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Street and Highway Traffic Section

Officers 1931-32

‘General Chairman-~Crirrors [Davts, Vice-Mayor and Commissivper of Fire and
Police, Memiphis, Tenn.

Fice-Chuirman—F, C, Lyscn, Kansus City Safety Council, Kansss Ciy. M

Pice-Chairman—Lewis W. McIxrvwe, City Traffic Engineer, Pittsburgh, 1%,

Secretary—Eane J. Regorr, National Safety Councii, Chicago, IM.

Usifermity Commitice—Harore G. Horsias, Cownissioner of Metr Vehivles,
Tremton, N. J.

Program Cosmmitter—Lewis W, Mclxrvey, Traffic Eugineer, Pittsburgh, Pa.

Statistics Committec—0) W, Wisox, Chiel of Polize, Wichita, FKaos.

Jdvisery Folice C iy Exvrse W, Browx, Moropolitan Podice Departuent,
Washington, D. C.

Membership Commitieo—Winrian o Ksorig, Milwaukee Safety  Comnnission,
Mitwaukee, Wi,

Fraffic Engincering Committec—Ewxgsr ¥, GoobricH, Consulting  Engivews, New
York City.

Enforcenment Commiitee—Franzuixy M, Krest, Hvanston Police Dept, Boasston,

Pullic Education Committve—Fraxyx C. Bxeav, Minneapobis Automehite Cleh,
Minnespolis, Minn,

Rural Highway Hazards Comsnittee—~Crazgxce Po Taviom, Mass, State Diga, of
Public Warks, Boston, Mass.

MONDAY AFTERNOON SESSION
October 3, 1932

The first session of the Street and Highway Traffic Section was a jodet mueting
with the’ Ni 8. C. Committee on the Driver and the Delivery. Taaicab aml Bus
Section. The gemweral subject wunder discussion was “Treating Accident Protuniess.”
The session copvened in the Wardman Park Hotcl, with General Chaicman OlifRord
Davis, Vice-Mayor and Commissipner of Fisc and Police of Mcniphis, Veun., prosil-
ing. Chairman Davis requested Williamn C. Knoclk, Milwaukee Safety Comnds~
sion, 10 act as tempoeary Chairman, and the latter assomed the gavel, mtroduciog
the first speaker.
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Reduction of Traffic Accidents by Engineering Methods
By LEWIS W. M¢INTYRE
Chief Engineer, Burean of Traffic Planning, Pittsburgh, Pa.

The speaker said jo part:  In practically every field of accident prevention work, M
it has beorn dewwssstrated that progress conld ouly e made Ly iletermining the\")
actual eauses of the acchdents, analyzinug these causes in accordance with engineering
winciples, and applying the remedies which these engineering studies lave revealed
as murt likely to prodoce resslis. Thiz methexl is wow being applied to teaffic ace
citdents, -

Teaffie wecidetl records arigivate i reports made by sotorists er by police
bureans  Their uscinbicss vaeies  widely, depending upen the degree to which
traffic accitdents are regseteil the detail of e repart, and the degree o which the
analysis of e poprt B carvivl ot Just huw acchident repocts can be used in
preventing fwore acciddonts can by shown by tracime step by step, the clements 044\
acciikmt analyzation as praciived by the Nurcaw of Tralfic Plasning of the City of
Pittalsarsh.,  T'aese steps are as fullons:

(1) Accidvnts arc spudted oz a spod nsap of the city wili colored and mwamsbered
pints, insbicatime the docation of the varhms 1ypes of fatal and non-fatal accidents,

H2)  Eack sewantli this map is curefully stdied and hoeations where aceidknts are
cocurring froquently are scleeted lor spovial sy,

(31 Accident revards bavioge been filod by Jocation, the reports for points whichy
are w be snshied are withdrawn from the &les, amd by means of a collision dagram
an attvapt i nRtle fo yeosmtruct the variome aceitknus reportesl,

(43 Foelit sundy is made a1 e locathons jncluding in meany cages a count of the
wralic volmmen,

(3% Revununeabnmwms are sade aivduge 10 provent the reeurresnce of the tepes
of acvidurits that have aleemdy taken place.

(6] Roauethoe aiter dwe reconmunendation bas been eut into cffect, the location is
again stiklicd te deternine e cffoclivenuss ol the reconwmendaivn,

The steps In this pirocess are made vpon Ui theory that acekloms are preventable.
Xu accident just happens. A are caused] by semething or uther. An aceident is.
the reardt o a slviviag fmdl a svert deiet o sote other ascertainable dlement
witieh ean e determmioed Troms pruper study. Sy

(The speaber U prosented o mmeber of lasters stides, Hlistrating engincering
methude oof analysing acenlhetsts and pedntivg sot the varbous steps taleen in a
v o frpieal cases e the Uiy of Pittsharal,)
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Psychological Factors in Highway Accidents Gk

By MORRIS S. VITELKES

Assistant Professor of Psychology, University of Pennsylvania, and Director
of Pursonne!l Research, Philadelphia Electric Company.

The sguaker ssid in part:  Puchis the oltstanding development i safety during
the last ten years is the fSmbingz st sccidents do oot dicaribote themseives by
chance, lau that they Imppen feoguemly some wien Ao infreqoently to others as
the logical eeslts of 2 canhimatim of Circomstances.  Some dividuals becoanc
nwre fregemly vadved i accidents tis others and such suseopibility is referreil to
as acckivnt -promtiess.

A total of LEFL accident reports coverion 1.204 drivers cmphiyed by o group of
compinivs were amnlyzed with respect 1o the accident freguescy per man,  This
stmly showed that the 10 per cent of enygloyees with the warst accident records had
et rospamsible i 3183 per cont of all the accidents sustained by these 1,204 taxi-
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cab drivers. One-third of the taxicab drivers were responsible for (.3 per cent of
all the accidents.  Fifty per cont of the drivers lad been responsible fur B284 per
cent oi the accidents; whereas the remauining 50 per cent accounted fue oaly 1716
rer cent of alf the accidents. A furthes analysis of the figures shuwed that 25.2 per
cent of the employees have been entirely froc from accidemts i the perind covered
by this report. i R

Io 2ddition 1o demonstrating that accident promeness cxists, cansiderable work
has been donc in investigating the factors which underlie differences in susceptibility
to accidemts, both in the manulacluring industrices and on the highway. For ex-
ample, im industrial groups where sdequate acordent records were availuble, it was
found that the lowest 25 per cent in & combined and weighted battery of intelligence
el aesthcto-kinetic tests had an accident rate 2.5 as great as the remabning 75
per cent.

Susceptibility 1o acvidewt my be the emd result of a combination of forces reflect-
ing a generally jower physiclogical effectiveness of the kind that cawscs or appeats
in frequent illness. AH substation operators and senior operators emploved by Phil-
adelphia Electric Co., 135 in nuwmber, were recxamined by the medical depastment
in the months of October and November, 1929. (f these, 300 operators, hired prior
te January 1st, 1926, were included in this sewly. Of the 106 operators awl senior
operators, 57 were without physical defects; 31 had physical defects of some kind;
18 were found 10 be not fitled for their present positions.  Moreover, the average
Jost-time acchdents pes man among those suffering from physical defocts was fowad
to be three times as high as that of men not suffering from physical defents,

The diagnosis of accident-proneness is being followed by specialized ircutmment
hased on the iactors which are responsibie for the accident record in the case of the
particular individual. Treatment takes the form, nut of mass education, or dis-
missal, but most frequently that of systematic instraction desipned to cfuce suclh
faulty habits of operaticn as may be responsible for the accident record. In other
cases, medical treatmient, discipline, cncouragemont, and supervisory Follow-ups mayr ke
employed in rebabilitating the accident-pronc employee. This treatment recognizes
that there are many different causes of accidonts and that they pmy be cusabined n
differeny patterns 1o different individuals.

Street railway companies i Milwaukee, Cleveland, Boston. and todkal com-
panies wn Philudelphia and New Vaork, have made use of clinical siudies of acvident-
proce drivers as an aid in the reduction of ancideris. For the Clovekmd Railway
Company, an analysis of causes of aceidents shawed that physical difficultics were of
peimary importante m only 12 por cent of the cases, classified spider “deisctive
vivion,” “urganic diseases.” “high blood pressure” and “senility.”  Tu 22 per cwnt
an improper mewtal attitude, or “personality maladjustment” was fund o he the
primary factor in aceidemts. The largest group of accident-prone men inclused
those whose accidents were due primarily to operating defects, 66 per cent of the
men exhibitiug failurc 1o recognize potential hazards, Saulty judgaent of speed
aud distance, or impraper distribotion of attention. efc.

The procedure adopted in each case for prevesting further accidents depended
upon the analysis of the deivers particular deféct. In ceriain cases, awdical treat-
ment was windertaken. Lo gtlers, with the coopeeation of the supervisgry force of
the operating departiusent, a program was outlined to overcome the persopality de-
fects. Where faulty habits of operation were the basis of the had accidemt record,
reinsteuction was underiaken. A special instructor rode perindically with the sube
ject whilke on duty and tactfully and carcfully induced the substitution of proper
habits of operation for faulty vperating habits.

As a result of the application of psychological methads in the study and treatment
of accident-prone drivers on the Clevelynd system, the combined rate of accidents on
the part of motormen involved in this stody dropped from 131 per 1.000 miles in
1928 to 0.73 in 1929, equivalent to a reduction of 42.7 per cent. Al but three in-
dividuals showed a reduction in accident rates, and in two of these cases treatument
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was ded indefinitely b of ¢ y policy. When it is recognized that
those stodied are men with the worst accident records who under ordinary circum-
stances are simply discharged or held on withowt tremtment because of length of
service, these results are even more significant. :

In the case of the Milwaukee Railway and Light Co., during a period of one year.
1929, the reduction of accidents on the eatire system was approximately 25 per cent.
Over the same period a reduction for a special group studied by psychological meth.
ods was 81.5 per cent. Im addition, the average accidents per wman in this group
was reduced from 2.8 1o 51,

On the Boston Elevated Railway, ss a result of the application of these pro-
cedures, the actual et saving in the cost of injuries and damages in 1929 as compared
with 1928 amounted 10 $300,670.73. Collision accidents on bus lunes and street
railways have been reduced more tlian 33 per cent since thix work was started in
1927. In Jamwary, 1930, all previous records were beoken, collision accident records
being reduced to 1.36 per 30,000 car miles which s less than onc-half of those for
the same momths in 1927. The figure for 1931, as compered with 1926, shows a 58
per cent sodoction m collision of service cars with trolleys, 545 per cemt with
pedestrians, 71.3 per cemt with other surface cars, 36.8 per cent in hoarding and
alighting accidents, and 236 per cent in all other accidents.

Di jon: In sub the di developed that: Age is & more im-
portant iactor in accidemts than is experience. Youthfulaess is 2 definite factor in
accident pronmmess. There is an increasing susceptibility to accidents between 40 and
50 yeass of ags. The best way to climicate an accident prone driver is not to drive
him off the rond, bt to cure himm. I1f yon can cure 10 per cent of the accident-
prome drivers you have prevented 30 per cent of the accidents. Encourage them to
do the kind of driving a well trained driver docs. An accident-prone deoiver may
not have had an accident but you observe him doing ensafe things.

TUESDAY MORNING SESSION
October 4, 1932

The session was opeted by W. A, Van Deuzer, Director of Traffic, Washington,
D. C., who presided. The geueral subject vnder consideration was “Accident Studies
amnd Records.” Chairman Van Deuzer at once intraduced the first speaker.

High-Accident Location Clinic
By ARNOLD H. VEY
Traffic Eugineer, State Departmont of Motor Vebicles, Trenton, N. J.

The speaker said in part: Mr. Hawley S. Simp who incted last year's

dent clinic, pe d an investigation which was mede in foor mumicipalities in
New Jersey of more than 7,000 accidents i a period of three years, This analysis
determined that inersections which have more than five accidents per year Comi-
prised about I4 per cemt of the total imtersections studied. While this percestage is
rather small, & further analysis showed that a Jarger percentage of the total acci-
dents took place at intersections within this group amd indicated that fros: 3 to 10
per cent of the jntersections had 35 to 60 per cent of all the accidents,

Therefore, by determining the location of high accident intersections, by means of
sufficient accident reports properly recorded, it is possible to reduce intersectinn
agcidents materially by concentrating upon this small group of intersections.

Having thus selected the high accident interscctions, detailed inforination must be
obtained to study wroperly the accident experitiice and to determine a proper remedy.
This information should include the following data:

Muw e &
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(1) Physical characteristics such as intersection design, pavement type and
width, curb radii. street grades and locations of obstructions. X

(2) Gemeral characteristics soch as type of districts, existing traffic regulations
and street car and bus stops. .

(3) Traflic characteristics such as average and muximues daily volume of traffic
by hours, turning nwovements and approach speeds. .

(4) Accident characteristics such as type of accidents, time df occurrence, disrec-
tion of travel, degree of sericusuess, weather couditions and other data determining
the cause of the accident. o 3 .

The collision diagram is one of Lhe best means of jndicating the accident experi-
ence at street intersections or along a roadway in order to stedy thelr types and
camses and to enable the best possible solution. . . )

The speaker then invited the presentation oi traffic problems in collision diagram
form by the delegates. Many were submitted, and discussion by the delegates devel-
oped the proper methods to pursue i accidenl prevention measures

What Information Should the Accident Report Give?
By PETER J. STUPKA
Accident Analysis Engineer, Philadeiphia Department of Public Salety

Some mouoths ago, said the speaker, in Philadelphia they had occasion to change
the accident report forms. A study was first made of the various state forms,
keeping the good features and throwing out the bad ones. [Finally s form was
drafted and adopted which seemed to give good resuits. At first they had a little
trouble with the police officers nut flling the forms cut completely but abier they
had sent omt instruction sheets the forms were flled out with fair aceuracy.

Thete is some difference of opiniva as 10 the nature and form of a good accident
report.  Some officials contend that mauy of the forms now in use are too compli-
cated, while others seem to think the forme do not provide all the information
ncoessary in traflic work, Sosne foel that certaia items sn the form leave too much
to the judgment of the reporting persvn, of are not ecasily ocbinined. Othees hold
that the form looks too difficult to the average persan who may -be required to fifl
ot the form, and therefore discourages him from BHing out the spaces.

The following 35 an outlive of what the simplest cepost showld ‘provide for:

(a) Identification of drivers.

(b) Identification of vehicles.

(c) Identification of injured persons,

(d) Identification of witnesses,

(e} Location of the accident.

() Date and time of occurrence.

(g} Direction of travel: (1) Vchicles; (2) Pedestrians.

(h) What the driver wanted to do.

(i} What the drivers were doing (violations).

(i) What the pedestrizn was doing. .

(k) How the accident occurved: (1) description; (2) diagram; (3} mamner of
collision,

(1) Identification of reparting person.

(m) Weather conditions.

(n) Light conditions: (daylight, darkness, dusk™.

{0) Street surface conditions.

Othcr items that way be included in the report form sre the following:

(2) Condition of driver,

(b) . Conditicn of pedestrian.

(¢) Condition of vehicle,
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(d) What visible parts ai vehicle were damaged.

(¢} What court dliposmon was made of the case: (fur police only).

(f) Traffc control in operation.

({g) Road conditions.

(h) Street highway: (good, poor, no lights).

The fpllowing arc some factors which atfect accurate and comiplete reporting :

(a) Arrangement of material on the card: (diagrams, descriptions}.

{b) A simple terminology.

(¢} Amgple writing space (especially for police),

(d) A nrmimum of writing: {generous use of check marks).

(e} Size of the form.

(£} Education iu the proper method of Glling out the forms, and a follow-up
with special education jo the respects in which the reports are not filled oat com-
pletely and accurately.

Report of the Committee on Traffic Engineering
By HAWLEY S. SIMPSON
Becretary-Treasurer, Institute of Traffic Enginecrs, New York City

The speaker reported i part: At lcast cigh cities ing e than
12,000,000 population mew have officials whose nmjor responsibilities ure trufhc
engineering. Several city eaginecrs and other officials are devoting some time to

hnics! traffic probl At jvast three cities have appointed traffic engineers since
January 1, 1932, Seventeen nr miore cities without traffic engineers have had traffic
surveys by outside consultaunts, and some of the existing trafic engineering depart-
ments have been started as a result of these surveys. Questioanaires were gent to
35 city traffic enginecrs, city eng s, and bers of the itiee for infostua-
tion and opinions. Returna were received from 25, and the conclusions and recom-
mendations presemted hore are based opon these returas and the experience of the
committee members.

The returns reveal the following traffic engineetring responsibilities with the
number of cities reporting eacli: Trafic accident studies, 20, trafic coonts and
checks, 191 parking checks and plans, 18; traffic equipment planning. 17: iuspecting
and appmvmg eqmm msaafkmong 17 installing traffic cquipment, 13; wmain-

traffic 10; ring special regulations, 6.

The matmer of providing thc needed trafic cnxm:crmg service depends on local
conditions. The employment of auside consultants is recognized as a supplement to
a local traffic engineering set-up, particularly in the making of original traffic sur-
veys. The sixe of a city is one of the main factors In determining whether teaffic

g shall be conducted by a full-time staff or past-time by an existing city
department.  In estnblishing new traffic engincering Jacilities, cities of more than
250,000 population should provide for full-time scrvice, while smaller citivs may be
adequately served part tinie by o member of the city enginees’s or city planning
departinent’s >taff.

In the larger citivs traffic engineering os jons arc most cc ly parts of
public safety or public works departments.  In a smaller city the location in refation
to other cities s inpartant in delermining how part-time traffic engineering service
shall be povided. Outside uf 2 metropolitan arew. the most Jogical source is oue of
the city's enzmecrm.x departinents.  The designation of a local resident or profes-
sional engincer who can devete sufficient time to condoet a comtinuous and aggres-
sive program, is sometimes pouxhlc For large urban areas of several muwnicipali-
tiee, a connty traffic cnmnecrmg departnent or a special disteict muy be estahiished.
Agrin, lwn or mare cities mmy tmplc;. lln. same trafic engineer simultencously
without setting up any gover ¥ in
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A successful traflic engincering program thust be conlinucus and aggressive.
Whether part or full-time, the engincer should be in position o conduct a cou-
tinuous program of identifying problems, assowbling information, analyzing data,
preparing reconumendations, detailing specifications, and checking mstaliations and
maintenance,

The teafic engincer should maintain comstamt cooperation with the polive, be-
cause of the inter-dependence of traffic engincering and traffic law cnforceawent. An
official traffic commission is often desirahic for obtaining the cooperation of legis-
lative and administrative depurtmcms. In sixh a case the traffic cngineer is esson-

tially the eugineer for the His ¢ with wiher departmenis are
through the Commission, to \\hwh fic reports his recommendations to be 1aken op in
trn with legislative or administrative depar! Without such & commission,

his contacts are directly with thé various departments.

This Commiltec warns against designating as traffic cngincers men who are tot
qualified hy trammg or emmcnce te make chservations and analyses and to con-
duct g Fngincering coileges should provide oppoctumities
for greater .specu\llumn i traffic by studente interested in this impartant phase of
municipa] engineering,

Agitation for city traffic engincering facilities may originate in any group that is
intercsted in the improvement of traffic admiaistration. But the plan must be ex-
tablished through the usta! legislative or administrative procedure. Generally this
czn be accomplishied ooly by showing how the plan will aid city officials in carrying
out their traffic respoudibilities,

The routine of setting up 2 trafic crgmmmu department or busean is practi-
cally the same whether the traffic engineer will be part or fuli-time.  Adeoyuate
accident records should be installed for identifving hazardous locations. A traffic
flow wap should be buwlt up, either by a general traffic coumt as soou as the ims-
portant points can be kwotificd, or by a series of related coumts made at differemt
times with one or more key points counted each time. The pelicy of having all
traffic matters reforred to the traffic engineer for study hefore action is taken
should be established.

Chechs should be made before and after application of corrective measures to
determice the effcct wpon traffic movement and accidert experience. This estab-
hshzs a continuing progrant, smh as las oiten substituted insmediate and relatively

ve s for Bxy ve control devices, street widening. and oflgr o
called wraffc improvements.

The coordination of traffic programs among citics is cssential for uniformity.
Scveral states have provided traffic engineering departmenls to aid i accomplishing
this. Massachusctts and New Jersey have gone the farthest. The state trafiic
engineer must approve installutions of traffe comrol cquipment before they can be
made, Other states, through state highway departments, are vendering such service
on 3 somewhat more limited scale.

State trafhc cugincering depavtments are most useful in securiug wiformity of
traffic regulatigns. They cannot, however, be expested to curlact the continued and
detaited stixdy of local problems that is necessary and is pussible through local
traffic enmamnx departments,  The following are the logical city functions for
state traffic engincering officers 10 undertake:

fa) Trafhic engmccrmg on hlghua\s W cities, built or controlled” by the state,
in cooperation with city traffic engineers.

{b) Approval of plans for proposed equipment ingtallations ar reguired to
insure uniformity and-conformance with state law.

(c} Advisory service on traffic engineering to municipalities and comties in line
with tlie purpose stated in “b."

(d) FPublishing such pamphlets on traffic engiceering us will be usefu! to nunici-
PRl officials, and are in the interest of uniformity.
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LUNCHEON BUSINESS MEETING
October 4, 1932

The meeting convenedd with General Chairman Clifford Davis presiding. The
reports of various standing committees were receiv

In the absence of Cheairman Frank C. Berry, Vice-Chairman E. P. Curran, of
the Commitiee on Public Education, summarized a report advocating the jollowing
activitics for conducting commumity education for traffic safety: (1)A Speakes”
Bureau o Traffic Safety; (2) School Boy Patrols and Courses of Study in Safety
Education in Schools: (3) Committee for Reporting Traffic Violations; (1) Traihe
Schools to Train Vehicle Operators: (5) Inter-Fleet Safety Contests to
Greater Fleet Activities: {6) Publicity Throogh Newspapers and Radio; (7) Dis-
play of Posters at Oil Stations, Street Cornmer Locations, etc.: (8) Activities of
Boy Scouts and Other Similar Qrganizations; (9) Special Safety Week: (10)
Salcty Luncs and Other Vehicle Inspections.

Election of Officers

In 1he aubsence of Burton W. Marsh, chairman of the Nominating Committee,
E. ). O'Meara r jed By-Law A providing for additional standing
committers on accident records,-police activities, national traffic safcty contest, and
pedestrian problems. These were appruved and on recommendation of the com-
mittee the folluwing officers of the section were elected for the year 1932.33:

General Chuirman—Clifford Davis, Vice-Mayor and Commissioner of Fire &
Police, Memphis, Tenn,

Fiee-Chairman of the Section and Chairman of the Commillee on Annwal Cone
gress Pregram—Harold G, Hoffmun, Commissioner of Motor Vebhicles, Trenton,
N.J. Vice-Chairman of Comusittce—Frank C. Berry, Mmneapolis Automobile Club,
Minneapnlis, Minn.

Fice-Chairman of Section auwd Chairwun Commiltee on Trafic Engineering—
Tewis W. HcImyre, Citv ‘Iralbe Engineor, Pittsbucgh, Pa. Vice-Chairmas of
Cammitter~Willim S. Canning, Keystone Aut bile Club, Philadelphia, Pa.

Vice-Chairman of Section—C, £, Janes, Obin State Automedile Asseriation
Columbus, Ohio,

Chairmas Commitler on FPolice Activitics—Inspectoe Ernest W. Brown, Metro-
politan Police Department, Wasliagton, . C.  Vice-Chairmeon of Cemmilire—
Inspector Charles Greenwood, Police Departament, Toronto,

Chairsan Cemmittee on Uniformity—E. B. Leflerts, Automaobile Club of Southern
California, Los Angeles. Vice-Chairman of Commitlee—Capt. Lanrence A. Lyorn.
State Department of Pullic Safety, Lansing, Mich.

Chatrman, itlee on Enfor t—Franklin M. Kseml, Police Department,
Evanston, Ill. Fice-Chairman of Commities—Judge William €. Larson, Miane-
apolis, Mion,

Chairrsan, Coumpnilice on Rural Highway FHazyrds—Clasence P. Taylor, State
Department of Public Works, Boston, Mass, Fice-Chairvian of Committee—C. W,
Roberts, Carolina Motor Club, Greensboro, N. C.

Chairman, Cownpsifitee on Accident Recsrds—Q. W. Wilson, Chief of Police,
Wichita, Kancas. Fice-Chairman of Committee—W. W, Matthews, Burewu of State
Highway Patrol and Safety, Harvisburg, Pa,

Chairssas, Commitice ox Membership—William C. Knoelk, Milwaukee Safety
Commission, Milwavkee, Wis, Fice-Chairman of Conunitiee—]). K. Jobuson, Cham-
ber of Conuncrce, Binghamion, N. Y.

Chairsen, Copusiiice on Public Lducation—F. C. Lynch, Kansas Gty Safety
Cauncil, Kansas City. Mo. Vice-Chairman of Commiiice—~Lewis E. MacBrayne,
Massachusetts Safety Council, Boston, Mass,

Chairman Compiilter on Nalienal Traffic Sofety Contest—Johm N. Edy, City
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Mazager, Dallas, Texas. Vice-Chairman of Committee—Frank E. Ballentyne,
Augomobile Club of Philadelphia, Philadelphia, Pa.

Chowman, Commillee on Pedestrian Problems—Maxwell N. Haltsey. National
Berean of Casualty and Surety Underwriters, New York City. Fice-Chairman of
Comemittec—). W. A. Bollong, Traffic Engincer, Scattle, \Washington.

WEDNESDAY MORNING SESSION
October 5, 1932

This sesslos was a joint meeting with the Eastern Conierence of Motor Vehicle
Administrators. The mecting was called to order by Benjamin G. Eynon, Harris-
burg, Pa.. who presided. Chairmsn Eynon immediately introduwed the first speaker.

Report of Committee on Rural Highway Hazards
By CLARENCE P. TAYLOR

Traffic Engineer, Muassachusetts Department of Public Works, sind
Chairman, Committes on Rural Highway Hazards.

