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Abstract 

The pllly;ose of this study was to examine the relationship among personality characteristics, 

risky driving behavior. frequency of traffic accident and demographic characteristics. Th e 

sample consists of 262 drivers who committed traffic accidents and came for invest(gation at 

four traffic police administration and investigation offices in Addis Ababa. The researcher 

employed availability-sampling technique to select 262 participants for the study. To 

canyout, the studv descriptive survey method was used. To collect the necessw)' data one 

questionnaire and tlVO scales were the main instruments employed. The data collected 

rhrough the questiollnaires were analyzed USing percentage, Pearson 's r and regression 

analyses. 

The results showed that some personality characteristics (extroversion, cOllscientiousness 

and neuroticism) have weak relationship with the dependent variable (i.e. for extroversion 

O. J 4, conscientiousness O. J 68, and Neuroticism o. J 57) and thus have weak power in 

predicting frequency of traffic accident. They however, predict frequency of risky driving 

behavior moderatelv The other important thing is that age has moderate relation ship with 

frequency of traffic accident, Finally , based on the findings and conclusions 

recommendations were made to help design early interventions and alleviate problems 

related with traffic accident. 



CHAPTER ONE 

1. fNTRODUCTION 

1.1 Background of the study 

Nowadays tranic acc ident occurs every day on roads all over the world and is a tragi c prob lem in 

the contemporary society. According to World Hea lth Organization (WHO) report in ( 1999), 

1, 170,694 Fata li ties and 38,848,625 injuries have been recorded from thi s big number, Africa 

account 170, 11 8 fata liti es and 6, 11 6,559 injuries. In our country, Ethiopia , in 2004/05 Traffi c 

Pol ice recorded and National Transport Master Plan Study (NTMPS, 2007) showed that 17,722 

total acc idents, 1,80 I fata lities, 2, 368 Injuries, 10,822 property damage occurred and th e annual 

rate increased by 17%, II %, I I % and 15% respectively. Moreover, World Health Organ iza ti on 

(W HO, 2004) reported that traffic accident was already among the top 10 leading causes of 

di sease burden. The problems of severe injuries and fatalities rate per vehicle have been th e 

hi ghest in sub-Sahara n Africa countri es and pmticularly Ethiopia has the hi ghest rate of fata li ties 

per veh ic le in th e world. 

Fu rth ermore, th e World Health Organization /World Bank reported "the globa l burdens of 

di seases" deaths from non-communicable di seases is expected to climb from 28. 1 million a year 

in 1990 to 49.7 million by 2020 G.c." Traffic accidents are the main causes of (77%) an 

increase in number of diseases death from non-communicable diseases and which results in 

majo r causes of severe injuries and fataliti es in most countries of the world . 

Minor changes in driver behavior can prevent injury and save lives. For example, th e 

occurrences of vehicle crash have been shown to be posi tively correlate with changes in th e 

nationa l (U.S.) speed limit (Evans, 1991). Moreover, it is estimated that safety belts use saved 

10,4 14 li ves in 1996 and 90,425 lives s ince 1975 (National Highway Traffic Safety and 

Ad ministration (N HTSA, 1998)). In fact, it is predicted that a one percent increase in th e use of 

sa fety belts saves 200 li ves per year (N ichols, 1998). Given this, it is alarming that nat ion wide 



(U.S.) belt use is as low as 68% in (1998) and many drivers choose to drive in ways that put 

themse lves and others at ri sk for vehicle crashes and serious injury. 

In Eth iopia , the present researcher day-to-day observation (even if it is difficult to esti mate the 

number of drivers who do not use safety belts), most of the drivers are not using safety belts. 

According NTMPS (2007) and NHTSA (1998) the majority of vehicle crashes (more than 88% 

and 90% in particu lar in Ethiopia and in general in the world, respectively) can be attributed to 

driver behavior. Some people go their entire lives without experiencing a vehicle crashes. Yet 

others are in vo lved in multiple crashes throughout the course of their driving li ves . Are these 

people fundamentall y different? Proponents of personality psychology argued that some people 

are more prone than others are to taking risks. Some of these risks are likely mani fested on the 

road or involved in fi·equent traffic accident (Thomas, 1999). Identifying people for propensity to 

take ri sks cou ld pro vide some valuable info1l11ation relevant to prevention. In particular, 

individua ls who frequently involved in traffic accident or took risks could be intervened up on 

ea rl y in their driving histori es before a habitual problem behavior pattell1 develops. Further more, 

understanding the characteristics of risky drivers could lead to improve social marketing 

intervention strategies. 

Neverthe less, in order to make strategies and polices on traffic accident prevention , and develop 

intervention program, it needs an extensive research on traffic accident related issues, which are 

necessary preconditions. 

In this regard , the present research is of significance in that it sheds light on the relationsh ip 

between traffic acc idents and personalities characteristics as well as between traffic accident and 

other va riabl es such as demographic characteristics of drivers. In addition, because little is 

known in Ethi opian co ntext (to the best of the researcher 's knowledge) about individual 

eli fferences in risky driving behavior, the resu lts of this study would bridge gap in knowledge . 

The resul t wou ld further help concerned bodies to design better strategies and policies in iss uing 
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driving li censes, whi ch may in tum help to minimize traffi c accidents. Finally, the findings of th e 

stud y and the ir impli cations are expected to prov ide some useful information or direction fo r 

co nd ucti ng further research. 

1.2 Objectives of the study 

The genera l obj ecti ve of thi s research is to study the relationship between persona lity 

characteri sti cs (OCEAN), risky driving behavior, demographic characteri stics and traffic 

accident amon g d ri vers in Add is Ababa. 

Moreove r, the specifIC objectives of the study are to: 

).- find ou t drivers personality characteristics, risky driving behavior, and demographi c 

characteri sti cs wh ich have any relationships with the invol vement of fi'equ ent carl 

trat11 c accident. 

>- investigate personality characteristics which predict frequency of traffi c accident 

involvement relat ively strongly. 

>- find out risky drivi ng behavior w hich predict frequ ency of trat11 c accident 

in volvement relatively strongly. 

~ explore the intenelationship among personality characteristics, ri sky driving 

behav ior and demographic characteristics. 

>- forward recommendations for minimi zing car accidents related to personality 

characte ri sti cs and risky driving behavior. 
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1.3 Statemen t of the problem 

Accord ing to World Hea lth Organization (2004), traffic acc ident was already among the top 10 

lead ing causes of disease burden in the world. The problems of sever injuri es and fataliti es rate 

pe r ve hi c le have been th e hi ghest in Sub-Saharan A fri ca co untries. Parti cularly Ethiopi a has the 

hi ghest rate of fa ta liti es per vehi cle in the world . Though WHO reported that and the probl em is 

a very sensitive issue, th ere is no ex tensive research conducted in local context. When it comes 

to our cap ita l city, Addis Ababa the problem becomes more series. In relation to th e oth er 

reg ions of th e co untry, Addi s Ababa traffi c accidents acco unts/covers 68% of th e tota l acc idents 

in the co un try (NTM PS, 2007). 

Thi s study; th erefore, aims at answering the foll owing qu estions: 

.:. Do pe rsona li ty characteristics, ri sky dri ving behaviors, and demograph ic va riab les 

have any relationships with frequency of tra ffi c accident involvement? 

.:. Whi ch personality characteristics predict frequency of traffi c acc ident invo lvement 

re latively str ongly? 

.:. Which risky dri ving behavior predicts frequency of traffi c accident invo lvement 

re lati ve ly strong ly? 

.:. Do pe rsona li ty characteri stics, demographic characteri sti cs, and risky driv ing 

behav iors have any intelTelat ionships? 

1.4 Significances of the study 

The present resea rch will ha ve some significance in that it sheds li ght on the relationshi p 

between traffic acc idents and persona lity characteristics . [t al so hi ghli ghts the re lat ionshi p 

between traffic accide nt and other va riables such as demographic characteristics of dri vers. In 

addi tion, beca use litt le is known about indi vidual di ffe rences in risky driv ing behav ior, the 

res ults of thi s study would bridge gap in knowledge. The result would furth er help concern ed 

bod ies to des ign bett er strategies and po licies in issuing driving licenses, whi ch may in turn help 
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to min imi ze traffic accidents. Finally, the finding of the study and their impli cation are expected 

to provide some use fu l information or direction for conducting further research. 

1,5 Definition of common terms used in the study 

T raffic Accident re fers to any vehicle accident occurring on traffic road (i.e. ori ginating on, 

terminat ing on , or in vo lving a vehicle partially on the way). These accidents therefore inc lude 

collisions between vehi cles and animals, vehic le and pedestrians, or vehicles and fixed obstacles. 

Moreo ver, s ing le ve hic le accidents, in which one vehi cle a lone is involved, are included 

(N I-ITSA, 1998) . 

Persollality Characteristics refer to the jive factor Personality traits, which are abbreviated as 

OCEA N (i.e. openness, conscientiousness, extroversion, Agreeablen ess, and Neuroticism). 

Opelllless /0 experiell ce (versus closed-mindedness) describes the breadth, depth, originality, 

(( nd complexity a/an individual's mental and experiential Ii/e. 

COllscielltiousness describes SOCially prescribed impulse control that facilitates task and goal­

directed behavior, such as thinking before acting, delaying gratification, follOWing norms and 

rules, and planning, OIganizing, and prioritizing tasks. 

Extraversioll implies an energetic approach to the social and material world and includes traits 

snch as sociability. activity, assertiveness, and positive emotionality. 

Agreeablell ess contrasts a pro-social and communal orientation toward others with al1lagonism 

and includes tmits such as altruism, tender-mindedness, trust, and modesty. 

Neuroticislll cOlltraslS emotional stability and even-temperedness with negative elllolionality. 

such asjeeling anxious, nervous. sad, and tense (McCare and Costa, 2003). 

Ris"y drivillg behavior broadly refers to unsafe driving or reckless driving behavior. This also 

Iypically represents driver's behavior related with speeding, violation of traffic rules. (lnd risk 

{({king driving behaviors of a driver(Reasol1 et. al .. /990). 
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CHAPTER TWO 

2. REVIEW OF RELATED LITERATURE 

2.1 Traffic accidents 

Tranic accident refers to any vehicle accident occUlTing on traffic roads (i.e. orig inati ng on, 

terminat ing on, or in vo lv ing a vehicle partially on co llusion between vehicles and an imals, 

vehi cles and pedes trians or vehicles and fixed obstacles. Moreo ver, single vehicles and acc ident 

in which one vehi cle a lone is involved are traffic accidents) (NHTSA, 1998). 

2.2 What is at risk driving? 

In hi s discuss ion of at risk driving among teens, Jonah ( 1986) claimed that risky dri ving does not 

necessa ril y in vo lve a conscious choice to be risky, but rather serves some functiona l utility. 

Typica lly c ited des irab le outcomes include time saving and fun (Burns and Wiled , 1995). Evans 

( 199 1) has proposed a second perspecti ve of the ri sky driver. Her perspective invol ves the 

di stincti on betwee n dri ving perfOlmances (skill) and driving behavior (what the d ri ve r does). 

Implic it in the laller is the conscious choices of behavior. Evans' (1991) definiti on of ri sky 

driving is any behavior that increases the task difficulty. Difficulty increases the proba bi lity ofa 

vehi cle confli ct and thus a crash. According to her, c rash only occurs because of two or more 

vehi cles try ing to occupy the same spaces. This is a lso the essence of the Tra ffi c Confli cts 

Technique (TCT) fo r categori zing traffic crashes. From the above definiti on, speed can be 

considered as one of the ri sky dri ving behavior. As Evans ( 1991 ) pointed out, vehi cle cra shes 

have reliably co-va ri ed with increase and decrease in the national speed limit. Speed has a lso 

been positi ve ly correlated with crashes per distance h·aveled (Jonah, 1986). 
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Task diffic ul ty may a lso be increased by performing unnecessary behaviors or creating a dri ving 

env iro nment that occupi es attention resources useful for driving. The result is a poss ible increase 

in th e time req uired for the driver to perform normal driving behaviors. Playing the car radio, 

manipulating vehi cle co ntrol s, or any of off-task behavior (non-dri ving behaviors) fa ll in thi s 

category. 

Di ITe rent resea rchers examinin g drivers driv ing behavior classified, ri sky driver 's behavior into 

differe nt groups, however, drivers dri ving beha vior are composed o f two groups. These are 

errors and violations o f rules. As it is thought that their psychol ogical sources are differen t, 

prcvention ofthel11 are al so different (Veysel et aI., 2006) . 

Errors a re exp la ined as planned actions that do not reach to the intended results, and violations 

are intentiona l dev iations from rules believed necessary to provide sa fety in a potenti ally 

dangero us system (Reasons et ai, 1990). An investigation result performed by a gro up of 

researchers w ith differe nt sampling revea led that violation a fac tor related to involvement in 

acc ide nt s (Parke r et aI. , 1995). There are also several studies that examined ri sky dri ving 

att itude/behavior, contain ing errors, vi olations, and persona li ty in the li terature (Bell et ai , 2000; 

Begg and Langley, 2004; Iverso n, 2004). Park et aI., ( 1995) also exa mined the relation among 

errors, violations and forgetfulness and their rate of in vo lvement in traffic acc idents. Three 

factors exp laining 33% of the total variance were determined by using factor analysis from th e 

data co ll ected among 520 drivers. Th is revealed that bei ng young and males are antic ipated 

violations and the violations facto rs make them susceptibl e to accidents. 

Block and Hartl ey ( 1995) ca rri ed out renewal study on dri vers living in West Austral ia . In th is 

study, three factors were determined, which are genera l errors, dangerous enol's and dangerous 

vio lat ion. Lawton et aI., (1992) researched dri ving on risky dri ving attitudes and se lf reported 

tranic vio lat ions among Turki sh profess ional dri vers. In the study, th ey found fi ve factors, and 

th ese are violations , ca relessness, exaggerated self-confidence, stress and drivers' ex istence 
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Image. The researcher al so found that, drivin g tim e, sex and age played an important role in 

invo lvement in accident. 

