state in the area of traffic accident inves­
tigation or any related information.

3. To my knowledge, the Arab League sent representatives to 
the United Nations Conference on International Road 
Traffic. I would appreciate your sending me information 
about the last conference, that is, whether any of the 
Arab states adopted and signed the final act. Also, I 
would like to know what is the role of the Arab League 
in this respect.
Sir, it is not an exaggeration to say that the progress of 

my dissertation depends entirely on your response and cooperation 
and the response of the rest of the Arab World. Your aid in this 
will be gratefully received.

Sincerely,

Jallel Saif 
P.O. Box 418
East Lansing, Michigan 48823
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January 26, 1972

Mr. Peter E. Pekkala, Manager 
Economic Research and Statistics Dept.
Automobile Manufacturers Association, Inc.
320 New Center Building 
Detroit, Michigan 48202
Dear Sir:

I am a student at Michigan State University. Presently I am work­
ing on my Ph.D. dissertation in the area of Traffic Safety. Part of my 
dissertation will be a discussion of the number of cars in the Arab World 
and, if possible, the percentage of American-made cars in relation to the 
total number of cars in each country. I am also interested in the car 
accidents as to the number of fatalities and injuries in these countries 
for the most recent year.

Your 1971 Automobile Facts and Figures which was published by the 
Automobile Manufacturers Association, Inc. was very useful in giving the 
total number of cars in each country. I will appreciate it if it is pos­
sible to furnish me with the following information.

1. For example, in your book, 1971 Automobile Facts and Figures, the
total number of cars in Saudi Arabia is 144,768 for 1969. What
is your source of information and did you include in this figure 
the government cars and military cars?

2. I will appreciate your sending me information on the number of 
American-made cars in the Arab World (Egype, Saudi Arabia, Syria, 
Lebanon, Kuwait, Iriq, Morocco, Tunisia, Sudan, Yemen, Jordan, 
Libya, Algeria).

3. If you have it available, please send information on automobile 
accidents in each country.

4. I am very much interested in receiving continually your regular 
publication particularly Automobile Facts and Figures which in­
cludes trucks, buses, and passenger cars. I will be glad to pay 
any costs and if its possible to regularly receive any publica­
tions and have membership in your association.
Sir, your help and cooperation will be very much appreciated.

Sincerely yours,

Jallel Saif 
P.O. Box 418
East Lansing, Michigan 48823
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P . 0. Box 418
East Lansing, Mi. 48823
February 26, 1973

Secretariat
International Road Federation
63, rue de Lousanne
Geneve
SWITZERLAND

Dear Sir:

In the process of reading your publications, World Road 
Statistics, 1966-1970, and 1967-1971, I noticed several 
discrepancies and would like to bring the following facts 
to your attention:

1) There is a general lack of road statistics 
concerning the Arab World, which consists 
of eighteen countries, particularly in the 
areas of the enumerating of fatalities and 
inj u r ies.

2) While there are some statistics concerning
the number of cars in a few of the Arab states,
I have reason to believe that these figures 
are not up to date.

As an individual coming from that part of the world and 
whose major field is Highway Traffic Safety, I devoted 
part of my Ph.D. dissertation to these particular 
problems.

With the help of the Arab League in Cairo, United Nations 
publications and personal correspondence with the embassies 
of many of the Arab states and appropriate agencies, I was 
able to gather and compile what I believe to be fairly 
accurate and very recent information mainly concerned with 
the number of cars in each state, the number of fatalities, 
the number of injuries and other related information. This 
information is complete with the exception of two states 
(Algeria and North Yemen) for which I have only partial 
info rmation.
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Secretariat 
Page 2
February 26, 1973

To make this information of use to other students of the area, 
I would be happy to send you a copy of my dissertation. If 
you decide that this would be helpful to you, please contact 
me before June 1973, as I will return to the Middle East at 
that time.

Sincerely,

Jallel Saif

J S/aec
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January 17, 1972

Information Section 
League of Arab States 
Cairo, Egypt

Dear Sir:

I am a citizen of Saudi Arabia attending Michigan State 
University. At the present time I am in the process of writing 
my Ph.D. dissertation in the area of Highway Traffic Safety. The 
proposed title of my dissertation is Car Accident Investigation 
in Saudi Arabia, in particular, and the Arab World in General.
In order to proceed with my work, I would appreciate your sending 
me the following information:

1. Any available information on studies that have been made 
in any Arab state in the area of traffic accident inves­
tigation, i.e. number of fatalities, and injuries, and,
if available, the factors involved, for a one-year period.