The speaker said in part: Taking the comntry at Jarge, 50 per cent move fatal
accidents occur on rural highways thar on city steeets. Among the diffcrent states,
this relation varies from approximately 70 per cent Jess to 1,800 per ceat more than
the urban fxtalities. States which are densely populated have mwore fatalities in
the urban arezs than in the rural sreas. The following data will he Aluminating:

Type of Accident Rural Cities
Collisions with pedestrians......... veee-30 per cent of total 64 per cont of total
Non-collision accidents .o........ +u-25 per cent of total 4 per cent of total

With other motor vehicles..... .22 per cont of total 19 per cent of total
\With fixed objects. . ..ooeo. ... ..11 per cent of total 5 per cent of total
With railroad trains of street car . 8 per cont of total 6 per cont of total

All others 3 per cent of total 2 per cent of total

The motor car driver is still the leading source of the primary canses of highway
accikdents.  Many drivers have slack or wild driving babits or dangerous traffic com-
plexes and little or nothing is done about them. Some drivers invoived in smash-ups
have no sense of persenal responsibility and are almost devoid of driving mosals.
When semce drivers get out upon the open highway they cvidemtly exercise complets
freedom of movement and speed wlrich constant police supervision and traffic con-
gestion in cities have suppressed. That such drivers express themselves by wild or
nattentive driving sceais 1o be borne out by the fact that 37 per cemt of the mishaps
on rural highways involie only one driver who cither d-ives off the road. turns ower,
or runs inte fixed objects. In urban arcas, this type of casualty amounts to only
9 per cent of the total, one-quarter as gveat 2 proportion.

Too many drivers have an iaadequate knowledge of driving rales and many lack
ordinary driving skill. In most states the mujority of drivers learn driving rules
and develop driviag peoficiency through experience. Their experiences with the police,
with‘o«her operaturs, in auccidents and near-accidents, is the present stupid way of
training them to become good operutors. Unfortuantely, however, there is a class of
individuals who are so comstituted that they do not lears from experience. As yet
almost nothing constructive, beyond enforcement of laws, is bLeing done cither to
salvage this group or remove them from the highway.

Certain driyers who are unfit to be trusted with a car because of physical, wental
or npervous disorders, or because of addiction to alcohol, drugs or dangerous habits,
are lnke_wgsc given too little or no attention. In a few stutes this group has difficalty
in obtaining a new driving license, but seldom in any state is any special effort
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devoted toward weeding vut the persons who have become unfit to uperate aiter
baving received their license.

Drivers who are gencrally considered competemt are involved in the greatest bulk
of the accidents. All hwnan beings when operating a motor ¢ar gauge time, speed
andd dis (or it passing aod clearing mperfectly, Cevtam inherent limita-
tiis on buman cyesight, responses and ability to recopnize, assimilate and devide,
prevent cven the most capable driver from cver beingg absolutely sure of himseli, Tt
is this failure of normsl rivers to appreciate their natural lmitations that has jed
them into so many of the accideuts which occur under perfect driviag conditions.

Fatigoe am] [aidure to be alert and attentive arc common causes of acchlests on
higliways. Owners of commercial vehicles often require their drivers to remain at
the wheel too long. Drivers of private cars attenyt Jong trips alonc or without
relief. All drivers are apt ta hecowe drowsy and full atleep while driviug after a
heariy meal, capecially if the day or the car is warm. Drivers sometimes have their
attention diverted from the hizhway hy advertising signs at the most dugerous paints
Highway signs arc often toa small, say ton much, or are not of a design suitahie jov
atick reading and swift sterpretation.

\Vith respect to the vehicle. rurul traflic hazards are a contimwusly shifting set of
problems; wo one can peedict what next year's cars will be ike. Ceoupled with the
high speeds which the modern car cun ntiain, new icatures swch as free-aheeling,
automatie clitch and air-wheets have been added. Thewe features may be safe. set
they do add some couiusion to the operation of the vehivle, more especially in
nRmAinous coutries. 3

The increascd use of buses and trucks hias changed highway traffic coulitions. The
new models are heavicr. larger in size, longer in length, higher in power wd in
most ases faster. The drivers iry to keep up with or pass the general trafic. Down
hills aml on Jevel ground they are often abic ta do so, but uphill they form the usual
abstraction wlhen oflier drivers try to pass them. \When several trucks or busex iollow
sk other in close succession, this condition is intensified.  Accidents imvolviug Uwee
tupe vehicles, when being operated at high speeds, are hecunicg move comenml.

Tprovements in heakes seem o Le sccepted as a liconse to drive faster. Free-
wheeling, as well ag the increased weight of the newer ears, has inercased the defec-
tive hrake hazard. Some of the lurge trick companies operate trains of two or three
vehicles with ouly one sct nf brakes ou the rear two wheels of the tractar  Other
mace miklern vehicles are equippetd with nir brakes on eack wmit.

Glaritge sl dim herdlights create a greater hazard on rvural highwars than on
city stricts heeause of the general lack of anificial lighway illumivative.  Cn the
highways the lack of a mil-light is a more serions condition than it is on wrhan
rands because of the greater speed with which traflic moves,

The size. weight amnd tunber of vohicles couphed topether jwesent a highway
hazasd problem difficolt of solution.  Obviousiy there s more risk in passing a
train of three vehicles than there is in passiitg a single vehicle. There i ks rash
in some cases when one long trailer is used instead of two shart ancs. The wse
of scveral trailers also makes driving and parking difficult.  Whipplag trailers are
dangerous,  Added safety measures, such as marker lights, sidelighls, brakes on
cnchi unit and auxiliary couplers are necded to prevent scuidents. The weight of
ioads has boeen offset ou rural accidents as a truck heavily lpaded mzy mwve wore
slowly, wet requires o better type of brakes than oae lightly loaded.

The greatest single class of accidents on rural highways is that in which pedes-
trians are struck by wehicles. Few sidewalks being provided, pedestrians are foreed
to walk in the readway, Not many highways are illuminated at night. After dark.
therefore, it is difficult or impossible for an operator to see pedestrians, especially i
he is faced with glaring headlights, or if the pedestrian is wearing dark clothing.
Then, too. the majority of pedestrians walk on the right side of the highway and
they are unable to judge whether the driver approaching from behind sees theur
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Perrons attemipting to buard or leave monitg sehicles, persons workim: on slisables!
cars parked in or near the roadway, children playing in the roadway and pedes-
trians stepping out into the highway from belund obstructions tu view, coustitule a
large portion of the accidents to pedestrians. Muuy pedestrians fail 1o appreciate
the need for Yooking before crossing.

-Cenain physical features of highway design conmtribnte to the hazards wf rural
driving. These arc, cnrves, and hill-tops with inadequate sight distance, curves
with insufficient super-clevation, ¢ i curves, combined horizontal and vertical
curves. short radiuy curves, intersections or cbstructions just bevond a hill-top or
curve, long steep grades, blind surners. roads and bridges bess than 20 feet wide,
high crowns, no shoulders, dips, homps, drainage ditches, car tracks, railroad grade
crossings, trunk line highway grade crossings, improper or inadeuate intersection
designs, misierding Jayouts, slippery surfaces, long stretches of voad without twrn-
outs, long stretehes of winding road withont tangents, improper cnrve designs, and
chstructions.

Features of roadway and roadside maintenance that coniribule to the hazards ol
rural driving are, dark “pockets” at night; obstruclions to view caused by irevs,
sh.rubbery. fences and advertising sigms: ded hes of ice; ded wet cu:
slippery places on curves and grades: unienced and unguarded damger spots; hazards
without advance warnings; and unpeotected defects or obstructions in the roartu ay.

:l'he tendency of tie nmjnrity of motorists when operating under any given set of
driving conditions is to drive within five miles per hour of the average speed. The
fow who drive slower and these who drive {aster than this gencral pace are te
ones. who cause passig and overtaking accidents. The large number «f cars
moving at normal speed are forced to overtake the slow driver. The fast Jriver
st overtake at high specd that trafic which moves al a more moderate pace.
This means that he is out of e for a distance of from 600 to 1.300 feet, depend-
mgc on the difference in speed between his car and the one be is overtaking.

ot_agcstigm arvund roadside stands, places of emtertainment, ints  w F
beautiful view is cbtainable and places where accidents have occuﬂ'g:l’, i? thch::xrc:
of sonre mt‘llfswns. bwppmg and parking on the highway contributes a large share
of tl_»c coilision type of uccidents. Hesd-on collisions, due to overtaking, skivding
passitg an obstruction in the rosdway, and drivieg on the wrong side of the rmnd:
wa.\.‘iorm another targe group. Culting in and driving oF the roadway comiprine
practically the balamce. At intersections the wccidents are about in the following
crder—Ileft turns, cross movement, and rear-end cullisions. "

The study of what constitites the rurzl highway hazard peoblems leads the comse
millce to believe that the rural traffic problem is great enough and swifivientiy
liffcrent in character and required treatrment to Justify: )

(1) More complete reporting of rural highways accidents.

(2) The separate compilation of rural highway aceident statistics

€3) T devetop of & sy attack on the entire situation.

14}  The develooment of sound trextments for specific conditions.

Discussion of Rural Highway Hazards Committee Reports
By E. K. SMITH
Portland Cement Association, Chicago

The speaker sxid in part: The Committee’s investigation shows, in particular,
that Teports from state highway systems alone are not safficient. They most alsc
l{f s-cufn':d from secondary and Eo;mly roads not now included on the state systems.

ery few states secure this fifermation, even though their re ite
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cosnplete for the state bighways, pee § be quie
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A few examples illustrate the necessity of more detailed information for a proper
study of the accident problem and its solution. A study based on accident reposts
was needed to show officials the fallacy of placing stop signs instead of warning
signs indiscriminately at puints where their value was not evident and they could
unt be enforced. X

The work of the American Socicty of Municipal Engineers Qunng the past
three years in collecting statistics of pedestrian accidents hes assisted greatly in
calliug attention to the great importance of pedestrian :_Lccn-d:nts in rusal areas. It
undoubtedly surprised many persoms to have the Nutional Safety Councit report
that 30 per cent of the 1931 fatalities in rural areus were pedestrians—the highest
single item 1 ted. .

Igmlmxplcdq?: sccure information a few weeks ago about the prevalence of acci-
dents on ndcrow or “single track™ p on the dary roads. In mOst €a3es
sch construction is not on the statc highway system but is on roads carrying purely
Jocal or rural traffic, and no attempt has previously been made to collect data to
show their relative safcty, even though there are over 3000 wiles of sch pave-
meots in use in rural communities. oL .

Information has so far becn received from countics im six states, with lour to
cighteen years of use and including 15 per cent of the total mileage. Replics from
county officials report almost entire frecdom from even minor accldent's. ‘The acci-
dent map of the cntire state of Deluwace for 1931 shows coucentration along the
main highways aml not a single accident on the twenty-six strips of simgle track
pavement carrying local draffic. These figures show the importance .oi studying the
character of traffic amd the fvcation of the roads in connection with their design
from a safety standpoints

What the Public Wants to Know About Accidents
By G. D. NEWTON
Supervisor, News Bureau, The “Travelers Insurance Co., Hartford, Conn.

“The speaker said in part: I have come to the conclusion that the public doesa’t
want to know apything about automobile accidents. DBefore you have a chance to
misunderstand me, however, let me hasten to add that there arc thousands of re-
sponsible persons, bers of clubs, natioual groups, husl and other organiza-
tious, and many others belonging to no particular group, who sre dee?ly. mture'ued
m this problem. But they cannot be classed as crmprising the Amcrican ;uubl.»c.

For one, I amn inclinad to hope, jist as meny of you dcb that automeobile accident
prevention work s m part responsible for the reduction in deaths for the current
year. Yet it must be remembered that an accessory before the fact has been this

of business and social readjustment, which most certainly has had a_'.sqbcrmg
cfect uposn many persons who had lost sight of their personal responsibilities for
their own safe conduct through life. - . .

Suppose that we comsider this problem of automobile accident prevention in a
business-like way. What do we have?

First, we have ample stack og hand. Sccondly, we have the product of safety.
Thirdly, we have 2 market. And the weakest link in. this sctup involves the prob-
fem of distribotion.

Let us take a luok at this product. Intangible? Yes. TIn that respect m_ﬂike most
peoducts, yet not unlike some, such as insurance, for example. . Since this produgt
of ours, safety, which we desire 1o sell (and I use that word advisedly) to the public
is so polike most things which the public is usked to buy. a problem of large pro-

rtions is upon salesmanship. .
WWhere aﬁ: is an intangible product, something that ha; weither shape, size nor
weight, the nieed for a high type of intelligent salesmanship becomes apparent, and
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in such cases the product, whether it be insurance, safety, or any other similar thing,
has to be sold. That is a problems which faces those of us engaged in the Lusiness
of automobile accident prevention.

If this is & truc staterment of the public's general attitude, I am not sure that we
can place the blame upon the public. The product that we have to offer has not
bsen made attractive encugh to win some of the public's attention. Qur selfing
program must be changed as well as greatly expanded if we arc to obtnin mnre of
the market.

To illustrate my thoughts, let me call your attention to a fact so often mentioned
which is to the effect that courtesy on the part of drivers and pedestrians in theiv
use of the streets and highways would bring about 2 great impravenent in the
traffic accident situation. Bt the word coustesy docsn’t mean anything pacticularly
to a great meny individuals as they drive about in automebiles.

Then we have as another illustration the fact that toc much speed for time and
place tends to produce accidents that are more sericus. But spced doesn’t mean
particularly anything to individuals as they drive cars, unless it is to po faster.

Just as the desire for speed has Yieen stimulated by imtelligent use of words and
lilustrations so must the harards of speed be presented in a newer and better way
than we have usually employed.

Lst vs take the matter of laws regulating the movement of wehicles. Who can
say that any statute upon the subject has any semblance of clarity of thouglt or
expreasion? Is # so surprising then that- 10t a man in 2 million knows cven the
slightest thing about the regulatioms designed for his protection? Our reguiutions,
it scems ta me, are in the smme category as developments of research in the field of
science that lie buried in technical brochures.

The same thing can be said with entire justice about many other announcements
on the traffic problem. We have reams of figures, charts, and illustrations that even
cause untold mental anguish to those that gave them birth. Is it surprising, there-
fare, that the public fails to show interest, fails to get any meaning out of the fgures
and other material?

Ducs the puoblic uaderstand much of anything about the destructive capabilities of
cars in motion and why the destructive capabilities increase either as the weight
imcreases, or as the speed increases, or as the result of both? Does the public
understand much of anything abont the facts as to why a car cannot be stopped as
quickly when the rosd swiace is covered with ice as when dry? Dees the public
regard in any personal light a mass of figures on the oumber of pwople killed and
injured when the figurcs remain nothing but masscs of numbers? Does the public
understand much of anything about the distance traveled per secomd by a car at
40 rmiles per hour, or how rapidly di i ihitated by ears approachivg cach
cther at such a speed?

We have a good product. But at present it lacks sufficient appeal. If it had
appeal, the reduction in the loss of life would not be upon a depression,
And it any are doubtiul of the possibility of changing hummn mature in the nge of
the strects and highways, 1, for one, want to say the attempt has not been made to
any comiderable extent. 'We have seen the public virtually come out doors 1o sleep.
We have sccn the poblic take to a more frequent bath, like fish to water. We
have seen the coming of bobhed hair, Ynee skirts, long skirts, Princess Eugenie hals,
and the acceptance of most any mode which is “the thing It can become “the
thing™ to use the streets and highways with care,

By noae of these remarks do T wish anyone to infer that I do not believc there is
further room for engineering improvement; because I do. Cars can be made safer.
So can roads. But I am more interested in making people safer for themselves, And
what's morc, T doubt if it can be done by means of a few laws, by the police, or by
more rigid enforcement, although such mecans and agencies can lielp. The only way
to make people safer for themselves is to sell them on safety.
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I venture to say there are not more than a mere handful of people, relatively
ki who are ling all their working hours attempting to scll street and

ll:i'glw-‘ay safety. The commissioners of motor vehicles and their assistants should

not be expected to accomplish such a task without aid, for how can they alone
market a commodity, if safety can be called that, when the customers number
120,000,000 people? Hence, there must be some part-time salesmen whose aid must
be used as best it can. And let mie add, o this connectinn, thar the headaches in
making use of part-time advocates of nur product arc bound to exist for a while.
It will take time to acquaint this new sales force with their commodity. But there
is not a traffic expert, not a law enforcement officer, not a commissioner of motor
vehicles who will not say that today he knows more about his job and how 1o do it
than he did last year, or five years ago. The difficultics that will be encountered
in recruiting a large sales force, so that safety may be properly presented every-
where in our nation, will work thomseloes out, just as they always do as experience
and knowiedge accumuiate.

Salesmanship during the war induced men ta leave the relative safety of their
homes for the dangers of the battle front. It induced men and women at home to
huy government securities to the amount of biflions. It induced people to save on
essentials that were more urgemtly vegniced by the soldiers and sailors. It induced
business men to forget thoir animosities. It instilled in nations the will to do or
die. Salesmanship in the world war was in many respects high pressvre; hence it
was without a basis in truth in many instances. But this—a batile to save lives on
our streets and highways—does not need to twist the trith: the plin troth is awful
encugh ard startlimg enough. The plain truth if humanized will compel men‘s minds
to control their aclionz-—and if there are any whe refode 1o do this—a militanmt poblic
will know how to get rid of them as 2 menace.

Today we have more aud better ways of spreading trth and ideas than the world
has ever before possessed, but all of these are of no avail if we forget the injunction
given by a great leader 1900 years ago: “Go ye therefore, and teach all nations
. . . teaching them to observe all things whatsoever I have commanded you.”

That is the type of salesmanship we are in nced of in this problem. Teach al
people to observe the things coramanded of us. Lat us make safety in the wse of
gireets and highways “the light of the world, as a city that is set on 3 hill cannat
he hid” Likewise, to paraphrase, let me hope that it shall not be said of any of
3 i thiz wanders b that we were 0 busy mending our nets that we

us
fishied not,

Horse Power and Horse Sense Education of the Adult
Motorist

By HAROLD G. HOFFMAN
State Commissioner of Motor Vehicles, Trenton, N. J.

/

Mr. Hoffman, with scveral assistants, presemted a series of proposed billboard
designs which are to be used i selting safety to the public on highway hillhoards 10
be erccted aa New Jersey highways. In introducing this display, he cited the case
of a l4-yvear-cld boy on his way to a private school in New Jersey, who had heen
giver a high-powered amomokile Ly his purents and who was checked doing 72
miles an hour on a New Jersey highwav. Mr. Hofiman also cited the case of a man
who purchased a car jor $15 which could uot be stopped from 20 milel an hour.
within 175 fect, and who killed a boy.

The speaker then said in part: If we want 1o get very far with child safety
education, we must make the adult feel responsible for the child. We must en-
@ender the respect of Jaw by enacting sane, sensible laws. Motor vehicle commis-
siners in America must realize that they camot enforce Jaws which are not sane.

pét
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sensible and justifable to all citizens. They must be enforced cquitably. In a
paper recently prepaved by one of my officers he said that the matarist probably
has just as much right to elect the laws he wishics to obey as the official has to
elect the laws which he will enforce.

_There is a very great need to “sell” safcty. There has been great development of
highways and high speed automahiles, but when we look back at the tell of 34,000
persons killed 1ast year and 1,000,000 injured, is it worthwhile?

Each state bas jts problems. New Jersey, which is 45th in size, has unusual
traffic pi:o!:}ems. It is the gateway for New York and Pennsylvania travel. It
has a eillion owners, but this is small compared to the millions of wotorists from
Pennsylvania and New York wlo usc Jersey highways. We are faced with a
tragic loss of life—1,302 lives lost last year. How can we preseut this fact te
the public?

In engineering, we are doing everything possible ta cansttuct our roads to be
safe. However, small results are possible here alone because a negligible number
of accidents are caused by faulty construction. We have tried to justiy the lasge
nunber of accidents by the fact that there are more cars and nsore operators, but
we must a!_sc consider an offsetting factor, that roads and cars are being built safer.
_In showing the design “Drive Carefully--This is not 2 Speedway.” the speaker
cited the great number of accidents on the express highway, Routes 24 and 26, from
Trenton to New York. Twenty per cemt of motorists killed on this lighway are
from out af !.he state. V!'hcn stopped for speeding, out-nl-state moturists often
say, “Isn't this a speed highway?" The comstruction of this highway las leen
ad\'tmgcd_ as a super-highway «o that the average mwtorist feels that twrc is n
spéod lirnit,

ommenting on the design. “A Good Friend and Pr 57— R t
Way,” Mr. Hoffrnan said that he desired adeguate enfumﬁ?hy juflf::s }::3 leI::
officers, but that it is the police officer’s job to go out and personally meet violatars.
g; ldll;’\oh‘s men toNuchmy courtesy, and that since motorists are  payimg
3 000 a2 year in New Jersey in taxes. they shau ; im-
'm}if’ but should be de:lli with coticteously. W mot e Tooked upen 35 crim
ewspapers have helped greatly in disseminating salety info i
agency has given as much help. A weckly article is m: chnb?'lgg ;zm:e;‘)v;!?hc:
stafte,d _'l"lus 1‘sh Y Gng&:;d;ﬁ;:l ex;:hmtion of laws and gemeral inforawmtion about
safe driving, the Lule, and keepi i it i
nt:-smpefs one Golden , ceping the car in coudition. Foreign language
question-and-answer booklet to belp applicants for operators’ 1i i
great asvantage. A large number of rejelz:]iom on operators’ Ikeﬁ;u:sxa‘;mm’z
ll:d the Department to use this book, which includes 120 questions ow mular vehicle
mus. Tvt’:]:i‘;gr:;.j“ms are used as a written test.  The applicasts are also tested

Other educational material used by Mr. Hoffman's departmont ing i
educ . ting the public to the use of the Uniform .~\<:cidr:|mlI Rctsuﬁgn;_sh:zts’f:rnhu:iet!sz
ton af child accid:cum and diurﬂibmi‘m af National Safety Comncil bwﬂ;tirm 1
:g:fgs ;;ﬁg‘eg. It is hoped to enlist pational adsertisers in safety nosters on hill

WEDNESDAY AFTERNOON SESSION
October 5, 1932

This second Joint Session of the Street and Highway Traffic Section with E
Cv.;mfgrcz)oc of Motor Vehicle Administrators was called to order by c.-ofﬁk{zn
Wellington, president, Eastern Conference of Motor Vehicle Admmistrators, Provi-
dence, R. I.' The session was devoted to a consideration of “Dirivers’ License Ad-
ministration.” Chairman Wellington introduced the first epeaker.
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Drivers’ License Examinations, Present and Future
By ROBBINS B. STOECKEL
State Comumissioner of Moter Vehicles, Hartiord, Conn.

The speaker said in part: At the end of 1931, eighteen states had operator's
licemse laws including some form of examination as to fitness. Eleven states have
had, in these ten years, cxperience with the administration of the law, including
California, Conmecticut, District of Columbia, Maryland, Massuchusetts, New Hamp-
shire, New Jersey, New York, Pennsylvania, Rbode Island, and Vermont. Seven
others have adopted qualification requirements since 1929, including Delaware, Iowa,
Kansas, Michigan, Oregon, South Carolina, and West Virginia. In addition to these
there are some other states which have a form of licensing law without examination,
apparently intended to produce revems. X

p{:rt}m {igin of the experience in these cleven states, it seems proved that there is
no better safeguard against road accidents caused by motor v_ehu:letoporztors thay
is provided by an examimation into qualifications, together with 3 Super-
vision of conduct, and such discipline a8 may be necessary for corrective purposcs.

Whether the result can be climed to be entirely traceable to the license law, it
remaing a fact that the automobile fatality rate in these eleven states is 31 per cent
lower tham the trend in the non-license states. Had it not been for some force or
other, presummbly the operators’ Licensing system, the ‘deaths from this cause in
these states would bave been 45 per cent higher than it has been, as shown by cum-
pasison with the statistics in those states which do not have a licensing systemn.

All operaters’ systems are adupted and founded on the constructive jegal 'ﬁgnory

that to operatc a car om the highways and strects is not’a right, but a privilege
granted by a state. It must be apparent that the whole success of a licensing system
depends upcn its administration, upon the correctness of the tests under which the
examination shall be given, and upon securing as perfect a selection as can be had;
further subsequent supervision which will follow through every sm_slg 'gurtharwed
operator conecrning his operating duct, with administration of discipline where
it is called for, und with education and teaching where these particular activities seem
to be nceded.
The licensed operator who is accepted on such a sclective plan will then by
himself establish a standard of performance which < pussibly be raised higher by
better cducation which must be attained. Unless it be alujned. every departure
therefrom will call for exercise of the anthority of a state to disclose to the operator
that his conduct has not becn all that it was thouglit te be, and accordingly he must
be deprived of the privilege. . .

What, then, is a faic and efficient cxamiuation fm: ulef(um? R

An applicant must be of an age where enough discretion and judgment for the
proposed performance may fairly be expected of him. The age groups under 30
seem invariably to be those in which the causation of mischance origivates. In most
states the age of reasonable discretion bas been determined upon as 16, it being ap-
paremtly considercd that if the expreseed consent of the paremt or guardian can be
securuf. this is old enough for young men and women to conunence 0 gam ex-
perience in this important feature of modem transportation. i

Physical ability to operate must always be found present. There are, in wany
instances, roung men and women who at 16 have nnt grown up sufficiently to be
able to handle the modern car. There arc boys of 16 not tall cnough to see through
the windshield; there are gisls who baven't sufficient strength to apply the brakes.
But any state can determine by an inspoctar whether these twa factors are present
or absent. Physical ability to drive a car also involves use of the wenses, qpccnﬂy
evesight. The whole physical peciormance should be found to be sufficient for

purposes of operation.
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As a general criterion, it scoms that when an applicant bas 20-70 of normal vision,
whith in commowa language mecans the ability to distinguish a child from a hydrant
at 200 feet, he will see well enough to operatc a car, and that is the test on which
most examimation systems have proceeded. The state administrator giving this
test, shoudd he find that it cannot be pussed without glasses but can be passed with
glasses, must limit the operatoc’s Heenmse granted to operate with glasses. In the
experience of many years in the cyesight test, all sorts of conditions have been
found. Applicants have presented themselves who have mo sight at all in one eye,
but who see well with the other. Color blindness is commonly found to exist in
about two out of every 100 persons. It does not, apparcotly, have any effect on
safety. It usually cousists of an inability to distinguish green from red, but the
ovdinary intelligence cospeusates for the omission of this particular ability by ad-
justment. A person who is color blind fuvariably learns to distinguish trafiic
signals from otic of two manifestationa: he either learns to watch the uther pare
ticipants and do as they do, or else he learns the position of the lights.