Anoth er study investigated in Turkey by "Sum er" (2003) , a contextua l med iated model was 

proposed to di stinguish the di stal (i.e . personality factor) and proximal (i.e. unusua l driving 

behav iors). He found that latent variables in the di stal context predicted at least one th e proximal 

elements w ith relative ly personally high path coefficients. Iverson and Rundmo (2002) exa mined 

re latio nships betwee n personality, ri sky driving and invo lvement in acc idents. Their 

qu estionnaire inc luded measure of ri sky driving, accidents involvement, recklessness, sensa tion 

seek ing, and locus of contro l and driver anger. They found that those who sco red high on 

sensation seek ing reck lessness and driver anger reported more frequently risky driving co mpared 

to those who sco red low on these variables. They were more involved in both speedin g and 

ignorance oftral'fic rul es. 

Iversen (2004) al so in vestigated whether toward traffic sa fety issues are predictors for future risk 

behav ior in traffi c. Result of hi s research shows high correlation between the dimensio ns of 

att itudes and behavio rs at the two data co ll ection points . Iverson's model has three exogenous 

latent va riables: I) attitude toward rul e violation and speeding 2) attitudes toward drinking and 

dri ving 3) attitude toward the careless driving of others) and endogenous latent variab les (risky 

driv ing behavior). Random and Iverson (2004), focused on Traffic ri sk perception. The ai m of 

th e ir paper is to present th e result of eva luation the campaign and examine the assoc iation 

be tween ri sk perception and traffic behavior. The ir model inc ludes speed ing and rul e violations. 

Generall y, the researchers maintain that human factors that cause h-affic acc idents a re not 

standard ; but they tri ed to c lassify ri sky driving att itude/behavior based on their und erstanding. 

Therefore, in these studies, violations and errors are found related to differen t driver 

characterist ics and so me violations are related to accident invo lvement. From the rev iewed 

lite rature, the present researcher has selected three factors abo ut ri sky driver behavior in tra f'li c or 
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in volvement in traffic accident. The factors, whi ch are included in risky dri ving behavior, are 

disobedience to speed ru les, risk taking in driving and vio lations of traffic rul es . 

2.2.1 Speed and traffic accident 

Disobedience to speed rul e is one of the characteristics of risky driving behavior atti tude. Many 

researchers (Begg and Langley, 2004; Jonah , 1997; Lam, 2003) have studi ed speeding as a ri sky 

drivi ng behavior. Excess ive driving speed is considered one of the most important contributors to 

road acc ident regardl ess of driver age and level of skill (Elliott et aI. , 2004). Even when they are 

awa re of the potential consequences for speeding, drivers in Australi a still indicate invo lvement 

in speed ing behavio r (B rown and Cotton, 2003). 

Cla rke, Ward and Truman (2002) also suggested that speed was the most common factor 

invo lving in dri ving offence among you ng drivers. West and Hall (1997) found that speed was a 

signi fica nt risk taking behavior while driving. When respondents focu sed on specifi c locations, 

whi le Brown and Cotton found a similar result when respondents were asked to conside r th e over 

a ll proport ion of time th ey exceeded the speed limit. They al so suggested that in vo lvement in 

speedi ng behavior might also be due to a low probability of negative out come as was indicated 

for self-behavior. In ou r country Ethiopia, speeding accounts 11.1% of the total tTaffic acc idents, 

but this percentage is due to under reporting of the accident s ince there are no enough rad iators 

th at contro l dri ve rs speedin g (NTMPS, 2007). 

2.2.2 Traffic rule violations and traffic accident 

Tra ffic rul e vio lations as risky driving behaviors have been studied by many researchers (I verson 

and Rundm o, 2004; Sumer, 2003; Ull eberg and Rundmo, 2003; Yagil, 2001). Trame rul e 

vio lations are des igned as de liberate infringe of some formally prohibited or socially accepted 

code of drivi ng behav ior (Rundmo, 2002). Violation of traffi c rules has a lso been shown to be a 
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signifi can t risk taki ng behavior whil e driving, with se lf-reported dri ving violations pred icting 

fu ture accident invo lvement has been infringements (Hattaka et aI. , 1997 as cited in Ull ebege and 

Rundmo, 2003). 

T hese researchers demonstrated that ri sky dri ving behav ior has the potential to cause harm to 

young dri vers, passengers, and other road users. More specificall y, invo lvement in behav iors 

such as speedi ng and rule violation, may lead to accidents, injury or fatality on th e road. 

Therefo re, th e study o f ri sky dri ving behaviors as an outcome is important to the deve lopmen t o f 

interve ntions in tended to reduce acc ident and inj l\ly on the road . The five year (2000101 -

2004105) Traffic Po lice report li sted down the common traffi c rul e violations, which resulted in 

traffi c accident. These are failure to follow th e ri ght hand rule, improper turn ing, Improper 

parking, over speeding, failure to give-way for pedestrians, following too closely. NTM PS 

(2007) added some common tra ffi c rul e violation , which is the common causelfactor for tra ffi c 

accident. These are excess loading and defective road environment. NTMPs (2007) a lso fo und 

that th e accident caused due to fo llowing too closely in most cases results in property damage. 

Onl y fa ilure to respect traffi c rul es and signs are also the causes of significant number of fata l 

acc ident 

2.2.3 Risk taking in driving and traffic accident 

Competiti ve dri vin g and reckl ess driving such as improper tuning and passing, drinking and 

d ri ving, using cell phone whil e dri ving, manipulating vehi cle controls whil e dri ving and oth er 

o ff-task dri ving be hav iors are some of the common unsa fe dri ving behaviors whi ch have a direc t 

relati onship wi th tra ffi c accident which also shows drivers risk taking tendency in traffic 

acc ident. As drivers attention and decision-making become impaired, indi vidual's cogn itio ns 

imbalance or hi s decision become impaired, and there is hi gh possibility of traffi c acc ident 

(Maria s, 2000). Acco rding to her research, finding, 92% of those survey partic ipants knew that 

a lcoho l drin k affects the refl ex needed to dri ve. However, in a survey of food hab its and driving, 

83'% admitted to driving after drinking a lcohol. 
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Some researches, whi ch have been done in Europe, a lso show that most of the traffic accidents 

occur due to rec kl ess driving, using cell phone while driving, substance use and intoxication 

(Burns, et a I. , 1995). The number of acc idents due to intoxication is al so increasing continuously. 

In the U.S.A., abou t 70 to 80 peop le die every day due to accidents related to alcohol (Begg et 

aI., 2003). Acco rding to some other research, which is done in Spain on subj ective reactions to 

a lcoho l among ad ul ts, the result shows that young adul ts with greatest alcohol intake are th ose 

that ex perience less subj ective decreasing of alert after alcohol admini stration and those who fee l 

more skilled to drive a car (Donovan et aI., 1998). This suggests that indi vid uals who report 

a lcohol consumption would be more likely involved in ri sky driving situations. Th is al so assures 

th at alco ho l or drinking and dri ving have a direct relation with risky driving behav ior as well as 

trartic acc ident invo lvement. Us ing ce ll phone and manipulating vehic le control parts while 

driving were a lso considered as ri sky dri ving behavior, whi ch expose drivers for traffic acciden t. 

In light of th ese, recent researchers found that motori sts who talk on handled or hands free 

ce llular phones are as impai red as drunken drivers are and the researchers recommended that if 

leg islators rea ll y want to add ress driver 's destruction , then they should consider outlawing cell 

phone use while driving (Stayer et a I. , 2006). 

In Eth iopia, accordi ng to NTMPS (2007) influence of a lcohol in traffic accident accounts 0.3% 

as identified by the police. Driving under the influence of alcohol, and drugs including "chat" is 

a lso one of the causes of drivers' error, whi ch might expose drivers to in volve in traffi c accide nt. 

Some resea rch a lso shows "chat" has significant negative impact on drivers' performance 

(NTM PS,2007). 

2.3 The relationship between OCEAN and risky driving behavior 

Personaliti es! individ ual differences have been re li ably shown to influence some people 's renJsa l 

to drive safely, and promote at-risk driving behaviors, wh ich have a direct relationship wit h 

traffic acc ident in volvement. Early research into industrial accidents tended to focu s on 
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indi vidual s, rather than systems and practi ces operations. Lee, et aI., (2006) c ited in Greenwood 

and Woods ( 19 19) performed some earliest research into industrial accidents for the Industria l 

Fa ti gue Research Board during World War I (1914- 18). As pa11 of their study, they ex plored the 

idea that some indi vidua ls are accident prone or more likely to have accident than others are. 

They a lso found that statistical distributions of accidents, which seemed to support th e idea of 

acc ident s proneness, and gradually thi s became accepted as a stable characteristic of certain for 

an acc ident-prone personali ty. 

As resea rch developed during the 20th cennlry, the idea of accident proneness was challenged. 

Lee, et aI. , (2006) al so cited some researchers (for example Arbous and Kerri ch, 195 1) who 

a rgued that the initial research had failed to distinguish adequately between the differe nt leve ls o f 

ri sk run by people in di fferent jobs a lthough other researchers performed their own studi es and 

found diffe rent outcomes. For example, Adelstein , (1952) studied accidents rates among ra ilway 

Shunters and found that accidents seemed to occur to all shapes anyone and there was no 

evidence fo r an acc ident prone-personality. Because accidents can occur in all shapes and sizes , 

it seems unlikely that we can define a s ingle personality type that makes an indi vid ual more 

like ly to ex peri ence all of them. The way to look at the issues around the persona l approach 

might be to identify the behaviors or personality tra its that are most associated with errors and 

acc idents. Hill and inst ( 1962) investigated accident repeaters. While accident at wo rk may 

happen to anyone, it is clear that they occur more frequently with some people than others. 

In thi s rega rd Lee, et aI. , (2006) also cited some researchers' work li ke Jones and Wuebker 

( 1988) described how a personal inventory cou ld be used to predict a number of acc ident related 

events. Us ing th e questionnaire, they were able to identify high-ri sk indi vidua ls based on the ir 

a l\ itu des and personality, to place them in less hazardous position , or send them on spec ial safety 

train ing programs. 

2.3. 1 Extroversio/l: Extro version is characterized by positive emotion, hurry and tendency to 

seek out stimulation (sensation seeking) and the company of others. The trai t is marked by 
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pronounced engagement wi th the extem al world. They tend to be enthus ias tic , action oriented 

individ ua ls who are likely to say, "Yes" or "Let's go" to opportunities for excitement , are often 

pe rce ived as full of energy. [n groups, they like to talk, assert themselves, and draw attentio n to 

themse lves (McCare and Costa, 2003) . This shows that exh'overt drivers may engage in existent 

risky dri ving behav ior for excitement and draw attention to them. More over, since they are more 

energetic th ey wo uld mani fes t their energetic behavior on their driving behavior. 

In re lati on to in trove rsion-extroversion, and acc ident, Lee and hi s co ll eagues, (2006) ci ted the 

work of Liao et aI. , (200 I) found that personal ity traits including introversion were related to 

higher injury rates on the job. They suggested that introverts were less li kely to ca ll for 

ass istance, and as fi re fi ghting requires a high degree of team work, and they exposed themselves 

to greater persona l ri sks . 

The study of the fire fig hters in U.S. is parti cularly interesting because the general view in 

psychology is that ex troversion is the characteri stics that are associated with acc idents. 

Extro version is assoc iated with being impulsive, energeti c, excite seeking etc. Because of thi s, 

they have been found to be a feature in people who have car accident and accident at wo rk 

(Furnham and I-leaven, 1999) . 

Th is apparentl y contradi ctory findings, illustrates how personali ty characteristics can interact 

with the situation some one is in, and the type of task they are asked to caITY out, to produce an 

unsafe environment. 

In add ition , Wil son ( 1990) demonstrated that none users of safety belts were hi gher sensation 

seeker more impul sive (which characterizes the extroversion personality trait), and accu mulated 

more traffi c vio latio n than moderate and consistent users of safety belts. None users of safety 

be lts were also more likely to be males, younger dri vers, and less educated than the safety belts 

use rs. Mo reover, it has al so been shown to con'elate pos iti vely with self-reports of a driv ing 

while intox icated , a) driv ing greater than 20mph abo ve the speed limit b) rac ing with anoth er 

Vehicle c) improper pass (Arnett, \ 996). Furthemlore, Shiner ( \998) a lso suggested that drivers 
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possess ing traits, associated with extrovel1ed or type A personalities might be more like ly to 

in vo lve in ri sky dri ving behavior. 

2.3.2 Agreeablelless: it is a tendency to be compass ionate and cooperative rath er than suspic ious 

and antagonis ti c to wards others. The trait reflects individual differences in concern fo r soc ial 

harmo ny, Agreeable indi viduals' value getting along with others. They are generally considerate, 

I"riendly, generous, helpful , and willing to compromise their interests with others. Agreeable 

people also ha ve an optimistic view of human nature . They believe people are honest, decent, 

and tru st worth y (McCare and Costa, 2003) 

In contra st to thi s, disagreeable individuals place self-interest about getting along wi th others. 

They are generall y unconcerned with others' well being, and are less likel y to extend th emse lves 

for other people . Sometimes skeptic ism about others ' motives causes them to be susp ic ious, 

unii-iendly, and uncooperative (McCare and Costa, 2003). 

