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HE Transactions of the 29th National Safety Congress

and Exposition of the National Safety Council, October
7-11, 1940, are published in two volumes. Volume I contains
the General Subject Sessions-and the Sessions of the In-
dustrial Sections of the Council. This is Volume II. Vol-
ume I has been distributed automatically to Industrial
Members of the Council; however, other members may re-
ceive a copy of Volume ¥ on request if they are particularly
interested in industrial safety problems.

HE Transactions are a condensed record of the proceed-

ings of the Congress. The papers and addresses have
heen edited to delete extrancous matter, abbreviate the less
important portions, and emphasize information which may
be of particular usefulness in promoting effective safety
organization and other accident prevention measures. These
volumes are, therefore, a somewhat abridged version. onmn-
pact, practical and oi especial value to the safety stodent
and the executive interested in achieving more thorough ac-
cident prevention success. The original manuscripts are
available for reference, if desired, in the files of the Na-
tianal Safety Council.

HE National Safety Council, at its Congresses. ~ccks

to eliminate from discussion matters which are not perti-
nent to the aims of the Congress or which may be contranv
to Council policies. However, it cannot accept responsibit-
ity for all of the views expressed either in the papers pre-
sented or in the discussions which followed these papers
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" Interest and Plans of the War Department in Relation to
Traffic Control
Ry LIEUT.-COL. A. D. BRUCE
‘War Department, General Staff, G-3, Washington, D. C.

Some of the questions that have been
asked Tately are: What is the traffic set-up
in the Army? What is the Army doing to
solve it- traffic problems® How can civilian
agencics assist the Army in the solution of
these problems?

We know we shall have many traffic sit-
uations. They will vary from one in which
the density of troop concentration is low.,
the road net is ample. and the danger of
interruption i5 small, to the opposite extren:
in which the massing of troop~, and the
scarcity of good roads and danger of their
damage by hostile action make it difficult to
maintain supply and troop movements.

In the first case, the minimumn of control
i< required: in the latter, a rigid contro} of

wraffic is nccessary, particularly wltile ox-
tensive troop movements are under way.

QOur Field Service Regulations, the bases of
all training regulations. has the following
statement : “In general. the methods of cvn
trolling and isting traffic developed
civilian practice should he inllowed, rmh
only the modifications necessary 10 mecet the
military requirements."

The essential differences betwen peace-
time civilian traffic and military traffic in a
theater of operations are, miliary traffic i
subject to sudden interference and it gives
prominence to secrct movement at night.

The fact that military traffic is subject to
sudden interference by hostile activities re-
quires that thé plan of road circulation and

Han-
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wrattic contro! be fiexible, so that damaged
point: may be by-passed at once, and that
arrangements be made for prompt repair.

Movement of traffic at night with secrecy
requires the development of means of mark-
ing the roads and of lighting vchicles to
assist drivers and at the same time avoil
detection by airplanc observers. This is a
problem that is entirely foreign to normal,
civil practice.

\With this general orientation we come to
the question: What is the traffic set-up in
the Army?

The provision of a plan of circulation,
when required, the determination of the
neccssary control measures, and the super-
vision and coordination of the various
agengcics involved are functions of the G4
section of the general staff of the head-
quarters which controls the area involved.

Rccommendations for a plan of circula-
tion, the maintenance of the existing roads.
and their improvement and extension where
icasible; the provision of itable voad

The Judge Advocate General is faced
with the estahtishment of traffic rules

The evacuation of civilian papulation are
functions of G-1 and G-3 of the General
Staff.

It is thus -cen that we have quite a prob-
lem in coordination.

The next question we sct out to answer
is—What is the Army doing to solve its
traffic problems? -

In the spring of this year large mancuvers’

were held in the Ft. Benning and Louisiana
areas. More motor transportation was in-
volved in these maneuvers than ever before.
Report after report indicated that our trai-
fic control system must be improved.

Among the numerous recommendations
was one to improve our training literaturc
on Traffic Control. This is where my di-
vision (G-3) fits in.

Ta July. 1930, the Automotive Safety
Foumilation offcrwd to assist the War De-
partntent in improving traffic control. Ad-

maps: and the posting of signs along the
road« indicating routes, localities, and estah-
lishments as shown on the maps, are func-
tions of the Corps of Engineers.

Coordination

Eniorcement of regulations and order~ for
wraffic control and expedition of mnaffic are
fumctions of the military police.

The provision of means of communication
by telephone, telegraph, or radio, between
traffic control posts of the military palice,
or other agencies imolved in traffic control,
is a iunction of the Signal Corps.

The provision of suitable vehicle acces-
sories, including adequate brakes, and satis-
factory lights is a function of the Quarter-
master Corps, Ordnarce Department, or
other servioe which provides the vehicle.
Maintenance is also a problem of these serv-
ces,

The training of organizations and of in-
drvidsal drivers in the proper use of the
roads is onc of the important responsibilities
of organization.

The development of anti-zircraft protec-
tion of bottlenccks is primarily the function
of the Coast Artillery,

Defense against chemical wariare, espe-
cially the decontamination of road areas, is
under the Chemical Warfare Service.

was taken of the offer and a can-
ference was arranged. Present at the com-
ference were several civilian experts .

The purpo-¢ of the conference was 10 de-
termine by informal diccussjon with the
varioi~ civilian experts what application, if
any. the experience of these experts might
have to the problem of military trasfic cun
trol.

The jolloning three main subjects were
discussed at the meeting : traffic engineering.
tratning of traffic military police and driver
training amd tleet operation.

A< a res<ult ‘of the conference Caplain
Everert, who is here today, was designated
1o attend the National Institute for Traffic
Safety Training and since then has gotten
in contact with many civilian experts.

Arrangements were made for civilian ex-
perts to witness the mancuvers of the First,
Second, and Third Army. Among these ex-
perts was Sidney J. Williams, Their excel-
lent reports have been disseminated to the
interested agencies in the Army for study.

Larter, a study was submiited to the Chicf
of Stafl on means of improving training lit-
eraturce who approved a lelter on this sub-
ject ta the various agencies involved, Their
studies are raising many questions that must
be answered. For example, at the sugges-
tion of Army and civilian experts tests may
be made ta develop scientific driver selection
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and training that combines useful dvilian
developments in this field with the best mili-
tary practices, and to determine additional
basic factual data with modern Army equip-
ment. The solution of some questions may
involve changes in organization in the Army
but definite steps toward their solution are
being taken.

Civilian Assistance

The last question is: How can civilian
agencies assist the Army in the solution of
its problem? They can devise a simple
means for facilitating cooperation between
military, state and city officials for traffic

it. In this cc ion we may need
centralization on both sides A centralized
agency in the, War Department and a central
association among state, county and city
authorities. For example, the problem of
who to get in touch with in the metropoli-
tan area of New York is a diffcult one. An
ideal to work toward would be to obtain
through one association the selection of
roumes and provisions made for marking of
roules and control in the execution of plans.

Continue to push the simplification and
unification of traffic rules on the grounds of
national defense. In this connection the

question of i for vers is a
troublesome one.”

Coalinuc to emphasize driver sclection and
training, safety measures and the like.

Since you have offered your help we ex-
pect to call on you from time to time to
locate National Guard and Reserve officers
in civil life now engaged in traffic work; to
secure additional experts when required; to
assist in drawing up courses, lecturing and
the like in the several coarses or schoels for
traffic control, driver tramning, driver fests,
ete.; to let us know of improvements in
communication for traffic control; 1o devise
necessary cquipment, to assist us to develop
training films and strips from rthe Army
viewpoint; to augment your disaster plan-
for flood, fire, carthquake, with plan: for
evacuation of civilian population. T repeat
1 have meotioned only a few of the prob-
lems,

I would like to point out that at the pres-
ent time we have had to decentralize a great
deal of the work for the improvement of
trafic. So many people who write or come
to Washington to help us get a iecling of
being pushed around. In order to wvbviatc
this as ncar as possible we are using the
Automotive Safcty Foundation a+ a central
agency for contacting the proper per~onnet
to render or receive assistance.

The Present Challenge of Traffic Accidents
X By SIBDNEY J. WILLIAMS
Director, Public Safety Division, National Safety Council, Inc., Chicago

The number of traffic deaths in the United
States went down continuously for
manths from November, 1937, to March,
1939, Then 12 of the next 15 maonths,
through June of this year, showed increases.
In July the toll went down 3 per cent, com-
pared with July of last year, but it went up
18 per cent in August, the greatest per-
centage increase in three and onc-half years.

The national death rate, in terms of mile-
age driven, went down 19 per cent in 1938,
3 per cent in 1939, and seems to be holding
about even, so far this year. This trend in
vates is an important technical fact, but it is
2 poor alibi for any sustained rise in deaths
angd injuries,

1t is our business as traffic and safety ex-
perts to make the motor vehicle a safe as

well as an incr ly useful { of
American life. With what we now know
about individual and community cootrol of
moatar traffic there can be no possible ex-
cuse, in peace or mear-war or war, for let~
ting the national toll even approach the 1937
record of ncarly 40,000 deaths, nearly a mil-
lion and a half injuries. and billions of ecn-
nomic loss.

Elated by the 1938 showing of uver 7,000
lives saved, some of us were bold envugh to
prophesy that within a few years an annual
dezath toll of 30,000, 20,000 or even 10,000
would be regarded in retrospect as an incon-
cejvable waste, unworthy of a civilized peo-
ple. Must we now regret that proud boast
and hope that no one remembers it? That
is the present challenge of traffic arcident<?

Street and Highway Traffic Section 7

So many factors can help 1o causc or to
prevent 2 single accident, and to raise or
lower the city, state or matiomal total, that
it is easy to “explain” a change in ecither
direction. Two years ago I said that acci-
dents were going down because we had bet-
ter highways and cars, better administration
of better laws, better safety education and
publicity and organization, better under-
standing by the individual. Even then [
pointed out that many states and cities had
the weakest kind of safety program, that
their rates were inexcusably high and that
their decreases, if any, bad been more Incky
than deserved.

Three Dangers

A vear ago, when accidents werc begin-
ning to go up again, I said that the Safety
Movement was faced with three secrious
dangers: the threat of nnwisc economy in
official functioning and safety campaiga-
ing; the threat of political interference,
and the threat of public lethargy—a reaction
from the hectic wave of popular interest
which swmrted with “And Sudden Death”
and which I fear is today too amcmic to
stand up against a World Series, to say
nothipg of 2 World War.

Perhaps that suggests the crux of the
whole matter. \Was safety a fad, like mini-
ature golf? Is it a luxury, to be forgatten
when «temner issues arise?

Safety Is Efficiency

1 nced not prove 1o you what you already
know : that, leaving aside all the humani-
tics, safety is just another nmame for offi-
ciency. Both mean the same—doing things
the right way, in the factory, on the high-
way, anywhere. In this year and month,
more than ever before, we just can't afford
to have a powder plant blow up, either by
accident or by design. We can't afford to
have traffic accidents tic up the swift and
sure movement of goods to and from muni-
tions plants and Army depots, not to men-
tion the movement of the motorized Army
itself.

Every accident is a symptom of some-
thing wrong., Accidents and the things that
cause accid cause congestion and delay;
and we cannot tolgrate congestion or defay
either on the assenbly line or on the high-

way. 1 venlure to say that unintended
sabotage throogh accidents is a greater men-
ace than the sabotage of alien agents,

Tolerate No Losses

We cannot afford the loss thrguah acci-
dent of a man who is serving his country
in this crisis, whether behind a lathe or on
the General Staff. In peace time, when stich
a loss occurs we may muddle through—but
not in tine of crisis. According to news
reports, one factor in the French collapse
was the death of General Billotte in an
automobile accident just when he occupied
a key position in the France-British effort

10 pinch off the Germaa drive to the Chan-
-nel,

We have a real job ahead of us! We
must stop losses of men and material every-
where, because our country men and
matevial. We must keep the highways open
for military traffic, and “military traffic®
today—or tomorrow-—means every kind of
waffic in every one of the 48 states.

Correct All Defects

We must thercfore quickly correct the
defects and deficiencies in our highway sys-
tem, or alleviate them with signs and sig-
nals. We must police these highways for
maximum efficiency, and further insure the
proper usc of them through driver license
control. We must train all our young peo-
ple, and many older ones if we can, so they
will know how to hardic their own ve-
hicles and, if need be, Uncle Sam’'s. The
Army needs our help in recruiting great
aumbers of compctent drivers. Our state
and community safety organizations have
an important role to play in the mobiliza-
tion of all forces for national defense

We must do all this despite the handicap
of public indifferance and a considerable
amount of personal recklessness due to war
emolions. \Ve must face budget economics,
which mcans that we .must somehow do a
better job onr the same ar less money. We
all, officials and citizens of cvery rank and
interest, must submerge petty differences
and conflicting ambitions.

Can we do it? Will we do it? You in
this room, maore than any equal body of
men in the United States hold the answer.
I'm betting that we can and will.
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Report of Committee on Pedestrian Control and Protection
By LESLIE J. SORENSON

( Member 1.T.E.) City Traffic Engincer, Chicago, and Chairman of Committee
on Pedestrian Control and Protection

The following is a summary of the facis
and reconmnendations presented in the 1940
Report of the Commitice on Pedestrian
Control and Protection. The complete report
is available in a pamphlet from the Coun-
cil's Trafic Engineering Bureau. It presents
new information relative to the pedestrian
problem as well as a discussion of methods
of reducing pedestrian accidents in rural
and urban areas.

The Report contains information con-
cerning the status of pedestrian regulation
in 180 cities having ordinances regulating
pedestrians and a description of numerous
educational activities now being conducted
in cities throughout the United States for
pedestrian safety,

Facts and Recommendations for
Pedestrian Safety

I. Although the cities in the United States
have enjoyed a decrcase of 28 per cent in
annual pedestrian deaths since 1930, rural
areas have suffered an increase of 41 per
cent and the trend continues upward in
1940. These facts offer a major problem for
states, counties and city officials whose
duty is to protect pedestrians as well as
motorists.

2. Nation-wide interest in the urban pe-
destrian problem and extensive acceptance
of pedestrian responsibility have heen de-
veloped in recent years, Physical protection
and cducational material have been pro-
vided in many cities by city officials, safety
councils, safety commissions, civic organi-
zations and others. More and more cities
are now enforcing traffic laws that_regulate
pedestrians as well as motorists. Similar ac-
tivities arc recommended for the protection
of rural pedestrians.

3. Studies of pedestrian accidents have
shown persons of certain age groups, occu-
pations and areas to be particularly sus-
ceptible. These groups should be educated
through agencies which they understand and
in which they have confidence,

4. The high frequency of child pedestrian

accidents during daylight hours and adult
pedestrian accidents at night demands more
attention of persons responsible for raffic
safety. Half of the pedestrian deaths occur
between six p.m. and midnight, while these
six hours account for only one in three
fatal non-pedestrian accidents.

5. Public officials (state, county and city)
should investigate the seriotisness of the
pedestrian accident problem. Accident rec-
ords provide this information and point the
way to needed remedies. Accident records
indicate the locations and the types of phys-
ical protection most urgently needed by
pedestrians, and more officials should be
making use of them.

6. Pedestrians sharc street and highway
facilities with motorists. It is reasonable
and necessary that pedestrians also share
the responsibility for the safe usc of thesc
facilities. Nearly 200 cities and several
states have recognized this by enacting
traffic laws regulating pedestrians as well
as drivers. Other cities and states should
adopt similar laws as provided in the Modcl
Municipal Traffic Ordinance and the Uni-
form Act Regulating Traffic on Highways,

7. Instructions for safe walking should be
provided uninformed pedestrians that they
may recognize and accept the respancibilin:
for their own safety.

8. Pedestrian obedience to  regulations
should be made as easy as possible and
violations more difficult. Traffic signals, pro-
tective barriers, tunnels, bridges, islands and
pavement markings should be used where
needed. However, traffic signals should no:
be erected unless warranted by the traffic
volume, and tunnels and bridges should not
bhe built unless conditions indicate clearly
that they will be used. They should br <o
designed and located as to provide maximum
protection and cncourage obedience to pe-
destrian regulations.

9. Pedestrians must be compelled to olwy
rules of the road and drivers must be forced
to abscrve the rights of pedestrians if ac-
cidents are to be reduced to a minimum.
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The Motorist Looks at the Pedestrian
By BURTON W. MARSH

(Member 1.T.E.), Directar, Safcty and Traffic Engineering Department,
erican Automobile Association, Washington, D. C.

The motorist looks at the pedestrian and
sees the most ncglected factor in traffic.
He also sces the chap who accounts for
two-thirds of fatalitics and nearly half of
the injury toll in cities. For the country as
a whole, he sees the person who accounts
for two out of every five killed.

The motorist looks at the pedestrian and
says to himself, “There's the last object
in the world that I would want to hit"
Far the motorist realizes that almost every
pedestrian crash involves injury or death,
whereas he knows that hitting another car
or fixed object very often results in no
mjury.

The considerate motorist looks at the
pedestrian and says, “Why, 1 was in that
fcllow's place just before I got behind this
wheel. “I'm the onc now ‘encased in armor’
and it's up to me to give him a break. We're
hoth streer users and wc've both got to
learn to get along together—on a fair co-
operative basis. according to a reasonable
set of rules-of-the-game. Go ahead, brother,
fwaving his hand), I was about to turn but
vou have the right-of-way here.” Note
please that this is the considerate motorist
of whom it may be said, “Abu Ben Adam,
may his tribe increase——"

The inquisitize motorist looks at the
pedestrian stranded in mid-street and asks,
“Why wasr't he warmed when there wasn’t
enough remaining time for him to cross be-
fore the signal light changed?” Or, “On so
wide a sireet as this, why isn't there a
aiety isle in the ceater for him?" A bit
farther down the street at a2 jog intersec-
tion he sees a pedestrian trying to cross
where traffic is never stopped and asks,
*Why aren't there barriers there so he can’t
walk out into trouble?”

A bit iarther into the midblock and
WHAM! He slams on his brakes and
swerves, narrowly avoiding an adult pedes-
trian crossing from between loading trucks
and never even once locking toward the
maquisitive and now nervously-gulping motor-
isct. “\Why, oh why, isn't more emphasis
Riven to training pedestrians in sound walk-
ing practices?” he mutters, his heart still

in his mouth. “I have my rules to follow
and my responsibilities in traffic. And if 1
don‘t do as T should, I am quite likely to
be penalized. The man afoot can't expect
me to do the impossible—he should observe
his rules for walking and accept his re-
sponsibilities in traffic.”

The night-driving motorist looks at the
pedestrian—or at least looks FOR him—
but finds him mighty hard to spot when
dressed in all dark clothing. Isn't it reason-
able” he asks, “for the walker at night to
wear or carry something light-colored?
And furthermore, this is a very husy artery
and P've read of numerous pedestrian crashes
on it at night. \Why isn't it effectively
lighted >

A voice answers “Yes, those are good
points, Mr, Driver, but until this artery
i» traffic-lighted or unti] walkers are trained
to show 'something light-colored, it's up tn
vou to keep your headlights adjusted and
clean, your windshicld clcan, and to drive
slowly enough so that you won't hit a pedes-
trian.”

The sober wmotorist looks at the pedus-
trian—and sees onc lurch drunkenly across
the intersection, payving no attention to the
red signal. Another driver whose view of
the tipsy walker is hidden by a moving truck
is BARELY able to avoid hitting the be-
fuddled hoofer. Says the sobcr motorist,
~“Now if 1 were to drive in that condition.
I'd be in for real trouble. Why shouldn't
that pedestrian be taken ioto custody, at
least for his own protection

All oi these motorists look at the pedes-
trian and ask, “Why aren’t these pedestrian
problems being given more attention?”

“Well,” answers their Motor Club secre-
tary, “one veason is that communities do
not really appreciate how bad the pedestrian
toll is, and that lots can be done about it.
One trouble is that the main facts haven't
been obtained in our community.”

“Have the facts been obtained anywhere ?"
asks a motorist.

‘“Yes, the AAA has made a very exten-
sive study,” replies the secretary, “and the
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results are most intcresting.” Yo, example,
these key {acts are gypical:

Ten Key Crash Facts

1, Pedestrians lcad in toll. In cities, two-
thirds of those killed and nearly one-half of
those injured in traffic are persons afoot.
Even outside cities. one-quarter to one-third
of those killed are pedestrians.

2. Middle-Aged and Older. Grandpa—
aged 30 or over—is the victim in the ma-
jority of pedestrian fatalities,

3. Male. Seven out of ten pedestrians
Killed arc male.

4. Death After Dark. Some four out oi
five adult pedestrians are killed in hours of
dusk and darkness.

3. Non-Drivers. Non-drivers, ignorant of
problems and limitations of the man at
the wheel, account for nine out of ten
deaths to persons of licensuble age.

6. Jay-Walking and Playing. In cities,
jaywalking in the midblock is usually the
leading wrong practice of adults, while most
children are Killed at play.

7. Iutoxication, Studies of brain tissue or
body fAuid by New York City's Medical
Examiner and the Coroner of Cuyahoga
County, Ohio, (Clevecland arca) involving
some (0 cases, indicated that two out of
five pedestrians killed had been drinking
substantial amotmis of intoxicant.

8. Low Tucome and “Foreign” Groups.
Unduly high proportions of pedestrians killed
in cities come from low income and “for-
eign” residence sections.

9. Nchool Children. The f{atality rccord
ol school children has improved consistently
while the adult toll has grown much worsc.
However, school children have by far the
worst INJURY rate of anv age group.
Hence the schools still have much to ac-
complish in traffic safety training.

10. ligorous Frograms Produce Reduc-
tions. Contrary to what many have thought
and now think, records show that intelligent
pedestrian programs will prevent many pe-
destrian deaths and injuries.

*Say, those are intevesting facts, and they
will help me states the motorist-looking-
at-the-pedestsian. “As I understand it, our
own community’s facts may be different.
They should br obtained ; then we all would
have a basis for improving the situation.

But what arc the rcasons belind those
facts? There must be reasons why pedes-
trians are so often involved in trafhc
crashes””

Traflic specialists of the American Auto-
mobile Association believe that the following
are among the main reasons:

Six Reasons for Crash Toll

1. Elderly non-drivers, predominant in the
toll, do not understand driving problems,
such as distances required to stop, difficulty
of sceing pedestrians (particularly in rain
and when dressed in dark clothing), the
many things the driver must watch, limited
ability to swerve car suddenly.

2. Pedestrians, noting bright lights of aar,
think they can seen much sooner than
drivers “spot” them. Drivers very often
overdrive their headlights.

3. Many pedestrians do not accept their
responsibilities in traffic. In Minnesota, in
1939, two-thirds of pedestrians killed were
breaking some sound walking rule.

4, Older pedestrians do mot make proper
allowance for iheir poorer vision—espe-
cially Night Vision—for hearing defects, for
slower walking pace, lessened alertness and
momentary lapses of attention to traffic.

5. In many places, there are unsatisiactory
pedestrian facilitiecs. Examples: lack of a
traffic signal face ahead of pedestrian cross-
ing at crosswalk, too long trafhic signal
periods, lack of pedestrian islands, cross-
walks which motorists cannot see at night
and in bad weather.

6. Many communities still do not know
their pedestrian FACTS and hence have an
inadequatc basis for a sound program of
pedestrian aid.

ist.

“Yes,” says the secretary, “but the acci-
dent measure does not represent the whole
picture. As a matter of fact, the average
pedestrian is wastly more irritated, if not
enraged, by the deloys and inconwveniences
to which he is so often unfairly subjected,
than he is concemed about being on the
casualty list So to meet the pedestrian’s
needs, pedestrian convenience should receive
cqual aftention with pedestrian protection.
An cffective program based on both factors
will gain general public supporst.”

“Thosc sound rcasonable” says the motor-
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“A program, you say. Well, one surely
ceems to be needed. But it doesnt seem to
me that the job to be done is an casy one.
For to a considerable extent it involves
changes in customs. There must also be
changes in attitude by both we motorists
and pedestrians. Those afoot, especially the
middle aged and older, must get out of
their minds the hor: gon days’ atti-
1ude that they may walk when, where, and
as they wish and it's cntirely up to the
motorist to see that thcy are not hit But
until pedestrians have been frained to cross
streets and walk along highways fairly and
scnsibly, T can see that we motorists, having
control of the instrument which can Jdo the
injuring and killing, must so drive that a
crash may be avoided even when podes-
trians do foolbardy and unfair things.”

“No,” answers the secretary, “it's not an
eazy job, mor is it one that can he donc
overmnight. But that's no reason for the
apathetic attitude of some major officials and
citizen leaders. In a recent field trip cover-
ing a dozenm citics in onc state, a number of
such persons were found who admitted
the problem but just didn’t belicer that much
could be done”

How wrong that viewpoimt is, numerous
progressive cities and some states arc dem-
onsteating. Schenectady, for example, re-
duced pedestrian fatalities & per cent in
1939. In the past few years, Cleveland by
vigorous programs, has cm  fawlities to
Mose afool more than one-half. Spring-
field, Mass.,, co-winner with Kansas City,
Mo. in the 1939 National Pedestrian Pro-
tection Contest among citics of 100000 to
300,000 population, cut fatalities from 13 to
7 in 1939 and reduced pedestrian injuries by
more than one-third. For the first six months
of this vear, Rochester, New York's pro-
uressive program has reduced pedestrian
fatalities from 13 10 4. And numerous cities
have pedestrian death rofes oi less than
one-third those of others.

“Well,” =aid the inquiring motorist, “it
looks as though various communities are
proving that much can be done. But from
what you have said, it appears that before
2y real program is going to be carried out,
a selling job must be done.”

“Right!” replied the secretary, “aud that’s
snc reason I'm so glad to talk this over
with vou. For it’s those of us who really
scc the need and realize what can be done

who arc going to have to do that selling
jub.”

“Well,” s2id the intcrested motorist, “U'm
willing to do some selling, but how should
our community go about this job? Aren’t
there a few simple, practical steps which
can be recommended ?”

“Yes, there are,” replied the sccretary,
“and in coosidering these remember that
the need for action is great, for the pedes-
trian is indeed ber one probi child
in trafic. Yet most communities are not
making anything like satisfactory progress.
The main reason is neglect, of lhck of
sufficient emphasis on the needs of the man
afoot.”

Six Steps to Get Results

“Here is a six-point basis for getting
desired results in your community.”

1. Get someone assigned lo the job of
becoming your pedestrian expert, The seri-
ousness of the problem warrants this per-
haps scamingly drastic step! In the larger
communities, this should be a full-time as-
signment. at lecast until the situation is
greatly improved. \Where a trafiic engineer
has a staff, a man on that staff might well
be given this job. In communities where
that is impractical, a kcen police officer
might be the best selection. Incidentally,
the police are accustomed ta this idea of
specialization where the problem warrants
it. They have fingerprint experts, ballistics
experts, scientific crime detection laboratory
experts, officers who-become expert in juve-
nile delinquency and its prevention, and
some have hit-and-run case experts.

“But is there enough specialized work to
warrant such an assignment?” asked the
inquiring motorist.

“If you doubt this, let me suggest that
vou study this AAA mannal—pedestrian
protection. Yes, there is plenty to keep
any keen interested person very busy.”

2. Have your pedestrian experi-to-be get
the main local pedestrion facts so that he
and you will know just what your main
problems and nceds are. Obviously, this
is the only sound way to tackle this or any
other problem. And your facts and needs
may differ from those of other communi- .
ties.
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3. Orgunize for o “futal wur” on pedes-
trian  accidents and incouveniences. The
job is pot wholly a traffic enginecring or
police job. Schools must do better their
job of training children. Newspapers, radio
statioas, motion picture theatres, churches,
automobile clubs and other civic agencies,
mass transportation companies, insurance
companies, etc., should do their part in
adult education. The city attorncy should
check 1o see that proper ordinances exist
and preparc amendments and new proposed
regulations as needed, to be enacted by the
lexislative branch,

Steps in the ““Total War”

Organization is v to get all such
agencies informed and united on the need
for action—and then to get each to do his
part of the job, in a coordineted program.

If your community has a Traffic Com-
wission, get it to set up a special pedestrian
committee. Or better, get it to direct each
of its comsmittees to propose a list of im-
portant practical activities which it will
carry out or promote, for pedestrian aid.
1{ there is no Traffic Commissian or similar
organization working steadily on trafhic
improvements, have on organized. Section
five of the printed Model Traffic Admin-
istrative Ordinance will serve as a uscful
guide,

“Organization is niccessary to do any im-
poriant job well. I agree tu that,” said the
motorist, “\Vhat's next?2”

4. Dicide on a igorous, continuing pedes-
Irian program twwhich can and will be carricd
out. It doesn't nced to be expensive. Much
can be done with no special municipal funds,
desirable though they are. Many civi
minded leaders and agencies will contribute
time, materials and services.

The program should keep going the year
“round, with always some worthy activities
getting poublic attention—and with enough
variety, merit and showmanship 10 attract
public interest and cooperation. *

5. Work cuerlostingly for active public
caaperation, far it is essential to success.
Providence, Rhode Island's national record
of 136 days without a traffic fatality—
which means 32,501,384 man-days—rests not
onle on a splinded program bnt also on

superh public interest and active cooperation,

6. Enter and utdice the national pedes-
trian prolection contest for the stimulation
which active participation will provide, and
for the materials and suggestions sent every
threc weeks. Every state and 300 munici-
palities arc cntered in the 1930 contest,
sponsored by the American Automobile As-
sociation. T{ your city has cntered (it can
still cater tf it has not) sec that full use
is made oi the materials and of the cum-
petitive ~pirit which is one of its main
values. .

“That pedestrian contest idea should help.
Yes, those six steps scem practical and I'm
going to pPropose them to the government
and civic leaders in our community,” con-
cluded the motorist “But suppose they
agree—then they'll want some specific ac-
nvitics and some materials to use i their

projects  Where can they get these?”
“From several sources” answeral the
wcretary.

Source of Safety Materials

“Our motor club and the American Auto-
mobile As<ociation have, I believe, the farg-
&5t <election as Three A, aided by grani<
irom the Automotive Saiely Foundation,
has made this a major project for f{our
years now.

“Here i- a kit of sample and guide male-
rizls, and incidemally, every city and siaic
entering the contest not only reccives such
squides, but also receives this pedestrian
pointerz  bulletin cvery three weeks. We
particalarly invite cooperation of citics and
states in a Pedestrian Interview Plan, de-
~ignerd 10 secure pedestrians’ viewpoints and
factors concerning accidents.

“In addition, excellent materials and aids
are available from the National Saifery
Council, the Liberty Mutual Insurance Com-
pany, the Travelers Insurance Co.—in fact.
about every national organization working
in the waffic field can and will help.

~1 only wish, too, that there was time to
tell of some grand work being donc by Cun-
necticut, New York, New Jersey, Massa-
chucerts, Minnesota—to mention only a few
states, and by Rochester, New York, Cleve-
land, Cincionat, Detroit, Minneapolis, Hart-
jord—tn mention only & few cities.”
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MONDAY EVENING SESSION
October 7, 1940

Dinner for City and State Police

Robert C. Dunn, Attorncy-at-Law, To-
ledo, O., presided as Master of Ceremanies
and made a cryptic extemporancons disser-
wation of humorous character.

The “Chairman’s Report” was presented
by Matthew J. Bolger, Inspector of Traffic,
Pahice Department, Newark, N. J.

The “Secretary’s Report” was given by
Professor Joseph L. Lingo, Director, Pub-
lic Safety Institte, Purdue University, La-
fayette, ind. .

The speaker of the cvening then was in-
trodduced, as follows:

The Modern *'Code of Honor”
By WILLIAM J. CAMERON
Director of Public Relations, Ford Motor Company, Dearborn, Mich,

(The following is a summary of notes
taken by a reporter during Mr. Cameron's
address.)

You can’t be immune from safety in the
United States today, said Mr. Cameron
The safety movement is too comprchensive
and too effective in saving human life and
preventing accidents, Safety has become a
madern religion (we al} know the meaning
of a white cane, signal lights, pavement
markings, rules of the road, schoal safety
patrols, cic.).

On the other hand danger has a fascinat-
ing attraction for all of us—we left land to
conquer the sea and then looked to the air.
A corduroy road of frozen bodics paves the
way to the poles.

\We have come 10 realize in industry that
the worker i+ an asset and that his individ-
ual safety is a public responsibility, for the
pubfic pay~ for carclesencss and loss of life:
1he training of new men.

Ve are learning to be excessively saie in-
stead of considering lifc excessively danger-
ous, as we did when the motar age began
to alter our lives

—————

The possibilities of d s are increasing
vet accidents grow fewer because we arc
controlling our problems on the highway
thraugh enforcement, enginecring and edu-
cation.

To correct a false impression: statistics
sax one out of fivc in this country owns a
cuwr—this isn't truc. There may be in ex-
istence enough cars to average one out of
five, but that won't work out any more than
it would be truc to say unc out of five per-
«oms OWDSE 2 €Ap.

We are still amateurs on the road both a<
drivers and as pedestrians—out of 10,000,000
drivers about 2,000,000 can be classified as
trained drivers.

The attitude of the present generation is
safer than among those who lived in the
first part of the motor age. Today the smart
thing is to drive safely.

We carry a code of honor in our minds
when we go out to drive—to protect the
other fellow as well as ourselves.

“Twelve iatalities for every 100 million
veliicle miles traveled.”

TUESDAY MORNING SESSION
October 8. 1940

Group Session for Traffic Court Judges
and Prosecutors

Presiding: Jooce Pruitaar B Guaaay,, Municipal Court, Denver. Colo., Chairman, Com-
mittee of Trafic Court Judges and Prosecutors, Street and Highway Traffic Section,

National Saiety Counaii.
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The meeting was held for the purpose of
discussing such topics as handling juvenile
maffic offenders, what to do with the im-
pecunious violator, and extra-legal penalties.

James A. Geroulis, Assistant Corporation
Counsel, Deparanent of Law, Chicago, sug-
gested that in speed cases involving juveniles
in Chicago, parents are brought to court and
the judge proposes the defendant visit a
specified hospital and donate §5 (or some
other amount set by the judge) to patients
in the hospital. After this is done, the de-
fendant re-appears in court and the judge
discharges him. Mr. Geroulis pointed oul
that the Chicago Municipal Court id
speeding 2 social and not a criminal prob—
Jem.

Chietf Justice Harry H. Porier of the
FEvanston Municipal Court disagreed with
this point, saving speeding and drunken
driving were legally c¢riminal cases and
should be considercd as such.

QOne of the judges present stated that one-
third of all traffic cases in his city involve
juveniles.

Judge Harper Harb, Mumicipal Court,
Little Rock, stated his court allows juve-
niles to deposit licenses on minor violations
for from 30 to 60 days. Judge Harb said
he once sentenced a school boy offender to
do chores on his father's farm for 30 days.
In another case, he sentenced a minister to
attend a violatos's school.

Judge Gilliam, in talking about extra-legal
penalties, said that Denver drunken drivers
formerly were sent to jail for weck ends
rather than for 30 successive days when such
imprisonment might mcan the loss of in-
come. He said this idea was a failure be-
cause many of the offenders would not ap-
pear voluntarily for week end imprisonment,
and when found by the police were often
intoxicated.

Regarding the inpecunious violator, Judge
Gilliam said the Dm\cr Municipal Court
i es when the de-
ferddant canmot pay bot will work it out on
some municipal job, such as labormz on
park proands.

TUESDAY MORNING SESSION
October 8, 1940

Group Session for City and State Police

Presiding. Matrnew J. Butcer, Inspector of Police, Traffic Division, Newark, N. J.. and
Chairman, Committee on City and State Police, Strect and Highway Traffic ‘Section.

National! Safery Council.

What's New in Traffic Law Enforcement?
By A.R. FORSTER

Director of Training, Northwestern University Traffic Institute, Evanston, 111,

The fundamentals of a good traffic law
enjorcement program remain today essen-

taw  enforc t, Te-ex proved
basic concepts and studying their recent ex-
i i and devcl It is. however,

tially the same as they have been defined in

recent years. It cannot be said there is
much that is new in the scnsc of radical
innovations in policy or techniques. What-
cver may be classed as new relates primarily
to improvement in the quality of recom-
mended practices and in their i
application, with good results by depart-
ments throughout the country.

To answer the question it is necessary to
analyze the fundamentals of good traffic

imperative that we at all times keep in
mind the fundamentzls of good enforcement
if sound programs arc to be developed and
pursued. There is a real danger, in this as
in other fields, of our becoming so concerned
with minor refinements and novel ideas that
we lose sight of fundamentals and permit
our activities to become unbalanced and to
develop major inherent weaknesses. This
examimation of the fundamentals of en-
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forcement logically divides itsclf into two
phases: (1) standards of quality; (2) en-
forcement facilities.

The first important quality standard is
that there must be an adequate amount of
enforcement.  Studies bave conclusively es-
tablished the definite inverse ratio between
the amount of cnforcement and the fre-
quency of accidents. The need for keeping
enforcement up was recognized years ago
when the “enforcement index” was first
developed. The deterrent cffect of a given
amount of enforcement, or enforcement
index, is proportiomal to the nature of the
accident cxperience in a given locality and
the character of the driver group under
supervision. These elements being variables,
it is obvious that what constitutes adequate
enforoement will be a variable from place
to place It is, therefore, important that
each police agency not only bear in mind
tite importance of having an adegnate
amount of cnforcement, but that jt define as
accusately as possible what constitutes ade-
quacy under its particular conditions and
seck to hold consistently to that level

In addition, proper enforcement policies
must be developed and pursued. Enforcement
is not always applicd in strict conformity
with the letter of the law. Legislation is
oncn nwdnﬁcd by the pohc:cs guiding cn-
for ion. Devel of en-
forcement polmcs is justified whenever they
make possible a better quality of enforce-
ment. Polies are sound only when they
assure a kind oi enforcement which assurcs
proper balance between the needs for rea-
sonableness and for effectiveness, and when
they are uniformly observed by all officers
insofar as practicable. These conditions are
best ract when general control of policy for-
martion is vested in the administration
rather than being left entirely to individual
officers.

Selective Enforcement

The third quality standard is that en-
forcement should be highly selective. Onc of
the major weaknesses of cnforcement pro-
grams in many jurisdictions is failure to
direct cffort to various times, places and
violations in proportion to their importance
in the accident problem. Obtaining se)ccuvuy
in enforcement is wnot only essential but is
also the most logical first step improve-
ment. It is generally within the power of

the police themselves, regardless of ob-
stacles to improvement of some clements of
the enforcement program, to apply it selec-
tively. Proper use of available personnel is,
morcover, a requisite to the making of re-
quests jor additional cnforcement facilitics.

Newest developments in selective en-
fon:emcnt include its more widespread use,
T of pl techniq and de-
velopment of more thorough mcthod.- for
checking the degree of sclectivity actually
achieved. Many so-called selective enforce-
ment plans havc not achivved the desired
results because of unsound planning. As-
signments must be based upon study of
accident records which give a reliable in-
dication of how cnforcement may be most
effectively directed. More widespread recent
recognition of the fact that sclective assign-
ment planning does not necessarily constitute
selective enforcemenmt has led to the de-
velopment of performance records whereby
woark can be checked to determine the actual
degree of selectivity, This is a vitally neces-
sary followup technique.

Next is the necd for “post accident” en-
forcemont, or the direction of attention to
violators involved in accidents. This has
been widely neglected in the past, but there
are dear evidences of its increasing appli-
cation. The development of improved acci-
dent investigation by police and emphasis
on the fact thz(, in most cases, thorough in-
\tsugauon gws the officer a lcgal basis for

(cven though he did not
witness !hc violation) are hclpmx to extend
cn forcement along this line.

Finally, in the list of standards, is the
need for an adeqaately high conviction rate
and for penalties appropriate to offenses.
There is growing recoguition today of the
fact that enforcement in terms of arrests
alone is almost meaningless. Eniorcement
is real detervent on potential violators only
when to the probability of apprehension
there is added the probability of comviction
and punishment. This is primarily a court
responsibility, but there are many things
the police can and must do. Among these
arc making proper arrests, improved case
preparation, improved cotrt room demeanor
and methods of testifying, increased use of
scientific aids to enforcement, such as chem-
ical intoxication tests and formulae for de-
termination of speed from skid marks, the
avoidance of “fixing” and attempting to
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“sell” prosecutors and judges on the de-
sirability of good enforcement.

Police nced to recognize two important
facts: (1) effective court work is dependent
upon the quality of police work as well as
prosccution and judicial work; (2) the police
cannol reasonably criticize the court or seek
better cooperation unless their own enforce-
ment work is above reasonable criticism.

Facilitics for Enforcement

The attainment of these objectives de-
pends upon scveral important clements of
what may be called the facilities for en-
jorcement. Failure to meet standards may
generally be traced to some weakness
hercin.

First is the nature oi police organization
for conducting the traffic program. The de-
sirability of specialization has been clearly
demonstrated and many wmunicipal police
departments have created special traffic di-
visions. There is, however, need for refine-
ment in the internal organization of most
trafic divisions. There s also need for
recognition of the fact that creating a spe-
cial traffic unit does not mean that all other
units of the department are relieved of
traffic law enforcement.

State departments, with their limited per-
sonnel, caunot specialize in the same manner
as cities. However, an encouraging recent
trend in rural enforcement is the tendency
of state departments to speciatize at least
in principle by providing special headquar-
ters units for planning and supervision of
traffic activities and by devoting a greater
portion of personnel to traffic enforcement.

More attention is also being given, as it
should he. to undesirable practices which,
to a great extent, qualify the potential ad-
vantages of specialization. Among these,
are failure to ploy sclective i s
and the drains upon patrol strength for
special details. The former has already been
mentioned. Special details should be handled
only when the public interest is served, and
motorized traffic patrol officers should not
be assigned to them unless absolutely meces-
sary.

Administration

There is a growing realization of the
critical importance of adsministration to the
success af an enforcement program. The

needs in this respect arc gradually being
fulfilled, but still demand considerable at-
tention. They include the appointment of
well-qualified commanding officers to traffic
administration posts. Such assignments must
include the dclegation of authority com-
mensurate with responsibility and the de-
velopment of better programs of adninis-
trative activity.

The next clement is personnel training.
Onc of the most generally encouraging
signs in the police field recently has been
the growth of interest and activiry in per-
sonnel training. Unfortunately, much train-
ing activity has not been of sufficient quality
to make it effective. Better planned courses
and 2 higher quality of instruction can do
much to increase both the desire and ability
of police personnel to do a good job.

Adequate equipment, particularly motor
vehicles used in trafiic patro) work, is essen-
tial. Most commonly observed weaknesses
are poor maintenance of motor vehicles, an
inadequate number af patrol vehicles and
failure to provide types of equipment well
adapted to operating conditions.

Certain advances are being made with re-
spect to equipment. One of thesc is the
growing practice of using motorized officers
for parking supervision. Another instance is
e increasing use of scientific investiga-
tional equipment, including chemical in-
toxication test devices and photographic
cquipment, .

The final clement is the type of tactics
employed, Dcspite the importance 1o an
effective enforcement program of the mcth-
ods cmployed in its exccution, there is still
much non-uniformity and a widespread use
of inefficient methods. .

Practice and opinion vary so widely on
many tactical questions thar it is difficult
10 ize the si briefly, par-
ticularly with respect to such isspes as the
relative merits of one or two-man patrols,
the desirability of open view patrolling as
opposed to semi-concealment mcthods, or
the conspicuousness of traffic patrol cars.
However, there is evidence of growing ef-
forts to dctermine factually the desirahle
practices to follow.

Two new developments in the field of
cnforcement tactics, are outstanding in re-
cent refinement and more widespread use.
These are the cmployment of devices to
check speed over measured distances and the
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use of the “traffic sampling” technique.
Some cities have found these speed check-
ing methods safer and more effective than
the more commonly employed method of
pursuing and pacing speeding cars, although
there is still some question as to the extent
to which it should be employed The sam-
pling technique has, in various forms, often
proved cffective in detecting violations
which freq iy pass iced and in
creating a greater deterrent effect, partic-

ufarly on such violations as drunken driving
and operating defective vehicles. The most
outstanding recent development in sampling
techniques has been increasing popularity
of the “blockade” methed Experience has
shown, however, that this must be applied.
it at all, with considerable discretion. It
must avoid the aspect of a drive. must be
as selective as possible, should not occasion
undue inconvenience and should not inter-
fere with the maintenance of regular cn-
forcement work.

Statewide Coordination of Traffic Enforcement Activities
By P. T. BEVERFORDEN
Sergeant of Safety and Education, Indiana State Police, Indianapolis, Ind.

Present day traffic, being of mwore than
purely local interest, has produced a great
number of problems which are compara-
tively new in our work. These are problems
which requnire and involve thr active co-
ordinatiom of all policing agendies. Having
heen in active police work for over 10 years,
I have wer a great deal of the petty jeal-
ousies and scrambles for credit that have
existed between our various federal. state
and local police departments in regard to
criminal activities In some instances we
are beginning 1o sce the same thing in traf-
fic work. One of the major responsibilities
of every organization interested in traffic
enforcement today is 10 realize thay per-
sonalities, <goisms and getting the credit
have ne place in their program. Going even
rarther, they must use every possible means
to combat these very practical enemics of
cooperation that are steadily undermining
the efficiency of modern traffic control. Too
many cxcellent traffic programs have failed
completely because some superior officer
took ncwspaper credit for an outstanding
piece of work done by the man on the beat.

To me, the coordination of traffic en-
forcemeént activities involves more than just
an understanding of uniferm procedures
henveen police agencies. Coordination is es-
sential to cach agency. We have all seen
the police department when the detectives
refuse to do traffic work and where the
traffic officers pass up criminal work The
training program that produces such condi-
tions is bound to fail. The coordination of
which T speak involves a definite under-
standing between every officer in all depart-

ments as to his own powers and duties and
how they fit in harmoniously with others.

In Indiana the facilitics and pereonnel of
the state universities, the Automobile Pro-
tective and Tniormation Burean. the Stare
Police Chiefs Association and the Stare
Municipal League have been used in coop-
cration with the State Police in a complete
<crvice and training program for all palice
agencics dealing with traffic problems.

Qur <crvice and training program orig-
inated in 1937 when the Public Saicty Insti-
tute of Purdue University, the State Police
and the Automobile Protective and In-
tormation Bureau began offering assistance
to any city or county palice department in
inzralling <cientific accident prevention bu-
rcaus and conducting in-service training.
Staff members from cach of these organ-
izations< were assigned to work directly with
all police agencies in the staie at no cost
whatever to the agency requesting the serv-
ices. At the very start, the cooperation of
the Indiana Police Chiefs Association, the
Indiana Traffic Safety Council and the Tn-
diana Municipal League was sought and ob-
tained. The support of these groups has
largely accounted for the .success of the
program,

Accomplishments

Since 1937, the following work has heen
completed by the cooperating groups:

1. Complele police department surveys,
including recommendations for improve-
ment were completed in 12 cities of more
than 135.000 population.
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2. Re-organizational programs including
the installation of accident prevention bu-
reaus, personnel and record systems, accident
reporting syslems, “no-fix” ticket systems,
warning ticket svstems and gencral pro-
cedures for delermining a selective enforce-
ment police were completed in six citics of
more than 23,000 population.

3. In-service training programs for the
police personnel were completed in seven
cities of more than 25,000 population.

4 A one week intensive basic course for
traffic officers from cities under 25,000 popu-
lation is conducted cach year at Purdue
University at no cost to the attending off-
cers.

3. Direct in-service assistance is rendered
to all officers who attend the Purduc school
in sctting up report and record systems,
ricket systems and general enforcement ac-
tivities in their own departments.

6. Special re-training courses and follow-
up assistance is given in each of the cities
where services have been rendered. Staff
members spend at least two days each month
in follow-up work in cach city for the first
year,

7. Short conierences and assistance to
police officials in 21 citics on general traffic
enforcement problems.

8. In-service assistance to cight cities in
conducting traffic studies and surveys in
conjunction with the other enforcement ac-
tivities.

Qur purpose in conducting this type of
service and training program in Indiana is
to bring about greater coordination of en-
forcement activities and methods #nd to
assist in the development of well organized
and fully trained police departments. Each
phase of the program is designed to assist
the department in doing the 1ype of en-
forcement job that will result in reduced
loss of life and property.

Exarmples of Results

Muncie, a city of 50,000, experienced 13
traffic deaths during 1939, nine of these
during the first seven months of that year.
Following the instzallation and training pro-
gram, Muncic went through the first seven
months of 1940 without a single traffic
death and is one of the leaders in the Na-
tional Traffic Safety Contest.

Anderson, an ndustaal city of 43,000, ¢x-
perienced cight deathless months following
their installation and training program in
1939, During the preceding year of 1938,
Aunderson kad eight traffic deaths.

These are, of course, some of the cities
where the best results have been obtained,
bLut every city in which our group has
worked has shown a definite reduction in
deaths over the average of the preceding
three years' record. .

We fecl that we have a practical prugram
i {ndiana for the training and assistance of
all policc groups. The responsibility for the
teaching and research is centered in the
state (Purdue) university where it rightfully
belongs. The services are available a: no
cost and at all times. Staff mcmbers who
direct the program have all done actual po-
lice work. For those oi you who might be
interested in conducting any phase of 1his
type of activity Ict me offer a few sugges-
tions in the form of cautions which I feel
may save you a number of headaches. These
don’ts we have learned through the school
of mistakes and experience

1. Don't attempt to force yourseti or your
program either directly or indirectly on any
police official or group. Too many training
and service programs have been “:old” to
police officials by over-zezlous ¢itizen groups
only to fail because they were not sincere.

2. Don't feel that by selling the Chiei of
Police or Mayor of a city that your job is
completed. Many service programs have col-
lapsed because the officer on the strect whe
must do the actual job is not completely
sold on your program,

3. Don't play favorites in choosing per-
sonnel for trafic duty. Merit only should
count. \Vhen antagonism is aroused be-
tween the men in another division toward
those in traffic the program cannot succeed.

4. Don’t neglect the offices on the beat in
your training program. Too much special-
ization can ruin any department. Every po-
lice officer can and must be a part of the
traffic enforcement program. We 1try to
fully train every officer in cities under 75,-
000 population. Even in larger cities cvery
officer should receive at least a short train-
ing period.

5. Don't crilicize presemt methods too
strongly. No police officer likes to be told
that his way is not thc best way of doing a
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certain job. Ofier a factual and balanced
program with proof of results and criticism
wilf not be needed.

What Is Included?

First, just what is included in a typical
in-service training and assistance program?
The first step necessary. of course, 5 @ sin-
cere desire for it, on the part of the city. In
answering the question further let me re-
view briefly a typical installation under our
snwn general plan of procedure

Early in 1939 the Institute received z re-
quest irom the Mayor and Chief of Police
ut Gary, to assist them in the re-organiza-
tion and 1raining of their police traffic di-
vision. The first step was making a com-
plete survey of the police department. Upen
completion of the survey a list of 48 defi-
nite recommendations were submitted to the
Chiei of Police and other cty officials.
These included recommendations on equip-
ment, records, sclection and training of per-
sounel and on organization and sclective
enforcentet procedures. The report was ac-
cepted and the program was started. More
than 10 weeks were spent by our group
working directly with the Gary Department
at no cost to the city. Sclective cxamina-
tions were given and the traffic personnel
was increased from 18 men to 36 men by a
re-shiiting of divisions. No additional offi-
cers were hired Two weeks of instruction
were given to the men selected for traffic
and a permanent training program was ar-
ranged. Courses taught in the school in-
cluded accident investigation, first aid, re-
ports and vecords, law of evidence, driver
psychulogy, selective enforcement, court
procedure, photography, field work, hit and
run investigation and others. The old offices
of the trafhc division were re-vamped and
the necessary report and record systems in-
stalled. On May .13, the five trained acci-
dent investigation squads and 13 trained
motoreycle officers began operating.

In each city members of our group assist
the police department in other phases of the
balanced program. A day by day series of
publicity releases on the enforcement activ-
ities of the police department are given to
the local papers. Speeches explaining the
puspos<e of the police program are made be-
fore local citizen groups and service clubs,
To two cities our group actively assisted in
the organization of a safety council to sup-

port the work of the police department. In
general, we try 10 assist in any and all ac-
tivities that will obtain the needed support
for the police cfiorty in a well-balanced pro-
gram. Much of the follow-up work done by
our group consists of activities to gain thiz
uppurct.

Recommendations

In summanzing, let mc enumerate the
specific services we offer to police groups in
Indiana at the present time through ou-
conperative program:

. In-service training and assistance, in-
cluding police department surveys for cities
of more than 15,000.

2, Advanced training courses in city -
fice dcpartients where basie in-service
schoal: have been conducted.

3. Basic aml advanced training courses
Purdue University for police officers and
administrators from cities under 15,000,

4. Regional training courses in various
parts of the state for police officers in the
regional arca. Classes are held one after-
noom cach week for 10 weeks.

5. Special short courses for police recruits
to be held at Purduc and in the furger
cities.

6. Direct in-service assistance tu palice
departments and city officials on  public
safety problewms,

7. Devclopment and promotion of uni-

form sitandards for recruiting police offi-
cers, personnel ratings and general enforce-
ment activaties,
. 8 In-service assistance to palice officials
in seiting wp administrative, or ization
and trzining programs, personne} and record
systems,

9. Development and promotion of legisla~
tion designed to benefit the individual police
officer and the police profession.

10. Studies and research on police prob-
lems with the university acting as a clear-
ing house for information of value to all
police departments,

We have been more than pleased with the
d.t:mands for services which have come in
irom police agencies in all parts of Indiana.
With only one stafi member assigned on
full time from each of the cooperating
agencies and with the present (facilitics
available through the Public Safety Institute
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of Purduc, our present program must, of
necessity, be somewhat limited. The serv-
jces which 1 have mentioned are, at present
available only to police agencies in the state
and the program is financed entirely by the
canperalng groups.,

We feel that the combination of the
teaching and research facilities of the uni-
versity with the practical and valuable ex-
pericnce of police officers has proven its
cffectiveness as a worthwhile activity,

Idea Exchange
Conducted by CAPT. JOHN M. GLEASON
Traffic Division, Police Department, Greenwich, Conn.

The group agreed that it is vitally neces-
sary to scll the men in the Department on
the safety program before attempting to scli
it to the public. Tt was brought out t.h§t
sending men to traffic schools builds up the{r
interest. The issuance of a house organ is
also an cffective means of maintaining in-
terest

One newspaper, feature asticle suggested
was “Around the clock in traffic safety”
which depicted the palice at school €ross-
ings, a motorcycle man apprehending a
speeder, an accident squad investigating an
accident and attending the injured parties
and a maintcnance crew working on trafiic
lizhts and signs.

Daytnn, Ohio, has open safety meetings
conducted by police for fleet operators.

Lynn, Mass, held a three-day pedestrian
clinic. Eyes were tested and reaction times
chiecked. This proved to be very popular, it
was reported.

Toledo, Ohio, has fumished maps to
schaol children showing the safest route to
school. Some 38,000 maps werc distributed.

San Auntonio has conducted a “man on
the street” broadcast in which courtcous and
safc drivers were interviewed. Substantial
prizes were given, such as a yaar's supply
of gasoline and a complete set of tives. The
programs were broadcast twice 2 week.

Open house programs at police head-
quarters for civic groups proved to be popu-
lar. The accident prevention activities oi
the department are emphasized at these open
houses.

TUESDAY MORNIXNG SESSION
Qcuober 8, 1940

Group Session for Public Education and
Safety Organization

. . . A -cociats Chair-
Presiding: Cary J. RUTLAND, President, Texas Safety A=sociation, !r_u:_, Dallas, and ha:_
n;xan. Committee on Public Education and Community Organization, Street and High-

way Traffic Section. National Safety Council.

The Community Safety Council
By GEORGE M. BURNS
Director, Kansas City Safety Council, Kansas City, Mo.

\Whenever we attempt to discuss com-
munity safety councils from a national view-

varies extremely in the different dties. Some
of them are financed by and are a part of
the chamber of ¢ ce, some are oper-

point, we must realize that the or 0
and financial set-up of thesc safety councils

ated with funds from community chests, au-
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tomobile ciubs, and in many other ways.
This being the case, I will stick closely
to the Kansas City plan,

Back in 1921, when there were ouly 35,000
motor vehicles registered in Kansas City it
was discovered fram the meager records
that 71 persons had lost their lives as a re-
sult of wmotor car accidents. This was an
alarming situation. It was decided that 2
community saiety council should be organ-
ized in Kansas City. Not only was the Safety
Council organized to study the local problem,
as it pertains to traffic safety, but, rather to
stimulate intercst in sajety in all its varied
forms. It was the liope of this group of busi-
ncss men that the efforts of the saiety coun-
cil might check the ratc at which accidents
were increasing each vear. The Safety
Council is not a branch of the city govern-
ment or the police department, but, rather,
is compo~cd of representatives of business
firms and individuzls who not only furnish
the necessary finances but also supply the

bership for i As an out-
growth oi this early organization, we now
have a community <aicty council with a
memberzhip of over 300 firm> and inds-
viduals.

The working urganization consists of an
execulive committee whase principal func-
tion has to do with the budgeting and ap-
proving of the financial expenditures and a
Board of Governors comprised of approxi-
matcly 73 representative business men and
public officials who detenmine the policies of
the organization.

Since the Kansas City Safety Council was
first organized, it has opcrate! a- a «rictiy
non-political, profiting or izati for
the prevention of accidents in the home, on
the strects and in the industrics. The work
of the safety council is handted through its
various commitiee with their recummenda-
tions being submitted to the Board of Gov-
crnors before any attempt is made to pur
them in operation. The basis upon which
these commitices proceed with their prob-
lems is primarily that the <olution hes m
the application of engincering, education and
enforcement. The Safety Council is eper-
ated on the basis of the exchange of ideas
with the hope that as a result of keeping
the public informed throuzh the press, radio
and other advertising medm. we may be
able to obtain a continued stroag public up-
port.

Top Men Needed

Since the community safety council works
for the weliare and safety of all the citi:
zens, we must have only the most infuential
citizens of the community as officers and
personnel on the governing board. Top men
must frst be sold on the need for safety be-
fore any great results can be obtained, sec-
ond, the names of these men lend prestige
to the organization and cause Mr. Avcrage
Citizen 10 icel that if John Jones, the presti-
dent of one of the most respected banks of
the community, is affiliated with the sajety
cauncil it really must be a worthwhile proj-
ect and merits fus support and cooperation.
These people are also of very material as-
sistance when there is need for new or
special bei<lation.

Tu the end that accomplishments may re-
sult, the <afety council should always act
as a courdinator for all interested agencics
in the preanotion of community safety. The
reassn for this is very evident when we con-
suler that ii the police department, the city
adntinistration. the schools and other inter-
e~ted axencics conducted their own program
there would be a2 great deal of duplication
oi cifort and many things attempted which
would be dinectly the opposite of bue an-
uther. With such admimstration of a saiety
program. 1t 15 veadily seen that the all-i
portant general public would become von-
fuwed and the program would bog dows
with no tangible results being achieved.

A~ yen kaow, the public must be informad
of the necessity for new legislation or en-
furcement and favor it before it can cver
hope to be ~ucvessinl. Many of our best
programs for traffic safety have met defeat
bevause the people were not informed abaut
what eould be accumplished. Since the com-
munity ~afety council is an unofficial organ-
izativn, it 1~ the group which can best take
to the public, the problems of traffic safely
and the proposcd plans for the corrective
measures nceded 10 solve these problems.
The reason jor this is apparent when we
consider 1hat should the proposal cume from
the Mayur, for instance, the members of the
opposite  political parry immediately form
the opinion that he is merely building cam.
paign material, With this type of reaction,
to the program, it is easily seen that after
2 few manbers of the city council hear comn-
plaints of this nature, they are likely to ar-
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tempt to curry favor of the general public m
their desire for re-clection and pass ordi-
nances which would totally block the traffic
safety program.

Reaching the Public

Xow, how docs the community safety
council reach the people to prepare them for
new methads of traffic control? We use
every known form of publicity to accomplish
this sometimes colossal task. We supply
speakers for radio broadcasts, luncheon
clubs, parent-tcacher groups, churches a{xd
many other civic groups. 'I:he.commumty
safety council prepares and dxstnl_)utc.s thou-
sands of copies of material telling of the
problem and calling for the support of the
general public in the undcrtakmg" to save
lives in the city. All of these things h_avc
2 tendency to stimulate a desire for just
the things which are needed.

To reduce the pitiful slaughter of our
children, the safety council began organizing
juniar safety councils in the schools. These
proved 1o be very popular and very effec-
tive. Now the safety council sponsors a:nd
jurnishes all ueeded supplics to 103 junior
safety councils in the public and parochial

schools. In 1937, Kansas City won national
acclaim for completing 430 days without
death to a child under 15 by a motor car
and we were able to go more than two
years without death to a child of elementary
school age.

At the present time, becanse of the splen-
did work of our junior gatrols, no clemen-
tary school child has been kiited by a motor
car while going to and from school for a
period in excess of five years. We feel
that the activities of this group play;d o
small part in making possible the wimming
of the Grand Award m the National Traf-
fic Safety Contest last year. One ogwr ac-
tivity of the ¢ ity sa.fety which
plays a very definite part _lhe h-aﬁic‘gfzty
program is the work that is done with the
fleets in the promotion of safety. .

In Kansas City, we conduct a contest with
69 fleets aperating some 2,000 vehicles.

The results of the work of the community
safety council are intangible; we cannot say
that we have saved a certain life or that
we have prevented a specific accident. How
far our work extends, no one can tell, be-
cause we measure results by accidents that
might have happened, bat did not.

The Traffic Safety Commission
By RALPH W. ROBINSON
National Safety Council, Ine., Chicago

The Traffic Safety Commission is a body
created by ordinance, composed of respon~
sible public officials and a number of civic
and busincss representatives. Its_opcraung
expenses are provided for in the city budget.
It has a full-time director with an adequate
staff. Its budget provides funds for educa-
tional and other safcty activities.

The functions are to coordinate and stim-
ulate the activitics of the offictal agencies
concerned with the traffic safety problem
and the private agencies which an be 9f
scrvice. The Safety Commission is 2 special
educational institution. ]

The Commission is designed to provide
leadership for the traffic safety movement
and to marshall all the available fo.rces
within the community in a well orga_mxcd.
systematic attack against traffic .acc:dcntg.
1t has no ahsolute, dircct authority, but it

has in its membership, on its working com-
mittees, or otherwise associated with it
those public officials who do exercise all of
the authority of the city government relating
to strect traffic safety.

Its functions are primarily advisory and
educational. The power the commission can
wield is the power of organized and special-
jzed knowledge, and of cooperative effort

In my opinion it would be impossible,
under the American conception of govern-
ment, to give to any one official agency ab-
solute authority over all governmental t:unc-
tions concerned with the traffic accident
problem. Some of those functions arc: legis-
lation, police, prosecution, courts, street de-
sign, construction and maintenance, street
lighting, control of public utilities using _thc
streets, fire prevention, traffic engineering
planning, city planning, erection and main-
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temance of traffic control devices, budgeting
and taxation, and public schools.

When you consider all these Jfunctions
which bave some direct bearing upon traffic
safety, and which operate mare or less in-
dependently, controlled mostly hy the city
charter and a mass of ordinances, it becames
quite apparent that some mcans must be de-
vised to coordinate their traffic activities, if
the city is to gain real control of traffic
accidents,

Some means must be devised 10 oducate

the responsible public officials in the modern ™

techniques of traffic accident prevention, and
to stimulate the adoption and application of
improved practices.

The safety commission is designed to bring
about a mecting of minds through frequent
contact, and through factual studies includ-
ing studics of the activitics of the several
departments bearing upon traffic control and
saiety, These studies measure the results be-
ing obtained. Camparisons are made between
the practices being carried on by the city,
and the methods of accident prevention
which have proved especially effective in
other cities, 10 determine the feasibility of
adopting better methods.

The processes are scientific. That means
patient investigation, the gathering of per-
tinent factual data, and the interpretation
af such facts in terms of improved depart-
mental action. Promulgation to the public
of interesting factual material and of the
highlights of plans being developed or ap-
plied for the protection of the public is an
important part of the Commission’s work.
That is jal as a of building
public support for the application of sound
accident prevention measures.

Studies of this nature, and especially ma-
tured plans for betterment, or action under
way, fumish a splendid basis for public
safety education. Education founded upon
such matters can be made interesting and
vital. In my opinion that kind of education
commands far keener attention than safety
education based upon platitudes, gencral
statistics, and personal opinions,

A Traffic Safety Commission of the kind
just described has been established this year
in Portland, Ore, a city of 310,000 popula-
tion. Tt is in successful operation, and is now
conducting its actwities along the lines I
have de<cribed.

Organization of the State Safety Council for Traffic Safety
By HAROLD L. MUELLER

President, Oklahoma State Safety Council Associate Editor, The Daily Oklahoman
and Oklahoma City Times, Oklahoma City, Okla.

1 cannot undersiand a campaign that ton
oiten appears waged on the theory that the
way to vanguish the cnemy is to whip him
on the head with a pamphlet or a mbulation.

Inexpericnce may be the explamation of
my impatience with slow progress of the ai-
tack. Possibly gains cannot be made rap-
idlv. T don't know,

Qut of a short experience 1 have arrived
at a few canclusions.

A state safety council or a statewide or-
ganization of some kind is essential to the
conduct of a militant safety program in any
state.

I believe this because I have become con-
vinced that the reduction of traffic accidents
like the preservation of liberty requires con-
stant hammering.

A state council is the hammer,

\Vhen ! first hecamie acquainted with the
existence of a state safety council in our
state T was not convinced it wac an essential
element in success of a state program.

1 could not scc, for instance. why a state
saiety program could not be conducted ef-
fectively by our state department of public
<afety

There is a safety program in Okla-
homa because there is o state safety council
and whenever, or if, the state council goes
dead, the program wilt collapse. 'We have a
safety department and a highway patrol in
our state because a safety council got the
department created and the patrol estab-
lished. We have an official attitude favor-
able to safety activities because of the un-
tiring efforts of a safety council.

I can say this because the credit for these

accomplishments goes to others; not to me.
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The important work and the heavy work
wa~ donc while T stifl was casing across
aoplines. As 1 have learned, by degrees,
haw saicty councils are formed and how
they operate 1 have become converted to
their u«fulness,

1 do not now believe a safety prograin can
he carried on aggressively in any state if
the responsibility for the success of the pro-
mram reits principally upon one group of
individuals or one class of individuals. T
do not think a program can accomplish
maximum resnlts i€ it is, for instance, en-
trusted solely to officials or political hands.
A safety organization composed of all the
sheriffs of a statc, even though each wax
<inrere. could not get a statewide safety job
done.

1 do not think a safety group composed
entirely of newspaper editors could direct a
completely successful program; nor a coun-
cil composed wholly of safcty experts and
enmineers: nor a council composed only af
representatives of insurance companics; nor
a council composed of a committec for the
membership of the state legislature; nor a
council composed of automobile mechanics,
ar highway builders or paving contractors,
or Main street merchants, or ministers or
mayors.

Representatives irom cach of these fields
must be included. to the extent it is prac-
tical to do <o, in the muanbership of the
hoard of directors or the executive commit-
tee of the state organization.

The policy-making group of the statc
council should include as great a variety of
viewpoints as possible.

Otherwise the program will be lop-sided,
the abjectives will be selected unwisely, the
program will be narrow-—rather than broad
—and the cooperation of agencies vital to
success will be Jukewarm or absent.

The state safety council must have the
genuine, honest and cnergetic’ support of
every public and private agency and group
that can strengthen the attack on loss of
fife, injure 10 human bodies and damage to
property. 1t cannot afford 10 overlook any:
it must have them all.

It must he so constituted that it not only
can rationalize divergent viewpoints and
harmonize antagonistic interests  but 3t
should have among its membership the men
and women who arc the representatives—

the spok if possible—of diverse

groups that may not be in agreement on
anvthing but the belief that an impravement
in traffic safety is important.

The siate council should be big enough
and strong enough that, collectively, it is
more poweriul than any of its elements. It
must be representative enough that it can
apply pressure (o accomplish  desirable,
hencficial ends and to block undesirable or
selfish or crackpot proposals.

Once organized and operating, 3 state
safety council should not forget its primary
function.

Its Primary Function

My idea is that a state council’s primary
function is to provide leadership and direc-
tion for a statewide program and 1o har-
mounize and coordinate the activities of all of
the many agencies that are imerested o, and
can .be interested in, traffic safety.

In performing this function it is mo<1 im-
portant to establish a2 broad program in
which the public and official viewpoints arc
properly balanced. And their acrivities and
participation thoughtfully coordinated.

\When official activity leads, the safety
ory@nization must scc that public interest i<
maintained in proportion. When official iu-
terest and activity lag, the state organiza-
tion must persuade officials it is the publics
desive to have greater interest and activity.

When both official and public interest lag,
the statc organization must gemesate public
interest and stimulate official interest.

In balancing 2 program and coordinating
the various activities, I know oi no betier
zeneral guide than the three F's of trafiic
safety: Education, enforcement and en-
gincering,

Every phasc of traffic safety activity falls
into one of these classifications. T can think
of wo ather classification to add to these
three. T do not think any one of the threc
can be neglected.

It is up to each state saiety council to
study the over-all traffic picture in its state
and to decide which of the three E's should
have the greater stress—the greater empha-
sis.

¥{ my obscrvation is correct the amphasis
now being applied is not cqual on ecach of
the three clements of the problem.
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The cmphasis scems applied in the fol-
wing order: Education, enforcement, en-
sineering.

I do not believe this order of emphasis is
getting maximum results. At feast, not maxi-
muro immediate resualts,

_ The order should be revised to put en-
forcement first, engineering second and edu-
cation third.

I say thix because I believe ! perceive
hoth bull-headed resistance and scoruful in-
difference to the present style of traffic
safety education,

Pcople want to know who's telling them
how they should drive their automobile.
They bought it, didn’t they? And they have
a right to drive it. haven't they? They drive
as safely as they think necessary.

What are the stories in the newspapers
that have a deterrent effect on reckless,
carcless and illegal driving? 1 believe they
are the stories of two kinds: Those that re-
port strict enforcement; and those that re-
late the sordid details of bloody accidents.

T hate to think we have to kill somcbody
in gruesome fashion every day or so and
spread the story across the pages of our
newspapers 1o =care readers into  decent
driving.

There is a weakness, too. in the horror
type of accident story. From the standpoint
oi education  Though it may cause the
reader {o pause and think he is likely to
shrug his <houlders and @y, “That will
never happen to me,”™
"l:h: accounts of «rict enforcement—
vigilant patrols, many arrests {or violations,
couragenus prosecutions and certainty of
runishment—rewicter effectively on every in-
dividual. . )

I don't fee! that increase! traffic on the
tighways thic year and the ekement of jitter<

I

caused among drivers by concern over the
war are a sufficient explanation for the in-
crease in motor vehicle wrecks. I think re-
laxed eniorcement, which the public seems
1o preier—although it expresses itself
otherwize when questioned—accounts consid-
erably for the rise in the accident line an the
184) chart.

Where greatest responsibilits rests and
where largest results can be obtained with a
given amount of effort are controversial
questions which each safety council must
study earnestly.

Decision of the majority then shonld
guide the council’s activities. There is a
tendency to go off on tangents and make
problems seem harder than they arc. After
?ll. there are only three elements embwaced
in traffic: The driver, the car, and the road-
way upon which the driver operates his car.

The car is further advanced than the

ather two. Roadways need to hetter en-
ginecred. Bux if every new mile built in
the United States is engineered perfectly
from the standpoint of safety there still will
be hundreds of thousands of milcs of obso-
lete and hazardous slab. We can’t remake
our highway system overnight. It would
take hundreds of millions of dollars of
money we havent got. We have 1o replace
poorly-engineered roads with modern roads
a: we can afford to do so.
_ We hawe kit oaly the driver @ work on
for immediate rewsite  Appeals don’t wcerm
10 cegister very «rvexiy on Rwm It loke
tike he ha< made diffened enforvement i
perative.

Safety oruncile muwt <pport the Jfcers
who are faced with thie anpleaant adk
And they mo<t realize thar 1§ wricter en-
intcement is 1o averd pablie wkback the
lans, rules and regiations ¢ vl eger
b 2ound amd «endddle

TUESDAY AFTERNOON SESSION
Oxctober 8, 1940

General Session

Presiding. Jeocr Hansv H, I:ol'l'rm General Chairman, Sireer and Highway Trafic Sec-

tinn, National Safers Council
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Selling Enforcement to the Public
By ELIOT NESS
Director of Public Safety, Cleveland, Olio

In the past traflic enforcement was a rela-
tively new problem, When they werc picked
up for some infraction, respectable members
of society were subjected to police regula-
tion for the first time in their lives,

To most policemen of the periad, a vio-
Jator was a violator; no marter whether his
arrest was of a criminal or traffic nature.
As a result, respectable citizens were humili-
ated and mistreated because they were sub-
jected to the same treatment as thieves and
criminals.

The enforcement was wholly unrelated to
traffic experience. Spasmodic drives and
speed traps became common and traffic ar-
restz tended to become merely an excuse
for raising rcvenue.

Consequently, the public became very hos-
tile 1oward trafic cnforcement policies of
police departments.

Jt was not long before intelligent police
officials saw the necessity for a fair and
effective enforcement program as well as a
iriendly public relations program.

Accident investigation was cstablished on
an exhavstive and scientific basis. Squads
were sct up on a selective enforcement basis,
cvery accident was carefully investigated 'by
trained officers and complete information
gathered. The accident facts were intcr?rclcd
by experienced officers and traflic engincers.
Opicials were now in a position to know
when and where accidents were occurring,
their tvpes and, finally, why they were oc-
curring- -

With all this data before them, police of-
ficials could now determirae accurately the

raper attack necessary and werc in a posi-
fionp to ga before the gemergl public ‘and
explain their problem. The police explained
what they were planning to do and why, as
well as what they hoped to accomplish, ‘T.lus
was substantiated by authoritative statistics.
A well-promoted cducational program was
found to be the most effective and desirable
way of sclling enforcement. A public rela-
tions bureau, or a comparable body, was set
up to act as 2 liaison and press agent for the
police dcpartment. Officers were carefully
selected for special abilities along this line
and were assigned on a full time basis.

The bureau supplies newsworthy informa-
tion which subtly promotes the cnforcemc;lt
program 10 NCWSPApCrs; SCTIpls were writ-
ten for radio programs and a speakers’ bun:?u
set up to fumish speakers ta dubs, industrial
meetings and various social gs. Lit-
crature was widely distributed as well as
posters and signs obtained from generous
firms. Trade papers and forcign language
publications werc regularly supplied with
appropriate articles.

The cducational program was laid out on
a selective basis. Hazardous practices were
specified and attacked, dangerous places and
locations concentrated on and accident-prone
groups reached.

The result of all this was that _hostile
public attitude gmdua_l}y changed to 2 friendly
and cooperative spirit when people learned
that the police program was based on an
honest and real need for the betterment and
good of the entire communits.

The police strategy board docidcq upon
and guided the public relations policy. A
mouthly luncheon meeting was beld, spon-
sored by the safety council and u_ndcr the
chainnanship of the director of public sa.fcty:
It was attended by top-ranking members of
the police department and officers vital in
traffic safety, as well as invited guests.

Reports were read irom the raffic en-
gioeer, the traffic statistician, public relations
burcay, child safety division, enforcement
bureau, traffic post division. etc. Suggestions
and ideas were introduced freely and openly
discussed by the entire board.

Judges, police, prosecutors, reporters, ity
officials, ete, were invited to participate
whenever their experience and position was
believed to be of value in commection with
some problem. Awards jor the safety con-
1est were presented at these meetings.

The mectings of the strategy board have
done a great deal toward originating gﬂ‘ce
tive weapons and methods for traffic enforce-
ment. They have encouraged suggestions and
ideas from all members of the police depart-
ment and have served as an cfficient and
effective means of consolidating and formu-
lating a successful policy for traffic enforce-
ment and safety.
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Report of Committee on Tests for Intoxication
By DON F. STIVER

Director, Indiana Dept. of Public Safety and Chairman, Committee on
Tests for Intoxication

The fellowing is the Summary of Com-
mittee Recommendations presented in the
1940 Report of the Commiltee on Tests
for Intoxication. The complete report is
available in pamphlet form from the Coun-
cil's Traffic Engineering Burcan,

During the past ycar, the Committee has
continued its program of promotion of scien-
tific tests. In addition, it has vndertaken
three projects which are reported upon in
tie report. These are:

I. Study and preparation 6i recommenda-
tions on methods for handling drunken pe-
destrians.

2. Study of tolerance to alcohol.

3. Study of legal problems relating to
compulsory tests.

Also. the 1940 report contains information
n new accidemt facts, the growing use of
chemical tests, methods far training police in
use of scientific tests, and methods for de-
veloping interest and support among officials
and the public for such tests.

Summary of Committes
Recommendations

The following recommendations include
ihose which were mmade in the pragress re-
port in 1939 They arc presented herc in
revised form as a complius ammmary of
all the recommendatias rmade by the Com-
mittee:

Examining Suspected Persons

1. In every exammation :0 determine in-
wixication. questione should be asked at the
scenc of the accdent or violation, to collect
evidence for rmling out possible false de-
ienses of illness, injury, taking of medicne,
drinking since the accident. or nan-operation
of a motor vehicle

2. Officers should be thoroughly trained
in the examination procedure. particularly
with reference 1o ob<erving objective symp-
wms, and should use 2 special report form
jor recording answers 10 questions, ob<erva-
tions of physical conditicas, and results of
coordination tests.

3. The Alcoholic Influence Report Form
i3 recommended for use by ity and state
enf{orcement departments. Parts of the form
that are not adapted to Jocal conditions may
be omitted <0 ac 1o shorten it,

4. Chemical tests of body fluids or breath
should be vsed in all cases where drivers
are suspected of being under the influence
of alcoholic liquor, as a supplement to the
officer’s ex i They should be used .
also in questionable cases invelving pedes-
trians suspected of being under the influence
of alcohol.

5. Clinical examinations by physicians are
recommended at least for those cases in
which the person has been injured or com-
plains of illness.

) Obtaining Specimens

6. Specimens for chemical tests should be
taken as soon as possible after the accident
or violation, to permit 2 more accurate esti-
mate of the degree of influence of alcohol
at the time. In important cases, samples
of two body different matcrials should be
taken, or a second sample of the same mate-
rial should be taken at 2 later time, to pro-
vide evidence for a more convincing case.

7. \Whenever possible, sufficiently large
specimens should be taken to permit dupli-
cate tests when a case is 1o go to court.
A portion of the specimen always should
be rewained in a tightly stoppered container,
sealed and kept in a refrigerator until the
case iz closed to give the defense an op-
portunity to make a check test

Borderline Limits

& When the concentration oi alcohol in
the blood is above 0.13 per cent, olf persous
show a defimte loss of that clearness of
inteflect and control of themselves which
they would ordinarily possess. The Com-
mittee recommends therefore that blood al-
cohol concentrations above 0.15 per cent
chould be considered as definite evidence
that the driver or pedestrian was under the
mfluence of alcohol, -

9. When the level of alcohol in the blood
is 0.153 per cent by weight or below, a great
many people will be under the influence
of alcohol. The Committee recommends
prosecution in-such cases when the circum-
stances and results of physical examinations
confirm such evidence. However, when the
level is below 0.05 per cent, the person should
Aot be prosecuted for such a charge.

1. The Committee recommends that in
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every casc all available evidence of abnormal
actions or conditions should be obtained to
permit presentation of a more convincing
case, even though the blood alcobol concen-
tration may be above 0.15 per cent.

Legislation and Definitions

11. Each state should consider the adop-
tion of legislation dealing with the use of
cvidence obtained from chemical tests. The
wording of the provisions of the new Indiana
law (Chapt. 48, Art. S, Sec. 34, par. 2, 1939)
is suggested as a model for states,

lZ There should be a state Iaw or ity
ord ¢ providing defini
ties for a pedestrian umder the influence of
intoxicating liquor while in a cross-walk or
an a strect or highway. This might be in
addition to the usual law regarding public
intoxication, and would be based on need
from the standpoint of protecting pedestri-
ans from traffic accidents.