If an applicant is to operate under the rules and laws of a state, he wmust have a
fairly genmeral knowledge of them. Nowadays they are so commonly aitke all
throngh the United States that a good working knowledge of the roguiremests ol
one state usunlly is sufficient to take one safely anywhere. The law test should
thercfore cover omly the essential rules of driving, such as the right-of-way, the
driving on the right side of the road, passing other cars on curves, and all such
gencral directive laws as need to be absolutely known and understood not only as
to language but as to the intent and purpose which they serve. Every examination
oa law ouglit particularly to cover the direct decisions which have to ds with the
operation itself, and not go imto teo many details and catch-goestions.

It is necessary for an operator to be able to read English. That doesn't mean
proficiency, but a working knowledge of the appearance of leltering and of the
general meaning of the words and symbols, so that he can invariably umderstand
highway direction signs, safety markings, and all of the literature which is prepared
for him as a guide in his actun]l opesations. If be is so ignorant that le says a
“stop™ sigmal means “go” he is natuvrally not tc be passed oo this section of the test.

Vhe road test, the most important part of every examination, includes two fea-
tures which need to be disconsed separately. One is the aperstion of the car; the
test of skill. In the modern examination, the test of skill starts from the moment
the man seats himself in the car. He must know tiow to start the engine, how to
ot the car into gear, how to get the car going, how to fesd the yus, and how to run
it and stop it. All of these things ge quite maturally as 8 part of the skill test.
and if activities are kept separate and he is warked as to proficiency in the per-
formance of each, any weakness in his skill will at once stand out.

The other feature is the determination of how the applicant comports himself
relative to the problems of others. This is a test as to his consideration or cour-
tesy, whether in traffic he knows and apprecintes that while he may be as good
as other drivers, they may not be as good as he, and, accordingly., whether he
drives his car with that in mind, keeping it under such control that he is able to
meet any emergencics which mey arise through the conduct of others.

Many accidents and difficulties are d by the a ption on the part of an
operator that auother operator will follow some special course, whereas that other
operator may have in his mind some other equally proper course. A common ex-
ample is where the operator of a car which is following another assume’ that the
other car is going straight ahead, and instead of that it tuens into his peth without
a signal. This 35 an excuse, boat if he is 2 good operator he will know that caution
or: his part can be exercised so that the operation of the cxr ahiead will not afest
him at all.

Finally, there is & far more deep-rooted and difficult determination involved in
every examination, and that is to find out how the emotivas and general human
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characteristics of an applicant atfeet his pcrformamc: .j\s an illus'tration. if there
should exist great fear of certain Lappenings, that in iiseli comstitutes a danger,
because the exaggeration that results from attempting 10 avoid the feared happening
often makes other complications and accidents. X

Wien the examiaation is complete and the fina! marking or grade is put down,
as is now the case in some of the states, there is ju the mator \“thicle.ofﬁa: @ com-
plete record which states operative perfurmance of every applicant in that state.
Defects and faults, if any. are shown up and discussed ar the time of examination,
and the operator’s record beging with the examiner's findings, 1t is harg:lly a pay-
cholagical test, except so far as mychokm_v_is common sense, but cousists of the
application -of the same rules and the same lines of thought by which the emplo.ycr
of labor has Joug selected his angpiosees. It is for a special purpose, but in principic
is 1 Process. .
® 'ghmis“p:ﬂig&xr form of iuation as ducted in Conmecticut for something
over a year, apparently d rates that a pector can s:ele_cl aperators
who are upt to oceasion difficully on account of persona! characteristics, such as
timidity or over-confidence, and 1o warn them about such <ases. In the statistical
studies made following the installation of this examination, it scems alrcady dem-
omatrated that those persoits who have heen passed amlw who fater get into :m:ndqrh
ur are disciplined, are abmust invariably found to be in the class groups te which
hey were allomated by the inspector, .
! On:: ;:al suhject l'imains to be discussed. That is the “defective” who :.mp'hcs
for a license: the muan who it deaf and dwol. whose hearimg or eyesign is im-
paired, wha has lost the e of a ¥nb. the one-urmed man. the one-eyed man, the
person who has partial paralysis, etc. Experiment :nd study of all such cases have
developerdd &8 method which now shows more clearly than ever hefore that thesce
people nwst not be forthwith eliminated and refused on account of w defect. Even
JE it were cunstituticnal te say that a liccuse cannot be granted because a man is
deaf, that wonld not be the proper course to take, because there seems always o
exist a cumpensation for the Joss of any sense by the :f.l)arpe11ixxg effect on the in-
telligence of the person. caused by the knowledge af his '!oss. N

Phivsical defectives who are gperators do not have accid are not
and appear infrequently in the records of a motor vehicle office.  But the utmost
vare must he cxercired before they are licensed, for wany of them are p’nys»call_y
unfit for the cssential mechanics.  Fvery possible upporiunity to prove the wurthi-
ness of the applicant must be graated, and when .thc dnmmo.u is F.nall;r made, if
affirmative, it mast be made on the basis of 2 positive determination of inteiligence
of sufficicutty high degree: aml intelligence in this sense doesn’t mean book learming,
tut udaptability for this purpose.  Tf this intelligence is found, the applicant must
be licomed, aleavs primiding bie has sufficient physical ability to perforn normally,

. qe o

Examination by Local Officials
By CAPTAIN LAURENCE A. LYON

Deputy Supervisor, Uniform Divislon, State Department of Public Safety,
Lansing, Mich.

The speaker waid in part:  Michigan passed her first omratﬂrg' Iicc.mmg law in
1919, This law permitted bt did not require the examination of applicants by the
focal officers. It was necessary for the local sheriff or chief of police te approve
the application for operatory' licensee. This law wag imrrraclical‘ for therc were o
teeth in it: nw practical means for the revocalion er swspuension o_f the lcense,
Fimally, the 1931 Michigan legislature passed an Operators’ Licensing Law that
follows the peuneral lines of the Honver code. . i

There are three essentials in the administration of swch a Jaw, without which
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we can get no results.  First, we must 1equire that new drivers—that is, roung
people hecoming of age, or anyone driving a var for the first time—mitst have a
rigid examination. Scoond, the driver having a license and abusing the privitege
gramted mder it must have his license suspended or revoked. ‘Third, the law must
be administered by an organization with a large amount of discretionary power.

The Michigan Law requires the examination of ncw drivers amd permits the
examination of any driver. Any person desiring cither au operator's or chauffeur's
license must apply to the examining officer in the community o which he resides.

hese examining officers are appointed by the chicls of police in the several cities,
and the sheriffs in the several counties, amd are takea from the ranks of the peace
officers oi the ¢ ity. The application is either approved or disapproved by the
tocal examining officer and forwarded to the state commissioner of public safety.
The commissioner must then wpprove the applization hefore a license zan be issued
and no license can be issued unfess he docs approve it. The thought of the Tegis~
haturce scems to have been that the local officer would know the people in his com-
munity, would know who was physically or memtally unfit to dgjve, and would kuow
the pact driving records of mauy of those who made application.  Thus, ke would
be able to eliminate readily the unfit in his comuwmnity. Ry haviug the approral of
the state commissioner of pullic safety, a check might be made of the mishciay ioe
of 2 man i a community other than that in which he lives, for the records of such
misbehaviocs are in the files of the State Department at Lansing,

The law wus enacted for the purpose of reduciugy untimely and costly injuries,
maimings and deaths to our citizens, and damage to their property, (1) by the
selection of those alome who were fully qualified tn operate motur sehicles, as
recipients of licenses, and {2) by the chwmination of 2% those not s sualified.  The
machinery for the selection of the fit and the climinntion of the unfit conters in the
authorized examiaing officers. These examiners are named from the varipus potice
and sheriffs' departments, and it i3 upon them that the success or failure of the
law primarily rests. In the less thickly populated sections of the state, the examiner
may know perscually nearly every applicant. “Lhis works to the advantage of the
driving public if such an examiner is fully qualified 1o function and is sincere and
honest in the use of his discretion and authority.

Most of the examiners are sincere and many are well qualifer. The examinors in
our larger cities are doing an excellent job. They bave hal the traiving which
fits them to pass judgment on the applicant. Poliee departments have cooycrated
with the comunissionsr and the resuits of their examinations have been very grati-
fying. I cannot say as much for the sherifis as a class. Many of them are sincere
and careful in their exunination, bt the vast najority will approve applications
without any exumination. This is rather 1o he expeeted. since our sheriffs are
dependent upon the good will of the people in their community to hold office. They
must be elecled every two years, and consequently will not amtagonize any voler in
their community unnecessarily. Many of the unfit examiners that have buen found
are of the mercenary type, who obtain notary poblic powers and make a charge for
notarizing the applications. They turn down mo one who may apply, no matter
hovwe decrepit, feehbleminded or blind he may be. They have dune barm, but due to
other provisions in the law, not irveparable harm. The great mgjacity of the ex-~
amining officers have been efficient, interested and stikere, amdd bave impartially car-
ried on their cxaminations.

As population increases in the arcas wnder the jurisdiction of an examiner, his
routine of examining must be more strict. He knows a smaller number of the
applicants, and the possibility of a d. ous driver slipping by is augmented by
the pressure of numbers. For this reason, the examincrs are named from the
police of that community—~men who have for years functioned in their trafiic divi-
sions, and know the quirks of human nature that g0 o make up an undesirable
operator. They have followed in most cases the progressive routine of oral, visual
and mental quiz that is remarkable in its ahility to weed out the unfit,
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1t the undesirable driver gets a license, he may be removed from the highways
through the revocation or suspension of his license.  Any person held unfit to
operate a car safely and cfficiently, following an examination by an officer and
an examinution before a represemtative of the comimissioner, may have his license
either suspended or revoked. This action may be predicated upon a showing of
mental instability, physical disability, a driving history which shows little respect for
an adherence to safety rules, or a single instance of reckless or inattentive driving
which results in an accident.

If a license is suspended or rcvoked, the penalty mmy be extremely severe and
seem to be an irreparable injustice. However, the adequate und imgpartial adminis-
traticn of this power has appearcd to be the most important duty under the zet.

The enormwous power for good through proper administration is being constantly

demonstsated by the operatora who appear at our hearings.

Sumwe vesults have already becn obtained. During the sixteen wonths this law
has been in effect, 1,100,000 applications for operators’ and chauffeurs’ lirenses have
been reccived. Less_that 2,000 applicants have been finally demied the right to
drive, and these because of physical or mental incompetency and occasionally be-
cause of a bud driving record. During this same period, over 6.000 licenses have
been cither suspended oc revoked, mostly because of flagramt violations of the law,
or cared or i jon, resulting in collisions. We believe that as a result
of the administration of this luw the accident rate has been reduced.

Demonstration of a Typical Oral Examination and
Driving Test

By C. &aGARMENDIA
Chief Examiner, Btate Department of Moator Vehicles, Baltimore, Md.

The speaker gave a demonstration of a typical ex ion for op s’ H-
censes, and then followed this with a driving test which took place outside on the
driveway of the hotel.

In explaining the issuance of Maryland operatoc’s license, he said that the depart-
ment bad its own examiners in twenty-three counties of the state. In 1918 a law
was cnacted providing for the payment of fees and the issuance of licenscs regard-
less of ability to drive, but this law has since been amended aud rnany tests are
now required. The cperator must be 16 years of age, physically fit, and with good
eyesight.

However. under certain cowmlitions, restricted licenses arc issued to thosc physi-
cally defective. A deaf persom may receive a limiited license for a period of three
months, but he must be accompanied by a person able to hear. A sccond license
them is issued to him but he may not drive in any other state where there are re-
strictions. A person with an arm off above the clbaw may receive a license, hut
rust wear an artificial limb, and is restricted to s purticwlar car. If he wishes
10 drive another car, he must be re-examinud. Color bliud persons are given li-
censes for daytime driving only. Persons with bad vision are given leenses for
daytime driving only.

Persons 16 years cld may obtain for $1 a license good for 30 days when accon-
panied by a hicensed operator. A person 16 years old mmy slse obtain for 1 a
motoreycic license good for an unlimited time. A person 14 years old may cbtain
a license for operation of a motor-bicycle.

Applicants for operator’s license in Baltimore are taken for a seven-tighths of
a mile trip through & crowded part of the city where they must park, stop, rmuake
right or leit-hand turms, signal, etc. A large cardboard disk is placed over the
radiator to show that the aperator is taking an cvamination.

[ PO
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In answer to a question as to what the fees are for operator’s license. Mr.

ja seid that instruction cards are $l, operator’s license $2 for perpetual

use, and chanffenr's license good for onc year is $3. Duplicate cards arce issued for

50 cents. but no examinaticu is made of the operator when he asks for a duplicate
card.

THURSDAY MORNING SESSION

October 6, 1932

This session was the first of two devoted 1o the problems of pulice officials. The
meeling was opened by Clifford Davis, Vice-Mayor of Memphis, Tean., who pre-
sided. Chairman Davis introduced the first speaker.

What Can Police Do About Traffic?
By COURTLANDT XK. PARKER
Deputy Chief Inspector, Naw Jerssy Motor Vehicle Dept, Trenton, N. J.

« The speaker said in part: There are many things that can be dome bt tiuc all-
important thing, as 1 sec it, is botter and more equitable enforcement. The Mator
Vehicle Department of New Jersey is deeply interested in the enforcement problem.

From my obicrvation, I am of the opinion that anly 10 per cent of the pussible
enforcement is being done amd that while 70 per cont of the general motoring public
are of the luw-abiding type, and obey the laws withont bring continually watched,
the other 30 per cent must be forced to obey. Education las 1o effect upon this
fatter type. It is to this type that the majority of accidents can be traced.

Trafic laws are nothing more than enforced safety rules. Safcty rumles in large
corporations, railronds, large interstate bus cuompanies, mines, and other industria!
enterprises are strictly enforced and bring fine results.  Accident records are heing
reduced comtinuully and it is mut oucommon for one of titese cacerns to go long
periods withoumt a single wishap. If an employee of one of these concerns violates
one of these safety roles, either wilfully or through neglect, he is penalized. I re-
call a case of a bus driver of one of the large interstate bus companies who was
arrested and fined for driving 60 miles per howr on a straight comerete highway.
When his company learned of this, the driver was instantly discharged. Now, if
private companies ave so very strict with the enforcement of their safety rules and
regulations, why cannct the same basic prisciple be applicd to the motoring [ublic
by the police, by enforcoment officers and the judiciary?

I have talked to many police officials throughout our state as to why motor
vehicle Jaws are not given more attention, and I realize that the entire police de-
partment would like to sce traffic luws eniorced to the letter. There are many
reasons, however, why we cannot wield the iron hand of sirict enforcement to our
fiking. Of the many excuses that I have heard, pechaps the first is political pressure.

In small towns the popular excuse is that it would give the town a bad name if
many motorists are arrested. Cthers say, “It is up to the state to enforce the
motor wchicle laws.” There is nothing more discouraging to an officer than to
make an important arrest for 2 major violation of the traffic laws, and upon his
appearance in court, find that the case has been “Axed.”

In some cities and towns an averuge of 50 per cent to 90 per cent of those sum-
moned to appear in court for traffic violations never appear. While parking
overtime aml like violations do not constitute a direct menace to public wafety,
summons for ruajor offenses are withdrawn in wholesale proportions. Thiz gives the
habitual violator, the dangerous driver who may have the proper counections to
bhave his summons withdrawn, the feeliug that regardless of how he drives he can
Ret away with it.
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There are. however several towns and cities throughout the country that have
adopted the policy that vuge a summons is issued it cannot be withdrawn, no matter
to whom it was issued. I visited onc of these towns which had recently put this
rule inte cffect, and talked to thc commissioner of public salety, and the ch@:f of
police, on the subject. They teld me that over 1,000 summons had been issued
prior to any visit and every onc had stood trial and that there were very fow sus-
pended It was claimed that the rcwson this system had shown such
wonderful results was because it had been put juto effect by the feaders of the
conununity and so the reaction that might uaturally have been expected from such
stern neasures failed to materialize.

Another undermining nfluence is special privilege in the form of courtesy cards,

s noth

which are usually cousidered by the r i a! ing more or less than a.lt-
cense 10 break the law. Special officers’ bailges, police departmaent signs, and privi-
feges of like character shoukd be done away with as much as possible. _\Vc arc
besieged lay thousamds of citizens for some form of special privilege that will Fnzme
them fo mot, the “breaks.” as they say, and this desire of the average mwotorists ta
secure some form of special privilege seetns to be a mtional. discase.

While a large number of our magisteates are of a very high type am} conduct
their courts with efficiency and justice, there are some who, either through ignorance
of law or some personal complex, do much injustice to motorists. hoth the guilty and
the inmocent, Uisuwally the magistrate is clected or appointed to office and some
these magistrates have no training or experience in the law. I am of the opmion
that if newly elected or appainted magistrates were requived by law either to pos~
sess certrin qualifications or pass an examination, more justice and respect for law
as it ix administered in the lower comrts would result. X

Tn all fairness it nwst be remembered that motorists have prolubly as much right
to elect just what laws they intend to obey as officials to elect what laws they in~
tend to enfurce. There is 1 erving need today for motor faws that are tempered
with homanity aud sanity, and which will be respected und nav be enforced
eunitably. .

Again, there dacs not seem to he enough uniformity in the pemallies that are
imposed by mmupistrates. In aur expericnce. the fines asscssed for similar violations
throughout the state may run frem $2 to $100. according tn t_hc mxf_istrat_e.. The
fact that the magistrate is given a wide range of discretion in the imposition of
pemalties ix one reason for this wide variation, The average fine intposed upoa &
reckless driver by thousamds of magistrates who hear the cases is very law. cone
sidering the terrible menace this type of driver is to public safety.

I think it wonld be a very good thing for the police to conduct equipment inspec-
tion campaigns within their various commmnitics, because many very serious aeci-
dents ave traceahie to the mechanical cuswlition of vehizlex Brakes. lights. horns,
mirrors. elc. can be smzpecied by them at intervals. The moral cfféct of these
inspections would produce repaivs to vehicles which, without such a reminder, woull
Bbe left unnoticed. State anthorities conduct these inspections in manv states, but
the territory covered by them is so vast that they canuot cover a given city or town
as thoroughly or as frequently as they might like to do. i

The final feature of this session was a demonstration of a training school session,
by representatives of the Mctrapolitan Police Department of Washingtow, to iHustrate
the “Organization and Fraiming of a Traffic Porce” Inspector Erpest W. Brown
first announced that all the men of the Metropolitan Police Department ave requested
to attend thiz course of training for a period of three months, uid that the school is
conducted by Captain B. A. Lamb. .

Captain Lamb then described the various subjects taugin in the u:hooll giving spe-
. cial emphasis to Signals. Trafbc Laws, Geography, Code of Laws on Crime, Investi-
gations, Nature of Crimes, Crime Identifications, Taking of Confessions, Extracts of
Crimes. Homocides, Pistol Care and Practice, Court Procedure, Fire Prevention,
Eaforcement of the Narcotic Act, eic. -

Lt
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THURSDAY AFTERNOON SESSION
October 6, 1932

The second session for the consideration of prohlems of police officials conmvencd
with General Charles D Gaither, Comnissioner of Police, Baltivinre, presifing.

Problems of Public Relations .y v~ - &:t S
By DR. F. R. GOMILA - ededes om
Commissioner of Public Safety, New Orleans

The speaker said in part: The problem of Keeping public support is one of the
most delicate and perplexing problems associated with trafic control teday. The
desired support can be secured best by a cumtinued and diplumalically sustained
process of education. The press, almost without exception, may be velizd upen to
advocate the general policies of safety. It is unfortunate, howaever, that some few
papers fall into the erroc of 1 hing criticism against some particular phase of
safety regukitions without taking paius to learn the whys amd wherefore which
have justified the measure. In a few mstances, responsible cdilors have been led
into taking sides with critics who agitate against such regulations hecause of their
own scifish business interests. It should, however, at all times be hewne in mind
that properly devised safety regulations arc intended for protection of the peneral
public even though, in some NHinited instances, these reguiatinns may appear to hrar
down upon the privilege, real or imaginary, of the few.

It in equally vital that, before regulations are put into offect, wirious civic or-
ganizations which are comcernsd with the business and social progress of the
comumunity should be consulted, so that no unfair regulations iy be imposed upon
any large part of the citizenry without opportunity for discuwsion. Haviug preprred
the minds nf the public for regulations covering safety, it is nccessury to cone
stantly appeal to the public by persuasive explavation so that each citizen pay be
aroused to a keen degree of safety consciousness. This cin best Ix accomplished by
discussing safety matters before groups of citizeus in all walks of life, and in this
program the radio can be very itupoctant. No educativmal camgmipn of this kind
can be successful without a high depree of cooperation between all eivic arpaniza-
tiqns. the press and a thoroughly trained and efficient police traffic departwent. In
this vooperation, a most important part can be {aken by the local safety council.

Ancther serious problem is found in meeting poblic domands. These demanils
today, as you kmow. are mummerous; however, the general trend is toward a safe
and expeditious mmovement of traffic, reasonuble parking linitations amt a couricous
well trained police traffic department, capable of jollowing 2 couwse of instruction
rather thun the customary raw tactics of enforcemient. With this in maxl. the
motorized public should be induced by allowing a higher rate of speed to use
boulevards and thoroushfares which have 2 right of way over all intersecting
streets.  Special efforts should also be made to handle the parking problem and
provide, if necessary, adequate spaces where vehicles may be left for beauthy perinds,
if the parking rules require that they be kept off of main thoroughfares.

The streets of the ¢ity of New Orleans are unusually narrow and while we
fully‘realize it is necessary to the proper operation of business that parking be
permitted, we have carefully studied the facilities available and recently chamged
our parking regulations. \We mow permit 30-minute parking in the more cougested
areas, one hour in the less congested, and two hours in the tesritory bordering the
entire commercial district. In addition, doring morning and evening peak hours,
parking is prohibited from both sides of the narrow sireets and on oue side of
twse with even greater widths,
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Another importast public demand is that of courtesy and efficiency on the part
of traffic officers. The police assigned to the regulation of strezt traffic should be
of a high caliber und thoroughly trained for their special work with the public.
Recently we have installed in New Orleans a special course for thosc officers at-
tached to traffic, and it is hoped that through this medium we will better meet the
demands of the public by & more cificicnt handling of the problems that daily con-
from the police department.

The problem of handling the traffic Jaw violator is stifl 2 peculiar ove. In
former years and before the imtroduction of motor vehicles in our everyday lile, the
great proportion of the public rarely, if ever, cume in coatact with the enforeement
agencies of the Government; thosc who did were usually habitual offenders and of
an undesirable type. Today theve arc few that cam say they have never violated
some frafic vegulation and are not subject to arrest and to some form of punish-
ment. With the great mass of offenders against our traffic laws, therefore, it is
most important that 2 campaign of educaticn be carried on tu secure their uitimate
aid and cooperation in law conforcement.

On the other hand. where serious violations of the law scem to have been inten-
tional, where motorists have flagrantly committed major violutions, such uy exces-
sive speeding, reckless deiving, disregarding au@omuic traffiz signals and through

stop signs, end. ing the 7 s from y street cars, or driving while
intoxicated, these should be sternly deait with by arrest and trial before a competent
court where Htting punist may be inflicted. ¥ ver, in all our dealings with

the violator, regardless of the character of his offensc, a spirit of education in traffic
rules should have an important pluce i the enforcing department’s methuds. The
modern motosist must be taught a decper sense of responsibility for the welfare of
others on the streets and highways and we maust all help him to come to a fudler
realization that regulations are paimacily intended to promote the sufety of himsell
and everyane else in the comumunity.

Discussion: The belief was strongly expressed that courtesy by the polloe de-
partment is being overworked in some cities. and some minor offenses are causing
as scrious accidents as the drunken driver. The use of courtesy cards for visitors
should be discourared. as they come into the cities and often do as they pleasr,
fecling they will not be penalized.

Enforcement and Accidents
By FRANKLIN M. KREML

Director, Acrcident Prevention Bureaw, Evanston Police Department,
Evanston, Illinois.

Mr. Kreral reported ou the results of the Nationa! Traffic Taw Enforcement
Damonsteation. He said that his report was prefiminary becausc there had not
set been time for compiling and studyving completely the resuits of the Jewmon-
stration. -

The participating citics were asked to cngage in a program of “selective and
vigorous” trafBic law enforcement, with emphasis on the violations that were most
commonly involved in accidents and the locations where these most comumouly oc-
curred. At thé end of September, these cities were asked to report the number of
arrests and couvictions by important violations, and to report persona! injury and
property damage accideuts by mouths for the first nine months of 1931 and 1932. ‘The
asiticipated number of arrests, comvictivns, and accidents for Septemnber 1932 was
computed for each of the citics and the actusl experience during the month in cach
casc was compared with these anticipated figures which had been based upon the
experience for the first nine wonths of 1931 and the first eight montbs of 1932,

S SR
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Of the 56 citics enrolled in the demonstration, 30 reported in a manner that
permitted them to be tabulated and studied. Some of the others were unable to
report certain parts of the informmtion required, and still others were unable to
report at all on a basis that would permit of tabulation with the group of citics
that had besn able actually to engage in the demonstration.

THURSDAY AFTERNOON SESSION
October 6, 1932

This session was a joint meeting with the Institute of Traffic Engincers. Burton
W. Marsh, Traffic Engireer of the city of Philadeiphia, acted ag chairman, intro-
ducing the first speaker.

Traffic Accident Indexes
By CHESTER C. PISK
Assistant City Engineer, Berkeley, Californix

The speaker said in part: Qoe of the basic factors in any study of accident
conditions is a quantitative determination of the hazards which exist at any given
point, or within any given area. Heunce, before a compreliensive study of the acci-

; ba?fd to autornobile traffic can be conducted, there must be available certain
basic units to serve as measuring sticks for the amount of hazard in each given
case. Such x unit may be termed the “aiccident hazard index" for that pnint or
?olml:a. Some of the uses of a definite and dependable accident hazard index ace as

WS s

(1) It wjtl replace guesswock by an analysis of conditions,

(2) 1t will indicate the degrec of hazavd existing within any given area.

(3) It will facilitate the comparison of conditions affecting accident hazards at
various points.