Hav ing the above idea, one can conclude that individuals, who have di sagreeab le personality 

trait , are more exposed to anti -social behavior as weB as traffic accidents. That is why some 

researchers like Robins (1966), West and HaB (1994), found that individuals who are less 

concern for others, have a possibility that requires serious attention in which some characteristics 

of the dri ver that places them at greater risk of traffic accident as weB as increasing th eir 

propensity to engage in anti-soc ial behavior. There is now clear evidence that social deviance as 

a personality dimensions is linked with risky driving practices and accidents in ad ults and newly 

qual ified teenage drivers. Moreover, in relation to agreeableness personality trait and crash 

in vo lvement, Hansen ( 1989) identified indi viduals who have a problem of soc ial maladj ustment 

as a ca tegory of personality characteristics and behaviors that are reliabl y assoc iated w ith high 

crash rate. 

2.3.3 Neuroticism: According to McCare and Costa (2003), it is the tendency to experi ence 

negati ve emotions, such as anger, anxiety, or depression. It is sometimes ca ll ed emotional 
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in stab ility. Those who score high in neurotici sm are emotionall y reactive and vu lnerable to 

stress. They are more likely to interpret ordinary situations as threatening, and mino r fhls trations 

as hope less ly diffi cult. Their negative emotional reaction tends to persi st for unusual ly long 

period of tim e, wh ich means they are often in a bad mood. These problems in emotiona l 

regulati on can dimini sh a neurotic's abi lity to think c learly, make dec is ion, and cope effecti vely 

with stress. 

Some researchers (Furn ham and Saipe ( 1993) al so documented the relat ionship between neurot ic 

persona li ty trait and driving behavior. They rep0l1ed that drivers convicted of traffi c violations 

such as speed ing and reckl ess driving scored relati vely high on psychotics and low on the 

neurotic ism sub-sca les of Eysenck' s personality questionnaire. (Eysenck, et a l. , 1985) also 

observed relati vely high sco res for the thri ll seeking and boredom susceptib ility among the 

co nvic ted drivers . However, dri ving convictions were negatively corre lated with age, ge nder and 

years of dri ving. Ind eed, younger drivers have been shown to speed more often (Wasielewsky, 

1984), and follow more c losely (Evans, 1991; Evans & Wasielewsky, 1983). 

At the other end o f th e scale, individuals who score low in neuroticism are less easil y upset and 

are less emotional ly reactive. They tend to become calm, emotiona lly stable and free from 

pers istent negative fee lings. Since hi gh score in anger, anxiety or depression is a cri terion for an 

incii vidua l to be Neurotic, it has al so associated with involvement in speeding v iolations, and 

compe titi ve dri ving. Yagi l (2001) studi ed, personality variables in relation to Israeli Army 

drivers (mean age of 20 yea rs) intention and attitude toward violat ion of traffi c laws. Hi s 

research outcome indicated that individua ls who experienced high levels of aggress ion , an ger, or 

sensa tion seeking a lso experienced more positive attitude towards engagement in tra ffi c 

violations than dri vers who experi enced low level of aggression, anger ... These Show that 

dri vers who score hi gh levels of anxiety whil e driving experi enced a more negati ve atti tude 

towa rds committi ng traffic violati on because of these individuals who score h igh in anxi ety, 

which is a manifes tat ion , or characteristics of neuroti c individuals are less likely to in volve in 
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trafl:ic accident or in a risky driving behavior. In contrast to this individuals whose persona li ty 

characteri zed oranger (sco re hi gh in anger sca le), invo lved in hi gh traffic accident . 

2.3.4 Opellll ess 10 Experiellces: it is a general appreciation for art , emoti on, adventure, un usua l 

ideas, imagination, curiosity, and variety of experiences. The trait distingui shes imaginative 

people O'om down- to-earth , conventional people. People who are open to experiences are 

inte ll ec tua ll y curi ous, appreciati ve of art, and sensiti ve to beauty. They tend to be, as co mpared 

to closed people, more creative and more aware of thei r fee li ngs. They are more li kel y to hold 

unconventiona l beli e fs (McCare and Costa, 2003) . 

T hi s imp li es that Peop le with low scores on openness tend to have tradi tiona l interests. They 

prefer the plain, straight forward, and obvious to th e complex, ambiguous, and subtl e. They may 

regard the arts and sc iences with suspicion. C losed people prefer famili arity to nove lty. They are 

conse rvat ive and res istance to change (McCare and Costa , 2003). Moreover, low leve ls of 

constrai nt have prev io usly been identified as a predictor of substance use and drivi ng, and ri sky 

dri ving behav iors in ma les (Begg, et aI. , (2003). It is possible that those who scored high 

accord ing to the a li enation factor and/or low on the traditionalism factor will have 

mi srepresented themselves as persistently dangerous drivers, resulting in a spurious relationship 

betwee n a li enation/ trad itiona li sm and crash invo lvement. 

2.3.5 COlIsciellliollSll ess: it is a tendency to show self-d isc ipline act dutifull y, and aim fo r 

achieve men t. The tra it shows a preference for plann ed rather than spon ta neous behav ior. It 

in fluences the way in which we control , regulate, and di rect our impulses. Consc ientiousness 

inc ludes th e facto r known as need for achi eve ment (NAch). The benefi ts oC high 

conscienti ousness are obvious. Conscientious individuals avo id trouble and achieve high levels 

of success through purposeful planning and pers istence. They are also pos itive ly rega rded by 

oth ers as inte ll igent and reli able, on the negati ve side, they can be compulsive perfectionist and 

wo rkaho lics (McCare and Costa, 2003). 
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The defi nition for consc ienti ousness indicates that individuals who score high shows that their 

beha vior is not spontaneous, but it is planned, regu lated and controll ed impulse. Th is impli es that 

drivers, who score hi gh in conscientiousness, avoid trouble and drive in a planned and ale rt , 

concentrated in his way. In relation to consc ientiousness and involvement in veh icles crash 

(Arthu r and Graziano, 1996), have reliabl e research evidences whi ch demonstrated as th ey have 

an inve rse relationship between them. Moreover, when measured as the ex tent to which peop le 

rate themselves as Self-d isc iplined, responsible and dependable, the Consc ienti ousness construct 

may rel-lect a general decision making model theoretica ll y divergent from aggression. In 

addi ti o n, s ince it is argued that driving style reflects choices that drivers make (E land er, et a I. , 

1993; Eva ns, 199 1), it can be argued that driving style refl ects personal ity and th erefore sho ul d 

predi ct crash invo lvement (Arthur and Graziano, 1996). Thus, these personali ty characteri stics 

may individual ly help to pred ict drivi ng style as well as traffi c accident invo lvement. 

In general, much of the road safety research on personal ity has focused on crash risk, not dri ving 

behav iors. G rey et a I. , ( 1989) reported that personal factors whi ch have been identil1 ed as 

associated with motor vehic le crash include generall y high level s of aggression and Hostility, 

competit iveness, less concern for others, poor driving attitudes, driving for emotional re lease, 

impulsive ness and ri sk taking. These personality traits can be clustered into the Big Five 

Perso nality Tra its in which extroversion and neuroti c ism are more exposed to accidents or they 

a re accident proneness and the other three personali ty traits scored in negati ve ends shows a risky 

behavior in the ir dri ving behavior orjob . 

2.4 Demographic characteristics and traffic accident 

Many facto rs related to dri vers ' risk were assessed in thi s literature. Regarding demographic 

va riables of the driver (i.e. age and dri ving experience) are velY strong personal facto rs that 

afTect crash in vo lvement. In one statistica l study, young truck drivers (age 18-21) had moving 

violat ion rates that were almost twice those of the middle age drivers (30-49). Mo reover, 

speed ing above the speed limit and unsafe speeds for conditions were the two top vio lations 
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ci ted. In fa ct, you ng commercial drivers were reported to be about 50 percent more li ke ly than 

middl e-aged dri vers to be charged with a violation in crash (B lower, 1996). 

You ng drivers (under 30 years old) are more likely to speed than other drivers are. Of all dri vers 

in volved in rata I crash, you ng males are most likely to speed. The relative proportion of 

speedin g-related to fatal crashes decrease with increasing driver age (B lower, 1996). Accordi ng 

to David Fergusson et al. (2003) said that risky dri ving behavior are common among young 

peo ple, part icula rly young males are prone to externali zing behaviors (substance abuse, crime 

and traffi c affili a tion wi th deviant peers). Ri sky dri ving is strongly linked to tra ffic accident 

(N I-ITSA, 1998). Parrey (1968) also conducted a small exploratory study that consisted of a 

survey of the attitude and behaviors of279 British motori sts. The research result shows that male 

drivers aged 17-35 are more associated with increased collusions and sometimes th ey take 

unnecessary ri sks when they are driving. 

Many resea rchers like Parker (1998) and Yagi l (200 1) explored age related diffe rences in the 

propensity to commit traffic violations. Moreover, young males eva luate traffic laws negati ve ly, 

more like ly to und erestimate the risks assoc iated with traffic violations. Young dri vers between 

age 18 and 25 are in vo lved in more than 21 % of the tota l accidents occur due to reckl ess dri ving 

and intoxication. 

In our co untry Ethiopia , the likely hood of accident proneness related with age is. that, less than 

18 yea rs, 18-30 yea rs and 3 1-50 years and above 50 years is low, very hi gh, high and ve ry low 

res pecti ve ly (NTMPS, 2007). The report also shows that early adult dri vers are more accident 

prone than other age groups. 

In general , age is associated w ith accidents in a number of ways. First, it influences the number 

and severity of the hazards individuals are exposed to, second , it is connected to competence that 

indiv iduals have at particular tasks. 
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CHAPTER THREE 

3. METHODOLOGY 

The study has dea lt wi th persona lity characteristics and risky driving behavior in relatio n to 

frequency of Traffic Accident in the past one year and seven months (i.e. Septembe r 1/2000 to 

April 30171200 I) E.C. In addi ti on to this, the resea rch was designed to study the re lationshi p 

between demographic vari ables (age and driving experience) and frequency traffic accide nt. 

3.1 Variables in the study 

In order to mee t the objective of the research, there are two major c lusters of independent 

va riab les, one dependent variable and two demographic va ri ables. 

The independent vari ab les in the study a re persona li ty characteristics, which are abbreviated as 

OCEAN, and risky driving behaviors that have sub variables, namely, speed , vio lat ion and risk· 

ta king in driving. The dependent variable is frequency of traffic accident invo lvement in th e 

specified time ( si nce September 1/2000 to April 301200 I E.C). The demographic va riab les are 

age and driving ex perience. 

3.2 Population and sampling 

Population: In thi s resea rch, the population of the study was the Addis Ababa vehi cle drivers 

who were invo lved in carl traffic accident accidents in the specified time period. 

Sa mple and sampling techniques : the nu mber of vehi cle drivers who were involved in traffi c 

accident in Addis Ababa in the last one-year and a half 

( i.e. from 11112000 to 30106/200 1 E.C.) was 12,040 (Addis Ababa Traffic Po lice Report 2000, 

200 I E.C.). The resea rcher employed avail abili ty-sampling techniques to select 262 pa rti c ipants 

fo r th e study. [n other words, 262 participants who were available in the four Traffic 
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In vestigat ion Offices (Yeka, Lafto, Kolfe and Gulele) during the data co llecti on period were 

se lected. 

3.3 Instruments 

Data fo r the stud y were gathered using fiequency of traffic accident questionnaire, perso na li ty 

sca les and ri sky dri ving sca les. All of the items are closed ended. A brief descri ption of each 

lo ll ows. 

Demographic items: The demographic sections of the survey consist of fou r items, wh ich 

requested aboul backgrou nd information and driving hi story of parti c ipants (i.e. age, ex peri ence, 

educational level and average distance dri ven per day in kil ometer) . 

Frequency of traffic accident items: In thi s part of the questionnaire, the researcher developed 

e ight items, whi ch assess the fi'equency of traffi c acc ident (FTAC), severi ty of th e acc ident, types 

of accident and amount of traffic ticket taken during the past one year and seven months. Since 

th e items meas ured different constructs, the researcher did not compute the items reliability but 

he made only logica l content analysis of the questionnaire. 

Personality In ventory: In order to measure the personality characteri stics (OCEAN) of the 

respondents, th e rev ised fi ve fac tor Personality Test was used. All the items (40) were taken from 

Buchanan and Smith , ( 1999). Tom Buchanan, in th e Uni versity of Westmi nster, reported 

Cronbach a lpha rel iab ili ty coefficient for the fi ve-factor personality as foll ows: fo r openness 

(0.74), consc ientiousness (0.84), extravers ion (0.88), agreeableness (0.76) and neuroti cism 

(0.83). 

In the present research, the personality inventories (40 Items) were translated into Amharic. A fter 

translation has been made, th e researcher administered the items for pi lot testing. From the pilot 

study, the resea rcher obtained the follo wing Cronbach alpha: for openness seven items (0.7 1), for 

conscienti ousness nine items (0.82), for extro version eight items (0.8), for agreeableness seven 

items (0.767) and fo r neurotic ism nine items (0. 759). 
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Risky driving behavior scales: Self reported acts of ri sky driving behavior in traffi c were 

measured on three ri sky dri ving behav ior scales, namely, speed, violations, and risk taking in 

dri ving (competitive dri ving and reckless driving) (Reason, et aI. , 1990, Ullberg and Rundmo, 

2003, and Donova n, 1993). A ll the three ri sky drivi ng subscal es were measured on a fi ve-point 

scale. 

Speed scale: It is a subsca le of risky dri ving behavior. Speeding was measured using ten items, 

which is deri ved fi'om general driving behav ior questionnaire of Reason, et aI. , ( 1990). The 

scale ' s re liability was 0.8 th e researcher took th e items directly and translated into Amhari c. 

A ft er translating the items, it was admini stered for 39 parti cipants for pilot study. The resulting 

re liabi lity coeffi c ient, using Cronbach alpha, was 0.86 1. 