2. To my knowledge, the Arab League sent representatives to 
the United Nations Conferences on International Road 
Traffic. I would appreciate your sending me information 
about the last conference, that is, whether any of the 
Arab states adopted and signed the final act. Also, I 
would like to know what is the role of the Arab League 
in this respect.

Sir, it is not an exaggeration to say that the progress of 
my dissertation depends very much on your response and cooperation. 
Your aid in this will be greatfully received.

Sincerely,

Jallel Saif 
P.O. Box 418
East Lansing, Michigan 48823 
U.S.A.
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JPl/LR
MINISTfcRE OE L’AM^NAGEMENT DU TERRITOIRE, DE L'^QUIPEMENT, DU LOGEMENT ET DU TOURISME

------------- P»4-MM-I-S T 6 B B
- O  g— h ’ f iQ y i  PB-M B M T  
—&=P— D-U— biC C B H B N  T

D IR E C T IO N  D E S  R O U T E S  
ET D E  LA  

C IR C U L A T IO N  R O U T t£ R E

S/Direction de la Reglementation de 
la Circulation et du Contentieux

REC.2 
R 129 - 21/72

Monsieur

VOus avez sollicity un certain nombre de renseignements
concemant le deroulement et les modali tea d'obtention du permis 
de conduire les vehicules de tourisme en Prance.

Je vous prie de bien vouloir trouver ci-dessous les precisions 
demand6ea :
I - L*examen du permis de conduire les v&bieules de tourisme comporte 

deux epreuves, l'une th^orique, l'autre pratique.
1-1 - L ’examen th^orique depuis le 1er f^vrier 1972 est devenu 
collectif et audiovisuel. II s'effectue en salle contrairement a 
llancienne epreuve orale individuelle qui se d^roulait dans les 
voitures sur les centres d'examen.

A la mSme epoque, il a 6te crde une admissibility aux ypreuves 
thyoriques ; c'est k dire que les candidats qui depuis le 1er 
fevrier 1972 subissent ^examen doivent Stre regus a l'interroga- 
tion sur le code pour pouvoir ge pry sen ter aux epreuves pratiques*

L* epreuve collective audiovisuelle sur le code de la route 
consiste k projeter sur un eeran une dispositive comportant a la 
fois une image reproduisant une situation ryelle de circulation et 
une syrie de questions identifiees par les lettres A, B, C, et D. 
Les questions sont rypdtees par un magnetophone synchronise avec 
la projection de 11 image.

Les candidats qui sont en possession d*une feuille de reponse 
doivent cocher la ou les bonnes ryponses.

Monsieur JALLEL Saif
1 Orchard Street *./0..

So st Lansing

PA RIS. LE

2 4 4 .  B o u l e v a r d  S a i n t - G e r m a i n  ( v i i m  

t £ l £ P H O N E  : 3 2 5 - 2 4 - 6 3  
CO DE PO ST A L  7 5  7 7 5  PA R IS CEOEX IS 

TE LEX  2 5  0 3 8

Michigan 48823
(U.S.A.)
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[Sample of the letter sent to 
all Arab Embassies in 
Washington, D.C.]

P.O. Box 418
E. Lansing, MI, USA 48823 
January 5, 1972

Algerian Interests Section 
(Embassy of Guinea)
2118 Kalorama Rd. N.W.
Washington, D.C. 20008
To Whom It May Concern:
I am a citizen of Saudi Arabia presently attending Michigan State Univer­
sity and am now working on my doctoral (Ph.D.) dissertation. The pro­
posed topic for my dissertation is "Automobile Accident Analysis in Saudi 
Arabia, in Particular, and The Arab World in General."
To proceed I desperately need the following information:

1. Any studies done on automobie accidents, i.e. number of 
fatalities and injuries (especially recent studies) and, 
if available, the factors involved.