(4) 1t will serve as a valuable guide in installation or removal of traffic signals,

(5) It will furnish the essential data for public information and for & puhlic
safcty campaign.

A jc'rim s'tudy is now being conducted by the city of Berkeley and the University
of California to determine the various accident hazard indexcs wow in use. Data
wcrc_ohtamgd by means of questionnaires mailed to cach ineraber of the Institote of
Tr:hﬁlchﬁnmw» rincers, and ti; poli;:‘c ‘chiczs of :‘:Ir:l or more of the principal cities of
cach s inquiring as methads of accident hazard mraswrements whi av
groved desirable and practicable, rements which have

So'me )?hn of grouping the various types of 1k ind i tial. A
classification may be madc on the basis of the area within which the hazard is te be

iN F_ le, the index mav apply to (1) an etrect intersection. (2) a
strect or portion thereaf, (1) 2 city or district within a city, (4} a state or other
political subdivision larger than a city. -

Unfortuaately, an accident hazard index which properly applies tc one of the
above classes does not tgsual!y apply with equal accuracy to others. This is duc
largely to the many variable factors which contribute to accident hazards, and to
_thclsm:tuw J’u{. the importance fni rthr:m: factors between areas of different sizes. It
iz also true that certain types of information are avai i
3 alo true that cettaln izl:.ﬁ ailable for an area of one size, and

The first zrouo‘oi accident indexes hus to do with accident hazard measurement
at street intersections.  Six such units will be discussed briefly in the following
paragrapha_

(1) Spot Map or Pin Map. A spot map which indicates the location of trafic
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accidents by dots or pins is usvally maintained by the police department of cach city.
The differeat 1ypes of accidents are often designated by the use of different coloved
pins or spots and the number of pins or spots which appear on the map at any
given intersection is a measure of the hazardy existing at that point. This measure
Jdoes not consider any of the factors which influence accidents hut it indicates at a
glance the nmuber and type of accidents which have ocerrred at any point within
the city.

(2) Curd Iudes af Aecidents. A card index systemn of accident records is main-
tained by must cities. The card ordinarily contuins all available information con-
cerning cuch individual accident and is an integral part of an accident record system.

(3) Imterscetion Acconnting by Inswrance Clatms Evalusled. It hus been sug-
gested that 2 method of intersecti jdent ing be used to measure the
actual hazards at uny given strest intersection. Under this plan, insurance claims
wotidd be evaluated and the amount of loss would indicate the amount of hazards.
Some arbitrary system would have (o be established far fatal accidents. A record
card would be kept for each intessection and colored tabs showing the awount of
damage would reveal ut a glunce thuse street intersections at which the heaviest
105565 WEre OCCUrrng.

(8) Accidenss per Thonsand Vehicles Inlerseciing the Line of 1000 Pedestriuns.

The amount of accident hazard at any strect intersection cannot be measwed in its |

entirety wnless consideration is given to the vol of bath vchicolar and pedes-
trian trafic. Accordingly, au index has been developed which expresses the acci-
dent hazard in “terms of acuidents per theusasd vehicks intersecting a stream of
100 pedestrians.

(5) Approach Speeds. The greater the speed at which a vehicle approaches
an intersection, the greater will be the potential accident hazard, particuiarly when
the visibility is limited. Undur this mcthod, the safe approach speed for any given
intersection is determined after coasideration of its various physical characteristics.
Signs indicating the safc auproach speed are posted at various intersection ap-
proaches and an cducational campaign Js conducted to inform the public and en-
courage obeiience to the sigus.

(6) Avcidents per Aliltion Vehicles per Yvar. The volume of trafic must he
considered in deteriining the accklent hazard at any given point. At intersection
“A* 1,000 vohicles puss per day, whereas, st intersection “B* 10,000 vehicles pass.
A spot map indicates that during the past year 10 accidents have occurred at each
sntersoction and the inference is that both intersections are cqually bazardous. How-
cver, intersection “A” has an accident rate of 1 per 100, whilz intersection “B" has
a rate of 1 por 1L000. These figures indicate that the hazard at intersectiva “A2 is
at times as preat as that at interscction "B An index figure Ims buen devcloped
which relates the manber of accidents at any intersection to vehicular traffic vol-
ume, expressed as the mxmber of accidents per million vehicles per yeur.

The above indexes measure the amomnt of hazard which actually exists at any
given street intersection, but they do not indicate the amount of exposure to hazards
which may exist. An index which wilt consider the volume of both vehiculur and
pedestrian traffic, the width of streets, conflicting trafic movements within inter-
section, and the composite speed of the vehicular traffie, is being developed by the
city of Berkeley.

The sccond group of accid ind es the ! hazard along strects
or portions of streets. The umit of this type that has been found measures the
number of accidents which occur per willion vehicles per mile of strect per vear.
The traffic volume is determined by averaging the truffic flow oun the street as

- measured by trafic counts made at intervals along the street,

The next group of accident index units consists of those which are applicable to
a city as a whole.

(1) Deaths per 100000 Popuigtion. This unit establishes a ratic between auto-
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cides and the population of the city. Only those accidents involving fatalities are
considered. It i used by the U. S, Census Bureav. insurarwe companies, the
National Safety Cowmncil, and others.

(2) Deaths per 100500 Repistered b hicl This d relates id fa-
talitics to the automobile revistration. It has been used frequently for special
studies and investigath in Jocalities where the informatien was available. Both
this unit and unit number 1 above are inBuenced in some cases by residential
suburbs adjacent to the city wader consideration.

{33 _A:m'dcul: per 100000 Popwlatiom. This umit velates total accidemis to

population. One advantage of this unit lies in the conrideration given to all acci-
dents rather than to the limited number involving fatalities. This index will have
a so«r:ewhnt'lmuted scope, as many cities record only accidenmts invelving injuries.
B C)] Atn_deu!: per 100000 Registered Viekicles. This index relates total acci-
dents to registered vehicles. In comparison with Nuinber 2 above, it poscesses the
advantage of considering all zocidents, but would be applicable only where records
of all accidents are kept.

(5} .Accidents por Millioss Populaiion per Repistered Tehicle. This imdex re-
lates the num!)cr of accidents between the popatation and registercd vehicles,

.(6) Location of Accidents by Zomes. Under this system, the total mumber of
au;ldcnfs in each zone serves as the indux figure. This method of mensvrement nay
be applied to a porlion of the cily as well as to the whole.

(?) The Compnnily Cocfficient. This coefficient is developed by weightiog a
series of factors which may contribute to accidents, such as peneral climatic con-
:I:hqm, u:nfﬁg :mz@roi facilities, the character, maintenance. and width of streets. and
the illumination uf streets at night. Thix plan permits consideration of most of the
pertinent factors, such as a difference of opinion as to what the pertinent factors
are, the methed nf evaluating them, and the complicated procedure necewsary to
dczg';)p ;ZUCH a ;ax:; N;{mly i ench community.

(8) aife o ccidents to Registered Vekicles. Street Use and Population.
'fl'hms md:-i esh?isbcs by' aﬁ}ﬂlmeﬁcal' means the ratio between the above ml::m?c,x::&!
actors. n is the ideration v iri ¢ g3
o e ) of seversl of the prime factars can

'(0) Tusurance Claims Evalwated. Tn this method the amaumt of darmage claims
paid b imur.uncc companies for personal injury and proporty damage ia dﬁmuined
for each zccident. The total claims pail in anv city are added sl the cost por
capits of this zccident loss serves ws a mwasure of the existing hazards. It is
necesgary 1o ka:‘e an arb:ura: y figure on the value of human life in fatalities.

(IU). Po/msk{m« Dn'm‘ly. The accident rate comuneoly is proportisoal to the
po.{;;:huo?h::aacl;;. 'Il'l*ns ype :{ msm’c::em is of alue in GHUPATING one city
with ancther. My planning an r vehi istation have destrov 1
il eopoigicy ralcszsmd i .mt:lo. <h icle {fglslatwn have destroved the hal-

(l‘l) Accidents per 1000 Popuwlation, per 10N0 Automebiles. por Mils of Street
An index number may be computed by giving a weight of 33 153 per cent tn vmch
of lhgse iacmrs; {a) accidents per 1000 population: (b)Y per L.OOD automobiles:
and {c) per mile cf Streets.  The index number for the “staudurd city,” r'eprc:
scl'}f::gfave:']age condx!fmm. dis tal}t:nnzs 100.

ourth groun of accident rd indexes consi: ich o ica
ble to states and large political suhdivisions nade n:;-s'ziu:;wéh:'zelu:&:ﬁi are applica:

s(:e)d Db;au'x.r pcr'{im,&}o Population. This index is the <amc as .\';|m3;cr 1 ilis-
Icil:iu] :ru :e for cities. It seems particularly adapted to comparison of large po-

(2) Deaths per 10,000 Registered Vehicles. This unit  is the same as Numb
2 for cities. It is cqually valuable for i B e umber
e ot alitient ::bd: v{’;m" for measuring accident hazards in states or

(3} Accidents per 10,000,006 Gallosts of Gasoline Cousunsed. H ' i-
dents to the gasoline consumption gives some measure of the‘s.nc:f:lhx::s:ga‘f“:t;‘cc::s
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and highways by motor vehicles. There is some varistion in the gasoline consump-
tion of various types and ages of automobiles and tracks, but it is believed that these
variations will be practically the same for different large political subdivisions.
‘This woutd not be truc, however, in comparing figures year by year.

(4) In addition, indcxes pumbered 3, 4, 5, and 9 menlioned under Group 3,
“Accident Hazard Indexes for City or Districts Within a City," can be applied to
state and other large political areas.

A Suggested Method of Comparing Accident Statistics
By T. T. McCROSERY
Planning Director, Yonkers, N. Y.

The speaker said in part: It has been custonary to compare the traffic accident
hazards of different municipalities or states by the number of amqmb; per 1,000
population, per 1,000 cacs, per mile of public strests, or per square mile of area. As
focal conditions vary greatly, no one of these methods is catirely satisfactory if used
alone, and the use of scveral indexes independently is apt to be confusing. 5

The writer believes that the traffic engineering profession and the general pubh_c
need 2 more satisfactory yardstick for comparing asccident recerds. To meet this
need, a2 composite index is proposed based on iderts per th d pog
ver 1,000 cars, and per mile of streets, giving all these factors equal welght. .fmci-
dents per square mile of arca have not been included i it is seldom a reliablc
index,

The proposed index is obtained in the following manner, Assuwine a “standard
city” having the following accident record: Accidents per th d populati 10;
accidents per thousan cars, 100; accidents per milé of streets, 10. Each of these
threc factors is given a weight of 333 per cent. The composite judex nomber fur
the “standard eity” is, then, 100, obtained by the ion of

53 B3) 4 (1033 =
(mxﬁ-) + (mﬂ K:oo) + (10 3 106

In general terms, the composite index may be expressed as shown in the table
given below:
T == Number of traffic accidents
P == Population
R = Motor Vehicle Registration
S==Miles of street .
p==1000T (Accidents per 1003 population)

P

r=x1000T {Accidents per 1000 vegistration)
R

d=T (Accidents per mile of street)

S
== Value of p for standard city
n=Value of v for standard city
5.m=Value of s for standard city
1=xComposite Index
T (pX33.3) 4 (rX33.3) 4 (5X33.3)

™ ] 41 5
The “standard city™ values for accidents per 1,000 population, accidents per 1,000
registrations, and accidents per mile of streets were selected as repr ive of

typical conditions better than the peevailing average of a few years ago. ngcul
tests showed that these constants may be altered within reasonable limits, without
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substantially affecting the ratios of the resulting jndex numbers for two or more
normal cities.

For fatal accidents, the “standard city™ has been given the following record: fatal
accidents per 100,000 population—10; fatal accidents per 100,000 registrations—300;
fatnl accidents per 100 miles of streets—10. Each term is one one-hundredth of the
corresponding term assumed for analyzing the record of all accidemts,

Reliable figures for street and highway mileage are not always readily obtainatle,
particularly in the case of lavge areas. The compusite index micthod may still be
applied by reducing it to & two-fold basis, index ers being caleulated from
Accidents and Accidents
Pogpulation Registration
instead of 33.3 per cent.

Comygarison of large areas with small areas and densc areas with spuarse arcas is
always apt 1o lead to erronecus conclusioms. In the composite index, the attemypt has
been made te eliminate this errdzr as far as possible, by inciuding the principal
variables that produce it

onty, giving each factor the weight of 50 per cent,

Discussion
* The chairman reguested discussion of the last two papers by Messrs, Maxwell N.
Halsey, Traffic Engincer, National Bureau of Casualty & Surety Underwriters, New
York City and Ear] J. Recder, Traffic Engineer, National Safety Council, Chicago.

Maxwell N, Halsey spoke in purt as follows: It is my fecling that this subject
will have to be finslly confined to states and counties; first, because in many cities
it will be noxt to impossible to get the number of registered autemobiles, amd
secondly, there 8 no division between the number of people who live in cities and
those who live just outside in the suburbs.

The whole subject of traffic accident indexes and cusls is most important and
should be pushed, but 3t is my feeling that insurance company costs are a poor
measure of actual bazards. We should also counsider the serviceability of the methods,
because if the index is too cumplicated it will discourage the collection of facts.

Earl . Reeder said in pant: 1 camnot quite share the eathusi and optimi
that the auther has shown for the success of this type of system for rating accidents
in different citics. Consider primarily the sources of the data which he imtends to
uvse. Information gathered Ly the Commiltec on Enforcement of the Street and
Highway Section of the National Safety Council from 30 cities shows a great
variety of reposting, which would seom to have a bearing on this discussion.

Mr. McCroskey's process depends upan the veporting of all kinds of accidents upon
& similar basis; upon cities reporting to a similar degree the personal injury, property
d fatal idents, if all are to be wsed. Schenectady, New York, and
Berkeley have laws makiag the reporting of personal injury accidents compulsory,
while no properry damage reports are required for these two cities. Grand Rapids
oa the other hand. reports all accidemts, showing seven property damage ancidents
to one persnual injury: Evanston shows four to onc: and Baltimore two to one.
In Elizabeth, reports of accidents with 3 loss above $25 are required while in Erie,
the limit is $50; yet they have almost exactly the same ratic between property
damage aml pevsonal imjury accldents.

There is not now, and never has been. any uniformity in reporting accidemts. It
was said that the suggested plan would encourage the reporting of accidents uni-
formly in all parts of the country. Grand Rapids, for example. would then show
A Tower ratio. 1 cannot see how, if we were to attempt to use the total number of
nccidents in the formulation of a rating system for cities, we could encovrage Grand
Rapids to do any better repocting, particularly if it were to be discovered that some
other cities were reporting fewer property damage accidents. This method sceins (o
penalize good reporting, rather than stimulate it.

One difficalty in the application of this rating system is the getting together of
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itiuctnation on the numher of motor vehicles in any community. Relatively few
citivs van tell 1he actual registrations of motor vehicles within the city. Few states
divide their registrations among cities. Peslups it conld he obtained if we could get
the assistance of state departments.

What We May Expect As the Future of Traffic Accidents
By SIDNEY ). WILLIAMS
Director, Public Safety Division, National Safety Council

The speaker said in part: The future of traffic accidents, will depend entirely on
how hard we try to prevent them. Ii the present indifference of millions of drivers
aml the present ineriia of thousads of public officials are to contitnee, our annual
death toll will reach 50,000 within a few years. If, on the other hand, we are able
to achieva even moderate progress in adopting remedies of proven value, we can
make the 33,000 mark of 1931 an all time “kigh”

The motor vehicle death rate per 100, population has steadily increased with
the increasing number and use of motor vehicles, up to this year. The same death
rate in terms of vehicle registration showed a stendy decrease to 1926 and an increase
since then. There is a remarkable coincidence between this recent rise in the vehicle
death rate and the constant incremse during the same period in the speeds and power
of these vohinles, especially private passenger cars. -

These figuces indicate that with normal business activity and especially with any
further increase in nomber and use of motor vehicles, the number of deaths will
cuntinue to increase indefinitely, if something is not done about it.

Bwt these national totols give us no clear picture of what is going on in all the
various states and cities of the country. Qutside ol (wo ar three states, there were
no data for any rcal analysis of trafic accidents before 1927 when the Natiooal
Safety Council hegan to receive 2 sufficient volume of state and city reports based
e its standard system. Sincc then, hiowever, a growing volume of such reports
enables us to compute the distribation of different types of aceidents, and the year
10 year trends for identical areas.

In these four years there bas been omly a 5 per cent increase in the pedestrian
deaths, and no increase in collisions with steam or electric trains or cars. There
was, bowever, 2 59 per cent increase in collisions with other motor vehicles, or with
fixed objects, and non-colliston accidents such as ronning off the road and overturuing.
The comclusion is plain, that pedestrians are learning to keep out of the way: that
the campaign against grade crossing accidents has impressed ppon drivers the futility
of arguing with a locomotive: but that the same drivers huve not lcarned to avoid
collisions on the highway. Agaisn, it is significant that this Iattcr type of accidemts
is often associated with high speed. At lower speeds many of these accidents might
have taken place but would not have resulted fatally.

1f these conditions continue, we may cxpeet a relative and possibly sa absolute
decline in the pedestcian and grade crossing deaths. and a further increase in vehicle
eollisions and non-collision accidents.

The same data may be Lroken down as 10 the age of the victim. The pre-school
children, under five years, showed a small decrease; the school children, five to
fourteen, showed a 20 per cent decrease; the group above fifteen showed u 34 per cent
increase. It is clear that the children have learned their safety lesson much better
than the rest of us have. If this condition continues, we may expect a further
divergence between the child and adult death rates.

.Anocther striking contrast is found in comparing commercial and private drivers.
In four vears there was actually a decrcase of 12 per cent in the number of trocks,
bus and taxicab drivers involved in fatal accidents, against an increase of 50 per cent
in the number of private drivers so involved. The best of the comumercial Aeets must

I e e e e
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have dooe a great deal better than this average, in order to balance tlie increase that
undoubtedly occmred among the smaller fleets where there was no particular effort.
Again, we may expect this trend to continue under the same cunditions.

These figures show clearly that the upward teend in traffic deaths has not been
hoinogeneous but that it consists of several conflicting parts. The parts represented
by child pedestrians and by commercial drivers has shown an actual decrease in
recent years, but these reductions have been overshadowed by a tremendous increase—
at least 50 per cent in four vears—of private drivers rumning into other private drivers,
or into adult pedestrians, or running off the roadway. These divergent trends may
Le expected to continue as long as present conditions comtinue, by which I mean a
continuance of the prescut sericus effert to reduce and contro! children and commer-
cial drivers, compared with the weaker and very lmited efforts to educate und control
adult drivers and pedestrians.

Let us look a Jittle further at the adult driver who seems to be the chief offender.
Docs he represent a homogeneous groop with a uniform record? By no means.

First, consider the drivers imvolved in injury accidents in one year in California,

1 s, and Co cticut. The drivers vnder 20 had twice the accident ire-
quency of those over 40, and the deivers hetween 20 and 30 were mearly as bad. To
complcte this general picture, I will mention three other distinet tremds, The states
with standard drivers’ license laws are making a much hetter showing thun the
others; the latest revision of cur analysis, including the 1930 and 1931 Rgures, shiows
a differential of 31 per cent.

Next, the cities gencrally have shown u smaller increase than have the rural sec-
tions; it is dificult to say whether this is due to increased travel in the country,
incrensed speed on rural highways, or better traffic engiucering in the cities. Finally,
we find beiter records in those cities that are conducting an orgamized salety program,
including those places that have o well organized local safety council, thuse enversd
in the Nationa! Traffic Safety Contest, and those where safety is deflinitelv renojnired
as an essential activity of the city administration.

The motor vehicle fatality list of 31935 or 1930 will depend, then, on many factors;
but most of all it will depend upon what we do to educate, aupervise amd coutrol the
driver, especially thc youug driver, the incompetent driver. and the driver with a
bad accident record. The nou-fatal injury and property damage aceidents will follaw
about the samic course as the fatals,

Imgprovement will come not through any one panacea but through 2 combination

“

" of :L!I ‘the resncdies gutlined in the Cowncil's “Balanced Propram For Reducing Traffic

Accidents.” Among the first in importance will be teaching the art of driving to
every high schoo! student and every beginning driver: universal adoptioa of drivers'
license laws and constant imperovement of their administration; investigation of all
accidents and prosecution of viclators; and a proper traffic set-up in every state,
county and city to insure the intclligent use of traffic comtrol equipment, the engincer-
ing study of each bazurdous location and the application af the proper physiesl and
other remudics. Even the gradual adogtion of such a pregram may easily bring a
reduction of 1,000 deaths per year.

The Legal Rights of Pedestrians (&4 """
By ARTHUR H. BLANCHARD
Highway Traffic Control Consultant, Providence, R. 1.

The -speaker said in part: Outside of definite statutory lawa, the motorist and
pedestrian should give maximum attention to what is commonly desigmated in court
procedure as coutributory negligence. A decided factor in some cases is what is
termed “last clear chance,” which renders a defendant Yable even though contributory
negligence is proved against the plaintiff. As, for instance: “Where automobilist, in

i:\
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exercise of proper care, could have seen pedestrian negligently attempting to cross
highway from behind bus after alighting therefrom, last clear chance doctrine was
applicable, rendering automobilist liable, notwithstanding pedestrian’s contributocy
negligence.” The British House of Lords in 1931 re-stated the law on this point as
follows: “If, although the plaintiff was negligent, the defendant could have avolded
the collision by the exercise of reasonuble carz, then it is the defendant's failure to
take that reasonable care through which the resulting damage was due, and the
plaintiff is entitied to recover™

During 1931, 200 persons were killed and 10,320 were injured while crossing at
intersections with the “go” signal; while 820 were killed znd 38,530 were injured in
crossing contrary to the “stop™ signal. The following sentences are taken from the
records of various accident cuses:

“The accident happened at a crossing where pedesirians had a right to be. The
semiphore was up to stop traffic and in obedience 2 number of cars did stop. It was
the duty of the driver of the automobile to stop, but it was also the duty of the man
crossing to observe, use his eyesight, and if he could see that the defendant was not
going to stop, be was not warranted in stepping in front of the moving car. The
jury must determine whether or mot it was negligence in him to assume the auto-
miobile would stop, if it did not stop.”

The circumstance often arises where 2 pedestrian starts to cross a street on the
»go” signal and contimues to cross on the “stop” si In such a case—"A
pedestrian has right of way over vehicles at intersection, where, after he has started
to cross, trafec signal is turned against him.” “A motorist proceeding according to
traffic signal is not justificd in continuing without permitting pedestrians already on
roadway to complete. crossing.”” “At coatrolled crossings, podestrians have the right
of way aloag with other traffic moving in observance with the traffic signals. Phin-
tiff's entered the crossing while the green signal light was displayed, and having com-
mitted th Ives to the crossing, they had the vight of way until they conld reach
the opposite curb.”

On the other hand, & the pedestrian starls to cross against the “stop”
signal, “Where a motorist enters an imtersection on a proper signal, such as a green
or go signal, he has a tight to assume that the signals are understood and will be
observed, and he is not required to anlicipate that pedestrians will violate the traffic
rules and enter the crossing ca the wrong signal.”

During 1931, 1,810 persons were killed and 47,260 were injured while crossing at
uncontrolled imtersections. “The rights of pedestrians and vehicles at public crossings
are equal; each must exercise care according to the circumstances. True, more care
is required of pedestrians between crossings, and of biles at crossings: yet cach
must observe otdinary care at all times. Where, however, a pedestrian without
negligence on his part, has committed himself to the crossing. he has the superior
right of way as aguinst a vehicle thereafter approsching. While a chauffenr at
public crossings must have his car inder such control as to be able to stop on the
shortest possible notice, hic is not required to drive so he can stop instamtly” *“Mere
failure of a pedestrian to look and listen for approaching vehicles as he passes over a
cross walk at the junction of two streets, is not necessarily negligence on his part,
if be is rua over.”

In 1931, 3920 persons were killed and 7,260 were injured while crossing roadways
of strects between the intersections. “The Pennsyivania Court holds a pedestrian
starting to cross the strect bas no duty 1o stop but he must look and listen to
ascertain if vehicles are coming. He must further be on his guard after he starts
across the street and must continue on the alert while crossing the emtire roadway.”
“The plaintiff is negligent in stepping imo the street Jooking straight abead, but he

“may recover if the defendant had an opportunity in the exercise of due care to avoid
him and did not do so.” .

Dusing 1931, 1.630 persons were killed and 35,330 were injured while coming from

behind parked vehicles. “One of the terrors of the careful driver is the optimistic
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waylarer who suddenly bobs out in the middle of the travelled way from hehind some
other vehicle. Howewer, the decisions are almost uniform that such a thoughtless
person has the right to go to the jury, but the jury is more apt to find for the
defendant in this than in most cases of accidents to pedestrians, and the more recent
cases in the Appeliate Court have showed a disposition to recognize the difficulty
of the auntomobilist in this class of cascs. A pedestrian who goes between two
vehicles and emesges in the line of traffic where his presence could not be seen o
anticipated {s oegligene ™

* alighting a street car and walking rapidly 2cross in fromt of it is not

ily Jess in mot looking to the left ws he is not bound to anticipate a
vehicle coming np on the left side of the street”

During 1931, 1,550 children under the age of five years were killed and 27,970 were
injurcd in traffic accidemts. “Chillren of very tender years, such 23 in law are con.
sidered won-swi juris, (mot in his owm right) are not chargeable with contributory
negligence by reason of their awn conduct.” “\While children of tender years are
incapable of contributory negligence, the ucgligence of their parents or other legal
custodians in permitting them to go at large ded may be imputed to them,
and g0 defeat an action for their injury or death™ “However, the mere fact that a
six year old child was playing in the strect is not per f¢ negligence on the part of
his pareats, but a question for the jury is presented.”” “Negligence has been charged
against a parent permitting a child of tender years to cross the street mmaccompanied.”

During 1931, 1710 children were killedd and 49,140 were injured while plaving on
roadways. “It is a well kmown fact that children often use the streets, to a certain
extent, for purpeses of play. A motorist who approsciies them thuy cnxaged must
exercise care comunensurate with the danger involved. He must be on the alert o
keep bis car wvnder control. It will not do to drive on the assumption that a child
will exercise the care 1o Le expectad of a person of mature judgment and experience.
}t s Eci!er to proceed on the theory that you ean uever tell which way a hoy will
Jump.