Viola tion scale - A nine item bas ic traffi c rule violation scale measured how often respondents 

deliberately vio lated traffi c rul es fo r their own purpose (for example disregardlbend traffi c rul es 

to arr ive in time, ignorance of traffic rul e violation). These items were pilot tested and th e sca le's 

re liabili ty was 0.826. Traffi c vio lation scale was adapted from Ullberge and Rundmo, (2003). 

Risk taking driving scales-These scales consist of two subscales (i .e. competitive dri ving sca le, 

and reck less driving scal e) . These sca led items were adapted from Reason et a I. , (1990), Ullberge 

and Rund mo, (2003) and Donovan (1 993) which were measured on a fi ve-point sca le of risk 

taki ng dri ving behav ior. Like other instruments, these were also translated into Amhari c and 

passed through a ll the necessary steps in instrument development (i.e. the items were pilot tested 

fo r 39 partic ipants and the reliability was 0 .856). 

3.4 Pilot Testing 

The two scal es, namely, personali ty inventory and ri sky driving behavior, and one survey 

ques ti onnaire th at are related with the fi'equency of h'affi c accident invo lvement were pil ot tested 

on 45 dri vers who were in Traffi c Accident Investigation Main Office at Yeka Sub City for the 
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investi gatio n of thei r traffic accident. Beca use s ix of th e participants of the pilot study did not 

complete th e questionna ire properly, the researcher excluded these from anal yses. Thus, 39 

drivers partic ipated in the pilot study. They were se lected through ava ilability sampling 

techniques. Since drivers are mobile, (i.e. they drive from one sub-city to another in Addis Ababa 

and from town to town in the country) in their work nature, it is difficult to use other sampling 

techniques. 

The purpose of th e pilot study was to co ll ect data for reliability analyses and sc reen items 

meas uring the fi ve factor personality characteristics (i.e. OCEAN), risky dri ving behavior 

(Speed, violation and ri sk taking in driving (SVRT» and the survey questi o nn aire, whi ch 

prov ides informati on about frequency of tTaffic accident/crash invo lvement. Another purpose of 

the pil ot study was to examine whether the items were appropriate for partic ipants in terms of 

c lar ity, wording and d ifficulty . In pilot study, those items, which were not clear, and those about 

whi ch th e partic ipants rai sed frequent questi ons were improved. Finally, the responses o f th e 

pilot-study group were subj ected to reliability analysis. The cronbach alpha coeffic ien t of the 

items with over a ll to tal s was computed and the results of the reliability analysi s were presen ted 

below in summary form. 
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Cronbach 's alpha correlation coefficient of scaled items 

No Facto r alpha 

I Perso nality Inventory 

I. I Openness 0.71 

1.2 consc ien tiousness 0.82 

1. 3 Ex trovers ion 0.80 

1.4 Agreeableness 0.77 

1.5 Neurotic ism 0.76 

2 Ri sky dri ving behavior sca le 

2.1 speed ing 0.86 

2. 2 Violatio n 0.83 

2.3 Ri sk taki ng driving 0.86 

3.5 Procedures of data collection 

Afte r items were fina li zed (Sca les or qu estionnaires were adapted , improved, translated and the 

necessa ry changes have been made), the final survey was carri ed out from March 15 to April 30 

in the se lected resea rch s ites (that is the four T raffic In vestigation and Administrat ion Offi ces in 

Add is). 

Almost s imi lar procedures were fo llowed in all research s ites whil e conducting the l'i na l survey. 

Us ing the suppo rt letter from the University, the researcher requested permi ss ion fro m each 

resea rch s ite head and passed through all bureaucracy in the organi zation . 

A fter th e resea rcher got the permiss ion to conduct the research and co llect data, he spent th ree 

da ys to observe dri vers' emotiona l reacti on and find out in what way the researcher could 

approaches and es tabli sh rapp0I1. After getting participants and introduc ing the resea rcher and 
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th e purpose of th e study, the researcher also requested each participant hi s infoI111ed conse nt in 

order to assure that each parti cipant is willing or volunteer to participate in the study. The 

resea rcher al so gave instruction before the participants started to fill in the questionnaire and 

ad mini ste red th e quest ionnaire for those who were willing to fill in. To complete the whole 

items, it took a lmos t one hour. Fina lly, making sure that each participant completed the items 

properly and the researcher thanked. 

3.6 Methods of data analysis 

The stati sti ca l· methods used to ana lyze the collected data were descriptive stati sti cs like 

percentage, Pea rso n 's r and regression analysis. 

Percentage: Thi s stati stical method helps the researcher to describe the general background 

information abo ut participants' age, experience, educationa l level and di stance driven per day in 

kilometers. In addition , it was also used to compute how many of the respondents we re dri ving 

safel y. Mo reove r, the researcher used percentage to describe palticipants who were frequentl y 

invol ved in fatalities, inju ries and property damage and to find out the percentage of drivers who 

were ti·equentl y in volved in traffic acc ident. 

Pearson's r is the majo r stati stical method that answered the research questions, which al so used 

to compute the strengt h and the direction of the association among the variables ( i. e. perso nality 

cha racteristi cs, ri sky dri ving behavior, demographic characteristics and frequenc y of traffi c 

accident). 

Regression: is the major stati stica l method that answered the question of the research, which 

was computed l'or dri vers ' frequency of traffic accident and ri sky driving behavior in terms of 

each independent variable. Then multiple regress ion analyses were performed to examine th e 

contribution o f th e independent variab les on li·equency of traffic accident and ri sky dri ving 

behavior. Moreover, l11ultiple regression analyses and stepwise regression anal yses were 

employed to identify variables, whi ch were relatively high predictors ofFTAC. 
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CHAPTER FOUR 

4. RESULTS 

Thi s part dea ls with the presentation, anal yses and interpretation of the co ll ected data. In the 

first section of the research, the characteri sti cs of the participants in terms of age, dri ving 

ex periences, educational level and average distance dri ven per day are presented. The 

ana lyses of th e major variables association and the relati ve contribution o f independent 

va ri ables in pred icting the dependent variable of interest are dealt within th e second and 

thi rd secti o n respecti vely. 

4.1 Participants demographic characteristics 

Frequ ency of the respondents' Traffic acc ident involvement with respect to demographic 

characteri sti cs has been summarized in the table below. 

Table I: Participants by their demographic characteristics 

Demographic characteristics Respondents 

Frequency Percentage 

Age gro up 
Youth ( 18-30) years 159 60.8 
Adult (greater than 30 years) 103 39.2 

Experi ence of Driving 
1-5 yea rs 114 49.5 
6- 10 years !O3 39.3 
More than 10 years 45 17.2 

Edu cational Level 
Primary education 56 21.4 
Secondary education 141 53.8 
1-1 igher education 65 24. 8 

Average distance dri ven 
Less than or equal to I 00 kmJday 94 35.9 
101-200km/day 122 46.6 
Greater than200 kmJday 46 17.6 
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From th e abo ve table, one can see that three/fifth of the respondents were youth whereas the rest 

were adults. Wit h regard to experience, almost half of respondents had an experience of dri ving 

in the range of o ne to five years, and a lmost 2/5th of them had driving experi ences in the range of 

six to ten years. Only 17.2% had experience of driving more than ten yea rs. The table al so shows 

that the respondents' educationa l level ranged from primary to higher education, most o f them 

hav ing seconda ry education. Moreover, the tab le shows that 35.9%, 46.6% and 17.6% o f th e 

respondents reported that they were driving less than 100km/day, 100-200kmJday and more than 

200 km/day respec tive ly. 

~ bl 2 FT 1C I b d I I {/ e " 
, I III VO vemenl ~y emOf!:rapiIlc C wractenstlc 

Demograph ic Respondents Freq uency of tra ffic accident 
characteri st ics Once Twice Three and Total 

~e 
No. % No. % No. % No. % 

Age group 
Youth (! 8-30 )years 107 67.3 34 21.4 18 9.5 159 100 
Ad ult (>30) years 78 75.7 18 17.5 7 4.4 103 100 

Driving Experience 
One to fi ve years 7 1 62.2 9 7.9 13 11.4 11 4 100 
S ix to ten years 77 74.7 26 25.2 10 9.7 103 100 
More than 10 years 37 82.2 7 6.7 2 2.2 45 100 

Educationa l leve l 
Primary education 40 71.4 II 19.6 5 8.9 56 100 
Secondary education 95 67.4 29 20.5 17 12.0 141 100 
Higher education 50 73.5 12 18.4 3 4.6 65 100 

Average di stance driven 
<= I 00 km/day 
101-200km/day 66 70.2 19 20.2 9 9.5 94 100 
>200 km/day 87 71.3 24 19.5 I I 9.0 122 100 

32 69.5 9 19.5 5 10.8 46 100 

As Table-2 shows large percent of traffi c accident were accounted by adults in once groups of 

freq uency of traftic acc ident. In twice frequency of traffic accident youths in vo lvement in traffic 

acc ident was more than 3.9percent adults are. With regard to th e three times and above, yout h's 

in vo lvement in f'req uency of traffic accident was more than two times the invo lvement of adults. 

In relat ion to driving experiences, drivers who had driving experience of one to fi ve and s ix to 
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ten yea r and more than ten years experi ences were involved in traffic accident and acco unted 

G2.2 percent, 74.7percent and 82.2percent respective ly in the once group of freq uency of traffi c 

acc ident. In twice FTAC, palti cipants who had experi ences one to fi ve, s ix to ten year and more 

than ten years accounts 7.9percent, G.7percent and 25.2percent of the participants respec ti ve ly. 

In the th ree times and above FTAC, the parti ci pants who had experience of driv ing one to ti ve 

yea r, s ix to ten and above ten years were in volved in FTAC were ll.4 percent 9.7 percent and 

2.2percent respecti vely. 

Moreover, the above table summarized partic ipant 's educationa l level w ith rega rd to thei r 

fi·equ ency of traftic accident. As it shows the percentage coverage withi n the once group of 

FTAC parti c ipants in th e three educati onal level (i.e. primary, secondary and higher education) , 

they acco unted 7 1 percent, G7percent and 73percent respectively. In twice FT AC in vo lvement, 

a lmost s imilar percentage accounted among the three educational levels (i.e. 19percent). In the 

th ree times and above FTAC invo lvement, the secondary educational leve l parti c ipan ts 

acco unted nearl y eq ual to the sum of the rest ed ucationa l level participants. 

Fi na ll y, acco rding to the amount of distance dri ven per day, respondenrs were ranked III 

descendent order in the invo lvement of FTAC (i.e. IOO-200krnlday, less than or equa l to 

IOOkm/day and greater than 200kmlday first second and third respectively with in the once 

groups of FTAC and al most s imilar percentage accou nt were observed in the three educa tional 

leve l wit h rega rd to twice, and three times and above freque ncy of traffic accident. 
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Table 3: Respondents Fequency by their type of traffic accident 

Frequency of respondents by types of accident 
Demographi c va ri ab les 

Peo Ie Vehicl e Other Total 
No % No. % No. % No. % 

Age group 
Youth (1 8-30) yea rs 64 40.3 85 53.4 10 6.2 159 100 
Adult (>30) yea rs 42 40 .7 58 56.3 3 2.9 103 100 

Driving experi ence 
One to fi ve yea r 43 37.7 55 48.2 5 4. 3 11 4 100 
Six to ten years 47 45.6 60 58.2 7 6. 8 103 100 
Above ten years 16 35 .5 28 62.2 I 2.2 45 100 

Educational level 
Primary education 27 19.1 25 44.6 4 7.1 56 100 
Secondary education 55 39.0 80 56.7 6 4.3 141 100 
Higher educati on 24 36.9 38 58.4 3 4.6 65 100 

Average distance driven per 
37 39.4 5 1 54.2 6 6.4 94 100 

<= I 00 km/day 50 40.9 45 36 .9 7 5.7 122 100 
101-200km/day 19 41.3 27 58.7 0 0 46 100 
>200 km/da y 

Table 3 shows you th ' s in volvement in traffic accident by the type of accident they faced. From 

the table, one can see that youth 's and adult 's accident involvement on people is a lmost equal 

40percent and onl y a slight differences is between youths and adults w ith the in vo lvement of 

vehicle accident in which adults are more involved in vehicle accident (3percent). [n relation to 

other property damage youths and adults were also invo lved wi th the same percentage, di ffers 

with vehi cle crash (3 percent) . With regard to one to five and above 10 years dri ving experi ence, 

respondents pe rcentage have almost unifOlm accounts (37.7percent and 35.5percent), but in the 

experience of6 to 10 yea rs of the respondents (45.6 percent) were involved in people fatality and 

injury. Parti c ipants with driving experience of above 10 years (which is nearl y two-thi rd ) were 

in vo lved in vehicl e crash and the rest dri vers, who had experiences of above 10 yea rs, accounted 

2.2percen t and they were invo lved in other propelty damage or crash. 
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In relation to educational level, and the types of accident they faced (people, vehicle or other 

property) which accounts one-fifth, two-fifth and 36% of the palticipants invo lved in injuries and 

rataliti es c ras hed we re primary, secondary and higher education level respectively. In addi ti on to 

this the table shows th at respondents invo lved in vehi cle crash were 44.6percent, 56.7percent and 

58percent from primary, secondary and higher educationa l level respectively. In relation to other 

property damage, respondents' percentage was 7. I percent, 4.3percent and 4.4percent from 

primary, secondary and hi gher educational level respecti vely. 

Fi na ll y, in relat ion to average distance driven per day respondents' invo lvement in injuries and 

fata lities crashed were almost 40percent in the three groups of the respondents. There is al so 

similar percentage account between respondents who drove less than or equal to 200km per day. 