2. The number of registered cars and the number of drivers 
in your country.

3. Information as to whether your government signed the final 
act relating to international road signs proposed at a
conference held in Vienna in 1968. If not, when is your
representative going to sign the act.

4. Any related information, for example, for your motor 
vehicle manual, etc., would be appreciated.

An answer from you, either sending this information or informing of your 
inability to do so, is essential.
I am not exaggerating when I tell you that my progress will depend en­
tirely on your help and the cooperation of your countrymen.
I  am forwarding this letter to you because in the past I wrote a Master's 
degree thesis on international road signs and requested information from 
the traffic department of your country and never received a reply.
Hopefully, this time with your help and cooperation my request can be 
forwarded to the proper agencies in your country.
Your help will be greatly appreciated.

Sincerely,

Jallel Saif
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EMBASSY OF LEBANON 
WASHINGTON

ATT : rJJ .J

^  J *  >14 11 I— 9 J  II. J J ' ^ V

*,LJu

YT / I  /TA^ YT / t  /* b 1*5" : I
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E M B A S S Y  O F  T U N I S I A

2 4 0  6  M A S S A C H U S E T T S  A V E N U E

W A S H I N G T O N ,  D. C.

E .  T .  2840 A u g u s t  28, 1972

M r .  J a l l e l  SAIF  
P  O B o x  418
E„ L a n s i n g ,  M ic h i g a n  48823

D e a r  M r .  Saif,

F o l l o w i n g  o u r  l e t t e r  of  J a n u a r y  19, 1972, we a r e  p l e a s e d  
to  i n f o r m  y o u  t h a t  we h a v e  j u s t  r e c e i v e d  the m a t e r i a l  you  r e q u e s t e d  
f o r  t h e  p r e p a r a t i o n  of y o u r  d o c t o r a l  d i s s e r t a t i o n  e n t i t l e d  " A u t o m o b i l e  
A c c i d e n t  A n a l y s i s  in  S a u d i  A r a b i a  in P a r t i c u l a r  a n d  the  A r a b  W o r l d  
in  G e n e r a l " ,  a l th o u g h  we r e g r e t  it took  s o  long .

W e w ould  now l ike  to  know h o w e v e r ,  if  you  a r e  s t i l l  i n t e r e s t e d
in t h e  m a t e r i a l  an d  w h e t h e r  you  a r e  s t i l l  a t  the  s a m e  a d d r e s s .  A s  s o o n  
a s  w e  r e c e i v e  an  a f f i r m a t i v e  r e p l y  f r o m  you, we w i l l  h a v e  it a i r m a i l e d  
a t  o n ce .

S i n c e r e l y  y o u r s ,

M[0noef R IA H l  
E c o n o m i c  S ec t io n

M R / y v



E m b a s s y  o f  t h e  R e p u b l i c  o f  G u i n e a

A l g e r i a n  I n t e r e s t s  S e c t i o n  

2 1 1 8  K a l o r a m a  R o a d , N .  W.,  W a s h i n g t o n , D.  C .  2 0 0 0 8

AW/ACC/No 0 0 5 1 January, 19, I971

Mr. Jallel Saif 
P.O. Box 418
E. Lansing, Michigan 48823 

Dear Mr. Saif :

In reply to your letter dated January 5, 1972, I regret 
to inform you that I am not in a position to answer 
your questions. However, I recommend that you write 
directly (in arabic or in french), to the following 
address in Algiers :

Direction Generate 
Gendarmerie Nationale
EL BIAR - ALGER (ALGERIA)

Yours truly
Head of '" 'an
Inter*

A. BOUSSELHAM
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  i — -

T R A N S P O R T  & C O M M U N IC A T IO N S

1 M 1  — m v  {dO ib—vJI jeS\ 4j j  p^r^J l (̂ b A itflltjll o M  j^r^lb j ! ^fe>

T A B L E  OF A C C ID E N T S  IN  S.A.R. 1962 —  1966

Table 110

Kinds o f accidents
m r

1962

m v

1963

m i

1964

m o

1965

m i

J 9J6

D eath  caused by accident cl_3^JJ o of

Total 77 56 41 89 ®

M otor car accident. . . . 54 50 37 75 64 ..................

Bicycle accident . . 4 2 — — 1 .............