“It has Leen held that a pedestrian injured by an automaebile which is Leing driven
on the Jelt or wrong side of the public highway is etitied to recover damages.”

“Where the undisputed facts wese that in clear daylight and with nothing to
obstruct his view, the defendant collided witl: an elderly woman in the middle of 2
promient highway, carried her budy for 40 feet, ran over her and then procceded
25 feet farther before stupping his car, the caze was for the jury and Jodgment for
plaintiff was susained.””

“A motorist who. in the night-time, overtakes and runs down a pedestrian, travel-
ing, so far as the evidemce showed, in the regular course on the right side of the
road, without veering to one side or the other, may be found to be negligent.” “Where
there is no sidewalk, pedestrian’s rights upon the paved roadway ure equal to those
of vehicles.”

The question of proper lights on vebicles is an important one. “A regulation
relative to lights may be deemed to be for the protection of pedestrians as well as
for vehicles, so that a pedestrian injured by an astomobile may ground his action oo
the failure of the driver to have the machine properly equipped with lights™ "It
appearing that defendant’s automobile had in frout two dash-lights, enabling the deiver
to sce 10 or 15 feet ahead of the car, and a spot light enabling him to see 23 feet
ahead on the right side cnly, « Ruding of negligence on account of inadequate lights
was held to be justified”

“A public street imtersection differs materially from a private erossing such as
the | ¥y over a sidewalh to private premises. A pedestrian is not required
to anticipate that a vehicle will attempt to pass over such a crossing without some
warning of the attempt. and the failure of the motorist to take precawtions for the
pedestsian’s safety may constitute negligence.”

“When it is shown that one traveling upim the portica of the street set apart for
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uce of vehicles, suddenly and without warning diverts hLis course and comes upon the
sidewalk upon which people are standing, he violates that duty which he omes to
those righifully on the sidewalk, and thus, prima facie, becomes invdlted in negligence.
It is not going too far to say that such an act nat only involves negligence, bot it
would have a tendency to show a reckless and wanton disregard to the rights of
thosc upon the sidewalk, and a vinlation of a palpable duty, which the law enjoins
vpon evefy man to 30 cxcrcise his own rights that he may not, unreasonably or
unnecessarily, imperil the safety of others in the exercise of their rights.”

Cliscly analogous to the legal rights of pedestrians are their justifiable rights. In
fact, they are almost always interrelated. A recognition of the justifiable rights of
pedestrians i highway engineering practice, in the drafting of state motor vehicle
laws and icipal traffic ordi , and in highway traffic control factors, will
have numercus bencficial efiects, the most importamt of which is the reduction of the
annual toll of pedestrian fatalities and injuries due to traffic accidents.

Althotgh traffic control signal practice has developed rapidly duriag the past fve
years, it is found, in retrospect, thut the pedestrian has been given scant consideration,
He has been confronted in many instances with long imtervals of waiting, right and
teft turns by motorists, and practically instantanecus changes from green to red with
the waiting vehicular traffic starting immediately across his path. However, the son
is breaking through the pedestrian’s clowds cf despair. The cities of Philadeiphin and
Pittshurgh are wow operating “pedestrian clearance intervals” which have been de-
scribed as follows: .

“Pedestrians should be given = definite and adequate clearance interval of appro-
priate length followig the last second at which a pedestrizn should start to cross the
roadway, sa that the pedestrian will be able, by Iking at a r ble rate, to
reach—or to come within three of four fect of seaching—the oppusile curb before
cross traffic starts. The method now in use in Pittsburgh and Philadeiphia provides
that, at the instant after which a pedestrian should not start 10-crass the roadway,
there appears with the greon light an amber light, so that a combination of grecn
and amber shows (during the pedestrian clearance mterval).”

Another worthwhile developmient ju the field of signal operation is the “pedestrian
actuated” signal, which permits 2 pedestrian to stop vehicular traffic when he wishes
tn cross the roadway, by pressing « button, thus bringing into action in 6 heie! interval
the red light against all vehicular trafic. It is evident that, in view of the justifable
and lepal rights of pedestrians and becausc of the current attitude of the average
motorist toward Use pedestrian, signals of this type should be installed at many loca-
tioes in both urban and rural districts.”

Attention is also called to the just claims of pedestrisns and of the intelligentsia
among molorists that sidewalks should be constructed on sections of rural highways
where pedestrians utilize the road and walking on the roadway is hazardous. The
opinion is expressed advisedly that legistators and traffic and highway officials and
cngincers, should adopt and have in mind the justifisble rights of pedestriang on rural
highways as well as the demands of the motoring public. Do pedestrian accidents
happen on rural highways, and how? It has been estimated that, while walking o
and along rural highways throughout the United States, 2,330 persoas were killed
and 11,800 injured by miotorists during 1931. It is intercsting, from the point of view
of the pedestrian, ta note the vecord in this respect, for examgple, of the state of
Rhode Island. In 1929 three fatalities and 72 injuries oceurred: in 1930 four fatalities
and 58 injurles occurred ; and in 1931 ten fatalitics and 29 injuries occurred, But in
not a single one of the year's accidents was the pedestrian held to be legally negligent.

To the traffic analyst, who is cudeavuring to promote highway safety, the present
relationship between the motorist and the pedestrian is chaotic, uncivil and ungues-
tionably unreasonable. When will the grave results of this comtroversy be mitigated?
It is a problem of many angles. Whereas its ideal solution may be found only in
Utopia, human endeavor can and has performed miracles.
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Education, through respected channels of influence, usually results in marked im-
pro t the intelligentsia.  The achi of the National Saiety Council,
through its public safety division, are especially noteworthy. Many Americaa agencics
sccomplishing notable results might be listed if space allowed. As a further illustra-
tion may be cited the admirable advice disseminated by the Dritish Ministry of
Transport in 1931 through the medivm of its Highway Code issucd in acenvdance
with the provisions of the Road Traffic Act, 1930.

“To the drivers of mobor vehicles: rospect the rights of pedestrians; take special
care not to endanger children; remember that you nmust be prepared to incet prodes-
trians on your side of the road: when passing or overtaking pedestrians give them
plenty of room. And te pedestrions: Beiore erossing the road look right and left
and satisly yoursclf that it is safe to cross; look out for approaching traflic and tuke
its spoed into mccoumt; take special care if you have ta step owt from behind or in
fromt of vehacles or other obstructions which prevent a clear view of traffic; the me
of subways, islands and special cressing places will help you to aveid danger and
assist in casy flow of traffic”

The Place of the Street Car in Traffic
By K. M. HOOVER

Superintendent of Traffic, Brooklyn & Queens Trunmsit Corp. and
Brooklyn Bus Cerp., Brooklyn

The speaker said in part: The street car, as a factor in traffic, {requently offers
sotie very vexing problems to the traffic planncr. The very nature of the vehicle
makes its movement diametrically opposcd to that of the private automobile. White
the motor car is desipned for flexible, fast, and coutinuous movement, the street car
operates at relatively low speods, makes frequent stops to serve patrons and is con-
fined to a fixed path.

Naturally. the greatest traffic problems occur in areas where the congestion is
greatest. The veal problem in such areas is that of obtaining the most efficient use
of street space. The place of the street car in such arcas nmy be illustrated by the
following picture of traffic conditions afoug Livingston Street in Brooklym:

During an 18-hour period in a section of street approximately 0.6 miles in leagth,
2,136 wolley cars served 37,000 passengers, 25,008 of wiom boarded or alighted within
the area; 2476 taxicabs carried 314 passengers. and 821 automobites whicli parkesd
or valoaded at the curb served 1.117 persons, including the drivers. JIn otlicr words,
measured by passengers served per vehicle, the cfficiency of the wrolley car was
a;minmely 135 tisntes that of the taxicah and I3 times that of the purked avto-
ma S,

Perhaps the greatest loss of time in street car operativn is due to synchronous
signal systems and to frequemt long cycle isclated signals. The retarding effect of
these siguals, because of their inability to comy ior cl ing conditions at
diffcrent interscctions, the enormous time lost to cross traffic, their tendeucy to
encourage speeding. and other detrimental efiects, are well kisown to trafhic engineers.
Their effect upon steeet car operation is particularly scrious. Street car Hues operat-
ing on close headways, across a series of streets so controlled, cannot possibly main-
tain proper spacivg. In many cases where synchronous signal systems have been
intalled, scheduled speeds have becu reduced from 15 to 20 per ceat and have actually
become less than the speeds maimtained by the horse cars on the same strect 40 ar
5 years ago.

Short cycle progressive systems carefully timed, together with the installation of
traffic by-passes at thc heavier loading points, result in the elimination of unnecessary
delays, a reduction in accident hazards, continuous movement of free wheel traffic, and
a far better average speed for street cars. In congested arcas progressive signals
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have been found to result in a 30 por cent decrease in the time consumed by cars
during peak periods. The progressive system, niorecver, due to its valving effect, acts
as a spacing for strect cars.

The most aggravating delays and the greatest irregularity to car service are caused
by parking and taxi cruising in congested shopping areas. These delays not oaly
interfere with regularity of car operation but are reflected in delays to other traffic.
The Fulton street situation in Brooklyn is illustrative of whiat may be accomplished

proper control of parking and cruising. Prior to the esmblishment of the
present regulations in 1930, this street was literally jammed throughout the day with
a maze of street cars, cruising taxicabs, automobiles and trucks, all attempting to
theead their way through parked or parking cars. The new rcgulations, restricting all
parking from 7 4. m. 1o 6 p. m. and prohibiting all taxicab cruising, have been firmly
enforced.  Strect car loading areas protocted by markers are located st street inter-
sechions at di es of approxi {y 600 feet. All congestion has disappeared from
the street and the time necessary for strect cars to travel through the section has
been reduced from 30 mi to 6 ni Other traffic moves with no delay other
than that caused by the synchronous traffic light system and pedestrian safety has
been improved.

The importance of the street car entitles it to consideration only to the extent of
its umavoidable limitations. Its importance does not justify unavoidable irregular
moveinents which cause interference with other streums of tralRic. Such movements
have been rife in street car operation and have not culy uanecessarily increased the
accident hazards and reduced the cfficiency of roadway use for other traffic, but
have caused delays to trolley service itself. The use of cross-overs in heavy trailic
streels, operation through the center of traffic circles and on the wrong side of the
street, are practices which should be discontinued at the earliest opportunity.

In the congested seclions of large cities, the demands for street space often exceed
the supply during certain periods of the day. 1t may be said that in such areus the
numiber of street cars per hour passing a given point is determined by the passenger
carrying requircments of the different lines.  Ordinarily, the substitution of the largest
type of single deck hos will require the addition of 20 per cemt more transportation
units. It is doubtful, in the average case, that 20 per cent more units as large as the
present type of large bus, could bc mancuvered through a heavily congested strest
in the same period of time. The street car, in its distinct lane, will negotiate turus
with close clearmess at intersections, which would not be atterapted with a free
whee! traffic of emuparable size.
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The Selection of Pavement Types for Highway Surfaces
By LEROY E. PEABODY
Member, Institute of Traffic Enginoers, Alsxandria, Va.

The spesker said in part: There are two clearly defined points of view to be
considered in ion with the probiem of selecting pavement types: first, the
point of view of the user of the highway, who realizes as savings (1) the differen-
tial in operating costs between higlr type pavemehits and those of lower type, plus
(2) the differential in highway construction and maintenance costs when a type has
been selected which will produce least total cost (of amortized construction and
maiulenance) over a scries of yoars. Second, one point of view of the adminis-
trator faced with almost universal demand for high type pevement and with funds
insufficient to meet such demands, who realizes that with limited funds the greater
extension of the budget may be made by considering the second factor alone.

With the restriction to this second point of view, the problein way be succinctly
stated as follows: What are the traffic limits within which each type of service can
be built with the least total 1} i plus construction costs
amortized over the life of the surface?

DTN

‘traffic upon the highway and have little relation to at.
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Costs of maintaining a highway which vary with the volume of traffic are nearly
all confined to the surface. Age and weather have a part in wearing out the
stirface but, except under vousual conditions, much of the expense of maintenance
and replacement of the surface results from the pounding of traffic. Other costs
given the accoumting classification of muintenance, such as tree planting, sodding,
signs, guardrail and other structuces, do not vary appreciably with the amount of
In the following discussion,
designed to set up m method for answering the questions stated above, surface
maintenance costs only have been considered.

An exhsustive stody covering 118 projects, and more than 400 miles of highway
aver a period of from four to ten yesrs, was distributed among surface types as
shown in the tabulation below.

Bituminous macadam, 180 miles, 49 samples,
Portland cement coucrete, 119 miles, 34 saniples.
Reinforced concrete, 115 miles, 35 samples.

All samplex were taken from highways 16 fect in width, and in every instance
accurate traffic data upon an annual basis was available,

The first comparison of costs between types was made by sccuring average main-
tepance expenditures per milc for sections with traffic above 1,000 motor vehicles

per day and for sections with traffic of less than 1600 motor vehicles per day with

the following results:
Traffic Under 1,000 Motor Vehicles

Average surface Average trailic

xmi_menm«cc per per mile
Type mike per year per day
BRUMINCUS MACRERM - vvvwoore-eons N $28200° 554
Portland cement concrete. 13200 600
Reinforced conerete ... $2.00 322
Trafic Over 1,000 Motor Vehicles
Bituminous macadam —.....uvennoeae enon 94 $564.00 1684
Portland cement concrete. .73 147.00 1.637
Relnforced concrete .ovovveninunnnan e.es 48 11200 1918
_There are certain 1 it of significune. which muy be drawn from
this talulation:

bm(hn Bituminous maesdam costs are considerably higher than concrete custs in
(2) The differential between bituminons mucadam and conciete jocrases very
sharply in the higher traffic groups.
(3) Costs per mile for all three types are higher in the higher traffic groups.
The distribution of nu!en.;c between types in each of the traffic groups is good
—about equal for bi dam; greatcr mil in the higher traffic group
for plain concrete; greater milcage in the lower traffic group for reinforced concrete.

FRIDAY MORNING SESSION
October 7, 1932

This session was & joant meeting held in cooperation with the Executive Commit-
tee of the National Conference un Street and Highway Safety. Coloncd A. B.
Barber, Divector. Nalional Couference on Street and Highway Salety, presided as
chairman. The general bject i

i 1 under d ion was “Uniform Traffic Laws.”
Chairman Barber discussed briefly the progress made to date in the adoption of
unifori vehicle codes.
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He stated that as 2 means of visualizing the progress he had considered the
adoption of any onc of the four acts of the Uniform Vehicle Code, or the revision
of existing laws into substantial harmony with such acts, as 3 unit of progress. In
view of the fact that when the Uniform Vehicle Code was first developed nine
states and the District of Columbia already had in effect a2 drivers' licence law with
examination, and Gftcen states had a certificate of title law. lie assumed as a starling
point 25 wnits 1 a possible total of 196, Beginming in 1926, when the state of
Virginia virtually adopted the rough draft of Act. IV—the Uniform Act Regulating
Traffic on Highways—Lefore it was completed, the recocds show one unit of progress
in 1926, 21 in 1927, 4 in 1928, 15 in 1929, 2 in 1930, 13 in 1931, and 2 in 1932,
making a total of 58 shice the adopticn of the Uniform Code and 83 now in effect.
“Thus” stated Colonel Barber, “it is seen that the country is 42 per cent on the
way townrd complete vniformity as fo stale motor vehicle laws,

“There are two particularly pleasing characteristics of the action in 1931”7 he
contimused, “the last year in which most of the leislatures met. Onc of these is
that the drivers' li with o ination has broken into several states in the
middle west, Jowz, Kansas, Nebraska amd Colorads, where heretofore all such
proposed legislation had faijled. The other is that the laws based on the Code
pessed during the past two years have followed the language of the Code miuch more
closely than the carlier years. We look upon this as an indication that the Code ix
standing the test of expericnce snd that the groups spounsoring it in the varigus
states are cotuing to realize this fact.

“One other noteworthy development is the shift of predominant interest. Prior to
1930, Act TV, the Uniform Act Regulating Traliie on Highways, figured maost prom-
inently in the hills before the legislatures. During the past three ycars, however,
the drivers’ license law has come mwre prominentiy to the front. At the same
time. the nccident records sre rolling up more and more convincing proof that a
ctandard drivers' license law with mandatory examination of new drivers materially
improves the accident situation as compared with that of the couwstry @ 2 whole.”

Colone] Rarher then divected atiention to the explamatory pamphlet recently de-

Joped at the head ters of the Conference to meet the frequemt demand for such
a pamphlet for the use of those sy ing uniform legislati He called particular
atlention 1o the maps showiny the progress to date in the adoption of the various
acts. He also stressed the Bnportance of the fact that the Code had been approved
by the National Couference of Commissioners on Uniform State Laws and the
American Bar Association.

Discussion

A. R. McConpell, Manager, Auto Club, and Secretary of the Public Saf::ty
Council, Canton, Ohio, stated that the situation in Ohio had been difficult during
several lepislative sessh The bile clubs had sponsored various bills, but
they were defeated by the rural districts. The 16-ycar age limit had proved =

particular obstacle. Labor had also objected to the highway patrol provi Mr.
McConnell expressed 2 belief that there was a better chance., however, for the
passage of the license law at the next jon of the legislature.

Colonel M. J. McCombs, Manager, Engineering Department. Employers’ Casualty
Company, Dallas, Texas, stated that continwous effost had been made to secure a
Drivers’ Licence Law in Texas during the past cight years. Onc-of the chicf
obstacles was the chjection in rural districts to the age limit, the farmers Insisting
that their children should be permitted to drive motor vehicles oa cfranfh while
the adults were looking after the more arduous farm work. Whenever bills were
imroduced in the legislature based on the uniform code, they had been so modified
by riders and amcndments as to destroy their effectivencss. Colonel McCombs asked
Commissioner Frazier whether, in his judgment, a compulsory insurance or finaucial
responsibility bill was preferable.
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Commissioner Trazier explaitied that Virginin has a safety respootibility Inw
uander which the licenses and vehicle registrations of persons against whom judg-
ments for accidents have been obtained, are suspended for 12 months, after which they
way be restored if the offender satisfies the vehicle commissioner that he has made
every reussnatide effort to pay the judgment and if be takes out jusurance or files
a bond.

With referenice to the obstacle of the age liwit, Chairman Barber invited aticntion
to the second paragiaph on page 26 of the explanatory pamphlet previously referred
1. This paragraph reads as follows:

“From rurai sections has come the objection that the minimum ape limit
of 16 years in the standard law would imposc a hardahip an children in those
sections by depriving them of the right to drive to and from the local school
or village. This objection is met by lower age limits or day-time junior licenzes
good oaly in limited areas. Applicants for these junior licenses would be re-
quived to pass the cxamination provided for alli new drivers and the Standard
Act requires further that such application must be signed by the parent, guar-
dian or cmployer.”

Sidner J. Williams, Directar, Public Safety Division, National Safety (ouneil,
Chicago, expresscd a belief that the age limit adopted in any state is relatively
woimportant. He pointed out that it ix always possible to raise the limit if the
accident tecord indicates it to be desivable.

Colonel McCombs thought the chiel difficulty was not in determining the safe
age at which minors might be licensed to operste woter vehicles, but in apprehend-
ine juvenile offenders. He pointed cut that such offenders are not ordinarily taken
imto the regular conrts but are taken to the juvenile courts where much lighter pen-
alties are imposed. The same difficulty is noted i Michigan where the age limit is
14: the juvenile courts do not accomplish the desired results in keeping tiwae dan-
gerous voumgsters from the wheels of automohiles.

Commissioner Frazier pointed out that as a further precastion the Virginia law,
with an age limit of 14, went into effect and adult drivers of sufficient experience,
no physical defects and ne bad accident records, were automalically granted liceuses.
The taw provided that all candidates under sixteen must be examined whataver their
previous history.

Chairman Barber and Mr. Willinms both expressed a belicf that a strong cen-
tralized motor vechicle admiristration and proper enforcement machinery will go a
loag way fm protecting the public against these difficulties.

Report of the Committee on Uniformity
By HAROLD G. HOFFMAN
Commissioner of Motor Vehicles of New Jersey, Trenton

The status of state motor vehicle laws, as of May 25, 1932, may best be comprised
by a listing of the siates under variocus general classification heads.

First, under states whose mwlor vehicle laws are substantially in harmony with
the Uniform Vehicle Code, the following may be listed:

(a) [Uniform registration acts: Arizona, 1927: Colorado, 1931; Delaware, 1925;
Idaho, 1927: Louisiana, 1928; New Mexico. 1929; Noaili Carolina, 1927; North
Dakota, 1927; Pennsylvania, 1927; Virginia, 1926.

(b) Uniformn certificate of title and anti-theft act: Arizona, 1927; Dclaware,
1929; Distriet of Columbia, 1932; Idaho, 1927: Nevada, 1929; New Mexico, 1928
North Dakota, 1927; Penasylvania, 1927: Virtginia, 1928,

(c) Uniform operators and chauffcurs license act: Arizona, 1927: Colorado,
1931: Delaware. 1929: Towa, 1931; Kansas, 1931; Michigan, 1931; Nebraska, 1929;
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Oregon, 1931; Pennsylvania, 1927; South Carolina, 1930; Virginia, 1932; West
Virginia, 1930,

(d) Uniform act regulating operation of vchicles on hxuhways. Arizona, 1927;
Catifornia, 1931: Colorado, 1931; Delaware, 1929; Idaho. 1927; Lcuisizna, 1928;
Michigan, 1927; My 1927 : Nebraskz, 1931; New Mexico, 1929; North Caro-
lina, 1927; North Dakota, 1927; Oregon, 1931; Pennsylvania, 1927; South Dakota,
1529; Utah, 1931; Virginia, 1926: Wisconsin, 1925.

(e) Model ordi rules included in state laws: New Jersey, 1928; Wis-
consia, 1929,

Sccoind, states which have made some changes in their laws toward conformity
with the uniform vehicle code are as follows:

(a) Uniform registration act: Nevada, 1931; Oregon, 1925,

{b) Uniform certificates of title and anti-theft act: Ovegon, 1929,

{c) Um{orm upesators and chauffeurs license act: Indiana, 1929; Nevada, 1931;

Wi 1927.

(d} Uniform act rcgulating operations of vehicles on highways: Maine, 1929;
New Hampshire, 1927: New Jersey, 1928; Washington, 1927.

(e) Model ordinance rules included in state laws: Connccticut, 1929; New
York, 1929.

Third, states which previously had laws providing for certificate of title or cwn-~
ership and or operator’s license with mandatory explanation, are as follows:

{a) Al states have zome form of registration Taws.

(b) Uniform certificates of title and anti-theft act:* Colorado, California, Flovids,
Georgis, Indiana, Maryland, Michigan, Missouri, Montana, North Caroling, Okla-
Ioma, South Dakota, Utah, West Virginia, Wisconsin,

{¢) Uniform operators and chavffems license act: California, Connecticut,
District of Columbia, Maryland, Massachuselts, New Hampshire, New Jersey, New
York, Rhode Istand, Vermont,

{d) Al states have some form of rales of the road and cquipment requirement
laws.

How the Model Traffic Ordinance Hag Stood the Test
By GRORGE VRUGGINK
Secratary, American Commonwealth Power Corporation, Grand Rapids, Mich.

The speaker said in part: The model traffic ordinance promulgnted by the
National Conference an Strect and Highway Safety had its inception in 1928. It was
adopted by the city of Grand Rapids, Michigan, in August, 1928, passing the city com-~
mission without & dissenting vote. In order to remove the ordinance as a political
foothall, A commission was formed to be known as the Traffic Commission of the
city of Grand Rapids, the personie] of this committec being the chief of police, dity
manager, one city mmissioncr. and three citizens who Served without compensa-
tion. This conunission hms the power to czil vpen all dcpartmenu, such as the dity
nutorney’s office to yuss upon legislative matters, and xhe enginecring department to
pass on engineering problems. Through this commission, traffic maucrs are jodged
3 their merit and arc frec from political mmfcrencc.

The model traffic ocdinance has now been in force more than [our years. It has
stood the test. It has reccived the cooperation of the law enforcing bodies which
have carried cut their part in rclation to law enforcoment to the fullest extent. It
has also received the cooperation of the newspapers, which, from time to time, have
gwm the ordinance publicity by comparing it with ordinances in effect in other
cities which have not adopted the model ordinance. The general public has made an
effort to obey the ordinance, through the cducational program carried on by the
Grand Rapids Safety Council.
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One major and a few minor changes have boeen made in the ordinance to adapt
it 10 my city: for exammple, the right-of-way at intcrsections rule, as specified in
the model ordinance, that an operator of a vehicle appreaching an intersection shall
yvield the right-of-way to a vehicle which has entered the intersection, and wlen two
vchicles entcr an intersection at the same time the operator «of the vehicle on the
left shall yiekd the right-of-way to the vehicle on the right. This particular section
had caused considerable controversy it our traffic investigation department, as it was
difficult to place the responsibility on the erring driver. We, therefore, went a step
farther and defined the right-of-way rule in order to place the blume in case of an
accident on the guilty party which is as follows:

“The driver of a8 vehicle approsching the imersection shall have his car uander
control and shall keep a lookout for other vchicles which may be then and there
proceeding on the intersecting highway. When two or more vehicles approach
an intersection, as defined in this ordinance, other than at a stop corner, ncither
vehicle shall be presumed to have the right-of-way, except as follows: If,
when the wehicle on the left reaches the intersection the vchicle on the right
is at or less than an equal distance from a point within the intersection where
the normal paths of the two vehicles Intersect, the vehicle on the right shall be
given the right to procesd across the imterscction ahead of the wohicle cu the
left: provided, however, that nothing herein contained shall relieve the driver
.of the vehicle on the right from using due care and cautioa to avoid striking
another vehicle which may have proceeded into the iatersectivn from his left
hand, and provided further that the deiver of the vehicle on the rigit shail
forfeit the privilege granted him by this ordinance if he is cxceeding the spred
fimit, or is driving on the left side of the street, or is wolaxung any other ordi-
nance of this commitice or any law of the atate of Michiga

There are two reasons why we have adopted this model 1ra£ﬁc ordinance. One {s
to provide greater safety and the other is to muke pussible business-like use of the
streets in my city.