13. The phrase “under the infucnce”
should be nsed in place of the term “in-
toxicated” in laws and ondinances. Legal
definitions of the phrase “under the influ-
ence” should be improved, clarificd and
made more uniform. The Committee sug-
gests adoption of the Arizona definition as
onc step in improving legal definitions.*

Setting Up a Testing Program

14. Before using chemical tests for en-
forcement purposcs, a carefully planncd edu-
cational program. should he carried on for
several months, to stimulate interest and
to obtain support from judges, prosecutors,
police officials and the public in the new
program.**

15. Police. chemists and others who will
be handling specimens for chemical tests
should be siven thorough training in the
proper procedure jor handling the speci-
meus so that resulis of the tests can be ad-
missible in court.***

16. The Commitiee is of the opinion that
most of the ¢ Iy used ch al tests®
are satisfactory provided thev are properly
made by compeent and well trained per-
zons. For practical medico-legal purposes,
the methods when properly used can be
considered as <pecific for alcohol.t

*Steffani vx. State, 42 Pac. (2nd) 615.

**Sec dlscuswon in =omple¢r report.

***Ins for d persons
and obtaining specimens are mven in a mimeos
xraphed memorandum “How 1o Handle the
Drinking Driver.,” available from the National
Safety Council.

17. A person who plans to make chemical
tests for possible court use should first make
a complete set of control tests to establish
his range of accuracy. The analyst then
will be able to testify in court on his ability
to make the tests without appreciable error.
Ouly those who have had thorough (raining
should be permitted to make the tests.

18. The Committee strongly recommends
that the testimony in court with reference
to the cffects of alcohol and the meaning of
different body fluid concentrations be com-
mitted solely to competent specialists who
have thorough knowledge of the literature
and an adequate cxperimental background
an the relationship between test results and
physical impairment.

19. A fee should be paid for the amalysis
of the specitnens especially when the analy
ses arc made in a private laboratory or by
a private physician. In cases involving con-
victions, consideration should be given 10 in-
cluding the fec as a part of the court costs.
When this is done, suspects should be ad-
vised of the procedure.

20. City and state cnforcement depart-
ments should work with police surgeons,
physicians, hospitals, departments of health,
and other technical persons or departments
in the establishment of cooperative arrange-
ments for making chemical tests and for
presenting expert testimony.

21. Gltimately, a state-wide testing system
should be adopted in each state, with Stand-
ardized laboratories, preferably approved by
state departments or courts, sct up in cen-
rally located distsicts.

Other Recommendations

22. Educational information should be pre-
pared to inform the public in a more spe-
cific manaer of the hazards of driving or
walking after drinking and to develop pub-
lic support.

23. Educational and enforccment micthods
should be directed at drinking pedestrians
on streets and highways as well as at drink-
ing drivers.

24, The Committee recommends thc use
of chemical tests in civit as well as in crim-
inal cases, and recommends also that their
use be considered by industry in determining
intoxication of employees when nccessary.

+A description of scveral test mcthads is givea
in the 1938 Committee Report Copic< of this
gporl“mr 34Tl available frem the National Safcty

ouncil.
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25, The Committee should continuc its
program of scientific study and promotion,
Iooking_ forward to completion of the final
Committee report in 1941, During this next
year, particular attention will be devoted to
(1) promotion of scientific methods and of

ion, (2) ¢ ton of study of com-
pulsory tests, (3) stud) of (olerance to al-
cohol, and {4) d t of an ad tra-
tive procedurc for cities and states in carrying

on a procedure of chemical tests,

Report of Committee on Speed Regulation’
By D. GRANT MICKLE

Traffic Engincer, City of Detroit, and Chairman, Committee on Speed
Regulation, N. S. C.

During the past year, it was planned to
complete the study of the entire speed prob-
lem by giving special atiention to speed en-
forcement, educational materials rtlanng 10

speed and speed it and to ¢ te
the study of speed control in mumapz.lmcs
Three sub-c itiees were apyp d to

accelerate these stodies

It was hoped to have the final Committee
report ready for precentation at this time
However, a great deal of matertal and sag-
gestions were assembled by  these Sob-
Committees, and it was foand that more
time was needed to fmish the jobx Hence,
it has been decided 1o present a berief report
of progress at this time, and to delay com-
pletion of the fimal report mmtil at kast «me
time carly next year.

The three project Sub-Commuttees which
have heen working during the past scar arc
as follows:

1. Sub-C jttee oa Edn ] Mare-
rials. Professor C. C. Wikcy, Chairman

2. Sub-Cammittee on Urbas Spwed ton-
trol, T. I. Sebum, Chairman

3. Sub-Commititee on Enforcement of
Speed Regulation. Capeam ¢} Scavarda
Chairman.

This progress contare 2 bewt
summary of the activities of the Seb-Com-
mittees, and a review oi the major recom-
mendations. During the rerminder of thts
vear and the first part ol pext year, it s
planned to prepare the ﬁm.l Coamittec re-
port which wilf ize mfor '
presented in the three preceding reposts and
will outline in some detail the essentials of
a reasonable speed comtrol program for
states and municipalities.

Review of Sub-Committee Reports

The Sub-C. ittee on Edscation was
appointed to review existing cducational

material on speed control, to attempt to
harmonize coaflicts in data or statements,
and to select materials for educating the
public on control of speed for safety. The
various means for carrying on the educa-
tional program also were to be studied.
Subjects relating to speed control on
which the public should be informed were
subdivided into three classifications:

1. Need for at r bl

0y &

2 Education on spred limits and on en-
forcement policy.

3. How to adjust speeds to counditions.

The Sub-Commitice ax Urban Spccd
Comtrol has ¢ pri-
mz.nlycndevdopmof:nurbanspecd
control peogram based upon the speed pro-
Trons AS Kiven i Act \' of the Uniform
Vehicle Code This <peed control program
uxclodes (1) setiing proper speed limits, (2)
o-hbhsh:ng zoncs where necessary,
13} carrying on an educational program,
{3) reasomable enforcoment of speed regula-
boas,

The Sub-Commsittee on Exforcement was
appointed to develop a policy for the en-
forcement of speed laws. Such a policy was
desired as a guide for police administrators
when preparing instructions for patrol offi-
cers and as an aid in achieving a proper
batance between enforcement- of speed and
other traffic regulations.

The Enforcement Sub-Commitiee's rec-
ommendations stress the need for all police
departments to adopt a uniform policy for
<nforcement of speed regulations and to fuc-
nish speaﬁc instructions to officers. Under
the rent policy v ded by the
Sob-Committee, lolcrance would exist only
as may be necessary to take inte account
possible errors in speedometers and in pac-
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ing. Much of the cenforcement would be
conducted under the basic rale that no per-
son shall drive a vehicle on the highway at
a speed greater than is reasonable and pru-
dent under the conditions and haviug re-
gard 1o the actual and potential hazards
existing.

Ewnjorcement Policy—The essential points
in the statement of cuforcement policy in-
clude the following:

1. Enforcement  of speed regulations
should be directed most critically against
drivers who are involved in collisions while
operating at excessive speed.

2. Enforcement should be directed against
all persons who are driving at a speed too
fast for the conditions regardiess of whether
the speed is in excess of lawfully estab-
lished speed limits, or below them.

3. In accident cases involving excessive
speed, officers should seck all evidences from
which they may determine the speed of the
violatpr's vehicle prior to the accident.

4. In cases of cxcessive speed when there
is no accident, officers should determine the
speed driven by pacing or by some other
acceptable method. Then, they should ob-
tain all other available evidences that the
speed driven was unreasonable or unsafe or
potentially s0. This will involve notations on
all pertinent conditions such as weather,
visibility, highway surface, traffic and physi-
cal conditions, and information on speed or
the range of speed customarily driven at the
time of day upon the section of steect or
Iighway. Speed limits should be noted, but
will be useful as evidence only when the
speed driven was in excess of the limit.

3. Tolerance should exist only as may be
necessary to enable officers confidently to
swear that the person apprehended was
actually driving at or in excess of a certain
speed

6. At any point such as an intersection,
hill crest, curve or other location where
actual or potental dangers exist because of
fack of adequate visibility distance, any
speeds in excess of the critical limit, should
be deemed in violation of the basic rule and
subject to inflexible enforcement. Proof that
a speed driven was unlawful may be estab-
lished hy presenting engineering data show-
ing that at the place any rate in excess of
the critical speed was potentially dangerous.

Since cach Sub-Commitice has stressed

.the value of reasonable speed limits. some

attemtion to that subject is warranted here
{t is well known that speed limits which are
posted in many locations are entirely too
low. This applies both to the posting of
the usual residence district and rural speed
limits, and to the posting of special zoned
speed Jimits.
Need for Reasonable Speed Limits

This situation is partly the result of ob-
solete speed limits, but it is doc also o the
mistaken belief of some officials and of
many persons living im the area that low
limits arc necessary to hold down speeds.

In many localities speed limits have been
posted at unreasonably low values because
it was the line of least resistance. Persons
living along the strects ask for the low
limits to ‘“protect their children” and ob-
tzined support for the lower limits from
their aldermen or other officials in their part
of the city. In addition, police officers fa-
vored the lower limits since it made less
work for them to get evidence of a speed
violation. When the limits are set suffi-
ciently low, the officers could make all spced
arrests for speed in excess of the limits,
with no need to make arrests under the
basic speed rule during times of unfavor-
able weather, visibility or traffic conditions.

At present there seem to be three schools
of thought as to what speed limit signs
should mcan 10 the motorist. Some oficials
appear to think that they should serve
merely as guides to reasonable specds under
average favorable conditions. Others think
that they should represent the maximum
speed generally permissible under normally
favorable conditions. Stll others say they
should represent maximum speeds above
which a driver never should go, irrespective
of conditions. The first two generally favor
the prima facie type while the last vecom-
mends absolute limits.

In some localities officials tell the motor-
ists that the speed limits are maximum
valucs above which they never should op-
ecate. Then they establish lower values for
the limits, often below the prevailing speeds
of traffic, apparently under the assumption
that the motorists will use them as guides
to reasomable speeds and recognize that they
can exceed them without danger of arrest.
This i5 then followed by an enforcement
policy which does not begin apprehension
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uniid ll‘m posted Jimits are exceeded by some
indefinite amount.

Thus under favorable conditions there are
actuaily two official speed limits, the one
shown on the sign and the one where en-
iorcement begins. Since the average motor-
ist has no means of knowing the spread
berween the two under diffcrent conditions
and in different localitics, he must set his
owu values and in so doing may run into
vonflict with the law.

When police administrators adopt’ uni-
form policies and when police officers are
trained to carry on a greater share of the
speed enforcement wvoder the basic rule,
there should be less resi € to establish-
ing and posting higher and more reasonable
limits. Complaints of local persons can
usually be overcome by getting these ob-
jectors to drive their own vehicles over the
section in question at speeds which they
consider as reasonable maximoms. They are
usually surprised to fearn that their speeds
and the prevailing speeds of other vehicles
are considerably higher than the speeds
wl'nc_h they had recommended as desirable
maximums.

In more than bali the states there is au-
thority for establishing spedal limits
lhrough. zoning on throogh strects and on
strects in outlying parts of cities If this
authority were exercised as it should be,
much of the unreasonableness of speed lim-
its would be climinated. In the ini
places where there is no zoaing authority,
the existing speed limits shoald be posted
only on seclions of street or highway where
the limits are suited to the conditions. If
_lhsc two steps were to be followed, motor-
ists would have much more confidence in
posted speed limits,

Aotorists also should be told of differ-
ences between prima facie and absolute
speed limits, They shoold be toM that if
they do exceed prima facie Iimits, they are
subject to arrest and mast be prepared to
prove that they were driving at 2 reasonable
and prudent speed.

Recent speed studies in Kanas City,
Missouri, have shown the value of posting
proper speed limits. There, results of speed
observations show that actual decreases in
driving speeds resnlted from posting  in-
creased ?nd more reasomable speed limits.
In one instance, a change of speed limit
from 25 to 45 miles per boar on a section

of street outside the built-up distriet re-
sulted in a change in maximum speed from
72 to 45 miles an hour, and a change in
average speed from 37.8 to 34.1 miles per
hour. There was no change in ¢nforcement,

Value of Speed Observations

Another point stressed in cach of the
three Sub-Committee reports was the value
of speed observations in establishing reason-
able speed limits and in guiding the enforee-
ment and educational phases of the speed
control program.

Jt is the firm conviction of the Committee
thar drivers want to drive safcly and that
most of them stay within reasonable limits
most of the time when they are on familiar
strcets and highways., Thus, observations of
the speeds of vehicles at any onc location
should be a good clue 1o the safe speed at
that location under the same conditions.

Some will be driving too fast, it is truc
Traffic engineers often consider that 10 or
13 per cent of drivers are going too fast,
and use the top speed of the remaining 85
or 90 per cent as an indication of the maxi-
mum speed for safety.

It is rather discouraging sometimes to find
that existing posted speed limits are set a
great deal below this 85 or 90 per cent speed
value. In one instance recently, only 10
per cent of the cars were observed traveling
within the posted limit. )

Of course, speed cbservations are not the
only information to consider in determining
the proper numerical value of a limit for a
speed zone. The past accident record shoukd
alyvzys be considered, along with results of
trial runs. Yet, 2 posted numerical limit
should never be set so low that more than
half of the traffic exceeds it under normally
favoratile conditions. .

More deniled criteria in terms of speed
obsemxions are now being developed for
use in safeguarding the estiblishment of
reasonable limits. It is expected that these
tolerances will be in terms of Iceway al-
lowed on either side of the 85 per cent or
90 per cent speed.

In addition to using speed observations in
detcrm{ning proper values of the posted
speed limits, it is recommended that city and
state traffic enginecring authoritiss make
periodic speed observations throughout their
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jurisdictions for use in education and cn-
forcement as well as in engineering. The
results will be useful in the following ways:

1. Information on ranges of speed at dif-
ferent locations should be referred to police
administrators for use in instructing patrol
officers.

2. The educational program should in-
clude information on the vanges of speed
customarily driven on differcnt streets and
highways, and the need pointed out for mo-
tarists to kecp within the speed ranges.

3. As speed practices change, rcsults of
the observations will be useful in revising
posted speed limits through zoning awuthor-
ity, and in identifying locations where the
blanket speed limit is sufficiently reasonable
to be posted there.

Summary of Sub-Committees’
Recommendations

1. There i5 a general need for the estab-
lishment of higher and more reasonable
speed limits om major streets ‘:.nfl.hi_ghways

tices. Campaigns should not be based en-
tirely upon speed control; likewise, speed
control should not be neglected by concen-
trating traffic safety activity almost catirely
on some other phase such as pedestrian con-
trol or control of drurken drivers,

Urban Speed Control

Reconmmendations which deal primarjl_v
with the urban speed control program in-
clude the following:

1. The first step in a speed control pro-
gram in a city should be.a traffic engincer-
ing study of the streets to determine which
section of street will need to be roned with
special zoned speed limits and to determine
the proper values of those limits.

Studies for determining proper zoned
timits should include at the very minimum
(a) representative field checks of motor ve-
hicle speeds, (b) studies of accident distri-
bution, and (c) trial runs over the sections.
The numerical values of the limits should
conform with the conclusions reached in the

in cities through g or ive au-
thority, Speed limits should not be posted
except at locations where the numerical
limits fit the conditions. Similacly, speed
zones on rural highways must also be es-
tablished with reasonable numecrical limits.

2. Represeatative speed observations are a
z300d measure of the reasonableness of a
speed limit, although comparative accident
experience must also be considered. A posted
numerical speed limit should never be set
so low that more than half of the traffic
exceeds it under normally favorable condi-
tions.

3. Traffic enginecring authorities should
make periodic speed checks throughout their
jurisdiction and results should be used in
engineering. enforcement and  educatiomal
phases of the spoed control program.

4. As specd limits are established at
higlier and more reasonable values, ‘policc
officers will need to give more attention to
enforcement of the hasic rule, especially
when weather and visibility conditions are
unfavorable and traffic is heavier than usual.
“This should be included in police training
programs.

5. There is need for proper balance be-
tween attention to speed control and atten-
tion to other <afe driving and walking prac-

g ing studics; otherwise limits should
not he posted at all.

2. Speed limit signs should be crected at
vegular intervals throughout the city so that
motorists will be informed of the prevail-
ing limits. In some states, . vill be neces-
sary for the city comcil offirially to adopt
special limits for the speel, gones <o that
they may have legal signif .

3. A continuous and the * blic cdn-
cational program should 1 on to
acquaint citizens with the ~ol pro-
gram and its faimess to t aicity on
ccsults from speed obsc will be
helpful in encouraging vo -hedience
to the posted limits.

4, The educational proe ~+houk™ be
given support throngh rv enforce-
ment. Much of this & t in the
business districts and at »f unfavor-
able weather or traffic ¢ inns must be
based upon the basie sper rather than
on posted speed limits.

Enforcemce _.:

Recommendations of 1t . Eniovrcement
Sub-Committee include th - _owing:

1. Every police department - ~hould prepas.
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andd follow a uniform policy for enforce-
ment of speed regulations similar to that
previously outlined.

2. In traffic officer training, emphasis
~lould be placed upon officers acquiring the
ahility to discriminate in the determination
oi charges to be preferred against violators.
Charges should be appropriate to the of-
fense committed. With regard to speed con-
trol, there is a special need for distinguish-
ine hetween such offenses as following too
closely, driving too fast for conditions, im-
proper overtaking and passing, bheing on the
wrong side of the road, and recklese driv-
ina.

3. To guide administrators in determining
proper balance between excessive specd en-
Yorcement and enforcement directed at other
wiolations, the administrators should make
periodic law observance studies. The re-
-ulting data on frequency of various types
of violations should be used to supplement
accident report data on contributing viola-
tions i determining whether patrols are
naking as many apprehensions as they
should on each type of violation,

5. States now *iving restrictive provivions
with re-pect to securing cvidence of <peed
vialations should repeal them. When special
-peed checking methods are necessary, care
-hauld be 1aken to insure their accuracy.

With re-pee ilo this latter recammenda-
sun the Sub-Cr mmitter found thai 10 srages

“ave law o« " place limitations upon
“wethods 7¢ ¢ 7 Ing evidence of the speed
at which < .. aavas driving. Two <tates,

Craran 2w - - gria, entirely prohibit the
{ o0 4o ypachtained through speed
& g states, Macyland, Penn-
~tington, permit the use o,
-.ouRT certam conditions ¢
state faw comtains a Te-
s tirenent ‘r--u;}:;ﬁnp accuracy of the speed
edsdring i lomy, bt the final statement
wothe e« “fhe Jenpth of the “trap”
[ n

iy

must be at jeast one-quarter of a mile in
Jength would serionsly limit its application.
(1t may be better to avoid usc of the term
“trap,” by using a term such as “speed
check station™ or speed “timing.”")

Education

The following are among the recom-
mendations of the Sub-Committee on Edu-
cation :

1. Motorists should be told of the need for
operating at reasonahle speeds sttited to the
vonditions. They should be told what offi-
cials are doing to aid them in adjusting
speeds to conditions, and should be fur-
nished specific educational information on
how to make this adjustment.

2. Officials must make sure that all posted
speed limits are reasonable if they expect to
keep faith with the motorists. \When the
hlanket speell limits are not suited to par-
ticular sections, the limits should not be
posted there at all unless the limitc are
changed to reasamable and proper values
through zoning.

3. When limits are reau~onabl, motorists
should be told that posted prima facie <speed
limits should u-uatly be concidered a~ maxi-
mum limits. They <hould not be execeeded
unless conditions are uwnusunally  favorable
and the motorizi can <huw that hie was driv.
ing at a rea~onable and pradent <pecrd,

4. Educativaal miormation should be di-
rected ac officials s well a~ at miotorists.
They ~hould be impressed with the need for
providing reasonable Timits with asdequate
enforcoment. .

The Sub-Commitice reporte contam de-
tailed  recammendations  and  discussions
supporting  the  recommctdations.  Thess
Sub-Cammittee reports will not be avail-
able wn printed form. Thes will be included
in condensed form an the final Committee
repart which should e 1 print hy next May.

=3t b WEDNESDAY MORNING SESSION

QOctober 9, 1940

Group Session for Engineers
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~ittee, Street and Highway Traffic Section. National Safety Council
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Selling Traffic Engineering ‘to the Community
By THOMAS E. WETZLER
City Engineer, Peoria, Il1,

The selling of traffic cngineering is much
the same as the selling of toothpaste, electric
sweepers or the latest model motor car. It
must be sold from the purchaser's stand-
point. The sal must d te what
his product will do for the consumer, who,
in the case of traffic engimeering, is the
traveling public. Will the proposed improve-
ment add to the convenicnce of the property
owner, the merchant or the man behind the
wheel? Will it contribute to his pleasure
or efficiency? If the proposition is presented
from this angle it can be sold with greater
ease.

In the past traffic engincering has been
administered much in the manner of a dose
of medicine. We have prescribed safety
mmeasurcs, speed regulations, etc, with the
explanation “this is good for what ails you
—350 take it and smile!” They haven't al-
ways smiled.

Instead of selling traffic regulations, it is
the business of the engineer to sell increased
traveling facilitics, reduced time between
place of business and home; greater profits
to the merchant and coavenience to the
shopper. In other words, “Don't sell the
steak—sell the sizzle!” \What will your
program of traffic enginecring do for the
general public and the individual?

While traffic engineering is designed to cut
down accidents and increase safety, an ap-
proach from this angle is much like treating

instead di Acd-

organizations. How to sel) that idea to the
public was the question. Here's how it was
done.

In the first place the pavement was wom
out to a point where repairs were imprac-
tical. QOur first wedge was “cost appeal.”
We told the property owners, “If we pave
this street in its present form, as you sug-
gest, you will have to foot the entire bill.
On the other hand, if we modernize the
street from a traffic safety angle, the funds
will come from state motor fuel tax.”

This financial arrangement was ontirely
agrecable. However, both the property own-
ers and the general public balked at the idea
of sacfificing any part of the boulevard or
parkways, the latter of which contained
many-beautiful trees.

Now our original plan was to cut the 24-
faot boulevard in the center to cight feet,
leaving the parkways and trees intact. A
public hearing was called, but instead of
offering this plan, we presented an entirely
different suggestion—onc which we were
sure would be rejected

The meeting cnded with the majority of
the people against any improvement and all
opposed to the plan suggested.

The following day several of the objectors
were asked to come to the engineer’s office

for a conference. They were received one at

2 time and after discussing the plan sub-
mitted at the previous mecting, the altemnate
h was suggested. This apparent “com-

the syrap of the
dents are a symptom of traffic inefficiency.
While traffic counts and accident surveys are
important from a fact-finding basis, it de-
volves upon engincering to utilize these
facts with an eye to improved traffic design,
rather than to impose upon the public regu-
lations which seek to govern and restrict.

Somcthing over two years ngo it was
proposed that Hamilton boulevard in Peoria
be improved This is 2 main artery from
the business district to the residential sec-
tion. In order fo increase the capacity and
efficiency as 2 modern thoroughfare it was
necessary that the strect be widened. This
proposal met with united opposition, both
from the property owners and various civic

promise” worked.

Another Problem
Another major improvement which re-
quired a large ¢ of sal hip as

well as engineering, was Franklin street—
which borders the central business district.

For several years attempts had been made
to widen this street, bot in the face of or-
ganized opposition by the property owners
and lack of public interest, the improvement
was abandoned

First we called a poblic hearing of the
property owners and lcarncd that their atti-
tude had not changed. It was suggested by
them that four lanes could be provided on a
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0-foot pavement if parking were elininated
Taking the property owners at their word
we proposed to the traffic commission that
parking be climinated from Franklin street.

‘The first day that “no parking” went into
effect the merchants on the street voiced
their disapproval in no wncertain terms. A
petition, sigued by these merchants, was pre-
sented. It demanded that the traffic commis-
sion call a specizl meeting to lift the “no
parking” restrictions immediately. We re-
fused to take any action before the next
regular meeting of the traffic commission a
weck hence, wishing to generate all the heat
possible before making our next move.

At this second mecting, which was held

filed, bearing a formidable list of names. In
spite of newspaper publicity and descriptions
of the project the public was uncertain as to
just what this improvement would accom-
plish. We saw that it would be necessary
to do some hard selling in order to put the
plan over. Consequently we built a model of
the project, hoping thereby to clarify our
objective. It was displayed at various clvic
clubs and organizations and the plan was
explained in detail. Pictures and descrip-
tions appeared in the local newspapers, with -
the result that opposition to the improvement
has almost entirely disappeared.

From our experience with selling this idea
1 would conclude that in all complicated

jointly with the board of local impro
the indigmant merchants and the property
owners were in attendance. When the ten-
ant merchants leammed that the no parking
suggestion had come from their landlords,
heated ar b the two groups
followed. At what we considered the proper
moment, the suggestion was made that a
committee of Bve property owners be ap-
pointed 10 meet with the city engineer in
order to formnlate a plan agreeadble to all

This improvement demonstrated the fzct
that often the salesman of traffic ideas must
kave recourse to various methods, all of
which hinge on the proposition of selling
his idea from the customer standpoint.

Elliott Street Extension

The latest and quite the most ambitious
project we have yet tackled is the proposed
Ellioft street extension in Peoria. This will
provide a link in the route for cross-river
traffic to and from the bluff section and leads
directly from the second major bridgchead.
It will dead-end a second major strect at
the kase of the biuff.

Dead-ending this major street met oppo-
sition from certain groups interested in our
major street plan. However, we explained
that when increased trafic makes it neces-
sary, we can carry this street over the El-
liott extension. At present traffic does not
warrant the expenditure.

When we first proposed this plan much
confusion and opposition were raised, many
residents of the bluff section holding the
idea that it would necessitate a tunnel with
large portals in front of their costly homes.
A petition opposing the improvement was

nng  onpro a ture of
the plan makes selling much casier and is a
sound method of evercoming public resis-
tance and misunderstanding.

Onc of the most immediate problems
which confronts the traffic engineer of to-
day, one that calls upon his resourcefulness
both as an g and a sal is the

d central busi district of larger
cities. Because this problem has in large
measure remained unsolved, we see outlying
districts cropping up in residential sections,
with a r it loss of busi to the
downtown merchant and the depreciation of
property values, thereby creating “blighted”
areas.

Parking meters in Peoriz have partially
solved the parking problem, but in submit-
ting remedies for downtown traffic conges-
tion we have attempted to show the busi-
nessmen that it is to their interests to help
the city promote pasking lots in the blighted
areas near the business section and offer free
parking to the public.

A recent proposal was made to climinate
parking entirely on \Washington street in
the wholesale district, reserving the space
for loading and unloading purposes only,
providing that all vehicles be parked paral-
lel to the curb. This was passed by the
traffic ission and presented to the city
council, but due to lack of interest on the
part of the merchants and the public, there
was no action taken. The proposal was
pigeonholed. We are still working on this
problem, trying to stir up snfficient public
interest to exert pressure upon the city
council to take the necessary action. As it
stands now it is “no sale” Likewise the
promotion of free parking lots to be spon-
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sored by downtown merchants in coopera-
tion with the city is still on the shelf.

While the salesman of traffic engineering
cannot hope to score a hit every time, while
uitent his plans for public safety and traffic
efficiency are met with indifference or down-
right opposition. he can find individuals and
urganizations willing to back any sound
improvermnent. In our case we have had
100 per cent cooperation from the Iilinois
State highway department We have had
exceptionally fine support from the news-
papers, both with news items explaining the
projects and editorials backing them. The'
Chamber of Commerce has been a valuable
help through its safety council in making
suggestions for traffic safety and in back-
ing plans in this dircction.

Another factor in promoting civic engi-

neering of any kind is the support of the
wunicipal goverming body. Much of the
impetus given to our proposals for trafic
improvement has Ueen provided by the
Mayor, the Commissioner of Public Works
and -wherever public interest has backed
such proposals the City Council has passed
the necessary legislati This < I
is of primary importance in any community.

Jn conclusion, the traffic engineer must
not only have available exact information
in the way of traffic counts and accident
surveys, he must be able to vismalize the
workings of his plan beforehand, understand
the public reaction to same and then—square
his shoulders, put on his best Dale Camegic
manner and go forth and sell his bill of
goods to the ultimate consumer—Mr. and
Mrs, John Q. Public.

Cooperation of Traffic Engineers with Transit and
Enforcement Officials
By HAWLEY S. SIMPSON

Research Engineer, American Transit Association, New York City

The vads 1o be sought by an intelligent
traific cngineer, transit or enforcement of-
eial. are very much alike. Each is a public
~ervant. The first and last are employed by
the public. The second is engaged in an en-
terprise endowed with a public interest and.
wliile its revenues come from private sources,
it is required by law and regulation to oper-
ate in the public interest. Thus the three
tndividuals should have as their prime ob-
jective the best service to the public they
can possibly give. -

least on the vights and privileges of others
is not very simple.

Traffic has often been compared with the
flow of water in 2 pipe. No analogy that
has been repeated by so many prople was
ever more ahsurd. Water is made up of mul-
titudes of identical moleclucs, each of which
acts exactly like cvery ather ane. All that
a sanitary engineer has to do is design a
water system, provide a source of supply.
and sit back confidently and predict what is
happening cverswhere along the line with
b4 ble assurance of accuracy if he has

That objective is to better the transporta-
tion and communication facilities which we
aow possess or which we can construct.
This can be done individually or it can be
done cooperatively, But what can be done
cooperatively better than individually? If
we can answer that question, we have an-
awered the question: “Why cooperate 2"

The neced jor an intelligent and coopera-
tive attack on our rafic problem arises
from the fact that transportation is a very
camplex fimction. On this is superimposed
the pedestrian with his own special and
highly individualized characteristics. Ta
keep all these units moving safely so that
cach has appropriate frecdom and encroaches

made no mistakes. Traffic is the exact re-
verse. It is made up of millions of units, uo
1wo of which will react precisely the came
under identical, external influences.

It is a clear recognition of the hetero-
geneous nature of traffic that will bring us
to a real understanding of the traffic prob-
fem. The cagincer who has laid out a traffic
sysiem cannot predict what will happen with
any assurance that his prodictions will be
sustained. The more experience he has, the
more nearly his assumptions will be borae
out.

Because of the way in which the traflic
stream is constituted the knowledge of many
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people whose contacts with the problem, and
thus their approach to its solution, may
Jiffer widcly is essential to any intelligent
attempt at achieving better traffic condi-
iions.

let us look at the relation between the
traffic engineer and the enforcement official.
To ecffcctvate traffic plans devised by the
engineer, they mwust be understood by the
enforcing official who is going to have a
large part 1o do with their success. To un-
derstand why a particular plan was adopted,
the facts and considerations leading up to
its adoption must be clearly understood by
everyvone whe is to have a part in its oper-
ation.

1 think that, in the early days of traffic
engineering, there may have been 2 lack of
understanding between him and the enforee-
meunt othicial as to their respective provinces
and relationship. That is to be expecied in
any mew functionalization of traffic han-
dling. That this ransmission has been suc-
cessiully accompliched and an appropriate
arrangement of responsibilities established in
0 many cities is a clear indication of the
effectiveness of cooperation braught about
by 2 fuller understanding of the several
farts ol the traffic problem by thosc en-
eaged in its handling.

Investigate Accident Causes

3oth wratfic engineering and police officials
can most effectually cooperaie in the inves-
ugation of strecet, vehicle and human condi-
tions which coatribute to the causation of
accidemi<. By that 1 do not mcan the in-
vestigation of individual accidents for es-
tublishing responsibility or as preliminary to
criminal litigation. That. clearly, is within
the province of the police official.

It is with the investigation of mass groups
of accidents that the traffic enginecr oan be
of most assistance to enforcement officials.
Here again T do not mean mercly the prepa-
ration oi the conventional monthly accident
report, important as that is. Rather, I refer
10 the necéssity of breaking down these
figures into their component parts and the
investigation of specific locations, groups
of vehicles or groups of individuals which
scem to be appearing too frequemly in the
accident record.  Such investigations are
of a swatistical and wechnical nature and their
significance can best be determined by
trained cngineers.

This is not to say that the enforcement
officials liave not been alert. What it prob-
ably means is they have beea doing the best
they could, but except for such investiga-
tions as I have mentioned, their attention
would not be directed to these ptaces where
conditions are such that increased enforce-
ment, cven though coupled with decreased
enforcement in other sections, will result in
2 greater return to the public.

Three locations seem to be moust suitable
for city traffic engineering departments. One
in the public safery or police department,
one in the city engincering depariment and
onc in  separate traffic engineering burcaa.
There 15 much to be said for the establizli-
ment of a traffic engineering department both
in public safery and city eungincer’s office-,
[ think the preferred location depends largely
upon local conditons and doubt that gen-
eral recommendation of preference can e
made. Traffic enginecring departments hiave
been successinl in hoth locations.

Utdimately, however, T foresee thar the
work of traflic engincering departments will
develop to such a point that it will become
highly desirable to cstablish a formal dis-
associated traffic engineering bureau. I say
this not bevause it 15 impossible 10 mainan:
a traffic enginecring bureau in an existing
depariment but because the work is so highly
specialized that it can Lest be dirccted by an
ufiicial concentrating solely upon these dutics
In most city governments. the establishmuent
of such a new department is not {casibiv
without special enabling legislation. 1 coubt
nor, however, adequately cover the coaperii-
tion of traffic engincers with others without
mentioning what, -to my mind, is an ea-
tremely desirable objective.

The Transit Officiat

The vehicles the transit official operates
ditfer materially from others in the trafi.
stream. Street cars, for example, arc fixed
in direction, \While at frec.ruaning spevd
they approximate the speed of automobiles,
they are required to make frequent siops
and so their over-all speed is less than that
of a jrec moving passenger automobilc.
Bures have similar characteristics except
for the important distinction that thev are
not fixed in direction and are free to muncu-
ver on the streets. However, this freedom
is limitel Ly the necessity of stopping at the
curb to pick up and discharge passengers and




38 29th Naiional Safety Congress

so they, too, operatc differently from other
vehicles.

Jt seems to me that the primary objective
oi the three officials about whom we are
talking should bc to ¢liminate, so far as pos-
sible, the traffic conflicts that may arise from
the way in which the characteristics of these
vehicles differ. If these conflicts cam be
alleviated every user of the streets will tend
to benefic T think it may fairly be said that
nothing which will act to improve mass
transportation scrvice can in any way inter-
iere with the freedom of the use of the
street by others and will, in most cases, re-
sult in improvements for every onc,

Elimination of Conflicts

Tf we proceed on the assumption that such
elimination of conflicts is desirable, we pre-
suppose the cooperation of transit and po~
lice officials with the traffic engineer. Through
his experience, the operating head of the
transit company and his associates are most
clearly aware of the sitvations which give
rise to these conflicts.

These conflicts occur primarily at one
noint, the intersection,

Anything that tends to better conditions
at this point will improve traffic flow through-
out the area generally. I think it can be
-aid there are just two things which, i in-
seltizemtly applied here, will clear up most
of the conflicts between units with different
uperating  characteristics, The first is the
1raffic signal system. It should unquestion-
ably be designed for prozvessive operation.
Dut the mere fact that the signals operate

progressively is not enough; they must be
timed intelligently, Studies leading to the
timing of progressive signals should consider
the relative volume and speeds of each of
the several classes of traffic and a ciming
shoultd be worked out which will function
mast successfully for all vehicles. To move
street cars and buscs, as wcll as passen-
per automobiles, successfully throngh a pro-
aressive signal system, it is extremely im-
portant that speed and loading and unload-
ing time studies be made on the transit
vehicles to determine the probable operating
conditivns which must be met during each
period of the day. With this information, a
mass transportation time space diagram can
be worked out, as well as one for automo-
Liles alone. Then, often, by slight adjust-
ments in the two timing programs, a new
1ime space diagram can be developed which

will best accommodate the total traffic and
cause the lcast delay.

The second cause of conflict is in the fact
that both strect cars and buses must stop
and stand in the strect to reccive and dis~
charge gers. To ac plish this func-
tion as rapidly as possible, and so with the
least delay to other traffic, adequate atten-
tion should be paid to the installation of
loading zones for street cars where traffic
conditions warrant and the proper location
and Jength of bus stops. Much of the criti-
cism Jevelled at the street car and bus by
orivate operators comes about because of in-
adequate provision for loading and unload-
ing at intersections. These objections can be
practically climinated by a careful study of
the requirements of mass transportation ve-
hicles. Then, after their adoption, by the
rigorous enforcement of no-parking regula-
tions to provide maximnm street space.

Studies conducted by the American Tran-
sit Association have developed coasiderable
information about the best design of load-
ing zones and the space required for bus
stops. These show that, with notable excep-
tions, safety zonc design and distances allo-
cated at the curb for bus stops, are well
below the dards tial for i
traffic and transit efficiency. The exceptions
occur in those places where traffic, transit
and enforcoment officials have cooperated in
the alleviations of thesc conflicts.

In closing, 1 should like to make one
recommendation 1o transit companies. If
this recommendation were generally adopted,
it would, 1 believe, promote much more ef-
fective cooperation of the three groups.
I think it highly important that the transit
company sct up a traffic engincering depart-
ment within its own organization, headed by
a competent traffic engineer, to work in closc
coopeTation with the city traffic engineer and
city police officials and handle company traf-
fic engincering problems. This is being done
by many city transportation properties and
it is gratifying that the trend is strongly
in this direction. It should be encouraged by
traffic engineers and cnforcement officials in
cities where no single individual has traffic
engincering responsibilities of the transit
company., Any city large enough to main-
tain a trafic engincering depastment has
reached a point where the transit company
can well justify the employment of a full-
time traffic engineer.
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Using Speed Observations in Zoning
By L. E. HENDRICKSON
Blectrical Engineer, Minnesota Highway Department, St. Paul, Minn.

Designers of traffic fadlities consider pres-
L requirements and try to estimate the fu-
ture demand that will be placed on these
facilitics. The trafic problems are ap-
proached with the attitude that the public
must be served, and the solution which fa-
vors the majority is generally adopted.

Let us consider the problem of establish-
ing proper speed zones for streets and high-
ways. Factors that must be considered are:

1. The area through which the street or
highway passes. Rural, semi-urban, urban
or congested urban.

2. Provisions for pedestrians.

3. Parking.

4 Roadside exploitation and encroach-
ments.

5. Traffic volumc. Peak flow; average
flow,

6. Type oi traffic. Percentage of com-
mercial vehicles.

7. Number of interscctions and coafict
areas. Sight distance at these locations.

8 Alignment and road surface. Width of
right-of-way.

9. Accident experience.

10. Prevailing speeds before zoning.

Without going into the discussion of these
ditferent factors in their relationship to one
another, let us just consider “Prevailing

speeds before zoning.”

Taking the viewpoint that the majority of
motorists drive conscientiously, we may as-
sume that these motorists will choose a
speed which they feel is reasomable and
proper. If this fact is properly taken into
consideration, enforcement will be less bur-
densome and drivers are encouraged to com-
ply with posted speed limits, with a re-
sultant increase im respect for all traffic
regulations.

Our problem now is to obtain this infor-
mation, analyze the data and correlate it
with all the other factors. Before discussing
this procedure, it might be well to provide
a brief background of speed zoning in Min-
nesota.

In 1935, “Speed 30 Miles” signs were
erected by the State Highway Department

in all municipalities in the state. Often these
signs were erected at the city or village
limit without rcgard to whether the high-
way was an open or built-up arca. In 1937,
under a new law which permitted the Com-
missioner of Highways to establish speed
zones with prima facie limits of 30, 45, or
60 m.p.h, (50 m.p.h. at night in 60 m.p.h.
zones), ao experimental speed zane was es-
tablished on U. S. 162 from Elk River to
Grand Rapids; approximately 150 miles.
This highway was chosen because it had
sections of comcrete, bituminous, and gravel
surfacing, straight and winding alignment,
sections of restricted sight distance, and
heavy tourist traffic during the summer
months.

Public Approved Zoning

No speed observations were made prior
to this experimental zoning, but test ruos
were made by engineers and highway patrol
captains before the signs were erected. After
the zoning had beent completed, hundreds of
questionnaires indicated almost 100 per cent
approval of the principle of zoning and of
the zanes as established. Public interest was
very keen because this was the first high-
way in the state on which speeds higher
than the long established prima facie limit of
45 m.p.h. in rural areas, and the more recent
absolute limit of 30 m.p.h. within munici-

palities were legally permitted. At the begin-
ning of cach different speed zone, “Begin 30
Zone,” “Begin 45 Zone,” or “Begin 60
Zone” signs were erccted. The confirmatory
speed signs carried the message “Speed 30
?67’1-,":," “Specd 45 Zone,” or “Zone 60 Nite

In 1938 we zoned 1700 milcs of the most
heavily traveled highways. The same method
of zoning was followed and, in addition, a
mercury tobe device was used to check
speeds on curves. This tube was calibrated
to ring a buzzer or flash a light when the
curve was negotiated at too high a specd.
Speed zones were thus established for curves
instead of posting tnaximum safe speed
signs for the curves. Because of the legal
limitation permitting the use of only 30, 45,
or 60 m.p.h. zones, many of the curves were
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zoned for speeds from five to 10 m.ph,
slower than was needed. Deceleration zones
of 45 m.ph. were established between 60
m.p.h. zones and 30 m.p.h. zones., These
zones were 0.2 mile long, tests having shown
that it takes that distance for the average
car to decelerate from 60 to 30 on a level
highway without application of the hrakes
and without coasting. This deceleration zone
was decreased proportionately on up prades
and similarly incrcased on down grades. As
an added safety factor the “Regin 3¢ Zone™
sign was erected Q.1 mile in advance of the
cxact location where the speed shounld firse
apply.

In 1939, the legislature amended the hich-
way traffic requlation act to raise the prima
facie spced limit outside of municipalitics to
A0 daytime. and 30 nighttime, The power
of the Comumissioner to defernine and estab-
lish speed zonez was made much broader hy
autharizing him th establish speed zones
either ahove or below the statutary limits, on
any street or highway on or off the state
trunk highway cvstem, on the basis of an
engineering and traffic investigation. This
power can be exercised on streets or high-
ways not a part of the state trunk highway
system only at the request of the local au-
thorities. and who in no case possess such
power. The speed limits as established and
pasted were made absolute.

These changes in the speed Taw also
changed the method of speed zoning some-
what. Prior to 1939, it was usually advicable
10 raise the snced limits on rural highways
from 43 to (0. After patsage of the 1939
law with the higher prima facie limit, it
hecame necessarv to zone anly those areas
where a ¢peed limit helow 6) was required.
With the chance from prima facic 1o ahso-
lute limit speed zonez, much more care had
to be exercized in their establishment. In
arder to provide more uniformity in zoning,
it was decided that whenever possible zones
of 30, 40, and 30 wnuld be cstablished, with
A0 m.ph. 2ones to he used only where it
would he desirable to have an absolute in-
stead of the prima facic limit

In July. 1938, the Departiment made ar-
rangements with Dr. Herbert J. Reich of
the Electrical Engineering Department at
the University of Tllinois, for the construc-
tion of an electrical speedmeter zimilar to
the one in use at that time by the Tllinois
[Tighway Depactment.

The Electric Specdmeter

The operation of the speedmeter is {uirly
simple. Two flexible rubber-covered eclec-
trical switches are placed on the highway
I3 feet apart. On highways wider than two
lanes, small air tubes, connecied to dia-
phraym-type air switches which make the
clectrical contact, are used instead of the
electrical switches. The switches or tubes
appear as pavement joints on concrete roads
and blend in with the surface of bituminous
roads. These switches are connccted to the
speedmeter through long lead-in wires. The
speedmeter is generally kept in a privaic car
with regular license plates and with no dis-
tingui<hing identification. The car i« usually
parked close to the location where the speed
survey ic heing made, but ir parked far
enough from the traveled portion of the
highway and in such a manner 5o as not to
present a trafic hazard or in any way to
influence the speed of the trafiic. Motorici=
gencrally pay little attention to it.

The front wheels of the vehicle strike the
first road switch or air tube. This starz
the building up of a charge on the conden-
ser. At the same time, a relay disconnects
road switch so that the rear wheels will not
affect thc meter. When the front wheels
strike the xccond road switch the clectrical
charge is stopped. The amount of the charge
on the condenser is determined by a vacuum
tuhe voltmeter, and this is read dircctly in
miles per hour on the calibrated milliam-
meter. The speedmeter is chocked by a
pendulum which gives the same time im-
pulses as are provided by a vchicle traveling
the 13 feet hetween road switches. Controls
arce provided for adjusting the'meter to read
correctly. At least 100, and preferablv 130
or more, vehicles for each direction of traf-
fic should be ohscrved and the speeds re-
corded separa.cly for each direction. Truck
speeds chould be kept separatc from car
speeds. Where traffic is extremely light. e
have not considered it worth while to =pend
over three hours for one survey trying to
record a reasonable number of vehicles.

Picking the Sample

The speed surveys should be made during
hours of the day when traffic is fairly nor-
mal. Tt is not reasonable to check just the
peak flow, which might be causing conges-
tion. Tf time permits, it is desirable to make
more than one speed survey at the same lo-
cation, or elsc make surveys a1 similar near-
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Iy locations and combine the results to get
a larger sample. Needless to say, speed sur-
veys made under adverse weathes conditions
or when the road surface is wet, slippery or
covered with smow or ice, will not give a
true picture of the situation under normal
conditions.

Before getting sct 1o saake a speed survey,
the operator should ascertain that there is
nuthing unusual within a reasonable distance
shay might affect the speed of traffic; such
as, construction or maintemance work, im-
properly parked vehicles, near-by police cars,
ur absiructions on the highway.

Locations where the speed survey is to be
made should be as representative as possible.
11 speeds at intersections are 10 be checked
it i+ helpinl not only to get the actual speeds
through the intersection, but also at places
in advancc =0 as o gct approach speed:.
Similarly, speed surveys made at the begin-
ning of the corve might be supplemented by
surveys made in advance of the curve, and
al=o at places on the curve where there
mizht be an accident “hot spor.”

Using the Data

Comce the data is pathercd, the question of
huw to use it arises. Should an average
speed be determined? Should the upper
limit of the pacc (the 10 mile interval of
~peed containing the largest number of cars)
be considered 235 a top litnit to be established,
ar zhould a certain percentage, such as &5

per cent, of the traffic be assumed to be
driving seasonably and the other 13 per cent
assumed to be driving too fast? While the
average speed is useful in some types of
speed survevs, we have not used it in our
zoning pracedure because a few extremely
fast cars or slow cars might unreasonably
affect the average figure obtained. The upper
limit of the pace and the speed at or below
which 83 per cent of the passenger cars are
heing driven, are given a great deal of con-
sideration. Generally, there will be but little
difference between these specds. and the
speed zone selected irom analysis of the
speed survey data may be slightly above or
below them. The other factors to be con-
sidered 1 arciving at the proper speed zone
to be selected will determine this, however.

No matter what speed zones are cstab-
lished there will always he complaints that
the speed zones arc too high or else traffic
does not obey them at all. Reliable speed
surveys give the traffic enginecer some {ac-
tual data to check these complaints and, ax
:0 often happens, to refute all nr at least
most of the allegations made.

Tn waking speed observations prior to
zoning., we very scldom inform police offi-
cers or local officials that the speed sucvey
is 1o be made, but in checking speeds in
zaned areas we oiten invite them to witness
the =pced survey. This build< goad will and
helps 10 cxtablish confidence in the data ob-
tained.

WED ' ESDAY MORNING SESSION
October 9, 1940

Joint Session with City and State Police and Traffic Court
Judges and Prosccutors

Presiding: Raw Asuworrth, Chief of Police, San Antanio, Texas. “

What Is Wrong with Traffic Law Enforcement?
By W. K. INGRAM
Chief of Police, South Bend, Indiana

You would expect a police officer to take
the attitude that fife would be much simpler
and casicr if policemen did not have to
bother with cuch nuisances as prosecutors

and courts. But T am not at all ¢ertain that
life would be better under that kind of set-up.

Law enforcement by the palice alone isn't
a new idea. That is the way thines are in
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ltaly, Germany, and Russiz. In this coun-
try we like the checks and balances that
conic under a system of divided responsi-
bility, But there are drawbacks, Probably
the most striking example of the bad side
of this divided responsibility in law enforce-
ment occur: in the application of traffic
law,

1 recognize that there are many things
wrong with both the policing and the prose-
cution of traffic law. But, the main fault, in
my opinion, is that the courts just haven't
caught up with the automobile. Tt secras to
me that there is a tremendous lag between
the reality of the modern motor car and the
court’s technique in coping with the new
situation.

1 have known a judge to sentence a man
from three to 10 years’ imprisonment for
stealing an old car. Then I have ubserved
this same judgce five minutes later finc a man
SI0 for driving while drunk and then sus-
pend the sentence.

No “Oomph"?

Part of the eaplanation is that the average
judge is just plain bored whea a traffic case
comes before him. Traffic cases don’t have
the “comph” of a nice assault and battery.
These judges do not realize that the case
docketed under the dull code of reckless
driving, driving under the influence, speed-
ing, or failing to yield right-of-way, are
cases involving necdless expense and pain.

How can 2 judge turn from a perfectly
fascinating case of wiie-beating to an inno-
cent-looking charge of driving under the
influence, and kecp his proper perspective?
Wife-beating is the sort of thing that every
red-blooded American resents. Dyiving un-
der“the influence is too often loaked upon
merely as something rather naughty.,

In other words, too many of our judges
do not know the meaning behind traffic laws.
Their thinking is still back in the horse-
and-buggy days, when a man could get joy-
ously drunk and rcly on the horse to take
him zately home.

But, even when the judge realizes that
traffic law enforcement is a serious business,
he is often so handicapped by the legal for-
malitics of his court that there is not much
he can do about it. Then the system, rather
than the judge himself, is at fault. Legal-
istic procedure in traffic cases is top-heavy
—a moss-covered antique.

Most traffic cases today involve almost
the same procedure as our most serious of-
fenses, such as murder, rape, and arson. You
know that in many courts trafiic cases are,
in fact, handled on the samec docker.

\Why not sct up a streamlined traffic court
that is quite as modern as the automobile
itself? 1f a scparate court is not practical
in some of the smaller citics, at least the
court could allot a special time for handling
traffic cases.

Indiana System

Perhaps the magistrate court is the an-
swer. In Indiana these courts were author-
ized by the legislature to “meet the many
uew problems whick arise from modern
highway traffic and from other complexities
of modemn life,” in the words of Professor
James J. Robinson, of Indiana University,
a leader in modernization of law enforce-
ment.

These courts are designed to remedy the
¢vils of the justice of the peace system and
10 relieve the crowded dockets of the city,
circuit, or supenor courts. The magistrate
system almost automatically brings traffic
law jurisprudence up to date, regardless of
the variation in the views of individual
judges.

My first indictment against the courts,
then, is: The judges do not take traffic cases
seriously.  Number two is: The system
itself is not designed to handle traffic cases.
Number threc: Endless technicalities play
on the side of the guilty defendant and oper-
ate against the innocent defendant.

You will agree, I am sure, that half the
penalty, inflicted wwice as quickly, is far
more cffective than twice the penalty admin-
istered only bali as quickly. If we could
remove dclay from court procedure, we will
win morc than half the battle toward real
traffic Jaw enforcement.

The clernal procrastination of our courts,
is the bane of the police officer’s life and
a thoroughgoing nuisance to every citizen
who is so unfortunate as to have to appear
in a teaffic case,

Witnesses many times are required to
spend all day in court only to be told they
must return the next day. Naturally they
make a mental reservation never again to be
an cye-witness to a traffic violation, a drunk
driver, or a traffic fatality.
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There is something else which is quite as
destructive as ncedless delay. That is the
scornful attitude of some courts toward
police officers. This attitude destroys police
morale,

The court, on the ather hand, can exercise
a poweriul influcnce in building up marale,
{ don't mean that a court should favor the
police. Not at all! Somctimes, -by rcason
of legal restrictions, the court must acquit
a defendant whom the court knows is guilty.

Under these circumstances the judge could
he of immeasurable bencfit to the police de-
partment if he would frankly explain to the
officer~-privately, if possible—ohere the of-
ficer failed to make an air-tight case. Then,
even though the prosecution lost, the morale
of the officer remains intact.

Too many courts take a lofty attitude.
Some judges humiliate witnesses, abuse of-
Acers, and look down their noses at prose-
cutors. The judge fumes with satire and
scorniully sidicules his victims.

01 course, it is not so tough for the prose-
cutor, as 2 rule. The judge, being a lawyer
~-but not always a good one—has some ap-
preciation of the prosccutor’s job. I am
sorry to sayv that there is na requirement
tkat judges have any knowledge of traffic
prohlems.

fet e quote Harry H. Porter, Chiel
Justice of the Municipal Court, of Evane-
won;:

“To the trathic judges of this nation let
me say: This institution and this authority
committed 1o your care is sacred to the peo-
ple of this nation. Conduct it with the best
of judgment, skill and morality at wvour
command. Justice, complete and unbiased,
must not be delayed, soid nor denicd to any
perzon, upun penalty of vour own con-
science.”

You know, some courts brag about their
ignorance of traffic matters, just as kings
used to brag that they could not read or
write. These courts, basking in the light
of their own esteem, grandly decline to par-
ticipate in community safcty organizations,
aor 1¢ cooperate im a study of traffic acci-
dent prablems.

Some of these courts arce ifunny. The
judge makes such absurd sentences as re-
quiring the violater to visit a morgue, to
write an essay, or to take a generous dose
of castor oil. This is about as effective as

the old style judge who used to order wife-
beaters to kiss their wives every morning,
or go to church for a year.

This is not traffic law enforcement. Silly
sentences do not deter anybody from vio-
lating traffic rules.

Another senseless practice that has been
held over from olden times is maintaining
separate fines and costs. If a man has to
pay $1 fine and $10 costs, he has been sen-
tenced to pay out $f1. He has merely aca-
demic intcrest as to what part was fine and
what part was court costs. Publication of
the fine “$1 and costs” looks bad in the
local newspaper and carries but slight de-
terrent value. It is even worse if it reads
“$1 and costs; costs suspended.”

Suspended Sentence Evil

The police have very properly been given
the devil for fixing tickets, Many cities have
passed so called anti-fix ordinances. But
these ordinances do not, as a rule, touch the
courts.

It seems to me that just about the most
pernicious form af fixing is the suspended
sentence ordinarily practiced by our cousts,
Tt is pernicious because it is essentially
hypocritical.

The court says, in effect—"You are guilty
But T am a pretty good fellow. I'll let you
off this time.” And then the court judiciously
and pompously descends the bench serenc in
the belief that he has added onc more vote
when election lime comes around.

Either a city is going (o permit tickets
to be fixed, or <t isn't going to permit
tickets 1o be fixed. It makes no difference.
from the standpoint of law cnforcement,
whether the fixer is a cop, a prosccutor, or
a judge, and it doesn't matter what par-
ticular technique is used.

I think the refusal of a court to convict
for trafhic violations arising from accidents
—taking the attitude that' the court does
not wish to leave the defendant open tn
damages from a future civil suit—is at least
a first cousin of the ticket fix. It is cor-
winly a rank miscarriage of justice.

What kind of rcasoning is it that permits
a court to decide that a man shall go free
when his actions have resulted in an acci-
dent that endangered lives and limbs, at the
same time punishing another law violator
whose actions haven't hurt anvhody.
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When vou get right down to it, what right
has a police afficer 1o give a violator =
ticket, to arrest a violator an the street,
write out & notice to appear, and release the
violator on his own recognizance? These
are court functions. J.egally, no arrest bas
been made by the mere issuance of a ticket,
legally, the man can be released on his own
recognizance ouly by the court. Morcover,
no police officer has a right to issuc a sub-
poena, another function of the court. Yet

this is donc necessar:., sy the police (o avoid
stutfy court rules.

My only reason for calling attention to
the police sins in this respect is to point
am this moral: At least police operations
are flexible. All the admitted faults of the
police depariment can be curcd by proper
organization, administration, and  well-
trained gpersonnel. I wonder whether the
cotirts may he hrought up to date o0 readily.

What Is Wrong with Traffic Law Enforcement

By JUDGE PERRY A, FREY
Municipal Court of Cleveland, Ohio

Beioce making the bold statement that the
police can and should do a better job, let me
<ay a word about their bosses: the mayors,
councilmen who control the purse sirings.

ofticers e i3 looking for an opportunity to
discharge some offender whose iriend might
have reached his car. It likewise often hap-

pens that the arresting officer will bitterly
)

police chieis and traffic oners, It iz
the duty oi these gentlemcn to know that
traffic sajety is now demanded by every
community. [t is their duty to make a care-
ful study of the problems and then—and
this is o paramount importance—to jurnish
the police depariments with suficieot funds
to bring their man-power up to par and
supply them with the proper wols for ade-
quate enforcement. After this is done, the
courts and the police must assume the bal-
ance of the burden.

Courts vs. Police

There is no doubt in my mind that who-
cver championed the cause of cither the
vouris or police could hurl some very sting-
ing darts. Ti this procedure were followed,
Mr. and Mrs. Motoring Public, acting as the
referce, would be inclined to thiuk less of
courts and police than they now do. To
make their work effective, it is. necessary
that both command the respect and coop-
cration of the public.

The first step in this directiun should be
a camplete understanding and the proper
respect by both for the corresponding prob-
lems, duties and functions of the other. One
should not attempt to run or dictate the
affairs of the other. Satisfactory results,

however, are largely dependem on the co-
operation ecach receives from the other.

Nian whan a ndas epavimands the iraffic

camplain about the court when the defend-
ant is dismissed, in order to cover up their
own deficicneies in preparing their casc.

The Traffic Officer

Wit can we expect of the traffic officer ?
Is he doing the best job he is capable of?
Is e an agent for the prevention of acci-
dents on the highway, and is he at all times
exercising his authority for our protcction?
It is indced rcgrettable, but nevertheless
truc, that we are oftentimes disappointed in
our expectations. \We find for instance, in
some traffic officers the characteristics and
qualifications more suited to an uncouth
low-brow. \W¢ also sometimes find that he
iz a boogey-man parading the highways
scaring, ridiculing and browbcating the
motoring public.

MWhat right has any traflic officer to greet
a motorist, regardless of the violation, by
such remarks as, “Where's the fire?”
“Where do you think you are—on a farm?”
“Who do you think vou are—~Barncy Old-
field 2" “\What's the matter, are vou blind?"
and similar remarks, perhaps not so mild.
I say, he has no right, but he does have an
absolute duty which is printed in almost
every police rule-book in the country, to con-
duct himself as a gentleman at all times.
The traftic officer wlo attempts to browbeat
and scare the motorist and who uses such
language, does more to break down the re-
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spect of the motoring public 1oward traffic
law enforcement, than any other fact 1 know
ui. When such conduct on the part of the
police is brought to the attention of the
court, it tends to weaken and destroy the
court’s confidence in the testimony of such
an officer. Courts then look upon his every
arrest with suspicion. Furthermore, such an
afticer brings the public’s i1l will and con-
empt on his fellow officers, who are in no
way deserving of it. T realize and fully ap-
preciate from my expesiznce as Chic_f Police
Prosccutor and Judge, that many times an
officer is subjected to very unfair treatment
by the public—this, however, does not ex-
cuse him, There should be no room on any
police force for hoadlums, tough guys or

smart alecks.

Besides possessing the qualifications of a
wentleman, Mr. Traffic Officer should thor-
oughly know his job. He should first have
an adequate knowledge and understanding
of bath city and state traffic laws. He should
be able to analyze quickly the facts in any
traffic situavion and present them intelli-
aeatly 10 the booking officer and police
prosecutor. He should be properly schooled

in obtaining ecvidence at the scene. He -

hould be able to gather from the witnesses,
proper and sufficient statements and he
<hould aiso know how to prepare an intelli-
zent report. He should be observing, so that
al least the important details, as to distances,
Lizhung and weather conditions and other
iactors do not escape his attention.

Any arresting officer should not permit
his own personal feeling~ to influence him in
Iringing the proper charge T have known
afficers who for one reason or the other
were over-zealous in attempting to give the
affender a break, and I likewise have known
nificers who are very solicitous in rubbing
in.

Many cases are lost and many a dangerous
iraflic wiolator escapes punishment when he
is not charged with the proper offense. It is
vlementary, of course, that in any criminal
case, the defendant must be proven guilty
lievond a reasanable doubt.

Qur cniorcement receives a  disastrous
Wlow from police chiefs and other superiors
who arc more interested in the number of
arrests and convictions than thev are in the
actual prevention of accidents. The patience

of a court is severcly taxed by such en-
furcement. Traffic men are somctimes repri-

w

mamled for not making more arrests and 1
have also heard that traffic officers were in-
structed to bring in not less than a certain
number of violators, This coucept of rraffic
law cnforcement is very dangerous and has
disastrous results. It tends to stultify honest
officers. Certainly the motoring public is en-
titled to better treatment from the hands of
their paid servants. The police chief who
thinks that enforcement consists solely in
apprehending violators and inflicting a fine
upon them does not belong in this modern
era of traffic law enforcement. Our traffic
departments will serve a much better pur-
pose il they will turn their attention to selec-
tive enforcement with prevention as its pur-
pose.

Traffic men should be stationed at the
places where the most serious violations
and accidents occur and at the time of day
or night when a survey shows they do
occur.  Police should turn their attertion
to major violations which cause the scri-
ous accident; the nse of the spot map and
accident records filed by locations is cssen-
tial for selective enforcement.

It should be the aim of every well-rounded
traffic law enforceraent program to instill
in the public a genuine zeal for traffic
safety. The police are in a position to as-
sume the leadership in this phase of the
program and can do much constructive
work, I suggest a bureau of public rclations
to educate the public in the maiters of traf-
fic safety and to promote the goodwill of
the citizens. This may be done by talks
on safety given by the police at public
zatherings and to various groups; by short
announcements where large numbers of
people are gathered and by the use of the
radio. Safety contests also should be pro-
moted and attractive signs and slogans dis-
played throughout the community. Small
pamphlets and other literatures is available
for the police in many localities for distribu-
tion to the public. Courtesy and waming
cards have also been successfully used in
traffic cducational programs. The police are
in & better position to creaic and foster
the good will of the motoring public and
pedestrians than any other group, They
are the ones who constantly are in contact
with the members of their community, In
the first place, school children are placed
under their care and protection on the
way to and from school and the police
should not let this opportunity pass in dem-
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onstrating to the children that they are
present for their safety and protection. By
showing a real interest in the children and
by their demeanor and conduct toward them
the police will implant in the minds of these
future citizens a favorable and lasting im-
pression of duly constituted authority.
Furthermore, by conducting themsclves
as gentlemen at all times in directing the
vonstant fow of motorists and pedestrians
policemen will gain public support. The
conduct of our police officers in the court
raom is of the utmost importancc. I am
quite fearful that we who are accustomed
to courtroom procedure lose sight of its im-
portance and its effect on the general public.
It is our duty to realize that more people
gain their first impressions and pcrhaps
their last of law and order in a traffic court
than from any other tribunal. The impres-
stons acquired there of justice, Jaw-enforece-
ment and legal procedure may have an im-
portant bearing on their future conduct
TE they see the dignity of the law upheld

and thereby gain a wholesome respect for
Jaw and order, our work has been well done.
If, on the other hand, they find the court-
room to be untidy, noisy and disorderly,
we will have much to answer for.

The Officer In Court

Tt is thercfore nccessary, that the judge
conduct the court affairs in a dignified man-
ner and it is likewise necessary that the
police officer should do his part. He should
never slouch down in his chair, especially
when testifying. His testimony should be
gmiven in a clear and convincing manner:
he should avoid the use of any slang ex-
pressions and address the court and at-
torneys respectfully. He should be alert
to all the proccedings and ncver allow him-
self 1o lose his temper. He should not be
vindictive towards the defendant or any
witness and above ail, he should be courteous
and polite to every one. Such conduct will
always merit the respect of the court for
that officer,

What the National Committee on Traffic Law
Enforcement Found
By GEORGE WARREN

Special Counsel, National Committee on Traffic Law Enforcement

The Committee. composed of judges,
prosecutors, police exccutives, and other
safety authorities, was organized in May,
1938, to conduct a nation-wide study of
traffic law enforcament procedure. Arthur
T. Vanderbilt of Newark, N. J., Past-
President of the American Bar Association,
is Chairman. Franklin M. Kreml, Director
of the Safety Division, International Asso-
ciaton of Chicfs of Paolice, is Secretary.
George Warren of the New Jersey Bar is
Sceretary of the Sub-Committee on Courts.
A. R. Forster, Director of Training, North-
western University Traffic Institute, is Sec-
rctary of the Sub-Committee on Police

The recommendations of the sub-commit-
tees cover enforcement practices of the
police and of the traffic cousts and prose-
cutors. (The report om traffic courts had
already been approved by the American Bar
Assn.)

Upon conclusion of the report, it was
voted to endorse the report of the National
Committce on Traffic Law Enforcement.
This endorsement was confirmed by the
Street and Highway Traffic Section at their
luncheon-business meeting later in the wecek.

The ceports of both sub-committees ap-
pear below.

Summary of Recommendations
Traffic Courts and Prosecutors

Traffic Laws
i. Traffic laws with inhérent defects
should be revised and those which are un-
enforceable or unnecessary should be re-
pealed.

2. Traffic statutes should be founded upon
the “Uniform Vehicle Code” and the
“Model Traffic Ordinances” with only regu-
lations purcly local in nature leit to local
ordinance. However, an exception ~honid be
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made where this would result in ousting
local courts from jurisdiction to try traffic
violations. ¢

Traffic Courts

3. All courts should treat traffic cases
apart from their other business.

4. Special courts for traffic cases arc
necessary when the number of cases reach
7,500 per year with a violations bureau in
operation, and 15,000 cases per year when
therc is no bureau,

5. The idcal traffic court organization
would be on a state basis with various dis-
trict courts, and with cdircaits operating
from cach district. .

6. Physical courtroom conditions should
be improved as to facilities, arrangements,
cleanliness, and appearance.

7. The taxing of courts costs as a scparate
penalty should be eliminated, and the fine
assessed in onc sum. If costs are included,
they should be in a reasonable amount.

Violations Bureaus

8. Violations bureaus are to be used only
when the number of traffic cxses make it
impossible for the court to properly dispose
of them.

9. The basis for all violations bureaus
should be a signed plea of guilty and waiver
of trial.

10. Schedules of hnes charged at the vio-
lations burcau are not to be alterable.

1i. The bureau should handle the least
hazardous violations and should deal with
moving offenses only when they respond to
treatment outside the courtroom. Major
traffic law violations should never be han-
dled in a violations bureau.

12, Assuming conformity with the recom-
mended basis for violations bureau juris-
diction, the payment of fines by mail, prop-
erly safeguarded, is recomsaended.

13. Fines assessed at the violations bureau
should be in average amounts used by the
judge for the same offenses, and should be
scaled higher for repeaters.

Traffic Judges

14, Traffic judges should recognize the
fact that a kmowledge of traffic laws, traffic
policing and engineering is necessary in
addition to a legal background and should
?im to obtain an understanding of these
aclors.

13. Traffic judges should not be selected
by local authority or on a Jocalized basis
where appointment or election on a wider
scale is possible.

36. The sclection of allernates for traffic
judges should be safeguarded.

17, Where more than one magistrate is
available for the traffic bench, it is recom-
mended that one judge be assigned to that
post permanently or for a long period, rather
than the use of a system of rotation of
judges.

18. Traffic judges should be under the
supervision of a chief magistrate who should
be given regulatory powers.

Prosecutors

19. It is recommended that the title
“Prosecutor” be eliminated in favor of
“Public Attomey” ar “Public Solicitors” or
a similar term.

20. “Prosecutors” should be assigned to

traffic conrts for aid in the disposition of
cases.
21. Where the information on the ticket
or complaint does not afford the prosecutor
sufficient dcrail, the arvesting officer should
be required to furmish him with an addi-
tional report.

22. Prosccutors should not be used for the
purpase of deciding whether a traffic viola-
tion should be brought 10 trial.

Defenge Counsel

23. Bar associations should interest them-
sclves in ascertaining what the function of
a lawyer in the traffic courts should be, and
in encouraging the maintenance of that
standard. -

Traffic Court Procedure

24. Preliminary hearings in minor traffic
cases should be climinated.

25. Summonses and tickets should be re-
turnable on particular days assigned to of-
ficers. .

26. Where the volume of cases is large the
time of appearance should be staggered
according to the type-of offense.

27. Complaints other than tickets are un-
necessary and should not be used in traffic
cases where the officer witnessed the viola-
tion.

28. Dockets should be kept by the court
clerk’s office and traffic cases should be kept
in 2 separate docket.
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29. Daockets shoutd be in duplicate, the
disposition 10 he marked on the original by
whe judge at the time of trial.

30. Fach defendant should be treated as a
single casc regardless of the number of
charges against him.

Appearances should be enforced by the
service of warrants through the police de-
partment and by additional fines.

32. The traffic court judge should be made
solely respousible for the granting and use
of continuances,

33. Continuances should not be used for
the purpose of allowing violators an oppor-
tunity to obtain the money nceded for the
fine. Instead, survender of the offender’s
license until payment is made iz recom-
mended

The Jury

34 The use of juries in trials for sum-
mary or minor traffic offenses should be
eliminated.

Appeals

33. There is need for the study and re-
vision of the appellate procedure available
to persons convicted of traffic offemses.

Conduct of a Traffic Court

36 There is a general need for higher
standards of dccorum and courtroom pro-
cedure in traffic cases.

Punishing the Traffic Violator

37. Juvenile traffic violators "should be
treated by rtraffic courts except where a
behavior problem is involved

38. Rigid and set fines (as distinguished
from flexible standards) for the various
traffic violations are to be discouraged.

39. The utilization of effective methiods
other than fines and sentences for the pun-
ishment and trecatment of traffic violators,
should be encouraged.

40. The primary aim of the traffic court
should be to impress defendants with the
need for traffic law observance rather than
to penalize.

The Fix

41, Reduction of charges in traffic cases
should be a judicial power and exercisable
only by the judge.

42. Judges showld hold police officer,
prosecutor, or both, strictly accountable for
deliberate attempts to  weaken the case
against the defendant.

43. Clerical procedure should be revised
for the purpose of permitting audits, allo-
cating responsibility and providing checks
on the handling of cases before they are
tried.

Records

H. Traffic Judges should be furnished
with the traffic record of the defendant by
the police depar(mcm to be used only after
deciding guilt in the present case, for the
purpose of the p

45. Drivers’ records should be state-wide
for maximum effectiveness and made avail-
able through police departments to traffic
courts throughout the state.

46, Traffic courts should kecp daily cu-
mulative records, broken-down by division
into the common offenscs, and published ar
least annually.

Conviction Reporting

47. Bar associations and other interested
groups should interest themselves, where
necessary, in the problem of the failure of
judges in waffic courts to report convictions
as required by state law.

‘The Justice of the Peace

48, The justice of the peace systcm is out-
moded and its plan of organization, in-
cffective for good traffic law eniorcanent
It is recommended that the justice of the
peace should be replaced for the trial of
traflic cases by a statc-wide syvstem of reg-
ular courts with trained personnel func-
tioning on a circuit hasis from centrally
located scats and under the supervision of a
chief judge.

Qualifications and Sapervision

49.* Minimum qualifications should be
prescribed for candidates for the office of
justice of the peace.

30. The hasis gowrmng the number and
focation of justices of the peace should be
revized to allow the existence of a reason-
able number of officers and an efficient dis-
tribution.

51. Adcquate supervision should be pro-
vided, and regular inspections made of all
functioning justice courts,

Fee Systen and Salarics

52. The present fee system in vse in most
states as a method of remuneration for
justices of the peace, should he abolished
and replaced by a means of compensation

*Recommendations numbers 49 to 57 are subject
to recommendation number 48,
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not depessdent in any manncr upon the de-
cision in the case.

33. Where practical, fair and adequate
-alaries should be given justices of  the
peace.

Administration of Justice

34, Courtrooms should be furnished to
justices in the various localities.

3. The choice or selection of a particular

justice court by the arresting officer should
not be permitted if the practical necessity
therefor is removed.

36. The practice of taxing costs should be
eliminated.

57. All justices should be furnished with,
and required to keep, satisfaciory dockets,
financial and other records, and should be
obliged to report to a county or state office
at least monthly.

Summary of Recommendations
Traffic Police

I. ENFORCEMENT REQUISITES

Organization and Personnel

1. The principle of specialization should be
followed in policc organization for traffic
vontral.

2. Trafiic  divisions, incorporating all
functions of traffic control, should be set up
in city police departments as major units ot
the organization.

3. All uniformed units of city police de-
parunents should participate to tie greatest
possible extent in the trafiic law enforcement
program.

4. Trathe officers should be carefully
sclected upon the badis of interest in and
aptitude for traffic work.

3. The personnel strength of traffic units
in any city rhould be proportional to the
dJemand- imposcd by local conditions.

6. Must ofcient possible use of present
available trafhic personnel should be sought
as 2 prevequisite o attempls to secure addi-
tional pes-onnel

7. Trafiic azugnmens -hould be made ar-
tractive 1o qualified officers by elimination
of unnevessary undesirable aspects of such
asiamments,

8. Specia! headquarters units for func-
tional supervision of traffic work should be
st np in stare deparuments.

9. Organizational specialization as prac-
ticed in cities i5 not practicable at present in
state departments, but the amount of traffic
work done by all state officers should be
propartional to the importance of the traffic
problems and should be directed on the basis
of recommendations of the headquarters
traflic unit,

Administration

10. Commanding officers of traffic unils
should be sclected upon the basis of their
persona] and professional qualifications for
such duty,

11. Commanding officers of traffic units
should be given rank and authority com-
mensurate with their responsibilities and the
relative importance of the traffic control
function.,

12. The commanding officer of a traffic
division should have an adequate number of
commanding officers to insure proper direct
supervision of personnel and activities,

13. Training in adwministrative duty per-
formance should be provided for command-
ing officers.

I4. The administrative responsibility in
traffic control should be conceived of as in-
volving program planning. supervision, and
support building, rather than merely rou-
tine personnel supervision.

15. Detailed periormance recovds should
be maintained and stuclicd a= a major step
toward effective enfarcement admini-tration.

Training

16. Recruit training schaols zhould in-
clude approximately 73 hours of traffic in-
struction.

17. General in-sepvice school: ~hould in-
clude approximately 30 hours of traffic in-
struction.

18. Special in-service courses <hould be
conducted for cach rraltic umnit in city de-
partments,

19. Trafac instruction should provide at-
tention to various topics in proportion to
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their importance and the needs of the par-
ticular class being taught.

20. The quality of training must be kept
at a high level by care{ut attention to course
content planning, selection of qualified in-
structors, employment of effective teaching
methods, etc

21, Training must be of such character as
to “sell” as well as present instructional
matter.

22, Training must be used as an aid 1o,
not a substitute for, execution of a sound
enforcement program.

JI. ENFORCEMENT PRACTICES

Policies

The importance of police enforcement pol-
icies as an influence on the quality of en-
forcement, and the necessity of determining
such policies, demands carcful attention to
their development, in accordance with the
following principles:

23, Policies should be developed by ex-
ccutive officers and in general uniformly
followed by all personncl.

24, Policies should seck achievement of
proper balance between the needs for rea-
sonableness and of effectiveness in enforce-
ment.

25. Enforcement action should be taken
on the basis of commission of violations,
without undue consideration of such ele-
ments a5 intent, degree of hazard, frivolous
excuses, eit.

26. Non-resident violators should  gener-
ally be treated in the same manner as resi-
dent violators.

27. Tolerances should be granted only
when, and to the extent that,"such action
makes possible more efficient, reasonable,
and eflective enforcement than would “lct-
ter of the faw” enforcement.

28. The gap between an existing and a
smaller desired tolerance should be closed
gradually rather than suddenly. -

29. Warnings should be used to augment
arrest activity; a printed form should be
issued, a copy being retained for filing; re-
peaters should be prosecuted.

30. Arrests should be made for major
vehicle defect violations, and 2 defect no-
tice, to be returned with proof of correc-
tion, for minor defects.

31. Enforcement quantity should be meas~
vred in terms of convictions, using the “en-
forcement index,” and maintained at the
level of maximum effectiveness as deter-
mincd for each jurisdiction on the basis of
analysis of the local accident and violation
experience.

32. The use of arrest quotas should be
avoided; desired levels of enforcement
should be considercd only in general admin-
istration of the program.

33. A low level of enforcement quantity
should be raised by gradual steps rather
than suddenly to the desired level.

M. Police should refrain from traffic case
fixing, follow practices which do not en-
courage violators to seek special treatment,
and enlist cooperation of other agencies in
its elimination.

Assignments

Lack of selectivity in enforcernent, and
curtailment of patrol strength by special
assignments greatly reduce cfficiency in
traffic police work Elimination of these
faults is the first step to be taken to in-
crcase and improve enforcement, as recom-
mended below :

35. Motorized traffic patral assignments
should be based wholly in cities and insofar
as possible in rural areas mnpon study of
accident records to secure maximum pos--
sible selectivity 2s to times, places and viola-
tions. Selective enforcement should also be
applied by other units of city depastments.

36. Assignments should be based upon
regular periodic studies of those accidents
of a type lable through enfor

37. Arrest records should be analyzed 1o
determine the degree of selectivity in cn-
forcement actually achicved.

38, Drains on patrol strength should be
reduced by elimination of special details
where the public interest is not served, and
by reduction in other non-patrol duties oi
motorized officers, particularly school cross-
ing assignments,

Tactics

Tactics employed in the execution of the
enforcement program have a great bearing:
on its effectivencss. The following pro--
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cedures are recommended with respect to
leading issues in this regard:

39. Single officer traffic patrol should be
maintained to the greatest possibie extent,
in the interests of effective control, subject
to necessary modification to insure safety of
officers.

40. Motorcycles are most effective in c.ity
traffic patrol work. Cities suffering a high
accident rate for motorcycle officers can re-
duce this by improved training and super-
vision. Cities frequensly unable, becausc of
adverse weather, to maintain motorcycle
patrol should regularly use 2 fleet compased
of both numbers of cars and motorcycles,
maintaining patrol in the former alone when
weather conditions require. Automobiles are
superior in general for rural highway patrol
work and shauld be used except in arcas
where the motorcycle’s advantages commend
its use. .

$1. Traffic patrol cars should be clearly

designated for close-range identification but )

not extremcly conspicgous.

42. Both trolling and semi-con-
ccalment meothp:nds Is):muld be employed, each
to the extent necessary for proper trafhc
supervision and adequate violator apprchen-
sion. Complete concealment and other forms
of deception should be avoided.

43. Speed violator detection should be ac-
complished primarily by having patrol offi-
cers pursue and pace cars. Mechanical s
checking over ed distances should

employed only where it affords the only
practicable mcans of securing nceded speed
taw enforcement.

44, The *“wafic sampling” technigue
should be used only to the extent that it
can scrve as a helpful and ncccssary'adn.mcl
to patrol operations in controlling violations
of a type not casily controlled by o_thcr
methods of patrol work. The technique
should be sclectively employed, with 'avoid-
ance of “drive” aspects or undue disturb-
ance of normal traffic movement through
large scale “blockades.”

43. Citizen violation-reporting groups do
not effectively augment regular enforcement
activities and their creation by the police is
not recommended.

46. Chemical intoxication tests should be
employed by police as the basis for pros-
ecuting persons driving under the influence
of liguor.

47. Effective enforcement attention nust
he directed to violators involved in acci-
dents through more and better investigative
work and through prosecution by police
rather than citizens insofar as possible

48. Case preparation and court work of
police must be improved to provide closer
coordination of the work of all enforcement

_ agencies and more efiective enforcement.

49, Warrant service must be improved
both as to percentage of service a‘nd eﬁ’}-
ciency of police procedure in handling this
jab.

WEDNESDAY MORNING SESSION
October 9, 1940

Group Session on Public Education
Presiding: Paul F. Hni, Director of Safey Education, Department of Public Safety,

State of Towa, Des Moines, Ja.

Training the Adult Driver
By MILDRED Y. McKAY
Director, Adult Education, Cleveland Automobile Club, Cleveland, O.

Perhaps part of the price we pay for our
motor transportation could be elimninated if
we spent a little more time, money and rﬂo.n
on the two-bit driver, who is using the bil-

lion dollac highways, and the thousand dol-
lar cars so carelessly.

Very little has been done directly for the
man behind the wheel—the driver himself,
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The driver has been given roads, cars, regn-
lations, and the cooperation of the enforce-
ment officials, but he has no¢ been taught to
use them properly.

It becomes obvious, therefore, that spe-
cific. as well as general things, must be
done for the man who attempts to guide a
motar vehicle. Accidents happen singly and
to individual drivers. It is by reaching indi-
vidual drivers that an cffective fight against
thezc accidents can be waged.

Now, our problem is, just what are some
oi the specific things that we can do to
heip this man, who drives or intends to
drive, do a safer and more intelligent job?

The American Automobile Association
has heen giving this problem a great deal
of thought in the past few years. The result
of this. plus a lot of hard work and some
money, has resulted in a driver-training pro-
2ram. This program has taken hold very
firmly in the high schools, and anention is
naw being given 1o the adults who do not
have the opportunity to learn alwut traffic
~afety in school.