Vehicles accident . . 11 ' 3 4 13 IS .......................oU T ^. ,

Others .............................. 3 1 — 1 12 _ .......................i S j f - '& A p

Bodily in ju ry  caused 
by accident

A Viai *901
( § >

M otor car accident . . 922 908 603 480 380 .................. ^ 4 * ^

Bicycle accident 134 132 129 93 61 .............  o L _ ^ l

Vehicle acc id en t................ 28 33 20 69 60 .......................o u s > -

O thers .............................. 5 8 9 30 23 .......................< 5 > i d b ?

M ateria l in ju ry  caused 
by accident AJjta j \ O o f

Total 817 471 358 542 ( 5 7 5 )

M otor car accident . . 767 437 325 492 516 .................. o i

Bicycle accident . . 16 7 14 18 14 .............  s jftky?

Vehicle ac c id en t................ 31 26 17 30 28 ....................... y - ^

Others .............................. 3 1 2 2 17 .......................L

Vehicles . (cars, bicycles & others ) - 

Source : In te rnal Security Force.

( j_oLUj.1_ of_>\_  ̂) - w ’-~
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WASHINGTON, D. C.
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E. L a n s i n g ,  M i c h i g a n  4 8 8 2 3

D e a r  Mr. S a i f :
T h a n k  y o u  f o r  y o u r  l e t t e r  of J a n u a r y  5, 1 9 7 2 ,  
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e n c l o s e d ,  l i t e r a t u r e  t h a t  m a y  p r o v e  u s e f u l .
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M e k \ i  B e n j a b e r  
C o u n s e l  o r
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Dear Saudi Arabian drivers:
I deeply believe that any future planning or program­

ming in any field should be based on scientific research. 
Through research, problems and possible solutions can be 
diagnosed and found.

For these reasons, I am doing my research on a growing 
area of importance for all of us— traffic safety. Little 
research on this area has ever been done in Saudi Arabia.

To make this study successful, I need your full coop­
eration in answering this questionnaire honestly and to the 
best of your ability. The results will not be disclosed or 
affect your driving record. Your name is not required.

The objective of this study is to examine your knowl­
edge as a member of a growing group of drivers in Saudi 
Arabia, private car owners.

Answer this questionnaire according to your knowledge 
and experience gained through driving in Saudi Arabia.

The questionnaire is divided into two parts: first,
some information about yourself and secondly, your knowl­
edge about safe driving. After each question there will 
be several possible answers. Please circle the one answer 
which you feel most correctly answers the question.

Thank you for your cooperation.

Jallel Saif
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PERSONAL INFORMATION

Would you classify the area where you have lived most 
of your life as
1 ) rural
2) urban
Which province have you lived in for most of your life
1 ) Western Province
2) Eastern Province
3) Northern Province
4) Southern Province
5) Central Province
What amount of education have you completed?
1 ) elementary or equivalent
2 ) intermediate
3) high school
4) college
5) none
What is your age?
1) 18-29
2) 30-39
3) 40-49
4) 5 0 or above
How many years have you been driving?
1) 1-4
2) 5-9
3) 10-24
4) 2 5 or more
What is your major reason for driving?
1 ) work only
2 ) work and pleasure
3 ) status
4 ) trips not related to work
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7. Have you been involved in any of the following types 
of accidents?
1 ) fatal accident
2) accident including injury
3) accident including damage to car only
4) none

8 . In general, how many kilometers do you drive in an 
average year?
1) 1,000-4,000
2 ) 5,000-9,000
3) 10,000-14,000
4) 15,000 or more

9. Please circle the average annual income most closely 
corresponding to your own.
1) below 2,000 RS
2) 2,000-5,000 RS
3) 11,000-14,000 RS
4) 15,000 and above RS

10. What is your occupation?
1 ) government employee
2) businessman
3) company employee
4) student
5) other

11. How did you obtain your first driver's license?
1) I passed the interview only
2) I passed the road test only
3) I passed both the interview and the road test
4) I got it through a friend
5) I purchased a driver's license