The Work of the Joint Committee on Traffic Sign and
Signal Codes

By E. W. JAMES
U. 8. Bureau of Public Roads, and Chairman, The Joint Committee on Signs

The report in part was as fallows: A joint comumitiee consisting of eight mem-
bers representing the Natioaal Conference on Street and Highway Safety and seven
members representing the American Association of State Highway of‘z:m!s, was
created and the first mecting was held in Washington on March 24, 1932

The joint commit! was authorized to (1) make soch revisions as may seem
necessary to harmoni . combine the two codes: (2) make such additions as will
produce a single and complete code for both rural and municipal use and to com-
plete in coopcratx)n with the Bureau of Puldic Roads and the United Statcs Bureau
of Standards the mmuxnum recently inaugurated covering the usc of reflecting
dmcm;- and (3) intreduce into the series of standard signs such other signals as

y be indh { by the its of the investi Five aub- were ap~
pomtcd, namely, sigos, sxgnals. marking, safety zones, and form and arrangements.

There arc but three items in c:(her code which appear to have been xenouﬂy
questioned, viz, the culor code, night signs, and the use of reduced sizes of signs
municipalities, This report deals with the first of these jtems.

At a conference at the U. S, Bureau of Standards on March 4, 1932, arrangements
werc made for cooperative investigation by which it was hoped to develop soine
interesting data by which we could definitely establish the merits ynd Jdewerits of
backgraund and desigo colors from aa obscrvec's point of view.
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It first became necessary to design an apparatus by whick the time intervals could
be accurately and definitely controlled. A tachistoscope, apparently meeting  all
requvrcmcnts, was finally designed at the Bureau of Sland:.rds. ]t consists of two
major unmils: (8) a screened eye-piece with two st Jel vertical
planes; and {b) an “A"” frame or casel supporting a pendulmn by which the tlm
interval is regulated and comtrolled. The screened eve-picce or observer’s window is
sct on an ovdinary tripod with adjustzblc legs and carries thc two shutters in front
of an eye shade. The shutters are held in place by magnets.

In choosing the field lor the operation, great care was taken in selecting a section
of roadway which would present the average background encountered on the aver-
age hxghmy.. The main driveway at the Bureau of Standards in a large measure
met this consideration. The roadway was of concrele in the fur distante and mear
the sign, and of asphalt in the observers immediate forcground, Observations were
taken at 200, 300, 350, 400 and 500 fect.

In ackecting the obo.crvcrs: an attempt was mede to oblain a complete cross section
of actual and potential drivers. The majority of them held drivers permits but
care was laken to sclect a due propestion of non-drivers. Approximately 28 per
cent were [emale and 72 per cemt male. Ages ranged from 17 to 70 years. Three
cbservers claimed to be color blind but were not excluded on that accounat.

The signs used were of three shapes with tard di 2] 24-inch i 52
octagon, square, and square with diagomals vertical (diamond). The ground colors
were suudard federal yellow, black and white. Blyck letters were used on yellow
and white backgrowds and white Ietters on the black hm:kmoumh All letters were
standard height and stroke. Except for border lines called for in standard designs,
the signs were blank. Tn making up the various legends, separate letters were
painted on heavy bristel board and attached to the signs as needed. This permitted
the use of different size letters on the same sign or the transpusition of the same
Tetters to check the accuracy of the previous reading.

The observer, seated comdortably behind the observing apparatus which in turm
was enclosed in a large folded screen shutting off xi surrounding vicw. operated a
push button which released the peodulum, Before actual observations hegan, the
shutters were moved pp aml down scveral times so that the element of sorprise or
any distraction due to the noise of operation would he minimized. The recorder would
then indicate 1o the ohserver that the sign was in pluce and the observer then pressed
the push button which relcased the shutters. The observer was then required to
inform the recorder whether or not a sign had been observed during the interval of
frec s:p:ht. and if so, its shape, color and legend. The sign or its legend was then

The «} might ist of a display of an crmrcly' differemt sign or
transposition of letterd om the previous sipn.  This transposition of letters zad
legends was particolarly interesting inm that it is apparent that if an chserver could
not read a G-inch letter at a 0.50 second interval at a distance of 300 feet, it might
hie passible aml frequently was so, to vead an 8-fnch letter in the same interval and
at the same difference.

The tests 10 far made cover daylight visibility only but the data are so conclusive
and the results so encouraging that we feel further investigation involving night
values of the unillumisated as well as reflecting signs shouid be nndertaken.

We uscd in all 70 observers who made a total of 4,563 observations at the various
distances of from 200 to 500 feet. The time intervals for legibility of the fegend
ranged from. 1.0 to 0.6 second. This apparently was the shortest interval in which
:'hc legendds could be distinetly read, the readability diminishing of course, with the

istance.

Readings of the black on white combination were 57 per cent correct; of the black
‘o yellow combination, 66 per cent correct, and of the white on black combination
59 per cent correct. Breaking this down for the various distances but still including
the complete range of time intervsls, the averages are as follows:
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At 200 feet: black on white, 85 per, cent correct: Mack on acllow, 9% per cent
correct; white ot black, 93 per cent correct.

At 300 feet: biack on white, 62 per cent correct: black on yeliow, 71 per coat
correct; white on black, 60 per cont correct. |

At 350 feet: black om white, 62 per cent corvect: black o yellow, 72 per cent
correct: white on black, 67 per cent correct.

At 400 feet: black on white, 38 per cent correct: black on yellow, 48 per cont
correct: white on black, 38 per cent correct.

At 500 feet: black on white, 35 per cent correst: black on yellow, 48 per cent
correct: white on black, 36 per cent correct.

In analyzing this tabulation, it is iutercsting to note that at 200 feet, white on
hlack (white letters on black backgroumd) was a distinct advantage over black on
white, and slipht superiority over black on yellow. At 300 feet the suveriarity is to
a small extent reversed with respect to the black and white combinations, being 2
per cent in faver of the Llack on white, but ar 350 fert it is wpain § per cont the
other way.

‘The contention of sign manufacturers that the backmrounds shoukd all he made
of the darker color when two cofors are used is in this inciklent net a conelusive
explanation for the supericrity of white on black, because when we consider Llack
‘on yellow we find that the superiority of a darL background obtains anly at 200
lecL My explanation of the apparent difficulty in readiug biack on white is that
sun ghre on the high gloss of the white backrround obscures the black letters and
this is :wme'ntl\' verified when we nole that the percertages of differences decrease

as the distance is increased. At 400 fect both black and white combinations are
«mal. and at 300 feet there is but onc per cemt in favor af the white o black.
At all distances, except 200 feet, however, Back on yellow had the advantage of from
5 per cent to 12 per cunit over either of the other combinations.

Imvestizations have referred to the high pcmmcn:y of women. Lt us sce what
thex saw through the tachistoscope and compare it-with male chservers. The six
Seamales mmade 297 observations at the 300-foot station with the followimy results:
black «ex white, 47 per cent correet: black on yellow, 64 per comt correct, and white on
black. 52 jer comt correct. Comparc this with 480 vlservations wade by eleven
males which zive us: hlack on white, 76 per cent correct: back om yellow, 79 per
cent crerect: amd white on black, 77 per cent correct.  Apparemtly the velatively low
female averaze can he attributed i the fact that of the six observers, three were non-
drivers aod. thereiore, unfamiliar with the signs. On the contrars, all of the cleven
o beld d*rnm;: permits.

So muxch ior legibility. Now let us see what can be deduced from data having
to 4o with the recagnition of the sign by its shape, eofor and lepends at intervals of
030, 030, and 0.30 seconds, and at distances of from 200 to 500 feet. As in the
previoas data. the observer was required to state whether o nnt 2 sign was scen,
i w0 to state the colov and legend. Buot two signs were used ar these intervals, the
~slow™ gnt with an 8-inch lctter and the “stop” sign with a 6 inch leiter,

At these short time intervals, 600 cbservations were made in all by 30 obscrvers
with the following general averages. As to shape, black on white 50 per cent;
black om yellow, 64 per cent; and white on black, 49 per cent correct. Here the
sigmificant fact is that black on white is avperioe to white wn Ulack, possibly be-
e the clement of glare did not affect the vecognition of the shape, but as in
previcos instances black on yellow maintzined s superiority. As to color the

in the same order were 64, 79 and 61, respectively. The superiority of
black om white over white on black is again indicated. As to legends, we have black
on white, 35 per cont; black on yellow, 43 per cent; and while on black, 41 per eent.

So much jor the gcncul average. Now let us look at the mid-distance record
of 30U jcet on these short intervals, As to shape, bluck on white, 51 per cent;
black an yellow. 55 per cent; and white on black 42 per cent Here, as in the
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general average, we again demonstrated the superiority of the white over the
black beciground but the lead of the yellow is maintained. As to rolor, back on
white, 56 per cent; black oa yellow, 73 per cent; and white on black, 64 per cent.
This reverses the black and white order as shown by the previous percentages. As
to lcgend, we have black on white, 37 per cent; black on yellow, 50 per cent; and
white on black, 42 per cont: agrin confirming the general averages.

At the minimom distance and for the same time intervals we have at 200 feet for
shape, black on white, 35 per cemt; black on yellow, 81 per cent; and white on black,
85 per cent. As to color, black on white, 65 per cent; black on yellow, 89 per cent;
and white on black. 85 per cent.  As to legend, we have black on white, 58 per cent;
black on yellow, 77 per cent; and white on black, 87 per cent. At this short range
[.canmxhazardcvenﬂ guess 2s to why the whitc on black sign should be 3o dis-
tinctly superior to the black on white, ranging as it does from 20 to 30 per cem,
it is also superior to the black on yellow by 10 per cent for legend and 4 per cent
§or shape. For color, however, the black on yellow is still superior.

At the maximum distavce of 500 feet we have quite a reversul of conditions from
those obtained at the minimum distance of 200 feet, as between the black and white
combinution as the following will show. For shape, black on white, 65 per cent:
black on yellow. 65 per cent: and white on black, 23 per cemt. For color, black
on white, 65 per cent; black on yellow, 81 per cent: and white va black, 43 per
ceat.  For legend, black on white 17 per cent: black on yellow, 14 per cent; and
white on black, 10 per cent. For all three characteristics, black on white is su-
perior to white on black by from 7 per cent for legend to 42 per cent for shape.
Yellow still leads. Especially significant is the bhigh percentage of correct color
reading. Here we had 8! per cent for black on yellow as against €5 per cemt and
43 per cent for the black and white combination. With the varied background of
foliage and artificial culture, it was nat difficult to recognize the yellow even though
the time interval was redaced to 0.30 seconds, 2 mere flash. You will observe also
that the white sign contrasted distinctly with the natural background.

I feel that these investigations have been sufficiently exhaustive to definitely deter-
mine the superiority of the black legend on the yellow buckground and thar this

binati is fund Ny correct. The yellow color used conforms to the
colorimetric requirement of Rule 53 of Sub-Committee on Color Code of the Amer-
ican Enginecring Standards Comnurittee.,

MISCELLANEOUS EVENTS

A bus tour for traffic delegates was conducted on Tuesday afternovn. Lecturers
on the buses called attentivn to interesting traffic featuces and items of genmeral io-
terest. Three stops were made for o ion of 1 traffic diti and
remedies. The tour lasted two and a half hours.

On Monday amd Thursday afterncons demonstrations for the traffic delegates
were given in the Exhibition Hall. On Monday H. H. Allen demonstrated the
effect of the distribution of braking efiort on motor vehicle skidding with the use
of toy vehicles. On Thursday the Washington police department and the American
Red Cross demonstrated first-aid rethods for police.

On Wednesday aftecncon two ouwtside demonstrations were given, the Grst by
the department of motor vehicies of Maryland, showing how a driving test in a
drivers’ license examimation is given, and the second by the Washinzton police
department demonstrating the investigation of an accident, which was staged by
two vehicles colliding during the demonstration.

On Tuesdny ing the compli y dinner for police delegates was given by
the police department of Washington. On Thursday a complimentary luncheon was
given to police delegates by the depariment. Special programs of speakers were

presented,
ADJOURNMENT
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WEDNESDAY AFTERNOON SESSION

October 5, 1932

The first session of the Child Education Section was called to order in the Shoreham
Hotcl by the Chairman, Dr. Thomas W. Gosling, Superintendent of Schools, Akvon,
Ohio. The session was devoted to the reports of the several working cooumnittees.

Report of the Committee on Elementary Education
By EMMA A. 8CHAD, Chairtnun
Principal, Mordecai Gist School, Baltimore, Md.

The speaker said in part: -Our committee devoted its first year's work to the cal-
lection of lesson plans from various ctucational systems in the coumtry. Outlines or
Jesson plans are generally conceded to help = teacher in judging the relative value of
her units of activity. Some examples of theze plans may be given to illustrate the
omtcome of the good salfcty teaching vepresented.

In Plan 1, the learning takes place in the maturc period where oxygen as a hre
maker is studied in its relation to safety. The techai is experimental. This
labocatory miethod is indispensable in giving reality and meaning to the pupil’s
comact with terms and relatiouships. The attitude developed here was one of real
r shility for extinguishing a blaze rather than screaming and running away.

The sccond plan takes place in the reading period. The teacher prepares her chil-
dren for work with the index and dictionary by tcaching them how to find in the
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telephone book the names of the fire department, police department, and others needed
in emergency cases. This is quite an ingenious example of how closely safety can
be stressed in the three capital “R" branches of school work. To know what agency
to call for help in the event of an emergency was & definite attitude developed.

The learning situation in the third plan takes place both in the discussion period,
the reading lossom, aand finally in the art class. The childeen arc helped to acquire
skill in hamdling sharp tools. The desire to use tools safely was the definite attitude
developed.

Most of the real learning reported int the fourth plan takes place in an extra-mural
situation. The Iorcim: boru children living in the business district are confronted
with problems of city life that ave made more complex by aability to meak English.
English is taught by thc dircet method, The children are also startcd in the habit
of obscrviug traffic rules, ete. Habits of safe conduct om the strest and playgrounds
and habits of watching out for the safety of others were also started.

Lessons on home safety are inchuded in the fifth plan. Learning took place during
English periods devoted exclusively lo talking and writing on home safety. The
series of lessons was initiated by having the children find out for themsclves in what
particular place a large percentage of accidents was occurring. The problem set up
for stody was, *\What must be known in order to prevem home accidents "

- A plan which I might suggest for your consideration is one that I have already
started in my school. in which cvery grade can participate. The sixth grude children
may be asked to watch the newspapers for accounts of accidents that have occurred
in the homes. The clippings shoudd be brought to-class. A record of any home
accident that occurred to one of ita own school children should also be reported to
the class for stmdy. This record is to be obtained from the student accident reporting
card. During the first five minutes of the daily English period there should be 2
discussion of the reported accident, as to how it cecurred, what might have prevented
it, and what precattion can be taken to prevent a similar occwrvence, A conplete
record should be kept of these discussions.

In the grades below the sixth, records can Le kept of just the accidents occurring
to the pupils of each grade, and an uccount of what they have done to improve the
conditions in theiv bomes. For cxamiple, such information could easily be reported
daily on two charts that would be continually in front of the class  The first would
show the type of home acciknt that occurred, what cansed the accident, what pre-
caution was taken by family or child to prevent a similar accident. The secoud chart
might be devoted contirely to the positive side of safety education. Such a chart
would show what individual pupils had done in their respective homes toward im-
proving the comlitions for safer living. The valuc of these geruine life situations is
obvious. Caution should be exercised, however, that the precantionary and preventive
measures ase stiessed and not the groesome detaily of the accident.

Report of the Committee on Secondary Education
By HERBERT J. STACK

Supervisor Child Safety Activities. Conservation Division, Naﬁona! Bursan of
Casuzity & Surety Underwriters, New Yok Ci

The speaker said in part: It has been difficult 10 imcerest the high schools in
safety activitics, nllhough the clementary schools have taken to the subject very
readily. We recognize that many of the things with which we have been successiul
in the elementary schools could not be adapted to the Lgh schoals. The School Boy
Patrol, for example, while it has been very successful in the elementary schools and
in Junior High Schools, has made little hesdway in senior high schools,

One reason for the slowncess with which high schools have taken up safety is be-
cavse high school teachers &s a group follow the test books rather closdly. Unfor-
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tunately, while there are many opportumities for strcssm.;: safety in high school sub-
jects, such as physacs, chemistry, biology, gcncra] science and phystcs much of the
subject matter in the text books is old and inadeq The ec believes, there-
foce, that onc subject of approach is through providing materizls and subject matter
for anthors who are building text books, and for a force of study committees who
are revising cwrricula.

The Education Division, a year ago, prepared a pamphlet “A Program {or Or-
ganizing a1 High School Muotor Traffic Club.® This was distribnted generally in high
schools; although progress in establishing the work in high schools has been slow.
some progress has been made. Providence, Rhode Tsland, with the co-operation of
the State Board of Public Ronds, has had noteworthy success in prosmioting clubs in
junior high schools. Traffic di ion groups hiave heen organized in Delaware and
Pennsylvania; digests of the Safety Code have been nade and are used for subject
matter. The work in the High School at Evanston, Iifinois, was very successful Jast
year, enrolling scvcral huadred students. ILouisville, Kentucky has been doing some
zood work in its yirl's high schools in the State Driver’s Club. Grand Rapids, Mich-
igan, and Kansas City, Missouri have also been doing some interesting work. At
least 35 of these clubs have actually been organized in Kansas Cityv. Piteshurgh.
Aloona, Providence, and othier cities. Also, many awto-mechanies classes in high
s¢hools have introduced safety instructions.

Report of the Committee on Membership
By R. M. SBHERRARD
Associate Superintendent of Schools, Pittsburgh, Pa.

The Nationa! Safcty Cotmcil has threc types of membership designed to meet the
varyiug needs in schonl fields. The $1C School Execttive Mombership is for the
school administrator or executive who has charge of planning awl executing the school
safety program. This membership was offered first in August, 1931, A result of a
mai) solicitation has netted 23 additional membors ducing the year.

The $5.00 schoo! membership was devcloped in 1926 in order to wwet adequately
the apparent need for materials with which to carry out the safety prugeam in the
school itself The materials are selected with the princinal and teacher i mind and
are supplicd in sufficlent quantity to care for the teachers.

‘The $2.00 classroom membership was offerwd in the spring of 1930, partiy hecausc
there had been some objection to the cost of the school membership and partly be-
cause it was thonght worth while to affilinte the children as a class group-~the
smallest social it in the school—with the safety movement.

THURSDAY MORNING SESSION
October 6, 1932

Progress in Safety Education
By HON. WM. JOHN COOPER
United Btates C isai of Bd jon, Washington, D. C.

The speaker said in part: Among the new responsibilities which the public schools
are assuming is that of training pupils in accident prevention. The assumption that
safety education is « function of the public schools is a resuit of our changing con-
ceptions of our responsibilities; it 15 in )ine with the medern theory of 2 curriculum
centered in children’s needs and interests.

There always have been activitics in life which involve Lazards for the individual's
safety but the nature of these hazards has changed from age to sge in accordance
with changes occurring in organized society and in enviroumental cenditions. There
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always has been some kind of formal or informal training provided, either in con-
nection with the performance of hazardous life occupations or as a separate function,
for the purpose of p ing the individual against such hazards. However, with
the increase in the number of life activities in which an clement of danger s involved,
more definite plans for safeguarding the life and person of the individual need to
be formulated. With the development of a popular system of educution, more or less
universal, it is perfectly natural to lock to the public schools as an agency of organized
society that should be utilized for preparing the members of the social gronp agsinst
the common dangers et in cveryday life.

Education for safety in the performance of these very common everyday activities

can no longer be feft wholly to chance or to opportunities for informally learning .

how to act safely. Neither au informal trzining agemey, such as the home, nor
training gaincd from experience is 2 sufficient guarantec for the safety of the child;
sufficient opportunities for training do not exist in the home and experience, though
a good teacher, may come too late. It has become necessary for the public schools
to assume 2 responsibility, cither separately or co-ordinately with other agencies, for
providing some formal educationa! training in safety as it relates to trunsportation.
The task is too big for any one agency alome,

In ocder, therciore, to provide for chifdren, training through controlfed experiences
which will be most effcacious for their safety in conmection with street and transpor-
tation hazards, the schools are organizing boy patrals, formulating curriculum units
and materials for instruction, and co-operating with the home and the police forces.
More and more the schools are including opporiunitics for pupils to acquire necessary
information und behavior habits that will serve for their protection in traffic.

What has been said of hazards coanected with tramsportation activities is just as
true for many of the other life 2ctivities, An analysis of the hazards found in home
activities, Ieisure-lime and play activities, fire hazards, occupational hazards, and
hazards connected with such specific activities as the use of sharp and pointed tools
and instruments, will show the same safety comditions over a periad of years, 2
similar increase in the number of accidents, and the same secd for the schoals to
provide some form of traiming for thelr prevention.

There are, thaciore, as micrences from the foregoing. two very specific and con-
viacing tessoms why training for personal safety is at least a practical and co-
operative respousibility of the public schouls, coming under the gencrally accepted
educational aims and objectives.

(1) The increasing number of hazards in many life situations, constituting a mejor

in modern life and one for which special training is necessary in order that
accidents may not result from it

(2) Changing conditions in social und institutional life, cspecially in the homes
to make it vmpossible for any single agency to provide in an effective and cconomical
way all the training that should be given the pupil in order tu equip him with kmow!-
edge and behavior habits that will protect him, so far as possible, from personal
physical hazards in life activities. .

“-  Recent statistical reports indicate that the appeal to the schools to provide home
ssafety education in their program of training has not been in vain, as there has
lately been a substantial decrease in child fatalities due to accidents, in face of the
fact that for population as a whole fatalities from accidental causes have increased.
In 1922, 29 per cent of those killed by automobiles were children under 15 years of
agc. In 1928, less than 20 per cent of automobile victims were children. As Mr.
Whitney says: “Behind this decreasing rate lics an interesting story of the adjust-
ment of education to life as it must be lived by modern children, This decrease in
automobile accidents did not just happen. It may be traced directly to intelligent and
constractive programs in safety education which have been conducted in our schools
with the co-operation of police departments, Chambers of Commerce, Automobile
Clubs, and insurance and industrial groups.”
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Effectiveness of Visual Instruction in Teaching Safety
' By RITA HOCHHEIMER
Assistant Director of Visnal Instruction, New York City Schools

‘The speaker said in part: Through the Bureau of Visual Instruction of the Board
of Education of the City of New York, visml aids in safety education were circu-
lated tast year in 63 schools, reaching approximately 31,275 children. The visual aids
consisted of a motion picture, lamlern slides, and posters. With the film we dis-
tributed lantern slides accompanied by “story descriptions.” These were specially
prepared slides showing typical New Yotk experiences, which fitted definitely into o
safety instruiction. In addition to the film and lantern slides, the posters of the
National Child Welfare Association, “Ilie Simple Family,” were distributesd and a
copy of the cosrent number of Sufety Edwcotion inc with its enclosed chart.

ying the materials in the visual instroction weit oo safety, we fonnd it
necessary and helpful to prepare definite aids for the teachers’ use, These suggested
points to be stressed in the film and a check list of guestions both on the film and ou
the slides. In addition, the principals were given mimeographed shects describing
approved pedagogical methods in the use of lantern slides and films in teaching. The
hnic of hod was di ed with them in some detail. We find in general in our
work that this is the crux of the success of visual imstruction. It is imsportant tiat
the school peopie not cnly have material but that they utilize it as a teaching device,
not merely as a show,

In addition to the material itself, our plan of organization has proved in general
to be soumd and of benefit to our schocl syslem in the metter of visual Instruction.
Schools which did not previously come in close contact with the Burcau of Visual
Instruction becume acquainted with our work and the use of other visual aids in these
schools was carried on more intensively. Difficulties were encountered and were not
entirely overcome: first und foremost, we lack the praper darkening facilities in some
of our schools aud lack of projection cquipment. Alsc, it is true that the schools
have lained in soime i that material is not left with them leng enough.

‘The rosulls in general have heen most gratifying. This is due in large measure to
the wholehearted interest in safety education which had already been aroused. It is
also due to the rcadineas with which our school people of all types—disteict super-
intends principal hers—-cooperated with the bureau. ‘The real wnderlying
purposc was to inctileate habits of safety. As with all means to habit formation, we
cannot really tell how far we have accomplished what we set out to do. We believe
that the teachers have heen led to think more alout safety problems. It secms fairly
certain that they have acquired certain knowledge with regard to safety. How far
any of this carries over into action on the part of the children—how much more it
does so becausc of the visual presemtation—we have no really scientific mzana of
cvaluating. On the other hand, the consensus of cpinion of the teachers and principuls
is that thoie has been a carry aver.

An Evaluation of Techniques Used in Teaching Safety

By DR. FLORENCE BAMBERGER
Juhns Hopkins University, Baltimore, ‘Md.

The speaker said in part: 1t is obvious that safety education belongs in the social
science group, and to suppose further that the techniques used in that group are also
of value in safety education. The great problen: of safety education is more or less
identical, therefoce, with other branches of the social science group—namely to dis-
cover and to apply adequate scientific niethods to the social sciences. A briefl survey
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of some of the outstanding ucthods used in social science research will, therefore, be
applicable.

The frst is the case method, Sitke the case method implies a comprchensive and
imensive study of the subject, one of the first requisites is th h Facts must
be ascertained and interpreted. Case study also presumes a well defined plan. Any
adequate case study of a family would include case studies of each member of the
family in his relation to every other member of the family, and the entire picture
would be the case study of that family. Again, a case study of a commumity might
include the case stndy of a number of prominent men and women—leaders in that
community-—as well as case studies of some of its prominent jnstitutions. But in
every problem the unit miust be carefully defined and selected, and the study should
be more than 8 cross-section picture.

We find the casc study method quite prominent in safety. Too often, however, it
is carelessly, rather than scientifically, carried on. The home sccident report cacd
of the school is an #llustration of this technique. However, this teclmique, to be
really scientific, needs to furnish vs with more adeguate information than hias been
attempted up {o the present; for example, we should know such things ss the fol-
fawing shom these cases:

What is their attitude toward salcty? Obviously, if they are indiffieremt or
antagonistic to it, no amownt of knowledge or even habitusl practice of safety rules
will be of avail.  Objective tests to discover these attitudes are still virgin fields for
the saicty research worker,

The second widely used technique in social research is the survey. As the survey
is the fivst step in scientific procedure, it masst be able to stand thie test of scientific
methods, for if the foundation is not laid properly then the entire structire will fail.
It is au induclive method, that is, it builds vp from the particular to the general.