The aim of adult driver training is aat
only ta teach the driver the actual skiil re-
quired, but to bring to bis attention all the
passibilities at his disposal to obtain the
maximum pleasure and safety from driving.

\What car we do ta reach these aims?

O course, the most desirable procedure
weatld be a complete driver training program
fvr each new driver and a retaining proce-
dure Tor many old drivers.

A Training Program

A complete driving program should have
iliree major parts: First, a serics of driver
Te-ts 16 ascertain whether the applicant is
phvsically, mentally and emotionally capable
of Landling a car safely. Once aware of
hi+ difficulties, the individual can be aught,
il many cases, 10 cumpensate for them. For
instance. some individuals have a low resist-
ance o glare \When they pass a car at night
they inay have to drive for seven seconds—
sametimes even as long as 12 second<—he-
fore their exes become readjusied and they

cant again see clearly. Such people have a
rivhit (0 know how great a hazard they are
and to realize how necessary it is that they
refrain from driving when it would subject
them to glarc.

There i3 a defuite psyehologieal value,
tao. in these tests. They make the new
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driver more aware of the serious responst-
bility he owes society when he exercises the
privilege of pilcting a car on a public high-
way'; they impruss upon him the fact that
part of his responsibility as a driver consists
of seeing that he is physically and mentally
competent.

The second part of a complete program is
a series of classroom lessons. As much as
possible should be taught in the classroom
because here a large number can be handled
by one instructor at one time, thus substan-
tially cutting the costs. In the classroom the
student can be taught the names and posi-
tions of the various parts of the car, their
functions, and the driver's part in control-
ling the vehicle by mcans of the levers.
pedals, buttons and knobs.

There is a three-fold objective in includ-
ing this kind of a lesson in an adult driver
training program. First, to have the driver
handle his car more intelligently because of
his uoderstanding of it: second. (this i
particularly important with the more timid
drivers), to give them more confidence. By
understanding what makes a car go, thev
lose the feeling thar it is some mysterious
monster which may break through the traces
and do unpredictable things. Third, to give
the driver an understanding of the carc a
car requires. When 49 of the best drivers in
the United States were asked to what they
owed their good records, “Keeping the car
in good condition,” led the lise

There should be an opportunity in the
classtoom 1o study laws and ordmances.
Attention should be given to the develop-
ment of a comimendable driver attitude.
Courtesy of the road should e discussed
thoroughly along with sound driving prac-
tices.

With such a program 2 new driver would
not be permitted to guide an automaohile
until ke has first proved himseli to be physi-
cally capable oi handling a car saicly and
has learned as much as possible in the
classtroom,  Dual-control cars should be
used for his road lcssons and this should
not be an obstacle 10 any group imerested
in promoting training oi this kind. There
was a time when dual-controlling might
have been an elaborate and expensive proc-
ess5, but now almest any good mechanic can
put duals in a car at a cost not excceding
$25, at the very most, and it can he done for
lest than balf of that.
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tdeally, the new deiver should spend at
Jeast two hours where there is no traffic,
ur, at least, until he has learmed the funda-
mentals of clutch and brake control, shifting
and judgment stops. That is, judging the
speed and distance so that the car can
brought to a smooth stop on a four inch
line. He should be kept away from other
drivers until he has learned to start and
stop his car on a hill without sliding back;
hand signals, steering, and road positions
ui cars about to make turns. This is a very
different procedure from the trial and error
method which has been used in the past and,
for the most past, is still being used in
this so-called enlightened age.

A private training field has been opencd
by the Cleveland Automobile Club. This
held was developed from a vacant lot and,
although small in size, contains many of the
trafiic situations which are to be met on the
road. There are cross streets with varying
angles of imersection, railroad tracks, a
traffic light, a three per cent grade, a fiteen
per cent grade, curbs for parking Jessovs,
angle parking lines, pedestrian crosswalks,
etc,

Trained Instructors Needed

Road lessons should be given ounly by
trained instructors. The best drivers are
not always the best teachers, Fron:l the
qualifications that are offered by apphm.nts
for positions as insiructors one \\-ould' think
that a no-accident record ov:. a period of
time was the only requircoent. The most
difficult job in conducting & program of
this kind is to get good teachers who have
a background of guod driver training.

After instructors are selected they should
be given a carelully \\'ork‘ed out course of
<study. After three years of experimentation,
detaiicd lesson plans and corresponding as-
signments in the AAA Sponsman_like Driv-
ing Book have been developed. If these as-
~ignments cannot be followed by classroom
discussion, question sheets can be used as
a study guide and as a check of the stu-
dent’s diligence. These question sheets, as
they have been developed by the Cleveland
Automobile Club, cover the assignment and
the road lesson of the day and must be
filled out and returned before the next
lesson period. The instructor can quickly
correct any mistaken idea the student may
have before permitting him to progress.

Even ailer a complcte training program,
tack of experience is bound to play a part
in the driver'’s career for a shert period of
time. During this period of formation and
setting of driver habits, he is apt to react
a little more slowly than a more experienced
driver. His judgment will probably be less
accurate, he may take too much or too
little room on a corner, or do other things
equally as annoying to the experienced driver
and which may be contributing causes to -
an accident. For this reason, while we arc
1alking about training the driver, let us also
teach him to identify himself for his own
and others' weliare. A simple means of
identification is a new-driver plate that can
be attached cither to the license plate or the
bumper of the car. Many hundreds of these
are now in usc in Cleveland. There is no
patent or copyright on these plates and t_hc
proper launching of new-driver phles. for
the protection of both old and new drivers
in your community would be a large step
towards greater traffic safcty and fairer
highway usage.

Perhaps one of the largest probiems in
reaching and training the driver is !o.makc:
the driver, himseli, realize the necessity oi
this training. For so many years drivery
have becn learning by the Jones method,
with whiclt you ave all familiar, T am sure.
that the idea of taking the time to reully
study the thing out appalls them.

A course of training such as we have bien
discussing is being offered in many citics by
the motor clubs, on a cost basis. In some
states, the state is attempling to take over
driver-traming and is operating through
its state highway patrols. Threc-quarters
of my class in driver training at the Na-
tional Institute jor Traffic Safety Training
this year were state highway men who were
doing, or intended to do, driver traininy
as part of their duty as officers. A program
of this kind could fall naturally into the
state accident prevention frograni.

‘The Finaacial Side

We have had such a school in Cleviland
three years, and caci. year has seen it grow
until now it is enrolling from 130 10 170
students a month, Because we have o fund-
with which to subsidize sach a projcct
the cost must be borne by the student, The
need and the dusive of the public that ~uch
training be available is readily sevn in this
instance: When people are will'ny 1o pay




from $13 1o $25 to learn 1w drive currectly.
think of the hundreds and even thousands
in this one city who would welcome the op-
portunity to be taught correctly if they were
but given the chance, frec of charge, or at
ost, bear only part of the expense.

Such a program is costy and peopic ask,
“Bur what can we do if we can’t have a
complete driver-training program? Is there
notlnng we can do?” Of course there is,

. Much can be accomplished by inside courses
which are not costly. Onc instructor can
handle 100 or more at a time. These courses,
which we have given in Cleveland, have
proved as valuable to drivers as to non-
drivers. Esxperienced drivers weclcome the
ppporzunity to learn more about sound driv-
ing practices, Jaws and ordinances, the care
and upkeep of the car, etc. These courses
can be started through your PTA’s, \Women’s
<lubs, luncheon groups, etc Any civic-
m_inrlcd organizalion can obtain the services
oI a teacher and promote such a course or,
better still, intcrest the local AAA club to
work with you. It is truc that individuals
who have been taught in an indoor class
have not actually been taught to drive, but
they are individuals who are deteamined to
Jearn. Regardless of who their teacher is
or will be, they are going to be better driv-
ers for the efforts put forth in the class-
rom
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i have been asked in the past if drivers
who have been carcfully and scientifically
trained have better driving records than
others. We are well on our way to prove
that they certainly do have. The records of
854 individuals were taken from our files,
These former students ranged n age from
16 to 75. Their driving cxperieiice was over
a period of from one to two and a half
years. The police department checked their
records carefully for these names and found
only fAve violations agaminst them. Three
were for light crashing and two for speed-
ing. Qur next task was to take from the
state files, names of persoms that matched
as to age, sex, occupation, and driving ex-
perience the 854 taken from our files. These
people had learmed in some wanw  ather
than a scientifically planned course - we
wanted to detenmine whether trained driv-
ers made better driving records than those
who learned in a hit-and-miss fashion. To
date 100.namcs have been matched, and out
af the 100 names there have been found
three with violations against them in the
police department. One was for cutting in
at a traffic light and driving withowt a Ji-
cense, another for an improper tum at an
interzection, and the third for light crashing.
If this sample is at all representative of the
rest we are secking, we can expect to find
approximately 23 violations as against five
fouud in the trained group.

Reaching the Rural Driver and Pedestrian
By HERBERT B. SIMPSON
Exccutive Secretary, Utah Traffic Safety Council, Salt Lake City, Utah

Just because accidents occur in rural arcas
it is no indicalion that the aperators in-
volved necessarily reside there. From the
aumber of peogle involved in urhan accidents
who reside in rural areas, it appears that all
drivers and pedestrians must he reached if
we are 10 show a materfal improvement.

The best way to attack this problem is by
A sate-wide safcty program. The first step
should be to sccure improved accident re-
porting. particulariy from rural arcas. Ac-
cideni reports must be amalyzed 1o deter-
mine the type, location, time of occurrence,
and residence of drivers and pedestrians -
involved. In addition to this, the habits and
general characteristics of the residents of

the state should be studied to determine the
most effective ways of reaching the public
gena:all_\'. For example, if it can be de-
termined that a large percentage of the
population are ardent church members this
presents an ideal mcans of reaching the
pcop]e. In like manner, if a certain com-
munity is engaged principally in agriculture,
contacts can he made through farm clubs.

Every possible means of reaching the
driver and pedestrian should be employed.
Utah is altcmpting to reach the rural pedes-
trian and driver by its state-wide, standard
safety program. Qur organization includes
2 committee of state department hcads
known as the Governor's Traffic Safety Co-
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ordinating Committee, and the group known
as the Utah Trafic Safety Council, com-
posed entirely of private citizens. These two
groups cooperate clasely.

As a result, rural traffic deaths have de-
creased 13 per cent during the first six
months of 1940, compared with the same
period of 1939. During this same period
rural pedestrian deaths declined 23 per cent.

About 70 per cent of Utah's population is
grouped in a relatively small area in and
surrounding its three principal cities. The
balance of the state is rural, with scatteced
small cities of 5,000 population or less.
While considerable effort has been put forth
by state officials and the Council in assisi-
ing the citics in their safcty program, we are
dealing with the traffic problem on a state-
wide hasis, and endeavoring to reach all
drivers and pedestrians,

Newspapers Cooperate

Thc papers of Salt Lake City have co-
operated wholcheartedly with the state pro-
gram. They have state-wide circulation and
their pohicy of giving traffic safety a prom-
inett place has been of great benefit. One
paper carries 3 series of black and white
flags to indicate the status of trafiic deaths,
not only in Salt Lake City, but in the heavy
populated areas of the state. This creates
commumity interest to “keep the white flag
flying” in their community.

fustcad of merely relating the Tact that a
serious accident has occurred, in every in-
stance possible a diagrammatic picture is
printed showing the details of the accident
scene, the cause of the accident, and how it
could have been prevented. Arrows indicate
the direction of the cars, or the pedestrian
involved.

These papers have also been instrumental
in urging better accident reporting. In spe-
cial instances of failure to report an acci-
dent, publicity has been given with the result
that traffic officers are reporting promptly
rather than have their inefficiency played up
in the papers.

The jaci that the leading papers of the
state are devoling so mwch space to the
trathc problem, often on front pages and by
excellent editorials, has opened the cyes of
the country press 1o this type of news. Now
country papers are devoting more space to
trafhic safety. All of this is having an effect
on the driving and walking habits. Local
magazanes have given publicity to our pro-

gram. For example, a magazine supported

by the farm clubs devotes considerable

space to traffic safety every month.
Radiograms Effective

In obtaining publicity we have not over-
looked the radio, and have received excellent
cooperation. While for some time we used
public speakers for radio talks and spon-
sored other programs, it has becn our ex-
perience that the most cffective method is
through the use of short messages such as
radiograms that can be given from the
studio when the apportunity presents itself.
A series of these messages is furnished
weekly to all stations in the state and have
heen put on the air daily without cost to
the Council. Most of the stations use these
in connection with the regular news broad-
casts.

The Utah Traffic Safety Council issues
a monthly mimecographed safety “News
Bulletin” This is a 25-page booklet which
outlines the progress of the program and
contains statistics and all pertinent informa-
tion relative to traffic accidents and preven-
tion work. This is distributed to city and
county officials, chairmen of safety com-
mittees of service and civic organizations,
school superintendents, cditors of news-
papers, church groups, and members of the
Safety Council. Much of this material has
lieen copied by the country press and is also
used by Council members and others as a
background for safety talks, and by church
and school groups.

Trafic safety circulars have been dis-
wributed. For example, through the coopera-
tion of the Utah-Liquor Control Commis-
sion, ducing the 1939 Christmas holidays
cach purchaser of a bottle of liquor received
a leaflet bearing the following message:

“Don't turn holiday cheer into gloom.
Drive carefully!

“Many serious dccidents arc caused by
drinking drivers and pedestrians”

“This apparcntly was cffective, as no fatal
accidents involving liquor were experienced
during the holiday scason.

Another very effective contact was ob-
tained through the ccoperation of the Pub-
lic Welfare Division. Safe Walking rules
were mailed out with the relief checks. Ia-
asmuch as this circular was thus placed in
the hands of all persons on relief, a great
portion of which were elderly non-drivers,
the class most prone to pedestrian accidents,
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it is difficult to overestimate the importance
of this approach.

The State Road Commission has vecently
adopted the new standard for pavement
marking of “No Passing™ zones, and in co-
operation with the Commission, the Council
has circulated 2 pamphlet containing infor-
mation with regard to the meaning of the
new nrarking, and also containing important
traffic safety rules. This has been distrib-
uted through flling stations and with oil
company wmonthly statements; by chorch
groups, and in other ways by which drivers
can be reached,

Schools Included

This falt cach school ¢hild is taking home
1o his parcnts a letter containing safe walk-
ing and driving advice. This letter is similar
to the one nsed in Des Moines, but we are
doing this on a state-wide basis, and every
school child in the state is hringing thic
zafety message home to dad and mother.

Another phase of the program was the
development of a traffic safety course for
elementary and secondary schools through-
out the state Twao colleges have made avail-
able a tcachers’ training credit course in
trafiic safely, and we are slowly acquiring
trained personnel to carry on this impartant
work.

Safety Council members and highway pa-
trolmen have given safety talks before
clementary and high schools, and Rlm strips
and snotion pictures have been given in the
major high schools throughout the state.
Parlicular emphasis has heen placed on
rural pedestrian problems in all school and
other public gatherings.

The Mormon Church has rendered in-
valuable service in traffic safety education
work., From 75 per cent to 90 per cent of
the rural population are members of this
churchi and a substantial number attend at
least once a week.

Early this year the Presiding Bishop di-
rected a letter on traffic safety to all Ward
Bishops, asking them to take an active part
in the program. This letter was read in cvery
woh-division of every ward. One outstanding
feature of the church is that once a month
visiting teachers contact ecach home in ihe
ward. There 1eachers have carried the safefyv
message 1o the hrames, both vertally and in
printed form.

The Chuzeh: Felds 3 wmi-annmal confer-

ence in Salt Lake City, which is attended
by representatives of most of the church
sub-divisions, and at the close of cach <es-
sion of the conference, church leaders cau-
tion all in attendance to drive and walk with
care.

Early this year the church couperated
with the priacipal ontdoor advertising com-
panics and erccted 110 safety panels in rural
localitics, dealing primarily with the drink-
ing driver.

Enforcement Plays Part

We have not overlooked the important
item of cnforcement which has a definite
bearing on rural traffic problems. In addi-
tion to increased arrests, the State Highway
Patrol has taken an active part in our cami-
paign by waming pedestrians found to be
violating safe-walking rules.

The Eniorcement Committee ni  the
?ouncil has stimulated the training program
for rural traffic officers and has conducted
meetings’ in the larger counties. which were
attended hy judges, state patrolmen. sheriffs,
city police, service club membere, and citi-
zens interested in traffie cafety. Accident
Teporting, particularly  from  rural areas,
has been greatly increased. In thic connec-
tion, 3,000 accident rEPOrting posters Were
prepared and  distributed in local police
htafiquarlcri. public buildings. and f'ine
stations,

Driver Licensing Tightened

Prior to the existence af the Coundil,
drivers’ license examinations were conducied
by the Patrol as part of their routine dury,
but, as a result of the study by repre-emi-
atives of the National Safety Couucil and
their cffective cooperation and direction, this
imporiant function was twrned aver to a
newly created division of the Mate.r \ehicle
Nepartment.

The National Safety Council und the
American Astociation of Mator \ehicle Ad-
minisirators conducted an intensive school
for drivers” license examiners. A naw filing
and record system was adopted, a: was the
minimum  standard examination. In addi-
tion, a driver's handbook, containing impor-
ant driving rules and regulation:, was pre-
yared and distributed. The newly trained
cxaminers conduct this rigid examination
at all county <eats at reaular intervals
Drivers' license checks of blockade< are
conducted at rural locations. W fnund in

Street and Highway Traffic Scction

many cases where rural drivers had been
aperating a vehicle for several years withowt
a driver’s license, and their attitude was
sych that a license was unnecessary as they
had never before been asked to produce one.
Iu addition to the regulatory cflect of the
blockades, the ncwspaper publicity carried
on in conjunction with this activity has
created in the minds of all citizens a higher
value of their driver's license.

As a part of the new driver licensing pro-
gram. an individual driver’s record was in-
stalled and records of all arrests, wamings.
and accident: are filed in ecach individual
record. When any driver develops a bad
record, the Motor Vehicle Department takes
prompt action to call it to his attention. In
many instances, 2 warning letter from the
deparunent has been all that was necessary,
hut se far this year, revocations and suspen-
¢ions have increased over 100 pre cent, com-
pared with last year,

Traffic Engincering

A traflic engincering division has leen
et up and all locations having three or more
traffic accidents during the past year have
received special studv. Many engineering
improvements have been made where intense
srudy  warranted  these revisions, The re-
suliz of these engineering studies have been
called to the attention aof the Patrol when
it was apparenst that enforcement rather than
engincering was needed at certain locations.
These cnginecring improvements have con-
sisted of the installation of adequate lights,
reconstruction of hazardous intersections,
channelization of important highways, aml
revisions in speed zones, Fifty miles of rural
«idewalks have heen constructed during the
past vear.
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Onc hundred and forty railroad wrade
crossings were equipped with train actuated
warning signals, and forty-one little nsed
grade crossings were closed to vehicles.

While Urah is fortumate in that the
«reater portion of its laws are in coniarm-
ance with the Uniform Code, there are many
important matters of legislation which are
heing considered by the Council.

In attempting 16 vcach the rural driver
and pedestrian, several facts chould be bome
in mind. Tt should be ranembered ar all
times 1hat, although practically all of the
people faver traffic safety programs< and
endorse them heartily. they invariably iorget
that they also need the protection afforded
by the program. It is our opinion that the
catire program must he directed with 1his
thought in view, and activitics must be car-
ried out along all lines, and withh such in-
tensity. that i is impossible for drivers and
pedestrians to escape the effect of ar feast
e or more phases of the program

Everv effort must be made to zecure amd
maintain  the support of the press and
radio; all schools must share their portion
of the hurden in safety educational wark:
and church, civic, service. and iraternal or-
ganizations must he made 1o realize thar 1 e
responsibitity is partly theire and a portion
of their work must be devnted o trasfic
~afetv, Rural traffic officere must be wrained
and the program of the Hichway Patral
and the local officers must he carrelated in
a hroad plan of selective eniorcement. An
engincering study must be made of all rural
traffic accidents and suitable action 1aken
by means oi enforcement and educution, us
well as engincering.

The Problem of the Adult Pedestrian
By MORRIS M. NAUMOFF -
Ecducation Secretary, Better Traffic Cammittee, City of Pittsburgh, Penn.

The pedestrian 5 not the “forgotten
man” of traffic; he is the “sick” man of
iraffic whose equal rights have been scorned
in favar of the motorizst, Too many palliz-
tives have heen administered the pedestrian
while his nich neighbor, the motorist, has
been given cvery possible attention. The ills
i the pedestrian have not been solved by
the clinical observations of safety experts.
The patient nrerde 2 complete study,

Basicaily, the problem of the adult pe-
destrian {5 one of umderstanding his actions,
the reasons for them, isolating any futire
malignant growth, and setting about car-
nestly to cure the mental and physical ills.

A Recurring Pattern

‘The pedestrian pattern i< a recurring one.
Year after year the accident figures will
bear aut definite similarities in structure and




design., Plot these graphically and the trend
will be almost the same for places of occur-
rence, hours, actions, days of the week and
ages. The significance of these figures must
awaken one to the need for more intensive
studies.

The adult pedestrian must be considered
in 3 far different light than the young pe-
destrian.  The complexities of life are alt
o0 largely responsible for the over-weighted
nmmbers of accidents in the older age
groups. Perhaps certain factors may be
brought to light which will give us a clearer
wsighe and understanding of the adult pe-
destrian accident problem.

I believe wc have made careiul studies
and analyses of the how, when and where
factors of the problem; but I do not believe
we have even begun to understand the why.

With the adult pedestrian there is the
influence of “competing attcations” when
he steps aff the curb to cross the street. He
may be engrossed in his business or per-
sonal prollems and his street saifety has
been subjugated. There is another action
counnitted intentionally or unintentionally,
which might be called “social facilitation™
That is, the pedestrian follows others who
have started to cross the street in mid-
block or against the red light, because thev
made the opening wedge for him., Stand at
any intersection in the business district,
whether it is signalized or not, and observe
the ‘number of people who step off the curb,
hesitate for a moment while immediate
trafhic is rushing past; and then waich
them gather courage and make a bold dash
across the street.

NMany adults cross streets under a “vol-
untary assumption of risk” They know
fully well the hazards of street traffic; still,
they cross where it is most convenient. For
them the corner is too many steps rentoved
from the center of the block when their
destination may be only directly across the
street.

Then, tao, there is that group oi adults
who practically live in traffic. These are
the business and professional people who
are constantly on the same streets, encounter-
ing the same conditions of traffic day after
day. They have acquired too great a fa-
miliarity with the volumes of traffic at cor-

1ain points in the business section. They
have developed an assumption of safety
Dased upon repeated experiences and they
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continue to follow their modes of crossing
streets where, when and if they can. Here
habits have been formed.

A few more examples of the crossing
habits of people: a group of adults arc gen-
uinely confused by traffic in general. This
is a minority class, consisting of the for-
cign element or very aged pedestrians. Then
too, there are parents, women particularly,
who, when shopping, drag their children
across streets against the red light or in
the middle of the block. There are many
who dare to cross im congested arcas in
the samme manner they do in their own
neighborhood where traffic is lighter. There
are others who cross without even looking
1o see the color of the light: and only
after stepping into the street do they be-
come concerned about oncoming traffic and
signals,

The problem of the adult pedestrian is one
of reconditioning his habit patterns in traf-
fic. It “obtains, then, that since he cannot
be tauglt in the same manner as children,
his safewalking habits must be made his
evervday way of living in traffic.

Public Education

Public education achieves its desired ef-
fects when directed at pedestrians in a
“point of need” manner. This means reach-
ing the pedestrian at the time and place
when and where such ¢ducation is needed.
Where the necessity exists to re-condition
walking habits of adult pedestiians in the
congested areas, media intended 1o correct
those unsafe walking habits must be insti-
tuted. Where people cross against the red
Jight and an officer is on dury, onc of the
best methods would be to instill in the
officer’s mind that he must safcguard the
pedestrians, as well as to cxpedite trafiic.
It would be best to phrase for the officers
throughout the area the words they are to
use in cawtioning or directing pedestrian
trafic, thus creating a uniformity of usage,
the repetition of which will be more im-
pressed upon the people.

Another approach which can be used by
the officers would be positive in direction
und effect, such as pointing out to violators
the examples of saiewalking habits of others.
Embarrassment by the officer should be
avoided at all times, for smart-alecky re-
marks will do more to kill the jntent than
any other factor, since the public will soon
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ook with disfavor upon the program. Safety
messages are all the more effective i€ they
have utility value; for example, calendars,
book matches, and other advertising novel-
ties which people wilt keep, rather than toss
aside.

A general activity of safety consciousness
van be brought about by having Boy Scouts
Jdistribute cards to erring pedestrians. The
copy on these cards should be given the
closest of attention cither [rom the “reason
why approach or the “human interest”
angles, Other copy themes can be com-
mon  scnse, loyaliy to community, family
dependency, e 3 under: ding of
legal rights or legal aspects of violations
resulting in accidents to pecdestrians.

“Point of need” safety is also the painted
message os sidewalks or on the streets at
intersections. Posters at intersections and in
mid-block also serve to arouse <afety con-
scivusness. Pedestrian safely of warning
<igns can be attached 10 poles throughout
the business area. Sandwich hoard tipe of
advertising signs on men mingling with pe-
dustrian traffic is also a good idea, Humor
can be used advantageously by dressing one
of thiese men in 2 clown suit and haviog
him pantomime the walking habils of peo-
ple. A bell high up on a pole o he rung
when a pedestrian jaywalks acress the in-
ter=ection will attract a great deal ot atten-
tion.

Strect cars and buses can serve their
patrons m a way of pedestrian cducation
by having safety cards at the doors, to re-
mind people that they should wait on the
<idewalk after alighting. Inside car cards
can point out the dangers of crossing in
front or in back of strect cars or buses. On
the street car loading platforms safety mes-
<ages can be placed, calling attention 10
safe ways to leave the platform. Other
forms of safcty messages which can be
used in a street car or bus advertisement are
the outside dash signs. Street car snipes can
be used on the windows, Printed leafiets can
ke inserted in the “TAKE ONE” halders

u-uatly found inside the cars.

We have not reached the stage as yot
when safety messages, broadeast hy radio.
will reach the passcngers on their way to
and from work and throughout the catire
day. Perhaps that day won't be far off.

The media T have mentioned thus far i<

iutended to rcach the masses in general,
rather than certain classes specifically. By
no means have 1 attempied to cover the
entire gamut of ideas which can be used;
nor have I discussed the essentials of good
newspaper and radio measures. Back of any
idea is the proper method of convincing peo-
ple of certain facts, logically presented in
the terminology which they will accept. [
refer to the proper wording of the copy
and the usc of display typc that talks. Note
how commercial advertising is so convincing
because the idea i> put across with as few
well chosen words as possible. -

Selective Education

When we think oi the adult pedestrian
problem, let us bear in mind that the field
of education is necessary int sections of the
city other than conge~ted business areas.
Accident spot maps show that most pedes-
trians are bLeing injured in residential dis-
tricts. 1T the analysis discloses that the
problem is chiefly one of engincering, then
physical safeguards for pedestrians should
he planned for and inctalled. In those dis-
tricts particularly public cducation will serve
10 acquaint the people of the proper uses
af those engineering facilitics provided for
them. Selective education must be employed
after the pedestrian acadent analysis hac
localized the district, actions, time of day,
and other factors which point to the trouble.
In the residential sections, the message must
be takem into the home. Commmunity news-
papers can editorialize an the actions af
pedestrians in specific disiricts after the
facts have been obtained from the traflic
engincering department. He can invite the
people to express their views on pedestrian
safetvy and mcasures for assuring greater
safety., Perliaps enforcement of speed regu-
lations is nceded in tho<e districis. Com-
plaints or requests for <afeguards are not
all of the “craak™ type. but serve as an in-
dication that safety is on the minds of the
people and they have the right 4o be heard
and the right for sueh measures,

Other selective media far localized areas
may be through community boards of trade,
women's clubs, churches, workers fur social
agencies in those pedestrian accident areas,
posters in neighborhood stores, and leaflets
inserted in packages purchased at the stores
or deliverced to the home, Still other means
must be used in a general way, such as bili-
hoards on the sides of neighborhood stores;
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or, safety posters on poles at points where
two or more pedestrians have been injurcd
during the past year.

Getting a general safety message into
homes can also be accomplished through the
schools by having the teachers instruct the
children as to the importance of the mes-
sage and the fact that the messnge must
be taken home to the pavents. Signatures of
the parents could be obtained to assure their
having read the message. Handbills can be
used in a general plan of distribution to
these homes.

Home owners are more interested in pe-
destrian accident facts when they can be
told how many people have been injured or
killed on their particular strect or district.
We may take the lesson now in use in
Wayne County, Michigan, by having po-
lice officers (this could be dane easily by
fledgling officers) call upon cach house-
holder in the rural regions. He should per-

sonalize his message. For example, he could
obtain beforchand 2 directory listing of
the resideats on his strects (if this is done
in a city) and, when the door is opened, he
could address the woman as Mrs. Martin,
and she would feel that the officer has a
personal message to her; and he really docs.
After he has given his short speech, he can
leave the lcaflet, asking Mys. Martin to dis-
cass it with the members of her {amily tha
cvening.

Educating adult pedestrians is a job which
requires careful planning and execution. In-
stilling safety consciousness into adulic can
be accomplished through a continuous pro-
gram of intensive activity of purposcful and
sclective cducation.  Safety is a commedity
today more vital to ecach individual than.
perhaps, most commodities offered 10 the
public for their consumption. Sdill, saiay
can and must be sold. and the public as a
whole will buy safety because the premium
1s their life.

WEDNESDAY NOON MEETING
October 9, 1940

Luncheon-Business Meeting

Presiding: Jupcr. Hakry H. Portek, General Chairman, Street and Highway Trafiic Soe-

tion, National Safety Council.

General Chairman Porter explained that
reports of the six study committees were
being made at the wvarious sessions and
would be omitted at this mecting. Adminis-
wrative Commiittees would, however, report.

Greorge \Warren was called upon to report
ior the National Committee on Traffic Law
Enforcement, substituting for Arsthur T.
Vanderlalt, Chairman, Mr. Warren is Spe-
cial Couusel for the committee. Chicf Ray
Ashworth oi the San Antonio Police De-
partment moved thar the general meceting
confirm the endorement of the report, which
had been nade at the Wealnesday morning
session. The motion was carried.

Chairman Walter B. Manin of the An-
nual Congress Program Committee strongly
urged that members of the sectiou continue
1o conperate with the incoming committee,

The Committee on Traffic Accident Rec-
ords has worked with the Natiomal Com-
mittee on Uniform Traffic Accident Szati..
tics aud the form recommended by the Sub-
Committce on Forms is essenrially  the
Swmndard. This report was made by \Wilbur
S. Smith, Chairman. The Committee rec-
ommended that plans for the preparativ ui
a manual on uses of accident records lw
advanced during the coming vear.

Chairman Roger L. Marrison of the
Committee an Traffic Engineering reported
that his committee has been establizhed to
promotec closer association of trafiic on-
sincers and others responsible for trasiic
planning. One session has been held and
anather will he, he said.

[t iz desirable to make jurther studies of
selective cducation, Chairman Carl I, Rut-
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Jand stated in reporting for the Committec
an Public Education and Safety Organiza-
tion.

Chairman Phillip B, Gilliam of the Com-
mittee on Traffic Court Judges and Prose-
cutors rcported that twice as many judges
were attending this Congress as in former
VEATS,

A report on the banquet for city aml
state police, as well as the group sessions
ior them, was made by Chairman Matthew
Rolger of the Committee on City and State
Police.

Chairman Walter [). Ladd of the Nom-
:natine Commitiee presented the slate of
officers for the coming year and officers were
vlected, a< listed elsewhere in this record.

Dr. Miller McClintock, Retiring Vice
Peesident for Public Safety. told the meet-
me, in his ralk on “QOrganized Trafhc

Safety,” that the Street and Highway
Traffic Section has made a substantial con-
tribution to the adjustment of rapidly
changing traffic conditions. Dr. McClintock
said the challenge of traffic safety has meam
that all who were interested when the ser-
tion was organized in 1929 are still inter-
ested and wmany who have become active
since then participate in the affairs of the
section. He paid tribute to the industrial
members who foresaw the importance of
promoting traffic safety and were willing to
support it. They were cognizant of the fact
that more than 50 per cent of the injuries
and dcaths of persons engaged in industrics
occur away from their work, he explained.

Tn reviewing the work of the six study
committees, Dr. McQlintock commended the
activities, saying it has brought together in-
iormation and experiences that have helped
solve many traffic problesns,

WEDNESDAY AFTERNOON SESSION
Qctober 9, 1940

General Session

Presufing - Jeoee Hargy H. otk General Chairman, Street and Highway Traitic See-

rien, Natienal Safety Council

Progress in Uniform Traffic Legislation
By LOUIS R. MORONY

Executive Director, American Association of Motor Vebicle Administrators,
Washington, D. C.

fEditonial Note: Mr. Morony spake ex-
temporuncously. The following is a brief
<ammary of his discussion.}

“Iu contemplating legislative activity you
~honld Bret analyze the legislation you al-
ceady bhave, the degree of success resulting
Seerm pre-ent legislation, and then determine
whetior or not stiew or additional legislation
i~ inperanse.”

Mr. Morony cmiphasized the fact that
weoups are aiten tempted o agitate legis-
lation because they feel that they should
show <ame activity in that direction. He
sressed the point that going to 2 Iegislature
oiten was the last resori, and then he
ndicated the proper approach to bring ahout

an acceptance of new legislation from the
legislature.

Mr. Morony stated - “moter vehicle legis-
lative advisory commitlees, such as the anc
set up in Calitornia. are eXtremely help-
ful. They not only are in the posilion to
make progress in a legislative program by
assisting in bringing about the cnactment of
sound legislation, bat thev are equally help-
ful in preventing the coactnunt of ohnoxious
legislation.”

“The Uniform Code,” Mr. Morony pointed
out, “should be kept in the background and
used as a model and not <omething that
might have a tendency to cemfuse those
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not familiar with it beeause of its aire.
Officials charged with the administration and
enforcement of motor vehicle laws should
have some latitude, discretion, and author-

ity in adopting reasonable rules and regula-
tions in order that their administration
program will move along with natinnaj
trends.”

Report of Committee on Night Traffic Hazards
By HARRY TUCKER

Professor of Highway Engincering, North Carolina State College, Raleigh, N. C.
and Chairman, Conunittee on Night Trafic Hazards, National Safety Council

The following are the facts and recom-
raendations for night traffic safety presented
in the 1940 Rcport of the Committee on
Night Trafic Hazards, The complete re-
port is available in a pamphlet from the
Council's Traffic Engincering Bureau.

The report was prepared by the Com-
mittee on Night Trafic Hazards to give
public officials and other interested citizens
a2 condensed summary of the night traffic
accident problem and recommended methods
of prevention of night collisions.

The Committee was organized in 1936, to
study the many angles of the night traffic
problem. With the cooperation of the Na«
tional Safety Council's Statistical Bureau,
data have been collected from all sections
of the country. The accident experience has
heen divided between urban and rural and
between pedestrian and non-pedestrian acd-
dents. Special smdies have been made re-
garding the intoxicated pedestrian and the
intoxicated driver problem at night.

The effect of visihility on accidents has
been investigated and numerous examples of
accident records have been obtained com-
paring the accident experience before and
after changing visibility conditions. This in-
formation is included in the report.

Facts and Recommendations for Night
‘Traffic Safety

1. Traffic hazards and accident severity
begin to increase at an alarming rate at sun-
down. The fatal accident rate per mile of
travel is three times as high at night as
during the day. These facts present 2 major
problern for state, county and city officials
whose duty it is to provide an effective pro-
gram for traffic safety at night as well as
during the daytime.

2, From 1930 through 1939 daytime fatal
accidents dropped I8 per cent but night faml
accidents increased 15 per cent. An increase

of 32 per cent in fatal rural night accidents
accounted for the unfavorable trend. This
points to the need for further study of the
rural night accident problem.

3. Increased night travel on rural high-
ways, combined with higher potential speeds
of vchicles, has made night driving more
hazardous under ordinary conditions. En-
gincering, education, legislation and enforce-
ment must be initiated 10 aid in solving the
rural night accident problem.

4. The use of intoxicants is an important
factor in night accidents. Statistics indicate
that pedestrians and drivers who have been
drinking ave about five times as frequent
in fatal night accidents as in those occurring
in daytime, Enforccment officials should
ranove intoxicated pedestrians, as well as
drivers, from the hazards of trafiic before
they are injured or killed.

5. Lawered visibility seems to be the major
difference in the hazards of night and dayv
driving. It is necessary that drivers and
pedestrians realize this and give more atten-
tion to their safety under these adverse con-
ditions.

6. Pedestrian accidents, primarily adults,
constitutc a relatively high proportion of
night accidents in urban areas. Half of the
pedestrian deaths occur between 6 p.m. and
midnight, while these six hours accouat for
only one in three fatal non-pedestrian acci-
dents. It appears that the pedestrian often
takes for granted that he is being seen by
the motorist when he can see the headlights
of the automobile. Thus he walks confi-
dently into the path of thé motor vehicle
unseen by the driver until it is 100 late to
avoid an accident.

7. Most traffic signs along the highways in
rural areas, and some signs in cities, are
even mare important to motorists at night
than in the daytime. It is necessary, there-
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iore, that they be seen at night well in ad-
vance of the hazard. To increase their visi~
bility they should be illuminated or reflec-
torized In some cases, conditions require
that they be larger than standard signs
which are satisfactory for daylight condi-
tions,

8 Since vehicle headlights are the main
source of illumination for most highways,
owners shonld maintain them in good caondi-
tion for best wvisibility and comfort for
themselves and other drivers. Motorists
should always use the proper hecadlight
beam. The upper or country beam shouid
be used on rural highways whenever there
are no vehicles approaching within 1,000
feet (abopt two average city blocks). The
lower or traffic beam should be used when
approaching other drivers and when driving
on well-lighted highways ar well-lighted
city streets.

9. The maximum safe operating speeds of
vehicles at night are considerably lower than
ior daytime conditions because of decreased
visibility. The Uniform Vehicle Code of the
Nationzl Confercnce on Street and High-
way Safety recognizes this in recommend-
ing a dificrential between day and night
speed limits, Additional reductions are rec-
ommended for drivers at night wherever
necessary to conform with the conditions
confronting them.

10. New drivers should be tavght night
driving techniques in their initial training
after they have become acquainted with
ddving in daylight.

11. Reflector buttons and reflector mark-
ers are definite aids in delincating curves
and designating hazards on highways. Their
use is recommended on the outside of curves,
on approaches to bridges, culvests, “T” in-
tersections and on entire sections of impor-
tant highways having numerous curves and
other inherent hazards.

12. Striping of the center line and “No
Passing Zones” is especially helpful to mo-
torists at night. The painted lines often can
be scen farther and casier than the pavement
edge. More highways should be marked in
accordance with the fatest standard prac-
tices.

13. Trafic safety lighting continues to
demonstrate its value for reducing certain
types of accidents. It appears to be particu-
larly effective in protecting pcdestrians. A
scientific analysis of night accidents should
be made by city and state authorities to de-
termine high night accident areas. When
these bave been located, their conditions
should be studied to see whether physical
changes in the street or highway are neces-
sary and whcther there is adequate lighting
for traffic safety.

14, Scientific street lighting should be
provided at least in those places where
studies of accident records and spot maps
show its need. Wherever proper street
lighting might climinate certain types of
night accidents such improvements should
be considered Where such a condition <n
be anticipated in new design and construc-
tion and when a light colored pavement is
reconstructed with a darker surface, the
lighting should be studied to sec if it is ade-
quate. Wherever new lighting is instailed,
it should be designed to provide adequate
visibility for traffic.

15. Additional accident records before and
after the installation or improvement of
street and highway lighting are desirable for
revealing further the types of accident pat.
terns which yield most readily and consis-
tently to lighting. Such data would aid city
and state officials in treating existing night
accident problems and forestalling similar
ones in new construction.

16. Research on  automobile headlamps
should be continued to obtain the maximum
amount of safery from them,

THURSDAY AFTERNOOY SESSION
October 10, 1940

Grodp Session of City and State Police

Presiding: Inspector E. JAck Exwin, Traffic Division, Police Department, Toledo, O.
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Debate: Resolved That Pedestrians Are More Responsible for
Pedestrian Accidents Than Are Motor Car Drivers
Afirmative—~DAVE SHERMAN
Department of State, Lansing, Micﬁm

\When you hear that 32,000 persons are
killed, and a million injured in motor acci-
dents annually, do not visualize merely the
mile-a-minute driver of a car sideswiping
a truck, hut think equally of the citizen on
foot. Traffic surveys show that pedestrians
are often actuzlly to blame for their own
deaths or injurics

The motor vehicle operator, in most states,
1= required to he licensed, to have funda-
mental knowledge of moator vchicle laws
such as speed and traffic regulations, and
of the things he must do under certain
vonditions. Hec must prove himsell phys-
ically capable of operating a vehicle, must
have proper eyesight, and a good mental
coovdination, which he must prove through
written tests and actval demanstrations,
He is then subject to restrictions on the
highway. traffic lights. one-way streets,
safoty zones, parking rules. speed zones and
nuinerous other safeguards. As a result the
motor vehicle operator has been braught
well under control

But what of the pedestrian® You have
<wen him crossing streets diagonally, walking
with his back to traffic and stepping from
hehind parked cars. A national survey re-
veals abat. even where there are traffic
Hahts in cities, three ont of four pedestrians
ail 10 obey the lights, while 98 per cent of
the motorists abey them to the Jetter.

Actually three out of five of the pedestri-
anz killed Jast vear were crossing between
intersecticns, and most of them were just
three or jour feer from the curb, indicating
that they had stepped in the path of the
:pproadnn" car without stopping 1o look
ar listen. They must come to realize that
in {ailing to obey the ordinary traffic rules
they are courting sudden death.

During the \World War thousands of those
examined jfor service were found to be
color-ignorant. Not having studied or been
taught colors they could not name them.
My opinion is that the average pedestrian
5 ear-ignorant. He does not know the
speed at which a car operates, nor the dis-
1anee it eovers in a <phit second

Pedestrians arc ignorant of the rights
of motorists. They haven't been taught
traffic rules. Yet they can be taught, and as
they become car-conscious, lherc will be a
naticeable reduction in our f:

You may ask me: “Can pcdcsmans be
controlled?” J¥e know that they can! Wha
\.\onld ha.ve belicved that the recent tre-

and steady de-
crease in dnld fatalities could be accom-
plished through edncaating children? Yet, we
find, as a result of school safety patrols,
and safety education in the schools. child
fatalitics per year have been reduced 10 per
cent. 1 this can be done with children it can
and must be done with adulis.

Propeily marked intersections must be
provided to discourage crossing clsewhere.
Side-walk signs “cross-here”; traffic light
wnlh signals for pedestrians as well as those
for motorists; ful) publicity—every medium
that can used to make people safety
conscious, and, above all, stringemt regula-
tions rcgardmg jay-walking must be cm-
ploved. The use of ecducational {eatures
and an impartial enlorcement oi all teafhc
laws will result in making people addition-
ally safety conscious.

Dr. Gallup, in his recent poll of the en-
tire nation, revealed that 90 per cent of those
interviewed were in favor of regulating
pedestrian traffic. 1f the people want it, we
arc remiss in not faking some steps to in-
sure such regulation.

I» it Jack of legislation? The waakness of

onr judgcs imposing penalties® The weak-

ness of our legislators? Is it the weakmess
of our enforcement agents? It may not be,
but the dme has arrived when drascic and
determined steps must be taken.

\What happens where pedestrians are con-
trolled? Tuscon, Atlanta, and Dallas, arc
s2ome of the 63 cities that endeavor to regu-
late pcdcstnan< What do their records
show? Tt was found that the number of
Mexicans killed in Dallas was twice that
of any other nationality. By means of signs
in their own language, sxmplc and casy to
understand, and by cnforcing the traffic rules
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to the letter, Mexican fatalities were cm
38 per cent in one ycar. What would that
mean, gentlemen, if these rules were en-
forced on a nation-wide basis? Instcad of
12,600 pedestrian deaths there would be less
than 6000, not as a result of regulating
motorists, but of requirng pedestrians to
observe ordinary rules of safety.

I would suggest a pedestrian comirol
sveek, observed simultaoeously in every

state sponsored by the Amcrican Assa-
ciation of Motor Vehicle Administrator in
cooperation with the press, radio, American
Legion, and other groups. You would have
a local group as 2 nucleus so actively inter-
ested that, with your enforcement program,
the campaign could not fail. Such a reduc-
tion in pedestrian deaths would result that
the nation would be astounded.

Negative-——CARL JENKINS
Departrment of State, Lansing, Michigan

Everything which has been done in the
cause of highway safety has been done from
the viewpoint of the motorist Engineers
have provided him with underpasses, over-
passes, divided roadways, center lines on
highways, highway lighting and efficient
signs and signals. The motorist has been
1aught 1o make use of these devices, and to
obey the regulations, always with the idea
that such use and such obedience will result
in his safcty.

As a pedestrian 1 have betn leit to my
own devices, and forced to devise the simple
philosophy that it is wp to me to cross
streets and highways as best I can. To
help in my cfforts [ have had nothing hut
the abuse and scorn of the motorist upon
whose sacred d in I have pr d ta
trespass. In short, T must consider mysclf
the forgotten man of this mechanical age

Consider if you will for a moment, the
mitlions upon millions of dollars which have
been spent for the construction of highways
designed purely for the purpose of wve-
hicalar traffic. and contrast with this the
pitfully small amount wh-ch has been used

for ped ian f: ider the scope
of the hxgh\\ay lighting program, and place
this the t of public

funds which has been devoted to the
lighting of intersections where pedcsteians
are required to cross.

Remember too that we are a2 democracy
of ncarly 140,000,000 people, and that only
30,000,000 people own motor cars. [ con-
tend that, in a democracy, the rights of the
majority are paramount, and that any legis-
lation which tends to bencfit the minority
to the detriment of the majority is cdass
legislation and cannot be tolerated.

I agree with my opponcent’s contention

that the administrators and legislators are
the persons who must correct this situation.
I propose, therefore, to bring certain spe-
cific charges against the motorist, and to
suggest a program, which if adopted, will,
in my opiniow, bring about a radical re-
duction in the pedestrian accident rate.

1 charge you, Mr, Motorist, with con-
sistent, and habitual viola ~n of the speed
laws, despite the fact thar peed too fast
for local conditions is a leading cause of
accidents. I charge that it is common prac-
tice to overdrive your headlights, and that
it is ordinary for you to drive without that
due regard for the rights and safery of
others, which is a provision of all of our
traffic laws. I charge too that it is your
custom to violate the right of way granted
to pedestrians, and that yvou ordinarily
operate your motor vehicle paying little at-
tention 1o children at play on the streets. [
charge, in short, that your attitude is, that
you arc monarch of all you surveyv, and
nothing can be permitted to interfere with
your triumphal progress.

Having made these charges against the
matorist, I propose that we present to this
arrogant individual a bill of cights for the
pedestrian.  Expericuce has shown that an
unpopular law cannot be enforced, and 1
suggest, therefore, that they have been pro-
vided far the motorist, [ recommend the
liberal use of the “pedestrian walk” signal
which is so casily incorporated in any
traffic signal system. I recommend also the
adequate illumination of all pedestrian cross-
ings, and the strict enforcement of parking
regulations, particularly one requiring that
parked vehicle be not less than 25 feet
from an intersection.
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Having provided these facilities. { rece
vmmend that you carry on for a limited
perind of time and educational campaign
for the purpose of teaching the pedestrian
to make use of them. Aiter such cam-
paign, it will be in order to undertake

aiforcement of the jedestnan regulations,
and | assure youw thay ii facibues are pro.
vided. and educational steps taken, any at-
tanpt at cnforcement will e met with
hearty cooperation on the part of pedestni-
AN,

Second Afirmative—JOHN BOWEN
Department of State, Lansing, Michigan

You, the pedestrian, have been called at
ance the “forgotten man” and the problem
child of street and highway safety. Nobody
loves vou, because nobody wants to acsume
rezponsibility for vou

At least two thirds of vour dead were
adults. fit subjects for statutory regula-
non. That would scem 1o puill you out
ot the problem child category.

It is highly significant, oo, that your
mortality rate firgt stasted 10 climb at the
same time that the delivered horzepower and
potential speed of the medium priced auto-
mobile showed a marked upward trend.
You failed to adapt yourseli to a changing
worki by the cultivation oi addcd safery
hahits. For your walking habits, you alone
are responsible  You claim you are careiul.
Some enforcement authorities say you are
incorrigible. Well. five of the larger cities
have undertaken 10 test your vaumed care-
fulness:  Milwaukee, Dallas, Cleveland.
Pruvidence and Kansas City. And as a re-
sult. in those cities, where cnforcement
activity was directed against you as well as
agamst the automobile driver, 45 per cent
were -aved from scli-destruction in one
year

The Gallup poll <ays that you want to
be regulated. An increasing number of im-
fortant cities is commencing to believe it,
and—in otte form or another—they are
aranting your own wish. Those citjes are:
Chicago. Los Angeles, San Francisco, Bir-
mingham, Minneapolis, Rochester, Hart-
ford, Wichita, Atlanta. Results in all those
cities have been most gratifving, and human
lives have been saved in consequence.

As a result of this pioncering experience,
ve new know a number of things ahout

vou, Mr. Pedestrian, that we hitherto only
suspected.

We know that in all urban ar«as, threc
out of five oi your dead brethren csossed
in the middle of the block.

Seattle has found ouwt that you do not
like to wait for the green light longer than
I8 seconds; but you will, if you know that
you must,

Deaver has learned that you do not blow
up when vou are fined for jaywalking after
you have been knocked down by an autn-
mobile: instcad you pay up.

Connecticut and Washiagton. 12, C. have
wruved that 2bout 90 per cent of v whe
Iecome mortality statisties never did appre-
ciate the driver’s point of view. They had
never had driver's Jicenses. Now that hardiy
scems Tair, Mr. Pedestrian. The motorist
appreciates yaur point of view, becau~w he,
too, is at times a pedestrian. You will say.
perhaps, that statutory regulation oi vour
walking activities will only serve further to
curtail your liberties in a world where the
irontiers of liberty are already tautly cir-
cumscribed. But changing conditias make
imperative new technies and new controls.
Whether you like it or not, whether 1 like it
or not, that way of life that the <ociologist
calls the inductive culture is now definitely
on the up-grade; its spread i~ inevitable.
And with i1s spread. there must come even
to America a wider spread of police powers
than the American people have heretofore
cver known. That is not 10 say that we,
as a nation, arc headed towards regimenta-
tion, Any measure that is for the conserva-
tion pi human life is not regmencation, it i~
humanitarianism.
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Second Negative—STEVE WHITE
Department of State, Lansing, Michigan

Thr sjue-tnar of the responsibility for
redentrian accidents lies very definitely with
ske motor car driver. Our opponents of the
amrmative side have attempted to prove
utherwise by the submission of some sta-
tistics gathered from a few cities through-
w1t the couniry where experiments have
revently beem made iu rigid pedestrian en-
furcement

Contrary 1o what our opponents would
have jont believe—the people of this great
natieh Ju not stalk the public streets and
highways 24 hours a day, secking to hurl
them~lves beneath the wheels of some un-
saspecting motorist,

We are all pedestrians by nature. In
time= of danger we can stop instantly; we
can reverse from a forward motion; we can
turn sharply  without up-<etting; wy <an
jump, ~ide-stepr and side-slip: we have ma-
acuverability that no man-made machine
can ever amain. Yet this maneuverability,
marveiou~ a~ it is, has been unable to cope
uwith the devastating speed and crushing
waght of the Juggemaut of the public
w ay~~—the motor vehicle.

Our oppuncnts have quoted some sta-
t:-tic+ on the experience of citics where
rued (xdestrian control has been tried. We
aidmis that the results show a remarkable
decrea~ in pedestrian  fatalities, but we
maintain that iz not the whole story. This
same tiad pedestrian control pre-supposes
a rund eomtroi of drivers and we cannot
tave a1 tigid control of drivers until we
impre~ uvpon them that the pedestrian also
ha~ a lkgal right 1o the public road, and
that we intend to enforce the granting of
the right of way to pedestrians when they
arc using the public road in a legal man-
ner.

\We have alwo tweard from our opponents
that pedestrians account for about 4 per
cent of the nation’s traffic fatalitics. While
the <tatement in itself iy correct, it is, at
the s~ame time, highly misleading and sub-
icct fo misinterpretation. From that state-
ment it would seem that pedestrians were
involhed in almost half of the nation’s traf-
fic accidents. On the contrary—and this is
the most damning evidence of all against
the driver—pedestrians were involved in only
5 per cent of the total motar vehicle acci-

dents last year in the United Staws, | quote
from the statistics of the National Safeny
Council which show that there were 3.70,-
000 motor vehicie accidents in the United
States last year; pedestrians were involved
in only 270,000. In other words, the pe-
destrian was able to escape this carcless,
thoughtless, uncontrolled driver of 93 per
cent of the accidents that drivers had. It
is a tribute to the alertness and skill of the
pedestrian, but it shows that awhat might
be just another accident between two driv-
ers, with only slight property damage, is
usually fatal when the pedestrian i in-
volved. Surely we nced no better prood
than this as 10 where any accident-prancness
lies.

fn the majonty of cases, accident sta-
tstics are ohtained from the compulsory
reporting of accidents by drivers. Thesc
driver reports, in most cases, give the causc
of the accident f{rom the driver’s point af
view, but the pedestrian gets no opportunity
to state his views Howcver, taking these
accident reports as they stand, and without
giving the pedestrian a hearing in most of
them, we find-——and [ again quote the ngure-
of the National Safety Council—that nearly
one-iourth of the pedestrian drvaths in 1the
nation fast year involved pedestriaus wli
were doing exactly what our uoppouents
claim they do not—crossing properly at
intersections. Many pedestrian< were <truck
down as they walked or stoud on the side-
walk, .

Why did not aur opponents tell et of the
hours of the day during which the majority
of pedestrian deaths occur? Because they
kmow that this would be a {urther indict-
ment of the motorist. 1T will tell you tha
52 per cent of the pedestrian deaths oc-
curred between 6:00 P. M. and 12 uud-
night-—the dark hours, And despite the fact
that there are far fewer pedestrians on the
public highways during these hours than in
day time—drivers took a little more than hal{
their wll during this time. The reason for
this high frequency after dark is found in
the cxperience of New lersey during the
fiest year of the compulsory inspection law
Almost one-hali of the registered vehicles
of the state were rejected on the first in.
spection beeause of mechanical defects, and
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d

30 per cent of these defects consisted of
fauley headlights.

toth of our opponents have mentioned
in glowing terms the recent poll conducted
by the American Institute of Public Opinion.
The result is {urther proof of how rational
thc pedestrian is. The typical answer given
by the average pedestrian was “I am against
jay-walking. 1 suppose I do it myself, but
3f there were strict laws against it, 1'd be a
jot morec carcful.” But this very rational
attitude on the part of the pedestrian pre-
supposes a rigid control of the driver, and
until the driver is brought wumder control,
a rigid pedestrian law will be uneniorceable

\We have heard of the pedestrian who
steps irom behind a parked car and is
struck.  With our parking rules adhered to
more in the breach than in the observance—
the wvehicle from behind which the pe-
destrian walked has many times beett parked
on the wrong side of the street, or double
parked. or quite possibly parked in a way
that obstructed 3 crosswalk. Yet, because

2 pedestrian walked ivom behind it, he is
charged with attempted suicide, and the
driver of the iflegally parked @r docs not
enter the picture.

OQur opponents demand to know what the
pedestrian knows about stopping distances
and the physical laws of motion. | demand
to know what the average driver knows
about stopping distances. By far, the great
majority of drivers arrested for speeding,
irankly admit, ignotance of their speed.
They were not looking at the speedometer!

Despite the fact that the driver with a
few drinks is more of a mepace on the
road thaw is the incbriated driver, in many
cases, in order to get a coaviction for
drunken driving, it is necessary to prove

" thar the defendant was unable 10 stand on

his feet Ability to stand unsupported some-
times scems proof of competence.

‘These facts that 1 have presented can
lead to only one conclusion! That the
motorist- is responsible for the vast ma-
jority of pedestrian accidents?

Practical Pedestrian Enforcement in States
By CAPTAIN T. N. BOATE
Chief, Traffic Division, Pennaylvania Matar Police, Harrisburg. Pean.

It should be understood at the outset that
“eniorcement” does not necessarily mean ar-
rest and punishment for zome violation of
the Jaw. The more sensible interpretation of
this term, especially as applied to the pedes-
trian and his rclation to the moving \ehlck
is that of obedience o requircments

With this kind of a backgroumd the fac-
tors comprising our problem steem to bt

1. Rapid increase of truck and automobile
traffic by the millions.

2. Increased spred of motor velucles in
both nrban and rural areas

10 the adequate protection of the persom
travelling afoot.

Solution of this overwheiming problaw by

pedcﬂln:m cnwrccmcnt, which may be classed
direct police action agminst an offender.
cducauon in all of jts ramifications, and
highway construction and design, has
blocked by age-old principles involving the
psychological factor of “right of way.” It
is argued that people travelled on foot over
highways ax a matter of right, long before
the advent oi the automabile. Travel by this
means is still both neccessary and desirable.
Consequently, there is a natural inclination
by the pedestiian to move about entirely free
of restraini, sesenting and disobeying, either
wiltfully or as a matter of wndifference, all
tules of conduct promulgated for his safety.

3. Gradual of the podestrian
to the automobile which, in addition to a
natural resentment of this encroachment on
his rights, is slowly resulting in a careless
disreprard of the potential danger of cxpo-
sure to motor traffic.

For relief from the devastating comse-
quences resulting from thic onndition the
police are tooked to for a major role. Arc
police forces generally prepared 1o meet this
problcm? Have they met the prevailing

ions, as the principal agencry for pro-
tccuon of the public, "squarcly® And. fi-
nally, have they done something about it thar
has produced results? The record speaks
for jtseli. \While there have been zrcat and
productive efforts put forth, by police forees
throughout the nation, fmnkly there is an
abundance of room for improvement. So,
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w this bricl discussion, let us look 10 our
weaknesses and sec what can be done for
mprovement,

It has been my observation that police
farces in the role of slrcel aud highway
traffic regutl s lack coord Further,
there is 2 marked tendency to seck the shel-
ter of comparison by pointing the finger at
other municipalitics with records as bad, or
worse, than your owr. Battles have never
been won by finding cxcuses for reverses, or,
as we have beard so often latcly, retreating
to prepared positions. These things only tend
1o complicate the issue Let us face with
resolution the problem existing in each of
our jurisdictions and insist upon the state
taking the initiative by properly preparing
and making available a sound plan of action
which, when tried and proven, shall not be
deviated from, excepting for improvement
gleaned from experience, until our objective
of proper pedestrian regulation has been
achicved.

A Cooperative Plan

My conception oi such a plan revolves
around cooperative efforts and sound basic
planming in which every city and state will
immediately undertake a comprehensive pro-
gram of pedestrian accident prevention. With
the motor vehicle accident fatzlity experi-
ence being 30 per cent and upwards pedes-
trian, the highway safety program must be
largely centered around this all important
factor. We are told that, in general, the pe-
destrian problem is more acule in cities than
in rural areas. This, however, by no means
lessens the responsibility of the state police
force 1o maintain an adequate plan for pe-
destrian  protection and conotrol. A lang
range smatewide program should includc:

Leadership. The state potice should as-
sume the nitiative by advocating a more
comprehensive  pedestrian  protectlive  pro-
fram.

Statistics. Devise and wmaintain a2 system
oi gathering accident case history quickly.
Information designated to form the basis for
police action, as in all other lines of activity,
must be not only accurate but iresh. The
remedy indicated by analysis of statistical
data must be applied quickly to be effective.

Accident Analysis. Make a thorough
analysis of all motor vchicle accident fatali-
ties and distribute such information to police
forces throughout the state. Such an analy-
sis should completely localize the informa-
tion made available. local police officials

way be interested in what the other sellow
is doing but they are more particularly con-
cermed with their own problems.

Coordination of State and City Police
Forces. In the solution of the pedestrian
problemn, coordination of alt policc forces is
an absolute prerequisite to success. This es-
sential cooperative effort is not, however, al-
ways immediately forthcoming. Under such
conditions, success is sometimes obtained Ly
enlisting the aid of motor clubs and other
organizations interested in highway safety.
ta prevail upon local authorities to cooperaie
by providing increased concentration on pe-
destrian protection and general traffic lnw
enforcement.

Sclective Patrol. To utilize accident wn-
formation fully as a basis for highway patral
activity, it is necessary to study carefully
the accident experience on any given high-
way and first arrive at the number oi hours
of daily coverage required to provide what
may be termed “ideal police coverage.” This
having been done, assignment of officers t¢
cover such highway by patrol in four or
cight hour shifts as a permanent detail will
bring the most satisfactory cesults. Under
this system vesponsibility for proper polic-
ing of sections of highway found to have a
high aceident density may be delegated to
particular officers. Since it is plain that
~uch officers have been given the responsi-
bility of accident prevention on their patral.
hey will put forth their hest efforiz. This is
better 1than the common practice of assign-
ing an officer 10 a different patrol cach dax

Selective Enforcement. In general, the
rural pedestrian problem involves four prin-
cipal conditions: The intoxicated pedestrian:
the pedestrian who walks with traffic; the
pedestrian walking along highways during
hours of darkness without a light and wear-
ing dark clothing ; and school children waltk-
ing atong the highway while en route to and
irom schools., The rural police officer may
aftord proper protection for such pedestrians
by takiag into custody persons found to he
walking alung highways shile intoxicated
and 1o detain them until sober in the interest
of their own safety, to arge all perwns to
walk toward trafic whem walking along a
public highway, 10 educate pedestrians wailk-
ing on highways during bours of Jarknes~
and to b present in the vicwmity of <chool:
during hours when children are curoute 1w
and from their homes. In this cvamection it
would not scem far amisw for the police ofit-
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cer 1o visit homes on patrol and drop in un
<chool assemblies for the purpose of poini-
ing out, specificatly, existing hazards in the
immediate neighborhood and to  discuss
those things which are important iar pedes-
trians 1o know.

Legislation. To give proper cffect 1o the
above matters of enforcement it is con-
sidered advisable to abtain legislation pro-
hibiting the walking on or along highwuys
by persons under the influenve of intoxi-
vating liquors. This condition may, of course,
he praceeded against without specific author-
ity in the vehicle code. It is believed, how-
cver, that the mere fact such a prohibition
iz contained in the tmaffic laws curtailment
would be effective, to some extent at least,
without enforcement. Likewise the mauner
i walking on highways and ather require-
nients for pedestrians should alio he spe-
ctfically covered by trafiic laws if defmite
action iz expected to he obtained uniformiy
throughout the state. Legislation of this
nanwe is often objected o on erounds of
regimemation. arguments being  advanced
that pedestrians shoukl be given precedence
over vehicnlar traffic and that whicir ancient
t ai frce movement should nat be inter-
o with. This fecling on the part of ~ome
s i~ well illustrated by the age zroup
wecidem fatality record from which we find
thar the pulc‘lrnn over 0 Mars of age is
ircauently the victim of motor vohicle acci-
denn-, Thus, states which have not already
e <o will unquestionably on this basi-
Iy adopt legislation aleng thede lines
helieved thai the ooner this is ef-
fuvtvd the more quickly our proccam for
podestrians will reach a state where a sub-
santial decrease in the death tall will be
chel,

Engineering. W bave fuund abat the
. van effectiv co-opcrate with the
ston af the depart-
ment of hivhways by being canstantly on the
ert wnd making availabic the result of swud-
of highway canditions and biringing” about
e erection of warning signs. designation of
cdestrian crosswalks and illunination of
secticms of highways having a high pedes-
trian wraffic density and where otherwise
found 10 be most needed. In this respect it
helieved that states which include in their
ariform sign system a sign divecting pedes-
trianc 1o walk against teaffic have cffec-
tively controlled this phase of pedestrian
reiulation on rural highwaye,

Publicity. On the theory that the acci-
denmt problem is essentially 2 local one, it is
believed that studies made of trafiic condi-
tions for the purpose oi effecting a reduc-
tion in the accident den-ity ~hould alsa e
dealt with as a local problem in making
news releases. Studies of this pature con-
fined to county areas have groved 10 he of
wide public intcrest and readily accepted by
local newspapers. \When a irafiic officer i<
assigned to study conditions in any particn-
lar area the purpose of such swudy should
be immediately publicized, as well as the
wesulis and  recommendatioms Thic will
make the public aware of the hazanis on
highways in the immediate vicinity of their
residences and <hould have much to do
with bringing about increased caution when
driving on highways found 10 be tinusually
hazardous.

Accident Facts. The police cantot effee-
tively participate in a highway accident pre-
vention program unless they have complete
information on the current experience fronr
which the “how. when, where and why™ of
accidents that arve happening may e deter-
mined. In this respect monthly ar yearly re-
pors of acndcnl cancentravion are hrlpfm
in the control of highwity patral coverave
am! dormulation of .elective eniarcement
policics if such infomeaiion is reasonahly
well localized or re-trictad 16 ares- vavered
hy police <ubitation.. This is true lweanse
accident expernnee of this nature. =mbeae-
ing as it docs vome v whlances of recalarity.
trafiic  control ard revulation.  mav Ia
plannol in advance by the police to et
such conditions. O ther hand. ta com
bat effcctively  vhanz e conditions ai a
hazardovs nature, detoled mioemation jn-
mediately available i- abeolutely necessary as
a pr;rcqulrnc to applying the proper remedy
in time 10 prevent the duvelepment of @ ean-
dition, which ha- alreuly resulted in one or
two fatalities, from ecoming a major dis-
aster.

The need dor a rapid and more complere
reporting of accidents has been met and
sulved by some police Torces, through the
medium of a s ~tem of reporting within the
police jorce. This cmbraces a semi-weekly
or weekly check-up on key sources of infor-
mation 10 obtain essential scandent injurma-
tion for immediate transmiual to a central
collecting agency. Here the accidents arc
anzlyzed by a »taff of experienced olficers.
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who, in addition to being qualified o {ully
utilize information furnished, bave access
to all available information on existing con-
ditions. They are, therefore, in 1 pusition to
pass on the relative importance of data re-
ceived.

Tle success of this system rests with the
ability of the police force to obtain all of
the infonmation available on accidents by
irequent contact with every possible source
of information, such as police iorces, sher-
ifis, coroners, agencies for gathering vital
statistics, tates” attorneys and newspapers.

This form of procedure, even if confined
to a study of accident fatalities only, places
the state in a position to report on accident
fatalitiecs quickly and accurately. \We know
this has not always been true in the past.
It also provides a means for prevention of
accidents by : Better police coverage of dan-
ger spots, which cannot bLe anticipated by a
study of accident trends, but which can now
be met because of the speed and complete-
ness with which accident information is fur-
nished, and increased educational value of
publicity on accident facts.

Practical Pedestrian Enforcement in Cities
By INSPECTOR B. R. CALDWELL
Administrative Division, Los Angecles Police Department, L.os Angeles, Cal.

Discussion of this subject sceme 1o fall
into two parts: \What we have in the way
«f  pedestrian enforcement, and what we
should huove, as detesmined in part irom a
recunt survey made of our “walking dead.”

\We¢ have. in Los Angeles, a paradoxical
~nuation, 13 i< alleged oo the one hand that
wer ey a reputation for pedestrian uruhic
iaw ubsenance. Yet, an ontlandish and in-
cacn~able namber of walkers arce killed cach
xear~-w:th little abateent in sight. A brief
Pistry of two main factors in this observ-
an ay coxplain the parudoux. One tactor
ES rvdesirian obedience of rewulatory
devtees, The other is the ohservance by
mestarists of tive pedestrians’ midhlock o
walk privileges, 10 our central traific dis-
it

A= Jung ago as 1921, an ordinance became
eitective requiring traffic signal ohservance
hy the pedestrian. Los Angeles did not
make the misiake of attempting immicdiate
applivation of such a provision without
wne prepasation. A thorough puinstaking
publicity campaign was conducted. A\ strong
appeal was made tn public sportsmauship,
touether with reference to possible ridicule.
Fyery human factor was given considera-
tion. Then, when the effective date for the
Icgislation came, the publicity was intensi-
ficdd. Offenders found their pictures in the
morning papers depicting them in tome wn-
graceinl  er dangerous situation: somc
classic cxamples of idiotic facial expres-
sions, ridiculous, absurd and undignified
postures, and stupid walking habits were

printed. Amusing cartoons were published
of the unsafe practices and the personalitics
involved. Thus the public was shamed, ca-
joled and jollied into reception of a restric-
tion which might very casily have causcd
rebellion, There was almost immediate and
universal compliance with the new rexula-
ton.
A Bad Experience

A neghboring city recently attempted to
enfurce a jaywalking ordinance which had
been in existence since 1926, No warning
was miven and no preparation was made.
The uniortunaie officials of that city oon
tad a “sit-down” strike on their hands!
Peodestrians sat i the middle of the streets
and defied motorists and officers to do auy-
thing about it! Thoce cited gave fictitious
names and addresses, and police efforts came
ta naught.

In Los Angeles. however, aiter the first
success, the full cffect of the new measures
was guaranteed by constamt  vimilance
coupled with enforccinent. Intersection oifi-
cers are frequently reminded of this phase
of traffic control, Now, when a pedestrian
procecds across an intersectinn against the
sigmal, he meets with-a shrick from a palice
whistle; a warning signal from the officer:
scowfs and born blasts from the motorists
and surprised stares from other pedestrians,

One result has been that during 1939, it
wa~ found neces<ary (o arrest but 73 per-
sons for =uch violations. Those arrests werc
for the most part by citations. It is <incerely
helieved that enforcemens of this kind s
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doomed 1o instant faiturc in the absence of
carefully laid plans for developing a favor-
able public opinion or sentiment or consen-
sus. The public must be led gradually to
accept the enforcement and the reasons for
that enforcement must be made readily ap-
parent.

The sccond factor.in pedestrian control
in Los Angeles exists principally in the
central traffic district. The blocks of the
north and south streets running through
this district mcasurc about 660 fect long.
[t was deemed unveasonable to expect the
walker to proceed to the intersection from
midblock, whenever he wished to cross the
street. Recogmizing a human factor, mid-
block crosswalks were established and pub-
licity was directed chiefly to the motorist
respecting his duties at such locations. The
walkers were not ignored, however. An
appcal was madc to them not to arbitrarily
monopalize this new convenience at the cx-
pensc of the drivers. It is at present re-
{reshing to observe motorists almost un-
failingly stop to permit those on foot to
cross. So it js that during the time when
police officers were guarding the downtown
intersections, we find that the death rate was
negligible. But let us look briefly at the
other side of our paradox.

During 1939, about three out of five (38.6
per cent) of our traffic fatalities were pedes-
trians, following a national trend. Of those
286 walkers, we found that almost a third
were killed within 2 two and one-half mile
radius of Seventh and Broadway, the ac-
cepted center of the principal traffic district.
This area comprised less than 20 square
miles, about 4 per cent of the total area of
Los Angeles! Yel, this same area in this
imaginary two and one-half mile circle em-
braces the greatest concentration of signal
control devices and foot traffic officers in
the whole community. Most of the deaths
occurred, howcever, after dark when the
officers were no longer on duty and many of
the signal systems had beca shut down,

To go on with some of the devices em-
ployed to reduce pedestrian hazards. One
hundred and ten pedestrian tunnels have
heen constructed in the past few years, yet
on one street with a particularly bad auto-
pedestrian experieuce, it was found that the
tunnel was not used. The location was at
the crest of a curved, paved double hill near
a grade school. The youngsters were sur-
viving because they used the tunnel, The

adult victims did not. Almost 100 per cent .

of those killed were feeble, and dressed in
the darkest clothing,

In another area having a bad experience,
we found many of those struck were drunk
and had emanated from bars in the vicinity.
Action. taken under the alcchol heverage
contral act against the bartenders as well as
against the drunken pedestrian. was found
unusually effective.

Arnother excellent plan consisted oi mail-
ing a safety card to all those receiving aged
aid assi Sixty-five th d such ap-
peals were mailed, all to persons 65 years of
age and over.

A weekly radio program is conducted in
the manncr of an open forum whercby lis-
tener participation is encouraged. A consid-
erable portion is utilized in discussing the
pedestrian problem.

A new appreciation of traffic in relation
to police work is taught to our “In-Service™
waining classes in which two per cent of the
sworn personnel attends weekly. Results
here have been mrore than satisfactory.

Whese there is no carry-over or officer
guidance, ar where there is 3 prevalence of
signal disabedience, an old but effective de-
vice is used. A roving four-man squad of
foot officers patrols key interscctions issuing
citations and warnings and discouraging un-
sale habits of both the pedestrian and the
driver.

Some ycars ago, and up to last ycar, a
mabile sound car patrolled those areas with
poor pedestrian observance, calling atten-
tion of all within hearing to some vio-
lator.

Weekly releases of safety suggestions,
tips, and relevant traffic statistics are made
to some 300 newspapers and radio editors
thraughout the county.

“What We Should Have”

Now as to what we shouwld have in the
way of pedestrian enforcement. At the out-
set, 1 suspect we must all confess that we
have been “shooting in the dark™ in this
matter- \We tell each other it is serious, wag
our heads ominously and proceed to “pass
the buck” It strikes me that we need to
know a great deal more about our pedes-
trian and his habits than we now know. We
have aiready amassed a great fund of in-
formation about the driver, but little has
been discovered about the man on foot. A
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beginning in this direction has been made
in Los Angeles.

National records indicate that the first
iew steps taken by the pedestrian into the
street are the most dangerons, yet onr recent
survey indicates that ke had reached an
average of berter than 23 feer from the curb
before being struck down. This occurred
on a street with an average width of 56.5
feet. This makes us wonder about self-
serving veports by drivers to the effect that
the victim looated up in front of them sud-
denly from behind a parked car! We found
further that we had a composite pedestrian
about 52 years of age crossing or walking
after dark on a composite strect paved with
asphaltic cememt or asphalt in 87 per cent of
the cases: the kind oi pavement which has
a very low light reflection factor; lighting
was uniformly poor after dark He was, in
96 per ceot of the cases, wearing dark or
medium dark clothing. In a large proportion
of the cases, he was killed in his own
ncighborhood, where he should have been
familiar with all the potential hzzards. In
nearly three out of five cases, he was steuck
at an intersection, and in a2 business district.
in but 87 per cent of the cases did he have
a driver's license. In 97 per cent of the cases
the weather was clear. In 74 per cent of
the cases he was struck after dark.

\Vith these and many other suspected fac-
tors in mind what might we conclude as to
enforcement possibilities in the future?

The average Los Angcles shopper comes
into the central traffic district and obeys
signals and motorists yicld the right of
way to him when he wishes to cross in mid-
block. The same shopper returns to his own
neighborhood and proceeds across an inter-
section with the assurance that his right of
way will be yielded by the motorists. They
did so when he was downtown—why not
here?

There is a carry-over of this understand-
ing and action into the outlying areas. The
driver, when approaching an intersection
feems to expect to be allowed a free pas-
sage. Having sccn pedestrians use cross-
walks in other areas, he does not expect to
find a walker suddenly in front of him in
the middle of the block. A recent check of
average speeds in the above-mentioned two
and onc-half mile area shows that there is
a variation of from 13.5 miles per hour to
about 22 miles per hour. This would seem

to indicate that it is not speed alone which
is killing our pedestrians. Furthermore, it
would not seem altogether feasible to use
numerons officers for speed enforcement in
this area where speed was not so great a
factor.

Examination of the reports shows that
violation of the pedestrian right of way is
most often the principal factor. This jibes
very closely with the study of the points of
impact which showed that the pedestrian
was, in three omt of five cases, in ar near
the center of the street. With this thought
in mind, a clieck was made of citation ex-
perience. It was found, as is so often the
case, that most of the enforcement was for
driving through stop signs, srunning stop
signals, and speed. Running through a
boulevard stop, for example, was respon-
sible for a very small percentage ofi colli-
sions in 1939. Compared with the number of
convictions for such a violation we found
2 ridicutous enforcement index.

Driver Responsibility

1 recommend that more attention be given
the matter of yielding the right of way te
pedestrians,. We found that our officers
write an average of 30 citations per week
for such violations, whereas a decent index
would indicate the necessity for at least
200 or 300 per week. I contend that simply
to raise the over-all enforcement index
without rcgard for the fatal violation is
cvading the issue and our responsibility.
After all, we must admit that the pedestrian
docs lack that essential judgment of approach
speeds; he very often has not had much or
any driving experience; he is not familiar
with driver problems and limitations; he
does not compensate for kis own limitations.
Therefore, it is.up to us to afford him some
measure of safety by more stringently con-
trolling the drivers at those fatal points in-
dicated,

Next, high collision frequency-after dark
shows the need for more men at that time,
Many traffic officers at present assigned dur-
ing the day to intersections and to the en-
forcement of patking regulations could be
reassigned to four-man roving patrols to
attend to thc hazardous left-turn move-
ments, failure to give hand signals, and
right of way violations,

A third recommendation would be more
extensive use of mobile sound units to aid
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the above-mentioned foot patrols at strate-
gic points.

A fourth recommendation would be to
utilize more fully the possibilities of reg-
vlar radio car patrols. They could be as-
signed to patrol, in full view. thosc streets
carrying heavy traffic during peak hours.

A fith recommendation would be to pub-
lish and distribute a well designed pamphlet
o cvery resident in each geographical arca,
calling attention to pedestrian hazards and
driver responsibilities. These could be dis-
tributed by the ra¢. . car officers between
calls over a period of wecks. or by service
groupe from high schools located in the
ahove areas.

A sixth device would be a rather loug-
view program Involving adequate strect
lighting. This of course is not a police prob-
lesn, but by directing significant informa-
tion into the proper channels, departments
can do much toward ameliorating our high-
wav “blackouts.,” Much money is spenr to
wmake roads smooth and 1o remove many
hazards due to curves, but 2 mere pittance
i expended to enahle highway users to tee
a clear way ahead. Much of the former ob-
jection to expensive lighting installations
has come because the maior part of the costs
would accrue to property fronting the high-
waye <o affected, Studies show, however.
that car-mileage on these fatal streets i<
extremely high, and that the users are not
necessarily indigenous to the district. \Where
such installations have bheen made in Los
Angeles, there was a drop in collisions of
78 per cent. and a 92 per eent drap in fatal-
ities,

A scventh

recommendation relaves to

fingerprinting and licensing of pedestrians
as a device to make them more aware of
their responsibilities, and to make enforce-
ment more effective. Harking back to the
unfortunate expericnce of the neighboring
city in their pedestrian program, such a plan
would preclude giving fictitious names, and
would serve many other enforcement pur-
poses.

The eighth recomunendation is to en-
courage more detailed analysis of our pe-
destrian experience. We should know more
about where the pedesttian came from.
What kind of traffic regulation twaining
did he have prior to being struck? Did he
come from a small town or large metro-
politan city? Tt might even be significant to
discover his work and play habits: his
physical agility; his mental condition; his
occupation; his economic status and other
factors tending tb preoccupation and inat-
tention.

In coriclusion T should like to preseat the
matter of popular misconceptions and propa-
ganda disseminated by well-meaning b
perhaps ill-advited authoritics. \We have
found many persons who believe that ve-
hicles can *stop on a dime.” that certain
tires are more eflective than others, that
certain brakes are superior, and other glow-
ing reiercnces to miraculous performances.
Abiding faith of the pedestrian in these
alleged abilities i<, we can’t help hut believe.
a factor in their somctimes fatal false sense
of security. Certainly it is no satisfaction
to the victim to have proven camcone a
fantastic liar. Police authoritics can assist
in debunking many sach popular miscon-
ceptions in the public mind.

Information Wanted

The concluding feature of the city and
slate police group sessions was conducted
by Professor J. L. Lingo, Director of Pub-
lic Safety Institnle, Purdue University.

The program consisted of two-minute an-
swers to practical enforcement questions by
a hoard of officials comprised of the fol-
lowing :

H. V. Johnson, Superintendemt of the
LTraffic_ and Safety Division, Kansaz City
Pulice Department.

Lieut, . Franklin M. Kreml, Director of

the Safety Division of the International
Association of Chiefs of Police.

_Inspcclor B R Caldwell, Administration
Division, Police Department, Los Angeles,
California.

Daniel G. Reynolds, Dircctor of Puobiic
Safety, Miami, Florida.