Howe ver, parti c ipa nts, who drove greater than 200 km per day did not invol ve in property 

damage. With regard to participants invo lvement in vehicle crash, 54.2%, 36.9% and 58.7% of 

respondents who drove less than or equa l to 100 km/day, 101 to 200 km/day and greater than 200 

km/day were in volved in vehicle crash. 
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Table 4 Number ojtraffic ticket taken with respect to demographic characteristics 

Frequency of traffic ticket taken 
Demographi c Va ri ab les 1-3 4-6 7-9 

ti mes ti mes times 
10 and 
above 

No. % No. % No. % No. % 

" u 

" 00 .~ 
~ ~ 

- '" > Q. 
.- " -Ow 

'" " o 
'iii 
u -

" '" "0 > 
UJ~ 

Youth( 18-30) years 12 

Ad ult (>30) years 14 

1-5 yea r 12 

6-10 year 9 

> 10 yea rs 5 

Primary education 5 

Secondary education 12 

Hi gher education 9 

<; I OOkm/day 7 

10 1 -200km/day 16 

> 200km/day 3 

7.5 16 

13 .9 I I 

10.5 6 

8.7 14 

11.1 7 

8.9 9 

8.5 16 

13.8 2 

7.4 9 

13. I 16 

6.5 2 

10.1 64 40.2 67 42.1 

6.9 35 22.0 43 41.7 

5.2 39 34.2 46 40.3 

13.6 44 42.7 47 45.6 

15.5 16 35.5 17 37.7 

16.0 16 28.6 24 42.8 

11.3 56 49.2 62 43 .9 

3. 1 27 41.5 24 36.9 

9.6 33 35. I 45 47.8 

13. 1 44 36.0 46 37.7 

4.3 22 47.8 19 41.3 

One can observe fro m table 4, that the freq uency of traffic ticket taken by adults were more than 

yo uths traffic ticket taken in the range o f one to three times but the reverse is true (i.e. when the 

number of traffi c ticket taken increases the youths fj-eque ncy were greater than adults). Th is 

implies that as the number of traffic ticket taken increases the ages of parti cipants' decrease in 

the ran ge greate r than the number of traffic ticket taken more than three times. 

I n re lat ion to experiences, except in one to three times frequency of traffic ticket taken , as the 

ex peri ence increases, the percentage of traffic ticket taken decreases, and the same is true for 

those who took traffi c ticket above 10 times. Nevertheless, the reverse is true in frequen cy of 

tratlic ticket taken 4 to 6 times and 7 to 9 times. This implies that as the participant ' s experiences 
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increase th e number of traffic ticket taken also increases. In relation to educati ona l level, 

respondents a t secondary educational level, higher education level and primary educational level 

we re in th eir ord er of number of traffic ticket taken (i. e. the first, second and third rank order 

respectively) . A verage di stance driven per day and the number of traffic ticket were ord ered in 

table 4 shows that the first, second and third order of frequency of traffic ticket taken were 

parti c ipants who have 10 1-200km/day, less than or-equal to IOOkm/day and above 200km/day 

respecti ve ly. 

4.2 Relationships of the variables under the study 

In order to see the strength of the relationship amo ng predictor variables age, experi ence, 

openness, consc ientiousness, extroversion , agreeableness, neurotici sm, speed, vio lat ion, 

competiti ve drivin g and reckless driving) and th e criterion variable (fi·equency of traffi c 

acc ident) zero-o rder correlation among the variabl es was employed. 
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Ta bk-S Zero order corrclmion matrix among Ihe variab le under sllldy 

Age Expc. FTAC Speed 

Age 1 .938(**) -.355(**) -.832(") 

Expe. .938(") 1 -.266(**) -.768(") 

FTAC -.355(**) -.266(**) 1 .434(**) 

Speed -.832(**) -.768(**) .434(**) 1 

V TR -.789('*) -.693(**) .313(**) .701(") 

CD -.859(") -.757(**) .425(**) .833(** ) 

RD -.82 1(**) -.742(*"') .328(*+) .8 15(**) 

0 -.019 -.029 -.113 .079 

C .218(**) .103 -.165(") -.254(** ) 

E -.252(**) -.243(**) .140(') .453(**) 

A .046 -.024 -.030 .075 

N -.344(") -.226(") . 157(*) .253(**) 

** Correlation is sign ificant at the 0.0 1 level (2-tailed). 
* Correlation is s ignificant at the 0.05 leve l (2-tailed). 

VTR 

-.789(") 

-.693(**) 

.313(**) 

.70 1(**) 

1 

.784(**) 

.8 11(**) 

-.168(") 

-.260(** ) 

.2 13(** ) 

-.168(**) 

.366(** ) 

CD 

-.859(") 

-.757(**) 

.425(**) 

.833(**) 

.784(**) 

1 

.888(*') 

.0 14 

-.212(**) 

.342(**) 

-. 03 1 

.306(* *) 
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-.82 1(** ) -.0 19 .2 18(") -.252(**) .046 -.344(**) 

-.742(* *) -.029 . 103 -.243(**) -.024 -.226(**) 

.328(**) -. 11 3 -.165(**) .140(*) -.030 .157(*) 

.8 15(**) .079 -.254(**) .453(**) .075 .253(**) 

.811(**) -.168(**) -.260(**) .2 13(**) -.168(**) .366(**) 

.888(" ) .0 14 -.2 12(**) .342(**) -.03 1 .306(") 

1 .084 -. 192(") .350(**) .029 .103 

.084 1 .25 1(**) .225(**) .456(**) -.361 (**) 

-.192(**) .251(** ) 1 -.096 .637(**) -.490(") 

.350(*"') .225(**) -.096 1 .074 . 103 

.029 .456(**) .637(** ) .074 1 -.549(**) 

.1 03 -.36 1 (**) -.490(**) .103 -. 549(**) 1 
'- ---



As can be seen li'om TableS, frequency of traffic accident was negati ve ly and signi ficantly 

re lated to age/r = -0 .355, p<O.OI), experience (1= -0.266, p<O.OI) and conscientiousness(r= -

O. I 65 , p<O.O I) . To the contrary frequency of traffic accident was positi ve ly and signi ti cantly 

re lated to speed (1= 0.434, p<O.O I), v io lation(I= 0.313p<0.0 I), competitive drivin g (t=0.425 , 

p<O.O I), reck less dri ving(I= 0.325, p<O.OO I) extroversion (t=0.14, p<0.05) and neuroti cism 

(1'=0 . I 57, p<0.051 ). Nevertheless, the variables openness and agreeableness have no signi fi cant 

relationship with li'equ ency of traffic accident (p<0.05) . 

In addition, some of the predictor variable (OCEAN) was significantl y corre lated with some of 

ri sky driv ing behav ior. That is openness was negatively and significantly correlated with 

vio lation (1= 0.168, p<O.O I). conscientiousness was negatively and significantly correlated wi th 

speed (1= -0.2 54, p<O.O I), competitive driving (1 - -0.12, p<O.O I), violation (1= -0.266, p<O.O I and 

reckless dri ving (r=-O. 192, p<O.O I). extroversion was positively and significantl y correlated with 

speed (r=0.453 ,p<0.0 I), competiti ve driving (1= 0.342, p<O.O I), violation (1= 0.21 3,p<0.0 I) and 

reck less drt ving (r=0. 350, p<O.O I) . Agreeableness was negatively and sigmticantl y correlated 

only with speed (r=-O. 168p<0.0 I) . Finally neuroticism was positively and signi ii cantl y 

correlated with speed (1=0.253, p<O.O I ), competitive driv ing (1= 0 .306, p<O.O I) and violation 

(1= 0.366 , p<O.O I) . 

With rega rd to the correlation among demographic characteristics and risky dri vi ng behavior, the 

result was as follows. Age was negatively and signiti cantly correlated w ith speed (r=0.832 , 

p<O.O I), violat ion (r=-0. 789, p<O.O I), competiti ve dri ving (1=-0.82 1, p<O.O I). The other 

demographic characteri stic , experience was negatively and significantly corre lated with speed 

(1= -0.768, p<O.O I), violation (1=-0.693 , p<O.O I), competitive driving (1=-0.757 , p<O.O I ) and 

reck less dri ving (1= 0.742 , p<O.OI). 
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4.3. Predicting freq uency of traffic accident (FTAC) 

4.3.1 Predi ctin g FTAC fro m per sona lity cha racteristics 

In order to see the combi ned and relati ve contribution of personali ty variables in the predic tion of 

frequency of tr affi c acc ident mUltipl e regress ion analyses were calTied out. 

Table 6 1111111iple regression analysis resultsfor predicting FTACFom OCEA N 

Unstandardized Standardi zd 

Model coeffi cient coeffic ient 

B Std . Error Beta t Sig. 

(Consta nt) -.106 .693 · .153 .879 

Openness .002 .007 .022 0.343 .73 2 

Con sc i en ti 0 u s ness -.029 .01 3 -. 18 1 -2.53 .025 

Extroversion .045 .01 5 .207 2.957 .003 

Agreeab leness .01 8 .01 6 .095 -178 .282 

Neuroti cisms .03 1 .0 12 .194 2.570 .011 

-{/. Depe{/de{/{ V{Ir/{/b/e.· FTA C, (R~0.298. I/" ~ O. 089. A{Ij.R- ~ O. 0.088, SEE~ /8.428, F ~).006, p <0.000) 

Thc mu ltiple regressions Table (Table 6) shows that all the independent va riables combined 

together had significant contributi on for the pred iction of FTAC. A ll of them added sign ificantly 

to the predicti on of FTAC, which accounts for about 8.8% of the vari ance in FTAC. 

In order to know the relative contributi on of each personality characteristics to th e predi ction of 

FTAC, a stepwise regress ion analysis was employed. 
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Table 7 Stepwise regressions analysis result/or predicting FTACjrom OCEAN 

(Criteria: Pl'Obabilil),-of-F-IO-enter <= .050, Probabilit),-of-F-to-remove >= .100). 
R' 

R R 2 Adj. R2 Change F Sig. 

Model SEE change 

I . 165(a) .027 .024 .669 .027 7.310 .007 

2 .250(b) .063 .055 .658 .035 9.734 .002 

3 .290(c) .084 .073 .652 .022 6.058 .014 

a. Predlcton': (COllstallt) , ConSCientIOusness 

b. Predictors : ( COl/SWill). COllscientiollsness, Extroversioll 

c. Predictors: (Colis/alit), Conscientiollsness, Extroversioll, Gnd NClfroticislI1s 

Table 7 shows that in the first step conscientiousness was entered into the regress ion model and 

the result of th e regress ion analyses indicates that conscientiousness accounts for 2.7% of the 

proportion of the va riance in FTAC. In the second step, extrovers ion was se lected in the 

regression model and is found to explain 3.6% of the variance in FTAC. Then the score of 

neurotic ism entered into the model and found to be contributed 2.1 % of the explained variance. 

Thu s, the independent variables entered in the regression model together expla ined 8.4% of the 

variance in the FTAC. The remain ing variables agreeableness and openness did not contribute in 

expla ining the variance in the frequency of traffic accident. If the scores of these two variab les 

are to be inc luded, they raised the explained variance to 8.9%, an increase of 0.5%, wh ich is not 

sign itl cant at p<0.05. The F test of the variable entered in the regression model revea led the 

independent co ntribution of conscientiousness, extrovers ion and neurotici sm to the va riance in 

FTA C is s ignificant (p<0.05). 
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4.3.2 Predicting FTAC from risky driving behavior 

In ord er to see the combined contribution of the independent variables, speed , violation , 

competiti ve driving and reckless driving, a mu ltiple regression analysis was employed. 

Table 8 multiple regression analyses for predicting FTAC Fom risky driving behaviors 

Unstandardized Standardized 

coeffi c ient coefficients 

Model Std. T Sig. 

B EtTor Beta 

(Constant) -.497 .325 -1.530 .127 

Speed .055 .016 .350 3.367 .00 1 

Violation .00] .012 .012 .129 .898 

Competiti ve driving .045 .014 .447 3.344 .00 1 

Reckless dri ving -.042 .016 -.364 -2.70S .007 

.' - " a. Dependent V,lIlabl e. FT AC, (R -0 . 476, R -0.227, AdJ. R - 0.215, SEE - 0.600, F - 18.824 , P-O.OOO) . 

The multiple regressions Table (Table 8) shows that all the independent variabl es combined 

together had sign iticant contribution for the prediction ofFTAC. All of them added sign iti cantl y 

to the pred iction of FTAC wh ich accounts fo r about 2 1.5%% of the variance in FTAC. 

Mo reover, to find out the relative contribution of each ri sky driving behavior in th e pred iction of 

FTAC, a stepwise regression analysis was employed. 
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Table 9- sleplVise regress ion analysis result for predicting FTA C from ris/..y driving behavior 

(Criteria: Probability-of-F-io-ellier <= .050, Probabilily-of-F-io-relllove > = .100). 

Change Stati sti cs 

Mode l R R2 Adj. R2 
, 

F change Sig. SEE R- change 

1 .434(a) . 189 .186 .6 11 . 189 60.474 .000 

2 .449(b) .202 .196 .607 .013 4.228 .04 1 

3 .47G(c) .227 .2 18 .599 .025 8.277 .004 

a. Prer!tctors: (Collstalll), Speed 

h. Predictors: (Collslallt). Speed, compelilive drivillg 

c. Prediclors: (Coll stanL), Speed, competitive driving , (lnd reckless driving 

Table 9, shows that in the fi rst step speed was entered into the regression mode l. The result 

indi ca tes that speed accounts for 18.6% of the proportion of the variance in FTAC. In the second 

step, Competi tive driving entered in the regression model and is found to explain 1 % of the 

variance in FTAC. T hen the score of reckless driving entered into the model and fou nd to be 

contrib uted 2.2%, of the expla ined variance. Thus, the independent variables entered in th e 

regress ion mode l togeth er explai ned 2 1.8% of the variance in the FTAC . 