The survey should have certuin definite nims. It should take into coasideration
the community as a whole, various groupings thet have social significance—-neighboc-
lioods, racial, cullural, fraternal, occupatiomal—institistiems 2nd agencies present n
the ity, certain topical el ts with particular significance such as health,
education, religion, schools, reercation, industry and trade; and finally, the individual,
Or, it may include afl aspects of commonity life, or it may he limited to one or more
divisious of the life of the ity. Even though only u partial survey of a com-
munity is reade, it should at least cover all phases of the activity which is being
investigated, and the details should be properly grouped and made to Bt inte the
rencral scheme of a comprehonsive survey.

Much of the safcly 1escarch employs the survey technique and it probably needs
#o more emphesis here, and yet I have the temerity to suggest that you study a
few survey studies that should prove of value if they were made with scientific pre-
cision. (1) Accidents in the kindergar kind tal—isformed on safety needs
versus non-mformed childron—forcign versus native born, and the like. (2) What
apparatus or tools yiclds greatest per cent of accidenta and ta what age child. (3)
Does apartment life cut down the accitknt rate? (4) What is the lowest L Q. safe
for automebile drivers?

The third method employed by the social sciences is the direct experitnental method.
The direct method involves setting up parallel groups, subjecting each group to the
ibentical procedure with the exception of the experimental factor to which only the
experimental group is exposed, and by the deft use of the correct statistical toals
evaluating the cfiect of this experimental factor. In this direct experimental attack
the burden of the proof for all deductions, interpretations, and valid canclusions to
be drawn rests upoa the investigator.

Safcty education offers a wide ficld for the direct method of experi ion. Many
assumptions are made as to the cfect of certain class room procedures in developing
safety mindedness which might well be put to the acid test of experimentation, as
for example: Does a period of 3 day over a period of 10 months given to the reading
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and discussion of stories emphasizing safety cut down accidents more thans when
safcty aspects are hasized wh - the subject matter lends itseli to such treate
ment assigning any stated period of the day? i . .

The {ourth method which is available for research iu the social sciences is the yper-
sonal intervicw. This necessarily must vary with the nature of the individual w of
she knowledge desived. This procedure clearly parallels the case method techuigue.

THURSDAY AFTERNOON SESSION
October 6, 1932

Preceding this aiteruoon session, a demonstration of the work of the Washingteu
Schoo! Boy Patrol wss given at the street intersection near the Shorcham Hotel
This was under the dircction of Sclden M. Ely, District Superintendent in charge of
Safety, Washington, D. C. Following the denionstration the patrols, the police
officers who arc responsible for patrol work in the Washington Schovis, aml the
delegates assembled in the Shorcham Hotel for the session. Doctor Frank M. Ballon,
Superintendent of Schools, Washingten, D. C. presided.

Parents and ‘T'eachers Cooperate for Child Safety

By MRS. HUGH BRADFORD
President, National Congress of Parents and Teachers, 8acramento, California

The speaker zaid in part: There is 2 growing conviction that all apencics amd
individuals who are rcsponsible for the education and protection of children must
wake greater cfforts to integrale their possible service for childhood.

‘To bring a conviction of the fundamental need of such a co-uperative pla»] S1: salety,
it is only necessary that the appalling facts concerning accident and wiortality records
of recent times as they affect children in the home. school and commwnity be known,
A large percentage of the people arc entircly wnaware of these coaditions. Our
problem in this field would then sesmn to be to so present these facls to beth groups
that thew significance may be burne in upon these advlts who are directiy responsihic
for safety cdmeation. For this purpose parents and teachers alilke are now Jooking
tn safcty councils, National and lucal, for data concerning the comuon types of
accidents in the homes, playgravnds. schools and on the highways: and for advice as
to preventive measures. In many instances these jacts have been presented by lay
people through leaflet service from specialists and by bulletia service, with attendant
good results: at assemblies of parents o teachers local and state traffic laws have
besn presented Ly traffic officers, parents have asked numerous questions and Tater
conferences have been held.

In order 10 have the individue! partners realize their romtribution toward this co-
operative plan, data and advice must be given for each in this particular field. What-
cver court decisions may scem to indicute, there is a fesling that parents and teachers
are both responsibie for the child on his way to and jrom school. Too frequently the
parent may be jovgotten while school programs are being set up. This is mwst un-
{ortunate; for example, the parents may nullify the school program by not encouruy-
ing the child in obedience to trafic regulations, or by th {ves treating them with
disdain and defance. The patred lcader of the school crossing ha« becn almost run
down by the pavents driving children to school. Recent devclopments in school buy
patrols have shown that in general parents are cooperating and not only appre-
ciative of this service, but are growing dependent upon it. Again, schools have at
times had an opportmity to reinfurce hwme instructions as to firearms, matches, and
Greworks. Schools also have sought to demonstrate that patrintism may not ueed
to be accompanied by loud and dungerous reports from fAreworks, Together the
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parcnts and teachers have served as public officiuls back of the fire chici's efforts to
prevent the sale of them.

We then come to somc of the fundamentals of a co-operative program. As oune
sees it, it would seem that there must, first, be 2 realizution of the need to teach
safety attitudes. As a wock of the home, the beginning should be in pre-schoc] years
and scrve as a preparation for school. The school must costinue trying to secure
proper attitudes on the part of the children toward safety in homes, school and also
in the conumunity. Since the attitudes and hazards vary at differeut ages, the process
must be continuous as well ag co-operative.

The time is not far distaut when parents will cease te wonder why Johuny is
‘Slways getting hurt,” why Bill is constamtly wrecking the car, why mcther’s hands
al ars are always displaying burns,  Already teac s are studying the attitude
of boys toward safety and their ability to assume rer onsibility, when selections of
leaders for boy patrole are being made. The parents, if cbserving. shoukd also see
mwre clearly that some children, irresponsible and careless, should be restrained from
using the family awtomobile until the attitude is corrected. This proneness to accident
is a ciallenging study and we will soon bc able to treat it as we should treat a
suscepibility to colds; the preventive measures developed will then become part of
home and school training.

. As arother fuswiamental in co-operation we must recognize that the adult attitude

toward safety is onc of the major factors in influencing chidrea. It will require
the good example and wise advice of parents and tcachers, individually and eollec-
tively, to cstablish Grmly In youag minds procedures and reasons for them.

A third phase of a joint program would be that of creating & community fecling
which would result in devices for safety, in laws for pedestrians, in traffic regulations,
with persanal pride in their observamce. A joint program would assist in creating a
cammunity spirit of civic pride in the saving of life and injuries to its people, and
in the need for 2 per y of a safety prog

The following safety program has been cvolved as part of the program of the
National Congress of Paremts and Teachers and is, we believe, 2 good demonstration
of this type of co-operation. Tt has for its objectives, (1) to teach parents how to
avoid accidents: (2) to aid parenmts in giving the maximum protection to children
at home aml oo the streets: (3) to aid teachers in giving the maximum protection
to children while on school property; (4) to aid both parents and teachers im the
developament of safety skills and attitude among children that will make possible
active and adventuresome Hves! (5) to develop in the community & sense of responsi-
pility for child and adult safety. As some of its activilies and projects, it recommends
the study of home hazards, it sponsors school boy patrols and to assist in securing
their equipment, to sponsor safety activities in high schools, to secure salety legis-
lation both state and local as it relates to trafic, school buses, firearms, etc.; to
encourage the teaching of swimming: und co-operate with ity safety organiza-
tinns.

How to Follow Through on Recommendations of the White
House Conference on Child Health and Protection

By GEORGE A. HASTINGS

Extension Director, White House Conference on Child Health and Protection,
Waskingten, D. C.

‘The speaker said in part: Local application is the keynote of putting the White
Howuse Conference facts and findings to work, The recommendations have been widely
disseminated, and now states, cities, comnties and smaller commaunities are studying
and applying them.

One of the most useful reports of the Conference dealt with “safety education in
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schoole.” It was a report of a sub-c ittee on safcty ed ion in schools, of which
Albert W. Whitney, Vice-President in Charge af Education, National Safcty Coun-
cil, was chairman. The repoct found that “education in salcty proves to be in prac-
tice whut all edncation should be, a process of helping children to educate them-
selves” It steessed as the aim of the safety movement among children to prevent
zecidents to themselves and others, and zlso indicuted that the attitude and practices
of safety are excellent discipline for all children.

We are confronted with the challenge not only of doing evecything possiblc to
prevent children being ncedlessly handicapped by accidents or otherwise, but are
making sure that everything possible is done to prevent those who already arc crippled
from being thrown on the scrap heap. In the interests of your co-operation in attain-
ing the aims of the White House Confereuce, let me mention some of the specific
abjectives of the follow-up conferences in the various states.

(1) To make known to the pesple of the state the cancrete findings of the National
‘White Heuse Comfercnce.

(2) To detcrmine the specific puint at which the child welfare work in the state
falls helow standards set up by the White House Conference.

(33 To meet the nceds of children in the state, 5o far as msy be justificd under
tocal conditions, according to the recommendations of the White House Conlerence,
by a well co-ordinated program in which all gronps interested in child protection,
health and training may take part.

(43 To organize the available resotwces of the slate in order to raise the general
level of child health and protection to the minimum standards agreed upon by the
White House Conference.

To date, 25 state conferences have been held, seven city and regional mectings, and
morc than 50 county coslerences. FPlana are umder way for conferences in other
states. Many states have initiated or pl d legislative and administeative cl
increased the uppropriations for children’s work, or opposed indiscriminate economy
in public budgets for child caring services. Yet it is not wholly undecstood through-
out the country that the White Hounse Conference was something more than a meeting
held two ycars ago.

May I offer the following suggestions as to how clubs and organizations interested
nay help to follow through on the recommendations of the Conference?

(1) The most important essential js that they beeome familiar with the White
House Canference publications dealing “with the aspects of child care and protection
in which they are especially interested. Many organizations are chtaining loan
libraries of these books from the publizthers, The books are avallable also in many
public libraries.

(2) 1t is desirable that interested groups may contact with the officials of State
White House Conferences, which have already held follow-up conferences, and with
the individuals and gronps who are planning conferences in other states. Some of
the contimuation committees set up after the state conferences are developing very
definite plans of legislation, improved administrations and educational campaigns.
‘They need and welcome the belp of groups like yours, Often by co-operuting with
them you can best achieve your own particular objective. In casc no White House
Conference has been held in your state and nowe is in immediate prospect, the
Washington headyuarters of the White House Conference will be glad to be of
assistance. -

{3) The Conference has available for distribution to key pecple a limited number
of “White House Conference 1930, the key volume to the other books, and a mimeo-
graphed report om follow-up conferences in the various states. It jssues a monthly
publication, White House Coaference Happenings, which is sent to persons interested.

(4) Co-operate with the agencics, local and national, which have undertaken prac-
tical measures to protect children.

Fvery pavent and citizen in these dificult days should help to safeguard children
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by supportivg their local relicf, safety, health, and churactesr building agencies. So
great is the indicated need during the coming winter that a national orgamization
has been formed to aid local community chests and councils and other social agencies
to help interpret the need and raise the funds to care for the victims of unemploy-
ment. The organization is the National Citizens Committes, which will carry on a
nation-wide welfare and relief mobilization. The protection, nutrition, sheiter, health
and education of thousands of children are at stake in the emergency. We cousider
support of the national and local mobilizaticn as a primary giving to the children.

A Statc-Wide Safety Program
By DR. ALLEN G. IRELAND
Director of Health and Physical Education, State Dapartment, Trenton, N. J.

The speaker sadd ia part: In New Jersey the public schools are obligated by law
to Mace safety education in the common awrriculum and to discharge certpin duties
relative to safety in the school organization. The r ibility for g 1 fon
and supervision and for the preparation of programs, stamdurds, and courses of study
is veated in the state department of public instruction. For two years the usual pro-
motivinal routine was carried owt by means of propaganda, mectings, visitation of
schools, and administrative conferences. Ruat the job was too facge for routine pro-
cedures, the need too urgent, and the roguvests for leelp too numerous. Obviously, a
farger vision and a larger program wese needed. Thus this plan had its inception.

The first major move was to list all factors involved. This took time but 5t seerned
to Txe the logical starting point. We feit the necessity of becoming famaliar with all
the possible facts before attempting to build. We kept a speeial folder for the purpose
and as cach ot came to light & note was enfered therein. Although the survey will
probahbly never end, it revealed in time a long list of items from which a beginning
could be made. In cffect, these factors preseat a picture of the total situation.

Having this itemized picture of the factors in the situation, it is possible to do three
things: (1) Set about finiling the answers to the questions: (23 To imitiate projects
belongitg whelly within the scope of the department; {3} To commence laying the
hasts i a program.

The«w three activities are now wvnder way. The first is going forward by means
o interviews. analysis of the law, school visitation and observation, sindy of school
reports, questionhnaires, personal reports and surveys.

The second activity—"initiating projects™—means that anything for which this
departinent is directly responsible that does not involve expense, expensive investiga-
tion. or outside agencies, could be started at ance. In other words, while develaping
the majur co-urdinating program. we undertook to launch those parts which secmed
to he immediately possible of accomplishment. They were as follows :

t13  The cnactinent of new laws: One on safety education in the schools, thereby
repealing theee poorly worded st of years ding; the sccond permitting the
schoeds to organize and comsduct safety patrols.

12y The blisk of dards governing school bus eqoipment, imaintenance,
opweration, inspection, selection of drivers, and conduct of pupi! passengers. This was

piished through a i of county superintendents.

(3) The perfecting of a cuoperating working plan with the department of staw
potice whicly was and is naking an owtstanding contribution In organizing and super-
vising school safety patrols,

(4 The publication of standards governing school salety organizations such as
councila, committees, clubs, courts and patrols.

{5) The publication of standards concerning the devetopment ol local programs
and courses of study in safety educatinn. These have been combined for economy
with ctandards for health education.
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(63 The expansion of teacher training program in safety education. An effective
start was made through the service of a curriculum-revision ittee.  In additi
we began giviag safety education a rmore promivent place on the program of our
nstituze, teachers’ ings, and administrative conferences, Ouc state education
balletin and all our regudar news letters have regulucly carried articles and brief
items on safety.

(7) We gave endorsament to the lesson plans and posters issued by the American
Automobile Association through the several autemobile clube in the state. More
recently we have approved the course of study for high schools distributed by the
Peunsylvania Indemuity Corporation,

(8) In additive to this work in the regular public schools. the division of voca-
tiona! education is carrving on an inteusive safety program In the state and county
vocational schouls under its supervision.

These projects are wnder way, and the list of factors is being invesugated. ‘This
favestigation, bowever. is a slow and exacting process: so. rather thau wait upon the
accumadatinn of data, we decided to proceed with plans for laying the basis of a state
program. The underlying peinciple of this program is coordination. The promction
of safetr ¥ our common purposs, the thing we're all roing, hut to get together for
muttal interest appears to be our great neced The Arst move was made at an invitz-
tibn conderence culled by the State Department of Public Instruction. The meeting
was attended by representatives of a dozen interested organizations, and the principle
purpose of the conference, namely, to initiatc a plan of eoardination, brought a most
esscouraging response. The request of the speaker for an advisory council to work
with the state department was granted. DPlans for thia year's work are nearly conie
pleted and a meeting of the Council will be cafled at an early date.

Obviously, since this plan is oaly just born, it is impossible to predict ultitnate
suoeess.  But it does seem that we zhould seek to accomplish the following:

" (1) To agree on objectives.

(2) To formulate a basic plan program for child sajety education.

(3) Beyoud that basic program, tu evaluate first and to then allecate activities to
the several agencics participating.

(4) To forestall duplication of effocts.

¢5) Teo reciprocate in the exchangie of awterizls, programs. ideas, ete.

{6) To cooperate in formulating and promsting a suitable program on publicity
and propaganda,

(7) Tu wnite in seeking new legislation, or, should it cver he necessary, to join
forces in demanding reform.

(8) To advise in the preparation of standards, programs, and courses of stmly for
thie schools.

(9) To assist eachi member group in determining the work of any new activity or
project.

’ The School Boy Patrol
By SELDEN M, ELY

District Superintendent in Charge of Safety, Public Schools, District of
Columbia, Washington, D. C

The speaker said in part: Washington is concerned with safety probilems similar
to cvery other citv. With an enrollment of 82,000 pupils in the public and mauy
thousands more in the private schools and with an average of two motor vehicles to
every child. there is a salety prublern that must be solved. The safety program
entered on an important phase in the fall of 1926 when the American Automohile
Associstion approached the District of Columbia scliool authorities and offered to
finance aunl aid the organization of schuol boy safety patrals in cooperation with the
school and nolice authorities.
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In- S te ber 1920 undoubtedly the most outstanding forward movement in coa-

nection with the patrols was the order of Major Henry G. Pratt, then superintendent
of po!!ce. to the captain of each police precinct to sclect the officer best adapted to
coordinate the work of the patrols with the police, the motorists and the schools.
The order of Major Pratt was issved with the cooperation of the officials of the
A. A A, This forward of the iation and the police department found
thCIu}u‘ ves of the schools, traffic department and the motorists im bonds of
mutual interest. The policemen assigned to coordinate the patrols soon realized that
fnistea_d of reporting aceidents happening to children they were now preventing
injuries.
i Since 1926, when the patrols were organized, no child has been killed or sericusly
injured within the patroled arcas around any of vur public or private schools. Last
year for the first time there were three minoc idents to child near school
and two patrol boys slightly injured. The patrel boys, however, with the conseat and
desire of their bareuts, soon retuened to duty. These facts of safety arowmd our
schools are very significant for we know that during the calendur year of 1931, in
arcus away from the school buildings and outside of school hours, 13 children uuder
the age of 15 years were killed and 872 under 15 years were injured. Nine of the
chikd deaths and 695 of the injuries occurred because of contacts with motor vehicles
and pedestrian children. Only 6 of the 872 accidents resulted from street car injuries.
The freedom from accidents around schools can be accounted for in no other way than
by the effoctiveness of the patrols and other safety instroction afforded.

The patrol hoys are on duty four times a day. Hoiverer, they arc afforded several
types of roward for their Joss of time from play. The parent teacher associations
quite generally give them special luncheons and sometimes souvenirs, such as useful
percils andd pens, It is no secret that the police coordimators also cnjor these
luncheons. Tf a patral hoy renders satisfactory secvice for a stated period he is
presented a mcrit award certificate. A boy from each patrol voted the most con-
sistently efficient for a school semester or year is given 2 merit award medal, Fur-
ther, & boy may be specially cited for quick thinking and quick action in preventing
al':.lcculem. Such a boy is also given a merit award or medal. The teacher super-
vising ot the schoo! is presented with a merit award certificate also. These certifi-
cates are treasured by the teacher and may affect in some degree later promotions.
Each fall the patrol hoys a jed by their hers and police officers are given
the privilege of viewing a sclected picture at & downtown theatre.

THURSDAY AFTERNOON SESSION
October 6, 1932
This sessim was devoted (o the special probl of vocationa! schools. The session

was opened by J. C. Wright, Director, Federal Board of WVocational ti
Washington, . C., who presided as chairman, ocational Edacation,

Reducing Auto Accidents Through the S¢hool Ehép
By LEVI GILBERT

Principal, Altoona Senior High School, Aftoonz, Penna.

_ The speaher said in part: The Altcona High School Is located in the heart of the
city and lhg main outhket highways skirt the building oa the west side. Many of our
students drive to school: wuany members of our facalty have cars at school; and we
have an auto shop keeping busy about 108 boys per day. For several vears we had
already had a small traffic club. so when the idea arose to organize a Motor Safety
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Club, the object of which was to reduce accidents, the appeal was made to this group
of boys and to theic spansors. The objectives bave been pretty well warked out by
the boys themselves. The National Safety Council has offered suggestions and in
addition, local speakers including the wmayor, leading traffic cfficers, members of our
faculty, have presented suggestions,

We consider that it is the job of the Motor Safety Club to sell the idea of sufety
to all the stidents and especially to those who drive cars. The club gets the idea
af safety before the school and the community through utilizing the howe room; the
general assembly; the school bulletin boards; the school publications, including the
school paper, the bandbook, and the school annual; the local newspapers; meetings of
the club; the usc of juestionnaires; letters to all homes; the work of the traffic squarl
which dicects traffic and supervises parking: wzad the instruction squad. The boys
g0 at this work with so much enthusiasm that u woithwhile task is accomplished
every week. Committces are appointed for each type of work and the selection of
these individuals is a very esscential task.

In our school, the hitne room is our umit of ocganization, cur little demacracy,
where we have weekly programs. The theme of the programu is usually some timely
school problem. Natucally, “safety in use of motor vehicles” is a popul hjcct.
{nformation that will induce thinking along the lines of better driving is prescated,
as well as sulient facts on auto accidents and bits of advice for motorists and pedes-
triang. ‘The room bulletin boards offer a good place for posters and clippings. About
three times esch year an assembly program is pul on with the subject of amo safety
predominant. We have tricd different types of programs. We have had scveral
outside speakers including representatives of casualty companics. This year we are
planming a little one act play with safety as the theme. “The best vesults wre oirtained
where the boys do the work themselves.

Throughaut the building there are a dozen or more large hulletin boards. On
these bulletin boards are put safety posters, clippings and dats, emplasizing the im-
portance of care m the use of motor vehicles. The poslers are somctimes made by
students, some are sent to us from Ity panies, Safety Ci ils and railrcad
companies. We have encotraged the boys to obtain pictures of Jocal wrocks and post
them, Newspaper clippings portray the cause and suggest the wisdem of care in
many cages.

The editors of the schoul pullications are always eager to obtain short smapny
articles. This has offered our club a source of expression. Not much room is
given to cach organization, but sl and facts (o not require mwch space. A

V! has becn appointed to mect with the local repoctar and oltain space for a
good article at regular jntervals, In order to learn how much the students know
and what they have donc, questionnaires have beem used. Omnce cach year a letter is
sent to cach home represemed in the cloh, to encourage the interest of paremts and
to improve their driving and walking.

“The traffic squad of the club protects our students from the commercial and pleas-
wre driver. This work gives the club members an opportunity to teach traffic cthics.
Last year we had no accidents or violations of the law where high school buys were
in charge of traffic. "The squad also takes charge of the parking at schioal.

The last function, and by no means the Jeast, is the instructidn given to the students
and tcachers who want to know morc about the aute. They are taugit such things
as the principle of the moter or how to adjust the carburetor by the best mechanics
in the club, six in number, who mect in the shop during the activity period two or
three times each week. Students who want to leurn to drive come to the club to
study problems of Jaw and of automobile vperation. Accident repeaters in the school
ave brought in and an cflort made to iron out the kinks in theic drivicg.

Some of the factors essential in the success of a rotor safety <lub are as follows:
(1) the principal must be interested and work with the bows; (2) the sponsors must
be on their toes, or faiture depending o the sg s; (3) some good leaders
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must he at the head of the club: (4 a gomd room uwst he obtained for a mecting
place; (5) organization must be the keynote of the club; (8) definite objectives must
be set up and procedures cutlined.

Social and Economic Significance of Vocational
Rchabilitation as a Service of Government

By JOHN A. KRATZ

Chief, Vocational Rehabilitation, Federa! Board of Vocational Education.
Washingtea, D, C.

The speaker said in part: The world of people is divided into three groups, those
who carry forward, those who _carry ou, and those who must be carried. Even in
normal times our welfare are overwl d with the pmbkm of mecting the
needs of those who are oiable to carry their owa social and economic weight. Among
the {raternalistic activitics that have been put into effect by local and central govern-
ments all over the world ducing the last twenty years, are old age pension laws,
wurkmen's compensation, matlier’s eclief, public heaith, and vocational rehabilitation
for the physically handicapped. These enterpriscs have developed cut of the res:oxm-
tion of the fact that want and misery among a considernble group of sociely’s nem-
bers create a pathological social condition which is inimical to the weliare of the
whole group. Socicty cannot long afford to permit the existence of large groups
which not only do not produce but which consume the productive effocts of others.
Society must either work for its social and ecounomic misfits or make it possible for
these misfits to work for society. It is a matter of social efficiency and individual
welfare that cvery person must carry his own social and cconomic welght to the extent
to which hc is capable. To achieve this ideal, the govermwent must take the initiative,

Vocational rehabilitation is onc of these programs. [t is a program of helping
those individuals who, tlwough accident. disease, or itd]  cuuses, k
physically handicapped to the extent that they arc unable to adjust themaelves to
employment. It is a human engineering service. The object is to assist these persons,
through vocatinaal uu'nhmoe. physical restoration. courses of vocational lrainhm. amd
finally through phcemmt in employment. to he pelf-mmmrlmg. self respecting citizens.

The social and ceonomic »ignificance of the service can best be compreliended by a
stindy of accidents, health, and birth statistics and by an analysiz of what happens to
the individual. the family, and the commumity when physical disability overtakes an
individual. Fach ycar more than 30,000 persons are injured in industry to the extent
that they are uashle to adjust or readjust themselves to cmployment. Public acci-
dents accoum for anothes 20,000, Disease and congenital causes add acother 20,000.
Thus we sce each year an army of 70,000 persons added to the list. They ceass to
produce and they must he given medical care. fed, clothed, and <heltered. Since the
cost of maintaining 70,000 disabled persons s approximately $3,000,000 2 year. accu-
mulative fgures over a period of years is an astounding amount. Moremer, there is
an average of 1.2 persons dependent upon the physxcally handicapped nersoa applving
for aikf. Thus the cost is more than $6, 000 annually.

The social consequence of disability is even greater than 1the economic. Disability
frequently resullz in the necéssity af the wifc and mother leaving her home to find
employment. Children are taken from school and put ta work or left unattended in
the ity 1o be exy 1l to hazards of lifc and limb and of hecoming wards of
the juvenile court.  Anti-social atiitudes develop and often the whole family becones
a probilem to the weliare agency.