Licut. Kreml was asked “Should all acci-
dents, even the most minor when there is
no damage, no injury, and apparently no
<esious violation be reported? This question
asked with regard to time lost by officer of
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accident bureau recording such accidents
when no apparent useful information can
be obtained from such reports.””

lacut, Kreml answered “Ideally, all acc-
dents where there is damage or injury, re-
mardless of the degree of severity, should
te reported. As a practical matter, rcaliza-
tion of thiz idea is of course impossible but
cfiort should be made to sccure the most
thorough reporting and investigation of acci-
dents, Certainly many minor accidents which
wauld thus be reported would not aid much
in revealing need for various types of acci-
dent prevention work, but it is unsound
1o draw the reparting line at any minimum
severity level. Severily is not the basic eri-
terion of the importance or significance of
the accident and drawing such a line tends
10 discourage the reporting of many acei-
dents even above the minimum fevel, Tt
ic thus pood insurance in the interest of
thorongh accident reporuing to take any
minor reports. even though they may have
little value or significance. so that the
arcatest possible volume of accidents will
be reported.”

Director Reynolds was asked “Should not
the arrest and conviction of a drunken
pedearian, when he is obviously jeopardiz-
g himself, be considered a traffic arrest
and conviction and be included when cal-
culating the enforcement index >

Dircctar Reynolds answered “Of course
i calculating the enforcement index, it js
standard practice 10 count moving violations
oaly but it would be possible jor a drunken
pedestrian to be a hazard without moving:
that is. he could be lyving down in the
street”

Inspector Caldwell was asked the ques-
tion *“\Vhat are vour suggestions for a
radio safety program? Do you think three
minutes or fifteen minutes is morc cffec-
li\'(‘?"

Inspector  Caldwell reminded the group
that safcty programs on the radio are in
competition with other types of programs.
Hec advised : “Try to use device on air which
will stimulate listeners to some kind of
action, such as writing, telephoning, or tele-
graphing; try to obtain time on large station
at a javorable hour; avoid inane platitudes;
make script spontaneous, natural, reasonable
and avoid abstractions; supply known meas-
urciments, actions and operations ; avoid time
conflict with popular comic program; avoid

dramatic programs unless fully equipped for
production in competition with best on the
air; use interviews sparingly; inject human
clement by using names of people writing for
information, saiety matenal, or reporting
some condition.”

Inspector Caldwell listed the iollowing
programs which are used by the Los Angeles
Police Department :

1. “Trafiic School of the Air"—educa-
tional; questions and answers on traffic
faw ; discussion of road rules, etc.

2. "Step On the Gasi’—interviews with
racing drivers; their lives and ideas on
traffic law and safe-driving practices.

3. “Traffic Interviews"—talks with well-
known radio, movie and civic personalities.

4. "Traffic Mix-Up of the Mis Family"—
the average American family in traffic:
strong | interest; d tc.
3. ‘“\Vhat's the Answer?2'—Another quiz
program, using traffic questions for mate-
rial and commercial organization drivers
1§ competitors.

6. “Voice oi Safery"”—listener queries read
and answered; short dramatizations of local
traffic incidents.

7. “Spot  Announcements'—One  minute
announcements sent to stations just before
some outstanding date, holiday, or public
event. (Christmas, Armistice Day, Labor
Day, cic.)

8. *Traffic Tribunal"—Listeners’ questions,
complaints, suggestions and requests read
and answercd over air. Scrves as clearing
house for “pet-peeves,” hazardous locations
and conditions. Latter refesred to proper
agency for action. Copics of local laws on
traffic offered free 1o anvone taking trouble
o write.

Inspector Caldwell added: "“The objec-
tives oi police agencies cngaged in radio
activity seems to be two-fold. Onc, to in-
crease the amount of attention devoted by
average listeners to traffic problems; and
two, to ‘sell’ police service. In general, any
device which will serve to achieve those
objcetives should be valuable where facili-
ties exist for such activity. Listeners may
not remember specific items discussed on
such radio programs but they do tend to
retain a favorable impression toward a
progressive, continuous program of traffic
safety,
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“Since ihe samc amount oi care and
research must be given the program which
cmanates from a small station as that from
2 large one. every effort should be made to
establish a comtact with major key network
wutiet. This same principle applies with
respect 1o the tune of day and the day of
the wak  These iactors, of course, varyv
o differan localities.  Daytime programs
rught bester be directed toward the women
of the cumnmoey | while evening brosdeasts
might e more pecral m apreal.

“Anderser  particigation > pevhaps  the
most valmabli dewsoe 3 swar program
suimulates  liseoers to ask  qoestions by
mail; 10 wead requests fur pampblets, post-
crs, copres of @ns, cic, you have been gble
10 overcomx a natural incrria amung listen-
vrs. Ii audiences go <o far a< 10 make
wrilten respunses, that sery  activity on
their  part  cncourages still  further co-
operation.”

In commenting on the length of program
that e would recommend, [nspecior Cald-
well said: “Our opinion is that the 13 min-
ute program would he more effective in the
long run. \We have a feeling that the aver-
age listener will reccive more retainable
information in that length of time; longer
explanations of traffic problems can be out.
lined; a greater appeal to reason made on
basis of scientific measurements and opera-
nons

“The shorter or “spot’ announcement type
uf program dunands expert writing. They
must have an emotional ‘punch’ often im-
possible from a practical standpoint at least
as far as police personnel is concerned. The
effect is more flccting and unless repeated
day after day, a given concept might fall
short of its objective. Further, control is
not always possible; that is, when ‘spots”
are submitted to stations, there is no guaran-
tee as 10 when they will be used. On the
other hand. if a large key station would
‘plug’ your announcement day after day
immediately following a very popular news
broadeast or ‘srip’ program, the
tpe of program wosld couccivably be
muc_h more cfiective thar the lomper mior-
mational type. Another {ucske 1w thyy “spor’
announcement timw bas & bagh ccummcreial
value and most have alf bl
tme told out, at kaw #t favrshie hpae
of day or night -

YAl in all, then, vonoadurig QP

and deanand and considering availabic police
time devotable to such Jong-view educational
work, we must conclude that the longer
npc of program is more effcctive.”

Lieut. Kreml was handed the question:
“Should every violator of any regulation
be rummaned or arrested?” He answered:
“In theory, every violator of any traffic
regulati hould be oned or arrested.
In practical enforcement. bowever, policies
modiiying this theorr to some extent are
both necessary and desirable. In the first
place. the principle of sclective enforcement,
generally recognized as highly desirable,
arbitrarily requires a certain degree of con-
centratioi on leading violatioos at the
times and places of their most frequent
commission in connection with wraffe acoi-
dents to the partial exclusion of other less
scrious aspects of the violation problem.
Sccondly, some degree of wicrance above
the letter of the law is frequemtly desirable
in the interest of making enforcement adc-
fuately reasonable and permitting officers
to be certain of the commission of the vio-
lation. Thirdly, it is also a somnd palicy
where enforcement has not in the past been
very strict to gradually tighten up control,
rather than to suddenly switch to 2 policy
of ad!leriﬂg to the letter of the law, Finally,
experience has shown that many borderline
and minor offenses can be effectively dealt
with through the use of wamings. For
these reasons, it may be better, as a practical
matter, and the purposes of enforcement

are often served adequately by policies which

depart somewhat from the theoretical prin- _

ciple of letter-of-the-law enforcement”

Director Reynolds received the question:
“Do you advocate re-examination of drivers
at periods, say cvery three years? Why?
i so, what period do you suggest?”

He answered “Yes, mainly to have some
control for the aged drivers. We all realize
ihat drivers in the upper age groups can
lose their hearing or evesight in 2 short time.
In order (o oblain a stast on this recxamina-
tion of drivers it is suggested that ther be
re-exis.ined every three years. Another slagra
scstron and one that we are trying out in
Mizmi is that z driver after he reaches a
Certam age must he examined every vear
whxn he applies for renewal of Hoense. If
this applied against all the age groups. 2
mmjocty of our Ctizens might think thic
s kareh 30 we are trying it only 3
the abder drivers.” i ¥ et
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Licut, Kreml was asked if he iclt that
the same basic enforoement methods are
equally effective in both city and state police
work. He said, “Goaerally speaking, the same
basic enforcement methods are equally cf-
fective in hoth city and state police work,
although some varation in derail and execu-
tion of enforcement activities is often neces-
sary. For example, the same degree of
specialimsion of traffic law enforcement pa-
trol work is not possible in a state police
department where every man must do prac-
tically every type of police work In drv
departments, 3 special groap of traffic patrol
afficers can be created. This requires some
wariation m sclective enforcement planning
and execution. However. with respect to
such gencral matiers as enforcement poli-
cies, tacuics of patrol apprehension and se-
curement oi evidence, the general principle
of sclective jorcement, ctc., the same con-
foscement methods will apply. It is a mat-
1wer oi slight variation as between cities
and states, with the same general principles
and abjectives in mind.”

Inspector  Caldwell was asked 2 very
controversial question, “To what extent
should police traffic cars be marked? YWhat
ahout white cars?”

Inspector Caldwell: “Police traffic cars, if

used for the primary purpose of traffic law
waiorcement. should be marked in a full
distinctive manner, The word ‘distinctive'
should not be confused with the word ‘con-

spicuous' ahhough a conspicuously marked
car for traffic enforcement would not be
objcc!iomhlv.

“It is desirable, at times, to have incon-
spicucns or mnon-distinctive marked auto-
wnobiles employed in traffic patrol for defi-
nite and specific purposes,-not entirely re-
fated to traffic enforcemenmt regulations.
Where the purpose of the hatter is priczary.
any mcans used (o call attention 10 the u~
of the automobike is advisable Iz some
states, both officers and ther motor equip-
ment used privoarily foe trafic aw eniorce-
ment are roquired by lam to be dstinctive
in appearance, and bere there 13 no choice.
In many places where enforcement
to be uon-wally ax, = was dcovered that
uniformed pagol adheers, s plaws, wadoroad

bilcs, were o - of

tixctiveh coloced cgrx, thie foem of segloer

was = apparent that official action could
not be neglected.

“It was also learned that former habits
of hi a few mi of slecp on a
quiet side street or wisiting for an unusnal
length of time mn questionable places, could
not be dooe withomt exposure. This alone
was 2 decided impruvemcent in .os Angcles
and is 1d1 to be justibied; sufficiently so as
10 axourage making ncarly all patrol cars
Hetinctive,

“The chief waloe of distinctive colored
cars s largely psychological and Part 2 of
this question can be ed in this respect.
The full psychologial value is achieved
only when the tmpression is created that a
far g ber of hi are on
patrol than are actmally available White
cars are considered excellent in this respect.
In ooe city where Jess than thirty well
marked antomobiles were being utilized for
traffic patrol, an inquiry was directed to
several organizations by a member of an
official City Board, regarding their estimate
of the number of distinctive colored auto-
mobiles on patrol, and the answers ranged
from 75 to 500,

“Action may be taken by officers in weil
marked anlomobiles and all passing drivers
are conscious of the cvent. Where the same
action is taken by officers in an incon-
spicuous car, it will probably escape notice.
Concentration of the distinctive type of
vehicles for test purposes on certain strects
has resulted in extreme favor of the well

marked vehicle, In cities with a tremendous

area, it is believed the need for distinctive
colored automobiles 1s even greater than
in those cities with a concentrated area,

“In some places a reduction in the crime
rate has iollowed marking autos quickly
recoguizable as a police vehicle, One reason
being the ready volunteering of essential
nformation by the public.

Licut. Kreml: “I don't believe any arbi-
trary answer can be given on the question
of the desirable deg: of conspi
in trafiic police cars. The ideca of very con-
spicoous cars is supported by the principle
that the presence of police has in itself a
deterrent cffect on violators, and that the
more conspicuons the car is, the more read-
¥ drivers will recognize its presence. How-
<ver, this deterrent cffect is necessarily pro-
portioml! in effectiveness to the number of
racrol umits and the consequent frequency
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with which Jdrivers are under <upervision,
1f, as is gencraly true today, there are
an arca so few patrol cars that the average
motorist is rarcly under direct police super-
vision. there i~ serions question as 10 the
value of the deterrent created by the pres-
ence of the police.

Licut. Krem) added: “Certainly it would
he desirable 10 have enough parrol umts to
prevent violations without the necessity of
a large volome of arre-is. but since this s
not generally possible today. we must, as a
practical iatter. recognize that some more
effective deterrent than the mere presence
of the officer must be created and this is
possible only with a less conspicwous car
than onc whieli is all white or otherwise
similarly made conspicuons to an extreme
degree. At the same time, it is desirahle
that police cars be =0 marked as 10 be rec-
ognizable ar close range, so that there may
he no question as to the identity of officer.
when stopping a car.

*Persans <ceing a police car at close range

should be able 1o recognize it and thus
Be impressed with the fact that there is
patrol supervision. Therefore, 1 believe it
desirzhle that & compromise be followed
in marking police cars by marking them so
that they are neither extremely con~pu.u-
ons nor extremely incomspictious. This is
usually best accomplished by lettering or
other devices on the sides of the car.”

Lieut. Kreml was asked, if in his opin-
ion, Chicago's use oi ncon signs on cars
waz practical. He answered: “I believe the
foregoing comments provide an adequate
answer, A car thus marked may be regardedi
in the clasz of quite conspicuous police
vehicles and the practice is justified only
it sufficicnt number of car: are awvailable
to keep trafiic under almost constam super-
vision.”

Inspecior Caldwell was asked for his
apinion and he said “1 belicve Chicago's use
of neon signs is entirely practical, it meam
o deseribe the car as an official police
vehicle”

THURSDAY MORNING SESSION
Octaber 10. 1940

Group Session of Traffic Court Judges
and Praosecutors

Presidmg: Jeock joux GurkSecHT. Municipal Court, Chicago.

Relation of the Pedestrian and the Driver
By JUDGE BEN S. DAVISON

Corporation Court, Houston, Texas

There mnst be a complete understanding
and spirit of cooperation between the pe-
destrian and the driver, i there is to be a
reduction in the heavy toll taken each year
in auto-pedertnan accidents.

Why do people jaywalk? Because they
think they can save 30 seconds, and because
they think they are smart cnough to take
care of themselves. Other people may get
hurt crossing between intersections, but not
thex!

There's your answer to why pedestrians
are killed and injured being out in a traffic
stream where they have no right to be, and

where they know they have no right to be.
It is not as though all these people were ig-
norant natives from the wild: of an African
jungle who had never scen an auomobile
bejore. 1T they were, there might he some
¢xcuse jor them. The majority of them are
citv-dwellers, and all of them. whether from
town or counmry, know the habits and rules
and behavior of motor cars.

T hold no brief for cither motorist or
prdestrian.  Where either is wrong, [ shall
there place the blame. We do have accidents,
cntirely too many of them, between cars
and  pedestrians in which drivers arc to
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waane. put jse't it a2 fact that we have a
tendency. through mass thisking, to blame
uil the auntomobiles for 2il such mishaps? A
million readers of a million newspapers
shiver with horror as they read a news item
of another pedestrian being killad on a city
strect, and practically every one of them
automatically fuctures the driver of the car
as a Mephistopheles with a pair of horns
and a forked tail driving his Chariot oi Dis-
aster.

A judge, T kuow better. In the first
place. virtually na motorist wilfully runs
down a pedestrian. In the second place, the
average driver obzerves the rules of the
road. Nomewhere there are usuzlly con-
triluting  factors on e pedestrian’s part
which throw a portion of his own actions
inte 1l making of an accident.

Some Hceedless Walkers

For instunce, in spite of repeated warn-
ing, caution:, admonitions, urges and be-
seechments by the authoritics, by the press,
by the radio 10 cross crossings safely—and
to remain on the sidewalk until the green
light dashee, there are still hundreds of
thousands of our highly intelligent citizens
who iceter-totter on the edges of the curb
or stand boldly on the sireet surface itseli
pracucally daring a motorist mahing a right
or left hand wirn to touch them!

Here i: distinctly a deflance of both
safeqy and the law. It is decidedly immoral
1o 1aunt anather person inta creating an
accident, or through ohstructive opposition,
cause a periectly law-abiding motorist to
swerve or stop suddenly, cndangering his
own safety and that oi drivers hehind him.
Yet pedestrians o these things, and then
woader how on carth they wind up ta the
heospital.

No White-wash Brush

1 don't want 1o preach onc-sidedly against
the pedestrian, and bearing aloft a white-
wash brush jor the motorist. But when
out of 108 pedestrians who broke the law
and crossed between intersections in 1939,
nine were killed and 99 were injured, surely
there are two sides to this question of auto-
pedestrian fatatities.

The individual hears of this case and
learns of that, he reads about this one, and

that vne, but he does not sit all day long
hearing the cvidence and the facts, a5 do
we judges. Sa I feel T am privileged 1o pic-
turize from them 1o you a» 1 get ticm—
cases after cases and ncident after incident.

But it doesn’t do any goal ta tell the whole
world about these facts and figures unless
we do somcthing about it. What can we
do? e often think we ave reached the
limit in our campaign of cvducativa, and
then we look at the record and fnd 32,000
automobile deaths a year staring us in the
face.

Child Records Excellent

Occasionally | beheve we stress 100 much
the duty of the automobilist and not cnough,
the duty of the pedestrian. \We are begin-
ning 16 do pretty micely in our school sys-
tem, atnd I am rather proud to say modestly
in Houston we have gone a long way to-
wardz cutting down accidents to school chil-
dren. But huw are we going to reach the
grown ups?

These people must be tavght sunchow,
Who is going, to do it, and how? Frankly,
} do not believe that we bave yet found
the techmique which fits, we have not driven
the {acts home hard cnough and firmly
enough to catch the popular attention.

Increase the Tempo

Am 1 treading on dangerous ground if |
suggest that the press, the radio and public
speakers become a little more violent with
these statistics? Not for a day. not jor a
weck, but year after year.

There are, of course, coincidentai activi-
ties which must go on. The timing of traf-
fic lights is impormant. Certainly all streets
in a big city don't carry the <ame loads—
certainly  at casily located spots there is
need for shorter and longer walts between
light-changes. But these we must pot in
the hands of comgpetent traftic cngineers
who know their business. There are lum-
dreds of things which ought 1o be done, amd
are being tone to make the city streets safe
for pedestrians. And still, my arguments
show, I think, we must go farther than
this—we simply must teach the adult pedes-
trian a< well as the child in the schaolroom,
and the motorist.
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Are Traffic Court Cases Different?
By JUDGE LcROY DAWSON
Municipal Court, Los Angeles, Calif.

(Edirorial Noxc The following is a brief
summary.)

Theoretically, waffic court cases are not
different, but practdczily they are very dif-
ferent. They are different because you can't
treat the average violator of traffic laws as
a criminal, The average violator believes
that his past good record should be taken
into account, and that he should therefore
be treated leniently. Of course, even though
this may be the first recorded violation for
a defendant, the judge can be reasonably
sure that there have been many violations
previously for which no arvests were made.

Described at length the fight against ticket
fixing in Los Angeles. It was won in rela-
tively brief time with a firm and unwaver-
ing policy.

The worst trouble for (raﬂ”u: judges conies
from the better ¢} 5 in the ¢

o choose between the word of the police-
man and the defendant, and it is true that
the judge must check up on the policemen
or they will go hog-wild. Nevertheless, the
most adamant citizens are apt to be the most
in error concerning the layout of streets at
the scene of the arrest and other facts per-
tinent to the alleged violation.

Drivers should be zoned rather than high-
ways. Some people’s minds don't work
faster than 13 miles per hour.

The judge must handle each case psy-
chologically—must reach the individual and
determine his attitude, and then apply the
best cure for the faulty attitude. Each viola-
tion, whether or not it caused an accident,
must be assumed as potentially lethal. The
defendant.before the court must be assumed
as allergic to the safety education current in

y.
The typical attitude in court is “why do you
take the word of 2 common ordinary police-
man against that of an honcst citizen (or
businessman, etc.)?” It is at times difficult

the ¢ ity. Only the important cascs

shauld be brought to the court, and then

enforcement should really apply. Slogan for

wﬁi?‘ judges: “Take Your Time, Or 1
il

The Meaning of Speed Laws
By JUDGE H. E, HARB
Mnunicipal Court, Little Rock, Ark.

Under the “Uniformn Act Regulating Traf-
fic on Highways,” the speed of vehicles is
regulated upon a basis of sound discretion,
considering the e.x-sung conditions which
affect safety at the time and place

The basis upon which the driver shall
regulate his speed, mnd upon which the
courts shall adjudge the legality of bhis
speed, is what is known as the “basic-speed
rule,” stated in section 51 of the Uniform
Act: “No person shall drive a vehicle on 2
highway at a speed greater than is reason-
able and prudent under the conditions then
existing.”

That pronouncement of the Uniform Act
is practically a restatement of the familiar
rule of civil law as to due care. Upon first
consideration, the rule might appear too un-
certain in its terms to support a criminal

charge of speeding, on the theory that the
driver could never know definitely whether
he is complying with the speed law uniil a
court or jury should pass upon the evidence.
And in the carlier cases on that question,
appellate courts of three of the states heid
that such a statute was too unceriain for a
crimina! tatute. But the weight of aunthority
early established that such a speed rule
furnishes a valid basis for criminal charges
of speeding, and it is interesting to remem-
ber that some of the states, where antomo-
hile traffic was the heaviest and where the
legislatures and courts wonld be expected
soonest to arrive at effective traffic regula-
tion, upheld the view that similar statutes
were proper bases for criminal prosecutions.

In Arkansas, the legislature has amended
the Uniform Act by preseribing ahsolnte
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maximum speeds beyond which it is unlaw-
ful to drive under any circumstances: 60
miles per hour for all motor vehicles, 55
jor passenger busses and half-ton trucks, 45
for trucks carrying vp to five tons and hav-
ing brakes on all whecls, and so on. But
these maximum lawful speceds are lawful
only when, under the basic speed rule, they
are “reasonable and prudent under the con-
ditions then existing.”” And it may be men-
tioned that these nwumum speed ltmxtzhons
appear to be r for Arl

view of the varied topography of our sutc
and the particular type of traffic on our
highways. However, the Uniform Act itself
contains no absolute maximum limitations
uvpon speed except that under the basic rule
they must be reasonable and prudent.

Prima Facie Limits

Then, as 2 more nearly definite guide for
motorists, officers, and courts, the Uniform
Act establishes what it calls “prima facie
speed limits,"”

This does not change the familiar mks of

such prima facie limits on highways such
as through highways, but even there the
manicipalities may not increase such limity
to more than 45 miles per hour.

The prima facie limits do not relieve the
driver, of course, of the duty to retard his
speed for intersectioms, curves, hill-tops,
dangerous road conditions or pedestrians ar
vehicles using the highway, when circum-
stances require him so to retard.

\Where bridges and other elevated struc-
tures are posted with signs stating the max-
imum speeds allowable, proof of cxcessive
speeds on such structures is conclusive cvi-
dence of unlawful speeding,

“Authorized emergency vehicles,” such as
fire equipment, police cars, and ambula.nces.
are cxcmplcd from application of the prima
facie limit rule when they are sounding their
sirens, belfls, or exhaust whistles, but the
drivers are not tliereby relieved of the duty
to drive with due care for the safety of
other persons and praperty.

The Act also takes note of the fact that
cxcccdmgly low rates of speed may also be

criminal law in regard to pr of
innocence, reasonable doubt, and burden of
proof. It does, however, m-kc it necessary
for the driver to produce evidence of the
reasomableness and prudence of his speed
when he has exceeded the prima facic limit.

These prima facie limits within munic-
palities may. however, be reduced by the
municipaliies, with the approval of the
State Highway Commission, at such inter-
swxtions on the highway as the municipali-
ties may determine advisable, and the prima
facte limits ar such intersections are the
speed hmits which are posted on highway
signs there  And municipalities may increase

ous, and it prohibits driving “at such
a slow speed as to impede or block the nor-
mal and reasonable movement of traffic” ex-
cept where circumstances require such re-
duced speed.

The summons or a notice to appear which
the officer serves upon a driver accused of
violating the speed statute is directed ta
specify the speed at which the driver is
charged to have driven and also the prima
facie speed limits applicable to the locality.

The Uniform Act specifically provides
that the prima facie speed limit shall not
affect the burden of proving negligence in
civil cases.

THURSDAY MORNING SESSION
October 10, 1940

Group Session on Public Education
and Traffic Engineering

Presiding: Rov S. MarsHaLL, Vice-President, Seattle Traffic and Safety Council, Scattle,

Wash.
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Use of Statistics in Public Safety Education
By DONALD G. VAUGHAN
Engineer, Aetna Casualty and Surety Company, Hartford, Conn.

Satistical sources are divided inte two
general classifications : general accident sta-
tistics and data obtained {rom specific
studics.

General accident statistics wouid include
~Accident Facts”" published by the National
Safety Council, various state motor vehicle
department reports, police department ve-
ports, data compiled by the Interstate Com-
merce Commission Bureau of Motor Car-
riers, vita) statistics as compiled by various
health departments and the United States
Bureau of Census, “Automabile Facts and
Figures” as published by the Automobile
Manufacturers Assaciation and similar re-
ports,

General accident  statistics are compiled
for larger arcas. entire states or the entire
country. They are more general in their
classifications and cannot be used to obtain
needed physical improvements. In order to
obtain the specific remedies we must go fur-
ther. What then can we do with this mass
of data as accumulated in such publications
as “Accident Facts”? That is an answer T
have been secking for several years. I have
acen the time and effort that goes into com-
piling this data the National Saiety Council
finally presents to us in this booklet. I have
wondered whether the expenditure of time
and effont is worth while. This has been and
still is a questionable subject. For instance,
m each community of 100,000 population or
over, at lcast one person spends the greater
part of hiz time accumulating this material.
Last year there were 93 such cities that re-
ported. This means that in these larger cities
there are at least 93 people engaged the
ureater part of the year in preparing matc-
rial. To this can be added all of the wark
carried on in the smaller communitiés and
in the state departments or other sources of
these accident figurcs.

It means a tremendous amount of work.
How much of this is wasted because we
cannot or do not do anything ahout it? For
instance, if you should ook at Page 91 of
the 1940 “Accident Facts” you will notice
that it coniains direction analys:s ‘That is,
the number of drivers going right, left,
straight through, etc. Tt is intcresting in-

formation but we do nothing about it. Look
at the next pages. Pedestrian Action. \What
do we do abont this? Practically nothing.
The next Page 93 shows Highway Charac-
teristics. They are interesting but nothing
that we can correct without obtaining iur-
ther specific information about the parucu-
lar highways involved. Still this matter is
all accomulated for us at a tremeudous ox-
pense,

You may ask. “Should we do away with
thi<?" I would emphatically say “No." W
must know what is happening, how we are
doing and where we are going. That is
what this record gives us and it also allowsx
us 10 compare the vecord with that of previ-
ous years. It also Jets us know what our
record is- compared with that of similar
communitics.

This material ceuld be changed so as to
make it morc useful; secondly and most im-
portant, more use could be made of the in-
formation after it is obtained.

Jet us take up the first point. Could
some of these classifications be changed so
that they would be more useful? T believe
they can. It would not be much of a loss ir
some of them were eliminated. Changes
have been made in the past few years but
this form will have to be continually
changed to keep up with our changing trai-
fic conditions and our changing neceds for
various forms of accident data. Every com-
mittee that contemplates such changes has o
balance the value gained by such rearrange-
ment against the loss of not being able to
make comparisons with previous years. It is
very easy, however, for such commitices to
add details that appar:ml) are desirable and
to fail to consider the burden of detail that
is being built up for some one clse to at-
tempt to handle

Auother thing that we must remember is
that there are many inaccuracies in this type
of data. Most of the information is based
on reports of operators. You know how a
driver is always right. His accident report
construes the facts so that he is right ac-
cording to the report. This all goes into the
accumulative data. Much misinformation
balances out, but in some of these cases the
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miormation obtained in the -classification is
not accurate.

More and wore must we consider the tre-
mendous amount of time and effort that
gors into these accident facts. More and
more must we endeavor to simplify the
gathering of these so as to eliminate insofar
as possible inaccuracies and classifications
that arc used very littie. This will then re-
lease the prople who are working on them
so that they can pui morc time on the spe-
cific studics which are more immediately
productive of beneficial results.

I was once actively intercsted in the com-
piling of this maierial and did some of the
analyzing personally. 1 felt that the cflort
expended far exceeded the returns. Since
then a number of changes for the better
have heen made in the forms used for ob-
taining this information. 1 still, however,
hear complaints that it is a lot of work with
little in retwrn. That is why | am convinced
that further improvement can be accom-
plished m ~implifying the form.

My sccond point was that more use could
e made of the mformation after it is ob-
tained. Evenyone can go a lot further in
the uses made of this material and this will
eventially bring the retums evervone has
Ieen secking.

Soon after sending the monthly summary
to the National Saiety Council, most cities
wive the newspapers a story on this sum-
mary. The data can be mimeographed in
whole or in part and circulated to interested
agencies such as police officials, schoul prin-
cipals, local traffic authorities, parent-
wachers a-wciations, ctc.

A week after the monthly summary has
been published, a second story can be ob-
tained by ~tudving the results and compar-
ing them with those of the previous month,
the <«ame month last yvear, or some similar
period,

From thi> comparison one single item can
tx obtained such as an unusual increase in
pedestrian accidents or a remarkable de-
crcase in bicycle accidents. A story devel-
aped around such a comparison is of news
value and will reccive space in the local
papers. This procedure will assure at least
two newspaper stories each moath,

Radio suations will make use of some of
this information in their safety programs or
spol announcements.

If there 13 a speakers’ burcan and it 1s
active in furnishing speakers for club o
associativn  mectings, these  compilation:
should be furnished the speakers

Statistics or accident tables in themsclves
are ver) uninteresting and are not read or
assimilated by the general public Thesc
records, therefore, should be given the pub-
licity man's touch. They should be sive.
cve appeal, if that is the correct term.

Local organizations interested in safety
should give considerable thought to the in-
teresting preseatation of statisties. How else
can you let the general public know vaui
problems *

Tt is very casy to accumnlate intercsting
and usable material in the information oh
tained from specific studies. This would
include trafhc vounts, driver and pedestriu.
obedience studies, collision and condition dia-
grams, cic. Usually the remedy for a had
situation i3 found as a result of such stndie<,

I believe this material if propcrly used i:
of extreme importance i ﬁndmg tie moet
serion: accident locations and in nm:l\m~~
the most sensible remedies. It is afo of u«
in showing logical reasons for turning down
certain regaests that are not of enough im-
portance in comparison to the whole 10 war-
rant immediate correction.

Recent)y state highway departments have
used vehicle volume counts in alloting ex-
penditures for new road building progruns
They have been able to combat political o:
financial influence by showing the public tin
logic of making improvements oun the high-
ways having the higher vehicle volume ant
the higher accident irequency.

I have endcavored 1o gather a few ways
of presenting this material that might be of
interest to you. On the other hand, you may
know of other material that you consider
better than that which 1 show you. You
may, however, see some way of presenlinag
dala that has not already octur_yed to you, I
believe we should all be seeking new waye
of presenting this same old material. Only
through such new methods of presentation
are we going to reach our drivers aml pe-
destrians.

In starting a revised safety committec
and in cooperation with the National Con-
servation Bureau, we developed a series of
charts fir a loose-leai booklet. Here we
accomplished a two-fold purpase. First we
acquainted the new members with the up-
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our mcasurement of the proposed traffic

to-date accident situation and refreshed the
memories of our older bers. S dty,
we provided these people with excellent ma-
terial for use in talks when they were called
on to give such at our varipus clubs, etc.
Many of our committee members were city
officials and these charts presented the acci-
dent story to them. Each member was pro-
vided with such a book. It being in loose-
ieaf form, the committee member could keep
all his committee material in the book and
we at headquarters could furnish him with
additional charts if they were needed. We
had fourteen pages of charts and tables as
follows:
1. Economic loss and prevention expendi-
tures,
2. Pedestrian and motorist fatalities.
3. Pedestrian-residence spot map.
4. Hour of day study of pedestrian ac-
cidents.
3. Pedestrian night accidents spot map.
6. Summary of pedestrian fatalities.
7. Chart of fatalities and personal in-
juries.
8. Driver residence spot map.
9. Chart of personal injuries.
10. V.ist af - st intersections.
11. Spot xv  ..I worst intersections.
12. Spot map of worst intersections the
previous year.
13, List of worst streets.
t4. Five-year spot map of fatalities.
From time to time we furnished addi-
tional data such as sheets on “Getting Re-
salts” as published by the National Con-
servation Bureau, studies of certain inter~
sections giving collision diagrams, report on

light i 1 and other similar material.

Another item we are trying is a one-page
sheet each month to intercst the officials,
committce members, newspapers, etc. We
are using this to give the meat of the acci-
dent data to date and also 10 prod officials
into action.

Small booklets or leaflets arc of extreme
value, especially where they can be cheaply
printed, and given a large circulation. We
recently issued 30,000 of these. Other com-
munities have issued similar leaflets. Aeri-
dent data is taken from the summarics and
made the basis or theme of such leaflets.

Larger charts can be maintained and used
to illustrate accident trends or need for im-
provement in certain areas. Spot maps will
show where education and enforcement
should be concentrated.

Reports on special studies can be given
special attention. Recently we made a study
of court cases. We wanted somcthing doae
about enforcement but necded a report to
prove our case. For throc months we stud-
ied the situation.

Posters both inside and outside should be
developed from the accident data.

All possible use should be made of this
material in education of the pubdlic and in
selling public offidals on the importance of
needed improvements.  Without these acoi-
dent facts you cannot hope to present your
case. On the other tand, the gathering of
statistics should not become too cumber-
sorte. Only those classifications which will
be used later shoald be accumulated.

How a State Department Can Help Local Communities
By JOHN L. TOWERS
Assistant Traffic Engineer, Illinois Division of Highways, Springficld, Il1.

. There are several reasons why a depart-
ment with statewide organization is in a
particularly good position to render aid to
local communities :

1, Knowledge of Traffic Conditions.
Whether the depariment in question is a
Highway Department or Motor Vehicle Ad-
ministration Department, or other, the back-
ground of knowledge gained from such
work is a vital aid in applying remedics
in individual situations. This is angmented

when the deparmment handles state traffic
administeation and accident reporting.

2. Scope of Organization. Statewide
organization assures more uniform applica-
tion of o ing ducational meas-
ures.

3. Type of Persomnel. Becausc of ex-
perience and special trajming in traffic ad-
ministration, which is not available in cities
without a traffic cogineer, technical service
can be rendered to municipalities; also to

Street and Highway Traffic Scction 35

counnies. However, the type of service ren-
dered to jocal communitics should depend
upon the persoannel assigned to this activity,
both as 1o size and qualifications,

These reasons indicate that there is not
only an opportunity but a responsibility for
effective help to local communities; a re-
sponsibility as great as for any other of the
welfare services.

Some of the aid which can be given to po-
litical subdivisions may involve matters un-
der the jurisdiction of the department. Ia
such cases cullaboration with local officials
promotces interest and an insight into the so-
lution of traffic problems. Much of the help
which it is possible to give, however, involves
matters entircly under the jurisdiction of
local officials. Here the approach must be
purely that of am intcrested and informed
friend and every appearance of infringe-
ment of authority avoided. In Hlinois we
have endeavored 1o give help only 10 pro-
mote loczal interest in doing the work. Noth-
ing should be undertaken which promotes
dependence vpon a state agency for per-
forming a local service.

One very useful tool for the promotion of
all traffic safety activities in municipalities
has been the National Traffic Safety Con-
test  Enrollment in this by eligible cities
gives state representatives an opportunity to
promote and assist in the activities upon
which this contest is judged. City offidals
more readily engage in such activities when
they are objectively sct up by an impartial
agency such as the National Safety Council.

The resulis of enrolling 100 per cent of the
cligible cities in 1llinois in this Contest and
then cooperating with the cities to promote
their standing in the contest is evidenced by
the awards made. Citics under 100,000 popu-
lation, where the influence of state repre-
sentatives is iclt most, secured nine out of
the 32 places awarded to citics in this popu-
lations group in the last five years. If awards
were apportianed according (o population,
we would have had probably two or three.

Education :

1. Promotion of local safety councils.
In dties where interest in traffic safety has
been aroused and previous work donec by
department representatives so that acquain-
tanoe with, and confidence of the local people
has been gained, local safety councils can
be promoted with success. A properly or-
ganized safety council consising of quali-

fied men is decidedly the best agency for
education of the local public. After its for-

3 i d assi. should be given
Connecticut varies this procedure by having
the Highway Department budget a portion
of jts funds to finance a State Safety Com-
mission. The State Safery Commission then
helps organize and service local safety com-
mittees or councils. 1 am imformed several
other state safety organizz.ions function in
a similar manner.

2. Educational exhibits. At state and
county- fairs, city safety shows and automo-
bile shows, worthwhile exhibits can be dis-
played. This can be done without couperation
of local groups but is more effective when
done with such cooperation.

3. Maintenance of Police Safety Squad.
A small but efficient detail of men can,
amony other activities, handle requests Ly
local groups for talks and picture shows

4. Driver Training Coursea. The pro-
motien of driver cducation and training
courses in the secondary schools is onc oif
the most important activities which can be
underiaken by a state organization, How-
ever, such a program should only be under-
taken with a full knowledge of the work in-
volved and the type of personnel needed. In
Ilinois we have been fortunate in having
been able to start courses in over 600 of the
1,000 high schools. Qur program has offered
the following services to the schools:

. (a) Supply text material at cost of print-
ing.

(b) Arrange for special lectures.

{c) Schedule Safety Squad Officers to
show pictures, lecture, and assist with road
demounstrations.

(d) Supply test materials.

(¢) Borrow dual control cars from auto-
mobile dealers,

(£} Supply certificates of award.

(g) Conduct road tests in connectian with
state drivers’ license examination,

5. Teachers conferences and courses.
A need arising from the traffic safety conrses
has been the presentation o teachers from
cach ¢ ity of the tech of teach-
ing the subjcct matter involved. Toward this
end a serics of ane-day conferences have
been hcld in various parts of the state for
teachers and school administrators. Also,
courses have been conducted at the five
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State Teachers Colleges. This vear, the
Center jor Safety Education of New York
University conducted a two-week credit
course at the University of Ilinais.

6. Traffic Safety Contest Reports. Dis-
cussion of this subject probably falls more
iogically under educational activities than
any other, since in the end the value of the
report 1s educarional. As mentioned pre-
viously, we feel that thc National Traffic
Safety Contest is a useful instrumentality
for the promotion of all traffic safety activ-
ities, since the annual contest report fur-
nishes a thorough inventory of such activi-
ties and shows up the weak spots in the
aalety program.

Each year our cngineers assist the cities
in making out these reports. \When the
analyses of the reports are prepared by the
National Safety Council we review these
with the local safety committec or city of-
feials so that deficiencies in the safety pro-
rram may be thoroughly understood.

Enforcement

1. State Motor Vehicle Act. A state
motor vehicle act is of primary importance
10 the state =3 a whole, bt a State Act
Regulating Traflic on Highways based on
Act 7 af the Uniform Velicle Code is help-
‘ul 16 local commmunitics in two respects.
First, the Act requires the publication of a
\Manual of Uniform Trafiic Control Devices
which serves as a guide to communities in
the installation of such devices. Incidentally,
i assires statewide uniformity in the appli-
cation of trafiic control devices. Sccondly,
ihe Uniform Act can be made the basis for

Jraiting 2 Model Municipal Traflic Ordi-
s or adopion by municipaltes. S
e can Be made moch more e

cie in s recommendations than the more
sneral Model, Department engincers have

a\xmcd a considerable mumber of Tinois

Hmmmmewmmm
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ordinance we prepared for statewide adop-
rina which contains provisions of self-

izing that, to handle the many phases of
traffic control work, more than casual ob-
servation and instruction in the subject are
needed. For this reason, Department repre-
sentatives have been able to stimulate inter-
est among the police so officers representing
60 1llinois cities have attended the North-
western University Traffic Safety Institute

3. Promotion and Assisting with Police
Schools. In addition to giving o ated,
specialized training to a few men in the
traffic department, it is possible to bring to
the entire police staff lectures on gencral
phases of traffic control Municipalities oc-
casionally have “police schools” eonsisting of
a week or two of lectures by authorities on
various phases of crime detection and con-
trol.

4. Traffic Administration Counsel. Even
after officers have had training, incriia in
the police department may make it difficult
for the men to develop the type of program
about which they have learned, In numerous
cases, the state represcntative finds it neces-
sary to continue assistance in various mat-
ters after officers have had the training,
These include installation of accident repart-
ing systems, tabulation of accident records,
study of accident prone locations, selective
enforcement programs, collision and condi-
tion diagrams, parking studies, and so forth.
Not only our engineers but our Safety
Squad Officers vender aid to local police
Oar officers gain more confidence than cngi-
neers in questions relating to enforcement,
and local police feel they are talking with
men who understand their problems. All of
the safety squad bave completed special

courses at Northwestem University Trafic
Salety Institue, and are qualifed to give
counscl 1o iy plce department, To pul

the polc work on 2 satisfalory basis, i
is recommended that the Chief of the force
o some other adminisrative: oficer e
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motional w ork is necessary to sell the admin-
istration on the need for conducting the pro-
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communities with a gaood safety program,
but wherever a safety program exists we
have endeavored to tie up with it and give
the local group an opportanity 1o introduce
it as a featurc of their program.

0. Traffic Dispatching Service, During
the summer momhs. the State Police, through
1he xac:lmcx.- of one of the Iarge broadcasting

have broad, infor 3on about
lramc conditions from hour to hour over
busy week ends. These broadcasts tell the
motorists the traffic conditions on the more
important thoroughfares and urge the mo-
torists to take less congested roads. This,
of vourse, is a big help to local police de-
fartments, :

Engineering

1. Traffic Engiacering Studics. As men-
tioned before, the Hlinois Division of High-
ways assists authoritics in making many en-
gincering studies on streets entirely under
Jocal jurisdiction. These are made usually
to give moral support to officers who have
hae <ome <pecial training and are trying to
carry ont a local program. Studies made
for cities on streets under local jurisdiction
have included collision diagrams and condi-
tion diagrams at high accident locations and
analyses for application of corrective meas-
ure~; speed and volume checks: parking
studies; complete analysis of city traffic
ligght systems; street lighting studies; and
<0 on. Most engineering studies are con-
ducted on sate routes, but where feasible,
city officials are kept informed of the prog-
ress of studies, the technique used, and the
conclustons arrived at because of the cdu-

catiom] value this has along trafiic engi-
neering fincs. Thus, to ofcials who have been
aceustume 1o formulte remedial measures

on the basis of castal obsereation and siap
Judement, we are able fo demonstrate the
value of a scienific approach to raflic con-

il and the el Lo ki coecion
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rant xor the ch ange.
? Au-l tn Connties. 1 am informed that

\When an analysis is completed, the officials
of each community in the county arc called
together for a round table discussion of the
report.

3. Promotion of the Use of Traffic
Enzmeers One of the outstanding weak-
nesses in many statewide programs has been
the failure 10 arouse sufficient i interest among
city officials to adopt traffic enginecring tech-
niques in dealing with the traffic prob]em It
has seemed difficult for us to convince city
administrations, and this includes a number
of City Engineering Depariments, that it is
just as important to use proven engincering
xcchmqucs in the opecration of their streets
as it is to dcsngn, construct, and maintajn
them on an cnginecring basis. Bcczusc of the
missionary work done by State Traffic Engi-
nieers in the cities in extending help of vari-
ous kinds, the need for spccnahzed help in
solving traﬂ'u: difficulties is gvadually being
seen.

There are a number of agencies which
furnish good counsel to mumcnpahues which
o not have a traffic engineer and do it with-
out charge. Semc of these are motor clubs,
insurance organizations, the National Safet\
Council, National Conservation Bureau, and
the Highw; ay Department. But such help as
these agencies can give must be periodic and
cannot include the day to day contact with
situations which is needed for proper and
timely solution. In spite’of all possible help
from the outside, cach city with any kind
oi trafiic problem should have a traffic cn-
gincer or assign the duties of the office to
the engineering department.

4. Training for Traffic Engincers, Dur
ing the gast summier we cansassed men e
gaged in tral work, inchding cly eng
weers, oy tralc: engineers,” and comly
stperintendents of highways fo see whal
their attitude would be toward attending a

oy ket and dmonsaion e
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of interest was shown,
The subijects to be covered are: Intersec-
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Street Traffic Conditions and Mass Transportation Safety
By GEORGE BARTON

Traffic Engineer, Chicago Motor Club, Chicago, LIt

1 think T express accurately the average
motarist’s viewpoint in saying that he cor-
dially dislikes the street car and bus. | be-
lieve this is a shortsighted policy because
mass transportation and private motorists
have much in common.

Mass transportation accdcm-z (all into
three géneral group ing H pe

inefficiency and this holds true jor buses and
street aars,

May we agree then, in conssdering this
question of mass safety, not
to confing our attention 10 saifety matters
alone, but to look a lintle decper with traffic
dbciency as our concern? Im considering
mmlb&c«!mwm‘lﬂy

culiar to transi as dcl ; two,
accidents to pass:ngcrs three, t_\-pial wraffic
accidents. This latter group, constituting
over half of transit's accident problem, has
no characteristic peculiar to transit. They
are just ordinary right angle or rear-end
collisions, sideswipes, head-on collisions with
turning vehicles, and so on. Some rcsult
from improper behavior by the wmatorist,
some are evidence of error by the transit
operator, while others may be attriburable
1o the physical conditions on the street.

If 50 per cent of mass transportation ac-
cidents are just ordinary traffic aceidents.
then both transit and motorists can profit
from activities which will eliminate street
traffic hazards. This work also will favor-
ably affect transit’s other accidents, partic-
ularly of the passenger type. I learned a
large percentage of passenger accidents oc-
cur with the "sudden accelerations or de-
celerations necessary to avoid conflicts.
Further, many of the passenger accidents in-
jurics result from the sudden impact when
the mass transportation vehicle itself actu-
ally comes in contact with other strect-users.
Therefore, it appears that mass transporta-
tion safety is directly related to street traffic
conditions.

It is ly d that accid in
street traffic are one evidence of street traffic

ow similar are the mterests of
mass transportation and strect traffic.

v appears 10 me that there are four gen-
cral classes of traatment which wiake for
improved traffic flow for both mass trans-
portation and private motor vehicles. In each
classification there is work to be done both

by the mass portation ities and
street traffic authorities.
Cl of I

P

The first class of improvements are those
that can be obtained most easily and with
virtually no expenditure of moncy. Two
obvious steps that.immediately demand at-
tention are enforcement and education to
improve driver behavior, Well administered
driver license laws work toward this same
end. Therc also are many simple and prac-
tical mg-mccrmg tr For
doudble parking is one of the greatest ob-
stacles to efficient transit operation, as well
as to general street traffic operation. Would
not bolh lrmsut and motorists benefit if the

an jtable, enforccable
parl:mg time Kmit? On many crowded
streets where a free lane for moving traffic
is not available between the street car and
the autos parked at the curb, it would be
profitable to the g 1 public to climi
parking at least in the rush hours.
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‘When no parking zooes are established ta
provide for bus stops, it is not the bus
patron alone who profits. In cases within
my cxperience the few parking spaccs sac-
rificed by the motorist are a good invest-
ment in traffic Auidity, Instead of buses
blocking moving lanes as they load and un-
load, the motorist has a chance to move.
Another source of annoyance to all of us
is the constrictions resulting when vehicles
park opposite safety zones, causing motor-
ists to be delayed, who, in turm, hold up
street car movements. A better coordination
of traffic signals obviously will permit free
movement by both aatomabiles and mass
transpartation vehicles. If needlessly restric-
tive signs can be abolished, both will profit
Simple treatments like pavement markings
are of decided aid to both. Stop-clearance
lines speed sireet car loading and encourage
pedestrian safety. The same is true with
marked crosswalks. Street car clearance
hincs enoourage timid drivers to pass when
it is safe for them to do so.

This list of work for strect tvaffic author-
ities includes the ordinary functions carried
oo today in virtaally all our cities. Have we

perfection in sign and signal work,
street marking, parking control, and the
like? Most assuredly not, and additienal at-
testion 10 these matters will jointly benefit
transit and private street traffic.

While 1hc public authorities arc doing
this work, there is something transit author-
ities can contribute. First, they can select
and train persoanel, just as private car driv-
ers reqtite sclection, training and contvol.
Secoad, just as enforcement is required to
regulate the behavior of many motarists, so
a¥so additional regulation of transit person-
nel may prove desirable. Third, could mnot
more transportation agencies look toward
the inherent safety of their vehicles just as
public traffic authorities are sceldng to im-
prove the mechanical efficicncy of automo-
biles through such means as compulsory in-
spection? I personally have seen many a bus
turning across traffic lanes, without adequate
mirrors to permit the driver to sce where
he was going. Buses may lack turn sig-
nals. 1f bus operations call for one of these
cumbersome vehicles to cut right across sev-
eral traffic lanes, isn’t it only fair that they
be equipped with signals which will tell the
unsuspecting motorist what is about to hap-
pen?

There are nceddless incfficiencies of transit

operation, or at least so it seems to me.
For example, an unexpected street car stop
located in the center of an unusually long
block was the site of several pedestrian ac-
ddents. When the stop was abolished, the
pedestrian accidents ceased, and efficiency
was improved.

Second Class of Improvements

The next classification of improvements
are those requiring a little snore time or a
little more money. What is it that traffic
authorities can do in this connection?

Make equitable provisions for transit: In
one case within my knowledge an entire
street through a business distsict was being
redesigned without any thought for bus
routes, loading and transfer peints, or ter-

minals,

Simple strect widening: On many narraw
streets a free lane for motor traffic can be
provided merely by setting back cuchs a
few feet at a very reasonable construction
cost.

Provide channelization: Both vehicular
and transit’ traffic will be specdcd up and
safeguarded by channelization projects which
il up confusing strect space, confine traffic
to apparent and definite lanes, and permit
more expeditious signalization.

Install loading platforms: Raised plar-
forms, properly lighted and perhaps fenced,
assist in the expeditious loading and un-
loading of strect cars, and avoid the neces-
sity for the motorist to wait until this
lengthy process is completed.

Develop off-street storage: The creation
of off-street terminal facilities for automo-
biles in concentrated business arcas awill re-
duce traffic delays and confusion for transit
and motorists alike,

My ignocance of mass lransponanon prob-
Tems makes me hesi 10 SUgg
in transit systems; yet to me it scems ohvi-
ous that transit should consider modemiza-
tions comparable to thosc just suggested for
strect traffic.

Of -street teyminals:, Just as strect space
needed for moving traffic may be provided
through storing automobiles off the public
streets, similarly traffic flow can be enhanced
if terminals for street cars and buses were
more commonly provided on private prop-
erty rather than in the public streets.

Revised operations: A certain amount of
“loafing” to meet schedules may be unavoid-
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abie for both street cars and buscs. For my
part [ believe I have scen this overdone.
Detter scheduling then suggests itsclf as
being desirable to eliminate exasperating
delays, even if it is necessary to make track
adjustments to gain that end. A second type
of operating inefficiency occasionally seen is
the manner in which transit vehicles turn
into or across the public streets. In one in-
stance, buses made three left turns around
a small triangular shaped block, seriously
impeding the traffic when the same service
could have been rendered with threc right
rns if the track lavout had been changed.
Or as another example, I could point to wid-
cied streets on which the carlines are far
alf-center endangering street car and auto
passengers alike,

Third Classification

A third classification of activitics designed
t» further sireet traffic efficiency may be de-
fined as simple planning. The primary ob-
Jective af this simple planning should be the
sepregation of mass transportation nove-
ments from street traffic. These two classes
of street users, like oil and water, mix with
difficulty. For example, 2 major incompati-
hility is desired speed of operation. A street
cav making stops at block after block at best
averages a Jow speed, while the through
teafic secks to maintain a speed twa or three
times as great. Further, mass transportation
it~ very nature secks 1o serve congested
<ines< centers with their pedestirians, park-
luading and wunloading, and “the like.
Such ~i7ucds ax these should never be con-
cernplated as through traffic arteries.

t'lans for scgregation such as may be

~madered by public agencies mclude—

T ustruct:on of by-pass routes: In towns
farue and smaHl, through highways are be-
mg aken from the retail district and sent
throngh the edge of the town or are skirt-
me it entirely.

Develapment of by-pass strecis: In many

cities, section and half-section line streets
through vears of developments have become
business and traction streets, while being the
only continuous strects across town, they
are likewise forced to carry high speed
motor traffic as well. Through constructive
plunning, parallel strects may be apened up
or made continuous so that they will attract
motor travel, leaving the old long estab-
lished street free from through traffic.

Similarly, therc seem to me to be parallel
activities.

Scek o sound belonce beticeen mass trans-
portation and motor vehicle use: Even as a
representative of the private motorist, it is
neceszary for me to give recognition to the
fact that nuass transportation agcncics can,
if they wish, attract patronage from the
ranks of the private motorist. Certainly the
traveling habits of the daily worker can be
influenced by the type of service rendered
by trausit. When transit offers faster, quict-
er, more, frequent and cleaner zervice, some
of our traffic problems may solve themselves.

Eliminate duplicating  services: Transit
authorities will admit that here and there
needless duplication of service is rendered by
strect car and bus lines. In onc case within
my own knowledge an excellent potential
onc-way street system two and four blocks
from a major car line was needlessly in-
vaded by buses driving some motorists back
on 10 the car line street.

Fourth Classification

Little need bhe said liere regarding my
fourth classification in which I have placed
long range traflic and transit planaing. It
may be some day that our transit and traific
problems may be solved—and the conflictc
and accidents cnded—when our cities anc
redesigned with street systems of modern
design, or with multi-level strects through
which traffic is segregated, and when traasit
is improved with modern units operating
through modern structures.

Improved Street Lighting and Accidents
By KIRK M. REID

Necla Park Engineering Department, General Electric Company, Cleveland, O.

Tlis paper is a supplement to that por-
tion of the report of the Committee on
Night Trafhc Hazards which presents ex-
amples of recent might-accident reductions

through improved street lighting. These
data, togcther with those previoushr re-
ported, show that one-third, one-half, or
often more, of the night accidents are pre-
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vented where good visibility is provided.
On urban streets, and on those portions of
highways with high night-accident experi-
cnce, the cost of providing gool visibility
by modern street and highway lighting has
been found to be less than onc-third the
losses from the accidents its prevents.

The Program Cammiltee requested that
this paper include special attention to the
influcnce of illumination upon iour classcs
of accidents. Generouts assistance was re-
ceived from Hawley Simpwon, S P. An-
drews. E. 1. Kreh, L. 1. Schrenk, £ T
Reveer, and R. G. Jasper.

1. Vicibility as affecting interscction uveei-
dents, particularly  vehicular accidenis of
tie sideswipe ond headon types.

The report of the Committee n Nizht
Trafic Hazards presents three cxamples of
intersection accident exyperiene bejore and
after lighting improvements were made.

At three Chicage intersectiuns,  inade-
Guate illumination was replaced by ~odium-
e lighting. In the 12 manth- preeeding
isn-rallation there were 33 personal in-
mry acerdents and 61 property damaze ac-
cobents at these antersections  In the 12
months following there were 12 perconal
iury acadents and 28 pruperty damage
aveidenmie—a reduction of 58 per cent

Tt lizghting was modermnizad at 135 in-
wrsectinns in Saginaw, Michipan. Previ-
1y, 363 per cent of a'l acaderis at thowe
vions ewcarred donins darkness. Subse-
1. the nighe a-chlents dropped 1o 340
ju - cent o the tonal

Radiam fighting wae ms@lled at 2% foo-
Anacles intersectiens Compariie ciqual “he-
sare and afte=” peneds, mizht  faalities
wpped from 12 to none and mght mivrics
from 128 to 13

In none of the above instatwes vould an
analyws ©f the accidents hy nipes be ob-
tained. i

2 Tisibility us affecting pedestrivn acci-
dents, particularly wchen boarding ar alight-
fng from buses end strect cars.

An analysis of traffic fatalities by types
has heen made in Detroit on 31 miles of
heavily traveled thoroughiarcs. Pedestrian
fatalitics dropped from 36 to 14 per year
when the street lighting was modernized.
Al the same time, fatalities of drivers and
occupants of automobiles drupped from 13
to 4. While the ratio of reduction was
hizher {or car occupants, it is no‘eworthy

that the most lives were saved among pe-
destrians.

On a street car line in Indianapolis pas-
senger-type accidents occorred at a some-
what higher rate per passenger carried at
night than by day. No information was
available on the uature of the accidents nor
on the adequacy of the street lighting.

Pending more detailed studies, the report
oi the Committec on Night Traffic Hazards
~ummarizes the conclusion' “Traffic safety
lighting continues ta demonstrate its value
for veducing certain types of accidents [t
appears to be particularly effective in pro-
tecting pedestrians.”

2. Vusibility as affecting falls of passen-
wers boarding or aligkting from buses and
etrict cars,

No data could be found having sufficient
hearing upon thiz topic to warrant inclu-
~ion,

§. Fusibility as aficcing collision accidents
cealedng buses and strect cars.

A\ two-year amalyds was wade of the
don accident~ per trip on the Indian-
apolic car Kne previously mentioned. The
nizht accident irequency per trip was found
10 be B per cent greater than that by day.
A similar ~tudy in Elizabeth, N J.. covering
all rransit operations. hkewise <howed an
] per cent higher acculent frequency per
trip at night. The cominned records of 1R
bus companics. on the other hand. <howed
21 per cent fewer coltizian accidents per
top at night. Another siudy. envering street
cars only, showed a curve of vehicular
colhwions which followed closely the enrve
of number of cars ip operation: m faet, the
WO CUrVeR Cross jour umes over the 24-
hour period.

From these scanty data, one would con-
clude that good or bad <treet lighting has
little cficct upon accident {requency in tran-
sit operation. Hawley Simp-on has warned.
however, that very minor as well as serious
accidents were includal in mgst of the
data. and a different picture might develop
i the accidents werr classified by severity.

Such classification was found possible in
only one casc; the street car study just
mentioned in which the curve of accident
frequency followed closely the curve of cars
in operation. {t was found that the night
severity was 40 per cent greater than that
by day, based upon cost of claims. In spite
oi this increcaced accident severity at night,
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aperators of buses and street cars may
properly be complimented by using better
than average care after dark, because the
over-all traffic accideat severity at night is
60 per cent greater than that by day.

S. P. Andrews, Chairman of the En-
gincering Comsmittee, Transit Section, re-
ports that his Comunittee recognizes the
incompleteness of most of the transit acci-
dent data pnow available, and is now laying
the groundwork for more detailed studies.
It wauld therefore be appropriate to review
the information which is needed for com-
prehensive studies on visibility as affecting
transit accidenrs.

From the standpoint of traffic engineer-
ing, most of the “before and after” studies
have lacked unportant dctails on all three
of the major items—the accidents, the traf-
fic conditions, and the lighting. Still less
often have collision diagrams been used to
depict the accident experience and to facili-
tate camplete analysis. Only an occasional
investigator has included figures on traffic
volume or has expressed the data in terms
of accidents per vehicle miles or per pedes-
trian crossing.

The information on the lighting has per-
haps been most deficient. The usual practice
is simply 10 refer 10 the accident experience
under “old and ncw" lighting, or ‘“before
and after” lighting improvement. Such gen-
eral verification that better visibility re-
duces night raffic accidents is, of course,
helpful to those broadly responsible for
traffic-safety programs. But more definite
information is needed

The need of more quantitative informa-
tion on lighting in relation to accidents is
recognized by the Iliuminating Enginecering
Society’s Committee on Street and- High-
way Lighting. That Committee also vecog-
nizes the importance of making safety
lighting recommendations more definite and
more usable.

Now the Committec is completing a2 new
publication, '"Recommended Standards of
Street Lighting” which will supersede the
Code. The recommendations for cach street
classification arc in terms oi the average
and mmimum lumens per square feat, or
foot-candles, delivered to the pavement and
to the sidewalks. That is, the premium is
properly placed an lighting cquipment which
distributes effectively a greater proportion
of the light over the sirect and sidewalks.

Safety lighting specification in terns of
minimum and average foot-candles, while
a substantial step forward, is not considered
ta be the ultimate basis, The degree of safe
seeing is also affected by such factors as the
reflection characteristics of the pavement
and the amount of glate. “Recommended
Practice” states: “Sioce a primary purpose
of street lighting is to provide safe secing
for motorists and pedestrians, the specifi-
cation of street lighting cventually may be
in terms of visibility. Rescarches now in
progress may afford a basis for such speci-
fication.”

The Instiwate of Tsaffic Engincers Special
Commitiee on Street Lighting recommends
that study and research in evaluating light-
ing cficctiveness and specification be con-
tinued with a view of obtaining additional
quantitative information for more definitely
rating or cvaluating various street lighting
systems from the standpoint of visibility
and its _relation to traffic accidents and
waffic facility.

The researches mentioned above have
shown that visibility for night traffic safety
as provided by street and highway lighting,
depends upon three principal factors: (1)
The brightness of the pavement at points
alony and across the street, measured at
the near-grazing anglm at which motorists
and pcdcstnans view a roadway. (2) 'I‘bc
brigt of repr tive obst:
points on and near the pavement; (3) The
veiling brightness or glare from the lighting
system and other sources on or ncar the
roadway.

Under former techniques the above bright-
ness of pavement and obstacle could be
mecasured and the veiling brightness could
be computed. Such determinations required
long hours of field work by an experienced
test crew late at night, followed by lengthy
and involved computations. Such tech-
niques, though practicable, were so labo-
rious that they were seldom used.

A new instrument, called the Street Light-
ing Evaluator, now permits quick and ac-
curate measurements of these three fac-
tors. With the cooperation of traffic engi-
neers, it should be possible to correlate
measured values of visibility with detwailed
accident experience under typical conditions
of strect and traffic Specification of traffic
safety lighting could then be placed on a
definite and fully rational basis.
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Report of the Committee on Winter Driving Hazards
By RALPH A. MOYER

Associate Professor of Highway Engineerin;
and Cl

, Jowa State College, Ames, Ia.,

hairman of the Committee

The following is the Summary and Rec-
omrnendations of the 1940 Report of the
Committee on Winter Driving Hazards.
The complete report is available in pamphlet
form Erom the Council’s Traffic Engineering
Burcau.

The complete Report presents the follow-
g information gathered in its ycar and
onc-half of research: (1) the winter acc-
dent problem: (2) results of the Lake
Cadiltac skidding and traction tests; (3)
the rpectal accident hazards of winter motor
vehicke driving: (3} the effect of climaie
and topography oa these hazards: (5) me-
chanica) equipament and  driving practices
recommended w drivers for safe winter
dn\ug (6) koowiedge of drivers concern-
mg wizer barards; {7) winter highway
mamatenuwe for safery; and (8) the cle-
ments of a sound system of winter road
coadit: -

Summary and Recammendations

L. Accident death rates as related to motor
vehicle travel arc highest in the winter in
2l sectioms of the coontry. Winter death
rates arc about 40 per cent higher than sum-
mer rates in the northern half of the coun-
try, and about 20 per cent in the southem
half. The two major causes of this winter
accident problem are winter conditions of
snow and ice, and longer hours of darkness.

2 One of the major winter hazards is
madequate traction on snowy and icy roads.
i q traction, ¢ led with speed too
fast for yoad couditions and with other
improper driving practices such as lack of
winter equiprocnt and faulty braking, fre-
quently results in skidding. The proportion
of accidents involving slddding is only about
one per cent on dry roads, but is as high
as 27 per cent on wet roads and 50 per cent
on spowy-icy roads.

3. The most striking fact revealed by the
Lake Cadillac skidding and traction tests
was the surprisingly wide range of per-
formance with bare tires on smooth ice
Braking distances from 20 miles per hour
averaged 110 feet on dry, sticky ice at near-
era temperatures, and 228 feet on wet ice
at thawing temperatures with the sua shin-

ing. Similarly, times of acceleration from
10 to 20 miles per houor varied from 6 to
19 seconds and maximum speeds on citcles
of 100-foot radius from 20 to 10 miles per
tiour, on dry and wet ice respectively. Aver-
age winter day-time temperatures commonly
approach thawing, at which time the wetter
ice conditions prevail.

4. Although tires with good treads are
preferred to smooth tires on dry and wet
roads, performance with new tires is no
better than with smooth tires on suowy and
icy surfaces. Motorists should not, there-
fore, rely upon tread design for anti-skid
protection on these surfaces. Tires of spe-
cial mud or lug designs, however, have
advantages on loose snow, although having
no advantages on smooth ice or packed
snow that is icy.

3. The common pracuc:s of lowering tire
pressure and increasing the load over rear
wheels to increase traction on slippery sur-
faces are not recommended. The resulting
increase in traction for stopping is slight,
and this is more than off-set by reduction
of safc speed on curves.

6. The usc of tire chains is the most prac-
tical means of self-help for increasing trace
tion on snowy and icy roads. On rear
wheels they decrcase braking distances and
increase rates of acceleration from 20 to 60
per cent on dry and wet ice respectively, as
compared with bare tire performance—the
variation in improvement being due largely
to the wide range of bare nrc performance
an dry :md wel ice, while periormance with
chains is fairly uniform at all temperatures.
Bra.kmz distances from 20 miles per hour
on jce varied from 75 to 125 feet_and times
of acceleration from 10 to 20 miles per
hour from 4 to 7 sccands, New chains on
all wheels further reduce braking distances
about 0 per cent below those with new
chains on rear wheels only. On icy curves,
however, speeds with chains shonld be no
higher than withont, because chains on rear
wheels only do not add to control against
skids.

7. The spreading of treated abrasives on
snowy and icy roads makes driving safer.
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Braking and acccleration periormance is
from 30 10 65 per cent better than on bare
ice—this variation also being due primarily
10 the wide range of performance with bare
tives on dry and wet ice, since performance
with treated absasives is uniform at all tem-
peratures down to about zero degrees Fahr-
enheit. Braking distances from 20 miles per
hour with treated abrasives averaged 73
feet, and tunes of acceleration from 10 to
20 miles per bour averaged 4 seconds. With
untreated abrasives performance is from
10 to 33 per cent better than on bare ice;
braking distances from 20 miles per hour
u.\eragcd 100 icet and times of nccclcmuon
from 10 to 20 milcz per hour averaged 3
secounds

8. The other wost scrious hazard of
winter driviug is reduced visibility. This
is caused, hrst of all, by longer hours of
datkness, with the night accident problem
seasonally more extended in northern than
in southern states. Snow and sleet storms
and accumulation of frost on windows
sgrionsly reduce visibility. Drifted snow
may hide culvert headwalls and ather ob-
structions. Motorists should maintain ade-
quate visibility for winter drnmg through
proper conditioning and maintenance of
equipment, by keeping outside surfaces of
windshiclds and windows free of snow and
ice, and by preventing formation of fog and
frost on inside surfaces through condensa-
tion of moisture inside the vehicle.

9. Safe driving requires much more skill
and caution in winter than in any ather
~ca~un, Specds must be reduced on wet,
snowy and icy roads because of the Jower
traction and the impossibility of sudden
mapeuvers in  cmergency situations. To
drive with equal safety on packed snow,
spreds with chains on rcar wheels must

e abour 25 per cent, and with bare tives
about 45 per cent, lower than on dry pave-
ment.  For equal safety on smooth ice,
speeds with chains or with abrasives must
be about onc-half, and with bare tires about
one-third, of speeds on dry pavement.

10. Highway departments should strive
for “hare pavement maintenance” during
the winter season. This can gencraliy be
accomplished by prompt and complete spow
removal. Where it is not possible to prevent
the fomation of ice, the spreading of abra-
sives treated with sodium or calcium chlo-
ride i3 rec ded. This tr embeds
the abrasive particles in the snow or ice.
and improves vehicular periormance about
30 per cent over that possible with untreated
abrasives,

11, It is recommended that state high-
way officials establish standards for 1he
proper illumination of snowplows and other
maintcnance cquipment, to give drivers ade-
quate and uniform waming of such hazards.
Standards should also be emablished for
marking of culvert headwalls, guard-rails,
and other low obstructions that may be
covered by drifted snow.

12, Suatc highway departments should de-
velop cffective systems of winter road con-
dition reporting, so that drivers will
sutficiently wamed of storm and road con-
ditious. This information should Le made
readily available through all publicity media,
and should be accurate and dependable.
Safety instructions dealing with road or
weather conditions should be combined with
the reports. State highway depariments
should also strive for uniformity in the
meanipg of their reports to the public, so
that drivers in imter-state travel can prop-
erly interpret the reports in the secveral
states,

IFRIDAY MORNING SESSION
October 11, 1940

Joint Session with Child Education and
Transit Sections

For a full report of this session, please turn to the Child Education Section,
oun page 163 of this volume.
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TUESDAY MORNING SESSION
Octaber 8, 1940 °

Fleet Safety

Presiding: T. B. Jounsow, Manager, Delivery Division, Marshall Field & Co., Chicago,
and General Chairman, Commercial Vehicle Section, National Safety Council.

The Commercial Driver's Opportunity to Prevent Accidents
By T. L. PREBLE

Supervisor of Automotive Transportation, Tide Water Associated Oil Company,
New York City

It i5 necessary for obvivus practical pur-
noses to expand this discussion to include
those executives to whom the drivers report,
together with the company policies under
which they operate. )

This word “safety” seems, in the minds of
many, 10 have developed a certain nuisance
value. 1 have met many well-meaning ex-
ecutives to whom the word representg some-
thing intangible but vaguely important,
‘There are others, however, who are keenly
alert to the problem.

In many (lects, particularly the larger
oncs. some very cfiective rcsulls are being
produced, but the majority of commercial
vehicles are operated in smaller flects and
by individual truck owners. Further en-
deavor must be made to get constructive
suggestions, thercfore, in the hands of alt
flects, large and small,

I am inclined to agree with Dr. Harry R.
De Silva, who said in 2 recent letter to me,
“I, personally, am very much impressed with
the fact that there is 2 great deal of rule
of thumb methods in fleet work and very
little research. We have attempted to do a
little research ourselves, but find that most
truck fleets are pretty well- satisfied with
their present methods and abomt the last
thing they are scally interested in is re-
search, except of a supecrficial nature.”

Men whose work involves direct driver
supervision should adopt a three-fold con-
ception of their jobs; First, they should
thoroughly school themselves in safety facts;
second, they should institute specific pro-
cedurcs in the interest of really putting
driver safcty over the counter: and third,
they should wherever necessary, produce
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data proving to their superiors that safety
and self-interest are on commmon ground

Driver Safety Facts

Men who supervise drivers should be
keenly aware of the importance of an um-
remitting study of safety facts. Let no
supcrvisor dective himself as to the sim-
plicity of the problemn!

Types vs. Couses. Facts must be useabfe.
Max D. Kossoris, in his Sept. 1939, article
in the Journal of the Amevican Statistical
Association, points out that statistics too
trequently postray fypcs of accidents, but do
not get at couses. Commercial vehicle oper-
ators whose fact-getting procedures are in-
adequate can always obtain assistance from
their insurance companies, from the Na-
tonal Safety Council and from numerous
other sources. Sach procedures should al-

wto its conhdence by factual discussions of
s?d; effect of accidents oa costs,—incloding

bt anld

Frequency. A £, Y
receive comstace amalwsis. Operators should
be challeoged by mach wabieot facts as are
summarized anmeeally by the National Safety

Techomeal Focts, Rocpimg abreast of the
advance in wokmical kpowledge is of obvious
unportance. Comeder, for example, the prob-
lem of skiddig. Much ie being accomplished
by various ageocies (eg the Society of
Automotive Engineers) by way of improve-
ment of omr wndersanding of the behavior
of the velicle an variows types of high-
ways mdum\‘kr vasions cooditions of

soarces. All sach data can casily be trans-
lated for the benefit of the driver.
Stgmalling and Positioning. The excellent
point made by Me. J. Willard Lord in a
paper delivered last May in Lansing, Mich-
igan, deserves more interest in onr driver
training. He stresses the point of the driver
giving a more adeqtrate knowledge to others

on the highway as to his intentions by virtue
of the positioning of the vehicle for Ieft
tarm, for right turm, etc. Mr. Lord also bears
down heavily upon the use of signalling
alone. For example, “does not a required
hand signal, when pulling away from the
curb, tend to divide and case the sense of
responsibility ? Wouldn't we be far better
off if we taught and required the driver to
look back, and back far enough to make
certain that when he pulls away from the
curb, he can enter the flow of traffic smoothly
without causing an accident or being in-
volved in one.”

+ Mr. Lord continues by emphasizing that
this should be the driver's definite respon-
sibility, giving bim no slightest alibi such
as the band signal produces.

Inattention. Last Angust, Dr. A. R. Lauer
of Iowa State College was quoted as stating
that most violations are not dcliberate and
that most idi are d by i
tion. Except for the occasional commercial
driver, usually of the rather emotional, chip-
on-the-shoulder type who is sometimes guilty
of retaliatory driving. We can all agree,
can we not, that most violations are not de-
liberate on the part of commercial vehicle
drivers. As far as inattention is concerned,
it is significant that the operators of the
petroleum  industry’s commercial vehicles
had a considerably better safety record in
1939 than that of all truck transport, ac-
cording to statistics issued by the National
Safety Council. This may or may not he
because of better driver selection and train-
ing in the petroleum industry. But assuredly
we can conclude that inattention is present
to a very negligible degree, if at all, because
of the nature of the load carried. Similarly,
the pamphlet “Motor Carrier Accidents”
covering the calendar year 1938, issued by
the Interstate Commerce Commission con-
cludes, from its great mass of statistics, that
“apparently more care is exercised by the
truck driver during the winter months than
when the highway is not in a hazardous
coundition” Here again is an illustration of
the type of specific facts which should be
presented fo drivers,—and which if force-
fully portrayed will be remembered and,
therefore, will contribute toward a lower ac-
cident rate.

Alertness, Defensive Driving. A man once
stated that rule No. 1 on the highway for
all drivers should simply be this, “Drive at
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al} times, on the assuymption that everyone
on the highway with the exception of your-
self is an itnbecile.” OFf course, that badly
overstates the case but we mnust take meas-
ures to cultivate a deeply ingrained habit of
alertness.

Adverse Legisiation. All concerned, from
the driver to the chief executive, should
know the cffect of poor driving on adverse
legislation and regulation. This is a matter
of tremendous potential consequence which
receives far too little discussion,

Public Relations. 1 have seldom heard a
driver talk which effectively handled this
important question of the driver's influence
on public relations. Yet is there anyone who
cannot recalt at least one instance of the
adverse commercial effect of driver arro-
wance?

This matter of public relations,—of cour-

is as muach fallacy in the old saw that “Rules
are made to be broken” as there is loose
reasosing in the common hali-truth “prac-
tice makes perfect.”

Rules should be explained by charts, by
photograph, by road demonstration, by ob-
ject lesson, Rules that have been broken
should be rceviewed carefully, in order to
determine whether modification, or stricter
enforcemeat is in order.

There should be periodical physical ex-
aminations of all drivers, and they should
he pointedly advised as to the importance of
keeping in good trim.

Supervisors should rather frequently ride
with drivers,—especially the “accident-prone.”
Drivers with good records should ride with
those having poor records.

Records. That adeqieate records, contain-
ing genuinely ble data, should be kept

1esy, is again a subject which can and should
be tied down to u# dactual basis of presenta-
tion to drivers. There is no sound reason for
noring it in driver training programs, or
for keaving it 1o the tender mercics of vague
sl wisty gencralization.

Programs and Procedures

Mearures must be taken ta enhance the
pride of commercial vehicle drivers in their
work. Mere knowledge of the techniques
of driving, important though they obviously
are. is insufficient.

Although there are many notable excep-
von, it would seem fair to state that in gen-
oral, so-called “traiping’’ has been limited
largely to exhortation, preachment, driver
safety “‘pep talks” and the like,—{ollowed
Ly punishmenmt for a responsihle accident.

As a matier of sound and practical psy-
chology, will we not all admit that too many
driver-instructional talks have been stodgy
and dull, have carried the dramatic impact
i a telephone directory, and have involved
the constant use of the word “don't”? Won't
we agrec that in place of this cver present
negative we  should  substitute positive
and iniormative facis, carcfully prepared
with the object of proving to the driver that
his work is dignified and deserves being
termed an art?

Rules. Rules must exist. They must be
fair, and must be careivlly and constantly
drilled into the drivers. But shere should
be no compromise if they are broken. There

is obvious. But it would be well (o point out
to smaller operators the very useful ma-
tesial which they can obtain from their in-
surance carriers. Many insurance companics
arc willing and glad to furnish this data and
also 10 make occasional vehicular inzpections.

Driver Chinics. Qi course, very few fleet
owners can afford to operate anything com-
parable to a driver clinic. This is not to
deny  the undouhted importance of clinical
pracedure. On the contrary it is probablc
that many companics can, if they only will,
organize a dehnite program of driver en-
lightenment and training which will have at
teast some of the effect of a clinic.

Drizer Mectings. Driver meetings should
he rearonably frequent, should permit free
discussion, and above all should involve
carefully planned schedules of genuinely en-
tightening talks.

Bruad generalizations, as well as detailed
matters of driving ‘technique must be han-
dled in these meetings, but both are subject
10 something more tangible and penctrating
than a platform specch. Take the word
“courtesy” for example. Would it not make
a driver think more deeply if he were asked
the question,—and made o answer it in writ-
inyg, “\Why should I not be too close to the
corner in stopping before 3 ved light?"

Verbal and written quizzes are of great
impartance and I recommend that they be
incorporated into specific, rigid, procedure,
so that highly important facts may be made
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to sink in. They simply cannot be driven
home by speech making alonce.
Furthermore, if properly organized and
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supervigcd. driver courts, posscssing an ele-
ment of self-government, can be very effec-
}avc in the praomotion of careful driving, and
improved attitude,

Presentation of National Safety Council Awards in the 1939-
1940 National Fleet Safety Contest

Outstanding facts in the contest were
commented on by Mr. Lew R Palmer, Con-
servation Engineer, The Equitable Life As-
surance 'Socicty of the United States, New
York City, and Past-President of the Na-
tional Sakfety Council, as follows :

The Ninth Natiowal Fleet Safety Con-
test, spoasored by the Commercial Vehicle
Section of the National Safety Council,
was brought to a close on June 30, 1940,
1,330 fleets pasticipated in the Contest. They
operawe well over 93,000 vehicles.

_This commercial vehicle army traveled
47.000 miles per accident—aot quite as good
a revord as they had the previous year, but
~till a striking proof thar “gentlemen of the
highways™ is not just a catch-phrase. Fur-
thermore, the slight inerease in accidents
reported  for these commercial operations
was considerably less than the increase in
::u}':'qmts cxpericnced by the general driving
public.

Ever since the first Contest—a six-month
onc back in 1932—chis national competi-
ticn has had a steady growth—in number
oi competing flects—in number of vehicles
cntered—in miles operated—and in  value
to the competitors themselves. As these
contcsts continue thejr growth, 1 know {'m
safe in predicting that accident rates will
hecome even lower—and these will repre-
sent cumulative <avings in buman life and
limb, and just plain dolars and cents.

Th_c purposc of these contests is 1o help
redude accidents by fostering competition
between fleets with similar types of opera-
tion. Fpr the sake of fair competition, afl
contesting fleets were divided into 19 divi-
5|ons—_-ﬁrsl. by wpe of vehicle and geo-
graphrcz[ area, and second, according to the
nature of the operations. Three of these di-
visions were further sub-divided into four
slze groups, wanging irom large-mileage
fleets to small-mileage ficets; two we?e
d.n'}ded into three size groups: and 11 were
divided into large and small fleets. Thus,

there are 43 groups in which awards were
carned.

The rules oi the contest provide that the
winner in cach group shall be the feet
having the lowest number of accidents per
100,000 vehicle-miles. In the event that two
or more fleets arc tied for first place in any
group, the winner is the fleet which operated
the largest number of vehicte-miles,

As in the previous year’s contest, alf
Heets that reported a perfect record during
the year, but are not receiving a plaque, are
getting 2 certificate in recognition of their
achievement. Just as in last year's Contest.
the recosds of winning Bects were verified
through their insurance carriers.

A new f(:z(urc of this year’s contest is
the Centificate of Merit. These special cer-
hﬁz_:alcs are being awarded to the 140 fleers
which, with the winners, made up the top
20 per cent of the rankings in cach Contess
group.

'Mr. Palmer then, in the name of the
National Safety Council, presented hand-
swme Bronze Plagnes to the winners of
first place in the contest, and Certificates
ol Merit to winners of second and third
place, and also to' those deserving Honor-
able Montion, as given in the lists helow:

For-Hire Inter-City Trucking Division
LARGE FLEETS:

The WVinner~Perfect Record—Pioncer
Motor Service Inc, Rock Island, 1. .
Ka{:;:né:ﬁl?\ﬁlvcrs Transport Company.