T he re ma ining variab le (v io lation) did not co ntribute in the va riation of the explained va ri anc. If 

the sco re of vio lat ion is to be included, it decreased the explained variance to 2 1.5%. It is a 

decrease of 0.3%, which is not significant at p<0 .05. In addition, the F test of the vari able entered 

in the regress ion mode l indica ted that the independent contribution of speed, co mpetiti ve driving 

and reck less dri ving to the vari ance in FTAC is s ignificant at p<0.05 . 
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4.3.3 Predicting FTAC from demographic characteristics 

To l"ind out th e combined contTibution of demographic characteristics (age and expe ri ence), a 

mul tiple regression ana lysis was employed. 

Tab/elO multiple regression analysis resultfor predicting FTACFol11 age and experiel/ces 

Un standardi ze Standardized 

Coefficient Coeffi cient 

Model Std. t Sig. 

B Enor Beta 

(Co nstant) 3.402 .336 10.120 .000 

Age -.087 .0 16 -.873 -5.344 .000 

Ex perience .081 .024 -.552 -3.380 .00 1 

fl. Depelldelll Vfl riflble: FTAC. (R ~O .404, R2 ~0. 163. Ad). R' ~0.157 SEE~0.622, F~245. 25 7, P < 0. 000). 

As it is shown in table 10, to compute the combined contribution of the independent vari ables, 

age and ex peri ence a multiple regress ion analysis was employed. The multiple regress ion tab le 

show that both the independent variables combined had significant contribution fo r the 

predic ti on o f FTAC. Both of them added significantly to the prediction of FTAC, whi ch acco unts 

fo r about 16.3% of the variance in FTAC. 

Fu rth ermore, the researcher computed the relative contribution of demographic characteristics 

(age and experi ence) by stepwise regress ion analysis. 
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Table II Stepwise regression analysis results for predicting FTACji-oll1 age and experiences 

(Crileria: Probabi!ily-o(-F-to-enter < = .050, Probability-of-F-to-remove >= .100) 

Mode l R R- Adj. R' SEE R- F Sig. 

change Change 

I .355(a) .126 .123 .634 .126 37.584 .000 

2 A04(b) .163 .157 .622 .037 I IA23 .001 

a. Predictors: (Constant), Age 

b. Predictors: (Constant) , Age, Experiences 

As tabl e I I, show that age is the first variable entered in the stepwise regress ion model and 

accounts 12.3% of the variance in the explained variance. In the second step, experi ence was 

entered the model and found to be account for about 3A% of the explained variance. Thus the 

independent variables (age and experience) entered in the regress ion anal ysis model together 

exp lained 16. 3% of the variance in FTAC. 
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4.4 Predicting risky driving behavior 

4.4.1 Predicting ri sky driving behavior from demographic characteristics 

In order to see the combi ned contribu tion of the demographic characteri sti cs of age and 

ex pen ence to the pred icti on of ri sky dri ving behavior, a multipl e regress ion analysis was 

cond ucted. 

Table 12 lIIultiple regressioll analysis fo r predicting Risky-driving behavior from age Gild experiel/ ces 

Unstandardized Standardized 

Coeffi cients Coefficients 

Model Std. T Sig. 

B r Beta 

(Constant) 2 10.799 4.81 5 43 .778 .000 

Age -3.584 .232 -1.1 75 -1 5.438 .000 

Ex peri ences 1.328 .343 -.295 3.872 .000 

{f .Depelldew VaJ"/a ble: Risky dnvlIlg belwvlOr Total. 

(R ~ ().905, R' ~O. 8 1 Adj.R'=.817. SEE~8.904 F=583.64 P< 0.000) 

Table 12, shows that both the independent vari ables (age and experi ence) combi ned has 

s igniti cant contribu tion for the prediction of ri sky dri ving behav ior. Both of them added 

sign ifica ntly to the pred iction of risky driving behavior, which accounts for about 8 1.8% of the 

va riance in ri sky dri ving behav ior. 

A stepwise regression anal ys is was conducted, in order to see the relat ive contribution of each 

predictor variable (age and experience) to the predi ction of ri sky dri ving behav ior. 
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Table 13 Slep",ise IIIlIltiple regression analysis result for predicting risky driving belwviorfj'olll age 

and experiel/ces (Criteria: Probability-of-F-to-enter < = .050, Probability-of-F-to-relllove > = .100). 

Change Stati stics 

Mode l R R2 AdjR2 Std. Error of Sig. 

the Estimate R2 C hange F Change change 

I .899(a) .808 .807 9. 140 .808 1093.450 
0.00 1 

2 .905(b) .8 18 .817 8.904 .0 II 14.99 1 

o. Predictors: (Col/stalll). Age 

b. Predictors: (Col/slallt) , Age, Experiences 

Besides, th e combined contribution of the variable, the researcher computed the relative 

contrib ution of both variables (age and experience) . In the stepwise regression analysis, both of 

th e independ ent va riabl es have s ignificant contribution to the prediction of ri sky dri vin g 

behav ior. The varia bl e age was entered first in the stepw ise regress ion w ith a co ntributi on of 

0.807 of the vari ance in risky driving behavior followed by dri ving ex perience, which 

co ntributed 0.0 1 (accounting about 1% of the variation in ri sky driving behavior). 

4.4.2. Predicting risky driving behavior from OCEAN 

T o see th e co mbin ed contributi on of the personality characteristics (openness , conscientiou sness, 

ex tro version , agreea bleness, and neuroticism) a mul tiple regression analys is was conducted. 
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Table 14 multiple regression analysis resultforpredicting risky driving behaviorji-oll1 OCEAN 

Unstandardized Standardi zed 

Coefficient Coefficients 

Mode l Std . T Sig . 

B Error Beta 

(Co nstant) 61.028 19.583 3.11 6 .002 

Openness -.259 .434 -.038 -.598 .55 1 

Co n sc i en ti 0 usn css - 1.1 90 .363 -.242 -3.75 .001 

Extroversion 1.047 .199 .306 5.264 .000 

Agreeableness 1. 5 18 .465 -.266 3.268 .001 

N eu roticisllls 1.233 .339 .252 3.637 .000 

{I. DepclldclIl Va/'lablc: Risky dn vlIIg Total 

(R ~0481. R' ~O2.l/, AdJ. R-'~0,216 SEE ~ 18.428, F~ /5,J9, P< 0,000) 

As it is shown in table 14, the cOlllb ined contribution of the independent variabl es, openness, 

Consc ienti ousness, extroversion agreeab leness and neurotici slll a llluitiple regress ion ana lysis 

was elllployed, The lllui tiple regress ion table (table 14) show that all the independent variables 

cOlllbined togeth er had significant contribution for the prediction of frequency of risky driving 

beha vior (FRDB), All of them added significantly to the prediction ofFRDB, whi ch accoun ts for 

about 21,6 % of th e va ri ance in FRDB. 

Furtherlllo re, th e researcher cOlllPuted the relative contribution of personality characteristi cs 

(OCEAN) using stepwise regression ana lysis, Moreover, stepwise regress ion analys is was 

carri ed out to see the relati ve contribution of each personality characteri stic (OCEAN) in the 

predic tio n o f frequency of risky dri ving behavior. 
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TaMe 15 Step,,,ise regressiolls allalysis result for predicting risky drivillg behavior/i'oJII OCEAN 

(Criteria: Probability-ofF-lo-elller < ~ .050, Probability-ofF-to-remove >~ .100). 

Change Statistics 

Model R R2 Adj . R2 Std. EE R2 F Sig. F 

change change change 

I .366(a) . 134 .13 1 19.405 . 134 40.298 .000 

2 .434(b) .189 .182 18.821 .054 17.364 .000 

a. Pre{/iclOr.\': (COI/SUlI/tj, ExtroverSion 

b. Predictors: (COllslolIl), Extroversion, Neuroticism 

Table 15 shows th at, in the first step extroversion was entered in the regression model. The resu lt 

ind ica tes th at extrovers ion accounts for about 13. 1 % of the proportion of th e va riance in ri sky 

driving behavior. In th e second step, neuroticism was entered in the regressio n model and is 

found to explai n 5. 1 % of the variance in risky dri ving behavior. Thus, the independ ent va ri ables 

entered in the stepwise regression model (extroversion and neuroticism together explain 18.2% 

o f the variance in ri sky driving behavior). 

The remaining va riables (openness, consc ientiousness and agreeableness) did not co ntribute in 

explaining the va riance in frequency of ri sky driving behavior. If the score of th ese three 

va ri ables are to be included, they rai sed the explained variance to 21.6%, which is an increase of 

3.4% and whi ch is not s ignificant at p<0.05. 

The F test of th e va ria ble in the regression model revea led that the independent contribution of 

ex tro version and neurotic ism to the variance in ri sky driving behavior is significant (p<0.05) 
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CAPTER FIVE 

5. DISCUSSION 

The di scuss ion section attempts to re late the result of the analyses with the research questions 

forwarded at th e beg inning. The research result in re lation to other re lated findings were brieOy 

d iscussed as follow. 

5.1 PeJ'sonality characteristics and FTAC 

The resu lt of the present study indicates significant relationship between the three persona lity 

characteri sti cs (consc ientiousness, extroversion and neuroticism) and FTAC. In thi s regard, the 

results of the co rrelation analysis reveal that there is a significant negative co rre lation of 

consc ienti ousness scores with measures of FTAC. It is understandable from the result that 

indi viduals, who score poor or low in consc ienti ousness tests, have some importan t assoc iations 

with freq uency o f traffic accident. The stepwise regression analysis al so confirms th at the 

relative contribution of conscientiousness is found to be significant in predicting FTAC. Stated 

differently, consc ientioll sness is fo und to be the best and consistent predictor o f FTAC !l'om 

other perso nality characteristics. In add ition, the regression analysis indicates that the 

consc ienti ousness va ri able a lso exerts an impOltant and significant influence fo r FTAC when 

taken simultaneous ly wi th other personality characteri stics. 

In general, indi vidua ls are poor in self-di sc ipline; do not have aim for achievement; do not know 

preference for plan ned rather than spontaneous behavior; fail to score high in consc ientiousness; 

do not avo id trouble drive in a planned and alert way and do not concentrate in th eir way are 

like ly to in vo lve in FTAC. 

These outcomes agree with various research findings. In relation to conscientiousness and 

in vo lvement in vehic les crash, Arthur and Graziano ( 1996) have re li able research ev idences, 

whi ch demonstrated as th ey have an inverse relationship between them. Since driv ing style 

re fl ec ts choices th at dri vers make, (E lander, West, & French, 1993 ; Evans, 199 1), it can be 
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a rgued that dri ving style re fl ects personality and therefore should predict cras h invo lve ment. 

T hus, these pe rsona lity characteri sti cs may indi vidually help to predict dri ving style as we ll as 

traffic accident in vo lvement. 

The other persona li ty characteri stic to be di scussed is extroversion. Regarding extro vers ion, the 

res ult of co rrelation ana lysis with FTAC revea ls that there is a significant posi tive correlat ion 

between the vari ables . It is understandab le from thi s resul t that indi viduals who have pos itive 

emotion, urgency, tend ency to seek out stimulati on and the company o f others, have important 

associatio ns with FTAC. The stepwise regress ion analysis al so confi tms tha t th e relat ive 

contribution of extroversion is fo und to be signifi cant in predicting FTAC. In other words, high 

ex troversio n is found to be the second best predictor of FTAC relat ive to oth er perso na li ty 

characteri stics. in add ition, the regress ion analys is indicates that, the extrovers ion variab le also 

exerts an important and significant infl uence for FTAC when taken s imultaneously with other 

pred icto r va ri abl es. 

Ge nera lly, indi vidua ls who tend to be enthusiastic and action oriented , are more likely to say, 

"yes" or " let 's go" to opportun ities fo r excitement, and are often perceived as full o f energy 

th erefore, they are li ke ly to in volve in frequent traffic acc idents. 

In th is rega rd , these findings are in agreement with some resea rch find ings and contrary with 

some other research findings. The finding is in contrary with find ings of Lee and hi s co lleagues, 

(2006) c ited the wo rk of Liao et al. (200 1). Thus, In relation to introversion-ex troversion , th ey 

fo und that personali ty trai ts including introversio n were related to higher injury rates on the job. 

They suggested that introverts were less likely to call for ass istance, and as fire fighting requ ires 

a high degree of tea mwork, and they exposed themse lves to greater personal ri sks. The study of 

th e fi re fi ghters in U.S. particularl y in teresti ng because the general view in psychology is that 

ex tr overs ion is th e characteristics that are associated with accidents. These apparentl y 

contrad ictory lindings, illustrates how personali ty characteristics can interact with th e s ituation 
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some one IS in , and th e type of task they are asked to carry out, to produce an un sa fe 

ellvi ronmen ... 

In co ntrary to the above research findings, there are other research findings, which are in 

agreement with the present research out come. Thus, extrovers ion is associated with being 

im pul s ive, energetic exc ite seeking and so on. Because o f thi s, they have been found to be a 

featu re in people who have car accident and accident at work (Fumham and Heaven, 1999). 

Mo reover, Wilson (1 990) demonstrated that none users of safety belts were hi gher sensa tion 

seeker more impul sive (which characterizes the extroversion personality trait) and accu mulated 

mo re traffi c vio lation than moderate and consistent users of safety belts. FUl1hermore, Shiner 

( 1998) also suggested that drivers possess ing traits, associated with extrovers ion or type A 

persona liti es might be more li kely to involve in risky driving behavior. 