TEST OF KNOWLEDGE

Unless otherwise posted, the maximum speed limit for 
small cars outside the city is
1) 7 0 kilometers per hour
2) 8 0 kilometers per hour
3) 100 kilometers per hour
4) 6 0 kilometers per hour
Unless otherwise posted, the maximum speed limit in the 
city for small cars is
1) 5 0 kilometers per hour
2) 3 0 kilometers per hour
3) 25 kilometers per hour
4) 4 0 kilometers per hour
The posted speed limit is meant to function in
1) rainy weather
2) all kinds of weather
3) clear weather conditions
4) when the road is covered by sand and gravel
The basic speed law requires the driver to drive
1 ) so as to be able to stop with an assured safe dis­

tance of any object
2) at 7 0 kilometers per hour for small cars outside 

of city limits
3) at 4 5 kilometers per hour for passenger cars in 

cities
4) as fast as possible
When you are driving down a steep hill
1 ) you should stop your engine and put your foot on 

the brake
2 ) leave your engine running even though you don't 

need the power
3 ) stop your engine and put your gear in neutral
4 ) apply your handbrake
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When you are using the high beam of your headlights,
law requires that they cover a distance of at least
1 ) 50 meters
2) 100 meters
3) 25 meters
4) 7 5 meters
"YIELD RIGHT OF WAY" signs mean
1) you must come to a complete stop
2) you do not need to decrease your speed
3) you may proceed cautiously without stopping if

both directions are clear
4) that you can assume that you have the right of way
When you are using the low beam of your headlights, law
requires that they cover a distance of at least
1 ) 20 meters
2 ) 30 meters
3) 15 meters
4) 10 meters
A single, solid yellow line on your side of the center
line of the street means
1 ) you can pass slower traffic
2 ) you can cross the center line to gain clearer vision

of traffic ahead
3) you may not cross the center line
4) you may pass with care
Streets are generally most slippery
1 ) just after it starts to rain
2 ) when it has been raining for several hours
3) when it rains at night
4) when it has been raining for several days
If an oncoming driver fails to dim his headlights you
should
1 ) keep your eyes on the centerline of the road
2) keep your eyes on the centerline of the road and

flash your headlight until you pass
3) keep flashing your lights from high to low until

you pass
4) flash your lights once and look ahead at the right

edge of the road
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1 2.

13 .

14 .

15.

16.

On a narrow two lane road, if the vehicle ahead stops 
to make a left turn, you are obligated to
1 ) pull off the pavement and pass him on the right
2) sound your horn to cause him to complete his turn
3) remain stopped behind him until he completes his 

turn
4) sound your horn and pass him on the left
When you hear a siren or see a red warning light of an 
emergency vehicle, you are required by law to
1 ) pull over immediately to the left side of the road 

and stop
2) slow down and stop where you are
3) pull over to the right side of the street and stop
4) pull over to the left side of the street and turn

off your engine
When two vehicles approach an open intersection at the 
same time where there is no sign, signal, or officer
1 ) the vehicle on the left has the right of way
2 ) the vehicle on the right has the right of way
3) both cars have the right of way
4) whichever car takes the initiative has the right

of way
The law requires that the closest legal distance you 
can park to a stop sign, a signal, or a curve is
1) 5 meters
2) 15 meters
3 ) 12 meters
4) 10 meters
While you are driving, if your tire blows up, you 
should
1 ) brake hard and turn toward the right edge of the 

road
2 ) pump your brake constantly, so you will be able to 

stop in a short distance
3 ) grip the steering wheel firmly, slow down and brake 

lightly and move to the right
4 ) maintain your normal speed of your car and it 

finally will come to a stop
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17. An intoxicated driver has the following characteristic:
1 ) his reaction time will be faster than usual
2 ) a tendency to be more careful because he knows he 

is handicapped
3) his judgment is impaired
4) don't know

18. When you travel in foggy weather you should
i1 ) drive more slowly and use the high beam of your

; headlights
2 ) maintain regular speed and do not use headlights
3) drive slower and turn your headlights on and off
4) drive slower and use the low beam of your headlights

19. When you are driving in the city at night your head­
lights should be
1 ) kept on the high beam all the time
2 ) kept on a low beam only when you are behind another 

car
3) put on the high beam when passing another car
4) kept on the low beam as long as driving within a 

city area
20. Brakes on your car must be good enough to

1 ) keep the car from being pushed or pulled when parked
2 ) stop the car within one car length of any object 

at any speed
3 ) stop your car within an assured safe distance from 

any object
4) only need checking every three years

21. After losing braking because of driving through deep 
water, the driver should
1 ) brake hard several times to dry out the brakes
2 ) speed up to dry the barke lining
3 ) apply gentle pressure on the brakes until they 

dry out
4) do not put pressure on brakes until they dry out
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22.