SMALL FLEETS:

The Binner—Perfect Record—Bucking-

ham Transportation Co. of (olo., Inc..
Billings, Mont.

Second—Perfect  Record—Buckingham
Transportation Co. of Colo., Inc., Casper.
Wryo.

Honorable Menlion—Perfect Recard—
Ameen Transfer Line. Ishnemine \fioh
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Private later-City Trucking Division
LARGE FLEETS:

The Winner— Perfect Record —The
Timken Roller Bearing Co., Canton, Ohio.
Second—Texas Long Leaf Lumber
Company, Oakhurst, Tex.
SMALL ELEETS:
The Winner—Perfect Record—Trexler
l;zrm& Springwood Division, Allentown,
a.

Second -— Perfect Record — Trexler
Farms, Miscellaneous Operations, Allen-
town,

Honorable Mention—Perfect Record—
Sloss Sheffield Stee! & Jron Co., Retail
Stores Division, Birmingham, Ala,
For-Hire City Trucking Division

LARGE FLEETS:
The Winner—City Messenger Company,
Detrait, Mich.

SMALL FLEETS:

The Winner—Perfect Record—South-
em -California Freight Lines, Indio Div.
Private City Trucking Division

LLARGE FLEETS:

The Winner—Perfect Record—U. S.
Navy Yard, Washington, D. C.

Second—Perfect Record--UJ. S. Navy
Yard, Puget Sound, Wash.

Third—Perfect Record—U. S. Navy
Yard, Philadelphia, Pa

Hoxorable Mention—Perfect Record—
U. S. Navy Yard, Mare Island, Calif.

SMALL FLEETS:

The Winner—Perfect Record—Wes-
tinghouse Electric & Mfg. Co., East Pitts-
horgh, Pa. N

Honorable Mention—~FPcrfect Record—
Sloss Sheffield Steel & Iron Co., Man-
ufacturing Dept.,, Birmingham, Ala.

Bakeries Division
GROUP T1:

The Winner—Schulze Baking Co., Pe-
oria, TH.

Seccond—Schulze Baking Co., Omaha,
Neb.

Third—National Biscuit Company, Sy-
racuse (N.Y.) Bread Bakery.

GROUP II:

The Winner—\Weber Baking Co., San

Bernardino, Calif.

Second—Conti 'q‘..“(- \
Clarksdale, Miss,

Third—Continental Baking Company,
Waterloo, Iowa.

GROUP III:

The Winner— Perfect Record —Na-
tional Biscuit Co., Charleston (S. C)

Second-—Junge Baking Company, Joplin,

0.

Tkird-—-Continental Baking Company,
New Bedford, Mass.
GROUP IV:

The Winner—Perfect Record—National
RBiscuit Co,, San Antonio, (Tex)

Second—Perfect Record--Junge Baking
Company, Coffeyville, Kans.

Third — Perfect Record — Continental
Baking Company, Hostess Cake Depot,
Berkeley, Calif. -

Honarable Meutx'on?l’crfed Record—
ol e Leen )

Cake Depot, Sacrar;mlo, Cafif.
Honorable Mention—Perfect Record—
National Biscuit Co., Niagara Falls, N. Y.
Beverages & Ice Cream Divizion
LARGE FLEETS:
The Winner—Castles Ice Cream Co.,
Garfield, N. J.
SMAYLL FLEETS:
The Winner—Monmouth Ice Cream
Co., Asbury Park, N. J.
Coal & Ice Division
LARGE FLEETS:
The Winner—The Union Ice Co., Ven-
tura County, Calif.
SMALL FLEETS:
The Winner—Perfect Record—Central
California Ice Company, ficld.
Honorable Mention—Perfect Record—
Southern United Ice Co., Meridian, Miss.
Honorable Mention—Perfect Record—
Central California Ice Company, Turlock
& Modesto (Calif.} Division.
Honorable Mention—Perfect Record—
Southcrn United Tce Co., McComb, Miss.
Dairies Division
LARGE FLEETS:
The Winner—Muller Dairies, Inc., New
York, N. Y.
Second—Dairyland Milk Plant, Dallas,
Tex.
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Third—\Whiting Milk Company, South
Shore Division.

SMALL FLEETS:
The Winner—Perfect Record—Sweit-
2er Creamery Company, Detroit, Mich.
Second—Perfect Record—Supplee-Wills-
Jones Milk Co., Trenton, N. J.
Third—C. A. Straabel Company, Green
RBay, Wis.
Laundries Division
The Winner—Ripley's, Juc, Topcka,
Kans.

Sccond—Inceda L dry & Cleani
Company, Houston, Tex.

Newspaper Division

The Winner—The Canton Repository,
Cantoen, Ohio.
Petroleum Division
LLARGE FLEETS:
The Winner—Panhandle Refining Com-
pany, Central Texas Division.
Second—Panhandle Refining C
West Texas Division.
T hird—Magnolia Petroleum Co., North-
ern Division, Dallas, Tex,
MIDDLE-SIZED FLEETS:
The Winner — Perfect Record — Pan-
handle Refining Co., New Mexico Div.
Second—Shell Pipe Line Corporation,
Mid-Continent Area.
Third—Golf Oil Corp., Gulf Produc-
tion Div., Fr. Worth, Tex. Dist
SMALL FLEETS:
The Winner—Perfeet Record—United
Gas Pipe Linc Co, San Antonio Dist
Second—Perfect Record—United Gas
L.ine Co., Houston, Dist.
Third — Perfect Record — United Gas
Pipe Line Co., Wichita Falls Dist.
Honorable Mention—Perfcct Record—
United Gas Pipe Line Co., Monroe Dist.
ffonoroble Mcmtion—Perfect Record—
United Gas Pipe Line Co, Southwest
Louisiana Dist.
flonorable Mention—Perfect Record—
handle Refining Oklzh Div.
Honorable Mention—Perfect Record—
Shell Oit Co., Inc.. Norco, Louisiana.

Public Utilities Division
LARGE FLEETS:

The Winner—The Toledo Edison Co.,
Toledo, Chio. ‘
© Second—Utah Power & Light Com-
pany, Salt Lake City, Utab.

Third—Florida Power & Light Com-~
pany, Miami, Fla,

MIDDLE-SIZED FLEETS:

The Winner-—Missouri Public Service
Corporation, Warrensburg, Mo.

Second—Central States Power & Ligln
Corporation, Tulsa, Okla.

Third—Godfrey L. Gabot, Inc., Charles-
ton, West Virginia.

SMALL FLEETS:

The Winner — Perfect Record — Ciny
Light & Water Utilities, Ft. Wayue, Ind.

Sccond—Perfect Record—East  Coast
Telephones, Inc., Warsaw, Va.

Third — Perfect Record — Superior
Water, Light and Power Co., Superior,
Wis.

Honorable Menlion—Perfect Record—
Shell Pipe Line Corporation, Tclcphone
& Telegraph Division.

Honorable Mention—Perfect Record—
Electric Light Department, Cits  and
County of Honolulu.

Honorable Mention—Perfect Record—
Virginia East Coast Utilities, Inc., Kil-
mamock Division.

Honoruble Mention—Pcrfect Record—
Chicopee Electric Light Department, Chi-
copee, Mass.

Honorable Afention—Perfcet Record—
Northwestern Public  Service Company.,
Huron, South Dakota.

Honorable Mention—Perfact Record—
The Key West Electric Company, Key
West, Fla. .

Retail Stores Division

LARGE FLEETS:
The Winner—United Parcel Service,
Pasadena, Calif,
Second—United Parcel Service, New-
ark South, N. J.
Third—-United F. - Service. White
Plains, N. Y.
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SMALL FLEETS:

The Winner—United Parcel Service,
Ventura & San Bernardino, Calif.

Sccond—United Parcel Service, San
Liiego, Calif.

Third—United Parcel Service. Long
Beach, Calif.

Wholesale Division

! ARGE FLEETS:
The Winner—J. E. Bejin Cartage Co.,
Ine., Detroit, Mich,
SAMALL FLEETS:
The Ii'imicr—Perfect Record—Booth
Fisheries Corp., Washington-Jdaho Div,
Inter-City Bus Division

f.ARGE FLEETS:
The Winner—Southeastem Greyliound
Lines, Lexington, Ky.
Second—Pacific Grexyhound Lines, Div.
Na. 3, Los Angeles, Calif.
SAALL FLEETS:

The Winner — Perfect Record — Las
«ra~-Tonopah-Reno  Stage Lines, Las
Vegas, Nev. .

Socond—Pacific Greshound Lines, Div,
Nu. 1, El Paso, Texas.

City Bus Division
T.ARGE FLEETS:

The 1 imer—Wisconsin Public Service

Corpaoration.
SAMALL FLEETS:

The Winner — Perfect Record — Toye
Rro<. Yellow Cab & Gray Line Tours,
New Orleans, La.

Honorable Meution—Prerjoet Record—
Uharlottesville &  Albemarle Bus Co,
Charlottesville. Va,

Taxicab Division
The Winner — Perfect Record — Toye
3ro¢ Yellow Cab Company, New Orleans,
ra

Honorable Montion—Perfect Record—

NMue & White Cab Company, Bisinarck,
N.D.

Passenger Car Division—Eastern Area
GROUP [:

The Wimrer—Secony-Vacuum Ot Co,,
Inc.. White Eagle Div., Kansas City, Mo.

Second—Socony-Vacuum Oil Co., Inc.,
Albany, Div., Albany, N. Y.

Third—U. S. Engineer Dept., Lower
Mississippi Valley Division.

GROUP II:

The Wimer—Tht Atantic Refining
Co., Southern Div., Philadeiphia, Pa.

Sccond—Socony-Vacuum Qil Co., Inc.,
Lubrite Div., St. Louis, Mo.

Third—Standard Oil Company of New
Jersey, Virginia Divi<ion,

GROUP HI:

The Winner — Perfect” Record — City
Light & Water Utitities, Ft. Wayne, Ind.

Sccond—Perfect Record—C. A Strau-
bel Co., Green Bay, Wis.

Third—Perfect Record—South  Caro-
lina State Highway [lepartment, Central
District.

GROUP LV:

The Winner — Perfeect Record — New
Haven Gas Light Co.. New Haven, Coan.

Second — Perfect  Record — American
Litilities Service Corp., Savanna, llinois.

Third—Perfect Record—Clover Fanu
Dairy Co., Mcmphis, Tenn

ITonorable Mention—Perject Record—
Ebling Creamery Company, Detroit, Mich.

Honorable Afention—Perfect Record—
Nashvilie Pure Mitk Co., Nashvitle, Tenn.

Honorable Acention—Perfect Record—
Badger Brodhead Cheese Co.. Monrow
Wis.

Honorable Montion—FPerfect Record—
Charleston Oil Co., Charleston, 8. C.

Hosnorable Mention—Perfect Record—
The Patent Scaffolding Company, Inc.
Chicago, Dl

Honorable Mention—Porfect Record—
\Vestinghouse Electric & Mig, Ca, East
Pittsburgh, Pa.

Honorable Alention—Perfect Record—
U. S. Navy Yard, Washington. D. C.

Honorable Mcntion—Perfect Record—
Shell Qi Co., Inc., East Chicago Refinery.

Honorable Mention—Prrject Record--
U. S. Navy Yard, Philadelphia, Pa.

Honorable Mention—Perfect Record--
Manchester Gas Company, Manchester,
N.H.
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P ger Car Divisi
GROUP I:
The 38 inuer—Magnolia Pipe Line Com-
pany, Dallas, Texas.
Second—\agnolia Pctroleum Comgany,
Western Division, Dallas, Tex.
Third—Guli Oil Corp., Gulf Produc-
tion Div.. Ft. Worth, Tex. Dist.
GROUP 1i:
The Ninner—United Gas Pipe Line
Company, Beeville District.
Second—Panhandle Refining Company,

Central Texas Division.

Third—Shell Pipe Line Corp., Tele-
phone & Telegraph Division
GROUP 11

The Winner — Perfect Record — Shell

Pipe Linc Corp., Mid-Continent Area.
Nevond—Perfeet Record—Northwestern

Yeast Co.. South Central Div.
Third—Pericct Record—Loyalty Group,

Southwestern Dept,, Dallas, Tex.

R Haonarable Mention—Perfect Record—
Uentral States Power & Light Corp.,
Tula, Okla

1lonorable Mention—Perfecl Record—
United Gas Pipe Line Company, Wichita
Falis District.
GROUP IV:
T_‘h' {inncr—Perfect Record—Hiram
C. Gardner, Inc., Denver, Colo.

‘Western Area

Second—Perfect Record—Amarillo Gas
Company, Amaritlo, Texas.

Third—Perfect Record—Board of Wa-
ter Supply, City and County of Honolulu.

Honorable Mention—Perfect Record—
Northwest Cities Gas Co.,, Walla Walla,
Wash,

Honorable Mention~Perfect Record—
St. Louis Dairy Co., St. Louis, Mo,

f{ onorable Mention-Perfect Record—.
Ajax Pipe Line Corp., Tulsa, Okla.

Honorable Mention—Perfect Record—
Southwestern Transportation Co., Texar-
Jana, Tex.

Honorable Mention—Perfect Record—
Peoples Light Co., Davenport, Jowa.

Honorablc Mention—Perfect Record—
Shell Oil Co., Inc, Honolulu Division.

Honarable Mention—Perfect Record—
Shell Oil Co., Inc, Norco, La.

Honorable Mention—Perfect Record—
Borden's Dairy Delivery Company, Bur-
lingame Division.

Honorable Mention—Perfect Record—-
U. S. Navy Yard, Mare Island, Calif.

Honorable Mention—Pesfect Record—
Borden’s Dairy Delivery Company, San
Raiacl Division.

Honorable AMention—Perfect Record—
Borden's Dairy Delivery Company, Fresne
Division.

llonorable Mention—Perfect Record—

U. S. Navy Yard, Puget Sound, Wash

TUESDAY AFTERNOOX SESSION
October 8, 1940

Presiding: . M. Rasxes, Director, Fleet Operations, Washburn Crosby Co., Centeal Di-

vision of General Mills, Inc., Chicago.

Getting Safety Across to the Driver-Salesman
By R. C. HAVEN .
Safety Engincer, Continental .Ba.king Company, New York, N, Y.

In the beginning we must realize that
getting safety across to the salesman-driver
differs in many ways to the job of rcaching
the average truck driver. Let us assume
of course that both types are high grade

men, ior responsible fleet operators do not

trust their valuable equipment and cargoes
to irresponsible drivers if they know it.

It is true that so far as traffic rules and
regulations are coacerned, the problem is
the same for both types. The marked dii-
ference is in the characteristics of the men
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and duties they arc called upon to perform.
Keep in mind that our discussion here has
to do primarily with the men’s minds and
driving behavior and not with mechanical
devices.

Let us make at least a partial comparison
between the two types of drivers:

1. He is primarily 2 salesman and sec-
ondly a truck driver. In other words, driv-
ing a truck to him is a means to an end.

2. Being primarily a salesman he must be
a student oi sales, actually taking time to
study sales methods. The regular truck
chanffeur has no sales problems to worry
about. .

3. As a salesman he must know all about
the product he sells as well as company
policies.

4. He must be a diplomat and psycholo-
st since he deals with many different types
of human beings which make up the cus-
tomers he serves daily.

5. The salesman-driver handles money
ard keeps records. The other type of driver
does little or none of this.

3. He makes snany regularly scheduled
stops daily whereas the ordinary truck
chaufifeur does not, although he may con-
finc his activities 1o a <ertain territory.

7. As a rule the salesman-driver is more
agile, quicker of action

8. It is only on few occasions that he
has a helper and has on his mind the many
details pertaining to sales as he pilots his
1ruck through trafic.

9. He is required to maintain a neat per-
sonal appearance at all times whereas the
other type cannot 2lways do this.

Of course the truck chauffeur and other
drivers of trucks, sunch as nsed by special
delivery and service companies, have things
1o contend with that the salesman-driver
docs nol; handling licavier trucks which are
more difficult 10 back into small aveas; )ift-
g heavy objecis, and repgiring break-
Jdowns on the road: all of which involve
driving and other accident hazards.

At the beginuing let us remember—we
are dealing with men’s minds-—their human
traitz and behavior rather than mechanics
involved w the operation of a truck. We
are assuming for the moment that the truck
which the salesman will handle is always
in perfect mechanical condition.

Ti we are to succeed in making and main-

ining a safe sal driver we must, as
far as possible, select a man who is in good

heaith, has an alert mind and is willing to
learn. .

Because of certain barriers oi scleclion
known to most of you, we cannot alhways
control the first item but certainly we can
subject the applicant to a rigid physical
examination and if we find him unwilhng
to learn, can take whatever steps are neces-
sary. T will not go into the physical exam-
ination except to say that all applicants
should be able to see with or without glasses,
have both arms and legs, be of the proper
stature and otherwise in good health.

As to alertness of mind and willingness
to learn, these need no further elaboration

Some Fundamentals

It makes little difference whether we are
starting a safety program among a large
number of salesmen drivers or whether we
are trying to improve 2 safety progrmm—
already in progress. There are a few fun-
d Is which should be remembered:

1. To get the best and most lasting re-
sults we must eventually reach our drivers
through individual analysis and individunal
education.

2. We must have a plan to work and then
follow it consistently. This plan should
be flexible enough to admit changes whem
necessary.

3. The plan should be based on the idea
that results cannot be achieved over-night.
Fleet operators make a mistake if they
think they can suddenly change bad habits
of long standing or develop and maintain
safety ideas that may be new to the sales-
maztl. 2

4. The plan for safety in any flect stould
be hased on certain basic principles among
which we might mention:

a. Knowledge of our problem.
b. Knowledge of our men.

c. Common scnse and iair play.
d. Humanitarian principles.

e. Econpmics.

5. Getting safety across to the salesman
is nothing more than selling him an idea.
The approach should be based on the fact
that the salesman-driver is less able to
stand a personal injury loss than the com-
pany is able to stand a property damage loss.
We should not make the mistake of first
emphasizing the company accident loss.

0. Pride of accomplishment is also a
major factor in obtaining lasting results.

7. From the psychological standpoint it
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is well to consult the salesman-driver when
c:ompiling safe driving rules and regula-
tions.

8. In all of us there is a human desire
for recognmition. It goes without saying,
thercfore, that suitable recogmition in the
form of awards should be provided.

Educating the Salesman

\Who should teach the driver? Who should
he responsible for his driving bebavior?
The answer to this is, in my opinion, the
sales supervisor. There are a number of
logical reasons why the driver’s immediate
superior should do the cducational work:

1. The supervisor is the salesman's first
line of defense and, therefore, should fur-
nish the necessary information, inspiration
-and know-how.

2 It is mataral for an employee to look
to his supervisor for guidance

3. Salesman-drivers prefer to receive safety
and other instructions from this source.

4. Orders or instructions received from
more than one source may cause confusion.

3. Better control of the employee’s driv-
ing behavior results from one-man guidance.

6 lostructions can best be followed
through by the supenvisor.

7. 1t is possiblc that the salesman-driver
may lose confidence in the supervisor if some
outsider (in the company) does the super-
visor's job of educaling his men.

8. If the supervisor is qualified to hold
his job he will preier to assume the re-
sponsibility.

" So i1 wonld scem to me that our big job
in getting safety across to the salesman-
driver is to first cdwcate the educators—
lh'c supervisors. They must be squipped
with every known safety procedure and
material that will cnable them, in toen, to
teach the men for whom they are respon-
sible. Of course, the supervisor must know
h_is job. For instance, he must have suffi-
cient experience to enable him to issue in-
structions based on knowledge. He must
know the safest way 1o do the things he
is asking the salesman to do and must real-
ize that every saleman-driver has a dii-
fcrcqt mentality. The supervisor must be
aquamled‘ with the salesman-driver’s per-
sonal habits and understand his every whim.
He also must have before him at all times
not only the salesman's family history but
also a record of his driving experience, such
as number of accidents, causes, responsibil-

ity, cost, ¢tc. He must be sympathetic and
have the proper attitude; getting results
through kindness rather than fear. Finally,
he raust learn to be explicit when talking
to the salesman, making sure that the latter
ul:lderstands what he is saying. It goes
without saying that management must take
an active interest in the safety program,
provide means to educate the supervisors,
keep accurate accident frequency and cost
records, supply the proper educational mate-
vial, (posters and other literature) and fur-
nish the pecessary awards, rewards, etc.

No program will succeed without manage-
rx}cnt's enthusiastic cooperation and material
aid. In our own company our procedure
is about as follows:

1. We select for salesman-drivers men of
the salesman type

2. We decide upon their possible qualifi-
cations, first upon their ability to drive a
truck, secondly upon their sales ability.

3. They are subjected to rigid physical
and mental examinations.

4. They are thoroughly schooled in sales
procedure and the use of all accident forins
before being put on a route,

5. When first given the responsibility of
a truck and assigned a route, they are given
an assistant and are not permitted to drive
the_u‘ truck until they become familiar with
their customers and other sales details
when away from the bakery, until they
have adjusted themselves to their new sur-
roundings and feel comfortable behind the
wheel.

6. Their behavior is constantly watched by
the supervisor. °

7. Qlose watch is made of their routes
as to growth and a check is made of all
accident hazards and necessary changes are
made in the directions they drive when
to do so will climinate traffic hazards.

8. As an incentive for continued safe
driving and recognition for same, our pin
award plan provides a certificate for six
months driving without a chargcable acci-
dent, bronze pin for a- year, silver for two
years, gold pin for three, a letter from the
president for four years, a gold pin with a
dmmgnd for five years. The five ycar pin
contains a removable numeral in the center
and it is raised as a man continues his clear
record year by year. This plan started Janu-
ary 1, 1932. On January I, 1942 those
men who havs: gone ten years without a
chargeable accident will be presented with
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a Hamilton pocket watch. The dial will bear
the words, “Safe Driver” and the back will
Le appropriately engraved including the
salesman's pame. For the Supervisors a
Deautifully engraved Certificate of Apprecia-
tion with the company’s gold seal is pro-

vided. Only the Supervisor having the
best record at his bakery wins this award.

An honor roll is pravided for those Man-
agers developing the best records for cer-
tain accomplishments.

How to Organize and Carry on a Practical Maintenance
Program
By R. H. CLARK

General Superintendent of Transportation, Consolidated Edison Co. of New York,
New York City

When Alfred P. Sloane was asked why he
did not produce a small car consisting of the
mechanical nece.sities and a body with all
chromium plate and frills removed; he ad-
viscd that it would not pay. With the in-
creased ability of the manufacturers to dis-
guisc a small car under a dashboard weighted
down with the latest types of streamlined,
repair defying, aviation looking Gns\rumcm;,
flect operators have been tearing their hair
in cxasperation waiting for somcone to pro-
duce such a vehicle,

Aside irom the cost of maintenance, some
companivs thought the dressed up type of
car was much oo undignified and fent a
tone of irivolity not consistent with their
business. Mr. Sloane indicated that the pub-
lic demand ior a big car, wrapped in a small
package, was so much greater than the fleet
operators demand for the other, that pro-
duction would be thrown out of gcar to
make this specialty. Also, that general ac-
ceptance of the dressed up vehicle was in ﬂ_:c
long run more econanical since the trade-in
or second-hand value would be greater. It
is truc that this applics principally to the
small passenger cars and not to large com-
mercial vehicles, each of which is, in many
respects, a completely original unijt depend-
ing upon its application.

It does indicate, however, that in spite of
wll that has been said about the highways
and hyways being clogged with business ve-
hicles, John Q. Public, as an individual oper-
ator, is still the predominating factor to be
considerrd in the safe operation of our ve-
hicles on the public highways. It is a pity
that this group of individuals, cach of \\'hox_n
<onsidess himself an automolive enginecr, is
aut represented here today.

Today exccutives have become so con-
scious of the hole into which money can
be pourcd to maintain a fleet of trucks, that
every item of expense is eyed with the hope
of bringing about further reductions. Too
many crackpot ideas and thcories have been
foisted upon transportation exccutives with
a view to climinating 23 per cent of the oil
bill, cutting gas consumption in half or
climinating carbost by means of a prayer and
a turkish bath. Executives have found there
is @ necessary expense which they recognize
as legitimate and rcasonable for their par-
ticular husiness and transportation applica-
tion.

The Safety Program

Hand in hand with the growih of traus-
portation and the study which leads to the
establishment of its proportionate share of
the total expense of a business, the recog-
nition of the necessity for a safety program
came into the picture. For a time safety
campaigns and periodical concentrations on
safety first meetings, steps in the dc\'_elolg-
ment of present safety methods, were inef-
{ective and cxpensive. Executives were pay-
ing plenty for caperience. In this case,
however, they paid more cheerfully as the
idea of the inevitability of accidents was
fast dwindling. They recogmized that acci-
dents, and particvlarly industrial accidents,
could be reduced if not cntirely eliminated.

A motor vehicle maintenance program
operating under a iransportation superin-
tendent with his staff on one hand, and 2
group of drivers on the other seem to be
the generally accepted typc of organization
for opecrating a fleet today. Whether the
mechanical group is on the company payrol}
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or whether the work is given out is beside
the point, In the long run this is purely a
matter of economics and the company pays
the bill anyway. Geographical location, tax
rates, labor laws, insurance rates and scat-
tered concentrations of vehicles over large
arcas are factors in determining a company's
policy in this respect. At 2 forum conducted
under she auspices of the SAE last spring
for the benefit of Public Utility Fleet Oper-
ators this subject was discussed without ar-
riving at definite conclusions. There wero
opinions both pro and con which in most
cazes began or ended with the statement,
“\Ve have found the most economical thing
o oo, cte.” The most cconomical thing to
do i New York may not be true in Chi-
cago. There is one danger that should be
suarded against and that is the pride that
:0 often accompanics the well cquipped shop.
All too often millers, lathes or grinders are
purchased and are only used occasionaly.
This type of cquipment was hoilt for pro-
duction work and cannot pay for usclf when
ealy used occasionally. However, this toa is
more or less governed by lol vonditions,
depending upon the outside services avail-
able. The important thing is not how or by
whom 1he work is done, but that it is donc
cconomically under the control of the super-
visor in charge of transportation.

Automotive maintenance  organizations
rarely spring up over night. 1y most busi-
nesses today the automobile picked up where
the wagon left ofi. In most instances the
«wable boys, wagon builders and drivers of
the carly davs found they had to lcam a
new technique.

For our purpose we may sav that there
are three outstanding stages in the history
oi a motor vehicle We shall not include
manuiacture as that is another problem.
They arc: Sclection ar purchase, determined
by application: Maintenance in operation;
Retivement.

Probably cveryone here will recognize 1he
incongruous position of the transportation
operator who, given a piece of cquipment
rated at a ton and 2 half, day after day is
called upon to stretch the ability to limits
iar beyond the extra margin of safety built
in by the manufacturer. Chief mistake,
cither inteutional or otherwise, is overluad-
ing. Leaders though we are in thte applica-
tion of the motar vehicle to industry, for the
past few vears there has been a tendency
10 buy on the hght side of a given make

for greater economy. However, the drift
back to a more sensible application is ap-
parent.

The electric street truck, which praperly
applied, has always made money dor its
owners and is slowly but surely rcturning
in a modemn form to certain ficlds «f busi-
ness that never should have toyed with the
idea of a gas truck. But so many purchases of
the electries were made to obtain the resulting
operating cconomies in fields where only the
gas truck should have been considered, that
for a timc there was a lull, while the mal-
adjustment underwent 3 period of observa-
tion and correction. Certainly nonc of the
advantages of economy and safety oi any
given make of vehicle either gas or electric
can really be obtained by applying it to an
overrated job. Lect us remember the word
application.

Preventive Maintenance

The cconomical and saie operation of any
fleet of trucks is dependent upon the me-
chanical maintenance program. Systematic
preventive maintenance avoids premature de-
preciation and insures a longer mechauical
tife. 1 make this statement because { feel
there is no ather altermative.  Maintenance
programs, bhased upon a strictly “repair
when nccessary system,” have ULeen out-
moded. Today it is not a question oi sys-
tem of preventive maintenance as compared
to a system of repair. The question is how
sufficient is, or how much better can we
make qur preventive maintaance syitem.

The idea of prevention of a mechanical
breakdown is the .all important factor in
maintenance work. With the exception of
heavy duty equipment a complete uverhaot
today represents accumulated neslect. Me-
chanical adjustment. whencver posable, must
be made by anticipating mechanwcal Datlure.
The extent to which negliyence in makin
a repair in time, and which i~ directly re-
sponsible ifor loss of life and property due
to motor car accidents, i+ onc of those in-
tangible things that can only Le yucssed at.
The negligent who get by are tucky, and
those who do not leave so littie evi-
dence that the cause of mechanical iailure
is often lost in a pile of broken glass and
twisted meral.

Preventive maintemance work  schedules
are in most cases based on the miles tra-
clied and, at the end of certain prearranged



108

pcrxodx, vehicles are inspected for certain
items. Ju other cases, the inspection and
repairs are made on a time basis. 1t is
unimportant whether the controlling factor
is a mile or an hour, since both of these are
merely accounting factors that T shall refer
to later.

A schedule of preventlive maintenance
should be so laid out in the mechanics’
“urkmg :.chedule that there will be no inter-
ruption of service to the department or oper-
ator and no rush on the part of the me-
chanic. I Ubelieve that the mechanics, who
are responsible for the mechanical excellence
of well orgamzed fleets, are so familiar with
them that it is unessential to use the clabo-
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off. The desivdble situation, of course, is
10 apply preventive maintenance to a grad-
ually changing flect, so that eventually all
cars purchased will have been acquired
while the preventive maintenance system is
in effect.

Daily driver complaints coustitute about
the only inexpensive method of determming
the sepairs required from da_y to day. The
role played by the driver, in adnsmg the
mechanical gronp of the pcmhaxnm in ﬁ-.c
operation of his vehicle, is another step
binikling up long vehicle life Przvmxir.:
litde vones from developing into big omes <
exentially the preventive maintenance 4pént.
Mecchanics who are working under preven-

rate printed forms so often rccon
when preventive maintenance systemns arc
installed.

No preventive mainlenance systam could
possibly work unless z record is maintained
of all types of mechanical failures, road
jobs and adjustments that occur between
cach cycle, so that the responsibility for cach

job can be definitely placed. This will keep
the mechanic and his foreman on their toes
and it will eliminate the inquiring mind.

There are certain fundamental things
which the management should prescribe as
the required mechanical work in every pre-
ventive program. Many of these can be
determined by the nature of the fleet and
the nature of the business. Some of the
suggested required items might be changing
the oil filter cartridge, changing the battery.
general lubrication, checking regulation car
equipment and tools, and any other items

that the managemcent might find desirable

In our own organization a car undergoes
preventive maintenance inspection every ten
weeks, at which time a mechanic and a
helper inspect and make the necessary fe-
pairs or adjustments immediately.

What is the nature of repair under this
system? Unaits changes if necessary, motor
tune-ups, brake adjustments, brake relining,
accessory repairs, ignition and electrical ad-
justments, general lubrication including in-
spection of vear end and transmission, clutch
adjustments, general tightening of body, light
body repairs and tive inspection arc all items
that might have to be performed under pre-
ventive maintenance, in fact any mechanical
operation. it is interesting to note how,
when applied to a fleet of older trucks, the
repairs required between cycles also drop

tive ¢ tend 1o become more sensi-
Tive to poor adjustments, discern more rap-
idly. develop a critical eye and car and tegm
to reahze the importance of “Au owscr «f
prevention i> worth a2 poond of cure ®

\We find, therefare, that repasrs fal st
two peneral classes Thore made oo thHe
preventive  maintenance  schedule and  the

correction of the daily chanfieus complats
or rumning repairs. | have found i profe
able to divide the mechanical fvree w &

cordance with these two types of reparr fn
this way, a mechanic doing an D prectre on
one night is not encouraged 10 bok fur the
opportunity 10 sneak back and cuerect a
mistake the lollomng night. I 20 mwpeoectna
is incomplete, it is far better for the ~ched-
e to lag for a day or twe. Meckaroes aoc
encuuraged to ask for more titne §f reqeEred
A thorough job is more impoctasy than an
up-to-date schedule. When 2 mecharoc bas
released the car it is presumed, withn rea
~om, that it ir in good rumnmg order. U nts®
the next inspection all s repair
are potentially his faunlt Individual reponsi-
bility has been encouraged and | fod that
the men generally take great pride i assum-
ing it.

A mcchanic shonld not be pinned down 10
a definite routine in the performance of hiz
preventive maintemance work. For his guid.
ance and memory, it might be well to list the
items that may bc subject to attention, but
as far as arranging the work in accordance
with sume prearranged plan, 1 feel it is un-
necessary and limits his output. Limits him
because all too often something not listed
requircs attention. He should have an op-
portunily to work any part of the vehicle
that his experience tells him will not survive
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another mspection. You will say perhaps
that too much authority has been delegated
to the individual and that the foreman’s
word must mcaan very little. The fact is
quite the oppasite. In these days oi unions
and labor disputes, this idea goes a long way
toward making each man feel that he is
sharing in the responsibility of keeping the
wheels rolling. He appreciates that he will
have an opportunity for a hearing in the
presence of his foreman, at which time he
will have to be right.

Hours vs. Miles

Because of the nature of our business the
average milcage per car, per year is low, and
for this reason “hours in service” is the
basis for final cost analysis. Milcage has be-
come a standard of cemparison for physical
evaluatioa when a car is about to be retired.
It is also for this reason that our mainte~
=ance scheduke is operated on a time basis.

Arbitrarnily presuming that for every nine
+30v 3 mechanic is employed, a garage oper-
stex 20 vehickes would require 2 me-
chascx On the basis of an inspection every
10 weeks or appeoximately every 50 work-
ox daye, it would be necessary to schedule

e weck at the rate of four cars a day.
With two men assigned to cach vehicle on
rerventrve primtenance a crew of eight would
Y mrqmred, and 14 for general repairs or
“wk comptaints, The cight on prcvenuvc
~amteance wall work their entire eight
‘»nar stuft on the four jobs assigned for
that nrght, while the 14 others will average
aboat four jobs each on various cars. Horns
that won't blow, lights that won't llght,
Joors that won't close, brakes that won't
hold, constitute the majority of the repairs
falling into this group. The chauffeurs com-
plaint sheets are carciully checked. If it is
found that the complaint is cavsed by care-
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lcssness on the part of the mechanic on in-
spection, the techanic and his foreman will
be given an opportunity to explain it the fol-
lowing night.

The distribution of the ratio of cars to
mechanics may shift from one garage to
another as occasions and emergencies re-
quire.

Three and a half years of application to
the basic principle of preventive maintenance
in this field, applied to both old and new
vehicles, has eliminated much of the guess
work in mechanical repair. Costs have been
reduced, time out of service has been mini-

mized.

. Preventive maintenance spreads automo-
tive maintenance activity over a 12-manth
period, jroning out scasonal labor peaks:
reduces future costs by easing the severity
of a breakdown when it comes; creates a
better spirit of cooperation between the me-
chanical group and the operating depart~
ments and instills into all a safety conscien-
tiousness that prevails 12 months ont of the

year. An organization with a low labor turn
over, and a high average for years of indi-
vidual service will benefit by t.

Vehicle Retirement

Fleet operators have long pondered when
an old vehicle should be replaced. Formulas
have been written, theories of depreciation
et up, applied and made workable and for
a time successiully. But how often in just
such a fleet are vehicles of one make and
year disposed of while others are retained.
The human clement as represented by the
driver, road conditions and length of differ-
ent routes, tendency to overfoad, errors in
original application, inherent wezknesscs at
the time of purchase and the accident record
are all factors enlering into the hastening
or retarding of the rctirement .date.

WEDNESDAY MORNING SESSION
QOctober 9, 1940

Rules and Tools of the Fleet Safety Engincer

d.

Presiding: H. S. Covk, Assistant Superii
. C.

ton, D,

t, Evening Star Newspaper Co., Washing-
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Management’s Interest and Responsibility for Safety
By DON M. GOODWILLIE
Safety Engineer, The Willett Company, Chicago

Management must want safety just as it
wants sales; ¢ must have z safery engincer
or a person definitely responsible for safety
in the same manner and for the same pur-
pose &9 it has & sules manager. The old idea
of sticking up a few safety posters, having
one safsly meetng a year in the garige
befare starting the dav's wark and leaving
the rest np to the insurance carvier is out of
late.

There must be constant follow np b)
management of the safety program. This
follow-up, in my cpmon, consists of the
interest and desire by the management for
safety amd the defiaite delegation of the
responsibility for safety 10 omnc man

First, management must place the respoa-
sibility for safery with a competent and
eaperienced safety enginecr with backgraund
and traming. He should be selected by the
same basic prmciples which govern the hir-
g of any executive. Too often, and usualiy
jollowing = series of accidents, a temporary
hubbub takes place, amd the tesult is that
someone is lured without the necessan
qualifications at 3 nominal salary. Or
the smaller organizations, the job may be
siven to a minor foreman or clerk. He may
lack the gproper nd, plus the im-
portamt fact that, by the very naturc of his

perimgendent. In that case, managemient nuist
ace that this idividual gets some tools wi
the experjenced safety engmeer. He should
attend such meetings as these; the company
should join an established safety vrganiza-
tion in order to keep abreast of the latest
developments He shouid cooperate closels
with the safety engimeering departmem o
Ine company’s insarance carrier

Some may ask how large should a flect
be to justify a full time engineer. That i
always a quesiion, based on many rariablee.
but | should say 50 units or more

A full time cugineer with complete au-
thotity is man 's first resp ikt .
At this point the job is well warted, b
hardly Rushed.

It is most impartant that the managenwnt
hould demonstrate “constant cxecutive -
terest.” If we are having a safely meeting
or party as we call them, [ exert cvery
cfiort t@ khave the head of our company
present, This interest, expressed by the ms-
ing up of personal time, Jonds prestige aml
momentum 10 amy safcty program.

Analyzing Results

If any safety program results ~lowld be
carcfully analyzed and presented 10 the
£ t, which, in tum has the respon-

prevpous position, he does not 1 the
respect of department heads zud  gencral
personnel This is an evasion of responsi-
iy on shie part of the management.

Get the Right Man

Sfamagement should hire the proper man
1 do the jub; pay him well; and give him
an appropriction for expenses, and watch
far rosults. Unless there arc some unusual
techwtical factors peesent, I believe in bring-
ing in 3 man from the outside. T realize
that in small organizations this cannot be
dune. In that case, it may be possible to
justiiv a full time engincer by igui

sibility of minutcly scrutiniring the work
that has been done wund making suggestion:.
1Jo not create 3 department and then forget
about it; there are dollars in <afety as well
a« in sales.

Many large fect owners believe in the
principle of “paying for their mi-tabes”
We feel quite stiongiy about this Faulty
cquipment, mainienance and personnel are
strong  accident producing factars. When
any of these factors produces am acciden:
it costs management money. Management
will show its desire to accept safery respon-
sibility by actually paying through its own
h 15, with its own draft and clearing

correlated activities to him such as person~
nel, pullic relations, and the handling of
smail clims and complaints. As a final
aliernative, management may assign the job
o an executive, such as the operating su-

over its own signatures. While T am net
advocating self-insurance as a general yule
it seems that, by the retention oi a small
awomnt of sclf-insurance, a much greater
interest in safety can be created in man
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agement, amd in turn through the whoie or-
ganization. Ii it costs the company $100 ba
its own check o settle a claim caused by
brake {ailore everybody gets stirred up zboat
1. Conzidering the fact that there is no
real difference who pays the small claym it
has alwaye been amusing to me to nate the
Hiffcrence between the way people react to
a clam amered by insurance and one self-
neured

Management should place the safety en-
gnger in the statuz of a depastment head,
Fiving bim complete authority ever all mat-
ters pertaining to safety, and back that
authority up completely. It is often said
that titles mean nothing, but 1 belicve they
arc a peychological 2id to the safety en-
mincer—balleting or orders signed “Director
of Safety and Personnel” for example, have
more autbonty and meaning to the average
commcraial velucle operator than onc signed
merely “Safety  Department,” or “Safety
Engincer.™ In many lurge ficcts the safeny
mzineer’s job is comparatively new; the
vperaung and maintenance departments, in
paricular may look upon his as an evil, and
not 3 very necessary onc 2¢ that. Manage-
ment <hould encourage cooperation between

the other depariments and the <aiety de-
partrnend.

A Good Investment

It tas uiten been said that 10 make money
rou mut spend money, If managemaent is to
get 2 retnm from iis safety expenditures
these mu-t be an hooest invesiment. To have
a <ompetemt engincer in charge and then
tie lus bands by refusing to provide for him
atrd his department in the budget in a sensible
manner is to throw the whole safety mecha-
wism o reverse gear. Providing adequate
cerical and secretarial assistance will give
the saiety executive time to devote his ef
forts 0 major items, and not tie him o a
desk over winch will pass a mass of Hetail
that could just 23 well be handled 3y an effic
cient clerh. An adequate budget will enable
the engincer t¢ provide rewsrds and incen-
tives for safe driving: to invest in, and ex-
periment with, new safely device<; 1o pub-
lish a saicty house organ; investigale com-
pletels all accidents; to check the back-
groond of all new persommel tharcughly (the
last being an increxsingly important factos
with general conditions as they are today).

The Responsibility for Safety
By EBER 8. LUSK
Director, S8afety and Personnel, Peter Eckrich & Sons, lac, Kalarazoo, Mich.

Ve aiten have heard the old alibi “my
burmess is different ™ So are the leaves of
the trees, and the experts teil uvs that there
are no two fngerprint patterns alike. But
the general principles of ail legatimate busi-
nesses are similar—despite the differences
of approach which we may employ in the
schection and training of individuals. In the
main, all businesses have simular basic safety
problems and in our own company’s business
of manufacturing and distributing a million
paunds of sausage prixfucts a moatl: we have
found “the responsibility for safety” is ac-
wepted as the persomal respoasibaliny  of
cach individual worker, no matter what his
job. Each worker i« :ver mindful of that
fact!

From the vesy moment 2 man is inter-
viewed ior 2 job he learns to make safety
his persunal responsibility. Beiore he goes
to the company physician, before he is given
his first job assignment, before he is al-

lowed 1w be ftied fur his safety shoes and
wiher satetn equipment, befiore he has com-
pleted his probatiosary or trial perind of
cenplos ment his siental adtitude toward his
job enables iim to know Niat hus success anil
his happineis are assured only as loog as he
observes the comumon sense nights  and
privileges of safe workers in his department

Remembering thal mansgement's job 15
one of adminiztrative edvcadgon: we liave
found the <afe worker is rewarded and re-
ceives living henefits in true rauo te the
interest he derives from his individual in-
vestment v aiety principles. When an in-
jury occurs to one of our plant workers or
when one of wur drivers is invalved in a
traffic  incident, the indivikinal employee
knowy that it i- his personal responsibility
to report the facis! ireely, honestly and im
parsially. He knows that management wall
get the facts. Conseguently, he volumtarily
sets in motion the fact-finding machinery
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Management’s Interest and Responsibility for Safety
By DON M. GOODWILLIE
Safety Engincer, The Wiilett Company, Chicago

Management must want safcty just as it
wauts sales; it must have a safely engineer
or a person definitely responsible for safety
n the same manner and for the same pur-
pose as it has a s2les manager. The old u;lca
of sticking up a few safety posters, having
«one safety mecting a year in the garsge
before starting the day's work _a»d_ tcaving
the rest up to the insurance cartier is out of
date.

There must be constant follow-up by
management of the safety program. This
follow-up, in my opinion, consisis of the
interest and desire by the management ior
safety and the definite delegation of the
responsillity for safety to onc man

First, management must place the mpm;
sibility for safety with a competont an
experienced safety engincer with background
and training. He should be selected by the
same basic principles which govern the hir-
ing of any executive. Too oflen, and usually
following a series of accidents, 2 temporary
hubbub takes place, and the sesuh is that
someont in hired without the nccessary
qualifications at 2 nominal salary. Or, in
the smaller organizations, the job mmy be
given to a minor forcman or clerk. He may
fack the proper background, plus the im-
partant jact that, by the very nature oi s

penntendent. In that case, managemant mms
see that this individual gets some tools o7
the experienced safety engineer. He should
attend such meetings a5 these;, the compans
should join an established safety organiza-
tion in order to keep abreast of the latesr
drelopments. He should cooperate closely
with the safety cﬂzinccring: department od
hi= company’s insurance carrier,

Some may ask how large shouid a ﬁu.r
x to justify a full time engineer. That &
always a question, Based on many variable-,
but | should ssy S0 units or more.

A U time engineer with complele au-
thority is mamag ‘s first P bility -
At this pomt the job 15 well started, bur
hardly finished.

It is mast importaut that the nianageaen
should demonstrate “constamt exccutive in-
terest.” If we are having a safety mecting
or parcy as we call them, 1 exert every
cffort toc have the head of our compans
present. This interest, expressed by the gis
ing up of personal time, kends prestige amd
wonientam o any skiety program.

Analyzing Results

1i any safety program resujts <hould be
carcfully analyzed and presented o the
which, in turn has the respon:

previous position, he does not c ngd the
respect of deparisnent heads and gencr:_ﬂ
persopmel. This i an cvasion of rcspoasi-
Lility on the part of the management.

Get the Right Man

Mavagement should hue the proper man
to Jdo the job; pay him well; and give him
an appropriation for espenses, and watch
for resulty. Unless theve arc scme -.mufual
technical factors present, I belicve in bring-
ing in 2 man from the outside [ realize
that in small organizations this cannot be
done. In that case, it may be po“iplc_lo
justify a full time enginecr by assigning
correlated activities to him such as person-
nel, public relutions, and the handling of
small claims and complaints As a ﬁpal
alternative, management may assign the job
to an executive, such as the operating su-

;ibdlir; of minutcly scrutinizing the werk
that has been done and makinz‘ suggestions
Do not create 2 department and then fosget
about it; there are dollars m wfety as well
az im sales.

Many large Hect owners belicie in |h5
principle of “paying for their Em‘ukei
We fecl quite strongly about this. Fauhy
equipment, maitenance anmd pecsoanel are
strong accident produring {faciors. When
any of these factors produces an accident
it costs management money. Management
will show its desire to accept safery respon-
sibiity by actually paying through its own
channels, with its own drait and clearine
over its own signautores. While 1 am not
advocating seli-insurance a5 a general rule.
it seems that, by the retention of a small
amount of seif-insurance, a much greater
interest in safety can be cremted m wman-
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agement, and iny turn theough the whole or-
ganization. 11 it costs the company S100 by
its own clieck to scttie a claim caused by
brake failure everybody gets stirred up about
it. Comsidering the fact that there is no
real difference who pays the small claim it
has always been amusing to me to note the
difference between the way people react to
a chim covered hy insurance and one seli-
insured.

Management should place the safety en-
ginger in the statug of a department head,
giving him complete authority over all mat-
ters periaining to safety, and back that

hority up completedy. It 1s otten said
thar titles mean nothing, but | boieve they
are a psichological 3id to the salety en-
gimcer—baulletins or orders signed “Director
of Safety and Parsonnel,” for example, have
more authority and meaning to the average
comaiercial vehicle operator than one signed
merely “Safcty Department,” or “Safety
Engineer.” In many farge fieets the safety
ergineer’s job is compuratively new; the
operating ard maintenance departments, in
particular may Jook upon his as an evil, and
not a very neceeary one at that Manoge-
ment should encourage cooperation belween

the other departments and the <afery de-
ariment.

A Good Investment

It hay often been said that 10 make mooey
you must spend monev 1{ management is to
get a return from its safaty expenditurcs
there must be an honest investment. To have
& compelent cngineer in charge and then
tie his hands by refusing to provide for him -
and his depastment in the budget in a sensible
manncr is to theow the whole safety mecha-
nism into reverse gear. Providing adequate
clerical and sccreiarial assistance will give
the safcty executive time to devote lis of-
forts to majer items, and not tie hun to a
desk over whikh will pass a mass oi detail
that could just as welt be handied by an effi-
cent clerk. An adequate budget will enable
the engineer to provide rewards and wicen-
tives for caie driving: to invest in, and ex-~
periment with, ncw safety devices: to pub-
lish a safety houss organ; investigate com-
pletely all accidents; 10 check the hack-
ground of all new personnel thorcughly (the
last being an increasingly importamt factor
with general conditions as they are today),

The Responsibility for Safety
By EBER $. LUSK
Director. Safety and Personuel, Peter Eckrich & Song, Ine., Kalamazoo, Mich.

We often have heard the okl abbi “my
tusiness is different.” S0 are the kaves of
the trees, and the experts teli us that thoae
are no wo fingerprint patterns alike, But
the general principles of all legiimate busi-
nesses are Similar—despite the differences
of approach which we may employ ia the
sclection and training of individuals, In the
main, all busincsses have sinular basic safety
probiems and in our own company’'s business
of manufacturing and distributing a million
P ds of ge products 3 month we have
found “the responsibility for safety™ is ac-
cepted as the persomal responsibiliry of
each wmdividual worker, 5o matter what his
job Each worker is ever mindiul of that
fact!

From the very mwument a man is inter-
viewed for a job he learns to make saiety
his pecsonal respaasibility. Before he goes
to the company physician, before he is given
his first job assignment, before he is al-

fowed o0 be fitted for ks safety shoes and
other savety equipment, before he has com-
pleted his probationary or trial pericd of
employment Tus fmental attitude tgward hic
sob enables lim to know that his success aml
Tus happiness are assured only as long 25 be
obierves the common  sense rightz amd
prvileges of safe workers in his depariment.

Remembering that management’s job i
one of adminisirative education; we have
found the safc worker i3 rewarded and re-
ceives living bencfits in true ratio to the
interest he derives from his individuat in-
vestment in safety principles, When an in-
jury occurs (o one of our plant workers or
when one of our drivers is imolved in a
trafic sncidemt, the individual employee
knows that it i~ his personal responsibility
to report the facts: freely, honestly and im-
partially,. He knows that management will
get the fact< Consequently, he oluntarily
sets in motins the fact-finding machinery
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first to save hunsell the need of cencmber-
ing warmed-over facts.

And we have found that an ap-to-date
personnel record, simplificd s¢ that only
the cssentially relevant facts ave available,
is a3 big help W remeving the cause of
wafe practices. Withaut the human facter
in accidents we feel that there would be
little need for persanncl records as a part
of cur safety program. The nature of the
records is determined by the kind of the
job in which the worker is engaged. For ex-
amgle, through the couperation of our auto-
maintenance and sales department workers
we obtain individual truck reports. These
report forms are pudded in duplicate and
carried in 2 metal clip inside each cab. Each
report is made ont by our driver and is
checleed for “griel” o irregularities by a
garage mechamc and any troubles noted are
corrected before the yeport is sent in. Main-
tenance costs, daily milezge and corrected
troubles are tabuisted jor acconming and
other purposes. Vchicle accidemt report
forms and not-at-fault witness cards ase
carried in each @b ready for wse Here
aguin the individual driver is held strictly
accoumtable for repurting detils on every
traffic incident whether it be 2 dented {ender
of “unlmown™ origin or an accident of a
scrwous nature. And each incident, whether
an accident or not. is reviewed within 24
Jiours by the branch manager in charge be-
fore the report is sigmed and delivered to
the personnei-safety department.

AMonthly safety nicetngs wa cach plant and
branch, safety bulleting, inter-plast amd
inter-feet safoty comtests and mrnpmy~widc
participatina in locsl and wational safety
programs all serve (o stimulate and mziain
that revewal of individual interest which we
regard so necessary i uur plant and ficet
safety programs, month aifter swoath. It
wems that our workers, our forcuwn, our

branch managers, owr depastment heads amd
our company officials have the idea that
when ont man tells another what to do, the
time of both is taken up with 2 job which
ont man should handle. And that is onc
more reason for my belicf that the indi-
vidual who has initiative and bas been se-
lected and 15 acqinring experience for to-
macrow’s job is the one upon whom we
should show an increasing coofidence. \We
should permit him to shave with us the
results of his safe working habits so cach
in turn may enjoy the savings which such
cooperation most certainly assures.

If we conchide with the assertion that iy
is the imdividual on the job, the individual
behind the wheel, or the individual who
pushes the button in any functional capacitvy
s one upon whom “responsibility for saiety™
shomld be imposed, isn't it equally f2ir to
conclude that there should be safety “com.-
pcma.hhty shared by each individual who

his personnel-safety record oa the
pmﬁt side of the daily ledger? And here is
how we have that worked out:

A study of our records up 10 about two
years ago, prompted us to go self-insured on
our workmen’s compensation. Gur net sav-
ings during the f:st vear was 56 per cemt
of the preminm j ~:d the previcus year. Up
o the ond of August, 1940, our loss &x-
perience was J26 per cent m actual w exe
pected. Individual warker responability for
safely has done that for us with an approx-
tmate ravings of $5,000 a year in insurance

In fleet safery during the year awding
June, 1939, our records showed an accident
rate of 254 in nearly rwo and ane quartcr
miltion miles. In the year ending fune, 1940,
in over two and one quarter milkon miles
cur wehicle accident rate was 143 or a re-
duction of oearly 30 per cemt under the
previous year, And we credit the individual
driver with the responsibility for this safety

cment.

Accident Reports and Analysis
By H. D. SCHEFFER
Director of Safety, Auto-Owners knsarance Co,, Lansing, Mich.

While it is mportant to control the in-
dividual driver, if accidents are to be pre-
vroted, it is even more important to contral
the drivers of commercial fleets. Such won-

trol is passitle only if adequate records
arc maintai

Fleet accident records arc not adequare
unless they are aceurate and comprchensive,
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They must show clearly the unsafe acts
of the company’s drivers and coadition of
the vehickes, and suggest bow the sanc
may be corrected. They must also provide
a basis for intelligent bandling of the legml
consequences of accidents
1i we are to bave vecards of accidemts
which will be of value, we must have com-
plete reports. Accidert reports always raise
the question “Should all accidemts be re-
ported?” Regardless of the size or serious-
mess of the accident it shonld be reported
and given cvery attention at the scene The
reason for this is that far too many minor
acidents evertually turm out to be serious,
opecially if an ambulance chasing attorney
gets hold of them.
Tlm however, may be largely prevented
v abtaining adequate information 3¢ the
scene. Even if it does mot prevent the
case fvom reaching an sttorney, it will in
a0y everd produce the tvpe of information
¥y to kegal def It has been our
experience that when complete and accurate
accident information is obtained, many cases
never go 0 trial mor are cven pressed for
seltbement
i order to obtain the information which
all be most beneficial and at the same
ime may be obtzimed in an easy and quick
manuer, we should supply the driver with
a condensed report form. Usually the only
time availalie for the securing of wmiforma:
1ion is before the police amve. The National
Satety Coumcil's form Vehicle No. 2 is a
ond example
Accident knformation

Even when furnished with report cards
the driver shauld be instructed in their yse
and also 1o recognize certain phases of an
accident which are of vital importance.

Therefore. after aay inmjured have been
taken care of, and the vehicles protected
froen further damage, he should obtain the
panie and address of the other driver, and
the license number of the wehick. because
the driver of the other vehicle may not
owil i

He shouid obtain the names and addresses
i anyv passengers, then those who might be
mjured or deceased, and if it is possilile,
the place to which they were remsoved. The
names and addresses of any persons who
might have repdered first 2id, for they
might later be of great value as a witness.
Then the naaws and addresses of any other

witnesses. 1§ no one saw the accident, then
the rames and sddeesses of those who ar-
rived Arst.

It also is very important tu give special
attention to accidents involving minors. If
they are seven or younger, they are held free
of contributory negligence, which places the
responsibility for the accidenr directly upon
the driver.

The driver should jose ua time in report-
ing accidents mvarlvmg serious  property
damage, perscml injury or death. This
should be done by phoue or u:tqnph. A
few hours lJost mygm make a considerable
difference w the outcome of the loss. An
accident involving an infant child should
always be probutei 1f yout arc not self-
msured, you should make certain that yau
wsurance carrier has settled the loss in dm
mannce. Otherwise, you wmay find yourself
with a serious law suit on your hands, which
in the case of 2 one year old child may
come at any time within a period of from
21 to 23 years later. depending upon the
laws of the state,

It is alto very important to report the
dJamage doac to the other vehicle or object.
Jf there is an insursnce company involved
obdain its name and addcess, for this might
be most helpful to von lawr in settling the
loss,

A general description of the accident
should be given, und if carcfully phrased
questiens are used on the accident report
card, much assistapce can be given the
deiver in this . Moasurements should
be taken where cver possible, but if jt is
not, then carcfully stepped off distances will
be sufficient. The driver should be sure to
dicate which direction is north and give
any landmacks which might be used for
identification pusposes. Sometimes 3 sketch
proves helpful, We do not recommend
bhaving the drniver ke lenmthy satcments;
names, addresses license numbers of
the persons and vehicles involved are of
more importance, and then too, trained iu-
vestigators ace better cquipped to take state-
ments.

‘When Folice Artive

After the palice arrive, the driver shoald
cooperate with them in every way. He
shoald also obtain the officer’s name,
number, sod the station from which he op-
erates, s0 that a check-up maught be made
tater on his report.
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To {acilitate the checking of the police
repart, duplicate police forms shonld be
used  NMost police post or stations will not
fet you <er the accident reports but will
real them 1o jou. Therefore unless you
have a form which 15 an approaimate dupli-
cate ui theirs you will have a great deal
of trouble checking .

From thiese two reports, the drivers and
thie ofticers, a final analysis report of the
accident mav be compiled, and for this
purpase we recommend the use of the Na-
noml! Salety Council's form vehicle No. 1.
The compiling of this report should be done
with further questioning of the driver by
an oificial of the company and every point
~hould be comeidered, for it is at this time
that definie vespons<ility for the accident
may e determined

{2 2eind job has been done in report-
mg the accdom and m maintaining an ac-
curate accident file, then concrete cvidence
2s o0 the A wf the accident will be forth-
coming. You may be reasonably assurcd
«f thi~ s the Jorms described in the Na-
waal Safety Council's Safe Practice pam-~
phlet 14 are u~eld a~ recommended by the

Crancil

Let me lease one word of caution: Re-
2ardlese of what forms are used, drivers
mu=t Ix thoroughly instructed s to their
uw befure the acaidemt occurs or they will
e of little use to them in an emergency.
A gesd enample o1 these instructions may
te fomnd w the Nstional Safery Coancil's
Flver Safeny Memo No. 18

Reports alone will not stop accudents!
They must be analyzed and a veally ade-
quate analysis requires both a rouline pro-
cedure and special study, Time will not
permit a detmiled discussion of the accident
analysis, so I will make only a few briet
suggestions,

Keep individual drivers’ records, aml icr
this purpose, I the drivers, rec-
ord card shown in the Saie Practice Pam-
phlet D-4. If this does not mect vour
needs in every detail, it a1 least should bLe
used as & pattern. This type of record card
will afford you an oppovtunity 1o study
the cntire expericnce of each driver. But
tc do so efficiently a record fife should be
set-up.  Two comnwn methods for flng
accdent records are shown in the Natwsal
Safety Council’s Fleet Saiety Memo Na. 11,

Thewe vecards plus the use oi thw fong
or short form analysis or tally sheets de-
scribed in pnmphl:t D4 will provide rou
with the knowledge of the actions and cir-
cumstances of the accident which farms the
ground work for accident prevention,

The information derived from the furns
1 have jua mentioned will be compreben
sive and consists of the type, severity, ami
tocation ot the accidert  The condition-
wniler which it occurred, such as the weather,
roadwas, hour of the day, day of the
week, o, Corditions and actions of the
drivers ami pedestrians. They will aisa pro-
vide nformation as to who was invalved
and establish responsibilite far the accident
thus 2ffacding an opportunity af preveniing
an accident’s recurrence,

Selection of Personnel
By HAROLD ]. JONES
Dircctor of Safety and Persormel, Automoebile Shippers, Inc., Detroit

Kecently I noticed a motor company ad-
verusament headed by these words: “Get the
l.ow Dowr on Dodge Job-Rated Trucks.”
In the body of the ad, it explained that
~lob-Rated™ meant a truck that fits the job.

If the employment manager knows the
type of jub to be filled and knows definitely
whet information he wants from the apgli-
cant and how to get ir, he thereby can get
the “Low-Down™ on the applicant and can
cficiently “Joh-Rate” hun

Of course, where all the employing is

done at one central oflice, an employment.
manager can genecally hendle the situation
Bat in many fleet operations, drivers are
emploved at varions terminals by the local
supervisor. In that case, the emplosment
manager does nol cume into personal con-
tact with the applicant before he is hired
He must, therefore, depend largely on how
well the Jocal supcrvisor handles the welec-
tiun, Mast of our difficulties arise when
supervisors who are not trained in employ-
ment procedures attempt to select driver
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personnel, This is especially true when there
is an immediate peed for drivers during a
peak period and thcy are tempted to hire
without giving much attention to the appli-
cant's qualifications.

In our orgamization, we supplied our
supervisors with a definite procedure. Each
man hired is placed on 30 days’ probation
undcr the supetvision of an instructor-
driver until he qualifies. Failure to qualify
i this period resubts in dismissal

In our instructions 16 the supervisors, we
stressed, among other things, two subjects
of nquiry by which he can "job-rate” the
applicam : good character and compelency.

Have you ever questioncd mon in & super-
visory capacity for am explanation of char-
acter? 1 found they had a general idea of
the subject, but in defming character, they
were not in agveement. Ia other words,
there was a coofliction of thought n the
evaluation of character, We have often
heard the expression, “The man lacks char-
acter.” \What we really mean is, “The man
fias few fixed moral or cthical standards.”

Therefore, character becames 2 major
iactor in your decision to employ, cause
the greedy, dishonest, overbeasing, selfish,
unprincipled man who cares naught for his

fricuds and fellowmen must be weeded out.
1 beliese it is so impostant that 1 divided
character into two component parts: de-
pendabilitv and reeponsibility.

We all agree that we must employ de-
pendatde drivers. We all agree that the
men we employ must be relied upon to drive
our vehickes without direct swperision over
many wmiks of highways—onc who can be
trusted and will wake pride in his equipment
snd dave safely day in and day out.

Systematic Supervision

Our drivers must be reliable and trust-
worthy., Therefore, to be assured of de-
perklable drivers, vom must provide the
terminal supervisors with a procedure that
will enable them to abtain the facts that will
ultimately prove the dependability of the
applicant.

It is» a foregonc conclusion that dcpcncl
ahlhry caniiot be ;m!scd wholly upon an in-
terview. Homesty is an attribute of depend-
ability. We, therefore, might judge depend-
ability through honesty.

Sa, it is important that we jostrugt our
supervisors to dig deeply into the applicant’s
past. Know for certain that he is reliable
and trustworthy in all his xctions.

Home Life Influcnces

in dealing with responwibility, practicalis
the samc procedure should be followed. By
all mcans insist thut the supervisor check
uito the home factors oi the applicant. 1
am 2 firm believer in the knowicdge that in
the home lies the secret to 3 man's respon-
sibility, Therefore, be absolutely certain
that he is devoted to his wife and children,
or whether he is a cluseler, moving abour
from oae place to another to aveoid paying
rent and other just debts, ta the emhbarrass:
ment of his family. Does he drink and
squander money that should be used for the
support of his family? Has he the habit of
borrowing and ncver paying back? Is he
the sporting type—lady-killer, card-playing
party boy ¥

In mp opiuo, character is the dommatine
factor in the employment of 2 man  Gne
mc a man who has high principles, and |
can wach him whbat 1§ necessary and mahe
him a loyal and efficient cmployee

Atgter disposing with the character quus
tian, however, we must of course be certain
that we cmploy competenst drivers Com-
peteney  should he divided imto four com-
ponent parts : ability, experience, suitahbleness
and fimess.

Cn ability, we should ser up o proceduse
o ioliow in determining the skill of a driver.

Neat, we should have definite require:
ments a5 10 cxperience; bow the applicant
will perfurm under actual driving tests, his
knowlcdge of safe driving rales and of
1.C.C. Saictv Regulations.

Minimum and maximum age lunits should
e determined as well as the waght and
height required by your particular apera-
tion Further, the applicant shouk! be in-
telligent and mentally alert.

Then, the matter of fitmess and win a
physical examination is necessary should te
stressed. In our own case, we arranged
with doctors to exatine each Lkely appli-
cant on physical standards pattémed along
the lines prescribed by the Interstate Com-
merce Conumission,
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Training of Personnel
By FRED L. STRUGGLES
Agsistant Mzoager, Department of Bafety and Pecyoanel,

Greyhound M.

Co., Cleveland, Q.

The primary cause of accidents Involving
commercial vehicle drivers is not the lack
of plain driving abjlity but the failure to
recognize possible hazirds untid too kate, or
else the uawillingness to keep under control
to avoid an accident regardless of condi-
tions,

Therefore, the inportant thing in training
drivers so as to reduce accidents s to sell
the man the idea that safety pays and to
ngtill in him the will to drive safcdy re-
wardless of what other drivers might do.

The question of a man's sbility can be
determined without much difficulty. Gener-
allv, a review and verification of previous
cmployment plus a road test will show
whether he has this ability or is capable of
acquiring it with a little practice and coach-
ing. But instilling the will to drive safely
requires time and patience.

Therefore, it is my contentica that the
actnal training of new drvers should not
be disposed of by means of a short road
1651 or A trip or two with a regular driver.
Instead, an impressive training program, in
keeping with the needs of the individual
company, should be farmulated to make the
applicant <afety minded. The training should
Le devised o that it will be difficult for
an+  applicant regardiess of previous ex-
pernence 10 be approved unleas he applies
himselt. When cmployment conditions per-
mit, the trzining should require some sacri-
fice on the part of the applicant.

The ume tw do this selling job is before
and not siter the man 13 cmployed, as
prier 10 employment, he is w2 more re-
ceptive frame ol mind. Satisfactory comple-
tionn of the training course should be made
A requisite of employment

The Training School

The wstablishment of a regnlar training
schirl is recommended when practical. Re-
gardless of whether or not it is practical to
operate a school, is appears desirable to have
the same regular drivers handle the driving
instruction for new rmen. This assures uni-
formity of instruction and enables instruc-
tors to develop their technique. Care nust

be used in the selection of instructors from
your driving personncl.

The actual supervised driving practice
shoal inclnde actual stopping distance tests
on the highway with loaded vehicles. The
driver should be required to pece off the
distance. Tests should be made at differan
rates of speed to illustrate how the stopping
distance increases out of propartion to the
increase in speed.

C ek bde cant bc lished towards
wmaking a driver safety minded by talks
and illustrated lectares on defensive dsiving.
The stopping distance tests shoukd be sup-
plemented with talks designed to drive home
the precautions necessasy and what it means
1o be wader control at hazardous points so
as to be im a position to avoid potential
acciderts. These talks should also be de-
signed to create pride in the driver’s safety
record. Conrtesy to other molorists should
be encouraged.

Some mechanicl instruction should be
included in the driver’s training especially
as to thosc units vital to the safe operation
of the vchicle. This is especially important
on imter—city opcration o that the doiver is
capable of making minor emergency repairs
enroute. Jt is also felt that the driving
officiency of & man is increased if ke has a
working knowicdge of the units of his
vehicle.

Imterstate  Commerce Commission and
state regulations as well as the company
safety rules should be thoronghly covered.
A shoct written exaqunation covering the
major points of the trainiog course at the
completion oi the preliminary tralning be-
fore cmployment is desirable to assure
proper attention. It will have a good psycho-
logical effect.

8afety Re-Training

Safety meetings are one of the most
widely used means of follow-up or retrain-
ing. Such meetings must be varied and
made interesting through the use of outside
specches, presentation of safety awards, dis-
cussion of operating problems of the com-
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pany affecung the driver by representatives
of other departments, analysis of accidents
taken from the company claim files and
safery movies. Safety quizzes as well as
other matters affecting the drivers’ duties

with cash anards 1o the winner arc instruc-
tive and gencrally well received.

The perfarmance record of individual
drivers should be constamily watched and
conievences heid with individuals showing &
tenddency (o dip.

Bonuses, Awards and Penalties
By C. G. BENDER
Safety Director, The Kellogg Company, Battle Creek, Mich.

When we stody welf regulated and organ-
ed safety cforrs in imdustry, we are im-
pressad with the soundness af the underlying
principles of the program [f industry has
established certan fundamentals of safcty,
why can’t we m moter vehicle activities
profit by that expencoce? Accordingly, let
us consider whether, by the use of bonwses,
penaltics and amds. the rvespect of the
emplmcchnn be arrested, his good will

is

thoa d

whether the program will have lasting and
far-reaching beneficial rosults

Awards

Tt 13 human matwre for individuals to like
recogmition. i this is sincere, the employer
will surely gam the respect of the employee,
encourage cooperation, create the proper at-
titude wwards saiety and crcale employes
good will However. 1 believe that a sincere
award need nat necessarily be of apprecable
money value There are many plans which
can be promoted under these qualifications,
as for example:

1. A commeaxiatory letter over execmtive
Taking a group picture and distribug-
ing copies to thase recognized.
Holding a amoker at the anpluer’s
expense
. Holding a dinner furnished by the em-

ployer.

3 Publicity i sour load o company

newSspaper,

4. Many others, wcluding the presenting

af certificates, medals, pins, rings. ctc.
Penaltics

The uvsual interpretation of @ penalty sys-
tem is that it is comparzhbls 10 a system
of monctary fincs. This means the fines
would be levied for: Certain types of acci-
dents: acciderws for which the employee

EVRE I )

is responsible; a series of accidents, and
other offenses

In my wupinion, such a system has no
place in promoling a safety pragram. Surely
it would not be conducive to aiding a desire
to work or drive safely. It would not en-
cutirage cooperation, it would not create
good will and it would not gain employee
respect. On the other hand, it would create
a hck of coafidence, it would tempt the
filing of false reports and facts, it would
encourage the temptation to file no repost,
especially in minor cases; it would more
surely destrey morale and create ili will
It would put the employee in the light of
being fotced or driven to do a job that
he shonld accept willingly.

One persoanct direclor summed up the
effect of a penalty system very precisely
when he said :

*The best salesman for his competitor 15
that salesman the next day after having re-
ceived a mondary penaity for being in-
volved in an awtomobile accident ”

Penalty systems shatier all the fine tradi-
tions that the average industry has fought
10 establish through its safety cffori~

Accordingly, I mamtain that 2 penalty plan
dioes nut deserce even trnivial consideration
in saicty, unicss, of ecurse, 2 company has
«uth a yencral pomalty plan that it Anes
a per-ont Jor every type of job fallure, such
as Jailure (o treat customers -with counlesy,
failure 1o mamtain exact and reasonuble
ume <chedules, failure to land an order,
failure 10 obserive company rules regarding
general palicies and all the other failures
with which we are confronted year aiter
year.

Perahiics, however, should not be can-
fused with disapline. Disciplinary action
raust alwas< remain 2 possibility, both sn
safetv and all other activities or duties
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Bonuses

In tihe same manner that it is poor policy
1o penahze a perzan for acaudents, so also
it it inadvisable 0 pay bonuses for not
having accidemts. We all recognize safety
as an mtegral part of any man's duty, and
ac such, should nwt be poiated out as some-
thiug for which an extra boaus is nececsary,
Paying a bonus makes safety superficial.

i bwnuses are superficial, there can be
Itie hope that they wiil fill the bill. True,
the effect would be different than mnder a
renaity system, but would not constitute a
~olal footing unless sccompanied by many
ather strong safety features.

W ¢ must, not, however, overinok the fact
ihat il a company has a general bonus plan,
which mvolves production, quality, ete., then
<afery should have a beariog on the ob-
1ainable bonus.

One other caception, it the company has
a penaity plan, it should necessarily be im-
ferative that it alsn have 1 honus or re-

ward plan. The @Grst, withont the sccond
would make a very unbalanced situation and
would create additional embarrassing cir-
cumstances It seems bogical that if 2 man is
placed in a position to lose money because
of an accidemt, by the same token lie should
lrave the opporturity to benefit because of a
periect record.

In the final analysis the adoption of a
hoans and penalty plan is a temptation to
follow the line of least resistance in showing
rapid improvement and 1o forget the cssen-
tials that must be drilled into an emploree
if succesciul safety efforts are to be forth-
coming. A good program is designed to be
succes<ful aid 1o show improvement over s
period of rears, ratber than te accomplish
immediate but premature resuits.

Accordingly, [ suggest that we in our
vehicle program {ollow the experience of in-
dustry and try to eiminate all frills from
our program, cspecially those that are super-
ficial and those that destroy morale, good
will and personal pride.

WEDNESDAY AFTERNQON SESSHON
Cictober 9. 1940

Rules and Tools for the Fleet Safety Engincer
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Comimnittee to Make Inspections and Determine Responsibility
By J. P. HOLTKAMP

Fidelity and Casualty Company of New York, Chicago

Winr, the Sporatiens are extensise with
wartuic serminals and <dieps, a commitiee to
ot the physical condition of buildings,
tak- and shop equipment bas heen found
« userl wol te the safety engineer.” This
womanttes 14 similar W the plam safety
wemmittce  Its members ace stationed at the
zaraze or terminal It meets regularly w
review the personal injury accidents which
hkave ovcucred at that termioal  One mem-
ber regularly makes an inspection of the
dock- wmd equipment amd submits recom-
mendanion: to correct vasafe conditinns
Theze recommendations are seviewed by the
cammmatiee and sulwnitted 16 the safely di-

rector amd management for their actst:
The comittee should consiat of three or
{our memberss, rotated o that all employce~
have the opportunitv o benefit from the
~aiety discussions. The chairman <hould be
the local terminal or garage manager and
the membership shoull cond<r of dock
bauds and mechanics

Committees on Responsibility

Some of you may wnquire why one man
cannot determine wheiber the driver is re-
sponsible for the accidem. This works out
all right where one mau = wholly respon-
sible for afl the varied functions oi a Rect

Commercial 1V elucle Scction 119

operation. Fleets of this type will neces-
sarily be -mall, say up to 25 pieces of equip-
ment, with Futde turn-over of drivers and
cloxe contacy between the operator and driv-
crs.

Fur the large fleet, however, we find that
re-ponwhibly for mamtenance, dispatclhing,
biring and traming of drivers, safety and
general «perating practices are divided. One
man camwt heep up the desired contact with
the Arners. and it is my experience that a
o wnittee o determine accident responsibil-
ity hae an imporrant place in the safery pro-
gram,

A comratice to determine acchlent re-
«pon<ibility. when functioning properiy, will
develop the Tollowing information, valualle
n the eet safely engineer:

L Dxtermine the respousibuity for cach
tehicle aceident, after a thorough analivsis
of it

2 I're-en? an apportunity to do effective
educatnmal work with the drivers who are
havine the accidents.

3 Prinnde accidem prevenhon  matesial
for «afety meetings.

4 Develap wlormation that smght e
hwlpinl in the settlement of claims.

Cumemittces of this type are cemmuniy
calied : Trial Board Mcetings, Safety Board
Hearings. Courts of Inquiry and Kangacon
Courts.

With the Rangaroo Coust the driver ex-
plains hi= accident Lefore a jury of drivers,
noe driver acting as prosecuting allospey.
another ae defense attorney. The judge i
generally the safety director ¢r superintend-
ent of the fleet. After hearing the cazc the
jury states whether the acciklent will be
charged to the driver. Some of these meet-
wng: are held before all the drivers so that
they will all beneht from the discussion

Anather tbype of cammittee is the Trial
Board or Safety Bourd Hearing. 1t is my
cvpericnee that this type of committeé is
preierable. becanse 3t will be treated with
more rewpect than a committee compesed of
driser< only, and its membership is reduced
10 & minirurn, This committec should con-
#ist 0f the Tollowing men:

1. A rsepresentative of the maintenance
departnent—preferably the head.

2 The superintendent of the fleet.

3. The zafety director who acts as Chair-
man and conducts the meeting.

3. Two or more drivers.

3. A rcpresentative from the insurance
carrier.

I do not beheve that it is necessary 1o
have more drivers than rcpresentatives of
the other department~  Aiter all, the main
thing is to see that the driver gets a square
deal when his accident is analyzed. Unles
the committee has 2 reputation among the
drivers for giving them a square deal, it wiil
defeat its own purpose and will lower driver
morale. This committec mcludes a repre.
sentative of cach department <o that, if am
question vegarding cquipment or mainte
nance comes up, there is a representative af
that department to answer it The commit-
tee should decide whether the accident i~
chargeablc to the driver. Tt should not de-
termine the penalty. That should be decided
by the manager of the fieet after receiving
the committee’s report.

If the accident was not charged 1o the
driver, and if the loss was reduced consid-
erably through some action of hic, he should
be commended. This should aiso lie brought
to the at of the memen? and to
the other drivers by 2 notice on the bulletin
hoard or an item in the company paper

Holding Mcetings

in holding these mectings it is important
that the driver be made at cawe when he
enters the room. The driver shauld be -
troduced 1o everyone in the room that he
duoes not kmow. The chiairman should have
the driver’s accident report in front of him
and also the driver's previous accident and
emplovment recagd. The driver should be
asked to explain his accident in detaif. Toy
automobiles and a layour of highway and
intersections is sometimes provided. After
the driver has explained tiie accident. the
coramittee, in turm, should ask the driver
Guestions on points not clear to thern, 1t is
impcrtant that this coaumitiee have the rigit
attitude. Members showdd not ride him or
be wo critical, The driver shoukl be ashed
whether in his opinicn he was at fault. Safe
driving practices which could have avoided
the accident should be discussed. When he
teaves the meeting he should have a clear
impression of what to do if he ever gets
nto the same accident situation again,

Some comiuttees classify accidents three
ways:

1. The Anver is fully responsible.
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2. He is partly responsible.

3. He rould do nothing to prevent the
accident.

There will be 2 tendency to place the
greater portion of the accidents in the sec-
ond class, that is, the driver is partly re-
spousible. It has been my experience that it
is better 10 make a clean cut decision and
cither charge the accident to the driver, oc
absolve him of any responsibility. When a
driver knows he will be charged with an
accident cven though be is partly respom-
sible, it will tend to make him a safer driver.

The practice of telling the driver that he
will not be charged with his particular acci-
dent, providing he finishes the year, to get
a safety award, is not fair to the other
drivers.

General sules on what constituter a
chargeable accident should be sct up at the
inception of the plan and before the com-
mit ¢ starts to function.

The frequency of meetings depends upon
the size of the fieet and the accident fre-
quency. They should not be held too far
apart. For a large ficet of over a hundred
vehicles, they should be held weckly, For
an average fleet of 50 vchicles; twice a
wonth. Conditions of each fleet are differ-
ent. There is also the problem in the long
haul fleet, as to how to get the driver at the
committee meeting. This is a problem for
the safety engineer.

With local cartage flects the problan s
much simpler because all men are in the
terminals cvery evening With local fleets it
has been foumd practicable to hold these
meetings an hour or so before quitting time,
an extra driver (2king over the work of the
*defendant.” Or the meeting is held after
the drivers are through. Best resnlts will
be obtained if these mectings are held on
conipany time.

Contests
By MARK PERRARI
Supervising Flect Engincer, Continental Casualty Co., Chicage

There ase vaiious types of safety con-
wsts, the two most prominent ones being
intra-Aeet and inter-fleet Contests. Inter-
fleet coniests, as we all kaow, are generally
conducied by safety councils, Naticaal and
state, and in many cases by chambers of
commerce.

An intra- fieet contest is conducted balween
drivers of the same organization,

There are five cardinal principies of a
successful contest:

1. Management and supervision
2 Driver interest

3 Efficient committees

4. Suitable awards or trophies

3. Successful conclusion .

Starting with the first prindple of man-
agement and supervision, it must be ac-
cepted that uuless the management can be
sold on the contest and takes an active
part, the contest should not be started. 1f
the management is not interested we cannot
expect the drivers, committee or anyone
else to pay much attention to it. Manage-
ment should systematically plan the oon-
test, deciding definitely on how long it is to
run, who shall determine the chargeability

of accidents, and what shall constituie a
chargeable accident. All these poimts should
be outlined to the drivers at a2 special mcct-
ing called by the management Meetings
sheuld be called from time to time duning
the year. Management should be present
und se-anphasize the importance of this
contest, complimenting the men and en-
causaging men who have had accidents
to fall in linc quickly so that the compe-
tition will not lag.
M_eintaining Interest

Charts showing the standings of the
teams engaged in the contest shoald be
posted in a suitable place in the garage
where all the contestants can sec them.
Slogans encouraging accident prevention
should be assembled around it

The driver’s interest can be casily ob-
tained if wre sell him on an idea that he is
individually responsibie focr the standing of
his team. To build up this interest, drivers
should be aliowed to elect the team captains
and should be encouraged 1o choose a man
who has the respect of the other members
‘of the driving personnel; a maan who is a
go-getter and will take an active part at
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the safety meetings. Drivers' interest can be
further developed by management if the men
sre called in and told hat their efforts are
appreciated.