The las t persona lity characteristic to be discussed is neuroticism. Neuroti cism is pos iti ve ly and 

signiti cantl y related with FTAC. From thi s, it is possible to co nclude that, individuals who have 

the tendency to experience negative emotion such as anger, hostility, anxi ety or depression have 

th e opportunity to in vo lve in FTAC. These Show that drivers who score high levels of anx iety 

whil e driving experi ences more negative attitude towards committing a traffic violation as a 

result of these indi vidual s who score high in anxiety which is a manifestation or characteri stics 

of' neurotic indi vidua ls are less likely to involve in traffic accident or in a ri sky dri ving behavior. 

In contrast to thi s indi viduals whose personality characte rized of anger (score high in anger 

sca le), in vo lved in high traffic accident. 

The result of stepwise regression for neuroti cism also confirms that the relat ive contribution of 

the va riable is found to be sign ifi cant in pred icting FT AC. Th is means that neurot ic ism is the 

thi rd predictor of FTAC relative to other personality characteristics. The combined contri bution 

o f neurotic ism when taken simultaneously wi th other persona lity characteri sti cs is also 

s ig n i licant. 
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Therefore, indi vid ua ls who score high in neuroti cism are emotionally reactive and vu lnerabl e to 

stress, th ey are a lso more likely to interpret ordinary situations as threatening, and minor 

thlstration as hopelessly diffi cult. These problems in emotional regulation can dimini sh a 

neuroti c abi lity to think clearl y, make deci s ion and cope effectively with stress. This in turn 

results in inattention driving, which might have significant effect and contribut ion in th e 

in vo lve ment of frequ ent Traffi c Accident. 

This find ing is in line with some researches. Yagil 's (2001) resea rch outcome ind icates that 

individuals who ex peri enced high levels of aggression , anger, hostility or. .. also experi ences 

more positive att itude towards engagement in traffic violations than drivers who ex perienced low 

level of aggressio n, anger. .. which in tum results in frequent traffic accident. 

S.2 Risky d,-iving behavior and FTAC 

The linding o f the present study indicates a significant relationship between risky driving 

behavio r and FTAC. As it is clear Ii-om, the correlation analysis, the risky driving behavio rs 

sco res have s ignifi cant positive correlation coefficients with frequency of traffi c accident 

in vo lvement. 

The research res ult shows that frequent speeding in day-to-day driving experi ences of 

partici pants shown to have significant association w ith frequentl y involvement in tra ffi c 

acc ident. 

S imilarl y, the stepwise regress ion analysis further assures that the relative contribution of speed 

is found to be signifi cant in predicting frequent involvement in tra ffi c accident. In addition, 

speed is th e best predi ctor of frequent traffic accident involvement relati ve to other ri sky dri ving 

behaviors. Mo reover, when all the ri sky driving behaviors were taken si multaneously, th e 

multipl e regress io n ana lys is revea ls that speed exerts important and signifi cant innuence fo r 

frequency oftral'ft c acc ident. 
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In general , one can concl ude from the resu lt that indi vidua ls, who fj'eque ntly dro ve above the 

speed lim it or v iolated speed limit in any place and time, are more likely to invo lve in ti'equent 

traffic accident. 

Th is findi ng is in agreement with many researches. For example, Evans ( 1991) poi nted out that , 

Vehic le crashes ha ve re liably co-varied with increase and decrease in the nati ona l speed limit. 

According to (.lona h (I 986) Speed has been positively correlated w ith crashes per d istance. 

Excess ive dri ving (speed) is one of the most important contributors to road accident regardl ess o f 

driver age and leve l of skill (Elliott et aI. , 2004). Brown and Cotton, (2003) also reported that, 

Eve n when aware o f the potential consequences for speed ing, drivers in Australia stil l indicate 

in vo lvement in accident behavior. 

Clarke, Ward and Truman (2002) also suggested that speed was the most common facto r 

in vo lving in driving offence among young drivers. Similarly, West and Hall ( 1997) found that 

speed was a s ignifi cant risk taking behavior while driving. When respondents focu sed on specific 

locations, whil e Brown and Cotton found a similar result when respondents were asked to 

co nsider the ove r a ll proportion of time they exceeded the speed limi t. They also suggested that 

in vo lve ment in speed ing behavior might also be due to a low probabili ty of negative out come, 

as was indicated for se lf-be havior. 

In Ethi opia, speed accoun ts 11.1 % of the total traffic acc idents, but thi s percentage is duet to 

un der repo rting of the accident since there are no enou gh radiators that control s drivers speeding 

(NTMPS, 2007). 

Regarciing the sco res of violat ion of traffi c rul es, the res ult shows that, there was signifi can t and 

positive correlation of vio lation of traffic rules with fj'equency of traffi c accident in vo lvement. 

Stated differentl y, indi vidual s who score low in violation of traffic rul es have low corre lation or 

association w ith th e in vo lvement of frequent traffic accident. 

48 



Bes ides th e corre lation coeffi c ients, the researcher employed regression analysis in ord er to see 

the predi ctive va lu e o f violation in pred icting frequency of tra ffi c accident in volvement. The 

regress ion ana lys is model revea ls that the relati ve contribution of violation o f traffic rul es to the 

in vo lvement in Il'equ ent traffi c acc ident is not significant. Moreover, the mUltipl e regress ion 

ana lys is shows that there is a decrease in the exp la ined variance w ith 0.3%, which is a lso not 

s ignifi can t at p<O.OS. C lea rl y, for the present sample, violati on of basic tra ffi c ru les did no t 

contri bute for the variation of frequ ency o f traffi c acc ident involvement. This might be partly du e 

to chance error o r may be du e to high correlation with other related variables, the co ntribu tion of 

this vari able was taken over by the three (ri sky dri ving behavior parti cularly by speed which 

accounts th e hi ghest variances in the invo lvement of FTAC. 

In co ntras t to thi s findi ng, Ullberg & Rundmo (2002) fo und that violati on of traffi c rules have 

signi fi cant corre lati ons with FTAC. According to them while driving, with reported dri ving 

vio lat ions it predicts future accident invo lvement. 

The oth er important variab le, which has relationship w ith the frequency of traffic acc ident , was 

Competi tive driving. The present resea rch outcome reveals that competiti ve divini ng is 

positi ve ly and s igni fi cantl y corre lated with frequ ency of tra ffi c accident. Thi s imp li es that 

ind ividua ls, who have intention o f competition, have shortage in time, and need to gel much 

money, are li ke ly to in volve in FTAC. Besides the cOITelation coefficient made it c lear, 

competi tive dri ving is a more predic tor ofFTAC than reckl ess driving and violati on of traffi c 

rul es. The stepwise regress ion analys is al so confirms th at the relative contribution of co mpeti tive 

dri ving is found to be significant in predicting FTAC next to speed. In other words, competi tive 

driving is the second best predictor o f FTAC involvement as compared to other ri sky driving 

behavior. Mo reover, the multipl e regress ion ana lys is shows that competi tive dri ving exerts an 

im portant influence in the frequency of traffic acc ident w hen it is taken simultaneously with 

other predi ctor variab les. 
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To conclude, indi viduals who are competitive in driving (who have shortage of time, need to 

co ll ec t mu ch money), turn , pass and park improperly resulted in frequent traffi c acc ident. That 

means, as dri vers frequently turn, pass and park improperl y, they also involved in frequent traffic 

accident. 

The result of thi s finding is in agreement with other findings. For example, Thomas, (1999) 

found that competitive driving and reckless driving ( .... improper tuning and pass ing) we re the 

major fa ctor whi ch results in frequent ri sky dri ving behavior and which also resulted in frequent 

traffi c accident. 

The result of th e present research study reported a sign ificant relation-ship between reckless 

dri ving and frequ ency of traffic accident. As it is clear from correlation analysis , like speed and 

competiti ve dri ving, the reckl ess driving scores have also significant positive correlation 

coeffi c ients w ith FTAC. Here it shows that, the frequent involvement in reckless dri ving res ulted 

in a li'equent in volvement in traffic accident. In other words, individuals who frequentl y drive 

reckl ess ly( i. e. use cell phone while driving, drinking and driving, chewing "chat" and driving, 

non-user of safe ty belts, etc.) are involved infiequent h'affic accident. In addition , indi vidua ls 

who made hi s dri ving tasks more difficult with off task behavior are positively associated with 

li'equ ent traffi c acc ident. 

Besides the correlation coefficient mad it clear that, the frequency of traffic accident in vo lvement 

can be predicted by reckless-driving, This is confirmed by stepwise regress ion in whi ch reckl ess 

dri ving is found to be significant in predicting FTAC next to competiti ve dri ving. It implies that 

rec kl ess drivin g is the third va riabl e ofrisky driving behavior in predicting FTAC. Moreover, the 

multiple regression ana lysis shows that reckless driving exerts a significant contribution in the 

variation of FTAC when it is taken si multaneously with other predictor variables. 

In li ght of th ese, recent researchers found that motorists who talk on handled or hands li'ee 

cell ular phones are as impaired as drunken drivers are and the researchers recommended that if 
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legislators really wa nt to address driver' s destruction, then they should consider out lawing ce ll 

phone use whil e dri ving (Stayer et ai, 2006). 

In Ethiop ia, according to NTMPS (2007) influence of alcohol in traffic accident accounts 0.3% 

as identifi ed by the pol ice. Drivi ng under the influence of alcoho l and drugs includin g "chat" is 

also one of the causes of drivers' error, which might expose drivers to involve in traffic accident. 

Some research al so shows "chat" has significant negative impact on drivers performance 

(NTMPS, 2007). 

5.3 Demographic characteristics and FTAC 

The research ou tcome shows that, age and experiences have moderate significance and negative 

relationshi p with the dependent variab le (FTAC). This implies that as participan ts ' age increases, 

they decrease in th e in volvement of freq uent traffic accident. In other words, youths are more 

li·equently in vo lved than adults are. Like age, as drivers experiences increased there is also a 

decrease in the in volvement of traffic accident. 

The result of thi s f:inding is in agreement with many other findings. In one statis ti cal study, 

yo ung truck dri vers (age 18-2 1) had moving vio lation rates that were almost twice those of the 

midd le age drivers (30-49). Moreover, speeding above the speed limit and unsa fe speeds for 

conditions were th e tw o top violations cited. In fact, young commercial drivers were reported to 

be about 50 percent more likely than midd le-aged dri vers to be charged with a violation in cra sh 

(B lower, 1996). 

Young dri vers (under 30 years old) are more likely to speed than other dri vers of all dri vers 

invo lved in fa tal crash are: you ng males are most likely to speed. The relati ve proportion of 

speeding-related to fata l crashes decrease with increas ing driver age. According to Dav id 

Fergusson et a l. (2003) sa id that ri sky drivi ng behavio r are common among youn g people, 

part icularly you ng mal es prone to externalizing behaviors (substance abuse, crime and traffic 

affi liation with devia nt peers). Risky driving is strongly linked to traffi c accident (N HTSA, 
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1999). Pan'ey (1968) a lso conducted a small exploratory study, wh ich consisted of a survey of 

th e attitude and behav iors of 279 British motorists. The research res ult shows male drivers aged 

17-35 are more associated with increased collusions and sometimes they take llllnecessary ri sks 

when they arc dri ving. 

S.4 Personality characteristics and risky driving behavior 

The resul t of the research indicates that sign ificant relationship between some personality 

characteristics and risky driving behavior. Openness was negatively and significantly correlated 

with vio lat ion and consc ienti ousness was negatively and significantl y corre lated with speed, 

violation and competiti ve drivi ng. However, extroversion was correlated with speed , compet iti ve 

d ri ving, vio lation and reckless driving significantly and negatively. Moreover, neurot ic ism a lso 

co rre lated s ignificantly and negati vely with speed, competitive dri ving and violation of traffic 

rules. Fina ll y, agreeableness has a s ignificant and negative correlation on ly wi th speed. 

From the abo ve one can understand that, openness agreeableness and conscientiousness have 

significant nega ti ve correlation with some risky driving behavior. In add ition, th is impl ies that as 

th e perso nal ity characteristi cs (open ness, agreeableness, and consc ientiousness) scores of an 

individual ha ve a negat ive assoc iation with ri sky driving behavior. [n contrast to the three 

personality characte ri stics, neuroticism and extroversion have positi ve and sign ifi cant correlation 

with some risky d ri ving behavior. This implies that as an individual's extroversion and/or 

neuroticism scores increases the association with ri sky driving behavior also increases . 

In addi tio n to correla ti on, th e resea rcher employed stepwise regression in order to see the re lative 

contribution of each personali ty characteristi cs for the pred iction of the tota l risky dri ving 

behavior sco res. The stepwise regress ion analysis shows that, only extroversion and neurotic ism 

ha ve entered into th e stepwise regression and have significant contribu tion in the variation of the 

total ri sky drivi ng beha vior sco res. From these two personality variables , extroversion pred icts 

ri sky dri ving beha vior better than neurotic ism, which is the second pred ictor of the ex pla ined 

variable. From this, it is easy to understand that drivers who score high in ex troversion and 
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neu roticism resu lted in frequent risky driving behavior, which in turn resulted in frequent traffi c 

acc ident. Mo reover, the multipl e regress ion anal ysis also confirms that extroversion personality 

cha racteri stics have a s ignificant influence on the vari ation of risky driving behavior. The second 

variable, wh ich has a significant influence on the variation of ri sky driving beha vio r, was 

neuroticism when they were taken simultaneously as a criterion variable. 

The resu lt of this find ing is in agreement w ith some findings . Wilson (1990) demonstrated that 

none users of safety be lts were hi gher sensation seeker more impulsive (which characterizes the 

ext ro version perso nal ity trait) and accumulated more traffic violation than moderate and 

consistent users of safety belts. Furthermore, Shiner (1998) also suggested that drivers 

possessing traits, associated w ith extroversion or type A personalities might be more likely to 

invol ve in ri sky driving behavior. 
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CHAPTER SIX 

SUMMARY, CONCULUSSION AND RECOMMENDATION 

The stud y designed to investi gate the relationship among personali ty characteri stics, ri sky 

dri ving behav iors, age, experience and frequency of traffic accident. An attempt was made to 

lind out the combined and the relative contribution of the independent variab les in predicting the 

dependent va ri ab le. 