23.

24 .

25.

26.

27 .

When driving on a straight, dry, concrete pavement, at 
a speed of 100 kilometers per hour, a car will travel 
approximately
1) 15 meters per second
2) 25 meters per second
3) 10 meters per second
4) 28 meters per second
When you increase your speed from 50 kilometers to 100 
kilometers per hour, the braking distance is increased 
approximately
1 ) 2 times
2) 3 times
3) 4 times
4) 10 times
"STOP" signs mean
1 ) reduce speed
2) slow down and yield right of way
3) stop when there is traffic
4) stop even when the intersection is clear
When you are involved in an accident involving injuries 
to a person you should
1 ) obtain aid for the injured and notify closest po­

lice station
2) notify police only when accident is my fault
3 ) wait for a passing motorist to notify police
4 ) take injured person to hospital
Drivers of motor vehicles should maintain a distance 
from the rear of other motor vehicles of
1 ) one car length for every ten kilometers per hour
2) 50 meters
3 ) 10 car lengths for every 10 kilometers per hour
4) 25 meters
The handbrake controls
1 ) only the front wheels
2 ) all four wheels
3 ) only rear wheels
4 ) doesn't affect the wheels
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to 00 • The most important factor in safe driving

1) skill
2) knowing the laws
3) attitude
4) condition of your car

29. The white lights located at the rear of a
1) that the car is moving forward
2) that the car is reversing
3) that the car is in emergency
4) that the car is turning

30. The general meaning of international road
indicated by their
1) size
2) color
3) shape
4) symbols

31. When approaching a green traffic signal, the driver
should
1 ) continue at a constant speed because he has the 

right of way
2 ) blow his horn if pedestrians try to interfere with 

his progress
3) stop only if an officer or police Lraffic director 

asks him to
4) yield right of way to pedestrian

32. Stop signs are recognized by the following shape
1 ) circular bearing a triangle in the middle
2 ) square bearing a triangle in the middle
3 ) rectangular bearing a triangle in the middle
4 ) triangular bearing a circle in the middle

33. When driving, if the rear of car skids to the right on
a slippery road, you should
1 ) take your foot off the gas pedal and steer to the 

left side of the road
2 ) steer to the right and accelerate
3) take your foot off the gas pedal and steer to the 

right side of the road
4 ) maintain your speed and stay on your course
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34. "WARNING" signs can be recognized by the following shape
1 ) circular
2) triangular
3) square
4) rectangular

35. Regulatory signs are recognized by the following shape
1 ) square
2) rectangular
3) circular
4) triangular

36. If a driver is driving a used car, he should have it in­
spected for mechanical defects every
1) 4 years
2 ) 3 years
3) 1 year
4) 2 years

37. When entering an intersection on a two-lane street, one 
should
1 ) look right, then left, then right
2) look left, then right, then left
3) look wherever is best for his own vision
4) look straight ahead

38. According to law, the fine for a traffic violation will 
be doubled
1 ) if you repeat the same violation five times a year
2) if you repeat the same violation 3 times a year
3) if you repeat the same violation within the same

year
4) if you repeat the same violation within 2 years

Thank you for your cooperation.
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M I C H I G A N  S T A T E  U N I V E R S I T Y  EAST LANSING • M ICH IG A N  48823

UNIVERSITY COLLEGB • DEPARTM ENT OF SOCIAL SCIENCE • BESSEY HALL

June 2, 197?

TO WHOM IT MAY CONCERN

This is to certify that the translation of this questionaiire into Arabic by Mr. 
Jallel Saif is quite correct and seems to convey the meaning and purpose of 
the research scheme.

MICHIGAN STATE UNIVERSITY 
DEPARTMENT OF. SOCIAL SCIENCE 

UNIVERSITY COLLEGE 
129 BESSEY HALL

PAST LANSING, MICHIGAN 48823

Fauzi M. najjar
Professor
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