1t may take 2 litte ime to get full co-
uvperation from the drivers, but if we keep
working it will not be long before the driv-
ers will be greatly enthused, our Safety
Mectings will be more active and there wilt
be a raising of the morale to a higher
degree.

Fair-Minded Committee

The commitiee to decide on the charge-
ability of accidents should never be one-
sided. The driver should fcel the contest
is carried on o make him a better driver,
not to put him on the spot. The committee
~hould comprise two diivers and one execu-
uve. giving the drivers the balance of power
in the vating. Aa appeal should he made
to their sportsmanship 1o decde the case
stitctly on i1s merit and according o the
rules set down by management at the begin-
ning of the contest

Many > lag mainky b 0o stit-
abbe award or trophy hias been set up. It is
not sufficient to state that if the drivers
win the coutest for their tcam an award
will be given. We minst state what Hpe of
award it will be and the best way to decide
that i»> to fnd out in what our men are

interested. Some compames have been known
¢ gire the drivers of the winning team a
week’s vacation with pay; other companies
have taken their men to bangoets md then
to a ball game, while some have ~t wvp
a cash award to be divided among the win-
ning team. But the main thing to remember
is, that the type of award mast be announced
at the begiming.
The Conclusion

The contesx cannot be calied a success
unless the conclusion is better than the be-
xinning. Many companies, when reaclung the
conclusion, simply elate tiemselves over the
fact that their accident experience and cists
have been reduced. Then they hold an ardi-
nary safety mecting to award the winning
drivers. This is the time that we should
not miss the boat. This is the ume that
we can do the most 10 aicuuarage divers
to drive carefully in the future m arder
to avoid acciderws. This is the time we must
fet 3ll men know that we did appreciate
their cforts in the past year by giviag them
a banqguet separate from the one 1o the
winmiug team, mviting both the winner+« and
the locers, aml again thanking the wumers
for their «fforts and encouraging the losers
to win oext year Newspaper publicity “how -
g what cur drivers have done is alw 2
good method of complimenting the men and
keeping up morale

First Aid, Road Trailing and Checking
By C. H. BUSS i
Safety Enginecr, Brady Transfer & Storage Co., Fort Dodge, Ia.

The trucking industry, by its very nature,
15 mot composeil of one or more plamts, as
is the case in other industries. Normally
the employees in the trucking industry arc
isofated. True, at a few of the larger ter-
minals where there is somewhat of a con-
centration, such as 2 sizable dock crew and
perhaps the home station for a number of
drivers, we have frst aid rooms, wdll
equipped. In our experience, we have found
it valuable to have several department
heads trained in Grst 2id. While it is difficult
to get any dock worker or warchouse
warker to report for first aid, if they com
be induced to report even minor injuries,
then 1t is natural for them to report to
their superiors.

Oa all shifts throughout the workday
there is one department head ready to make
simple dressings and in more serious cases,
has authority to order injured worker to
company doctor. A plan we hope some day
to embrace is having a2 st pher who
is ulso trained in nursing. It would be fine
to have a registered nurse, bat the work-
rolis in even larger motor ircight terminals
are not large enmough to afford such ex-
pense. In addidon, the work is mot par-
ticulaily hazardous. This staro wears white,
saving several dollars a2 month on clothes,
and it is fairly casy to find a girl who will
be willing to do part-time frst aid work.
On the other hand it wounld be virtually
impossiblc to get 2 nurse 1o type ketters.
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Thie nursc-clerk idea is worked out, to my
ktow Jedge, during day time only.

As v getting employees in tiic trucking
industey to report for first aid treatment, T
~upprse they are like men in other indus-
tries, they think 1t 15 sissified to repoct for
lmndamng of minor cuts and scratches. Tt
i» cue thing our safety programs do, how-
wver, 10 wel nen safety-conscious znd we
fui that truck drivers are more prone to
repart dor treatment, This is as il should be,
s we 1ram our heaviest guns on them in
sur wlucational work.

e thoet §5 30 fortunate as to have several
forimer Roy  Scouts as drivers who are
traned i first aid and life saving. My com-
pany lias recently emploved some drivers
wha  jormerly opcrated trucks in CCC
campz, aud it 15 mandatory with Uncle Sam
thint these men carry American Red Cross
Firae Md Ceriificates. Members of our
ety »taff, and we have a safety suvper-
Vi every 225 mules, all have safety train-
e and can give exceilent account of them-
~elves i case of emergency. However, these
reup- reprotent a minosity of our driver
B YN

Fran the standpoint of proficiency as sce
T these men, 1t 15 hoped to get all of our
drivers to lake a coursc i Arst aid tram-
inw and have all units equipped with first
ald kit~ An increasing number of large
es i~ are providing extencive fisst aid train-
img and drivers who qualify in the Advance
Coutse are provided with a first aid kit and
2z muelale first aid plate for their umit.
Surely it 15 the dream of every safety di-
evtor 10 have all of lus drivers traived in
ar-t aid. In addition to the Chustian and
lumane 1alue of this, without being too
commersial. we cannat oveclook the adver-
ticing  value of omergency-trained truck
deivers

Huwewes, theie 15 one phase of fiest awd
that the majority of our truck drivers can
aul do perform. By the very nature of their
wb, traveling up and down the highways
day m and day out in all seasons, they see
many accidents and it is sad but truc, see
20 many that they are not greatly upset at
toming upon the scene ol an acculent. We
believe that bechuse our dnvers see acci-
dents so  trequently and can keep therr
heads clear they are in pasition to do the
mest zeod by their ability to give cabm and
sen-iisly direction in landling injured per-

sons. The driver is the man who can suggest
to the assembled throng not to crowd the
injurcd person, to give him or her a chanec
for a breath of air. He will disect the crowd
to romeve the unit from immediate path of
danger and thus prevent accidenr from
becoming tweo sccidents where one was one
too many. He will counsel bjstanders not
to move injured persoas unnccessarily. He
krnows that greal harm can be done by in-
ereasing shock, in the all-too-common prac-
tice of rushing injured persons madly o0 a
hospital. He can counsel persons at the
scenc of an accident that it is belter to
bring the doctor to the scene, or wait for
an ambulance, than to attempt moving. In
fact T would say our policy ifor driver™
help in emergency is like explaining much-
rooms. We start nat with where mush-
rooms can be found, how they are best
prepared and caten, but we start with what
nol {c¢ do with loadstools So our driver
traivang in first aid starts with what not to
do wn tase of accident, as being the greatest
goud thev can do in case of emergency Thi-
we consider very definite first aid training

Koad trailing or observation repre<ents
the man effort of cur engineers. S
high in the insurance field estimated that
insurance enginvers see 2 driver onc-mil-
liouth of the time he is driving. Some mem-
ber of our safety staff trals every drner
about two miles at least four time» a vear
This i3 two miles in every 10,020, 3o I be-
ticve we have those odds cut down Hom-
ever, we kmow it is oalv a fleeting glance.
50 to speak.

It stands to reason that we mu<t make the
most of the very short time we do ~¢c a
driver. Without being two dJdogmatic. we
have arrived &t certain more or lose irom-
clad rules we follow in observations. Ob-
servations must be made at all dmer amd
everywhere. That sounds like a big ordes,
but any less effort will not produce results,
and if T am sure of anything in safety. 1
am sure hat obscrvations will produce re-
sults. I am sure our accidents decrease in
direct proportion with intensity of observa-
tions. We must sce the driver in the middke
of the moming when he is thinking about
the day’s work a2head. We must sec lisn at
noun when streets are crowded. We must
see him in the middic of the afternoon when
he is becoming tired. We must see him at
suppertime, during the cvening, at midnight,
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at 3 am when all is clear, but not clear
enough, and at dawn. 1 impress dawn as
that is the time when drivers are more
likely to become sleepy. Observations must
he made on loncly stretches of road miles
icwm any terminal. They must be made near
railway crossings, at the foot of hills, on
citv streets and in country towns. Alsa we
make observations as devers nexr major
terminals. Observations which give you a
less clear picture are unfair ta the driver
and to you,

Tncident after incident could T given
where favorable cbscrvabions are made on
drivers we know by grapevine are reckless
Many tintes we have had drivers thrown
into jail for reckless driving who have re
peatedly hiad favorable report> This does
aot speak very well of our obs¢rvatinns It
points a finger and says we xre not doing
a compleic job

We believe the ideal chwervation is made
without the kiowledge of the driver, it that
3¢ passible. Remember, you do not have to be
PPN VYR thromzh a rar view mirror,
Everv h along thi
highway s cvr:r-readv 10 transmit word
along the line of your presence, in addition
1o the fact that the deivers. of course,
zeapevine your probable whereabouts, Tt
“arts hefare thaw. Many times members of
ihe oifice or garage force w the home ter-
mical send the word zlong We'do nat
telieve in hiding behind tree~ or bushes,
because the littke value gained 1e easily
crated by the complete disgust of drivers.

One place where ohsenations can he made
uisoen by drivers ic a tounist camyp Ilecause
af the presemce of many parked cars, he
cannnt with am  degree of accuracy pick
out your car as he drives tnw It is our cus-
m 10 gt A conveniently located cabin and
make observations \When one of our units
drives by, we can then follow with nummom
wi notice T, however, vou belivve rour
Presence is ducovercd it i< a2 good ides to
proclaim yoursell openly by fAashing vour
lishts and waving as vou owvertake the
truck This takes from the mind of the
driver a littke of the idea that son are
spring on him. At least some drwerz will
behieve you just happencd 1o overtahe iim.
1 possible, we belicve it is a good kica 10
pull drivers off at a safe place and hand
thews 2 copy of the report you made, 1§ it is
food, he feele good, If it is Lad, 3 is a

guod idea to et him know that 3ou cannot
tolerate *cowboying.”

Wot all chservabions are made on the
move. Parked trucks invite our men to
wtop in and talk over a cup of coffec We
have found huach-hikers asleep in trucks
and other serious violations. Also the
friendly cup of coifee helps out the rela-
tionship with the better class of drivers.

A copy of all observation reguits shoukl
%o into the persannel files of the driver and
published in a bulictin, or as in the case of
my company, in the house organ. However,
we do not publish all ¢hsernvations This
woubd give 100 obvious a clue to the drivers
as to the cffectiiveness oi our patrof \\‘0"‘\':
We try alway~ to itave an clement of
tcaht o their snd< as 13 how often we
might be obseremng them withow lettug
thom know it

(e of the b g problems ~onfronimg «
salicty department in a company where there
is leascd equipment and even compamy-
awned equpment on linc-haul operativn, i
gewting the bad drivers into the safety office
for 2 tallk Many times we da ant sce a
driver once @ thiree monthe \We adopied 2
rule that in addition to the adverse report
itself, a <pecial report calling for disa-
plinary action should accompany reports that
are especially bad

These report forms are printed on blue
paper. This makes them stand v, Then
the home office 1ssues a note to the ter-
minal where that driver is likely to all
next, on a flaming red {orwm which «ates
that Driver John Doe on Unit so-and-so
15 to be dispatched to the home ceminal at
once. In case that cannot be dowe, he is to
be dispatched in the direction of the ter-
minal and other terminal dispatchers noti-
fied to send him on in to get onto the carpet.
Thix color schiome may <ound childish, but
a blue report coming into our home office
gets the riglt-ol-way to my desk, after my
boss has looked it over (which [ encourage)
and a Aaming red card in the terminal mail
is not likely 10 be muxwel up with ather
office papers, accidentally or ssmpathetically

1 might add that cvers member of our
staff. except wmyreli, actmally enjoys this
trailing work. \We haue four ex-deivers as
safery assiziants. {U is to them Kke a pitcher
steiking out an opponent. They really Like
10 show truchers that they camnot put anmv-
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thing over on them. They are ctlective. One
of our men caught me doing 32 in a 25 zone
and [ did not know he was behind me, a)
thongh 1 was aciually looking for him. In

Accessories

spite ol wy personal dislike for trailing, I
am sure it 18 so cHective that it holds a
very important posilion on cur safety pro-
gram.

for Safety

By A. W. MEINKE

Superintendent, Audit and Engineering Department, Indemnity
Insurance Company of North America, Philadelphia.

Accessories not anly help to prevent ac-
culents, but 2!so driving strain under tryiag
conditions and conserve the driver's energy
for other important duties.

To ignore the numerous difficultics and
worries of the commercial driver and to
place ugon him the crmrc responml:ulxu for
prevemting  accid a loe that is
made too frcqucntly. Poor visibility is one
of the greatest peoblems of the driver, To
improve visibility there are rcar view mir-
rors, windshicld wipers, slest removers, de-
frosters, sun visors, rear curtains to kill
head light glare fsom behind, anti-glare
goggles or glasses, fog lamps, spol lights,
ctc. Many of these zids are not as com-
moniy used as they should be. 1s it because
we are falling in our duty to assist the
commercial driver?

Another scrivus problem to the commer-
cial driver is to convey signmals and warn-
mgs 10 other motorists and pedestrians in
the mast effective manner., To help him
carsy out this respoasibility there are stop
lights, flasher bulbs, dircctional signails, col-
ored reflectors, marking lights, red flags,
flares, f[usecs, homs and backing buzzers.

Backing buzzers are used with good re-
sults on taxicabs in New York City to pre-
vent pedestrians from walking bekind the
vehicle when it is about to back. Could we
profitably make greater use of becking
buzzers, flasher bublss, or some of these other
accessories for signaling or warning others
in the streets?

The next problem of the driver is how
te operate the vehicle safely when road
traction is Jow. To assist at such times
there are tire chains, non-skid tire treads,
tire regrooving tools, and road sanders
Poor road traction costs us millions of daol-
lars every year. Are we making full use of

these accessories in an effort o save some
of thosc millicas ?

It is a right serious problem to stop a car
or to hold a parked wvehick on a hill when
brakes are not dependable. To assist the
driver there are booster brakes, decelerom-
cters for testing brakes, hydraulic-brake-
liguid coclers (to prevent vapor lock), and
special parking brakes without the common
rack amxl pawl lock that has been known to
Lecome worn and defective. Have we done
all we can to prevent those deaths by snak-
ing and keeping brakes dependable with the
aid of thesc accessories?

Another group of accessories mcl.zv..es
sucls items a3 special seats with deep springs
to protect the seats of the dnver’s pamties
from roed jar, radios to soothe their shat-
tered merves, and carbon-monoxide testers

My last group of accessories are those
that Lelp the tired supervisor. They permit
him to sit in the office away from draughts
and colds, and at the same time exercise
full road supervision. This group includes
the speed governor, the service recorder (an
indicator chart showing through the vibra-
tion of a needle just how steadily the vehicle
is in opcration), and two kinds of traffic eyes
{cne a device for taking pictures of unsafe
driving acts, and the other an arrangement
for proclaiming to the world through a
system of lights asd horas anv infraction
of the speed laws.

Have we given full comsideratica to the
use of acccssorics for safety to help the
driver who really has a dificult job? Have
we made full use of accessories for safety
to save lives and destruction to propeﬂy’
In a lalanced fleet safety program,
should not overlook the benefits of a/cccs‘
sories for safery.
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Report of the Committee on Commercial Vehicle Safety Films
By DWIGHT D. GARDNER
Personnel Director, Comwmescial Motor Freight Inc., Columbux, O.

Oue year ago we had the frst sbowing of
cur first flect safety film  Since that timse
almust 500 copies of “Defensive Driviog”
have been distributed. We have asked some
of thc purchasers what sesults had come
from the use of the fils and kere 2re ex-
cerpts from some of the vephies:

(1) “Since the purctase of the fiect Shm
‘Defensive Driving,’ we kave shown it at
several locations on cor property. At every
showing, we have heard nomeroas favorable
comments.”’

(2) “The flm was built aroood 2 truck
operation but we operate buses:; however,
there is so much good in it that we use it
at every safety mecting and have lent it to
many other commercial flects in this terri-
torv.”

{3) “We frmly believe that alosg with
any safety meeting or talk the showing of a
picture adds materially in fixing Safety in
the minds of croployees and malkes 2 more
interesting meeting.”™

(3) “Our thoughts concerning the value
of this lm may be judged from the fact we
bave purchased 25 copies of it.”

(5) “We should have at irast one new film

a vear.”

the & ittee an-
Joging project was under
way for the listing of available fleet safety
Slmzs. However, the preparation of a cata-
fog from scratch was felt to be mnwise and
m its place we have prepared Fleet Safety
Meano No. 19. Latr, based on suggestions
and criticisms from our members, this
Memo will be revised in catalog form.

We have 2 brand new commercial vehicle
safety film in preparation. The title is,
“What o Do If am Accident Happens™
We expect to have it available for distribu-
tion aboat November 1, and belicve it will
be 2n outstanding coatribution to our flect
film libwary.

THURSDAY MORNING SESSION
October 10, 1940

Commercial Vehicle Safety Information, Please!
Presiding s Dwicr M. McCrackey, Threctar, Traffic and Safety Burcaw. Liberty Mutual

Incurance Co . Baston, Mass,

The session was planned as a panel dis-
cussion of accident problems commeoa in the
traflic safety ficdd. Chairman McCracken
introduced the members of the panel.

Asa Caldwell, Hale-Haleell Co., McAles-
rer, Okla.

H., 5 Cole. A Superi
Evming Star Newspaper (o, Washington,

Jotn W. Jacogson, F. L. Itoutell Dirive-
way Co., Flint, Mich.

Charles G. Morgan, Jr., Manager, [Hivi-
sawn oi Operations, American Trucking
‘ - ns, ‘I' § X4 . C

Fred W. Rice, Safety Engmeer, Cusy.
man Motor Delivery ¢ Chicago.

THURSLAY LUNCHEON SESSION
October 10, 1840

Presulmg: T B, Jounsox, Manager, Delivery Division, Marshall Field & Co,

Chicuge,

and General Chairman, Commercial Vchicle Scction, Natiomal Safety Council.
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Federal Safety Regulations
By H. H. KELLY

Chief, Section of Safety, Bureau of Motor Carriers, Interstate Cammerce
Commission, Washington, D. C.

{The following 15 a summary of ex-
tempovancous remarks, )

Mr. Kelly outlined some of the activities
o1 various Government agencies in the field
of highway safery. He mentioned the im-
portant contributions to umformity in high-
way and bridge comstruction and mainte-
nance through the Federal Aid specifica-
tions,” administered by the Public Roads
Administration, and said that this work in
tunlding safer bridges and highways with
reduced grades and wider curves and stand-
ard signs and markers must have, ultimately,
mportant effects on highway safety.

War Department specifications for Army
vchicles, especially as regards their ongine
and brake performance, are improving ve-
Incle design, he said; and added that the
training of drivers wnder the War Depart-
ment’s emergency DProgram may provide a
new scurce of dniving persommel for com-
meccial operaters. He touched bricfly upon
some outstanding examples of safe opera-
thon in Government fieets and spoke of the
activities of tw Federal Interdepartmental
Sufety Council in promotung the compila-
ton of accudent-frequency records and the
standardization of accident report forms.

Turning to Uie motor carsier safety regu-
lations of the Interstate Commerce Commis -
~ion, Mr. Kelly «poke gratefully of the co-

ruies conforming to those of the Commis-
sion. He said that more than 75000 copics
of the Commission’s “little blue book” of
safery regulations bad heen sold to the pub-
lic, and that reprints of poruons of the
booklet had been issued by numerous asso-
ciations of carricrs, insurance companics,
and others.

Admitting that what he had said thus far
suunded very encouraging and optimistic,
Mr. Kelly warned the audience that the acci-
deut trend in the country as a whole, and
in the motor transport industry as well, bas
turned upward this year, the rising acci-
dent figures constituting a chalienge to all
workers in this field. He said, however,
that in the cxpericnce of leading fleets was
still to be found the justification of safery
offorts, and cited the results of the Nationad
Safety Council’s annual safcty contests, amd
the competitions of such organiztions as
the American Trucking Associations, Inc.,
and the Natiosal Association of Motor Bus
Operators, 25 demonstration of results now
being accomplished in keeping accident levels
down and thereby saving lives and praperty.

In conclusion, he said that out of a tragic
world crisis appearced 1o be emerging two
facts of importance W the motor transport
industry—first, increased refiance upon hmh-

aperation of Stare ¥a and the r

way portation, and sccond, 1mpcram~c

wrugress oward oationwide uniformity m
tequiranents for the safety of bus and truck
wperation, through adoption by the States of

weed for cfficiency in cxpcfu\wn«whmh is
only another way of saying <afety in opera-
tion,

THUKRSDAY AFTERNOON SESSIOXN
Cctober 10, 1940

Joint Session with Street and Highway Traffic
and Transit Sections

(For a complete report of this scssion, see the Street and Highwas
Traffic Sessions, on page 88 of this volume )

ALIOURNMENT

Transit Section

Officers 1939-1940

ioeneoral Chairman—E, E Grover, The Columbue & Soutliern Ohio Electnic Co, Uslum-
bus, Ohio.
Piee-Chairman—P. 1) Swe- ol £70%, Atlantic Gres hound Lines, Charlestan, \W. Va
Vico-Chairman—H. R. Hoxtox, St. Louis Public Service Co, St. Louis, Mo
Vice-Charman—J. M, Oxrs, Public Service Corp, of N. J., Newark, M. |
socretary—H. W. Wwitcoun, Fhiladelpiua Transportation Co, Phula«.lelphua, Pa. R
Program Comwittcr Chairman~C. H. SHaxrex, Youngstown Mumicipal Ralway O
Youngstown, Ohio.
Eugineering Commitice Chairmon—S8. I, Asuwen -, York Rajlnays Co, York, Pa
11ealth Commities Chairman—J. B. Paxcuex, Ghio Edison Co., Akron, Chio
Member bip Committce Chairman—31, F. Bvaxs, Yeliow Cab Co., New Orleans, La
Poster asd Slide Committee Chasrmas—\\V S Hrrwi, Chicago Rapd Transit Vo, Che
cago, liL.
i‘ubfu‘nl\ and Nowes Lotter Commsitier Chairman—K A Fisen, U S
Co.. Baltimare, Md. .
wrauistics Commttes Chairman—M, A. Kyarr, Anwrnican Transit Asn, New York, N Y
Toxicab Committee Chairman—) A. Loawry, Misvienr Ta< Co., San Jo-e. Calif
Uembers at Large—
=M. W. Braoces, Lhicago Rapid Transit Co, Clhinuge, B0
W A, Buuwa, Tonnessee Elcctric Power Co, Nashsaile, Tenn
M A Dow, Grevhound Management Co . Clevelmud, THno
£. 1. Kuen, Philadelphia Co, Pittshurgh, Pa.
(i T. Heuswern, Chucago North Shore & Mbiwauhee Katiraad (o, Uua.gu i
*R A McAwrruur, Public Service Coordinated Tran-port, Newark, N
A E Parkir, Winnipey Ebectric To, \Winnipeg., Canada.
»S H Rz, The L E. Myers Co, Chicago, II}
*A P. ScHeNwurr, Natonal Prcumatic Co.. Rabway, N. j
*H. \". Scerumck, Capital Traosit Co, Waduagton, 13 C
H. F. Wenky, West Penn Syatem, Putt-hurgh, Pa
G R Whitvoxe, Tilinois-lowa Power Co, Peoria, 11

5. Fudelity & sauaranty

Officers 1940-1941

Genersd Choruan—E. E Geovre, The solumbu- & Southern Ohio Electrs O, Coluie-
bus, (hio. A

fwrst Vice-Cheirman—F. 13 SuixerEron, Adantic Greyhound Corp, Charleston, W, Va.

wecond Vice Choirman—). M Oxts, Public Service Corp. 0i N ], Newark, N, J.

Third ['we-Chairman—H. \\ . \WWHitcous, Philadelphia Trampor:aurm Co Phxladtlphm I*a.

Seeretars—C. H. Suaxex, Youngstown Manicipal Railway Co. \oun~<loun Ol

Program Committee Charrman—=3S, P, ANDRFWS, York Ratlwayr L., York, Pa

Mombershep Committee Chawrmuan—M. F. Byaxs, Tove Rios. Yellow Cabr s, New
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Physical Condition and Visual Acuity as Factors in Accidents
By GEORGE W. ZEIGLER
Chicf Inspectar, New Jersoy Depactment of Motor Vehicles, Trenton, N, J.

Some of the things 1 will say here may
appear 1o be controversial. This is natural,
because we in the Motor Vehicle Depart-
ment who do this wosk, are not physiciams,
but have been forced to hase opr conclusions
on GUr OWR EXPEriences.

The first drivers’ Boense Jaw was probably
A revenus memsure mmc:pnl!ly, use 0o

jon was reg d. After a further
lapse of time some states, wmong which
New Jersey was one of the first, started
examining applicants for driver's licemses.
In the beginning little or no attention was
paid to any but the most obvious physical
defects. The examiners were concerned only
with finding oul whether or not the appli-
cant could handle the vehide reasomably.
well Ithﬂsorﬂybecnmlahemmthat
consideration has been given to the physical
condition of the driver; because this ficld
of investigatiom is so new there is little
statistical datz available. As time goes onm,
however, we will uondoubtedly build up a
fund of information which I feel sure will
justify the belicf of many of us that pliysi-
<2l condition and visual acoity are cxtremely
important.

-

Abant 18 1 C s8] A,
V. Magee of the Hmor Vehicle Depact-

mcn:, asked the New Jersey Modical Society
o sppaint o committee to stody the question
of physical condition, insofar as this condi-
ton relates to the driving practices, After
more than a year’s work, the committee re-
ported that because of the complex matuire
of the problem, it was not at present in a
position to make a detailed
recosmnendations, and has suggested that
tbcsmdybeoootmmdmanumb«of
years. When these will
mdonbtcdly produce a revon of the great-
est xmportance and may bring about far-
reaching changes in our Heensing procedure.
For the present, therefore, we are forced
to depend mpon our own expericnce in order
to judge whether or mot certaim types of
physical dificulties, amd certain  discases
should operate to bar the afflicted person
from the possession of a driver’s License.

We in New Jersey, have reached certau
conclusions in regard tn the peed for re-
stricting drivers who suffer from various
discases and also the neod for restricting
those drivers whose vision does not come
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up to the prescribed samdard Iniormation
on which we kawe based these conclusions

has come to us from several somrces.

Cirizeng Cooperate

We irequently reccive reposts from cati-
zens who inform the Commissioner of auy
perwn who suffers from a physical defect
or an illness which might affect the safe
operation of a motor wehicke.

The study of a large number oi these re-
ports, over a considerable period, has fed
our Motor Vebiclke Coaumissioner to con-
clude that there arc certain physical ailments
which must be watched closely, because per
sons who have these ailments may possibly
be forced to give wp their driver’s licenses
So far there arc ouly three discases which
we have used as a basis for the revoceation
of the driver's license. These arc: epilepsy,
diabetes and certain ferms of heart discase,
You must mnderstand, of course, that in ad-
dition to these specific discases, thcrem
certain phyvsical defo such as
paralysis, cte., which might make it peces~
san o refuse a driver's license to the af-
flicted gerson.

Tn certain of these defects suck as ampo-
ations, the condition is not progressive and
it can frequently be compemnd. apa:uﬂy
m private driviog. It is possible, in some
ofdmmsu,ﬁbmfmmbwwlhczp-
plicant with ccrtain restrictions. One of the

transportation

we feel that the driver of a bus should be
in possession of all his faculties, because of
the responsibility imposed upon him. On the
other hand, a discase such as epilepsy, is a
rnlnmcc.xiapaﬁoumﬁamgfromitn
allowed to drive a motor wehicle. It has been
our policy for a considerable period of time,
to revolee the driver’s license of any person
found to be suffericg from this disease,
\When called upon to surrender dmct’s h-
censcs, these people will fr
Lhcymnbcuak’ednvcn even(l\onghtbcy
suffer from epilepsy, for the romson
they have ~ fore-kmowledge of an alhck

As 2 resait of 2 new law requiring the
State Department of Health to report cpil-
tpsyascsbus.thcscpeoplembun.g_ re-
quired to smrrender their driver’s liccnses,

Iho::ofymwboarcobhsedtomvuﬁ-

investigation among
and rclatives, and if possible, by consultation
with his persoual physician.

Disbetes
Some poople may find it hard to believe
that dizbetes can disable a person to the

{ person.
Our trouble has been with people who have
refused or have been o careless to follow
their doctor’s dircctions. A diabetic patient
who docs not take the msulin prescribed for
him may go imbo 2 coema as a result of his
nczlccr.Ontheothethad,pcrmwhodo
it pecessary to eat within
:npc:a pmod.?crmswhoneglodm
after taking the jnsulin may suffer rrom
mubnsbodt. It will be clear, therefore,
that persons who follow their doctor's di-
rectioas, may be safe operators. On the
other hund, a person who camot be de-
bobcy}usdocm«- should not
beperm'uodw
For these reasons, the fact that a person

E

E

becanse of his illoess, bat 1 do want to point
out to yon that before such 2 person is taken
on. his past experience amd habits of lifc
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shouid be careruliy mvestigated in order that
jou may determuue whether or not he is the
type of person who can be trusted to be
careful.

Heart Discase

\We do not have as much information on
the various forms of heart discase as we do
on the other two discases mentioned. One
reason for this is that these sufferers fre-
quently die in the accidents which are
brought about as the result of the ailment.,
The death, of course, makes it impossible
for us to get any +pecific inforsmation on the
ailment itself. At present most physicians,
for rcasons of ethics, are hesitant about dis-
closing to the Motor Vehicle Department,
mformation concerning their patients who
suffer from one of the several forms of
heart discase. Thc paticnt, himself, is the
last person in the world who will reveal this
information, and for this reasoo it is ex-
tremely difficult to handle 2 situation of this
nature, There arc some physicians, however,
wlw have come to the coaclusion that it is
to the patient’s own interest, to give up the
driving of an automobile, if he is a sufferer
from heart disease, and have so advised both
the patient and the Department.

I believe that this antitude wiil hecome
more widespread in the future. This will be
ace step toward reducing the number of
those unexplainable accidents which occur
10 frequently. In order to being about this
mproved condition, of course, we must have
the compliete cooperation of the members of
the mediczl fraternity,

From what I have said, it must be obvicus
tisat we do not have nearly as much infor-
mation on various dxms and their relu-
tion tu accidents, as we should have. It is
abvious, thcrcfore, that a study of this
entire situation should be made, preferably
by the medicai profession I believe this
study should be undertaken in every state
and that the reports should be carrelated by
& central committee which should be given
power to prepare a report and n-cnmmmdz

I some means can be found whereby duoo-
tors can ethically furnish administrators
with reports of patients who are unsaie
operators by reason of their phjsical condi-
tion, this will be another step forward in
the accident reduction program,

It is entirely possible, and indced probable,
that sone of these steps c:amot be taken
v.xllmut thie ge of bl islation
in the various states. If this tspe of legis-
lation appeass to you to be desirable, I
earneitly recommend that yom initiate it im
your own state.

Visuzl Acuity

in New Jursey, we have found it advis-
able, to refuse a bus drives's license to a
person who bas sufiered an amputation or
who has vision in only onc e3¢ or whose
vision in the eye, is less than 20/100
oq the Snellen chart. As far as am;uuuhons
are concerned, this is probably in line with
the procedure of mast bus operators. There
are, however, some companies who do not
consider that the lkack of vision 1 ot cye is
sufficiently scrious to warrant the refusal of
2 bus driver's job to the person concerned.
However, the responsibility imposed on the
driver of a bus is so great that 1 do not feel

that a person with vision in only one cye,
should be allowed to drive ont.

We have in New Tersey, a recard of acei-
dents involving persons afflicied in this way.
The records show that they were consist-
ently involved in more acadents than per-
sons with vision i both eyes.

New Jersey started giving vision tests in
1927. At Brst the tost was given by persans
engaged in the correction of vision as a pro-
fession. After a short time the work was
taken over ly our own imspectors, because
the other method had proved unsatisfactory.
There are & sumber of systems in ase, some
of which arc quite siraple; some of which
are very claborate. I do oot recommend the
use of 2 system which is too simple, such as
wba\:aSmclJaldnnmi:hlhchun‘ma
tree in the vicinity of the road test, nor do

tions so that the mator vehicle ad Ta-
tors wili have something definite to guide
them If these studies are made, and the
results turned over to the American As-
sociation of Motor Vehicle Administrators,
we will bave the basis foc a program of
handling pecsons  afflicted with  diseases
which might make them unsafe operators.

d a very elaborate system, for
lhc rcason it takes too much time and brings
out informiation which is not needed. There
is cne point which should be emphasized
here, and that is that whatever type of test
is used, it must be uniform throughout the
state,

The test given by ns is relatively simpie
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el can be gaven guete speedily. This is im~
portant i a ~tabr where we must examine
approximately  1-%000 apphcamt< a scar,
with about 3 wwn avaxhable While thus
test has: given qmic good realt- we are
of the opéniun that & can b improved and
we arc now caraged W the wudy of an en-
tirely new type of teq whch, when cem-
pleted, may give as muxch moec information
on the vicdon of drivers. The new test is in
an experimental stage and is bemng given
as an addition to the standard te<t. Hecause
we have so lutle information oa i, I do
not think it advisable to discass it ar this
time. When our work has been completed
the results will be published and made aval-
able.

As far as the more claborate tests are con-
cerned, they arc probably very fine in their
way, but in my opinion they take enticely
too much time and, as 1 sau before, bring
out information which is not nceded. T be-
lieve 1 have said already that we require at
least 20730 vicion in at least one eyc. with
the exception, of course, of bus drivers.
Somic states are requiring 20/40 vision and
some require only 20/60. Either of thesc
standards will probably prove quite satisfac-
tory, provided that every effort is made to
<tick to the standard itself, and also to scc
to it that the test is mm i such 2 way that
exact results will he

Field of Vision

In addition to the visual test, we have
given considerable thought to the idea of
testing the Aeld of vision of the driver. We
will be 1n 2 maoch better position to report
an this phase of the subject after our ex-
periments In\c been completed. 1 am not
yet comvinced uUmt we should reiuse to li-
cense a parson whowe ficld of vision is
partly restricted because my experience, so
far, has led me 0 belicve that these people,
i€ their vision is otherwise satsfactory, can
carapensate for ibe lack of Scid. This Is
not troe, of course. if the ficld 15 restricted
too much.

We are 3w awmlying the question oi -

night blindness and sasceptibility to glare.
As you probably know already, physicians
claim that this condition, i many cases, {s
caused by lack of viemin A i the diet, and
that it can be correcied when the necessary
vilamins are supplied This question is also
part of the experiment which we are con-

ducting and we eapecc i gatiss cousider-

.able nformation on it during the coming

sear

One question which is, m my opinion,
highly imporiant and to which, s far, litth
attention hias been paid, is that of depth fwr-
ception. 1 believe it is a factor in many ac-
cilents. |t scems 1o me that a person whe
is alloned to cperate a motor ehick:
should at Jeast be able to judge, approxi-
mately, how far away another motor ve-
hicle, 2 pedestrian or & fixed object may be
from him. 1 have gersomally cxamined a
number of drivers who have been involved
wm fatal and serious personal injury acci-
dents. In a large number of these cases.

“where the accident could not be explained

in any other way, I have found a lack of
depth pereeption which would obviously ex-
plain the accident, because the driver wa<
unable, by reasen of his affliction, to judge
distance properly. In making these tests T
have made use of an adaptation of the olil-
fashivned stercoscope as well as the Howard
depth perception apparatus used in the
United States Navy. While these tests are
necessarily slow and for this reasor difficulc
to give to all applicants for driver's k-
censes, umler our present system, they
appear to me 10 be of sofficient importance
to be aduptsd generally, cven though this
adoption may invoive the cxpenduture of
funds for additional persannel,
Unquestionably, a test of this type should
be given to applicanis for hus driver’s jobs.

Color Blindness

Coulor-tindness apprars 10 be 2 contro-
versial subject. A number of the <ates do
not reject for this affliction, giving as their
reason, the fact that some color-blind per-
sons are ablc to compensate for their
trouble, and are able to avoid accidents, even
though they are unable to determine the
color of signal lights. I am unable to agree
completely with this idea A color-blind
person will tell you that he can judge by the
arrrngement of the- sigmal, which of the
lights in the signal system iz lit. He will
also set forth the coamtention that he can
judge the indication by the operation of
other cars. Thesc coatentions set forth a
good argument for the calor-blind operator,
but they fail to take into account, the con-
diti of For i ce: It may
be pos<ible for a coloc-blind person 10 oper-
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ate by means of the position of the sigual on
2 clear day, when there is nothing to ob-
struct his vision. The situation on 2 rainy,
foggy wnight is, however, quite different.
Then the operator cannot sce the signal it-
self nor in many cases, can be sce the sigmal
wast, but must depend for guidance entirely
on his color-sense.

Then, too, signal systems are not yet uni-
form. The afgument that a color-blind per-
son can be guided by the actions of other
cars is equally fallacious for the reason tha
there are frequently times when no other
mﬁcxswﬂbkmtheopmmr Under the

es, he must depend entircly on
hnsown,udxmmt.

I am not 50 much concerned aboat a pers
sou who has difficulty with the amber
color, nor am I wnduly exercised owver a
person who has trouble with the groen, I
cqmmd,bowcvu.tlmtamwboismd

merous to be cause for h‘oubkwm
people should not be granted driver’s k-
censes, because if 2 man is unable to tell
of his own knowlcdge, when he should stop
his car, he is not a safe person to be allowed
to operate motor vehicles on our busy high-
ways. In New Jersey, thcrcfore, we fol.low
the practice of rejecting the red blind im
cvery instance.

There are numcrous tests for color-Mlind.
sess im use today—some arc so claborate
and take up 50 mach time that they are vir-
tunlly useless to a motor vehicle adminis-
trator. Others zre relatively simple and en-
tirely practical from the point of view of
the driver’s license test. At one time in New
Jersey we made usc of the yam test We
found utmwodzbonocandnotwm:u
Jarly fair to the applicant.

The Ishihara test has been used in New
Tersey. This is a remarlable test and pro-
duces almost unfailing results. However,
:znsmurelytoodiﬁ:;ﬂtfmﬂnw
person and mot at all necessary, because
there are numerous persons who can iden-
tify the colovs in the signal lights with case
who cannot pass the Ishibara test. The
New Jersey test now comsists of a single
lens mounted in the top of the eye box. We
use a single lens in preference to three sepa-
melmmmurdcrthattbcapplmtvﬂn
not be able to “play position” on the lights.
Mounted in buckoithelemmsnchamy
that the Hght value coming through the lens

other colers tends to confuse both the appli-
cant and the examiner and may bring about
results whick are false.

Other Defects

In sddition to the obvious pliysical defects
wlnchlhvedimed.thdeafeothcnmt

‘While the ion of fati
cvu'ydnvcrofmoﬁor v:lnmd

ofmrksothztlhcywdlnotbmnemﬁndy
tired and it is the responsibility of the mxaq.
agement (o sec to it that these drivers, when
off duty, secure » sufficient amount of rest
so that thcy will be able to revome their
duties the following day, fully recovered
and able to take care of themsclves and their
passengers.

From the foregoing it will be clear that
we do not as yet have sufficient statistical
infocmation on physacal coadition, varioas
discases and visual acuity, to accurately de-
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termine their valee as nmors n accidents.

ate.on our highways. In addition to this 1
beli that we will shﬁrtl) reach the point

We have had sf b
to show that the conditions mboned do
assumc major roles in some of the accidents
with which we are
Ia our attempts to redoce automobile ac-
cidenis we have progressed through various
sucufromthcshplednvu’tlw:mcex-
ion to the pr type of test which
incorporates 2 severe road lest and 2 com-
plete visual test. We have oow reached the
stage where as far 23 the driver is coo-
cermed, we must go further inta his physical
condition and have 3 moce complete kuowl-
edge of him before hie is permitted to oper-

where we will reexamine, at stated periods,
all of our Licensed drivers.

We have made use of safety education as
2 means of developing in the mind of the
driver, the fact that it is up to him to oper-
ate in a manner consistert with safety. All
of these steps bave proven of great value as
witness our present zccidont record com-

pared with the records of a few years ago.-

Much however, remains to be dane, and
I am ﬁmlycouvwc:dthntoneofthcmmt
important fields is that of physical eondition
as far as the driver is concerned.

Selection, Training and Retraining of Operators in
Transportation Service
By J. G. DICKINSON, 8uperintendent ¢ of Accident Prevention;
WILLIAM HA

KBAR‘I’K,
PAUL BTARK, Assistant Suapervisor of

of Training; and

The Mitwankes Electric Railway sod Traasport Co., Milwaukes, Wis.

pend so completely oo the individual cffi-
ciency of its employes.

There is no supply of skilled operators
on the market. Every new employe must
beartfwﬂ‘ysdcaedmllmncd. Tlu:pmb—
lem of rest g also pro-
portions,

For the observation and judgment test the
applicant is given a picture of an accidemt
which he :s to stndy for a hmited tme.

2 test paper. Several mmltiple-choice ques-
tons are asked about the accident picture.
In zddmm. there are several mmultiple-choice

cant’s ability to make change for fare col-
lection. This observation and ]ndmtt ttst

tics @ 1en must possess to become efficient.
With this in miod, the performance test
was developed t0 measure the physical and
wental abilitics of the applicant,

The test cquipment consists primarily of
a signal board, an operating and
2 rocording device. Visual and audible sig-
mals are transmitted from the signal board.
and the applicant responds to them with
hand and foot operations. These are re-
corded and it is possible to measure reaction
tine, coordination of kand aod foot move-
ments, ability to learn, geseral nervous con-
ditioe, fatigne, and tendency to be distracted.

Administration of the pecformance test
i3 divided into twoe periods, the training
period amd the tost period. During the
former, the applicant is taught the responses
to the signals and allowed to practicc them.
The training time is recorded as well as the
errors made. For the test the signals are
given at an increased rate and arc inter-
spersed more than for the training period.
The test is scored.

In effect the idea of the performance test
is very simple. We give the applicant a

requires about 30 i ‘When ¢
it is scored, and the applicat is then given
the performance test.

A comprehensive stody was made of the
operatar’s job 1o determine just what abili-

le job, train him in the performance
of this job, observe the time required for
training, and then test his ability after
he has been traincd. Observing and measur-
ing the manner in which the applicant learns
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this new job is the secret of the whole
thing.

The entire sclection test procedure re-
Guires about one and a half hours per appli-

cant. Cur experience with it has demon-.

strared conclusively that through it appii-
cants who are not suitable for the job are
immediately weeded out We know that an
applicant who has passed the tests is a man
whom we can train to be an efficient op~
erator,

Final Interview

Adter passing the selection tests the appli~
cant ix given 2 final intcrvicw by the super-
migndent of transportation who gives fnal
aprroval for the studemt to eater training.
The student then reports to the supervisor
of training at the transportation lrining
building and is given a cap, bedge, punch,
amml maney clanger, and is assigned to a
elass

While we were deveioping the selection
procedure in the early days of the training
Jfividion, we also leamed that it was difficul(
0 train a new man if too much informa-
uon were given at ope limwe and if too
much were expected at the start. ' We found
that st was not very practical to instruct
ahicur the equipment that was being oper-
ated while ni1 on the streets where traffic
demanided the student’s attention. The con-
clusion was snon reached that if it wae
1e~oble 10 teach an operatar the funda-
meutal of wehicle aperation away  from
trathie, we could reduce the tmining time
wwl wt the same time avoid accidents. \We
sxpermwented at Arst with 2 practice rouie
whieh was subgect to a munsmum of traffic
somgertion: and which did not deluy tegu-
lar wwsvice materially, This jproved- to be
-uiticiently advantagecus to encourage the
elea of a practice track entirely away from
~ireet traffic, on our own private property.
Fertunately we hiad a tract of land, adjoin-
mg one of the largest car stations bn the
<u~tem, which was sufficient 10 accommodate
& quarter-mile track. With approval for the

use of this land for training purposes, we
constructed the training track in 1926
This track incorporates regular road fea-
tures and provides the student experience
i mecting practically cvery type of operat-
g candition which lie will encounter later
i operation over our ssatem. Lauid vwt with
hille. curves, street crossings, amnd regular

stops, and equipped with an dlewtric track
switch, block signals, and section insolators
it bas proved an ideal training ground
The regular stops, which are both on Jevel
ground and on grade, are given sireet names
which the student calls in dard .

In 1928, we completed 2 bus practice road
laid out inside the loom of the training
track. The practice road is also designed
with hills and curves, and it has road inter-
sections and regular stops, some of which
are located on grades Part of the ¢oad
surface is macadam and part i+ concrete
With the advent of the trackless trolley,
in 1936, we installed trackless trolley over-
head above the bus practice road.

Training Building

The transportation training building, lo-
cated adj to the training track, b
the office of the traiming supervisor and
is the headquarters for transportation train-
ing activities. On ils sccond floor ave five
classrooms equipped for the instruction of
small groups. Onc room is suitable for the
use of projection cquipment It alw has
facilitics for testing special equipment, An-
other room is used largely for the conductor
part of operator training. This has a Jarge
amoumt oi builetin boxrd space where sched-
ules, transfers, accident and equipment con-
ditian reports may be mounted. Standard
railings can be set up here for practice
in the famica] ipulati -
for the conductor’s joh. The third room
is used principally far training motormen
Here is 2 row of controllers where starting
and notching practicc is given on dead cquip-
ment The fifth classraom jx devoted tn
training hus operators,

The first floor of the temining building
is assigned to 2 wide variety of cul-away
equipment and demonstration models, Here
is a2 shortened model street car stripped
in such mammer that ail electrical and air
hrake equipment is exposed, and the flow
of clectric current and compressed air can
be traced. A demonstration loard of the
power circuit is used 1o show students how
the four motors on a car are connected,
how certain motors may be cut out af the
circuit, how resistance is used to control
the specd of the motors, and many other
features. There is an air brake demonsira-
tion bowrd with the actual cquipment set
up on a rack. A railway truck is exhibited
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as are 2150 yarous cut-away modcls of bus
wwtors, transmission and differential.

In addition to training track, roal and
equipment it is, of coarse, essential to have
an adequate staff of instructors. The super-
visor of training and his assistant conduct
the program with the aid of eight regular
insiructors. All of these teachers have been
tong in the service and who hoid the same
rank a3 strect supervisors. We have also
organized 3 corps of 35 phatform instruc-
tors, A platiorm instructor is a regular
operalor ~who by experience, aptitude, and
training s best qualified W carry on the
training of student operators while they
are in teaimng ander aperabing con-
ditions out on the system. The platiorm
imstructars were picked through interviews
and selection testi.

The transportation training division is pro-
vided with adequate clerical help :md heep-
complete records oi cvery operator’s paes-
formance,

Qur student training program can best be
considered as dinided ino three pericds
The first pernod censicte of three davs of
traimng at the bulding and oa the trawming
track  Thic is follomad by 2 period of about
15 davs during which the student s as-
vigned to a platform insgwctor from the car
aapon where he s to work hier. The
ihird period, of one day, tahes him back
(o the traiming builing for a check-up and
final examination beiore being tumed in 33
a reyular operator.

For the first trnining period instruction
is given nnmlly to small classes of four or
fue ~tudent:.  Instruction begins with an
itroductory classroom lecture stre-sing the
importance of the job amd what it means
to e new emplose as well 25 to the com-
pany. Eack student is given am opcrator’s
manual which forms the basis foc instrac-
tion on such matters as our equipment, fare
collection, rules and regulations, public rela-
tions, and informatian about Milwaukee, The
instruction program is varied and is ot
allow ed to become monotonous. Considerable
time is spent on the training track. Students
are always anxwous to get their hands on
the controls of a piece of eguipment, and
training wack practice is intraduced early
in the program. Classrcom instruction, lec-
tutes and demonstrations, and practice on
the training track costinue for three days,
conseantly under the direction of regular

iining instructoss. Traiming in accident

prevention and yeporting are given proper
attcntion. At the end of the three-day period
cach student is taken to the car station out
of which he is to work, introduced ta (he
division superi lent, and d to a
platform instructor.

The second period of the training program
now begins. The student, who has been
instructed in his Tuturc duties apd has be-
come accustomed to the feel of the con-
trols, now is allowed to operate for the E,rft
time carrying passeugers in traffic. Hc“m
assigrkd to regular runs and continues with
the platform instructor for at Jeast 015 dﬂ_)*-.
\We have leamed that best results in train-
jng are antained when the student-operator
is assigued to onc carcfully selected and
trained platform instructur who continues
with him through the entire training period.
When the platform instructor believes that
the stodent has acquired sufficient skill, be is
reported as being ready for final test

The Final Tast

For the Fnal test, the thied training pro-
gram period, he returns to the transpor-
1ation training building where a  full
day®s examination is conducted to determine
whether he has ucquired sufficient knowi-
edpe, skill and ability to be p@s«:d. An
examination in the Wiscansin traffic code ic
made 2 part of this check-up, Having gwed
salisfactocily, the student is turned in. as
we say, to become an operator and assigned
10 work as a regular emplove. Now, for the
first time, he takes his car owt alone on 2
run,

Even then, his training is uot cﬂ!irtl}'
complcied. Regular instructors are assigned
to f[ollow up and ride with him at leas
once a day and frequently twice a day. This
regular follow-up is continued for from two
weeks w0 one month or umtil the mgui}r
instructor believes such closc follow-up is
no longer necessary. Then for two or th.r:c
months the regular -instructor rides with,
teaches and ratcs the new operator regu-
tarly but not so frequently. Fimally he is
placed i the regular schedule of follow-up
wistruction in use for all reguiar operators.

Careful follow-up has become a wvery
nnportant part of cur program, pulicula_rly
durning tre first few mombs of operating
experience.

With our student traming program we
believe that we have control of all the in-
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formation that gets to a new operator. We
feei certain the habits formed are correct,
and that carcless and wrong instructions will
not conflict with best practice. There are
many situations which occur infrequently
and are very confusing to 2 new operator,
but if the training program provides in-
struction on these infrequent huppenings, we
are able to get uniform performance in most
of them We have attempted to incorporate
every important situation somewhete in the
training program,

After an operator has been on street car
work for a reasonable time, he is dligible
to spply for bus operation when it is avail-
able. He msy then be tested again, and
is sent back for rctraining. This p
is very similar to that foltowed for student
operators except that during the practice
tezining there is no doplication of work
alscady covered. Instruction and training
on the bus practicc road arc given by the
regular instructors. Then the applicant is
assigned to a_platform instructor on regu-
lar runs. A final examination is given and
foliow-up imstructions are made by regular
insteuctors until the retraining is considered
complete.  Masuals and imstruction matcrial
are issned to angment this training.

When an operator has operated a bas
satisfactorily for a reasonalde time, he may
apply for trackless trolley work If such
work is available, he again iz tested and
retrained through a program incorporating
instruction and training at the transporta-
tion building and on the peactice rond, a
pericd of op 7 with a2 platform in-
structoy, final examination, and then follow-
up inspections by regular instructors.

Que present training procedure has been
in efirct about 14 years. Since 1928 we
have trained spproximately 2,600 men for
street car, bus, or trackless {rolley service.

Follow-up instcuctions are made regu-
jarly by instructors who cover the entire
personnel. We long since abandoned the
idea of instruction reports giving~ single
gradings such as “good” or “excellent,” Our
present plan requires that rating be accord-
ing to a definite plan, A manua) which
desceibes all of the operating faults that
an operasor might be subject to is used
for [ollow-up instruction. The operator is
given a grade on exch of 17 general classes
of operating skill, and a repart is sent to the
training division. We have Jearned that it
3s mnch more satisfactory for folow-up

imstruction reports to be made in this man-
per.

All of this training work is supplemented
by numerous other activitics,. We nse Na-
tional Safety Council material freedy 1o
belp keep accident prevention before our op-
crators. Sound-slide films, including scven
of our own production, have been exhibised
to most of our operators at car statioms.
This scries of programs covered subjects
pestinent to good public relations. Our em-
ployes’ magazine carries articies cach month
oo training, accident prevention and related
subjocts.

At times special projects have been in-
cided i the training program. An example

was improved 82 per
cent ja twe years. Mare recently, when
trackless trolkeys were introduced on our
systemn, we began 0 expericnce a dispropoc-
tiopate pumber of falling-in-car accidents.
A detailed study of these cases detenmnined
canses and through our training program
we have been able to produce a 60 per
cent reduction in that type of accident.

All accident reports are routed through
the traiming division where each case i~
posted on the imdividual operator’s record.
This continoous record furnishes at a glance
coch operalo”s accident experience and
makes possible quick investigation when
needed.  As soon as 2 chargeable accidemt
is posted, we refer the case to 2 regulac
follow-up instructor who immediately gets
in touch with the operafor to review with
him the causc and to provide any instruc.
tion necessary to corvect the difficulty, When-
ever an operalor experieaces two chargeable
accidents within 3 year, be is scnt to the
supervisor of training for an extensive ju-
rerview, reviewing his secord completely
Follow-up instructions are also schedulcd
immediately, and all effort is made to dis-
cover and eliminate accident canses. This
procedure is also followed in cases of
operators whose records indicate ton ire-
quent non-chargeable accidents.

Naturaily, we are keenly interested in the
results attained through our extensive pro-
gram. One measure of accomplishment is
found in the declining accidents and acci-
dent casts,

In 1927 we began classifying accidents as
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le and non-chargeable Since that
mmm of chargeable accidents has
been reduced more than 50 per cent. At the
saart of the record 22 per cent of the opera-
toss complcted the year free from
accideat. In 1939 aver 1,000 operators, nearly
20 per oot of the operating persoanel, had
00 dhasgrable accidents.
The peak i total sumber of accidents was

reached i 1929 with the preccd:k'ng fo:sl:
also prodocing mear peak recor
msmmwwd‘ the number of accidents

reduced to a mink in 1933 with

was
the redmetion cqual to 49 per cent. Im 1939
the redoction was 40.3 per ceat.

furnishes as tangible results ooly a file of
rekeases. The highest figure in obr accdent
costs was reached in 1924. From that year
there was a steady trend of reductionm which
in 1933 amounted to 626 per cent. Follow-
ing that there was some increase to an

amount in 1930 equal x& Sf.Z ptir cent of
the 1924 peak. During the last threc years
Lh: trend has been downward with
2 reduction in 1939 of 59.5 per cent in com-
parison with 1924,

It is intercsting to ;Zte u;:: m recm:
years we have conduc a g& amoun
of retraining made necessary by the addi-
tions and changes in operation from street
aar service to bus and trackless trolléy
service.

Since accident costs are 3 major operat-
ing expeuse, it is matural that we
the effectiveness of our training program
in terms of accident figures. We bch_cve.
also, that there has been other accomplishi-
wment which ismmmgb&g. The pro-
gram bas produced substantial improvement
in operation and has been a benefit in public
relations.,

Expericnce since the start of the training
program has convinced us that transports-
tion safety deperds on training.

WEDNESDAY AFTERNGON SESSION

Octoher

10, 1540

Transit Safety Information, Pleasc!

The discussion lexders were E. J. Kreh,
Mamger, Accident Prevention, Phil:._clelpbla
Ca., Pittsbargk, Pa, and H. W. Whitcomb,
Chief, Burean of Accident Prevention, Phil-
adelphia ‘Transportation Co., Philadelphia,
Pa.

The session featured 2 scries of laniera
alides Hlustrating safe and hazardous con-
ditions and practices cncount:ued by trans-

ion Co. range from 14% to 16 inches
rx“)?;'uiu:-fmctwﬁmsmmdfm:ano
1334 inches for the next o succeeding steps.
They prefer, from a safety standpoint, 2
first step of the necessary height of 15
inches and two uniform steps of 854 inciies
at both froat and center doors.

The point was also made that except
where there is ample space to bring both
the front doors of the bus within easy
i it ¢ of the curb, it is safer

Some of the salicnt poimts of discussion
were the advantages of three steps en buses
and wrolley cars § d of the con 1
two. This permits smaller risers and makes
it easier for the passengers, It was stated
that step riser beights should be uniform
wherever feasible,

The step heights on various huses used
m trial operation by the Philadelphia Trans-

zonuktdxcstopin!hcmwmzt;aﬂiclm
Attempting to pull & baos in adjacent and
paraliel to the curb where there is mot
sufficient space sets up three separate and
distinct hazards,

(1) Possibility of colliding with auto
parked neareat corner.

(2) Possibility of discharging passengers
from 2 positon where they are ma:ty. to
step on the edge of curbing sud fall. This is
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particolasly wrue with the center exit door
which often is in a position sufficiemly close
te the curb for passengers 10 attempt tu
reach the sidewsll, but far enough away
to make a misstep likely.

(3) Possibility of collision with anathec
;d'ucie upon re-entering the moving traffic
ane.

It was also suggested that the present
wrend toward increased interior ilumication
on buses and streetcacs may cause 2 glare
condition, especially in sections of the city
where street lighting is not ad Pos-

€3} Increase in direct or roficcted glare
of1 operator’s windshield.

The point in increased illumination v .«
valug ceases and hazard sets in can be Je-
termined only by considerable study. But

it is something for trawsit operators to think
about.

Trafhic enginecring studies were pointed
out as needed in solving various traffic prob-
lems of concern to bus and slveet car op-
erators. An analysis of accident causes
frequently shows 2 nced for physical im-

sible hazards created by too much interior
light are:

_ £1) Paossitility of alighting passengers
fz”m;z due to temporary blindness resubt-
ng from cffect on cyes of = sudden change
irom Lgight lights to darkaess,

(23 Possibility of increased vehicle and
pedestrian collisions when operator tuens
from {are collecting and brightness of
vehicle 10 darkness of outside street as ve-
bicle 15 started.

Proy importance of full co-
opcration with the city traffic engineer by
transit officials was emphasized.

The location of a street car stop tos far
from the intersection to give free access
o 3 cormer gas siation was shown to be
a primary canse of accidemts in one of the
Mustrations. Re-location of the s1op at the
standard position near the intersection elim-
inated the majority of accidente n1 this
pasticular spot.

THURSDAY AFTERNCON SESSION
Ocrober 10, 1940

Joint Session with Commercial Vehicle and Strect
and Highway Traffic Sections

iFor a full report eai: this session soe the Street and Highway Traffic
Sessions, on page 88 of this volume.)

FRIDAY MORNING SESSION
Otober 11, 1940

Joint Session with Child Education and Street
and Highway Traffic Sections

{For a full report of this session see the Child Education sessions,
on page 165 of this volume.)

MMOQURNMENT

Child Education Section

Officers 1939-1940
Genesal Charnmas—J. Axprew Hotvry, Agriculiural & Mechanical Coliege, Stillwater,
Okla.

Fice-Chairman—Nen H. Deawmons, 1tean, School of General Education, New York Uni~

versity, New York, N. Y.

Secretary-—Martax Tororp, National Safety Couscil, Ine., Chicage.

Officers 1940-1941

General Chairman, §. Axcaew Hotiey, Head, Department of Teacher Education, School of
erce, A znd M College,, Stiliwater, Okla. A
itice-Choirmon, Nen H. Ueasmors, Nean, Schod of General Esducation, New York Uai-

versity, New York City.

Seerctary, Mariax Treeoan, Nationo! Safety Council, Inc., Chicage

WEDXNESIDAY MORNING SESSION
Ociober 9, 1940

A Symposium on Current Problems in Safety Education

Fresiding, Alast 1% Terronts, National Safety Counal, Ine, Chicago.

Translating Safety Concepts into Action
By LEWIS A. RILEY

Research Consultant, National Conservation Burcau, New York City

The present world sifuation has bronght 3
great many of us 1o a reahizalion that the
teaining of our emotions is perhiaps of more
vital moment than the training ot our log-
jcal facultivs. Therc is a snspiciun abr
that the power to thank dicpassionalsly nay
not have as great a survival value as the
power to fecl passionatcly. In our cagevness
1o learn how 1o think clearly with tle {ion-
tai Jobes of the brain, perhaps we have neg-
lectenl that powerful energizing proce-» that
sotic call “thinking with the bload ™

When | fira considered the question of
what modern activity offered the greatest
scope for cxperimentation o emotion in
actions, I realized (hat drivieg an auwtomobilc
was ouy greatest national game. Further-
more, and best of all, it was the least in-
hibited by ancient customs

Teaday 0000006 Amencans are driving
cars. Furthermore, w citv and suburban
caffic an average driver makes between 200
and 400 “psycho-iymamic” contacts with
other drivers every hour. These contacts in-
volve both emotional conflict wnd coopara-
ton and thev require not mercly good re-
Acctive thinking, but a type of flash-quick
obsevvation and niental judgment which con-
stituted the instinctive or “kinesthetic” in-
telligence that | was seeking pacticularly to
explore.

I cannct make clear this emoiionxi ap-
proach to driving skill untit 1 have offered
some explanation of the relationships be-
tween our upper Jevel of conscious iden and
those deeper semiconscious levels of control
which athletes so plainly use.

The situation in respect to  canstious

139
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ktniowledge and its emotionally digested “ac-
tion fecling” can be Rlustrated by the case
of a beginner driving his car who is letter-
periect in all the wables, formulas, and text-
book data. He knows his car momcatoms,
bsaking distances and reaction times. He
has memorized all the sules and regulations
and trafic laws. Suddenly a pedestrian
makes 2 false move and steps out into his
path. The student has no time now to look
ar his speedometer or calculate how many
feet away he is—mo time to remember his
momentum  formulas and frictiocal cocffi-
cients. He has, if be is lucky, the smafl half
of a secomd In which to sense his momen-
tum, sense the amount of tire grip he ac-
toally has om the actual pavement pnder
him, scnse the movement of other cars and
pedestrinns that might interfere with his
turning quickly, meke a shrewd decision as
to his stop-turn, and execute it with unhesi-
tant myscular skill,

“Instinctive Skill”

This complex interplay of sense observa-
non, subconscious decision and muscle re-
action makes up the facuity and fumction
that 1 would propose to call “instinctive
skill* This is the action faculty that our
research training is secking to develop, It is
too unconsciously quick for the stower proc-
ess of reflective thinking. The terms “good
halnt™ and “conditioned response™ fall short
of it becsuse this larger instinctive controf
includes an element of trained observation
and an clement of ntelligent decision which
our idea of habit does not cover, Most of
us usc the word habit as an automatic
phy <ical respouse 1o 2 fixed condition or
stumulos.

But there is nothing mechanical or fixed
about eur imstinctive intelligence; like 2
flash it observes cvery new complex situa-
tion and as quickly assembles a varied re-
sponse to fit the conditions obiserved. This
mstinclive hipe of intelBigence is. used by
athletes and taught by coaches as an every-
day experience.

The factual informatisa that we offer a
student by word af mouth or in books and
classroom instruction might be lkened to
the cud a cow chews. The cow takes in raw
fodider, selects and rejects and chews it into
shape for further digestion. Similarly, the
student accepts A certain wnount of factual
mformaticn, works it over into what we call
opinion or knowledge, and stores this in the

“cud-sack” of his canscious memors He
aan produce most of this information at any
time for cxamination or debate, but §t is
lightly held and casily changed or discasded.
He does not yet feel it strongly in his action
centers, Emotionally he has not yet digested
it into the deep and powesful motives thar
encrgize and congrol his dynamic bebavior.

It might be claimed, therefore, that
“Knowledge is power’—omly when knowl-
adge has been emotionally digested.

A iemcer or boxer does mot consciously
rememiber one-temth of the lightwing-fike
interplay that he observes amd plans and
executes in the furious few minates of his
bout. Nevertheless, some form of subcou-
scious directive intelligence was in charge of
his activitics dusing those moments. It is
this level of intelligence that I think might
properly be designated as “instinctive.”

Below this obviously trainable Jevel of
emotiona) control there lics another level
which 1 would call the “autonomic level* of
intelligence. On this level our pattern of
behaviar is even harder and slower to
change or coadition. Nevertheless it is
quite plain that on this level, alsa, some
form of intcHigent obscrvation and direc-
live decision takes care of the way in whick
our glands and other organs deal with such
emergencies as wounds, Sractures, bad air,
bad food, Eatigue, infection and poisoms
Down below this autonomic level lic the
elemental urgss and dymamic smotional bal-
ances which I propose to discoss a Yt
Inter.

We aight compare our whole directive
cantrol systemt to an iceberg that flcats one-
seventh above the level of consciousness and
about six-tevenths below that level, This
rough comparison ight help sugrest that
our behaviar contsol system is one indivis-
ible functional wait in which the emergent
section is open to seli-conscious examimation
and the sdirect command of conscious will,
while the submergent section is out of reach
of quick conscious adjustmest and can be
altered only by repeated suggestion and the
use of strongly emotionalized practice.

Must Establish Cooperation

The essential problem of education for
effective living is to-establish 2 smooth
working cooperation between reflective
“inking and fts executive partner, instinc-
tive feeling. Thinking with the mind should
be the master, and thinking with the blood

-
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should be the bady servamt of our person-
ality. 15, wonld be ruinouns to make instinct
the szategist and Jeader of our persomality.

It is cqually ruinous to meke rd}ec\ive

thinking the operating manager of action
Sech an cmational-mental partnership de-
pends on the leadership of onr mind and
“pizi - m&&d&n:tbeidakmr_lhmgﬂ
pobicies of omr condoct The conscious -
seifigence i abicwsck:landmredz_a
of experience which it considers suit-

ted  s)f- sugs 2

has power 1o condition
owe metectve coatrols.  Fi 3 by
weclagemt will and woral choice the hlgfr
e lved of omr directive coatrol, man’s
s 3¢ we @il jt, is able 10 establish the
docoxant ip of cither attraction oc
~cpudsion m the clemental cmohorn.l bal-
ance mmﬁi\‘cfurc&ofmuve_goofi
will com, if we have the will and the intelli-
cnoe, domwate life's destructive hates znd
fears

md P

1 oder oo {uriher statement of emotional
relabomship which 1 think is the most fun-
damcnzal of all: Below ali the various spe-
afic levds of control lies the cmotiocal
peossure balance that furnishes hic with its
creative or destructive dominance and  di-
rection.

wntil it mects a resistance.

Memral and emotional balance has always
been the ideal of human bebavior and char-
acter  Sech balance means the restraint of
ooc force or emotion by an opposite force

by a necessary Ision. The desire to live
is) byx:P:rnme to kill oursdvcs
Just as physical health is the metabolic bal-
ance between nutrition and waste, between
growth and decay, 50 emotional bealth is the
balance between our attractions and our re-
palsions in this inner world of idea. This
<l condition of balance is plainly
shown by Dr. Karl Meannger in his recent
book, “Bfan Against Himsel£.”

Obrviously, however, to produce an ag‘tior:
or an effect, one o of the
Lalance most slightly but steadily overcome
the other clement, yet without destroying it.

Effective and controfled action, hawever,
never results from our p\‘dm’i Anm\:-
fetely destroying our repulsioms, -
gahnied idealist is ocne whose dremms of
perfection blind him to the necessary sclf
interest of himself and others. An unbal-
anced miser is one whose sclfishness blinds
himtnthetm-adtymdidmhmgl}mt
other people possess and that he himsdf
needs.

Building up a better world x!cpmd_ ds upon
our making the attraction of kindliness, co-
operation and generosity master over the
inherent and necessary repulsions of dislike,
fear and selfishmess.

Motives for Saiety

Either ane of twa such apposed and neee
esgary emotional motives caa be c_mMmd
or made domimant in dealing with safety.
One is meofsﬁﬂmd‘advmrc,md
the other is the way of cantion and escape
The ideal gives the love of skill and adven-
ture the edge over an wctive fear of the
dangers and dificultics. On the ?t!'m:r hand,
no great skill or smccess in living can be
gained by neghcting the risks of sny von-
turc.

The presest traffic safety movement has
developed 2 valuzble and necessary knowl-
edge of the difficulties and Timitations of our
highways and automobides. We could mot
drive well without such knowledge. Further-
more, it has bronght omt many vital pointy
in respect to skilled habits. Some very fine
and valusble research work has been done,
showing the Hmitations of the cye and
moscle response and the bad cffects of fa-
tigue, alochol and emotional distraction on
our pawers of obscrvation and response.

The only fault to be found with the pres-
ent program is its dominant concern with the
avoidance of difficulties. Some degree of
concern with fear is necessary, but it is nega-
tive. It tends to correct and destray bad
habits without creating guod substitutes. A
shift af emphasis !hcrcff-rc SCems

The admiration of, and confidence in,
skified performance might better be made
the dominant motive. With that spirit in &
healthy ascendemy we could safely develop
the fact that our new skills, bued‘onum:xl

trained observation and respomsc instincts,
will have plenty of hazzrds and difficultics to
uvercome.

Everyone cojoys a game that challenges
his best efforts. Our nation has built up a
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word preeminence in athletics Ly it ad-
miration of courage, its spirit of fair play,
its devotion to the ideals of skill by patient
pracuice It 35 this type of positive emo-
tional attitude which our proposed experi-
mental work 15 sccking to davelop. With
these direct wnd simple emotional relation-
<hips it mind we should be able to give
tlriver trajning a renewed inilerest to both
vaung and old.

Must Arousc Interest

Atkistic coaching experience shows that
success 0 such dynamic training depends
primarily upon arousing intcrest and devel-
oping morale—and secondarily on devclaping
an instinctive grasp of certain fundamental
skill factors.

The pressure that powers crealive be-
havior is emotional attraclion or interest.
The student must supply his own enthusiasm
~skili simply cannot be forced upon an in-
different student.

Athletic  discipline is  essentially  seli-
discipline—and athletic practice, which is
often painful punishment, is largely self-
applied practice. Interested seli practice is
emotionally imposcible when the instructor
stands over the student with a whip. As for
road instruction, the student will find plenty
of opportunity for driving a car and for
this seli-practice—~if we arouse his interest,
show him the craft and tactics of the game
and its essential manipulalive controls

The point to be grasped is that the verbal
presenition of an idea or fact, the mental
acceptance of it and its memorizing by the
student, is merely a preliminary step. The
second step is to sell the idea or fast to
him as an emotional interest and fix it -
stinctively in his feelings by having him of
us own initiative do something to discover
and develop keen observation and good tac-
tics. Then Braliv he should practice themn
physically with sustained interest, preferably
as a driver in 2 car, a5 cperator of a model
car on = praciice board, and also as an ob-
server in a car. Getting the feel of the
mancuver heips to develop emotional aui-
tude, and constantly suggesting to himseli
the attitude helps to get the feel of the
mancuver.

The morc we arouse the students' inter-
est in this game of driving skill, the more
tactics and skil tricks they will hunt for and
try out for themselves; and, on the retum
swing of the cycle, the more tactics and

methods they discover and practice, the
keener grows their interest in the game. Itis
like the sclf starter en our cars—if we press
the right interest button, the student's emo-
tional urge will supply all the driving en-
crgy we need.

We should therefore poimt out to the
student first and foremost the positive at-
wraction of expert performance and show
him the positive methods used hy the ex-
perts to drive better than the average. The
fear of accidents, the fear of lkgal punish.
ment and of ridicule are good methods of
restraint—we need these emotional rejutl-
sions. But we should use them to break up
bad hubits and restrain the recklessness aof
over-alventnrons drivers They do not
serve to creale anything; they are negative
or destructive emotions.

Buillding wp an expert periormance is
founded emoticnally on the erestive attrac-
tion of skill, on our admiration of expert
performers whom we umitate as lierocs and
champions, and, above all, upon the creative
attitude of sympathy and ineight which
bailds up an inwitive knowtedge of human

! This domi ‘e of creative sym-
pathy and wrderstanding, which we call in~
sight, results in a personal magnetism, which
i< the cohesive huilding force in all sccial
relationships.

Training in Fundammentals

A good crach takes apart his game, ana-
lyzes it inte what be calls the “fuadamen-
1ls” He trains an athlete in each one of
these ieparutely. Then he fits the trained
pieces together, lihe a pucture puzzle, into a
smeoth-working, unified performance.

There are many possible metbods of ar-
ticulating the elementary skills of driving,
but it scems possible to start with four main
divisions : Insight and anticipation; the slall
of quick scnse observation; instinctive
judgment, and the skilf of muscular execu-
tion or dexterity.

Using the basic relationships of emotional
dynamics, our experiments have had some
success in bringing into focus 2 number of
interesting factors in all four of these fun-
damentals. There is not sufiicient time 10
discuss all these factors in detail. But since
more work has been done on the clement of
insight and anticipation than on the others,
I will suggest the experimental approach in
teaching it to the student

To cross a stream of heavy iraffic means

Child Education Section 343

that venr must in part oppose what the other
drivers want 10 do and in part accept what
they want. It is vitally important, therefore,
1o develop a quick understanding of the feel-
ings and habits of the group you are driving
with.

Sympathy and a friziay atttude are vital
to a happy and successful life. When we
lack it. we are constantly surprised and icri-
tated by what others do. When we have i,
however, we are able lo make ajlowances in
advance for crrors that we guite understand.
We understand these ervors because we do
similar stupid acts ourselves. Self-knawledge
of our own weaknesses is an essential part
wi our upnderstanding of others.

“ow consider the negative side Haw
Jdoos anper weaken skili? The answer les
in our own comunon sense experience. Pos-
sibly, somc time in driving your caz, irrita-
tion kas moved you to say, "I can't imagine
what that crazy fool was thinking oi.” "You
have answered your own guestion. Donuqam
and over-mastering anger paralyzes your im-
agination ; it cuts down your power to antici-
pate.

Nervous tension, of which ill contrelled
anger i» perhaps only ane cffect or symptom,
has another had effecl; it narrows our
of attenuon and it stiffens our muscles. In
basketball, for instance, it;cs vitafly impaor-
tant that a ver have wide vision or
atrention. ;'hﬁavc seen a fine haaketball

player taken out of the game because a riva.xl
player “got lis goat” The go«_)«l player's
growing irritation concentrated his attention
on the single player who was hothering
him, until finally i watchel that one man
w0 exclusively that Le couid not heep track
of the other players

The result of a fricadly artitude s prac-
tice is the faculty we call insight. This
friecdly anticipation peovents surprse, re-
laxes perve tension, widens our attention and
strengthens our ability 1o chserve, decide and
act efficiently.

Anticipation can be developed by sugges-
tion-practice. in this we offer curwelves ra-
tional ideas and factual irformation on the
idea-intake level {conscious learning level).
We then digest thar information by the
method of suggesting its practice as emo-
tionaily pleasant, while stwadily practicing
the acts.

Thus, 10 understand people in the deep
sense of steady sympathy and uking, we
must practice the general attitude of {riend-
liness by doimg many small acts of courtesy,
gencrosity and {ricndliness. At the same
time we can make its practice also develop
our understanding of the peculiar habits and
methods of the specialist we call an auto-
mobile driver. We thus develop character
in general by applying creative interest and
sympathy to building a specific <kill of an-
ticipation in driving.

Techniques for Developing and Installing a Program of
Safety Education

By G. H.

REAVIS

Director of Research, Cincinnati Public Schools, Cincinnati, Ghio

The following is a summary of Mo
Reavis’ mnalk. Mr. Reavis descnified the
methods used in developing and installing
a safety education program in the Cmn.
cinnati Public Schools:

First of all, a proposed program was de-
fined. All available safety literature was
accumulated and consulied. National safety
leaders were asked for help and advice,
as were also local groups bouh in and out
ui the schoal system.

The existing accident report system was
analyzed, and the data were found to agree
with national norms wherever compnrisons

were possible.  Thus, in cases where o
jocal statistics were available, & was as-
sumeid that the national norms would apply.

\When the need for. vanous points of
calety emphasic was determined. various
courses were analyzed ta discover “safety
spots,” or places in which safety instruction
could be mcorporated. In the home eco-
nomics caurses alone mare than 200 such
places were fourd.

It was nocessary to sell teachers on a phi-
losophy of safety and on their individual
responsibility  for safety education. Teach-
ing outlines and published safety material:
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were sent 1o taachers, amd their reaction
was requested. They were asked, in other
words, to Delp work out the course. A
monthly bulletin was sent out to maintain
interest and 10 keep the teschers informed
in regard to the progress.

A group of commitiees was organized
to prepare try-out courses for varlous grade
levels. It was found that the program could
he applied from several angles: a. Class-
roem; b, School-wide organization, through
student safety council and safety patrol;
c. Club activities; d. Seasonal aspects; e.
Periodic emphasis ar drive,

Although the course was organized as

thutoughly end clliciently as possible, it was
realized that ampr could be ef-
fected and that revisions would have to be
made on the basis of experience. Records
were kept which indicated the methods
and courses through which safety probaldy
coald hest be taught.

On the basis of these records the sufety
course has been repeblished in final form.

This appraach to the safety course helped
provide matcrial that is: 1. Comprehensive;
; 3. Planned ; 4. Has seq H
3. Ts emphatic; 6. Is the outgrowth of expe-
rience; 8. Permits both integrated and sepa-
rate treaiment,

2, Conti

Teacher Liability for Pupil Injuries
By FRANK W. HUBBARD
Director, Research Division, National Education Association, Washiagtoa, D, C.

Innocent as teachers may individually feel
themselves to be of wroagful conduct toward
their pupils, cases do arise in which teachers
are swed by pupils, or by their parcents, on
injurics  sustained by pupils
while under the coutrol of their teachers.
Every person has a right to frecdom from
bodily injury, intentionally or carelessly
caused by others: yet in every buman rela-
tivnehip there is some possibility of injury.
If 1he risk is great, the legul Lability foc
nrassible injuries shouid be iavesti d

A toctious act is a wroogful act consisting
of the commission or omission of an act by
une, without right, whereby another receives
some injury, directly or indirectly, in person,
property, of scputation. A tort may arise
wut af the following nets: (1) an act which,
witheut lawfu) justification or excuse, is
intended by the agent to cause harm and
does cause the harm enmplained of ; (2) an
act in itself comrary to law, or an omission
of specific legal duty, which causes harm not

Teachers run two types of risk with
regard to pupdl injucies. First, the teacher
win wses corporal punishment runs the
risk of wwit for assault and battery.! Tn this
intance, the teacher's logal status is that of
a substitute for parents, in loco parentis is
the legal term used, and the lability of the
teacher for injuries inmflicted through cor-
poral punishment revolves around his status
in loco parentis.

The second actiunable situation is alleged
nrgligence which causes bodily mjury to
pupils. Most frequently this type of injury
OCCUT» €Ml plag grounds, in atbletics, in chem-
ical laboratories, in shop classes or in trans-
poriation,

Since the teacher's relationship with pupils
15 such that injuries do occur and suijts are
occasionally brought by pupils or parents,
it is worth while for tearhers to give a
little thought to the legal « .litioos under-
lving their lability,

H ded by the person so acting or omit-
ung; (3) an act or onussion causing harm
which the person 56 acting or omitting did
not intend to cause, but which might and
should, with due dilipence, bave been fore-
scen and prevented.

Owe might suggest that no teacher weould
intentionally injure a pupil. But the teacher
who administers corporal punishment docs
su intentionally; the restitant injury may
be considered a type of tort. A teacher who
does not instruct a pupil as to the method
of using a dangercus tool in the shop has
omitted a specific legal duty, and if ham
ensues, is liable for vort through negli-
gence. Great weight is given in the law to

the foreseeabifity of danger; if a danger is
obvious and a reasonably prudent person
could have forescen who did not foresee or
failed to prevent 2 [oresecable injury is
liable for a tort on account of negligence.
Misadventures, pure accidents in which
there is no negligence, are of course not
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istered with a dangerous instramecat or in

actionable. There are masy occasions, bow-
ever, where the her must defend b 1f
against an accusation of negligence. The
ing of the bers :f a jury is often
incomprebensibe to those who _mdfrstand
better all the implications of a situation.
Teachers, therefore, should be forewarned
that never cam too much caution be taken
to prevent injuries to pupils cither through
disciplinary messurcs or through accidents.
If tcachers know exactly what is expected
of them, they can better fit into the legal
scheme of affairs and avoid suits, or at least
be in a maore ing position for

an TOP , the her is liable
0 al;;?d:msim mnder such laws. Penaltics
for the comviction of cruehy to children
vary in the several states, The most severe
pemalty appears to be the one provwded in
Missouri, where the punishment is ‘;{m-
prisc t in the penitentiary not g
threc years or by imprisonment in the connty
jail not exceeding ome ycar or by fine not
exeeeding one th d dollars or by both
such fine and imprisonmen.” .
The third type of law bearing upon the
teacher’s amthocity consists of sanctions for
3. md Ju 1. T} »

mnderstanding
sdi-defense. It is better (o take precaution-
¢ measures agamst accidents than it is to
risk the task of convincing a2 jury that a
particular case did not invelve negligence
on the part of the teacher.