To ach ieve th e objecti ves, the researcher use avai lab ility-sampling techniques. The sample 

consists of 262 dri ve rs who committed traffic accidents and came for investi gation at fo ur traffic 

police ad mini strati on and investi gation offices in Addis Ababa. To ca rryo llt th e study, 

descriptive survey method was used and to coll ect the necessary data one questi onnaire and two 

scales were the main instruments employed. The data coll ected through the questionna ires were 

analyzed using percentage, Pearson 's r and regression analyses. 

6.1 Summary of the major findings 

The analysis o f th e data indicates that Conscientiousness, extroversion and neuroti c ism 

personali ty tra its have a more traffi c acc ident proneness ' relative to other personality tTai ls. 

The findings showed that, extroversion (r=0. 14), conscientiousness (1= -0. 165) and Neuroti c ism 

(r= 0. 157) ha ve low relationship with frequency of traffic accident. In addition , Perso na li ty 

characteri sti cs have moderate re lationship with ri sky dri ving behavior even better than frequency 

o r tra ffi c acc ide nt. 

Ri sky drivin g behavio r: speeding, competitive dri ving and reckless dri ving have moderate 

relationship with frequency of tTaffic accident. According to their descending relati ve 

contrib ution in freq uency of traffic accident speed , competiti ve driving and reck less dri ving 
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were the first, the second and the th ird best predictors of frequency of traffi c accident re lat ive 

to the resea rch va riables respectively. (Therefore, speed predicts frequency of traffi c accident 

be ller than th e res t of ri sky dri ving behavior). 

Demograp hi c characteri stics, (age and experience) have moderate relationship w ith fi·equency o f 

tra ffic acc ident. Age and experience have also hi gh association with ri sky dri ving behavior. 

Moreover, they pred ict ri sky driving behavior better than fi·equency of traffic accident. 

Age, expe ri ences, speed, co mpetiti ve dri ving, reckless driving and extroversion predi ct 

tj·eq uency of trartic acc ident (with moderate correlation coeffi c ient. However, Open ness and 

Agreeableness perso nality characteristi cs have no significant con·elat ion with either frequency of 

traffic accident or risky driving behavior. 

However, thi s study is not wi th out some limitat ions. Fi rst, th e study did not use probabi lity­

sampling techniques and it is difficult to genera lize for the total popu lation of th e research 

(drivers in Addi s Ababa). T hi s is because of the work nature of the drivers (i.e . they are mob il e: 

they do not drive in one area of Addis Ababa, they move not only from one area to another in 

Addis Ababa but also they drive from one town to another town in the country). The other 

impo rrant va riables, are environmental factors (road design, pedestri an effect, vehicle e ffect, 

ski ll s of dri vers an d other situational facto rs) which mi ght have signi fica nt contribution in the 

predic tion of the dependent variable were not inc luded in the research. Thus, be ca reful when 

you genera li ze the research findings fo r the total population. Having such limitation , the 

resea rcher has don e the following conclusions based on the findings of the study. 
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6.2 Conclusion 

The present research provides an objecti ve evidence for the relationship of some personality 

traits, risky dri ving behavior (speedi ng, competitive driving, reckless dri ving and violation of 

traffi c rules), and frequency of traffic accidents. Even if personality characteri stics (i ndi vidual 

d iffe rences) have a relat ionship with freq uency of traffic accident, they were not good predictors 

(i .e. their corre lation coefficient were poor or weak 1= 0.14 to 0. 165). 

Ri sky driving behavior (speed ing, competiti ve drivi ng and reck less dri ving were moderate 

pred ictors of frequency of traffic accident. They predict freq uency of traffi c accident better than 

personali ty cha racteri sti cs and speed is best predicator of ri sky drivi ng behavior. 

The resul t also reflected that age and experiences have a robust effect on the va riation of 

frequency of traffic accident. From personality characteri stics, extroversion conscientiousness 

and neurotic ism have signifi cant cOlTelation with the frequency of traffic accident. 

With regard to relationship among the research variab les, age of an individual a lso has a strong 

contribution on the va riation of frequency of risky driving behavior and it is best predi ctor of 

fi-equ ency of risky driving behavior relative to other research variables. 
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6.3 Recommendation 

In view of the findi ngs o f the study and conclusion drawn , the following recommendations are 

forwarded . 

./ The research findings showed that age and experi ence have a robust effect on 

frequ ency o f traffi c accident. Thus, the responsib le body, who gives license for 

dri vers, Dri ver Training Center, Traffic Investigation Offices, Insurance Compan ies 

and Traffic Polices should be aware of the strong effects of age and experi ence 

(s kill ). In addition, there is a need to design polic ies, strategies and curri culum, 

which might reduce traffic accident (e.g. preparing annual reward fo r safe driver 

based on th eir age groups.) 

./ Speeding, competitive driving and rec kless driving are dri ving sty le whi ch are 

learned thorough day to day experi ence, Thus it is possible to unlearn th em using 

early psychologica l intervention (before they are internalized) . 

./ The res ult shows that speed is the best predictor of freq uency o f traffi c acc ident 

in vo lvement. Thus, developing intervention programs, strategies and organi z ing 

work shops for dri vers focusing on speeding and its potential consequences mi ght 

be important acti vi ties in the effort to decrease traffic accident. 

./ The info rmation obtained from the res ult o f the study concerning reckless dri ving ( 

li ke relucta nce to use sa fety belts and using cell phone whil e dri ving) shows that, 

th ey have the potential to be at risk. Thi s shows that there is a need to design 

effecti ve driving safety intervention . 

./ Respo nsible bodies (parti cularl y traffi c acc ident Investigation and Admini strat ion 

Offices) should establish educational sessions for dri vers who are involved in car 

acc id ent / traffic acc idents. Because, th is will open the 0ppoltuni ty to reminded 
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dri vers abo ut the problem, its magnitude, and the increas ing trend of traffic 

acc iden ts. By rai sing these issues in the session, one may raise dri vers' awareness of 

th e problem and discuses about ways of alleviati ng the problem with the 

parti cipation of the drivers themselves . 

./ The licensing bodies should give emphasis to dri ver's ri sky dri ving behavio r in the 

assess ment of driver's knowledge and Skill while li censing drivers. Before the 

drivers were licensed, the drivers training centers as we ll as licensing bodies should 

assu re whether the trai ned drivers have achi eved the necessa ry knowledge and sk ill s 

or not. 

./ Since the area has no well-organized and computerized database, the researche r has 

faced prob lem in crosschecking the self-reported data with the al ready documented 

data. Moreover, as the research area was not well researched, there is a need fo r 

fur th er research. Thus, the Traffic Accident Investigation and Admini stration offi ces 

should have well organized and computerized database, which might be the 

necessa ry condition for further research. 
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Addis Ababa University 

School of Graduate Studies 

Department of Psychology 

Questionnaire to be filed by Drivers 

Dear participants 

The purpose of these questionnaires is to collect first hand data or 

Information on th e relartionship among drivers ' personality, risky driving 

beh avior a nd frequency of traffic accident involvement. The purpose of 

th e researc h , therefore; is to get your person a lity , risky diving beh avior 

a nd frequen cy of tra ffic accident involvement. For a ll items there a re n o 

correct or wrong a nswers but there is an extent or degree to which you 

agree or n ot to agree to the personality inventory and the frequency how 

often you carry out for each risky driving item. So you are kindly 

requested to answer the questions accordingly. 

To thi s end , you r honesty and frank response is very important for the 

valid ity of th e research outcome so pleas be as honest a s possible. 

Remember 

.:. Writing your name on any part of the questionna ire is not 

n ecessary 

.:. The information you provide will be used only for the 

research purpose 

.:. All information you provided will be kept confidential 

Thank you 

In Advance for your cooperation 

The Research er 



Questionnaire 

Part One: Participants Demographic Characteristics. 

Directions: Please write the correct answer on the space provided 

1. Age ____________________________________________ ___ 

2 . How many years of driving experiences you have? _ _ _ __ __ 

3 . What level of Education h ave you reached? _____ ___ _ 

4. How many kilo meters do you dri ve per day? _____ ______ __ 

Part Two: Frequency of Traffic Accident Involvement Questionnaire 

Direction: Here are items related to frequency of traffic accident 

involvement which have two to four possible choices. Please read carefully 

and answer the fol/owing questions to the best of your knowledge and day 

to day driving experiences and circle the answer. 

l. Have you faced traffic accident since september 1 / 2000 to April 

30/ 2001 EC .? 

A) Yes B) No 

2 . If your response IS "yes" for question # 1 h ow often faced the 

tra ffic accident? 

A) One t imes B) twice C) three Times and above 

3 . Wha t were victims of the traffic accident you faced? 

A) People B) Vehicles C) other Properties ( House, Electr ic 

Pole and e tc) 

4 . How was the severity of the accident you faced frequently? 

A) Injuries B) Fatalities C) Properties Damage 

5 . By other drivers, have you faced traffic accident Sll1ce 

september1 / 2000 to April 30/200 1 E.C.? 

A) Yes B) No 

6 . If your response IS "yes" for question # 1 h ow often faced the 

tra ffi c accident? 

A) Once B) twice C) three tim es and above 

7 . How was the severity of the accident you or your pas sengers 

faced frequ ently by other d ivers? 



A) Injuries B) Fatalities C) Properties Damage 

8. How m a ny traffic tickets have you taken for the violation of 

traffic rules and regulations Since September 1/2000 to April 

30/2001 ? 

A) 1-3 times B) 4 -6 times C) 7-9 times D) 10 times and above 

Part Three: Risky Driving Behavior Questionnaire 

Direction: Here are items related to risky driving behavior, please 

read each statement carefully and indicate the frequency (how often) 

to which you carry out in your day to day driving experiences by 

putting (X) against each items (i. e. very often, often, sometimes, 

rarely and never) 

Fre:ruenclj ofn'sk drivinq 

'" V) 

'" '" '" k No Risky driving Scales C3' e E: ~ III 

'" ~ " 2' og.. i3 III 

EO C>: <: 
~ 0 

V) 

1 Misjudge speed of oncoming vehicle 

2 Disregard speed at nigh t 

3 Have race 

4 Unknowingly s peeding 

5 Drives as fast on dipped lights 

6 Drives a bove the speed limit 

7 Feel s impatient for slowe r driver 

8 Drive above the speed limit on open road 

9 Race or drag race for fun of it 

10 A ngry give chase 

II Ignore give way signs of vehicles 

12 Bend the traffi c rules to keep traffi c going 

13 Ignore violation of traffic rules 

14 Keep up t he t ra ffic flow ra ther tha n follo w the 

traffic rules 



15 Bend the traffic rules to arrived in t ime 

16 Over loaeling 

17 Ignore give way s ign s 

18 Enter an intersection when the ligh t was about 

to turn red 

19 Fail to give way for pedestrian 

20 Pass a car in no passing zone 

2 1 Over take queue 

22 Try to pass without u sing mirror 

23 Overtake on th e inside 

24 Risky overtaking 

25 Try to pass vehicle turning left 

26 Turn rights into vehicles path 

27 Cu t corner turning left 

28 Maneuve r with out checking mirror 

29 Drink and drive 

30 Chew chat a nd d rive 

31 Drives with out wearing a seat belt 

32 Using cell phone wh ile driving 

33 ManipulaLing veh icle control parts (mirror, rad io, 

Tape .. J wh ile drivi ng 

34 F'ollO\:ving too closely 

35 Quelling nearly hit car in front 

36 Have an aversion 

37 Only half an-eye-on the road 



No 

I 

2 

3 

<-\ 

5 

6 

7 

8 

9 

10 

1 I 

12 

13 

14 

15 

16 

17 

18 

19 

20 

2 1 

22 

23 

Part Four: Personality questionnaire 

Direction: here are items related to the five factor personality 

characteristic. Please read the statement and indicate the extent {degree} 

to which you agree {or disagree} to the following personality questionnaire 

by putting {X} against each items {i. e. strongly Agree, Agree, Neither 

Agree nor Disagree, disagree And Strongly Disagree} 

Degree of agreement 
(disaqreemen 1) 

Personality Scales '" ... '" - '" '" 1! "'", 0 '" " ... 1! ... " 1! '" e '" '" '" '" '" 
c; 

05 c; c; .t: 1! c; .~ - 't '" O'J .~ 
;,; c;'t 

Believe in the import.ance of art 

Am not interested in abstract ideas 

Do not enjoy going to a rt museums 

Do not like art 

Curios about many different things 

Am ingen ious and deep th inker 

Am 1l1ven tive 

Anl a lways prepared 

Carry au t Ill)' plans 

Do just enough work to get by 

Pind it di fficult to get down to work 

Pay attention to de tai ls 

Waste my ti me 

Get chores done right away 

Shi rk my duties 

Dot see things through 

Am the li fe of the party 

Am sk illed in handling social situations 

Like to draw attention to my self 

Make friends easily 

Know how to ca ptive people 

Do not talk a lot 

Peel comfortable aro u nd people 

2> '" 1! '" " '" 2 c; 

05 .~ 
't 



24 Am fuJI of energy 

25 Respect others 

26 Insult people 

27 Believe that others have good intentions 

28 Accept people as they are 

29 Have a forgiving nature 

3 0 I-lave a good \vord for every one 

31 Like to cooperate with others 

32 Have frequent mood swings 

33 Am not easily bothered by things 

34 Dislike myself 

35 Seldom fee l blue 

36 Peel comfor table with myself 

37 Anl often down in the dumps 

38 Often feel blue 

39 Worry a lot 

40 Am emotionaJly stable a n d not easily upset 
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