The devastating effects of physieal disability are even more important in the case
of youny persons. Realizing their plight Wnd the tremendous struggle necessary to
reepare themmselves to work in a world created ior mormal people. they withdraw inta
themselves and become sociul as well as economic problems. There are in this
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country between 500,000 and 700,000 physically handnc:m)cd chilidlren.  The voacational
adjustuient of these children is not only a good Investment in lovalty to the country
hut also an investment in insurance agamst poverty, misery, frustration, pasperism,
for a considerable group of fulure citizens. Relmbilitation restores physically handi-
capped persons to a condition of self support and maintains their mocale.

During the twelve years in which this service has been in operation, mwre than
50000 disabled persons have been restored to useful emplovment, 27000 are now
receiving services which will enable them to become independent.  The average carn-
ing capacity of a disabled pevson is, hefore rehabilitation. approximately $15 per
week; after rehabilitation it is $25 per week. These financial returns from the nioney
invested are not so important as the sociz]l and humanitarian returns.  Vucational
rehabilitation should need no justification. It is a legitimute function of the govern-
ment to promote the conservation of natural resources. and we are coming to recognize
the fact that the conservation of human vesources muy be even more wnportant for
the social selidarity of a nation.

Safety Education in Vocational Schoeols
Bv DR. CHARLES W. SYLVESTER
Director, Division of Vocational Education, Baltimere Schools

The spesker said in part: Since the pwrpose of vocational educaticn is 10 fir an
indivislual to pursue eectively profitalie empluymenl, one recoguizes immediately that
safety should be part af the traiming. Qur school shops, whether they he industrial
art, trade or home economics kaboraturies. shiould take the lcad in safzty, hecuuse
youag people entering industry must be fully acquainted with the varions hazards
which they will encounter. Any serious accident is a blot on the good nnme of the
vocational schocl. The schinols should he models wu salety for industrial concerns to
emulate.

Safety has a dircet relation to the school plait amd eguipment. In the assipnment
of shops and in making of alterations this must be kept in mind. Rooms must be of
suificient size, with ample floor space, in accordance with the demand of the processes
to be carried on. Light is most essential and hmﬁdm;;s of the sawtontls skylight

construction are superior. Artificial highting should he mmumg to scientific win-
ciples.  Ilooring should be smowth, dry. suvb ial, andd as as
Machine and hand tools should be of standard quatity. All machines should be
guarded and the false v of g unserviceable, broken, or chualete tagls
should not be practiced.

Students must be taught thoroughly the necessery rules in regard o the safs use
of equipment. One pupil only should be at one machine at a time. Others must
remain at a safe distance and refrain from coaversation with the operstac. The
instructor should set an exanple for the proper use of machinery, For him ) teach
the safe way of doing something aud then not to follow his own precepts is no in-
struction at all.  All equipment should be regularly inspected and all hazards of
practices 1?ao¢rmmhly exglained. The following is a sample of gencral safety rules:

(1} A wamiog label should be posted in a particular place on each of the ma-
chines, the use of which involves the shghtest element of danger.

(2) The puni must obluin permission to use any power machincs.

{3) Never should moce than one pupil operate a machine at oae time.

{4) The pupil must call the instructor immediately if a machine is out of order.

£3) A pupil should never be permitted to operate a machine except under the
direct supervision of the instructor.

{6) Al hines must be stopped before attempting to oil. adjust. or set up work.

(7) Machines not in use should be locked or cut off the circuit.

(8) Al guards should be in positian at all times,
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Eyesight is most important to safety. Defective vision should be corrected. Eye
stram caused by inadequate lighting should never be condoned. One study disclosed
the fact that 25 per cent of school accidents are due to poor lighting. Shaps need to
bc kept clean, dry, and free from dust, fumes, and objectionable odors. Dust collect-
ing systems should be installed in the wouodworking shop and ventilating hoods for
Ras stoves and chomistry laboratory tables.

The importance of proper housckeeping in the shop camnot be over emphasized.
Orderliness should be the rule aund horscplay never tolerated. Sleeves should be
tightly rotled up or off when using power machinery. Neckties are not part of the
apparel of the properly dressed sbop man.

To prevent accidents in a shop is the first duty of the mstructor.  This subject
shonid be considered amd deult with in every lesson and in every shop procedure.
The instructor should study correct examples :md teach and enforce safely regu-
lations. He should familiarize hamu\f wiﬂs wrmuo governmental bulleting dealing
with safety and the publication of 1 such 28 the Natiowal Safety
Council, Industrial Accwdmt Conmission, ulc. Facuity meetings, school bulletins,
and conferences shoudd be held on this svbject. The icacher should make a frequent
inspection of his shop. Afier school work, such as is carried on by clubs, should
be under the supervision of a responsible person. These are dangerous hours of the
day and even closer supervision is necessary than at regular classes.

Rules and regulations are nol enough to develop proper attitude toward safcty in
the students. Tests in safety should be az important for graduates as tests in skill
and knowicdpe of the trade. Safety education maust be closely correlated with shop
activitics. There are many important methods wsed in the safety program. The
poster service of the Natiomal Safety Council is worth while. Bulletins, charts,
pictures, and graphs of school accidents are effective.

In our tesching we must always emphasize that the correct way is the safe way.
Visits 1o local indostries 1o observe how involved and sometimes inherently dan-~
perous processes are carcicd on without accldents are very impressive and instructive
10 stixlenis. Trade advisory commitiees frequently can belp in outlining methods of
s.ﬁdy education in the schooks. Desigmﬁng one boy in each class as safety en-
gincer 1o check equiptnent and enforce rules is an effective method of orgunization.
F.xhibtls of protective equipinent, tools, and also lectures and motien pictures are

in g the safety ACTOSS.

First Aid Demonstration
By DR. EUGENE E. WILLISON
Amesican Red Cross, Washington, D. C.

Accompanying the demoustration, Doctor Willison spoke in part us follows: The
two chief aims of first 2id training are to prevent accidents and to care for the injured
person between the time of the accident and arrival of the doctar. The person who
understands fret aid vealizes the pain to himself and to his pockethook that an
accident is Jiahde to cust. aml knows what to do in an cmergengy. In the voca-
tiona{ school the instructor is responsible for imstruction in safety and for the first
aid administration in case of accident. The conditions existing in many schools are
fully as hazardous as in comimercial plants, and in some places conditions exist that
would not be tolcﬂu:d bv a competent safety supervisor. Having had four years

of ¢t hools ad having taught woodworlkding for o couple of
years, T fed strmgly on tlns point,

Last snmmer [ taupht a conrsc in first aid to men who had been teaching in
vecational schools for several years. Some aof the information they had abowt what
1o do or what not to do in case of accident was appalling. Much more training in
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first aid practices should be given these men before they ave put in charge of
students.

This applies equally well to students. They are lmng trained for industrial
work, and one of the lmporuul things that they need is instruction in safe practices.
Usually the student receives no further formal schooling after he graduates. He
should learn his lesson in school.

The safe habits we sow in the student will not ocaly help him to keep free from
accidents in industry, but will 2id him to assume the l‘csponsnbdlly for the safety
o& himself and his family on the street and at home. If hic is given sousd training
in first aid in school, he will remediber the fundamemals of it and this will be of
value to him during his estire iife.

[P ’. t‘kL(-%“L—ﬁ:

Report of the Special Comm1ttee to Iné’esngate Safety
Education in Training of Teachers

By H. G. NOYES

Coordinator, Adult Education in Tr:du :nd Industry, Wisconsin
Vecational 8

At the 1931 Safcty Congress held in Chu:ngo, lhc vocaticanal school session de-
cided to make a survey of the teacher traiming institutions in the United States, for
the pupose of uscertaining the extent to which safety fustruction is included in
the curricula of each. This was to be undertaken by 3 special subcoumiltee of
school, shop and laboratory committees. A questioimaire was, therelore, submitied
to the trade and industrial teachers trainers in the several states. Forty-nine of
these questiounaires were returned; the questions asked and the inforssation re-
oeived ace as follows:

Question #1. “Is safety included in your teacher teminiug?” Yes—i35; No—3.

Questiosy $#2. “If so, what methods are employed?” () “With what courses
is safety correlatedi® Answer—Woodwocking, 36; machine shop, 33; auto me-
chanics, 25; electricity, 7; printing, 7; shop nmnagement courses, G: first aid amd
hygicnc, 4; sheet mictal, 3; observation and practice of teaching, 3: welding, 3:
home nursing, 2; stove industry, 1; pattern making, 1; battery wocks, 1; teaching
occupational subjects, 1; foreman’s trainimg, 1. persoanel mauagement, 1: pager
making, 1; textiles, 1; plunbing, 1; airplane mechanics, 1; electric are welding, 1:
building trades, 1; general metal, 1; teucher training vocational education, 1; me-
chenical drawing, 1: school shop equipment, 1; painting,. 1; accident preventiom, 13
industrial relaticns, 1; carpentry, 1.

Question #2. (b) “Taught ac separate subjects?”  Answer—Yes, 7; No, 33

Question #2. (¢} “Discussed in confercuce?” Aunswer—Yes, 4), No, 2.

Question #2. “Do you think vocational teachers ought to have clear ideas of
inrposmnce of uccident prevemtion and bow to teach salety?"  Answer—-Yes, 49;
Ne, 0.

It seems, thercfove, that there is no concerted movement on the part of teacher
training institutions for a uniform course of safety instruction. It may be within the
scope of the School Shop and T.aboratory Committec to make specific recommenda-
tions concerning a procedure which may be followed in order to assure such a
cuericulum.

Apparently there is some interest in the prevention of accidents to embryo teacher
stodents while in the shops, but the phiclosophy of training them to teach wthers to
avoid accidents through safe pructices has not yet been adopted.

ADRJOURNMENT.
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F.ome Safety

FRIDAY MORNING SESSION
October 7, 1932

The Home Safety Session convened in the Wardman Park Hotel with Chairman
Dr. R. M, Little, Director of Rehabilitation, New Yerk Department of Education,
Albany, N. Y, preciding. Dr. Little spoke briefly oun the purposes of the session,
and then introduced the first speaker.

g What Is Home Safety?
By ALICE L. EDWARDS.

Executive Secretary, Amarican Home E
‘Washington, D. C.

The speaker said in part: There has been a tendency to confine cur safety instruc-
tions about home equipment and appliantes to arbitrary rules with litle explanation
of the reason for them. May it not be true that in the lomy run our home folks
would be safer i they were told more about the fundamental farts to be considered
in handling such service as fire, gax, electricity, steam, and watcr, irrespective of a
particular appliance with which they are used? There is something to learn ahout
cach new appliance, but if the “why” of the rule is understood, it will be igllowed
smost intelligently and usually mote faithfily. N

Emphasis is frequently placed en a few specific hame tasks when discussing hwne
safety Lecause of the number or serinusness of accidemts which have occurred to
persons who are engaged in them. It is well to center attention on certain of these,
for those fraught with grave hazards should he made the subject of future research
for safer methods, materials, or substitutes. Consider, for example, the danger
accompanying dry cieaning in the home. However, past recommendations concerning
dry cleaning have not come as a result of a thoughtful study of the home prolilem
and have left the homemaker in 2 sad dilemma. Some have advised, “never use
gasoline, use carbon tetrachloride™: and the aspirant for safety has gasped over
the cost. He next hears, “don’t do dry cleaning in the home: sucly work should
be sent to the dry cleaning plant”: and lacking sufficient money to pav for such
«etvices, he wonders what Le is to do.  What solution shall we recommend? Perhaps
we are justified in hoping for a partial answer from Pennsylvania, where the nro-
prietor of a dry cleaning establishment, at the urgent request and cooperation of
certain agencies, is irying out what we might call a “rough «dry” service. He is
dry cleaning garments and returning them to the homemakers to press and finish.

It is generally couceded that safety is largely an educational problem, and this
i~ duubly true with reference to hame safety. The household has a peculiar respon-
»ibility in the safety movement. It should be concerned not ulone with keeping its
members safe while they are within the home. hut it should prepare them so tiat

65

Association,




66 Twenty-first Congress—National Safety Council

they will be reasonably qualified to cope with the damgers they may mect when
away from it, and so that they will not cndanger the safety of others through care-
tessniess, ignorance, or lack of seif control.

If we accept this interpretation of home safety, our conception must be cnlarged
to include & consideration of more than mwmterial things., It must take into uccount
the physical and mnental welfure of the individuals making up the family group.
Positive safety cducation in the hone showld rccogrize the importance of persons
being kept physically fit, with keen eyes, stcady nerves and stromg muscies. These
call for the understanding and observance of good habiu—rq;uhr sleen, wholssome
food, proper clothmz. adcquatc fresh air and exercise. They require protection from
But safety requires more than physical fitness,
It requires that a pcrson be memally fit, that he develop good judgment, that be
have peise and self control, and that he be persoaally well adjusted to his environ-
ment. From the standpoint of safety, the nervous, self destructful and unadjusted
individual is & liability.

Safety cducation in the home should begin with the infant who lhias everything to
learn. If he is given a square deal, be reccives sympathetic, kindly guid in this
worthy procesa, He is mcoux'ucd and shown how to do things safcly, instead of
beingr shielded from everything in which there might be risk. The reaction developed
by this sort of vducation was nicely demonstrated by a child one year old. Standing
on a chair beside the kitchen table, and curious about a pail which was almost
out of reach, be caught the rim of the pail and puiled himself up to peep over the
edge. Chair and pail tipped and three gallons of ige cold water dashed over him
as he fell to the Boor. Az soon as he was warm and dressed in dry clothes, he
slipped from his mother's lap, toddied over to the chair. pulled it directly in froat
of the tatle and climbed up. Taking carc to keep his balance in the middle of the
chair and not to pull on the cdge of the pail, he peered cautiously over the brim.
It is pcrlups fining to rcport that the mother did nothing to hinder this second
in and the incid was given no further cousideration; but the child had
learned a lesson in safety.

Matches, knives, and srcissors are classical cxamples of things which children scem
possessed to play with, If a child is taught how to use them in the proper pluce
and s permitted to do so, be will be less liable to try to play surreptitiously with
stch dangerous appliances. If forbidden, they seen: to have a fatal attraction. The
wise mother, discovering hor child is fascinated by such articles, plans to teach
him how to use them and arranges for them to be used when she is about. A child
should learn to be cautious about broken glass, hot water, clectrical equzmwm and
innumerable other things. But he should learn how to handle them safely, just as
he should learn 1o walk and to climb in bed and go up and downstairs. No one has
an appurtunity for thrills cqual to that of a cl'uld with wise parcnts who give him

a fair chance to et acpainted with the wonders in his own home.

Some childrenn scem to be doomed to trouble and accidents. Parents of such
children should not rext cootent until they have discovered the reason for this. Is
Mary always burting berself? Why? Does Johnny freguently hurt the children
with whom he plays? \Why? Do.Mary and Johnny continunlly injure and break
tovz and furniture and tear their clothes? Why? Causes of these maladjustments
may be easy to remove or may be difficult; but whatever they are, they should be
ferrcted out, whether physical or mental, and corrected. Only in this way may
tiie child be properly related to his environment. It may be well in this connection
to bear in muul that onc quite as frequently finds the difficulty lodged in one’s self,
some other individual. or surrounding coaditions as in the child himself.

Modern education of parents is urging that the over-warked “dont's” be changed

to *do,” which in the end will bring a penercus reward in producing individuais
w‘uo can care for themselves, cope safely with their surroundings, and be qualified
1o do their share of the world's work.
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Home Safety for Children
By M1S8 GRACE ABBOTT
Chief, Children’s” Bureau, U. 8. Departmient of Labor, Washington, D. C.

The speaker said in part: One hears mkch of the dangers which the nicchanization
of the home has brought, but I remember the dangers attending the uwse of the
kerosene lamp and the oil stove and I realize there have been great advances in the
safcty of hoine equipment. Tt scems clear that the solution of the problem of home
safety is in the main the responsibility of paremts. An educational program for
hoine safety must therefore begin with parents and pasticularly nuthers. Children
are in school only six hours out of the twenty-four, only five days ol the weck and
nine months of the year. The opportunity offered the teacher for training the child
in habits of safety is therefore very much less than the oppostunity of the parcnts,

‘The training of children in habits of safety must be appropriate fur theic ycars.
The training program must be given to the mother when the child is young., She
knows how helpless the baby is and how much care he requires. Nevertheless, she
often needs to Le told that the plysical salety of the baby is U respunsibility of
his parents. The baby and the very young child numst be kept away from fires,
from: poison, and from dangerous positions, Because be is too young to be taugit
how to take care of himself, he canct be allowed to use any Janperous cquipnent,
He must be kept away from the stove and all the sther hasards of the house. Toys
aml other things which « child s given to pluy with shoukd, of course, b safe.
Many of them are not. Painted toys given fo children often expose thew tu the
danger of lead poisoning if they put the toys in their mouths,

When the child becomex a little older it is safe for him to usc many thiogs that
were kept out of his reach earfier. He can learn to nse bammer and nails, for
example. The nurscry school has demonstrated that children can do many (hings
salely which parcnts have been umwilling to allow them to attempt. A tog efficient
mother frequently does not train ber child in hahits of safcty becanse she counts
on protecting him. This is unfair to the child and resuits in his own incfficiency
and inadequacy as occasions arise when he must act for himgelf. Children can only
learn things by doing things safely.

1 am encugh of a heretic in regard 1o housckeeping to say Lhat some homes are
too orderly. The objective shouid be homemaling rather than housekeeping, and
when there is conflict between the two the houscheeping standards mast be saces
Disorder frequently means only that the house is used—that people actually enjoy
living there. On the other hand, for safety there must be a basic order even thougl
it is mot always apparent on the surface. For safcty it is much more imporiant
that the cellar stairs have a svbstantial handrail and be well lighted than ta bave
them scrubbed often. The standards by which the mother fecls she is fadped are
the standards of ber neighbors and friends. And in the past she has been judped 1oo
often by housckeeping standards only and not cncouraged to put family values first,
We shall have to free women {rom the old servitude to curtwing, expensive furniture
wnd clothes which are entiiely inappropriate for young children, if they are to have
time and imterest to devote to thelr children,

The agency which has been found most useful in teaclung parents how to train
their yowumg children in good health habits is the Child Health Conference. Here
maother, doctor and nurse discuss what is good, general health procedure as well
as the specnl needs of J'ohnmc or Susie. Instruction of parents of thicese young
children in training children in habits of safety ceuld also he included in the program
of these centers. After the child reaches school age the school must wudertake the
maujor educational jobs, but the parent must continue to supplement the safety teaching
of the school. Too mmny times parcnts unconscicusly or consciously undo the work
of the schools unless they understand the program of the school. School officers and
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teachers realize this cooperation between howe and school is fundamental for the
suvcess of the whole school program, but it requires time and paticnce and skill
which the teacher does not always bave,

The Physician-Mother Looks at Home Safety
By MARJORIE D. BATCHELOR
Palmerton, Pa. 6

“Fhespea m gart:  On the basi
amang childr |o 4 years of age, deaths from pneumonia, from intestinal
disorders, and from sccidents, My own feeiing is that death resulting {rom ill-

nesses. which might bave been aveided if miore intefligence or care had been showa
in the home, belony umder the heading of accidental deaths. This pneumonia death
rate is vers high. The home does not generally recognize the potential danger in
the ordinary cold and does not cope with it inteiligently. The high death rate from
intestinal disorders alse needs an educational campaign.  Accidents mmong the very
young show that burns are most commion.  Adults are viten to blame Ly misplacing
cotitainers of hot liquids, leaving Gres unguarded and placing :natches within reach
of baby fingers. Falls among the very voung are also often aitributable to aduit
negligence—the roll from the bed or table, the runaway carriage, th m reled

stairway, the abominable highchair, 3% % & -

For children rangiue in age rony 5 to, 9. reckoning on the 5 Toaus o( 100.000
popuhuou. accilonts hewe killed oSBT D enrvect

are due in large part to the child's own activities ralhcr than to the mdimm oi
adults, exeomt i so far as these adults have failed to pive pruper instruction to the
children. Children have an instinctive fire worship. In the light of our own race
developament it seems natural thae it should be so, but why can't we make grearer
efforts 10 cducate children 1o use fire more carefully? Falls alsc have a high acci~
demtal rate during these years.  But here again, why don't we do mwre to teach
children llow to climb safely?  Leather shoes are a real hindrance i climbing. Yet
how nany pacrcals aupgest thin rokben sneshers foe theie climbing suns®  Thete
might be fewer accidents frem falling 16 childien were taught 3 hit ove about the
art of climbing.

Fvery case of diplitheria in a community is a disgrace. Nn matter how low the
number may be, any one case is ome too many. It is an entirely preventable discase
and should be wiped owm. It is up 10 progressive individuals i each community 1o
arouse public sentiment to the point where protoction is made availabie for every
chikd sl every family is made willing 10 conperate.

Annwip children between the apes of 10 to 14, accidendal deaths lead in the mor-
tality lists, hat iataiitics frosm heart disease already have a showing that is high—
meare than ane-third as many deaths as from accidents. When a person with heart
ihiseaze pets into the hands of a pdiysician, it s a common finding that he has already
had the trouble for a long time, often from childhood. Heart discase in many cases
bepins with an infection—adten it heging after heavy colds, influenza, diphtheria,
rhemnatism, chores, scarlet fever. ctc.  People think they are mercly having a slow
convalescence when in reality they are begimming a heart iofection. T want to make
a plea to give scliool children a chance to recover completely fram their ininor
illnesses beiore we rush them back to the heavy schedule of school work. Too aften
we get them back before they arc altogether fit and they drag alung for days or
weeks, feeling under the weather. Tt is out of such insignificamt beginnings that
many cases of heurt discase develop. Between the ages of 10 to 14, many of the
deazhs feomn lieart diseasc are due ta congenital defects which make it impossible for
the heart to keep up with the demiands of the fast growing body; but sume are also
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duc to infections which might itave hosn pre\culcd by proper control of the illecswes
of childbood.

During the years between 15 and 19, medm lwadg the lint of death n;lml‘h.}
The high incidence of this discase during these years s probably intluowed Ly
several factors. First, the strenuous physical and emotional lile of theme years which
tends to sap even a vigorous body and is often fatal to one il with huvetin, Secomd,
the discegard to convalescence shown by young people.  They rive themedves ne
chance to recover fully before they desh bmok Sulo twic strcuuoas living,  Thicd,
the poor eating hygiene shown by adofescents, esyevially thuse whe are cndeavormp
to keep thin or to reduce. The high fucidence of tuberculosis s ol conspicuonsly
amoag the young of familivs in cumfortable ciremustances rather than aaony ﬂw
poorer families, so thut bad econuImic conditions di not secu to be a faclor, =51/

~ alls rank first in the list of accidents to okl people. Bewerntv ®"r cend T
alllaccidents 1o prople over 95 is shouwn to bhe fxlls,  Frowm the cconcmic as well as
the humanijarian point of view, Lhiz is aggalbin The buses of wid people break
casily and mend giowly. It uften eans e bospitalization with cspease and,
unfortunately, often preat discomioil. Lor odd peagile, waxad floves shauld De avolded,
run-down jels quickly repaiied. smafi rues well anclweed, a anre fowiug at the
top of the stairs assured. Fand vailivas for staivs woll gdoved aml goesd figgleting
*given to akl thei faling sision.

Protection at Home Through Safety and First Aid
By DR. OTIS MARSHALL
Field Representative First Aid, American Red Cross, Washington, D. C.

Dr. Marshall gave a practinal demousiration Detore the delupates won the apglicn-
tion of first aid. Duning this deimonsiration be said in gart:

Safety in the home, as elseulere, s nseparable troen dirst anl.  “Uhe hest agency
for producing this is owr public sulvols. Tealy the sodern bigh scled traing s
students to meet effectively life’s profduas.  Sich a ctceptions densamls training in
safety uwmd fOrst aid, cspcciallw i the rural sclools, a4 ey wf these stindonls exgiect
to remain in their comumonities where the knowlvdse s badly seeded Plest aid
Lkelps ba theic vocational efficuency and as citizens,

Cuts and scratchies are s commion iat it beconies wrecs<ary lur lie jarent to
wrevent them as far as possible and to know what o do when they wcour a0 as to
prevent infectivan, Al tuols, ospecially shasp edged voee. ssushi b wut of rench of
the small dild and older viees tamht bow W properks use than, Chilklren fike to
buitate larger stiactures by builthaw in miviatare.  Sce thut they nre taught te
bhuild with bourds withoul nails o splintered culs. “hese catering e bady, make
pnwiure wounds, sometines causing iockjaw,  These should reccive st aid tweate
ment innediately by puliteg divectly o the cut something that will destesy any
entering germs and yet not disturh our own tissue alotyr the odue wi the cut.  Llre
are many disinfectants on the market. However, the Anwrican Red Cross teachies
the use of jodine, oune-half serength, becamse it iy effective, may be made by any
reputable chemical laboratory, and is easily obtaived. \Whenever the arez arouad a
serateh or cut becomes inflanied it should at wice reccive surpical atientiva Do vt
delay, for declay may incan biood poisoning.

Caution children against standing on insecure objects, windwa sills and the like,
as a fail !hrou(;\ broken glass may resnlt in & cut artery or otler scrious injury.
When an artery is ¢t we slsoulcl know how 16 control bleoding with the use of our
bands and nothing elxe; it is very important that we bearn thiough Girst aid taising
the five main points of pressure in arder to stop Hleeding.

Ovderliness and uot allowing things 1o be scattered about may prevent many
falls.  When o broken hone rosults from a fall, straighten the lanh affected and
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keep it in a comiortable lying position, well covered and warm. so as not to prevent
shock. If it becomcs necessary to movc the patient, almys support the fractured
part by splints and move in a hori i position, k the head low. Shock is
a condition bmught about by an injury, seeing an injury, or even hearing bad news.
The onc who is shocked is pale, cold, clammy, mentally sluggish and h-s a fast,
weak pulse, somctimes difficult to find. This ease should always be pwt in 2 pronc
position, covered up warmly and if obtainable hot water bottles applied. A warm
drink acts as a stimulant,

Prevent fires by keeping house free of yubbish, Train the child not to play with
matches and to handle lamps carefully. Never pour kerosene or gasoline into 2
stove. Little blazes are ecasy to pit out if we keep cool and use extinguishers or
water, a litthe at a time. You may beat owt 2 flame with a broom or 2 coar. If
clothing catches on fire, wrap up in a Blanket and roil over. If none is available,
beat out the flames with your hasds. For burms use a sode solution or epsom salts
?dm:mband cover with gauze. If 2 first aid kit is available, use a picric acid gauge
wund there,
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