1. Liability for Injuries from Carporal
Punishment

Under common law, the teacher has the
beggal status of a co:rtdmﬁ(ma:ﬂy privileged
person standing in loco parcatis. The parenr
has wider privilkege than the teacher, since
the latter 1s limited to sitmations which fall
within his jurisdiction and responsibility as
= teacher. The parent, and the teacher in
loco parentis, are privileged to certaim con-
duct under certain circumstances and for
certzin  purposes. This privilege ncludes
physical chastisement or cther forfns of pun-
ishment for the purpose of enforcing reason-
able discipline. If a parent ozccegls his privi-
kege, he is criminalty liable, but if a teacher
exceeds his Yimited privilege be may be Hable
nat only criminally but alsa civilly by tort
actions.
Statutes Restricting Corporal
Punishuiecnt

State statutes which deal with this subject
ase of several definite types. In the
of Columbia and New Jersey, cosporal pun-
ishiment is prohibited The New Jerscy law
reads as follows: “No person employed or
enmedimasdmolorednaﬂmlm.mm—
tion, whetber poblic or private, sball infict
or cause to be inflicted corporal e
upon a pupil attending such school or insti-
wution,"?

Almost 2l states have laws !oxbiddi_ng
cruelly to children (sometimes merely in-
cluded in provisions against cruglty. to am;
mals!). If corparal p b ed

P through
the definition of assault and battery in the
pexal codes of mine states. Arizona, Minne-
sota, New York, North Dakota, Oklahoma,
South Dakita, Texas, and Washington bave
laws almost idontical with that of Montana
which may be quated as follows: .

“To usc or attempt or offer to use foree
or viclence upon or toward the persom of
anather is not vnlawfol in the following
cases: . . . when comumitted by a parent, or
an authorized agent of any parent, oc by a

fan, master, or teacher, in the exercise
of a lawful authority to restrain or correct
his child, ward, apprentice, ar pupil, and
the force or viclenee is reasonablc
in manner aod moderate in degree®

C »n Law Principles on Discipline

As a genersl ruke a school teacher, so far
as it may be reasoaably necessary to the
maintenance of the discipline and efficiency
of the school, and to compe] a compliance
with reasomable ruks and regulations, may
inflict corporal punishment upon a puapil
for insubordination, disobedience, or other
misconduct. The infliction of corporal pun-
ishment by a teacher is largely within lgxs
discretican, but he must exercise sound dis-
cretion and judgment in detesmind the
necessity  for corporal punishment and Ehe
reasonableness thercof, under the varying
circumstances of each particular case, and
must adopt the punishment to the nature
of the offense, and to the age and mental
condition and personal attributes of Lh-c of-
fending pupil, using an instrument smta!_)!e
to the purpose, and, considering tbe cir-
cumnstances sund conditions of the particular
offense and popil, the punishment must not
be inflicted with such force or in such

by a school teacher be excessive or admi

as to cause it o be cruel or exces-
- - L]
sive or or mall
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Court Cases Resulting from Carporal
Punishment

Furty-eight cases of assanlt and battery
have been brought against teachers in the
Tast hiundred years according to the National!
Reporter Svsterm® Thirty-one cases were
decided i favor of the teacher becausc of
his status m loco parentis. Seventeen cases
were decided in favor of the injured pupil
because the punishment had been uarcason-
able, excessive, malicious, or given in an
improper manner.

Corporal puimshment has decreaged in fre-
quency and in suverity over the years, Many
-shaol boards Jurbid or restrict its apph-
cation. The majority of court cases werc
heard before 1000. However, two cascs
came up during the 1920's (decided in favor
of the teacher), and two verdicts have been
given against the teacher since 19300 In
wiew of these recent cases, the presenmt dis-
<ussicn is pertinent.

In 1935 & teacher in Veimont was fincd
$430 for striking an 1l-year-old girl with a
bock. The child’s kidney was injured The
court ruled that z teacher has the right to
punish when necesgary but if the punishment
1$ excessive or improper, the teacher 15 liable
fur assault and battery. In the opinion given
m this case, the test for excessive punish-
ment was defined as "that which would be
s0 hekl in generai judgment of reasocnable
men. '

In 1931 & Califernia teacher was fined
$100 in the criminal courts and is now facing
a charge of $12,100 damages for assault and
baltery in the cvil courts.® The penal code
of California {273a) makes it an offense for
a teacher to punish at all under wowar-
rantable circumstances or with excessive
punishment under warrantable circumstances,
ar with excessive punishment under war-
rartable circumstances. The test of reason-
ableness applies both to the punishment in
the first instance and to the question of
degiee, Permanent injury or disBgurement
was held not to be the test of wnlawfulness
of punishment,

1I1. Bodily Injury Cauged by Alieged
Negligence of Teachers

Frequently a pupdl s injured while under
the supervision of a teacher, and occasionally
the teacher is at fault. Accidents occur most
froquently in transportation of pupils and on
the playgronud or in sports. Some accidents
also occur in shop classes and chemical labo-

ratories. The extent to which the teacker u:
chasge, or the driver of the schocl bas fu
the case of transportation accidents, is liable
for the injurics sustained by pupils is a2
question legally answerable only through
application of the priaciples of neghgence.

For example, 2 pupil wlha fell and cut
herselil on a glases Bower bowl which the
teacher had told ber to Al with water couid
not hold the teacher liable for megligence.
This injury was purcly accidental ; no negli-
gence was involved, and the teacher was not
fegzlly lable® Canmduct, however reasonable,
frequently creates a risk for someone, hut
conduct is not negligent unless the risk in-
volved is unrcasonably great. Some injurtsas
consequences must not only be possible but
also probable.

‘What Is Negligence?

Xegli e is any fuct which {alls
below the standard established by law for
the protection of others against unreasonable
risk of harm. In gencral, such conduct may
be o two types: (1) an act which a reason-
able man would have realized invohed an
unrcasomable risk of injury 1o others, and
(2) failure te do an act which is necessary
for the protection or assistance of anutlies
and which the actor is under a duty 10 e
When Ia Negligent Conduct Actionable?

Liability for ncgligent conduct 15 <ondi-
sioned spon two consideralioms: the char-
acter of the conduct and the nature of the
results, The amount of caution required is
proportioned to the amount of threatened
ar apparent danger. Risk may be legally
uareasomable where the seriousness of the
possible harm is great even though the
chance of actual materializing into larm
may seem comparatively slight. On the other
hand, if a hann sustained is different {rom
what might have been foreseen, the condnct
causing the harm is not ncgligent,

Test of Forcgecability

The first test for determining the habil-
ity of an actor causmg injury to others is
the test of foreseeability. When a reason-
ably prudent person could have foresesn the
hannfnl consequences of his act, the actor
in disreganding the foreseeabl consequences
is liable for negligent conduct. It is the
exposure of persons to unreasonable risks
which chzmcu:nzcs negligent oonducl and

and

the test of r <5 of the d
the care and caution necessary to avoit
it is what would be considered reasunable
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by an ordimany  reasonably prodent man.
When a person 15 downg anything in which
an individnal of ordimary prudence can fore-
see danger of harms tu others, the law im-
poses a duty upon bim 16 cmploy rezsonable
carc.

If the damage 15 dote by a deliberate
and independent, though innocent, act of 2
human being, the defendent's priosr and ante-
cedent negligence will be the legal canse if
the imervening hume agacy was foresee-
able. This principle is sometimes applicd to
situations i which the harm is immediately
caused by acts of children not negligent on
their part by recason of their years, al-
thongh the acts might have been negligent
if done by adults,

Coutributory Negligence

Clnously, these gencralizations bring up
the point of contributory negligence, which
is defined in law 2s conduct on the part of
the injured persom which falls below the
standard to which he should conform for
his own protection and which is 2 legally
contributing cause, cooperating with the
negligence of the defendent in bringing
about the plaintifi's harm

Reasonable sell-protectiom is to be ex-
pected of al sane adults, With some few
exceptions, mmnbmon tu:glrgcncc bars re-

{¢j For avy discase which is contracted
because of lowered vitality resulting
from the injury caused by the actor’s
negligent conduct

{3} For harm d in a sub
accident which woald not have oc-
curred had the person's badily efti-
ciency not been impaired by the ac-
101°s neglhigence.

Furthermore, 2 person may be Hable for
injuries resanlting from his conduct, where
the prior physical condition of the plaimiif
is unknown. Several examples of this rule
may be found in the cases dealing with
sports where the physical education iu-
structors were iounsd liable for injuries sus.
wained by pupils who had some physical
defect unknown to the mstructor.

Specific application of the printiples ui
negligence may be studied in greater detas
by examination of typical court cases invols -
ing suits brought by pupils against teachers
for injuries allegedly caused by the teach-
er's or bus driver’s negligence.

I11. The Schoolboard’s Responsibility

for Injuries to Pupils

Every mdwxdml is rcsponsvbk for his awn
worts But ardinarily, in law, the prmcmal
or cmployer is also respomsibie for the in-
juries caused by his agems, servants, ar

covery ag: the
conduct would otherwise make him bable to
the plaintiff for the harm sustzined by bim
Both parties being in fault, neither can re-
cover from the other for resulting harm
\When there is mutual wrong and negligence
oa bath sides, the law will not attempt to
apportion the wrong hetween them,
Extent of Liability
The far-reachmg implications of liability

aployees.  This legal principle is called
respoudeat superior, However, the teacher,
though an cmployee of the schoolboard, is
under contract for the purpose of giving
instructionr and has therefore the legal
status of a quasi-ndependent comtractor,
nat that of an agent or servant.

Immnnity of School Districts

One may ask why the common law ruling

quasi-public _corporations

for negligent conduct may be scen from
the {ollowiog abstracted outline from rules
in the law of torts® If the actor’s negli-
gent conduct has resulted in 2ny injury to
another 50 as to create a right of action,
he may also be hable:

{a) For physical harm resulting from
{right or shock or otber similar and
mmediate  omoticnal  disturbances
caused by the injury or the negligent
conduct causing it.

{b) For additional bodily harm resulting
from acts done by third persons in
rendering aid irrespective of whether
such acts are Jdome im a proper or
negligent manner

liable for their torts. The basis lies in the
faw 7 ing during the middle
ages in England: first, the king can do no
wrong , the state represents the
king and therefore can do no wrong. Being
infallible, the state canndt be sued withouat
its consent, The state is therefore immuac
from legal suit. The school district is a
divisicn of the government, an arm: or
agency of the state. The school district i<
therefcre immune to tort action especially
since education is a governmental function
of the school district®
There are hundreds of court cases which
uphold this theory. In addition, other reasuns
have been given in court opinions for the
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nonliability of school districts: school dis-
tricts are acting molens wvolentws; they re-
caive no profit or advantage from the per-
formance ¢of their delegated duties; they
have limited powers, only those powers
which have been given them explicitly, and
the permission to commit a tort has oot
been grented them; they are suthorized to
collect taxes for educational purposes ouly,
not to pay da.ngc iurthcrmre, school
property is pt from attachment to pay
damage claims,

On the other hand, there scems to be
some theoretical trend toward the abolition
of the theory of nonliability. A number of
court opimons and legal w:hanba in their
treatiscs have admitted the injustice of the
common law theory, asmbecwdmood
by the {ollowing quotation:

“If the doctrine of state tmmu.mty in tort
survives by virtue of antiquity alone, is an
historical anachronism, manifests an ineffi-
cient public policy, and works injusticc to
everybody concerned, the legistature should
abrogaie it. But the legislature moust make
the change in policy, not the courts,™

Statutory Imposition of Responsibility

In New Jersey and New Yack anly have
the vourts allowed injured pupils to recover
danwges irom schoal districts in the ab-
setwe of satutory imposition of ibb-my
Several cases in New York were decided in
favor of the plaintiff before the statute of
1937 which definitely placed the Hability
upon the board of education.

New Jersey in 1937 passed & law permit-
ting scheol boards to pay the legal expenses
of teaclhicrs when =it is hrought agaimst the
teacher for damages to pupils. In 1938 New
Jersey passed another law which is prac-
tically identical with the New York law.

The situation in these two states, however,
is unusual and the general philosophy is
contrary. Several other states have ap-
proachui the question of district. lability
trom a different amgle; that is, the state
legislatures have, more or fess successfully,
fixed responsibility upon the school boards

The recent laws in New Jersey and New
York make definite the school districts lia-
bility; the permissive laws in Califormnia
and Washiogton are reasonably definite.
The permissive laws in Minnesota and Ore-
gon have been misinterpreted so as to
nullify them and cause the height of con-
fusion. In the other states these is less or
10 confusion because there have bcen no
permissive lews calling for judicial interpre-
tation,

In four states—Alabama, Arkansas, Tii
nois, and West Virginia—the state constitu-
tions prohibit suits against the states (and
schoal districts, being considered arms of
the states, lhaeby come toder the samc
prohibiton). Although 21 state constitu-
tions™ authorize suits, in moat instances they
are expressfy hmited to suits on account of
breach of contracts. In other instznces the
permission 3 stated in smuch broad tenms
thaut it bas always been uterpreted to ex-
clude tgrt actions.

Implied Acceptance of Liability for
Pupil Transportation

In several states school districts have been
authorized to purchase inswrance covering
pupll tramsportation accidents. This type
of law may muply impasition on the state
(or its subdivision) of a limited degree of
Tability. Hnwcvv.r, Wyomieg and Colarado,
while authorizing i for porta-
tion, have at the same time spccxﬁau
denied that such inswrance shall be “con-
strued as crewtmg any lability against the
school district. .

A few qmohhms from the various state
laws will ﬁhtstme thc type of :mhonzz»
tion. The 1935
low is identical wﬂh the 1933 law in \Vy-
oming ™

"The district board of amy school district
in the state of Colorado operating and main-
taining transpartation romte or routes under
the statutes of this state is hereby authorized
10 procure lisbility and property damage in-
surance covering buscs used on such routes
for the traunsportation of school children;

for injuries arising out of their Hgence.

i (hcrwnarctobepaldouto[

These states are California, Minnesota,
Oregon, and Washington, The sttutes in
California and Washington have served as
abvicusly 1 ded, but in Mi and
Oregon similar statutes have been interpre-
ted by the courts in such 2 way as to nullify
their purpaoses.

tbc fmds of such district, but only in cases
where the school district itself owns or
rents such lmss, otherwise to be paid by
the contracting operator of such buses; pro-
vided, that there shall be no right of oma-
tribution on the part of the school district
to the insurance carrier; provided, however,
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that nothing comained in this section shall
be construed as creating or imeding to
create a liabdlity against the school district
0 insurin,g said buses except in such amount
as is covered by an existing and valid
policy of insurance; provxd:d, further, that
{ailure to procure such insurance shall
not be construed as creating any hability
against the school district by reason of any
injary or damage to the property of others,
occurring in the operation of any such bus
or buses.™
Liability for Safety Patrols

The practice of assigning pugils to safery
patrol service im order to safeguard the
other children going to and from school has

by statute or by legal opinion, the likhilioud
of accidents has been minimized by sdopticn
of the Standard Rules for the Operation of
School Safety Patrols™

Fur example. Pennsylvama has iucluded
in the statutory authorization of safety
patrals a prohibition against the directing
of vchicular traffic by student patrolmen,
“mor shall any safety patrol mesmber be
stationed in that portion of the higlmnv
intended for the use of vehicular traffic.™
These precautions are effective in rtducmg
the hazards but the question of lmbtlm i
most states T as yet ed.

IV. Liability Insurance Protection

As a rcw!( of the feeling that common

rds often works

opened up an entircly new field of possibl
hazards. No state stattke, authorizing the
safety patrels, has imposed on the school-
board or the municipality zoy liabifity for
a2ccidents to pupil patrolmen. On the con-
rary, in four states the law asserts the non-
tiability, not only of the school district
but also of ®s cmployees.

i makes definite and clear that
no hability attaches to the following:

“, . . the school, educational institution,
govermang board, divecting authority, o any
individual directar, trustes, superintendent,

law of s¢

2 hardship En individual cases, there has de-
veloped a movement to require schoolbvards
to purchase nsurasce. The purpose of these
plans is 16 reimburse parents of pupils for
hospital and medical cost arising from acci-
damts at school, thereby imsucing children
proper care and romoving umdue demands
upon {amily incomes.

In New York and New Jersey. boavds
of education naw are required by law o
have insutance®™ Rut in some other states
lhc ngbt w purchase insurance has beun
fegal authority woder

principal, teacher, or other school authority
by virtue of the org 100, e
OF OPCIRLION of such a 3chool patrol be-
cwuse of injuriss sustained by any pupil,
whether a member of the patrel or other-
wise by reason of the operation and mainte-
nance thereof."™

The question may be raised as 1o whether
or not a school petrol is an imtegral part
of tbe xhool program. New Jersey recog-
n(ch tiie patrad iden as follows:

“Any organization of pupils wihecther des-
ipnated as a patrol, council, court, club,
commitice, or school police which has for
kts purpose the prevemtion of acddents to
pupils in the school bwilding, on the school
grounds, on a sidewalk or path adjacent to
a street, road or highway, or in a school
bus or other vehicle approved for the trans-
portation of pupils shall be regarded as an
essential part of the school program and
2s a2 methad of safety instruction and shall
be amployed and administered as sweh hy
the school personnc).™™

Although several states have thus spe-
cifically declared their nonbiability for azei-
dents in connevtion with safety patrols, cither

the theory that school reveaues cannot b
used for this purpose. For a school district
to provide such insurance would be to imuly
that the stste or onc of s agencie< could
be sued which, as shown previowdy, is
contrary to common law and has nor boen
ted by statute in-a majority of the

states,
. Colotwido, Florida, Minnesata, Vermwns,
West Virginia, Wisconsin, and Wyomine
cmpower local boards of cducation 10 pue-
chase liability insurance covering pupil
ransportation, North Carolina has taken
care of the situation through z budgersry
item rather than through insurance.

Teancssee and Alabapma have laws per-
mitting other types of insurance which the
courts have mtcrprcted as to include liabil-
ity insurance™®

Unauthorized Insurance Contracts

in states where no statute confers upen
schoolboards the right to contract far in-
surance, a schoolboard which moves to 1ake
insurance is subject (o grave difficultier
Court decisions have followed two lewding
cases in this respect. In both cases, school-
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baards had, without statutory authority,
provided for group life insurance.

In New York the court ruled that the
city had no authority to emter into a con-
tract insoring its cmployees “for their awn
Tenehit.™ This case has been cited and
followed in a number of subsequent cases.

The second leading case was decided in
1921 al:o but the decision was contrary to
this New York case. In New Mexico™ it
vas held that the schoolboard has the right
t» carry group insurance for school teach-
crs and employees under swatutory author-
ity 1o defray all expenses connected with
the proper condmct of the public schools.”

Insurance for Driver Training

4 special problem regarding lability Lias
«Fiven in connection with school driver-traine
g programs. Agencies which cooperate in
rurnishing automobiles for school use usu-
alhy iusist that insurance be carried on these
autamobiles. In states where schools are
not authorized to purchase insurance, the
neneral procedure has been to have the
snrance premiums on training cars paid
by the Jocal automebile club or derler, or
I\ some other cooperatiug party. In states
where boards have apparently assumed ha-
Loty ror transportation accidents, the saalue
tary fermission to take instrance on vehicles
u-ci 1n transporiation may possibly be con-
aruesd @ as to permit insurance on driver-
ECLINN (AT

Pulicies taken on school flecis bave leen
walorsed 10 cover driver-irainiog cars; n
walier cases soparste policies have been tzken
-t the cars nsed in road imstruction. In
the tour states where general liability has
heen imposed, school boards are required to
rake general liability insurance and may take
palicies on the automobiles used 3n their
nrofram.

Limitations of Ingurance Tak.ean by
School Boards

Gegeral insurance principles hold chas, if
« poticy is endorsed with an agresment not
2 use a defense ordinerily open to the
ssurer, such defenise cannot then be used.
\ppying this general principic to the sub-
fect under consideration, it may be inferred
that the school board taking out insurance
<heuld have the company agree in wriling
on the policy not to defend from claims
thercon with the defense that the school
bhoard had no right to take the policy, hav-
ing no liability and therefors no loss against

which to mdemnify This endorsement plan
has worked successinlly in some instances.
It has not scrved to solve the problem, as
for example in the case of Hugkes v. Hart-
ford Accident ond Indemnity Compauy™
where the policy ined the endor
However, a clanse of the policy reads as
follows :

“No action shall lie against the company
unti] the amount of the damages for which
the assured is liable by recason of any
casualty covered by this policy is determined,
cither by Hinal judgment against the as-
sured, or by agrecment the assured
and the person or corporation making the
claim.”

This situation arose: The school board
conld not be sued, and therefore ne judg-
ment could be cbtained by the injured party
against the school board, The msurance
company would pay no claim withoot such
judgment The injured party could =and
did sue the insurance company, which de-
fensled on the grovnds that the schoolboard
was 2 governmental agency and no agree-
ment had been made not to use this defense
agzinst any third party (only against the
«choal board).

Tn a similar siteation, when 25 insurance
company used this defense m West Virginia,
the caurt ordered it to refund the jwemiums
accepted or stamdd the amowont of the judg-
ment,® since the premium is the eisence of
the wnturance contract.

Limitations of Insurance Taken by
Individual Teacher

Although pepil injuries occur most fre-
quently in transportation, several siates
have permitied or rvequired insuraace on
schoo! buses to reimburse the injured pupil
for his financial loss, there remains the large
nember of states in which no such insurance
is ailowed, and exciuded also is the class of
injuries not covered by insurance when al-
lowed but restricted to transportation acci-
dents.

Since school districts vutside New York
anvl New Jersey, possibly Califernia and
Washington, cannot protect their teachers
from damage suits on account of negligence,
inquiry has been made into insurance poli-
cies individually available to teachers. It
was leamed that such risks are insurable
provided the assured is willing to pay a
premium set by inserance companics to com-
pensate them for the risks they assume.
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For exampde, physicel cducaticn teachers
must pay & higher premium than acdemic
classroom teachers, and where such insur-
ance is taken on a2 group basis most com-
panics require in the group a proportion of
at least four ather teachers for every phys-
ical education tcacher.

In order to set a premium within rcach
of the average school teacher, most nsur-
ange coupanies instrt imto their policics
one or more exemptians. 1f the her tak-
ing out such a policy is not alert, it is pos-
sible that the protection sought is cmtirely
muallified by the operation of these exemp-
tions. For example, most palicies exempt
paymemt if the imsured fails to give frst
aid to the injured, or it he gives first aid
sapraperly. Some policies cover only acci-
deuts caused “by reason of the perfarmance
for the schools, described in the application,
of s or hee duties as deseribed™ The fol-
lonmng exceplions are listed io anather pol-
o e

“ia) Causcd by the assured’s willful, de-
tiberate and /or malicicus acts; or

“th) Caused by the rendering of or cmis-
son to render professional services except
@ an instructaor; or

*(¢) Caused by or ansing out of or re
sulting from corporal punishment; or

“(d) Caused by vehicles owned, operated,
tented, hired or n the carc or castody of
the assured.”

AN injuries caused by corporal punish
ment are excluded under {c). Al transpor-
tation accidents are excluded under (d), as
such accidents are insurable lhmugh an-
otlier type of insurance, ie., lia-

sault and bavtery. Suspension or expulusen is not
actionable in tort unless some pecuniary loss baa
been feit By the pupil or parent. Io case of un-
lawfid expulsiom, the proper proccdore is manda-
mus to campe] reinstatement,

1 Revizsed Stetutes of New Jersey 1937, Vol. L,
Ti(h 18, Chapter 19, Articla 1

& Mirsours Statwics Auou«d. (1932) Vol. 4,
Chapeer 30, Section 4025.

Revised Codes of Montena 1935. Annctated,
Vel. §5, Chapter 20, Section 10980.

* Carpus Juris 36: 1085, 1100,

¢ The National Reperter System is a series of te-
parts on state cases of appellate coucts. od
by the West Publishing Co, cmam. L Issued
hy geographical regions of the United Stascs.

T Melen v McLeughlin 176 A 297 (1933).

® People v. Curtizs 300 P 261 ({1931).

* Gaincett = Davis. 275 N. W. 229 (Mich. 19)7

» American Law Institute. Reuunnm af the
Law #f Torts. Vel 11 “Neghgenee,” Chap. 16,
Tepic 2, p. 1209-23. St Paul, Minn.: Amcrican
Law fratitute Publishers, 1934,

» This hwwmy from liadality of school dis-
trects, an agencies of the srate, has been carried
o far that i lowa cmhym of lh: ukool dwh
it have been
The leading care for thk theaty Han v. Inde
pendent School District of Green Mt. ot al, 25§
N. WV, 506 (1933) 235 M. W. “5 €1934). Thia is
the snly casc of iz kind, he epimion given in
that “cxcmpiion of 1chool dlMl‘l:l from l{ability
for & ing {rom e tn perform-
ing governmental fuactions apghiet to officcrs and
empdoyees thereof. When acting in wts  purely
memmlal camlly. -wuidn:hu:; are not have
m from negli o the part
of it~ oﬂieru. servamty, and agents. Ne rcasen
weth], hawever, scem 1o exist for . . . deny the
ame (o an cmployee ef 3 achoal corparation when
similarly cogaged.” However, the slate supreme
court has recemtly overruled this decision

” Borchard, Edwin M. Amcrican Bar dssocistion
Jowrnol 11:395; Ampuse 595

" ' Arizaga. Cahiomda, Del:.\rafr E taearln, Idabha.
3 Kentucky, L Nelraska Nevaln,
)nrl.h Casaiina, Narth Daketa, Ohis. i'rexon.
Pennsyivania, Sowh Caralina, Sotth Daksta Ten:
newee. Washington, Wisconsin, and Wioming

“S-rri.cmm to (1 soming Revised Statutes 1954

betiv and property dasnage policies, Ex-
ceptin (1) proballdy would exempt the
invtructer from alf protection in extracur-
riculun activitics. The exception that may
be the most troublesome is (a), since par-
tically anything which the teacher might do,
which would develop as the cause of a pupil
accident, might be argued by an insurance
attorney as 2 willful and deliberate act.

In view of the prohibitions and the dan-
gers set forth in tlus section, teachers whe
attempt to protect themselves by an ind:-
vidual Fiability insurance should do well 10
seek tire advice of the state insurance com-
mission hefore taking any policy.
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WEDNESDAY LUNCHEON SESSION
October 9, 1940

FPresiding, J. Axoxew Horvey, Hesd, Department of Teacher Education, School of
Commerce, A and M College, Stillwater, Okla.

The husiness tneeting of the Child Educa-
tion Section was held Wednesday noon, Oc-
taber 9, at the Stevens Hotcl,

The Nominating Committee recommended
that the incumbent officers be reclected
unanimousiy. This was placed in the form

of a mation, and the motion was carried.
The group discussed the need of & per-

sonalized, flexiblc medinm for the

of ideas in the Child Edocation Sectiou, and

the possibility of poblishing a monthly news

letter was considered.

WEDNESDAY AFTERNCOON SESSION
October 9, 19490
INFORMAL CONFERENCES

Problems in Teacher Education for Safety

Presiding, J. Anpzew Hovrry, Head, Department of Teacher Education, Schoal of
Commerce, A and M College, Stillwater, Okla.

Problems of Teacher Education and Safety

By CARLETON WASHBURNE -
Superintendeat of Schools, Winnctka, Il.; President, Progressive Education
Aszociation

Edacating teachers for safely is a part of
the broad problem of selecting and educating
teachers for children. The teacher who is the
kind of person nceded for the whoke job of
education is oue who has insight into the
needs of socicty and the needs of children,
who has sldll in mexting these needs, and
who has a philosophy of life in which rela-
tive values have their right interordination
Such a teacher inevitably docs effective work
in safety cducation; so let us comsider the
broad problem of teacher education and omly
incidentally the more specific problem of
safety education.

First, we must select the right type of
person for the teaching profession. The de-
creasing birth rate is foctumately making
the number of applicants for our teachers
colleges far in excess of the demand for
teachers. This is emabling teachers colleges

to be much more selective than they were
in the past.

The schools of education in cur univer-
sitics, however, are not yet clearly facing
the preblem of sclection ia terms of limit-
ing numbers of students to it the meeds of
schools. Any guod student in a umiversity
whose grades are fairly high can ke odo-
cational courses and become certified for
teaching. Then the selection devolves upon
the school administrators. This may be ef-
fective, bat is sometimes wastefal, and hard
on the student who has i d time, Y,
and eflort preparing to be a teacher.

\Whether the sclection is made by the
training nstitution or by the administrator,
we should sec that those entering the pro-
fcssion have the fundamentals necessary for
effective tcaching—that they are healthy
physically, that they have well-adjusted,
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emotionally stable personalities, that they
have reasonably high intelligence, that they
have marked sensitivity, especially in the
ficld of human relations, and that they have
a broad social outlook.

Having selected good material for eoor
future teachers, we must sce that their pre-
service educstion is not marowly special-
ized. Each teacher must be developed in two
inter-related ficlds—the study of society and
the study of children,

The study of society must not be primarily
bookish but should be based upou real ex-
perience. In the past we have welied upon
reading history textbooks, possibly textbooks
in economics, political scietks, and socivlegy,
textbooks of literature, and 50 on, and listen-
ing to lectures on these subjects. This soet
of hookish education tends to give students
merely the dry bomes rather than the living
realities, and frequently it lcaves thamn quite
unaware of the problems of today and of the
emotiona] sarges that arc affecting human
behavior. Even the facts of cconomic, po-
litical, and social life are not fearmed in con-
nection with real human beings but as doably
distilled and lifeless symbols.

Direct BExpericnce
New College at Teachers College, Colum-
bia University led the way toward 2 more
vealistic approach. It semt studemts out into
factories and omto farms and had them do
actmal work among wmlan-s. Bemmington

economic and social life of the world today.
Antioch College, through its cooperative
plan, puts students into jobs altermating with
their studics. The Chicago Teachers Callcze
sends its students on mnumcrable trips to
factories, housing projects, commercial
houses, <lums, and art centers. ANl of these
arc steps in the direction which we must
take if our tcarhers are w be hving men
among the living. They must sec first hand
the lives and problems of the human beings
whose children they are going to teach, and
wust, as far as possible, participate first
hand in these lives.

On such a foundation of divect experi-
ence they can extend their insight into soci-
ety through pictures, motion pictures, and
exhibits, Then, and then only, they can build
on this sure foundation through the use of
the svmbol< of speech and the printed word.
Surely the vicarious experiences provided by

lectures, discussions, and reading are esscen-
tial, but they have meaning only in so far as
the symbols represent realities.

With this kind of background, and simul-
tancousiy with achieving it, prospective teach-
ers must study the necds and problems of
society. Among these, of course, will be the
needs and problems of sajety.

One cannot study the labor movement
without secing the drive that organized
labor has made toward safer conditions of -
working, and the industrial conditinns that
have led to this drive, and the distance we
have yet to go if human life is not to be
sacrificed to carelessmess or greed, One can-
not study houasing problems without agan
coming upon the necessity for safety and tin
problems involved in achicving it.

And 30 on through the various probicms
of family Hfe, personal and social relation-
ships, family, community, and world ccon-
omy and political organization. In each of
these fields the teachers should become
aware of the prablems that exist and should
be sct toward the attempt to soive these
problems.

It is not a part of the job of teacher ¢dn-
eaticn to hand cut ready.-made solutions any
more tham it is the problem of education
ftsclf to do so. The important thing is to
awaken people to the awareness of the prab.
leras and to instill in them a high retolve
to scck sclutions.

Safcty is oaly one of many aspects of the
varions problems that will be attacked. We
must be careful in otr awaresess of the
need for salety education not to make it &
disproportionate. part of the curriculum, but
rather to see it as one thread woven throwygh
the whole fabric of the study of the weeds
of society, a facter mot to be neglevtad, but
a factor not to be distorted by overzmpla-
%,

Must Study Child

Concurrently with the study of socict.
titere must be a study of the child, hix need<
ard his development. This again must be
based upoa rcal experience with real chil-
dren. In the old San Frandisco State Teach-
ers College Frederic Burk saw to it that
every from the end of the thirtcenmh
week of school to the time of graduation
was cvery day io contact with actual chil-
dren, having responsibility for these chil-
dren, and thinking in terms not of children.
in the abstract, but of Jobo and Henry aml
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Mary. in most places, however, practicr
teaching has tended to be a semester or so
of isclated experience, comparatively un-
related 1o the rest of the siudent’s course in
the teachers college or university. It should
le a founddation for a large part of the stu-
dent's work; it should be the center around
which discussions and study are inlegrated.

The direct experience with living children
:hould be expanded through pictures of
children under different conditioas, through
discussions, and through rcading. But again
the learming through symbols cannot take
place nmil the symbols have achieved mean-
ing through real and direct experience.

The analysis of needs and problems of
cluldren will include their physical needs,
Tiow the physical organisen develops and
wlar it must have for its best development.
Saicty will definitely play its part liere, the
<afety that comes with achieving skill to
et situations in which one is hkcly to find

onereli—not a passive safety of awmimg all

dren of the sense i Janger and the adven-
ture of coming close to it, but rather from
developing skill and understanding.

This is far from all that therc is to secur-
ity from a mental hygiene s point. A
child must feel loved and must feel that he
belongs in the family and in the community,
but safety cducation may contribute its
small quota to the scuse of security if the
safety cducation is wise

The teacher, in studying the emotionai
needs of the child, must also see that he
has opportunitics for social & integration which
comes from cooperative purposing, from
working side by sidc with his fellows toward
a o Extended, this bhecomes
training in cmzmshxp.

In addition to studving and meeting the
child's physical and omotional nceds the
teacher neceds to learn to meet his intel-
lectial needs. He must have the skalls neces.
sy to coordinate his work and play with
those” of his fellows. Hence the necessity

hazanle, but an active safety of s
Isazards and heaming Fow 10 cope with them
«ugcesriully.

Thy need for developing conrdination, for
Jeveloping healthy bodes, for action rather
than passivity—all such needs will come out
as ane studies the child; and karming how
to mient them will be a necessary nart of
teacher cducatun,

Then there are the emotional needs of the
chubd. thiz needs for self -expression, security,
amd ~acial wtegration. The person who does
not fully undersiand childhood and who is
uvvivonscious of safety is liable to fall into
the wrrer of overcaution.

The child whore eapressicm is consaatly
rewtiained by cautions and prohildtions, n-
stead of nrh:evmz skill and 2 sape auitude
towasd hazards is liable to break loose and
be reckless if for no other reason than (o
get revenge ¢n those who have counstamily
thwarted ham, .

Avoid Falge Security

Tiee child's security must not be based on
a fechong that no dangers exist or that he
can avodd all danger. Children crave the
iceling of risk, as witness their vicarious
thrills through the dime novel of the oid
days, the nmovie and radio and even comic
strip adventure of today—trashy, many of
them, yes, but popular because they answer
the child’s need for a feeling of hazard.
Security does not come from depriving chil-

{or reading, writing and arithmetic. Hence
the necessity for a certain common basis of
knowledge.

The teacher not aaly wishes to affect be-
havior, but wishes to see that behavior as
intelligent. Therefore <he belps children to
undcrsiand the whys of what they kearm An
understanding of the whys of safety be-
havior is 2 part, even though a2 small part,
of meeting children's intclicctual meeds.

Then, childeen have socal needs. I have
already mentioned these in conmection with
their emotional nceds, becanie they are so
closely tied together, The child needs cmo-
tionally to feel himself 1o be a part of the
iamily, the school, the comnmmnity. And from
the standpaint of the well-bang of society,
he must be able to extend his social con-
sciousness to the state. the nation, and the
warld at large. \Vhat I saideearlier in regard
to giving a teacher social umderstanding
through direct experience, fallowed by dis-
cussion and reading, applies equally to chil-
dren. They must see the needs of socieny and
must resolve mightily to do their part in
meeting these needs.

Right here, much of the factnal material
which is included in safety education has its
rightful place. The frequency of accidents
and the causes of them are vivid examples
of certain genuine social needs. The tcacher
in studying the child and helping him to be-
ceme a socially conscious individual who
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feeds responsibidity for helping society to
weet its needs will necessarily bring these
facts before the children, first through di-
rect experience vight in the school, on the
playground, and through coopcratiom with
the parents in the home, and thea through
a broader analysis of the commumity and
the larger world.
Pre-8ervice Edacation

When one discusses pre-service education
oi teachers one incvitably covers the main
factors of n-service education. The super-
intenndent, principal, supervisor, or other
specialist in the school system is there pri-
marily t help teachers do the most effec-
tive job of which they are capable. He is
therefore engaged in the process of teacher
cducation just as much as—and somelimes
much more than—the faculty members in 2
teacher-trauning  institution. Theirs iz an
cver-comtinuing  follow-through of pre-
~ervire educativie.

There 1s danger that teachers wnmured
wethn the schoathousc will lase contact with
rociety. People who are concerned with the
development of teachers must sce that they
are hrought into continual contact with the
community, encouraged to take part in com-
mumity  activities, emcoura, 1o concern
themeehes with the broader political, eco-
mwanic, and ocial issues of community, state,
natwn, and world, Continual stimulus and
encouragement mast be given if teachers are
not to Hlip into the rut of imparting sterile
krnsw bislge 10 docile children.

At the same tinwe that the teackers are
stimtrdated toward active wembiership in so-
cietn and contipuous recognition of social
probiems, they must also be encouraged to
carry on their study of chillhood. In the
tradiimal school the tearher was not so
much concerncd with studying what children
ncoded, studying their development and how
it could best be [ostered, as he was with
imparting information and drilling in skills.
The child was the piastic clay which the
teachier molded.

Fortupately children are not plastic clay.
They are vital human beings, cach with his
own determinatian to be more fully himself.
The tezcher's job is not to force-fecd these
individuals, but to study them and supply
their personal wwl social needs as those
needs become manifest. And the job of the
admiisteative and supervisory force is to
bielp teachiers to be aware of their basic re-

sponsibility in the ctudy of society and the
study of children and in the developing of
children toward self-fulfllment as partici-
pating members in a democratic society.

Throughout the pre-service and in-service
education of teachers, and throughout their
wock with children, there must run a philos-
ophy of life, a recognition of which values
are of greatest importance and which values
are w be subordinated to them.

As the tcacher develops his own philoso- .
phy of Lfe in terms of self-fulfillment and
m terms of sacial participation toward the
fulBiliment of all other human beings, and
as the teacher sees with increasing clearness
where the subordinate values fit into the
general scheme of life, she will inevitably
and often unconsciously influence children
toward a similar orientauon. A teacher with
confused values confuses children A
taacher with a clear recognition of values
helps children toward a similar clarity at
every point of contact--the teacher’s voice,
manner, adjustment of minor problems,
method of Landling any activity or meeting
any situation, 2it are unconscious reflections
of that teachers scnsc of valucs, of ber
philosophy of life. Far mare important than
any direct instruction that the tcacher may
give is the unconscious example set by her
own life.

I stress the uneonsaious influsnce of the
teucher because it peobably is by far the
greatest. But there i+ a place, foo, for con-
scious analyss. Just as the teacher in organ-
izing her own values and her own philosophy
must go through a process of constamt anal-
ysis of what things are mwst impartant and
what things are less impertant, what things
contribute to long range satixfaction and to
social well-being amd what things obstruct
these fulfiiiments, so, too, must she help the
children consciously to analyze their prob-
lems, consciously te subordinate the lesser to
the greater values, the momentary impulses
to the long-run satisfaction, the scoming
good of the individual 10 the more inclusive
good of society.

Philosophy of Safety

And it is in the light of this \ind of
phalosophy of living that safety education
wmust be taught if it is to have meaning. The
persen with an adequate philosophy of life
does not avoid all risks. In fact, if he is
worth his salt, he takes many risks, but be
takes threm conscicusly to achieve purposes
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worthy of the risks, He prepares lmmclf as
adequately as possible for his

He faces realistically all the factors of a
situation and acts with judgment. Only so
can he prevent carelessncss, lack of fore-
sight, and lack of skill from interfesiog with
his major ends. Safety educatioa as & con-

crete example, as an illustration of the way
to meet various life sitoations io terwns of
wise udaptation of means to ultimate ends,
can be 2 fundamental part of education as &
whole, of the self-fulfillment of each indi-
vidual as a participating member of a demo-
cratic society,

Discussion

The informal discussion which followed
Mr. Washburne's address was Ied by mem-
bers of the Child Education Section’s Com-
mittee on Teacher Education, -including :

Dz Hexsexr J. Sracx, Director, Center
for Salety Education, New York Univer-
sity, New York City, chairman,

Dx. Viniax Weeoon, Curriculum Con-
sultant, National Safety Council, Chicago,
vecrelary,

Da. GEGRGE AKSELN, Diirector of Teacher
Training, Woman's College of the Uni-
versity of North Carolina, Greensbora, N. C.

Kexwer N. Braoee, Director, Eduocation
Drivision, Naticnal Comscrvation Burcau, 60
John St., New York Gity.

Drx Waroo Lessivcer, Dean, Col of
Education, Wayne University, Detroit, Mich.

Dr. Awae E. Neviarr, Administrative

tion, “Shoutd a specific course in safety
education be organized for teachers?’

A compromise view on this question
evolved : That, because of the lack of under~
standing and sppreciation of the needs and
possibilities for teaching safety through the
waterials and activities of other courses, 2
scparate course in safety should be organ-
ized. This might be considered a first step
or stage toward more complete integration
of safety with other courses and depart-
ments,

The importance of havmg teachers get
some ﬁrslha:nd experience in safety was

The ity of ing tezchers
msmmd to meet lhe new respousibiilty
in safety education was also pointed out.

The desirability of integrating safery in
spccml departments, such as industrial arts

Head, Institute of Public Safety, Pennsyl-
vania State College, State College, Pa.; Roed
Trainng Consultant, American Automohile
Association.

Dz F. R. NofrFsisGer, Educational Coa-
suftant, Amenun Aunl Association,
‘Woashington, D.

The diﬁcusian was apered with the ques-

and physical education, was
brought out.

ft war stated that safct)y smght well be
the ceter ar core atound which other com
cepts and skills might be develaped-——that
the chicf reason why safcty ig not a scpa-
ralt COUrse now considered in rela-
tiouship to the importance of other courses
is that the latter coarses are older.

School Safety Patrols in Secondary Schools

Presiding, Mes. \Wiriau A. Hastincs, Vice-President, Naticnal Congr
and

of Parents

Teachers, Madison, Wis.

Viewpoints on the Education Value of School Safety Patrols
By A. R. LAURR

A iate Prof;

In a discussion of school safety patrols at
least threec might be made. Tt
would be possible to discuss the theoretical

of Psychology, Iowa State Coliege, Ames, Iowa

implications wodeslying the problem; the lit-
erature might be reviewed to bring out the
practices which have been more or less
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ctysu!hmdmthepast and it might be
warth while to make a brief survey of cor-
remt thought regasding the problem.

As a result of the third coasideration, two
groups of persans were approached and
asktdtomactwashe:toiqmmht
ing to school patrols and were asked to give
other cvaluations which might occur to
them. These groups were:

1. Authorities io the fickd of safety edn-
cation.

2. Administrators who are facing the
problens.

This report will center about cach of
these possibilities, with a final evaluation
based oun the outstanding poiats of each. As
in the case of most issues, there are cer-
nmtob:xhoolswb:chlhuﬂ:!b_emolm

and those who are indifferent.
The present cvaluation will essentially
coasist of examination of the basic :

© and the assumption Jaid down. Aﬁmlsolm-

tion must mwalt famrther expericmee with
patrols, experiments set up to determine the

in attitudes of the patrol, as well as
of school children in generals and the effect
upon teachers as well a3 motorists.

{t does not follow that because rme dose
of medicine is good, two doses are better,
Pechaps a umiversal adoption of a school
safety patrol would be detrimental, while
well chosen locations might profit a great
deal from the patrol.

‘Thearetical Considarations

The following assumplions or postulates
are made regarding the school safety patrol,
most of which are tenable in most respects s

I That human life should be placed at the
top of values assigned to the various socio-
bio-physical relationships.

2. That public education is bensficial.

3. That qualified and systematic direction
of behavior brings the most satisfactory re-
sults in educational progress.

4 That supervision of school clildren
will help mold theie habits.

3 That oMer children respect the wishes
of younger omes, particularly when it is
made a part of their duty to do so.

6. That younger children look up to older
boys and girls for pointers on which o
fashion their behavior.

7. That human judgment increases with
age and training.

8. That certain tasks can be performed as
well by the intellectual’v immature as well
as by intcllectually mai -+ individuals,

9, That attitudes and wonght habits can
best be estabished on a rational basis.

10, That adults respect the authority of
childsen in situations of material interest,

11. That education is best accomplished
by a funclional appeoach.

12. That leadership, in the form of organ-
ized aggressive vior, can best be de-
veloped by actual practice of the response
nvolved.

In other words, it is desirable to dc\rchp
leadership and desirable that children be
capable of performing patrol duties when
propesly trained and supervised, and when
the bencfits to be derived move than offset
the hazards.

Revicw of Literature

The school safcty patrol was first organ-
ized in 1914 at Newark, N. J., and has been
used there continuously since that time. In
1915 “safety scouts” were organized in Ta-
coma, Wash. “School police” were orgac-
ized in St Paml, M, about 1920; the
Cliczgo Motor Club patrols in 1921, There
are aboat 300,000 school safety patrols in the
United States.

As cutlined through regulations set up by
a joint copumittee of the National Safery
Council, the Naticnal Congress of Parents
:md Teachers, thc Amcrm Amocwbak

the Nati

cxanou and the United Stztcs Office of Edu
cation, the dutics of the patrol arc quite
well defined. A few of the hasic principles
arc:

1. The patrol is not to direct motor ve-
hicle

2. Patrols are to stay on the curh, except
when a car obstructs tht way, in which case
they are to move into the strect not more
than thiree paces or nine feet, and return to
the curb immediately.

3. They are ot to escort children across
the street.

4. If possible, there should be one patrol
member on each side of the street.

5. Regulations for white Sam Browne
belts are sct up, and patrol members are to
wear them for ddentification.
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fr. The patrol members arc to carry no
whintles, signals or other devices in their
hands.

Survey of Current Thought

In most cases the patrol is selected on the
basiz of acholarship, deportment and suit-
ability for the job. Patrols are usually
selected by the principal and often are
traincd by the lecal police, who may super-
vise the work sdone by the boys. In many
places they are sponsored by local clubs,
the mator <lnbs. the American Legion and
the Parent-Teacher Association

In a large number of cases they are spon-
«ored by the schools themnselves, who feel it
iz their prerogauve, since it has been ruled
that school officials are liable in case of in-
jury to patrols,

There is no general agreement as to the
sponsorshif, 3ithough it seems that the
schooals are willing to accept outside sponsor-
<hip in most places, as it tends to divide the
responisibility, at least from the Jayman's
pomt of view. Naturaliy, there is resentment
of any attempt 1o use thce patrol for pro-
motional prposes.

In gencral the comsensuy is favorabie to
the pau'ol. although there are somc violent
reactions. Among the objections to the pa-
trol, it scems< that there are no valid educa-
tional arguments; the objections are mostly
points relating to Habshity; time and cﬂoﬂ
involred: imadequate training and
vision of the patrol; abjection to the spon-
~or; and similar grievances. Some states
have legalized 1he patrol. This law absolves
the «choo!l officials from Mability and makes

it lawful for any child over 10 w be ap-
pointed as a patrol member unless the pa-
rents chject by written notice.

{Dr. Laucr distributed mimeograpbed ma-
teriai giving the results of his questionmaire
on patrols. Excerpts from this material are
given below.)

In general, school people favor the patsod,
but they feel that the matter of sponsorship
needs aareful review and that possibly cer-
tain regulations should be sct up concerning
sponsorship.

They scem to agree ihat the patrol has
definite educational value, but they feel that
it has more value for the younger chifdren
than for the oldcr ones.

They seem to fecl, gencrally, that patrols
should be encoursged and that they should
be provided with belts, uniforms and similar
equipment which will facilitate their work.

The greatest number of patrol members
scem (o be drawn from the seventh grade,
with grades 8 and 6 next in order.

Of the “chicf values of belts, uniforms
and  similar equipment” the three men-
tioned most often are: 1. For identifica-
tion; 2. Motivation of patrel: 3. Recogmi-
tion of lcadership.

Among the “cducational values of the pa-
trol” most often listed were: 1. Develops
feeling of personal responsibility in pupils;
2 safety consciousness; 3. Teaches
children to watch for h.az:ardr 4. Makes
good ditizens and teaches law obrervance;
5. Teaches children to walk safely; 6 En.
courages cooperation and organized effort.

Discussion

TYi~cussion centered about the questions,
“Shauid high school saiety patrols direct
wehicular trafhc?

Are high school patrols desirable? If so,
how may they be orgamized and- operated
successfully?

\What are the functions of the ugh school
patrols and in what ways does their work
differ from that of the elememiary school
patrols?

Is there need of a change in the Stand-
ard Rules for the Operation of School
Safety Patrols if patrol work is extended
wte high schools?

Directing traffic. It was argued that in

some places <afety patrels can help an
madequate police force by directing  ve-
Incular trafhc; that this is an epportunicy
to give cancrete service to the community;
also that there is an educational value in
the expericnee.

On the other hand it was punted out
that this is recognized police werk and
should be perfonmed by a regular police-
man or a deputy officer. In most states it is
illegal to deputize 2 minor, and so this type
of 2id could not be given legally. It was
stated that the danger invelved--having
young boys, without police power, exposed
to the hazards of traffic inm the street—

-
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obviated the vaiue of the service. The
question of liability was also raised. The
consensus was that safety patrols shiould
not be permitted to control vehicular traffic
cxcept student vehickes parking on a school
parking area. Thev can also help load
and wnioad street cars and buses.

Dysirability of high sckoel patrols. Opin-
ion was divided a5 to whether there should
e 2 deiermined effort to extend the patrol
movement to the high schools. There was
some iecling that young people of high
schiwol age do not need this prefoction as
do the younger children, that they should
be able to care for thamselies by the time
they reach high school. Qthers present cited
their experiences a8 an indication that high
~chool patrols could render a worth-while
ier wit.

To be successiul, the patrols must have
ke interest and enthusiastic conperation of
the prncipai and faculty mcmbers. There
must be understanding cooperation on the
part of ihe police depariment. There must
be = respansible sponsor who docs wmorc
than simply farmish belts and raincoats.

Functions. The difierences in patrol prob-
fems in the rural high school, the urban high
choal and the metropolitan high school
were discussed.

High school patrols are helptul i con-
nection with student travel by street car
and by bus; i directing the parking of
student and jaculty cars: in coatrothng
student pedestrian traffic at street cross-
ings; in observing violations of traffic prac-
tices and reporung such violations, when it
scems advisable, to the priacipal or pairal
adviser, or, in sume cases, o a safcly
court or council within the schoo!.

Revision of staudard rufcs The canier- -
ence sirongly secommended  that chanjges
be made in the Standard Rules ior the
QOperation of Schoot Safcty Patrols to mect
the requirements of older student-. Stu-
derts at this level are no longer thirilled
by a Sam Browne belt or similar equipment.
Also, znother name might be advisable for
the sake of dignity. A group of delegates
frem Stevens Puint, Wis, reported 1he
highly successful operation of a safety patrof
in the high school for several years. Patrol
members are called “police cadets” Tl
wame was chaosen because it makes the boys
ferl that they represcat the polwe within
the confines of the school property  In
this case there is the closest cooperation
between the superintendent of schools, the
high school principal and facuity, intercsted
parents and the police department

Student Participation in the Production of
Visual Aids and Radio Programs

Presiding, Lestas R, Sevesxavr, Safety Supcnxsor Cleveland Public Schools,
Cleveland, O!

Discussion

Edgar Dale, Director, Bureau of Educa-
uwonal Research, Ohio State Universiyy,
Columbus, Ohio, shared with Mr. Silvernale
in leading the discussion.

It was brought out that there are three
principal ways of mﬂw:ncmg safety be-
havior: 1. Actual experience; 2. Resding
and discussion; 3. Vismal aids, which come
sumew llere  between  the actual experience
and the vicarious knowledge.

Ie wa» cmphasized that “We cannot store
safety Jearning for the future. We must
anticipate certain hazards to prepase chil-
dren for hazards which they will have to

face in the future”

Pupil partidpation i the productivn of
visual aids is important in a safety pro-
gram. It provides excelle mativation ior
many learning situations, and much can
be learned besides safety, Among the fac-
tors which emter into such a project are
interviews, scenario writing, and staging the
scenes, Qualities which may be developed
inclnde dependability, cooperation, and re-
spect for the cfforts of others,

Dr. Dale described an experiment which
he conducted among a group of schools in
the production of safety movies.
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Schools were circufarized to dptermine
the degree of inferest in sxch 3 project
Thoze wbt_)dcsi:edlomidmaud who
helquempmorpniacmdrsbarc of
the project were sent raw stock by the
Burean after scenarios were submitted.

Dr. Dake showed fibmy which were an
ouicome of this experiment. One was a

srade ehvics class. It was “a picture within
a picture™: that i, the film degacted the
varions stages imvolved is s own saling.

The cdass firmt clected a fitm director and

ards. The scemario was written entirely
by the pupils.
Dr. Dale also showed a problem film,
entitled “Safety Skuth,” in which the so-
haion was left o the andience. A pee-
school picture was also shown.,
In the discussion following the showing
of the pictures it was sagpested that chil-
dren should do as mmch of the work in-
mkcdhm@hingaﬂmas)mﬂie_
The relatively high cost of 3
vely 3 of reproducing
_ It was asserted that sownd adds conpara-
tively little to 2 good picture—that a well-
plazmed, well-filmed silent picture ca be
just as cffective as 2 soand pictare.

THURSDAY MORNING SESSION
October 10, 1940
Joint Session, Child Education Section and Home Safety Committee

{A complete report of this i

will be §

A beos i
bas 3

on page 177)

THURSDAY AFTERNCON SESSION
October 10, 1940
Prending, Goroor Granaw, Safety Supervisor, Board of Education, Detroit, Mich.

REPORTS ON INFORMAL CONFERENCES

The ¢hairmen of three informal confer-

these reports will be found o page 152,

ences held Wednesday afternoon presented under the heading “Wednesday Aftermoom

reports on these meetings. An sccount of

Session.”

Applying the Theories of Safety Education
By WM. C. KNOELK ’

Assistant Superintendent of Schools, Milwankee, Wix.; Vice President for
Education, N.8.C.

There are many theories of safety educa-

ton is tha reduction of accidests. This aim

tion. Many believe that the only considera- is most commendable and is admittedly the
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arigin of the movement; it does not, how-
ever, tell the whole story of safety eduea-
tion.

Industry is no longer satisbed with this
e objective. It recognizes that to approxi-
mate a fairly permanent reduction, the man
factor must be considered. That means
troming the worker. Traffic safely presents
a siemtar picture. To keep 2 sufficiently
larwe enforcemient corps om the municipal
may roll to deter every driver and podestrian
fro doing willful, thoughtless, or foolish
thimgs is famastic It would be unwise 0
tave «uch an arrengement of providing 2
“Corporal Conscience” for every one of us
10 bevp ms <ane, courteous, and cooperative,
cvem if ikt were possible, for it would keep
the mudiwidmal from developing his sof re-
L

Aad 30 along the whole line! The indi-
videnil 30d is sdiosyncrasees are powerful
Bacrors m safety. Mechanical devices may

10 perfect; if their user is incompe-
reckdess, the story of safery may
aamly show increasing fatalities.

Hame safety affords case upon case af
thes trwth. Chairs that are made to sit on
are wed 28 step ldders. Cleanmg fluids,
Bextree il micd in the right place, are used
m the presence of an open flame. Utensils
that are as dangerous as deadly weapons arc
teft 30 that children may injurc th 1

b cvcr
e oc

vaxious factors involved, and of kecping 2
tentative, experimental, rescarch  attitude
toward all methods employed.

These three points are vastly important.
The first, thinking through the proldem,
indicates an awareness of the need for 2
ramedy. It also involves the necessary will-
ingness to gather the available information,
and to come to some conclusion. The sec-
ond, organizing the factors, is imperative
because the job must be made somebody’s
business. Progress in reform is made only
if a good plan is supportcd by cousistent.
conlinuing cfort to cnlist more and more
people in the cause. The third, keeping an
wpen mind {oward our project, is ncreas-
ingly essential beczusc of the rapidly chang-
ing conditions under which we must operate.

Itcow in the Procedure

We have arrived at the cutlinc: atti-
tudes, desire for information, and interew
are to be ed and stimulated hy
thoughtful study, careful plamning, wxl
scientiffic appraisal. This is the formula for
applying the theorics of safely education

The Yearbook of the American Associ-
aticn of School Administrators, “Safety
Education,” presented at St. Louis in Feb-
ruary, 1940, outlines “A Point of View on
Safcty Education” The preponderant em-
phasis is on the work of schools. The outline
can be 2

Thae homan factor—with its variable reac-
tiwas hoth as to different wdividuals and as
w the physical or mental conditions of the
same individual—makes the training of peo-
ple an @upcrative nccessity. In this one fact
lies the difficully and the hope ol safcty
education. 1 say difficulty because training
for invariably correct conduct is very com-
Hex, not to say wmpossible; and 1 say kope
because only in making men “safcty ac-
tuated” can we realize to the full the genius
of engincering and the power of enforce-
ment.

Problem of Training Men

So we have the problam of training men
in such a way that they may be actuated by
proper atiitudes, may b¢ posscssed of the
necessary knowledge, and may feel impelled
10 express this skill and knowledge help-
fully at all times. This is real personality
devel. praent. \Wherever such work is being
done, we find evidences of the necessary
preliminary ground work: of 1
through the problem, of organizing the

d. d to other uses, however., It is
not only the school that must remember that
a “poimless curiosity or a vague sympathy”
regarding unsatisfactory social conditions i«
inadequate. Constructive resmedial measures
must be devited. The problem can be solved.
but we must first be convinced of that fact.

For schools to assume the burden of di
recting the safety education for children i<
as it should be; for communitics o refmin
from making the necessary budget pro-
visions to make such a job possible is o
nullify the school’s possibiliy here  And
furthermore, for adult“life to sccord only
Hip service to the obedsence necded in safets
taught in the schools is also » nullifying
influence. For grownups to profess ad-
herence to 2 principle of procedure and then
to attempt to evade the responsibility in
individual cases is too hAne-spun a type of
“ghedience” 1o be understood by childhoud.

Philosophy of Sajety Education

The Yearbock has an excellent chapter un
the philosophy of safety education, written
by Afbert W Whitney, of the National




102 29th National Safc(y Congress

Conservation Burcau. The final sentence is
the thought I wist: to stress:

“The development of safety techaics in
such felds as industry has proved to have
valuable bhy-products, such as inercased
efficiency, and it is believed that the subject
of safcty in the hands of an understanding
teacher will similarly prove 1o have vajuable
by-products for education, particulacly in
the development of personality and char-
acler.

Mr. Whimes has elaborated on the theme:

. Safety education cannot thoroughly
Justify its position in the educational field
merely by its direet effects, however impor-
tant these may be. \We must go farther and
demonstrate that it can contribute abun-
dantly to those cultural and moral and social
values which are the ultimate objectives of
education."”

Safety cducation has therefore two vital
aspects  First, there must be a recognition
oi the social emergmey which ealls for a
sojution. Secand, in teaching this objective,
acquiring a safety conscionsness—Ilearning
1o be “safety actuated”—we must develop
the personality of the learner.

Fersonality, social anergency, traching,
trarning —these ure the concepis thet mist
be well wnderstood. Yon must note how they
tie i with our formula stated previcusly,

The idea that the type of education mwost
viecessary n traffic matters, for instance,
consists simply of furnishing information
and that this will result logically in acci-
dent prevention s erroncous.

Fducation is thc process of developing
attitudes. This cannot be done in a minute,
vr by compulsicn; it comes cut of interested
atcention, and it must be nuctured and kept
alert by experiences that are sztlsfymg. A
tullying traffic officer can undo in one min-
ute what it has taken vears to create,

Liscipline should be regarded not as a
panishment for vicisting rules, but rather
as a preventive measure, It should be inter-
preted as seli-control, both physical and
mental, as alest, clear thinking.

This is of the essence of good educational
procedure. Tt applies to adults as well a5 to
children. Tt places the emphasis on attitude,
on a willingness to abide by recasonable con-
trol and common sense. Where this view-
point is neglected we have evasion under the
pretense of paternalism or individual rights.

Adl of this serves to illustrate the working
out of the formula mentioned pr'nouslv
It is important to note that there is no in-
terference in this plan with the prwciple of
proper safeguarding by mechanical means.
of, with necessary precautions in first aid
practices

In traffic the evasion nma to complaint
about police domination. In the bome, the
ratxomhzmg that is frequently met is voiced

"This is my home; nobody can tedl me
hm\ to nm the phce." Home—s0 the ex-
cuse continues—is still a place where the
individual need not subject himself to direc-
tion by fureman, traffic , or leacher

The real test of whether 2 proper safety
attitude has been devcloped comes in such
vnsupervised areas. Safety consciousness—
if it is to be vitl, fl.mctioninc accident pre-
vention—must lie in these attitudes. To ig-
nore this, and to fail to build propecly, re-
tards the carly salution of our problem in
the general ficld of safety education.

8chools Have Done an Acceptable Jub

Have schools been able to transmute the
grosser clements of everyday safety condi-
tions imto worth-while attitudes? Have
social needs beea helpful in building per-
somality? “[t is not possible to measure ex-
acth the value of the contritution of the
schools and colkgts to the physical well-
being of the mation,” according to thie Edu-
cational Policies Ci i “The held of
safety education, however, provides onc dea-
matic illustration of efiective resubts”

“What has been accomplished by the
rchoals is by itself an unmistakable indica~
uca that a2 sclution can be had,” according
to the 10 Vearbook of the A A.S. AL
“Between 1922, the year when organized
saiety work was begun io the schools, and
1938 1he trathe fataliies to adults ipcreased
160 per cemt: during the same period the
traffic fatalities to children of school age
decreased 25 per cent. There has been a sav-
ing during this period of the lives of 62000
children of school age over what would have
happencd if the fatalities bad jollowed the
same trend as adelt falities. These resulis
may be largely due to oducation™

Tiie readiness with which nmany superin-
tendents have embraced the apportunity to
teach this subject speals well for their
sense of discriminatioa and thar progressive
educational philosophy. Schools are 1o train
the citizens of the future, and citizens oune

Child Education Scction 163

hunorabie service to ther community. If the
word scrvice holds the implication of a duty
owed and a duty performed, of unselfish de-
votion o a good cause, of the liestowal of 3
bencht upon an indifferent—not 1o say
thankluss—bencficiary, the woud conveys the
meaning it should. Then we may say, truly,
safety instruction is a “secvice™ schools owe
1o the community.

Schyols training pupils for better adjust-
ment 10 the changing conditions of life and
society cannot remain indifferent o the
need for some dcﬁmtc program. Cinzcns}up
is no longer a 2-
tion of gmcmmcm:l structure and iunc-
tion It deals with the pupil's life situations,
with his every activity.

Need for Bafety Education Increases

The need for safety education is greater
mdm than ever beiore. Not only is this so

of the bers mvﬂl\*l:d. the ma-
chine age with its engincering safeguards
has lulled us jaoto & false sense of sccurity,
and the unprecedented cconomic depression
that we have gome through has left vs with
a mind st akin to worty and fatigue

Schools are so situated that they can heip
1o rectify such negative attitudes. Memal
health and emouonal stability come clearly
within the scopec of their work, and as this
corrective jostruction <n  be made
quickea the “rcaction time,” the increased
alertness will help reduce home and indus-
triaf accidents.

Safety in the Curriculum

From the angle of its imporlance 1o so-
ciety and to the welfare of the child, home
and trafic safety is certinly a matter of
sufficient importance ta include 1n the cur-
riculbm. A very excellent book published a
few years ago, commenting on what is to
be taught in the curriculum, tells us that the
answer (0 this question most generally ac-

by leaders in education is that that
knowledge is most worth while which con-
tains the greatest number of contacts with
the pupil’s every-day life either as a pupil
or as a future citizen,

The purpose behind any method dster-
mines the worth of the method; it gives
direction and meaning to method. The pur-
pose gives meaning o whatever mode of
teaching (or learning) we may wish to em-
ploy. Thus safety is an integrating faclor in
all school work.

What are some further consideraticns that

make a subject valuable and worthy of o
place i a course of study? There must be
opportunity for active pupil participation in
the life of the school and the community
there must be sources for new and current
materals to become available: there must
be opportunity for proper integration; there
must bhe 2 process of “inquiry, scrutimy,
criticism, authentication, and verification.”

I these are criteria, safety instruction
provides an ideal curriculum coment. Fur-
thermure, safety is inhberemtly a matter of
ccoperation and the society jor which we
are preparing youth will probably demand a
lacger degree of real cooperation than has
ever been required befare.

Personality Development

1t 15 well to remcmber that in applying
the theeries of safety education we cannot
have an exclusive compartment for mfﬁc.
for home, or for 1 or teer
safcty; mot when we accept the doctrine of
persenality develepment through safety edu:
cation. The general field must be stressed.
That is what has caused me 1o say before,
if driver training mesns only a2 knuwlodge
of the mechanics of automobiles, an ac-
quaintance with e spcc:ﬁulions, and skill
tn shifting geavs, it is hardly worth the
_consuderation that is given to the subject.

o8 71f, hawever, it mecans a philosophy of citi-

zenship and the art of liviog together, it
is a matter worthy of inclusion in any cur-
riculum

Personality  deveiopment  (good  sports-
manship, wise restraint} and principles of
democracy  (obedience 16 the sule of the
majority and special privilege for none) arc
then essentials ia the course, The field of the
emotional al<o must be included in this
larger vicw. We are zoverned by cur emo-
tions fully as much as by our intellect. In
umes of emergency, calling for rapid re-
actions, we are prone to revert to almost
instinenve habits and drives This is par-
ticularly true in rrafhc

1f we refer back to our farmuia derived
a3 an answer to the implied question in the
title of this paper, we find that attitudes,
desire for informauon, interest are the ends
we desire in everybody in his quest for an
cducation tn safety. It is a personal matter.
It is borm out of thoughtful study, careful
planting, and eager rescarch. The theories
arc the substance for our phiosophy: the
latter determines our methods. Obviously,
this paper cannot go into the ficld of deh-
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nite details. That must be left 1o the avail-
able sources of mformation; to the Na-
tional Safety Council and specifically to the
Education Division. The wealth of material
to be had there is Is this g !
plan adaptable to other situations?

Every home is vitlly interested in the
iwcalth and comfort of the children; every
cornmunity insists on building for a happicr,
more cflective mode of life; every school
attempts to conserve all the goed aod extend
the possibilities of ecvery lifc; business is
following the worker even after the whistle
Hows; all socicty, in brief, is striving to
stimulate constructive living and to wnbur-
den itselt of any drags om success and
progress,. How can safety education be
mnh s as 2 meaningful pattern into all of
this

Industry cbviously sees in safe procedure
o sane factor of cfficiency. we oot
insist on = comparable cvaluation of the
warth of 3 cooperating life clsewlere in
sociery? How can peaple be made to feel
imbued with the vital need for safety train-
ing? Directors of community life and plan-
ners of citics know that the safe way is
not only the most human way, but also the
most effective and economical way i the
Tong run

Elements of Safety Education

Thiere are elememts in this broed gener-
alizatizn that loom up distinctly:

1 The problem of applymg the theosies
must he reduced to the aac of man
and his <ocicty; the individoal and kis re-
latien to the various aspects of safety.

2. Atutndes and amotiona! set mav not
he ncglected at any stage. These basic ele-
ments in personality can be formed at any
stage, cven though childhood is usually
the crucial time for their formation.

3. Knowledge is good, but thinking is
hetter.

4 D:cm:r;rm! amhcnt\ is moy conducive
to thi Lat cc s be arcrived at
Ly all through personal experience. This
tells the why and makes the desired conclu-
sions one's own convictions.

5. Interest provides no royal road o
knowledge, but it shortens the way to a
necessary wderstanding. If, additionally, in-
terest can make us yield ocurselves to re-
straint for the general welfare (regulation),

our traffic problem, for instance, is prac-
tically <olved,

Promoting Safety Education

If we wonid expand this persomal pro-
gram to wee it from the commmmity stand-
point, it assumes a possibly more prac-
tical form. The strands of safety theory that
bave been discuszed, whether dealing with
teacher training, safety patrols, home safety,
bicycle riding, pedestrians, intoxication, or

must be spun into the warp and woof
of an effective socia)l fabric. The weaving
will bring out the pattemn.

1. First organize your safety resources
into am effective, aggressive group. The
movement must be kept before people as an
imperative nced. It must be a consistent,
unremitting, emergelic campaign, day inm,
day out. There must be no defeatism.

2. Impress the Jerders in the movement—
the schools are only one of the importamt
factors—of the need to be well informed on
the recent development ard oa the accepied
modes of dealing with safety problems. Let
mtre opinion give way to rosearch
authoritative judgment. The polin:c {or em~
forcement officers), the engincering staff of
the municipal department of streets and
street lighting, the fire fighting department,
representatives of adult organizations swch
as luncheon groups, cvic cu;hs, paremt -

or bicycle
enthusiasts, etc. shoukl be asked to help.

3, Crystallize this energy inlo group proj-
cets. Attempt no more than can be realized
in a reasomzble time. Home safety, traffic
safety, pedestrian control, bicycle riding, ac-
cident reporting, humting, swimming, boat-
ing, camping, offer oppoctunities for activity
projects. It must be remcombered thatr an-
thoritative information is to be had on ali
these subjects.

4. If the education is to be realiy cflec-
tive in its complete development, it must
be able to prove its worth beyond devising
enly mechanical means in the saving of life
and limb and momey. The cducation must
reach into the realm of attitudes, habits,
characteristics, ctc—imo the clemenis of
personality. The learning process in a de-

has much more to it than mere
telling; telling is not teaching. Similarly,
learning is of more consequence than wmere
compulsory obedience. It is better to have a
driver or pedestrian yield obedience o a
signal because he feels impelled to do so
rather than becaussc he feels compelled to
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3 To atiempt to make progress in sakety
education khrough legislation is Futile unless
public opimion has been created and de-
mands the emactment of definite laws. The
whele afety movement is homanitarian; it

is in line with social progress and with the
development of an intelligent dlectoraic.
Therefore the theories of safety education
must be applied with the same ardor as are
rules of health and good conduct

FRIDAY MORNING SESSION
QOctober 11, 1940
Joint Session With Strect and Highway Traffic and Transit Sections

Presiding, Wnaiau C. Kxorex, Assisant Superintendent of Schools, Milwankee ;
Vice-President for Education, National Safety Counci).

Report of Committee on Bicycle Problems
By RICHARD O. BENNETT

Director, Lansing Safety Council, Lansing, Mich ; Chairman, National Safety
Council &mmmittee on Bicycle Problems

This report camnat be reproduced here
in fuil both becawse of its lkength and be-
@uee it is eing combined with the 1939
committee 1 lings to be published as a
final report of the committce.

Those who wish to have a copy of the
comydlete report may obtain oie by writing
to the National Safety Councl, 20 North
Wacker Drive, Chicago.

* 8

The report cited statistics on the scope
of the bicycle problem. It pointed out that
about 700 deaths resul from collisi
between bicycles and motor vehicles during
1939 and that there were about 34,000 in-
jurie< from this canse.

The commiltee gave twe veasons for the
ircase:

1. The number of bicycles in use has
almost tripled.

2 Motor vehicle mitleage bas increased 48
per cent.

1§ this trend 15 1o be halted, the report
atatexd, traffic officials must recognize the im-
portance of the bicycle problem. A well-
roanded commuonity safety program must
give bicycles full consideration.

*

The weeling was concluded with a sym-
gunium on “Chikl Misbehavior and Street
Accidents”

Since approximately three out of wiwrey
four bicvcde riders injured in trafic were
violating some traffic regulation, the com-
mittee declares thar bicpelists must aseame
more of the responsibility for keeping out
of accidents.

Specific recommendations made by the
cummittee inciude the following:

I. All bicycles im a city should be reg-
istered, and standtard licemse plates should
be i«sucd.

2 Standard regulations should be adojded.
and palice empowered 1o cnforce them by
impounding bicycles, revoking license plates,
and sponsoring special courts amd instruc-
tion classcs

3 Reguler mechanical inspect:on o bt-
<ycies should be required.

4. Bicycle clubs in schools shauld be en-
couraged to teach safe riding practices.

3. Parents should insist that their childrer
obey regulations, and they should as<ist
tham to keep their bicycles in good comdi-
tion.

6. Municipalities should provide as many
hicycle paths and engincering safcguands
in packs and other places s passible

L

Representatives of five organizations cat-
cerned with the traffic and transportation
feredsbon shi<cusced thiz subject.
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Child@ Misbehavior and Street Accidents
By NILES ANDERSON

Supervisor of Traffic and Safcty Activities, Pittsburgh Public $chools,
Pittsburgh, Pa_

Ay study of the relationship bLetween
child misbehavior and d to public car-
riers or injury to children is hampercd at the
aucset by a lack of accurate statistical in-
inrmation.

We know that a fow children each year
are killed and injured hitching rides oo
sirect cars and other carriers, but just how
many and the pattern of the accidents we
¢«lo not know.

AWe know that children sometimes throw
«pamtes 3t public carriers and sometimes mis-
fwhave inside carriers, but the extent of
damage cansed by the children is unknown,
as 1~ the age of the children involved,

LU'ntil the records of carriers are unlockad
we will have no accurate knowledge of just
what 1+ happenityg. Public records and rec-
wrde o the National Safety Council do
et ~eveal this mformation.,

Par the present we can assume only that
4 problem dues xist, and consider the re-
- pemaibility of the school in connection wih
she problern.

At the outset, while the schood sreks to
fram in citizenship and 1o mold character,
the ;cheol cannol be a guurantos that chil-
dren will act otherwise than children or uni-
formily behave as aduits would have them
hetmve  The best of parents can't do this.
Here 15 a problem in which the school
plays only 2 part; the largest parts being
plared by the home, by law cnforcement

agpencies, and by the carsiers themselves,
Problem Has Two Phases -

4= the problem concerns the schools, it
La- twn phases: child misbehavior while
the child is away from school, and misbe-
havwer while the child is urder juridiction
ui the school.

A\When children mniisbebave away fram
whool, the school s limited in the revedial
mmeasures it may adopt. The scliool cannot
mni-h or otherwise enforce rules of so-
ey, AR that ot can do is attempt te de-
e an attitede that certain actions are
Jacgerous, destructive or anti-social,

Conduct in connection with carriers may
bu included in the safety eduauon coursc
Ji study, or ia ion with cit b

lessuns. Specific lessons may be planned on
the dangers of clinging to vehicles, although
here the problem more concems private
vehicles than it does public carriers. Specific
lessons may be planned on the danger o
others of throwing missiles at peblic car-
ricrs, and here again the lesson 5s one that
concerns grivate vehicles as well a« pablic
carriers.  If misbchavior is acute m ouc
mrticular locality or during one particular
time of the year, the schosls may guide
theis  program accordingly. If individuals
or a geng can be identified, the school may
attempt o “wlk it o™ with the pevsons
concerned,

These things being done, however, the
schiool cannot function further.

'I'l'oe"hume has a respoasilulity, and 20
authority coupded with this responsbility, in
regard te child misbehavior. \When children
are at scliool, and going to and from school,
the school stands in place of the parent
and has much the same responsibility and
authocity. This legal doctrime of “loco
pareatis” gives the school an opportanity
10 cooperate succersfully with carviers in
prevemting cluld misbehavier while the chil-
dren are under control of the school.

School Buzes

For eaample, the school may make regu-
tations for the condnct of children ou school
buscs, and the booklet of the National Safety
Council, School Buses—Their Sofe Design
and Operation, makes many valmable sug-
gestions in this regard. One suggestion ta
the driver 14 that he “report daily to the
pmmpal any misconduct of pupils on the
bus.” Pupil bus patrols arc formed to
bring about order as well as to assure
safety.

One ifunclion ol tramsportation i con-
necton with the schools is that of taking
children to and from school. Another func-
tion is in conmection with school excursions.
In cities, stroct cars freguently are used for
trips to museums, {actorics, railroad staticans
and other places of educational interest Both
i cities and rural communities, buses are
ortenn chartered for similar purposcs. In
somme school districts the same buses that
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haul children to and from schoul are nded
for excursions during the day. In ail of
these instances the school contmues to bave
control over the pupils and may and should
insist that they behave properly.

Whenever pupils are transporied in con-
nuction with school attendance or school
activities, the school should plan the activity
so that misbehavior will not occur. This
means supervision, both pupil and aduit.

Dealing with Misbchavior

1t misbehavior does occur when  the
«chool has jurisdiction, what then? inci-
dents should be reported to the principal
of the school concerned. The principal may
then deal divectly with the violators, or in-
dircctly throngh the parents. In Piltsburgh
we transport 3 number of children by taxi-
cah  Occasionally these chuldren have a
tewleney to put their arms outside the
cabs We have found that a notc home to
the parent, or a meeling between the pruici-
pal and the children concerned will correct
the situation.

Chilid misbehavior in connection with pab-

lic carriers is only a small part of the
whole urex of child misbchavior to which
the school directs its attention. The school
seeks 10 dcvelop good citizens who are in-
terested in their own personal safety, and
who respect the nghh and property of
others. Prcrpf-r conduct in connection with
pubhc carriers should be one of the spe-

lessons in the Iarger program of the
schoal, and should be 2 spcc»ﬁc lesson when
any scrious condition arises. Where the
schood has control over the vehicle of trams-
portation or over the children, it is in a
position 1o insist upon proper behavior, and
may enforce its demands.

Let us not be too hard on cluldren. They
live in a world of restrictions and don'ts,
and many have no cfiective outlet for the
pent-up activity that is the very Lfeblood
of childhood years. Lot us understand them
as children and not treat them as criminals.
Let us understand that our problem is not
children versus public carriers, but children
versus a complicated society in which ad-
justment is difficult.

Child Misbehavior and Street Accidents
By M. F, BYRNS
Director of Safety, Toye Bros. Yellow Cab Co., New Orleans, La.

ihd you gve littde Mary ar litthe Willie
a pair of skates, a scooter, or a bicycle last
Chinsgtmas? Like all loving parents, suu
knew the children wanted these things and
vou enjored their excitement and happiness.
But did you explain to them how, when,
and where they should ride the <kates,
scooter o hicycle? Did you gnc tim the
advantage of your experience? Tid yon
impress them with the importance of avoil-
ing eccrtain accident-making practices? If
vou stand indicted on this charge, it 15 2
pour conwlation to know that several mil-
lion parents likewise frifed 16 give their
children sufiicient safety coverage.

A vasual survey revcals that children ia-
volved in traffic accidents were:

Riding <cooters; riding bicyeles; skating
m streets; playing in streets, hxlclung rides
on autmm-hxb and trucks; ndmg two on a
bicvele; standing wp in moving automo-
biles: running from behind bushes; small
children Jeit wnaltended; riding  bicycles

against tratfic; riding bicycles into obstruc-
uon, playing ball adjacent to streety; coast-
ing down inclines near strect; running from
behind  other children; leaning against
duors m moving automobiles; riding on
sunning boards m’ moving zu!omobulksw
rurning or sl down ba

alonc the nght-oimav holdmg on to 3
moving truck ar automsbile wluic on l4-
cycles, wooters or carts

Child accidents are puopularly classified in
the age range as follows: The first class is
vp to 5 years; the sccond class includes
childeen between the ages of & and 14 years;
the third, between 14 and 21 years. The
first class has a Jow accident frequeney,
due to greater precauntivnary measures by
paremts, nurses and others entrusted with
the care of small chuldren, and the wmability
of the child to move around except in a
limited sphere. This protective influence no
doult reduces the risk, yet children of this

group are usually involved in accidents while
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risdhng 1 automobiles, such as failing off
~rats in & sudden stop or a collision.

In the next age class, {rom 6 to 14 yvears,
tire child has & greater sphere of activity.
He now seeks more adventusous pastimes,
like playing, skating and riding bicycles and
~cooters in and mear strects. Less under the
influcnce of the peremts, be is now gmdcd
by whatever safety discipline

Jitute. During this period the child is ex-
wremely impressiomable With the correct
approach he ean be made to acquire jasting
saiety habits

The pext class, the years from 15 to 21,
i~ the most dangcrous and shows the high-
vat accident frequency. Members of this
zronp are practically on their own resources,
assuming the role of making their own de-
visions. All restraint or influence cither by
parents or teachers or any other agocy is
resentedd or blandly sgnored. Yet this is the
very age in which the yomh xs not only a
pedestiian of P E
drive automobiles. When tbus azc is rcached,
the greatest influence should be excreised
over the youth, and he should be reapimg
the btenefit of whatever safety habits, judg-
ment and acts have been inculcated in the
previcus age classes.

Parents somclimes, knowing that a child
S5 heen guilty of some unsafe act or that
shies themselves have unduly exposed their
children to sume wnecessary danger, change
the plysical facts of an accvdurt by fals:-
ising or misrepr
2 clatm bencft. This m\m thc child the rm—
pression that there is a premium for getting
wte an accident, and thereafter the child
thinks less of his own prolection and the
avoidance of those acts which may .lead to
acckients.

Parents chould never boast of their
«peed records. They should mot ‘drive care-
jessly when childron are riding, and thereby
give the child the impression that careless-
ness s the “smart thing.” Parents should
re-pect mraffic regulations, should discourage
had driving practices, traffic violations and
«tortes about the fixing of traffic tickets,
fincs, ete, gving an impression of utter
disregard for the importance of, and com-
pliance with traffic and safe driving regu-
Iations. Many parents have uanwittingly and
unkiow ingly started children on their way
w <crivus accidents by such acts,

A uew juggernaut has been given 1o cur
youth—the mator bike. This device, capable
of a sustained wccd of better than twamty
miles an hour, is most dangcrous and
shouh:l be plnutd only in the hands of

, well d in all wale
fic and road condnms These motor bikes
are being operated by many inexpericnced
childrea under fourteen years of age. Po-
lice officers arc prone to excuse or over-
look the traffic violations of bicycle and
motor bike riders. Children are, therefore,
pennitted to take updue and unnecessary
chances.

Motorists have become involved in col-
lisions with bicycles when these children
fail to obs€ive stop signs, drive on the
wrong side of the road and ride bicycles or
motorbikes without lights. The pohice, n
overlooking trafic and safe dnving mistakes
instead of correcting them, are not omly
placing a heavy burden om the motosist, but
are doing the children an injustice bv aid-
ing and abetting these dangerous and larm-
ful practices.

The juvenile courts arc slow to act other
than to give a mild ralk which in most
cascs gives the child offenders the im-
pression that they can act on impulse and do
as they please and ger away with it. Tins
is absolutely unjust and unfair 10 the chil-
drea themselves, and the child lams wo
late that he has been onmpletely et down by
his parents and safe driving authorities.

The operators of passenger carniers
should be cspecially well trained im the
traffic dangers to which children may be
expased both when riding in buses or public
carriers and also when they are walling or
cychng on streets and roadwars. This docs
away with the old alibi, “T did not expect
the child to do that.” Your operatoc im this
day and time must know exactly what 10
expect and how to prepare for the aveed-
ance of accidents.

To aveid child Werts  oar
regularly dramatizes children m our wak}y
qfet} meetings. At the bcpwmmc of the
vacation penod the commissaoner of public
pla)gromtds is invited as the guet speaker.
While he is l:dhnc, several Little folks are
sitting or around the stige. When
the fall schoal term opens, we invite three
children, onc each from the lower grades—
kindergarten, first grade, and sccond grade
We also invite a school safety patral Loy,
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Fhese children give brief talks asking our
operators  reduce their speed and avoid
accidents in 3¢hool zones. The traffic boy
asks for the cooperation of all motorists.

At other times of the year, whenever
appropriate, we have children on the weekly
programs This vitalizes the instructions,
and the men carry away a grealer inspira-
tion. In our weekly safety bookicts, which
wmclude traffic and safe driving mstruction,
the safcty of children is featured fre-
quently, This procedure seems to praduce
results, snce we have had no chikd acci-
dents under 17 years of age and only three
tavolving chiddren up to 2! vears of age
within the last three and one-half years

Wonderful legends for the amusement
and pleasure of chilibiood have been cre
ated and preserved for centuries. Chrisumas
and the legend of Santa Claus has reached
recognition the werld over. Nursery rhymes
awul tales have been printed in all languages.
The legends of Hallowe'en, Valentine's
Day, Thanksgiving Day, Arbor Day, Flag
Day, Decoration Day, Constitution Day,
Birthdays of Presidents and other such oche-
hrations have thrilled children and fired
their imagination. Our libraries and schools
comtaim wonderful book+ of prose, romance.
adventure, amd poetry—all of which make
lasting impressions on boy: and girls and
nn doubt influcnce theic actions later,

11 such wonderinl accanplohinents have
been made for the pleasure of childhood,
would it not seem plausible that a like
universal action with the same imtensity for
the protection of childhood should be in-
stituted? Why wat a safely day, set aside
as o legai boliday to give thanks for Leing
accident fres and to inspire every one 10 a
greater salety consciousness? Safety in all
its phases—for play, for school, for home,
should be instilled by every agency including
parents, so that the child from its carliest
observation may become schooled amd
dritled in nothing but sefc acts

While much has been dane @ remedy
chukl accident frequency, will a greater
cffort on the part of parents to unpress
upon children basic rules for their protec-
tion is needed. Greater cforts should be
put forth by tcachers and school boards
throughont the country in making compul-
sary salety education, not only 1 elemen-
tary schools, but also in the high schoo) and
college, so that these groups will assume
their responsibility on the highway cither in
or ont of cars. School board< should cnlist
the aid of radio stations, newspapers, cler-
gymen and others to disseminale saiety edu-
cation and inspiratica 10 parents and chil-
dren alike It should be the aim of these
ugencies to enlighten both the parents and
the <hildren to the saturation point.

Child Misbehavior and Accidents
By EDWARD J. KREH
Manager, Accident Prevention, Philadelphia Co., Pittsburgh, Pa.

Tlay v a saicty problem which has
trooblod public carricrs, commercial flect
uperatars, and the private car driver for 2
Jang tome. We believe it may be minimized
through oducation and through the coopera-
tion of the law enforcing agencies. A few
cxamphes follow :

My.akes thrown at nassing vehicles, QOften-
umes a mussile thrown flies inte an open
wmdow and strikes the driver or his pas-
~cogert, causing injury, or it may strike
and break a window. On one properly, in a
three year period, 1,125 such accidents werse
reported Most of these caused broken win-
duwe in the car and subjected the driver and

the paseengers inside the car to imjury iram
ﬂvmg glass, In 122 cases, injury scsulted,
in some cased it was severe, involving

the ©yes and peomanent injury. .-\hhou:h
onI) 1,125 such mishaps were reparted, it is
quitc probable that many nore missiles
were thrown at passing vehscles, which luck-
ily did not strike window s nor cause injury
or damage. The missiles thrown were fruit,
cggs, rocks, spowballs, and BR gun bullets
The practice varies scasonally TFor ex-
ample, a good wrt snow will produce as
many as 13 such occurrences in one dwy. In
the .crowded areas, where there is little di-
version for olher types of play, the greatest
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dificutty 3¢ usually found. The greatest
difficulty is experienced in areas where play-
grounds or schools are adjacent to densely
travelled arteries, and in areas where chil-
dren congregate.

Stealing Rides

This is a most dacgerous pracnce arul has
taken lives, caused permanent injury, or con-
fincd children to the houspital for long pe-
riods of disallity. Children will ride upon
the sides, back, and the roof of any vehicle.
In fact, they will take extreme measures and
make use of any facility which offers them
a foot- or hand-hold, The injury usually
iollows when the offender is brushed off by
a pessing vehicle, brushed off by a pole,
parked vehucle or other obstruction, crashed
between vehicles when they collide, thrown
or falls off a moving vehick, jostled off a
moving wehicle by 2 companion, frightened
by the driver or some person and jumps off
imto the paih of an approaching vehicle, or
injured while attesopting to board or alight.

For a unmber of years, desiguers at-
templed to construct the vehicle to make it
impossibie 10 hang on, but these attempts
have not been completely successful.

It is obvious that many of these accidents
occur without the kiowledge of the oper-
ator. Consequently, few reports are made
unicss the wehicle is stopped by a pedestrian
and the driver notified of the mishap, De-
spite the fact that few are known (o the
operator, 125 injury cases were reporied on
one property in 2 three-yesr peciod. Some
of these resulted in permanent injury, and
some in Jeath.

The problem 5 nat confinud entirely to
juveniles of school age. Most all involved
males ranging in age from 10 to 18 years,
and they occur most frequently” in the
dencely populated areas. A survey aiso mdi-
cates thot boys steal rides to and from
school.

It is obvious that the vehicle operator
Lias little opportumity to control these prac-
tices. Jf he attempts to e¢ject the offender
while owwving, he may cause him to jump
mto the path of a passing vehicle. If he
steps to make the cjection, the offender will
board agmin when the vehicle prooeeds, a.nd
it is cbvions that the aid of other agencies
must be invoked.

Other Types of Mishehavior
Practices of chikiren pulling down the

troliey when the street car stops for pas-
sengers. When committed at night, it has
caused persons to fzll while alighting, while
boarding, or inside the car. Following ve-
hicles have crashed into the rear ead of a
darkened car, and vehicles may strike the
operator while he is attempting to re-wire
the trolley.

Children who use public carrier vehicles
ou the way t0 and from school, shove,
crowd, and push for position at the car stop.
Some have been forced or thrown under a
moving car and limbs amputated, or they
have met death in this manper, This prac-
tice has also produced falls while boarding
or slighting,

Comunz across heavily travelled intersec-
tions is particularly dangerous and gives the
operator of the vchicke very little oppor-
tunity to aveid an accident. Obviously,
coasting upon such sircets and at such in-
tersections should be discouraged.

- Recommendations

i, Educators at periodic intervais to in-
struct children and discowrage thess prac-
tices,

2 Use the school patrol as an observaton
medium to report any viclations to school
authoritics.

3. Development and distsibution of in
structional matcral by the Naboml Safety
Ceouncil to schools and other agencies which
reach parents and police officials.

4. Encourage police officials and others
who patrol the sueets to be observant and
warn offenders.

5. Newspaper and radio publicity.

6, The National Safcty Council to bulic-
tin its Transit Section and Commercial Ve-
hicle Fleet members at periodic intervals,
asking them to cooperate and urge them to
bring the matter to the atiention of their
loa.l interested agencies.

7. That the National Safety Coundil issuc
sasonal warnings where they apply, to edu-
cators and municipal authorities—ior ex-
ample, a2 bulletia in October, asking for in-
struction to children and community pro-
vision for coasting arcas adequately pro-
tected. ous intersections should be
procaptly ashed. A bulletin in June, asking
for instructioa to children to avoid play
upon the streets during the vacation period,
and community provision for adequatcly
protected play areas.
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Child Misbehavior and Street Accidents
By DWIGHT McCRACKEN
Director, Traffic and S8afety Burcau, Liberty Mutnal Insarance Co., Boston, Mass.

The mishehavior of children is an impor-
tast factor in our traffic accident toll. The
term “mishehavior” is am interesting one
because it can arise from so mam different
e,

A child may misbchave through lack of
knowledge or appreciation of trafhic dangers.
Accidents from this cause usually involve
very young children who toddle out into
the strect and are either struck by 2 pass-
ing wchicle or force it to sirike a parked
car, another vehicle o1 pethaps <ome other
pedestrian,

Amnother npe of misbehavior anses from
childi-h impetnousness or thoughtlessness,
a characteristic by no means comfined to
children but occurring more frequently in
that age group. In this case the child knows
betier, tmt through yowthiul enthusiasm or
fixeriudness commits wasafe acte which
result m accidents of the foliowuiz type:
chill struck when darting o the street
alter a ball; alighting from vchicle and
struck while romaing in front or m back of
it, partiularly in the case of a sclivol bus
of sureet cur; rnshmg wcross the dreet to
meet a2 pl q g parents.

Qr -rvun
Perhaps the most troublesome type of

ingly important regardless of actuarial con-
siderations.

That the insuraske companics are sensi-
tive to this is apparent 1n the many safety
activitics being carcied an by them 0 help
educate and comtrol juvenile behavior in
trafic They are working on the problem
from two angles: (1} they are helping to
instruct and influence children in proper
traffic behavior and (2) they are heiping
motorists drive with such cave that the care-
less and even reckless actions of children
will not involve them in accidents.

Child Education

Perhaps the commonest mccl-od umi by
msur:uncc < i helpi
children is the pubhcauon of boak!cis. leaf-
lets, ctc. These are written to appeal to
children of grammar school age and have
done a great deal to help sustain <afety
CONSCION WCas

A good examgle of this is “Peter and the
wWhiffle Hound,” 2 booklet produced and
distributed by my own Company. This is
the story of a Hitle boyr who <tarts out for
Tom's birthday party. On kis way he en-
counters the bad imp, Danger, wha tempts
tum to commit, onc after another, 21l of the

standing traffic “faux pax” from dash-

chutd misbehasior s the mlcntional viola-
tion of traffic laws or safe practices. Some-
times it is donc in pursuit of sport or a free
ride: other times in a spirit of wnuschief,
often malicious. Typical accidents resuiting
from this basic cause are: hitchwng rides on
the backs of trucks or transit \chicles; stunt
riding on bicycles on busy thoroughfares;
coarting on unprolected streets: throwing
stones al passing cars, particulzrly street
cars and buscs.

The number and cost of clild acchlents
ase not tabnlated separately, and so I was
utlable to obtain defimite figurcs ws o the
nurmber arising from each type of mishbe-
havior amd the cxpense involved Appar-
cutly the irequency or costliness, when com-
pared wih olf traffic accidents, is not sui-
ficient to warramt separate tabulation How-
ever, such accidents, when they Jde lappen
are apt 1o be more serious, and the hu-

jan ¢ rations surrounds mn-~
jury to children make this problem cxcced-

ing headlong into the street after a bail to
hopping & nde on the back of a truck
Peter's little clog, Safety, comas to the res-
cue with eyes that flash red or green te
indicate approval oa diwapproval of Peter's
actions, Peter finally Jearns to heed Safety’s
ocular warnings rather than Danger's ¢l
invitations, and he arrives at Tom's party
all in one picce. Safety’s cyes then take
on a red and green striping 1o match thie
peppermint ice <ream reward,

The valuc of this type of approach 1o the
problem is reflected in the large nambes of
requests  from schools, safety councils,
women's clubs, parent-teacher group<, and
sunilar agencies for literally million. of
copies of this booklet. which we cupply
gratis 1o sound, sincere, safety organiza-
tioas,

For oldcr children .« have a little book-
fet entitled “Walk Warily ™ It ie iljus-
trated with humorous cartoone which put
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across I3 sare-walbing pomts with a mun-
imum of serbiage In addition to the usual
methods ot distribution, the Nassan County
Police i l.ong lsland, New York, have
arranged to have the theaters hand one to
each patron at the bux office. Other com-
munities have had copies handed to jay-
walkers through Police or Boy Scout co-
operation.

Of coursc there are a great many isar-
ance cosupamnics, both sualty and life un-
derwriters, that are doing similar work, of
which these few samples are mercly typical.
The problem of sustaining safety interest
among children requires a comtinuous omt-
pat of new booklets in large quantitics, and
1 feel that the insurance companics are
helping a great deal to fill this need by
supplementing the activities of other types
of a.gcrmcs concerned with safety.

thod of educati vhat
more novel and of more lmited scope, is the
use of games We have developed a game
called Highway Patrol which has been used
in 2 great many schools. It entertains as it
tezches, and the children learm by “doing.”

Perhaps the most prevalent child safety
tool of all those put out by insurance com-~
panies i3 the poster. AN sorts of appealing
pictares have been placed thromghout the
land to suggest ways of improving juvenile
traffic practices and attitudes.

Motion pictures afford & less irzguent
but  highly ecffective education method.
Schaol children of all ages have had the
benefit of such fms zs Mectropolitan Life
Insurance Company's *Once Upon a Time”
Actna’s “Saving Seceuds,” and John Han-
cock’s “Why Be Carcless” A film directly
applicable to our problan among the
vounger children has been “Speaking for
Saicry,” produced by the National Educa-
tion Associztion with the financial aid of
the Automotive Safcty Foundation.

The most recent child safety film develop-
aent that has come to my attentioa involves
Liberty Mutual's Davis S. Beyer Memorial
Award. This goes ezch yesr to the com-
mercial producer of the film that serves
best to emcourage a safer use of streets
and highways.

I have here the advance senpt for a
production of an OUR GANG story that
portrays all of the necessary safety mes-
sages lor chillren from seven 10 seventeen,
and then some It won't harm parents onc

bit to 12ke Junior to sec it some Saturday
when it is playing in the local theater. The
producer has been cncom—a,ged to take this
forward step of i entertal)

with @ child safety theme " becanse of the
splendid support given to past Award-win-
ning films through the established publicity
channels of the many national organizations
cooperating with the Mation Picture Traffic
Safety Committee.

This committee is composed of 14 mem.
bers and more than 100 cooperating groups
reaching 43 million people. The committes
not only judges the Award bat also encour-
ages the production of safcty Alms. One
film, theatrically produced and distributed,
can reach 20 to 40 million persons i 8 w
10 thoasand theaters in the short space of
six to mine moaths—an educational clananel
worth cultivating, especially when we con-
sider that sight plus sound provides 38 per
cent greater retemtion value than cither
alone. (Carnegic Institute.)

The more fagramt forms of sstentional
misbehavior such as stcaling rides and
thmg smncs a! passing \'ehn.ks can and
houkl be y by coiorce-
ment vzvlhout waiting for the efiects of long
time education,

Driver Education

Tie other half of the solution to the

child misbehavior problem lics in zcoepting
the ald adage, *Boys will be boys.” {I never
could see why they didn't include girls in
this) And in wiking steps to save children
irom those misdesds which are [ound to
occur m spite of il the edocatiom we can
Lring to bear. Here again the insurance
companics are doing their part. 1 wich [
had a dime for cvery bookkt they have dis-
tributed on safe driving, stressing the need
of looking out for childrem. Starting with
their own policyholders, they supply these
to rmullions cach ymar through police de-
partments, schools, and all the other saiely
channels with which most of us are familiar

Three years ago our company brought
ont a booklet «alled “Crash-O-grams"
which illustrated, by the case method, a
technique termed “Defensive Driving” Tt
showed the need for going beyond merc
careful driving and obedience 1o traffic
laws, and for driving with such defensive
skill that no matter what traffic mistakes
the other driver or pedestrian might make,
2 driver would be ready, willing, and able
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to avoid the accident situation thus created
It :st!nstypcofhvmdmmustbere-
Tied upon w save lhe erring child. By being
a driver can pro-
:ectnozon!yhmsdibutallamcrsmzhe
roadway, particularly children, from wunex-
pected tragedy.

“The insurance companies are actively
working with miliions of autamobile policy-
halders directly while at the same time aid-
ing or supplementing the excellt:nt work of
the National Safety Council, the American
Autormnobile Association, the school aed
police authoritics and other bodies.

Child Misbehavior and Street Accidents
By CAPT. ARTHUR V. ROTH
Bureau of Bafety Education, Department of Public Safcty, Cleveland, Ohio

Child misbehavior and street accidents
present a number of factors which we can-
not afford to overlook if we are 1o be suc-
cessful in solving this problen. Home en-
vironments, strect life, truancy, physical,

and emotioml characteristics
of the child, attitudes of independence, dis-
respect for law and awthority are all com-
moa fattors to be considered.

The Bureau of Safety Education, Cleve-
laod Police Department, has approached this
subject on a scientific basis, During the past
four ycars we have made some interesting
and significamt experiments.

Our Brst step was to ascertain threough
our records what part of the city had the
highest risk area. The boundarics were then
defined and a survey was made m order
to learn what comstructive factors as well
as risk factors were peesent, The construc-
tive factors consisted of chorches, schools,
playgrounds, libraries, ctc, while the risk
factors were listed as pool rooms, beer
varlors. movics, gangs, etc. The coonomic
status of the area and the foreigo-bom
white population, by country of birth, were
also included I the survey. A study of the
gangs ranging in ages from cight to twenty-
iave years, disclosed their methods of opernt-
ing; the leaders and members: ages: cor-
rect names: alinses; addresses; make and
Tcense bers of awtomobiles owned or
used.

The various gangs’ activities were rather
diversified, ranging from traffic violanons,
destroction of propexty and petty thievery
to scrions felonies. The gangs scemed to
delight in sending a barrage of rocks at any
taxicab, truck or auto that woold pass their
way, and many times they would go te the
railroad and shoot or throw stones at pass-

ing trains. These depredations resolted in
some very serious accidents.

After cemu&ling sufficient evidence as to
the gangs’ aclivities, the leaders of cach
gang were called in separately and cou-
fronted with the cvidence at hand, We ex-
plained to them Ut we were not anxious
to send them to jail but wonld rather enjoy
helping those who were old coough to work
to find employmaont, orgamize clobs and help
them i other ways. For the younger mem-
bers we would form clubs, Boy and Girl
Scout troops and organizc various recrea-
tional activities.

It was necessary 10 win the kaders over
before trying to do anything with the
vounger members. In each case the Jeaders
comscnted to go along with our program,
We then called a general meeting of all the
eaders, 63 in all, and there wasn't any fove
lost between those fellows, since the gangs
were fighting each other.

With a good ba and enter
the club idex was btwght ap. At first the
leaders were reluctant to clect officers, but
after onc nomination was made they all
wanted ro be President, since one group did
not want the other one 10 heat thern. The
club was organized, officers were elected anxl
quarters were miade availabk consisting of
a library, radio room, pool room and game
room An employment agency was estab-
lished. We placed more than 600 young men,
ncluding members of the club and others
from the neighberhood, in industry. They
agreed to bank some momey each pay day.
These fellows have made good at their jobs
and are now carrying bank books.

Boy Scout troops were organized in the
area, with police officers heading the troops
as scoutmasters. The boys who booed the
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American Hag baste now learmed what
mcans and sahate the flag  They have been
taught to keep clean, cook. swim, signal and
1ake part in various wholesome activities
that youmgsters enjoy. A day's outing with
the parents brought more than 300 parems
out 10 enjoy a day with their children. The
preparing, cooking and serving of meals
was done by the boys. This was the first
time in tiic history ‘of the area that such
an outing of parents and children had taken
lace.

Gul Scow troops were organized. Girls
who had been graduated from high school
and were living in the area headed the
troc.ps as captains. Meeting places were
procured through the help of the variouws
pastors who cooperated in the program.

Children were taken on boat rides and to
circascs, ¢ic, so that thcy would have an
wpporiunity to realize thar therc was some-
thing mose in life than playing in the strect
and heing destructive.

Harmoaica and Flute Clubs were formed,
cansisting of both boys and girls, These
chilidren played for some of our Givic organ-
izations, and this helped them change their
wocial artitwdes.

Our Bureau cstablished 2 day camp and
«120 nuade bus transportation avaiiable, Chil-
dren are taken to this camp, given z bal-
anced dict, taught gantes, handicrafr, dra-
matics, skeiching, et

Girls in the area were in need of new
Jdresses, and s¢ a sewing project was con-
ducted in which needy girts had an oppor-
tunity to make themselves new
under expert supsrvision. Materials were
furnished by interested citizens. After the
dresyes were made we had a style show, at
which colorail moving pictures were taken
These were later shown to the girls. Though
aratified, sone of the girls said, “The dresses
arc fine. but we don't know how to wear
them.” This indicated the need of a posture
zclhioa), which was subsequently organized.
The mothers became interested and now
help the girls make their dresses.

An Achievement Shares Company has
been established for boys in their teens.
Each boy gets a chance of a husiness edu-
cation. The boys are taught how stocks
are bonght and sold, and why they keep
31 per cent of the stock in their company.
Thex have a board of directors, and all the
uihcers necessary in big business. Each hoy

must work at the beach and help produce
the saleable matcrials. The articles made
include bird houses; garden markers; book
sheives; and what-nots. A sales forcc is
maintained, and the principles of salesman-
ship are leamed. A recording is made of
the sales talk given by the various would-be
salesmen, and the boys listen as the record-
ing is played back .o they can make what-
ever corrections they think necessary 1o
increase their cffectiveness. Through this
company the boys get 2 business and me-
chanical education besides receiving spend-
ing moacy when dividends arc declared.

To keep the children out of the street
we tosmed soft ball leagues, Each member
in the winning teams is presented with 2

" medal, aiso having the privilege of cnjoying

a banquet at the end of ihe scason.

Our radio program, known as the Jumor
Saicty Police Club, with a membership of
125000 chiidren, has been very helpful. \We
have been able to put some of the young-
sters in the area on our program, mendion-
ing their numes, and the psychological
cffect has been very impressive

A number of free moving picture shows
were held in the area for children, fcatur-
ing safety and character pictures. More
than 2,200 children attended cach show. We
also had pictute shows for the paremts,
which brought about a beties fecling be-
tween the nationality groups.

Several play spots were built in the area.
No damage was done to any of the appa-
ratus because of the protection afforded by
membrrs of otr club who were assigried
that responsibility.

To augment our Americanization pi ogram
we imangurated flag vaising before church
senvices on Sut tay mornings. This was
favorably received by the parishioners.

)urmg the hot summer months we phctd
sliowers in various pnrts of the area, giving
both young and old = chance for a re-
treshing shower.

We sensed the importance of a permanent
camp where we could take members of our
junior safety councils and other children
who are in need of some wholesome out-
of-doors life. This camp is not one of 2
primitive nature but rather a high type mod-
ern  establishment with polished floors,
drapes on the windows, furnace and fire
place. Tn another building we have a shop

for hamdicrait work on the greumd floor
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and an auditorium on the second floas. We
also have a farm where the childien can
raise various kinds of vegetalles. For wat-
of-door activities we have an athletic field,
swimming pool, archery, miniature golf
course, hills for coasting, sking, skating.
etc. Religious scrvices are held at camp,

Accidents occurring to school children
ttroughout the city are secorded, and 2
complete repott is sent to school hicadguar:
ters cach day. From there a letter carrying
all the details of each accident is sent to the
principal of the school the injured child at-
tends, The principal capitalizes on this in-
formation by baving the entire school dis-
cuss the accident, how it could have been
prevemed, and what yules were violated.

When rowdyism or destruction of prop-
crty ic committed hy siudents while riding
street cars, the milway company aotifies
the Tlurcau of Safety Education, which
makes an mvestigation. In the schoel which
the offending students attend an auditorium
perod is held, and the laws pertaining to
the violations are explained to the students.
From ous expericnce this method has been
very effective.,

The railway company has gone & step
farther It has made a safety mowvie called
“You Bet Your Life” Every jumior and
«mnuor high school student in the city made
~uggestions as to what should be included
in the picture. This meant that thousands
of students werc interested in the making
of the film. \When the continuity was writ-

ten, voungsters from 11 junior and -cnior
high schools were chosen as actors. The
picture was made in sound and has had x
tremendous psychological effect when shiown
in the schools.

With the cooperation of all railcaad pohice
the problern of trespassing, shootling am!
throwing at tramns is being solved. Thi«
grotip holds monthly meetings aud through
varjous committees it has launched an edu-
calional campaign which is getting results.
Placing targets in play spots and makmg &
game of throwing las helped materially.

When a child comes in conact with
police, The Bureau of Safety Education
i« notified. \We send a plain clothes police-
man to the scene. The officer takes the
child home, then completes his investiga-
tion. The home nvestigation is made by
another momber of the bureaw After all
information is gathered it is presented to
a board of review which consists of the
attendance officer of the beard of educa-
tion, superintendent of Catholic  schools,
SupCEi; d of Catholic charities, socia!
workers, 2 member of juvenile court and
aur officess. This board decides what should
he done with the child.

Through the procedures outlined we have
reduced cluld misbehavior 63 per cent in the
area where our activiies have been com-
centrated.

Recently we bave incorporated another
farge area W our activities program, and
eventually the entire Gty will be covered.

ADIQURNMENT )
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Home Accidents—Where, How and Why?

By DONALD B. ARMSTRONG, M.D.
Third Vice-President, Metropolitan Life Insurance Co., Naw York City, xnd
W, GRAHAM COLE
Director of S8afcty, Metropolitan Life Insurance Co., New York City

Every day, on an average, 88 Jeaths result
from heme accidents in the United States,
or 37 deaths every hour. Home accidents
are responsible for 345 per cont of all fa-
talities resulting from  accidental causes.

Furthennure, home accidents represent the

cighth most important cause of death, ex-

ceedud only by heart disease, cancer, cerelwal
hemorthage, oephritis, pocumonia, tuher-
culosis, and 10 a yery small extent by motor
vchicle acadents.

la Septeraber, 1928, tht public wab shiocked
10 leam of the lmze lass of life resulting
fram a hurricowe in Florida During the
pericd of this disaster, 1,180 persons met
their death. Approximately the same num-
ber of peysons die a< a result of home acci-
dents in the United States every 13 days
throughent the year—a continuous disaster.
During the 18 months of the Wardd War,
30,510 members of the American Expedi-
tionary Forces weie killed in action or died
of wounds. During the past 18 months,
approximatels 4R000 men, women, and chil-
dren have died as a resuit of actidents in
the bomes of ony nation.

Disabling Home Accidents

In addition 1o fatalities, home accidents,
acroiding to the estimates of the National
Safety Couneil, result in 4,700,000 disabling
accidents a yeas, or an average of 337 per-

sons thsabled through heme accidents evers
hour. Home accid are responsible (o1
33 per cent of the disabling injurics resulting
from accidents ot all types in this country.
it is further estimated by the Council that

home accidents result m an annual ccu-
nomic foss of approximately $600,000,000, or

an average of approximately $68,500 an haw
throughout the ycar.

This high sacrifice of life, disabling of m-
dividuals, and economic loss woukl be ap-
palling at any time, It is of particular «ig-
nificante niow, however, when we x4 o igtion
arc concerned with national defense, requir
ing the greatest possible conservation «f man-
power and resources. Accordingly, the pre-
vention *of home accidenls  shuuld Ik
considered net oaly from the humanc andd
rconomic standpowts, hut kewise from tha
ot national vitakity

Epidemic Proportions of the Problem

As a caure of death and disabilinn, the
home accident problem may shpuificantly be
compared with some of the hithecto mapr
diserses i mankind, manv of which haw
vieled to «cientific contsol. For exampl:
during the first <even months of 1940, th,
homwe accident death rate amcng Industeisd
policrhulders of the Metropolitan Life Tn-
surance Company amounted te 120 per hun-
dred thousand policyholders. During the
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same period, a2 combuined rate of 3.7 was
noted for the iollowing five communicable
diseases: typlid fever, measles, scarlet
tever, whooping cough, and diphtheria,

{1 would secin Jogical to consider the con-
ol of the homne accident problem from a
public health or perhaps “epidemiclogical”
point of view and accordingly, to review the
fundamental steps taken by science in the
control of other serious causes of mwortality
and morbidity. In general, these steps bave
heen a5 follows: -

_ L Saentific research—xesulting in an iden-
iHfication of factors responsible for the cause
and spread of the disease under considera-~
hon s

2, Local cpudemiological swrveys—to de-
wermine the existence or non-existence of the
Jiscase and its etiological agents in 2 given
arca:

3 Canteal and preventive procedures—ihe
development of 2 program for the elimi
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following lines:

1. o comprehensive statistical anulyss of
home accident expericnce to determine the
physica! conditions and individual pracoces
chicfly responsible for accidents in American
homes.

2. Intensive and localised home accident
strpeys—io determine whether these known
unsafc conditions exist ar whether known
unsafe imdividual practices are followed in
the homes under consideration.

3. Control and prevention—the removal or
correction of unsafe conditions and the de-
vclopment of safe practices by individuale
in the home.

Actually, in the ficld of home san v, steps
two hand three are very largely the respon-
sibility of the wdividual and his famidy. An
orgunized program of education, however,
% upon an accurate knowledge of condi-
tions and practices sesponsible for home ac-

desnts, is v age action on

tion of conditions producing the discase in
the given area.

Similar procedures adopted by industrial
organizations have, according to the National
Safety Council, resulted in 2 69 per cent re-
duction in accident frequency and a 50 per
cent reduction in acvident severity in the
period from 1926 to 1939 inclusive. Many
industrial orgamizations have been able to
reduce aczidents 10 an zven greator exient,
and 1here are cutstanding cases of large in-
dustesal plants which are now able 10 coa-
Juct thewr operations fos one or exen more
avars withont an accident of sufficient se-
verity w canse kos of time Measures for
the prevemtion of occupational accidemts
parailel those of disease prevention:

Y. Industrial Safecty vescarch—tor deter-
mae the physical conditions and the work-
g practices re<ponsible for occupatiomal
accidents;

2 Lucal  pManmi  swrieys—to  delerouac
whether improper physical coaditions exist
..+ whether unsuie working practices are
icllowed in the plant under coasideration:

3 Conirol amd prevention—the develop-
-sunt and copduct of a well-placmed program
jor the elimination of unsiie conditions and
ilic correction of unsaje working pracnces

Lecanze of the sucoess of thewe funda-
mental steps in the conwrol of disease and
pcoupational accidents, it would seem that
these same principles might well be applied
:n the home accidan problam, aleng the

Y v to
the part of the individual

Some accidents ase due to the design, con-
struction, and i of the buikdi
itself and may, therefore, be considered 2
responsibitity of thc architect and builder
rather than of the occupant The prevention
of such accidents, however, likewise requires
an analvsis of acadent producing conditions.

Existing Data

While we know that the home acciifent
problem is serious, we scarcely know enough
as yct to pravide the basis for 2 real pre-
ventive program.

1 pon records of the United States Cen-
sus Bureau 2nd those of State health depart-
ments, the National Safety Council anaually

i the t of dexths and oon-
famal injuries incident to home accidents
the United States. The data relative to fa-
talities are ohtained from coroners’ reports
and, therefore, can be considered fairly re-
Latde as to gross totals. These data are
classified according to age groups and five
principal tvpes of accidents, namely : bums,
ialls, fircarms, mechanical suffocation, and
poisoning.

No additional anafysis of {atal home acci-
dents is made ou a patiomal basis. Some
hralth departments, however, make a more
detaited amalysis, the most complete being
that countained in the annual report of acci-
dental deaths published by the Kansas State
Board of Health. This analysis classifies
home fatlities by type, locatien within or
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witliout the house, and cause.

A study of home accident fatalities for
the city of Cleveland was conducted in 1935
by H W. Green, Director of Statistics and
Kesearch of the Cleveland Health Council.
In the report of this study, “How Safe Is
Home?* the accident fatalities ace anzlyzc_d
by resident location, age, sex, economic
otatus of the injured party, and type of ac-
cident. Some interesting case reports are
incladed.

In the ficld of non-fatal home acadents,
however, no compreliensive national study
bas been made. Perhaps the most cuinplete
amalysis n this ficld is the five year report
issued by the Travelers Insurance Company,
based upon bencfits paid under personal ac-
cident policies of that compasy The 1e-
port conins 3 farly detailed analysis of
approximately $8,000 home gocidents, by
ype. No cther analysis of bome accidents,
however, is included in the report.

A survey of home accidents vesulling in
hospitalization at the Cook County (Illincis)
tHospital in 1933 znd 1934 was made 25 2
\Works Progress Administration  project
spoasored by the fook County Bureau of
Public Welfare 2.4 supervised by the Na-
riomal Safety Council. This report contained
an anaalysis of 4602 hospitalized accident
cases classified Ly location and by type

Duying 1935 and 1936 the United States
Public Helth Service conducted 2 National
Health Survey with W.P.A. assistance. This
curvey consisteil of 3 housc-1o-house canvass
of 800,000 families in 84 cities and 23 rural
areas. The study was confined to cases re-
sulting in disability of seven days or morc.
In the repost of the survey home accidents
were classificd by means of injury, age, sex,
fmnily mcome groups, and panwe of injury.
The report contains similar analyses of other
types of accidents

The Visiting Nusse

\Wiile theee studies are helpiul, it is our
helief that a successful preventive program
necessitates 3 more complete and detailed
study and amalysis of such accdents than
is mow avalable. As an instrumentality in
developing basic data essential for sach an
analysis, the visiting wnurse has an wnustal
opportunity, since she is in a position to ob-
serve amlyze unsafe . and
przclictsinthcbomcsoflhcpancmsﬂk
is called upon W nuTIC

Raced upon this principle, 3n idividml

home sccident study  covering the periud
irom November 13, 1939, to May 135, 1940,
was undertaken under the direction of_ Pre-
fessor Irna Gene Nevins of the Kansas
State Teachers College and a Fellowship
Student of the Center of Safety Education,
New York University. The study l:lad the
support of the Nafional Organization for
Public Health Nursing and the active par-
ticipation of the Visiting Nurse Associatiol
or Public Health Nursing Associations of
Detroit. Mich., Indianapobs, Ind, Kansas
City, Ma., Minneapolis, Mino, New Haven,
Conn,, Phdadelphia, Pa, Pittsburgh, Pa
and San Francisco. Cal.

As a resuit of this study 330 mdvidual
home accdent reports were submitted by
the participaling members af the Assotia-
tions listed, These reports are now being
wabulated. The report form included the
following questions, to cach of which was
x a check list: “When aml where
did the accident occur?? “\What are the im-
mediate factors?’ “\What are the contribu.
ting factors? “Who was involved in the
accident?” *What was the person daing at
the time of accideat?” “Haw will the acci-
dent be classified 27

A Study by Metsopolitan Nurses

In addition to collecting accident data, the
visiting murse is in an excellent position w
influence safe home practices and the re-
moval af unsafe home coaditions. In ondes
further to eaplore the possibilities of using
the visiting nurse in bath of these fields of
activity, the Metropolitan Life Insurance
Company eatly in 1940 instructed its sal-
aried murses throughout the United States
and Canada to submit reports regarding all
cases of nccidental injury for which aursing
service was requested.  Since the Company
maintains 336 salaricd nursing services, em-
ploying a staff of 678 nurses who handle
more than JOO.00) nursing cases i a year,
a study conducted by thus stafl is nation-
wide in area and covers a large number of
indir idual homes. The study also includes
come 35,000 nursing cases handled in Canada
by a staff of 89 nurses.

This study was undertaken for two defi-
nite porposes : first, to collect accurate data
regarding home accidents; and, second, to
stimnlate nurses’ interest in home safety
through familiarization with such data.

To launch the plan, letters of instruction
were cent to each nurse early in 1940 and
addinional information was fumished through
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ada. A wtal sheet, covering all urews, tas
also been developed.

In gvena-al. the study is confined to acci-
dental wmjuries sustained by industrial and
wacrmediate policyholders, and groap certi-
Scxscholders of this company. It covers cases
whick are of suficient severity to reguine

motor vehicle, pationnl, pablac. school.  foad are inchaded. Prior to July om
or home accident. vecerds dd vot show the manber of cases
Only in the case of hom aocrimm wese ixats On the basis of

additional data requessed Theer wncindhe
nature of injury, pary of lidy wjused, ac-

lionof!h:inimdmv iscasven of acer
dent, type of acoxicnt, a0d wbscts wnelved.
The data submitied by the mweses ase come

fully reviewed, snd $orm ktcre segieoetang

additional data are sen! & fae B

ecessars, An amabv of the o doens.
tion 15 prepared on 3 monthy daes pcted-
ing to a number of peederrmaned b

classifications.

This study was maiied m the sprwmg ot
1540, and spproximmtely Two mmoeths wore
aceded 1o carry out the proper instrectomal
work and to obtain complesc data. A 1
analysis of accddamal mjurics was preparcd
for the month of April and, om the basis of
this study, certan

le analyses for the
monthis of May, June, and July have been
completed and a quartesly analysis prepased.
For each month as well as for the quarterly
period, analysis sheets have beee developed
sor three geographic areas, mamely: the
United States cast of the Rockies; the Pa-
cific Coast and moumain states; and Can-

aets and agpproximately 9 per cent of the
Muaaten.

Accecdisg 10 daf c:fpcrim s"mfc this
wewy i parod, i il evenlually ncude
msy o home acadent cases a
month oc 3 total of about 6,000 a year. Since
e study 83 date, bowever, covers a period
ull‘huewhalheremlurtpoﬂrdmhs
pogpcr caa anly be od as indicath

tronds and illnstrating the type of
duta whyh will be available a3 the undy

E

E

It is imteresting to note the closc compar-
i~oa between the percentage of home acci-
dents reported in our study and the similar
percentage estimated by the National Safety
Council. For the three months covered by
this study, 50 per cent of al injuries re-
ported, or a total of 1,572 injuries, resulted
from home accidents. The National Safety

the Uhnited States cur study shows this fig-

Table [-Nature of Injury

Eastern  Parific Coast &

States  Mountain States Lanada futal
{uts, Lacerations and Abrasions. . ., ...... e 8% 2% 0% 5%
Bruises and Contusions ..., ........ PN 109, ng 18% 1
Buras and Secalds.. . ...... . 187 18% 34% 199,
Straine and Sp/rainf» 129 135, 1% 1
Asphysiations. . B .- s -
Poisoning . 1% 3% 45T, 243
Fractures and Dmkrcauons 207 17% 9% 19%,
Foreign Bodies . .. 19, 15, 1%
Bites. . FU 2% 5% e 3%
\luluple .o 6% .. . 5%
Other..... .. . 59 3% 34 40

Not Specified | .

1%
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ure at 30 per cent, in the Pacific Coast states
47 per cent, and in Canada at 58 per cent,
An idea of the range of severity of cases
included may be obtained from Table 1. This
and the five other tables in this paper are

based upon a total of 1,572 inyuries, of
which 1,190 were reported in the Eastern
saates, 280 in the Pacific Coast and moun-
taiz states, and 102 in Canada. Thesc figures
<hould not be accepted as indicating relative

Table 11--Fact of Body

=T NP R S e

Hands :;d Fagers
Head, Face. and Neck
Legs, Feet. and Turs

Arms. .

Eyes..

Trunk.

[

Multiple
\at Qpenied

o — ¢ e com—— E -

Eastern  Pacific Coast &

States  Mountain States Canada  Total
13, 165 22¢; 153
9, 205 A% 124
e, %<, 5% 32
ne; L 105 1Y
e, 4 24 1
lo°, 165¢ 1260 169
TR A A
{ Iy { {
14 1% 5% 10,

o

1

Tabie 111 - Actien of Injurced

e

Eastern  Pacific Coast &

States  Mountain States Canada Tota
Walkiag and Runniag 36¢; 325, 6% 345
Household Cleaning.. . 5% 3% 3% SES
Laundering Duties. . . 1% 3% 9% -_‘_(4_«:
Other Household Dutics. T% 1<% 9 i
Cookmg 5% 3 3% 5
Eating. . 2% 2% .2 2‘,‘5
Playing 22% I3% 2% 24€
demg chmng Eqummenl 16 2‘7:: 16
Other... = e o - 1% 165, 25% !3‘5
Nooe or "Not Specified. . .. .. n 7% 1% 152 5¢

Table IV—Locatlon of Accident .

Eastern  Pacific Coast &

States  Mountain States Canada  “lortal
Living and Sleeping Quarters. . .. ... ... 15% 13% 6% Hf‘;_,
Dining and Kitchen Quancls 2i% 28 559, 2‘)‘ ¢
Bathroom -.... . . . ....... 3% 2% . 3"5
Hallways, otd. - . R 2% . l’ T
Ccilar..‘,....a. N e +% 3 3.
Attic.. ... . e e . - -
Stairs o Steps. . 18<% 8% 79 13,
Po:ch U\ ard, etc.. 28 319, 178 30¢;
Gerage....... 149, 3% 1% |\
Other. . 207 29, A 2‘%
Not Spet:lﬁtd . 3% 57{ A _1‘ «
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frequency of home accidents i the respec-
tive areas, but simply as a basiy for the per-
centages in the respective coluomus.
Considering the extensive educational ac-
tivities which have been carried out with re-
spect to the dangers of asphyxiation due 1o
carbon maonoxide in closed garages and to
wsproper ventlation in homes, it is intcrost-
ing that only two cases of asphyxiation were
reported; likewisc that only 2 per cent of
she cases involved accidental poisoning
Aanther indication of the kind of injuries

being experienced as a result of hame acei-
dents can be obtained from a review of the
parts of the body imjured threugh accidents
of this nature. Table Il pre<ents the classi-
fieation used and the percentage variation of
injuries on this basis.

For preventive purposes it is tieccasasy (o
know what people were doing when thev
were injured, Proper emphasis then may be
given 10 the development of correct prace
tices incident to home activities. Table TH
shows the percentage dintribution of the

Table V—Type of Accident

Esastern  Pacific Coast &
States  Mountain States Canada  Total
Faiis fcom Heights. . . 12% 2% 17¢% 1+
Falis on Levels. . 3% 155 6<% 3263
Falling Material 1% .. 6% 29,
Handling Materisls or $2bjects. 1% R 9 2% 109
Stepping oo Objects. .. 6% 5% 8% 65
Collisions with Ohjects. . 12% 16%; 1% 12%
Hot ar Burning Substances. 2% 15% 19% 13%
Electric Burn or Shock. .. 15 9% 1%
{ahaling Gas o Smoke. . .. -
Puirons. Not Gas 15 6e 5% 35,
Sther 6<% 9re 135 7<%
et Specificd . 1%
Table VI Objects Involved
Eastera  Pacific Coast &
e - States  Mountain States  Canada  Total
Houshold Furnishings or qu:\men( 159 1A 145% 139
Fioer Coverings. . ... - e 3% 2% 3% 3%
Shippery Surfaces.. .. - 1% 7% 1% 7%
Toys and Qlay Fqu:pmcnt .. - 1% 3% 2% 19
Tools and Sharp Ub_yects 13% 9% 7% 1262
}I(en’s-ls N 'Zl"% ;gy }-;":7: 3/70
o] L. . ¢ % °
Animals, lnseats etc. . g 6‘}£ 45
tleating Equipnent, etc,. . . 1% 5% 3% 4%
L aundering Equipnent aad Materals, 44, 6% 19, 5%
Inflammable Liquuls or Materials . ... 29, 3% 3% 29,
{Jther Household A[rdmncs ..... . 14, 1% % 2%
Piumbing Fixturcs . 19% .. 19,
zcructural Defects. . 2G; 3% 3% 1%
irtearms. .. .. . .. ..
Automobile. . . 141 39, 1%
Muldiple. 19 .. 1% 1%
Ocher. .. . 1295 25¢%, 19 15%
“oae ar \ut %r,cnned 219, 119, . 18%
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home injurees by the action of the injured
at the time the accident occurred.

For a proper proventive program it is aleo
necessary to obtain some information re-
garding the place of occurence of home ac-
cidents, Table IV indicates the percentage
of injuries by room or other location on
the home premises.

Cousidering  the type of accudents (see
Table V), falls on level are ourstandmng
with a total of 32 per cent. In the Pacific
Coast area, however, this item was respon-
sible for only 16 per cent and in Canada only
6 per cont.

Iastly, Ui study included an analysis of
the subjects mvolved in homie accidents, as
indicated by Table VI,

This survey, althosgh incomplete and of a
comparatively short duration, seems to ndi-
cate that the public health narse is in a po-
sition, because of her training and her fre-
guent contact with individual homes, 10 serve
as an excellent source oi information re~
garding home accidental anjuries. In the
absence of official reporting of non-serious
home accidents, it is reasonable to suppose
that we can Jook upon the visiling nurse as
aa cifective instrument in the collection of
data of this mature. Besause of her training
in the ficld of prevention and because of hLer
close educational contact with individuals
in the liomes she visits, she is also in an ex
cellent position to utilize this experience in
a useful and constructive mammer for the
advancement of safety.

HOME SAFETY ACTIVITIES OF SELECTED NATIONAL
GROUPS

The American Red Cross
By RICHARD W. THRUSH

Assistant Director, First Aid and Life Saving, American National Red Cross,
Washington, 2. C,

There bave twen safe practices oi one kimd
and angther abou? the places where peopie
live sioce the beginmung of home life--there
is wo cloe a relationship between accident
preveniion and seli-peeservation for it 1o
have been otherwise But admitting all
this, safety for the home, a+ compared
with industrial mafety or highway <afety,
for insance, has lagged territdy  behind
the woprovement and the convenicnces of
nwdern home life and the 1a-1 moving
times in which we live. In fact we can
well say that home safety has not only
lagged hut has: been, to a great extemt,
forgotien as a definite effort winle we have
been busy abowt many other oatters.

The first responsibility in the direction
ei safer conlions in and about cur hownes
ard toward 2 better sct of habits and atti-
wdes for acadent prevention lics in the
creatizn of an awareness of the problem.
But awareness of acadent hazard: is only
2 part of the beginming, Aloag with 2 cone
sciuusness oi what causes the accdents
(which result in some 32,000 deathis in our

homes vach year) muost be dovelomd a
determmaton that these accwdents o a vens
large measure can and shall be prevented

The whole effort needs to be imbividu-
alized. The very nature of our hume life
indicates this. We have no group or organ.
ization responsibiliny here as exists in i
dustry, no set of laws and regulations as
in dealing with traffic Those of vs who
conicern ourselves about this particular phase
of safety realize more and more hew in-
direct and almost subtle our approsch to
the home must be, however well inten-
rioned our purpase.

From the standpoint of the Red troes
it appcars that we have an apportunity
and a peculiar responsibility because of the
very nature of our organization sct-up.
There are 3,700 Red Cross Chapters in the
United States, Frequently they are on a
county basis, but since there are valy abowt
3200 couanties there are cousiderably morc
Chapters than counties; in other words the
Red Cross Chapters quite completely cover
the eutive country.
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Locaily those who are mterested in the
Red Cross are interested, 100, in the other
worth while community activities, and by
the same token the members of other groups
are interested in what the Red Cross does.
Also, there are more than eight-and-a-half
willion boys and girls curolled in the
Juntor Red Cross, so that we have an alto-
gether natural service program relationship
with the schools in particular through this
medium,

The accomplishinents of the Red Cross
i ity training programs related to safety
are rather well known. It is worthy of
note, however, that 656,803 persons com-
pleted courses in first aid and i water
safcty last year. That means that for each
working day more than two thousand cer-
tificates were issued for courses that had
Leen compicted in those subjects This work
in first ai! and in water safety is menticoed
because it does have a direct hearing upon
safery at home. For example, if 2 man is
trained in first 2id in an industry, he does
not leave at the plant the Immalt:dgc fte
has acquired when hc goes home in the
cvening

But specifically the Red Cross has a
program designated as Home and Faomp
Accident Prevention which is designed to
contribute to the efforts beng made for
home safety. Incidentally, in linking the
farm along with the hon - 5t is well 1o keep
m mind that while, in G instance, we are
Riving thought to an otcupation, at the
same ane it 1s &n occupation which is more
closely associated with heme life than is
true gf any other ¢ upation, Or to reverse
the micture, the hame life of 2 farm family
it not confined to the four walls and pos-
»ibly a yard but inciudes the barn, the
orchard and everything to the far line
fences More deaths occur in famlmg anci-
dents wlhan in any other oceupation

The approach to home and farm accident
prevention, as we see it, is through educa-
tion, just as this Gas been true in First Aid
wad o Water Safety. When we think of
cducation, we thmk both of children and
of adults. With this in mind it is our pur-
pose to cuoperate with the schools, with
roung people’s organizations, and with any
adult groups intercsted or who may he
interested in the problems of home safety
hoth wrban and rural,

W uner there has been or is 1n ous

program in the nature of camnpaign has
been meant as a stepping stone 1o higher
levels of mluest and acocomplishment. The
emphasis is upon year-around program de-
velopment and such seasonal harzards as
need particalar attention at particular times
in the yrar.

To assist schools and jomh groups in
their efforts a pamphlet on home and farm
accident prevention is provided to teachers
and leaders. Four hundred thousand copics
of this pamphlet were distnibated last year
as a part of definite programs developed
in or through the Chapters Based upon the
information and the stimulation provided
through the use of this material between
nine and ten million check-lists of common
hazards were distributed. Also 85,000 posters
reading, “Their Safety Depends on You”
were provided.

Ca the adult side of the program 19,000
vopier of “Group Discussion Materiaj—
Home and. Farm Accident Prevention”™ were
used last year. Courses have been devcloped
for the trammx of adult lcaders lo careyv
our program in Home and Farm Acadent
Prevention, and & start bas been made in
= more formalized presentation of thes sub-
ject to adults in P.T.A, Granges, Service
Clubix, and in a2 multitude of community
groups ready-made and otheswise.

We have taken pains to provule nwch
publcity for both the press and the radio
and are regulacly issuing a news-lener,
"Home snd Farm Accident Prevention™

In addition to the matenal produced and
provided by our own orgamzation we dis-
tributed last yeac through our Chapiers
35,000 of the mer) Service  posters,
“Yours in Trust”

Just recently we have completed a serics
of 14 nation-wide radio broadcsts. This
program, “Listen and Live,” proved to be
a very nteresting psoject with a high re-
sponse from all sections of the country.
We had excellent cooperation from a variety
of organizations and governmental agencies
in this series,

All along the Jine we have had excellent
relaticnship with the schools. We are glad
to have them understand that the Red Crass
is endeavoring only to help them with a
problem and with a program in which they
themselves are interested. The same thing
applies to the youth organizations The
National Safety Council has been most
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helpiul. Whihout the material they develop
o home and iarm accidents there wouldn't
be muoch in the way of directiormal signs.
We are learmng mach as we go aloug.
For mstance nothing is move important than
miormed, imterested and active local lead-
ership wn this field. We kmow too that there

15 0o more japortant place to contribute
10 the individual 20d gemeral morale than
through sajer and couscquently stronger
homes. We recognize in the words of W.
H. Camcron iz a recent editorial, “We must
go at this business of safety as though
it were a life-long job—which it is!”

Boy Scouts of America
By FRED C. MILLS
Disecior, Health acd S8afety, Boy Scouts of America, New York Cicy

The bome safety program of the Boy
Scoot. of Ameniaa is o comph:l:ly inter-
woven with cvery other part of its health
and safety activities that it is difficult to
«eparate it, for we have pruceeded on the
premise that each part of that program gave
suppart and mmpetns to the whale

But here arc 2 few facts and points which
may help you beiter to understand our work.
We have a three part program of health
and safety:

1 Proteciion of Scoats; 2 Education o1
Scouts; 3. Service by Scouts,

Gur No. 1 point in protectioa is the med.
ical examivation of cach Scout in ovder
timit his activitics if necessary. This I men-
nmbcauscohtsmwuncclomqm
of accident prevention.

Every Scout gets some home safety im-
struction and every ooe recetives firse aid
traiming 25 3 past of his advancement pro-
gram to First Class rating.

From there on wp 2 knowldgpe of it s
mandatory.

In 1939, 101,000 Merit Badges were
ecarned by Scoats in the following subjects.
all of which have 10 do to & very great ex-

wasider the growing fatality list and 1 ask
myself wkat excuse we have for not having
deoe move. more and still mote with our
opportumities,

1 asl: eayself why I <er on the grogram
today the Cranad of bar six mationpal organ-
wations reports rather than 66 or
even 066 and m all scriousness [ wonder if
it is to 3 coasiderable extent our fault.

Where arc representatives of that most
pownerinl infloence in huwman  affairs—the
churchey of Amersca—many of whom and
perhap< all are imterested mm the temporal
23 well av the spiritwal weliace of their
people.

Where are the racial group represcnta-
nves—Negroes, fodians, Mexicans? They
are counted ia the il of dead and injured

Where are the represantatives of Rucal
Amverica in whose dwellimgs most of these
home wordemes occmr? Why are not the

represeptatives of the Farm Burcaw, the 3-H
Chﬂn the Granges here?

And the iratermal and Young Weamen's
and Youog Men's organizations? \Where are
they?

Pzrhp car oeganiztion with s great
these other organizations

tent with home salety, cven inchudimg
Marksmanship, a major postioa of which is
safety with firearms in and out of the
house: Firemanship, First Aid, Marksman-
ship, Safety.

Besides these, but very closely related to
them, are the Personal and Public Health,
Sliing and Swimming Merit Badges of
which 88,500 were carned in 1939,

While I take pride in this report becavse |
of the fine work done by the Scouts who
acquired those skills and the lcaders who
taught them, I feel wvery humble when [

has soum:bow failed 1o sumulate their In-
terest. Certaimly there has been a “failure
somecwhere. They are not here but thcy
shoutld e The belp of c\-ery single group is
needed. Hhat ix the axsaer?

I wish to submit te the Home Safety Com-
mittee of the National Safety Council the
recommendanon that the following informa-
tion be made available for the guidance of
° those organizations who coopcrate in this
cort -

1. A definition of the home as 1t has o
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do with saiety: Does it mean the hause in
which we live or the house and yard, ount-
Lutiding> and barns or perhaps the whole
farm property, or dues it mean the neigh-
borhood surrounding the house?

2 A breakdown of accidents into kinds
and then inlo causes in so far as they are

knowit.

3. An apportionment of work to various
cooperative organizations. Of course there
will be overlapping of effort, but that can
be constructively coordinated if we talk the
same language and teach the samc methods
and stdive for the same common end.

Home Safety Program of the United States Housing Authority
By HOWARD L. WHITE
Management Review Division, United States Housing Autharity, Washngten, D. <.

Effective safety standards w1 project de-
sign and mamganmt are prerequisites of
good public } This s briefly
sums up the attitude of the United States
Housing Ambority townard the guestion of
~afety s jwesent large-scale slum clear-
wiwe ask] rewasing program

Useler this program 193 locally appointed
femang authorities have or are now de-
sl 7 projects of 134,209 homes.
Hustenenon fias started on 276 projects of
ahalh 7% progects, totaling 29,559, homtes,
are enher occupied or about (o be temanted.
Iy addivon, 49 projects formeriy con-
ssegiedl by thie PAVA Housiuig Diviston and
5 wnder the general junsdiction of the
d Ster Hoosing Amhority, are in
AfeEdnna

Tie -aicty record of poblic boasing in
e Upited Siates has been oxceptionally
farorable Om the basis of one and one-hali
s ui accident experience, rate reductions
wi 08 par cent on lability coverage and 39
Fer cenl un firg coverage were allowed on
blmaku roliciecs for 4 occupicd projects.
The ¢ riductions represent savings - over
v rage fire insurance costs for apartment
buiklings and savings over original 25 per
o preierred rates on liability costs,

4 study of the 1939 accident records for
e 4% PWA  Housing Division Projects
uedee UUSHA jurisdiction indicates, how-
wset, that thare are grews opportunitics for
ruptbiey reduang accident bazards in the
ivw-runt  bousing fiekd These projucts
Linred 189,923 people daring the year Their
wocident reports list ome fatality and a total
ul Lp]:rleil"n(t‘ﬂ 129 accidents and 61 fires
resuiting in injurics and/or property damage
within project bovndaries An analvsis of
o2 andieates that 30 of the accidents and

36 of the fires nught have been prevented
iy safer planning and designing.

We realize that as moie projects are
completed  amd occupied the problem of
safety for tenants and o‘pmung personnel
becomes relatively mure important. In addi-
tion 1o h aticns, eco-
nomic saviags to (cnanb which can b re-
alized through the climination of accident
hazards are highly desirable. In view of the
limited income of the avesage family in low-
rent housing projects even a  tanporary
loss of incame becanse of an accident may
result in extended ecomomic hardshiy,

The initiation, devel and
ment of public housmg projects are vested
in Lom! Hoasing Authocities. The respon-
sitality of the Unued States Housing Au-
thoeity is one of a banker wim has leaned
moncy and wishes 10 protect hic invests
ment. In proiecting this investment the
Uniied States Housing Authority has jound
it necessary 1o st certam slandards and
policies with which local authurities are ex-
pected to contorm, It is through these pol-
icics and standards, as well a~ through wd-
vice and counsel, that we are able through
our dealings with local howsing authanties
to faster rafety conciderations.

We i the United States Houring Author
ity are concerned wath Aowe safety ar e
difinite stages. During the development and
construction of a project we are interested
in the safc design of dwellings. After the
project has been compicted and has entered
the management periexl we are nterested
in conducting safety cducation activities
and rectifying any mistakes in design which
might have been overloohed during the de-
velepnient of the project Let us fist con-
sider the development or coustruction stage.
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I counsehng wuh Local Housing Au-
thorities and in the development of written
guide materials, the United States Housing
Authority has made a special effost to con-
~nler safen in the design of hollxmg pro,-
wets. These many separate rec ons

medscine out of reach of swall cinklren, and
wherever possible providing a lock

15. Locating cooking stoves at Jeast ons
foot from jambs of windows. Ranges with
open flame burners should be located so

ApPEATING it epcaﬁntsons arx] bulletins not
specifically concerned with safety have re-
cently been brought together in a document
entitled “Plamning for Safeiy ™ Design sug-
ge-tions which have evolved from the
operating experiences ai our earlier projects
have alse been inchuded

0} the many design factars which we have
crmsidered imporant to safe coastruction
and nperation. only those pertaining directly
tn home <afety will be of interest to this
areup Some of the more important of these
arc as lollows:

1. Locating rendential buildings so that
first floor levels arc approximately 14
inches above grade in oider to avoid unes-
weriteal oulside steps at entrances.

2. Providing mlkcquate dwclling unit stoc-
age facilities to minimize the necessity of
<taring tons, cquipment, tools and items in-
sedving a fire hazard in hazardous locations.

3 ElLminating elevated porches wherever
pasuble, and when they are used, providing
lngh railings of safe design with toe boards.

4 Constructing enteance platforms with
non-:lip finishes, and with railings wherever
~uch platiorms are raised.

3 Avoiding the use of glass panels in the
loner portions and in the pushing areas of
donrs.

G Aniding e Jocatwm of doars toa
clase 10 stairs

7. Priniding well senuecd screens.

& Requiring window <lis at Jeast 32
inches above floor level.

9. Using straight stair runs wlienever pose
sibie, with risers and treads meeting accept-
alle -afety stundards.

10 Consiructing continuuus hand sails for
vach s@ir run, designed to prevent children
fronn ~queezing through.

11 Providing non-ship floor surfacing

12, Instaliing bathtubs with fat, anti-skid
Lottoms

13, Providing weab bars 1 comnbusanon
with soap dishes for bathiub< and <hawer
il

i4, Tocating atility <closets for stoing

that fl; will not he sohjeet to draft- or
in the path of blowing curtains.

16. Selecting a type of range with oven
and bLroiler raised to a level which mini-
mizes dangers of stooping and lifting heavy
hot objects.

17. Asvoiding low tspes of hot plaes on
which skirts may catcl fire.

18 Locating eclectric ice boxes and other
clectrical equipment far enough from the
sink 30 that their handles cannot be grasped
conveniently while touching faucets ot sink.

19. Providing adequate and convenient
shelving, most of whith can be reached
without climbing on chaics or ladders, and
avoiding shelving above cooking ranges.

20. Locating clectrical switches and pall
cords in bathrooms amd kitchens away from
plumbing appliances to minimize the posci-
bility of simultancously grasping two fix-
tures which may, in the case of a faulty
clectrical connection, complote an clectrical
circait and produce & shoch vt burne,

21, Providing adeguate ligiting w0 all
roomis with switches placed w0 an o enable
persons 1o turm on lights before entering.

22, Providing adequate lighting for dwell-
ing unit stairways so ax to minimize shadows
during descent, with threv-way swatclies lo-
cated bath at the bottom and top of staire
WALS,

23 Designing all electocal weork v ac-
cordance with the National Electrical Code
and wsing only those rmaterials approved by
the Underwriters' Laboratories, Inc.

The iactors which I have just enumerated
are indicative of the consideration engineers
and architects concerned with the detclop-
ment of USHA-aided projects are giving to
the unprovement of safety in the home.

After every reasonable effort is made in
designing a project 1o climinate safety haz-
ards, it then becomes the responsihility of
the housing manager to reduce hazards
through safe maintenancs and  operation,
However, we vealize that enly part of the
hazards may be met through the direct ac-
tion of management The others are due to
fhuman factors bevond direct contrel. Ten-
ants engaged in the activities of daily life
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m thow own humes are subject to a wide
range of hazayds. The omly contsod is
through the tenants themselves. For this
reason management can make only an in-
direct approach, and this can best be done
through a program of safety education.

As a part of s community relations pro-
gram, the United States Housing Authority
is concerned with the stimulation of safety
education zctivitres in local housing projects.
These activities bave developed differently
in various localities.

Some project managers bave incorporated
tome safety hints and suggestions in hand-
books preparcd for and distributed to new
tenants as they move into their new
In 2 few cases, mimeographed bulletins
have been nsed to supplement handbooks.

Local chapters of the American Red Cross
have been very cooperative and helpful in
supplying teachers and educational materials
for first-aid and safety courses in a number
of our prejects Social and recreational
rovms  provided in  commumity  buildings
and in other paris of the projects bave been
used for class purposes. These courses have
been conducted primarily for project ten-
ante, although same have been designed for

project mintenance personnel

Project uewspapers sponsored by tcmant
organizations or by other tenant groaps have
been instcumental in spreading information
on home safety. Very few of these publica-
tions, however, have emphasized this type
ol material.

One of the problems peculiar to low-cost
housing is the presence of a large propor-
tion of new tenants who are unfamiliar with
the use of stoves, refrigerators, and other
equipment provided in their new homes.
Recogmizing this probk the
staffs of most projecls bave pronded indi-
vidual instruction or group instruction on
the safe use of equipment This instruction
is usually provided when the family moves
i or soon after.

Aware of the need for a well-planaed
;;:gra.m of safety educarion, the United
: Housing Authority has been working
with the New York University Center for
Safety Education on the development of
safety cducation materials and a course
outline which will be made arailable to
local housing authorities some time in the
future. The major portica of this matertal
will be concerned with home saiety.

National Congress of Parents and Teachers
By MARIAN TELFORD

National Chairman, Committee on Safety; Director, Traffic Safety Education
Project, National Congress of Parents and Teachers; Director, Education
Division, National Bafety Council

The National Safety Committee of the
“ational Congress of Parents and Teachers
was organized approximately twentv-eight
years age. Since its inception the Commitiee
has assembled information on the home ac-
cident problem. It has distributed home
safety tests, hoine inspection blanks, and
other materials. As carly as 1928 it de-
vated one part of a three-part survey ta
home accadents. School and community
hazards were also surveyved at the same time

Two phases of the present program will
iw: discussed in this brief report.

Earlier this €ail the National Board of
Vanagers of the National Congress voted to
include the subject “Housing” om 1he Na-
tional Study Program. Perhaps there are

some peaple who think of housing in terms
of the Federal Housing Authority. We gro-
pote to nake a study of the peneral subject.
The «:3k of the parucular govermmental
agensy 1o this field will be inGdenzal.

We conducted last year a family accident
survey  Five thousand families containing
at keast one individoal bolding 2 member-
ship in a local Parent-Teacher Asseciation
participated in a three-month study of home
accidents The purpose of the study was 10
determine how the accident problem, widely
recognized as 2 tremendous social problem,
actually affects the families of representative
Parent-Teacher members. Every state in
the union participated in this stody.

Pavent-teacher leaders feel thev car now
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concentyate theic safety efforts on specific
problanskno“lob:lhcpmblunsof(he
familics represented by memberships in lo-
cal parent-teacher associations.

For cxample, the survey showed that
among parcmt-iacher families home acci-
dents alone exceed n number antomobile,
bicycle, public and oocupational accidents
combined. Falls and bums were the most
common type of home accidents reported.

Public accidents—accidents oaccnrring in
public places but not involving automobiles

—ranked sccond 10 impostance on the basis
of frequency. School and city playground,
roads and highways, public parks, yes, even

church basemenits were the locabions of thesc
accidents §

Automobile actidents were reported only
about wnc-third as frequently as public ac-
cdents, about coe-sixth as often as injuries
occurting at home. However, accidents re-
sulting from the carel use of aut Dilex
were far more serious than those of amy
other type. The only fataiitics reported dur-
ing the three-month period resulled iroen
automobile accidents.

Almost as many families were affected
by injuries occarring to individugls at work
as were involved in automohile zccidests.
The selative importance of the occupational
accident problem came as a surprise to state
and national paremt-teacher leaders The
loug cstablished safety program of the Na-
tional Congress of Paremts and Teoachers
has rardly, if ever, included any reference to
lcchmqmes of oocupatwnal preven-
tion. This appareat gap i the program is
now under consideration.

Reports received during the survey have
been reviewed from many angles. Fallowing
tabulation by major classification of acri-
dent types—home, public (not motor vehicle),

*

The home safety activities and materials
of the Camp Fire Girls were described by
Mrs. W. T. Grable, Executive Sc\’:rtmq'
Chiicago Council, Camp Fire Girls, Inc.

motor vehicle amd  ocoupational—repurts
were scrutinized for additional information
of valoe in the development of a safety pro-
gram. When did the accident occur? Who
was injured? These and other questions
were asked.

About 75 per cent of the accidents re-
ported occurred between noon and 8 o'clock
in the evening. Bicycle accidents were con-
centrated in an even 2 two-
thirds of these having happencd between 3
o'clock in the aftermoon and 7:30 in the
evening. Saturday and Sunday were free
from occupational accidents, but with this
single exception accidents were reported
with about the same degree of frequency
throoghout the entire week.

The age and sex of individuals Injured
throws further light on the problem. In-
fanis, youth, middie-aged and the aged—all
of these suffered in home accidents, with
burnts appearing to be pasticularly haz-
ardous to infants and falls to the aged.
Youth of approcamately high school and
college age were involved in the majority of
public-not-motor vehicle accdemts, while
their yomnger brothers and sisters of (e
mentzry amd high school age were tnjured
while riding bicycles. Boys and wun were
injured far more frequently than women
and girls, except in those a te oocurs
cing at home.

Additional sources of data, such au teports
of health, motor vehicle and police depart-
menits, are baing utilized by parent-teachwr
deaders in planning future programs.

\We bave been interested in the wide-
spread expression of interest in this survey.
Roquests for copies of the materials used
have been rectived from seven national or-
gamizations, 31 states and groups of various
kinds, and five Central and South Amwerican
countries

» -
A simlar presenfation in regard e the
activites and matomls of the Girl Scouts

was made by Rosabel Busch, Program L)i-
vision, Girl Scouts, Inc., New York City

Demonstration Meeting, Home Safety Committee,
Minnesota Safety Council

Presiding, A. V. Ropweper, Superintendent of Safety and Welfare, Duluth, Missabe and
Iron Range Railway Co, Duluth, Munn. ; Vice-President for Home Sakety, Naticnal Sajety

Coundl.
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Home Safety Panel

The home safety panel was presented by
members of the Home Safety Section of
the Miunesoia Safery Council Panel par-
ticipants were .

Mrs. H. W, Brodt, Hoine and Communmty
Chairman, Minn. Farm Burcau Fedecation,
Fairmont, Willlam H. Brown, Director of
Safety, Northern Siates Power Co., Minne-
apolis; R. A. Jakoubek, Ficld Representa-
tive, American Red Crass, St. Louis, Mo.;
C. H Zealand, Exccutive Secretary, Min-
nesota Safety Council, St. Paul; Dr. R. M.
Burns, Chairman, Radia Committee, Minne-
sotla Siate Medical Assn, St Paul; Mrs
Ada  LaPachek, Chairman, Worthington
Safety Council, Worthington; Frank C.
Berry, Executive Manager, Hennepin County
Safety Council, Minneapolis; Theodore F.
\Wold, Director, Hotel & Restanrant Insp.
Div,, Minnesota Department of Health, $1
Paul; Ralph A. Rohweder, Assistant Sec-
retary, Minnesota Safery Council, St. Paul
(Pane! jeades).

= s s

sk, RALPH ROHWEDER: A most
Iragwcal starting place for 1his exposition of
the Minnesota Home Safety Program is an
vaplanation of the principles that guide our
w bivities,

MR ZEALAXND. The basic procedure
w e prevention of home acadents is the
-ame as for other safety work im that we
attemipt to guide activities by the lestons
wf accudent experience  First, we sysiemat-
wally  recant the individual facts abow
sl accidans. We sammarize these facts
amd disconer that hundreds and thon<ands
ot acadents arc the gwodoct of relatively
ivn dangerous acte, a fow unprurcr designs.
e then effect ch i teck pol-

studies of nom-fatal injuries. We have
started this type of investigation in Oim-
sted County, the location of the famed
Mayo Qlinic. There, every accidental injury
treated by a physician is rcported to the dis-
trict health officer. The heaith officer send«
a detailed accident report form to the vie
tim to learn cansal facts. During the first
two months of operation 227 home and farm
accidents were reported in this county of
enly 35500 population. 1f the experience in
Olmsred County is typical, there are 72,000
home and farm accident victims treated
every year by Minnesota physicians.

MR. ROHWEDER: And at that rate
there would be 4461000 home and farm
accident victims treated by physicians every
sear in the United States. The facts un-
covered in accident studies take many forms
One of the mast obvious uses is a list of
hazards far use in “seli-inspection” cam-
jaigns, .

MRS, BRODT: Uniil recenmtly, neasly
cvery organization working for safer homes
in Mionesota bad its own home hazards
check list  Inevitably some homes were
checked 2gain and again while others were
completcly missed The forms vasied as to
points covered. Few made definite sugges-
tons for the chmination of listed harards,
So we combined and refined the best points
ui the various forms, added new owes, and
produced a2 new home in<pection form for
housewives It is available to every organ-
raton in Mivocsota.

MR ROHWEDER 1 lave noticed that 2
aumter af the goedwns m any check lis
cuncern gas and clecine applances and their
fiings. It secms w0 me that a direct ap-

e amd designs by every means at hand,
thirough every interested agency.

ME. WOLL: There are two parts o the
aveident investigution job being dooe by the
Muanescia Department of Health,

‘The first 15 2 follow up inquiry iato iatal
avcidents. Our Burean oi Vial Statistics
ucries the attending physician or informant
beted on the death certificate of every home
or farm accident victim. For hrevity, spe-
oal forms, identified by color, are used for
each type of accident.

The second part of our accident muvesti-
einn work it comprised of sampling

h is w the manuiaturers and
u.rpplm of thewe raxterials.

MR, BROWNX: Gac and electricity are
realfly safe cervantd becansc the wpplicrs of
thee forms of owergy takr claborate pre-
castions m their distribution  The vollage
of your boute arcom, foc mance, repre-
~cnts a labnce betwens <aicty om onc hand

is highly perfnmed to inform cu-tomers of
Jeake. Mimor service work is afforded free

by the mitiy i For i c,
ranges will h: propal's adjusted 10 pﬂ:u:nl
the irecing of carbom monoxsde.
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In Minnesota several companic. ..e sup-
plying educational safcty material tu schoals,
scout troops and other organizations. Meter
readers ofier occasional safety sugg.stions.

DR. BURNS: Additionzl cooperation
must come from lamilders. Perfectly safe
heating plants are possible. At least a part
of the auto garage hazard can be climinated
i design. And these ase not the only acd-
dent possibilities that can be climinated by
an engineering approach. The United States
Housing Authority and the American Pub-
lic Health Association have publications
containing  standards of safe desigm for
builiers. The Saiety Council is attempting
to supply educational material of this sort
to every architerl, ctomtractior, building
tradesman, boilding supply man, realtor and
lrome buyer. A brief list of safety pointers
ior builders and buyers is in preparation.

MR. BROWN: The eniorcement of
safety standards for housing units and fur-
nishings is accomplished in three ways. The
first is govermmental regulation. The most
impartant things to remember about voded
regulations are that they must be liberzl to
encourage building ; their specifications mast
be flexible to allow for technscal progress;
and adequate provision must be made for
administration. The last point cam be
strengthened by 2 question. How many of
¥ou cven knmt what agency or agencies ad

r ¢ regulations in youwr com
mmm_\':

A sccond vanety of regulation is imposed
by fnancing agencics that refusc a lnan
upon any structuce not meeting their speci-
fications. Home loan exccutives in Minne-
apolis inform me that safety and utility are
parallel considerations in thew inspection
program.

The third type of enicrcement (% the tvpe
administered by tesiing and approving agen-
cies which owe most of their power to pub-
lic respect. One such agency is the Under-
writers” Laboratories.

MR. WOLD: The Huotel and Restaurant
inspection Division of the Minnesota De-
partment of Health bas authority 1o require
certain Gypes of fire excape installatbous o
hotels, lodging honses, and resorts. In some
cases it is necessary that our Division ob-
tain the cooperation of the State Fire Mar:
shal's office in enforcing compliance with
proper fire escape regulations, such as in
combinarion hoxel and apartmeat lLiouscs,

where part of the building is subject to our
regulatons and the balance under other law
enforcement agencies. The State Industrial
Compmission can inspect hotels aad apart-
ment houses for the safety of cmployces.
Nevertheless, for all this authority, the only
city in Minncsota in which every dwelling 1=
regularly inspected is St Paunl—and St
Paul, which 13 one of the oldest citics, hav-
ing many apartment houscs, hotels, and mul-
tiple dwcilings, by its nature highly sus-
ceptible to fires, hay the scventh best safety
record in the country.

MR BERRY: Even without official home
mspection, Mmneapolis wen an award in
the U. S. Chamber i Commerce Fire
Wasie Contest fast ycar, and we are now
working for bome inspection. Many of our
home safety activities arc conducted by vol-
unteer groups  The Minneapolis Boy Scouts
distribute safeiy literature and maintain hy-
drants free of snow, The Girl Scouts con-
duct a home hazard removal project. The
Campfire Girls lcun how to live safely as
part of “living efficiently.” A playgruomt
organization, “The Knights of Safcty,” pro-
vides safery training primarily through an
advancemat program,

MRS. BRODT: Minnesua clabs mcos-
porate both safety projects and safery aw-
tivities in their program  Altogether, 35,230
club nember. sepresenting every caunty in
the state touk safety last year. That is,
three-fourths of the total 4-H memberslip
Typical of their activities were the 45 safetv
demonstrations at lact year's stale jair and
the more than 200 sefety demon-tiasions at
county fairs

MR, TARKGUBER : The Camwpiite Guls
during the past jear Lave naucealfy celic-
brated and worked out their Inrthday
project entitled “Skilliul l.\\"ing," The Min-
nesota girls selected two activitie:: “Safety
Through Home Handicraft Projects” and
“Safety Through Knowledge of Contribut-
g Municipal Agencies,” Under the first
heading the girls studied and recuniéd has-
ardous condifons sround their homes by a
direct contribution of such thing. as safe
kaife holders, hot pads, secaring rugs and
manv other handicraft projects 150 numer-
vus o mentionr. They alse studied, under
the direction of caperts from public »ervice
agencies, lhc pmpcr care and wse of clec-
trical and water
facilities. l\nov.lcdge of fuse Loxes, gas
shut-offs and similar pouit~ were discussed
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and proper vsage deawn<trated and

Tvm qfety sessions are in the Mi inncsota

prac
ticed. The girls also arranged for exhibé

’s

talks and demonstrationx to adult groups.

In the secoud classification of effort
wward “Skillful Living,” the girls surveyed,
under guidance and in groups, various pub-
lic service agencies to learn first hand about
the manufacture and use of the products of
these agencies.

Bov Scouts developed their coutribution
toward the safety of Minnesota primaridy
through the merit badge program., Nearly
5000 awnards of this nature were issued in
the past vear on topics covering or clasely
alliet to safery.

Added to this effort were numerous pub-
hie service activitiess The sale of 30,000
“GO-FOR-SAFETY" emblems to the citi-
rens of Mionnesota 10 awaken and creste in-
terest in safety was one. Distribution of
Red Cross Home awl Fann Accideat Pre-
vention pusters and Fire Prevention Week
potters was ancther. A home check list for
individual home inventory of hazards and a
check of hazards at troop mecting places
developed much interest among the boys.
Parades and demonstrations carried the
hoys' efforts to the attention of adults, and
many fathers reccived valmable information
from their sens when the boys conducted a
firecarms safety program for Juncheon and
<n¢ial groups composed of men.

The Girl Scouts work an projects related
1o their homes and environments and create
exfubits and displays.

MRS LaPACHEK: Tisc Famuly Acddd

Tbe Pubhc Health Nucses' Conference zt
the Umiversity last spring took place amid
Iwme safety posters, literature amd exhibits.

MR, JAKOUBEK: The 8 Minnesata
Red Cross Chapters during the past year
have pushed forward in home safety through
2 number of chaunels. Forty-eight chapters
bave organized w0 bring to the public,
through the Red Cross Home and Farm
Accident Prevention Program, home check
Rsts, group discusgions, teachers’ manuals,
posters, plays. radio and mews publicity a<
wel as direct contact on localized and spe-

il hazards.

Through First Aid, 75 per cent of which
hax direct bearing on azeccident preventioa,
Minncsota’s Red Cross Chapters instructed
10,740 persons in 1939-1940,

DR. BURNS: In the schools 2 committes
of home economics teachers has met and dis-
cussed means of injecting principles of
safcty into heme courses. They
decided that three operations were neces-
sary. (l) Revision of present curriculum

; (2) Supplying pertinent material;
and (3) Commcmg and training tcachers.

With the University of Minncsota, Min-
nesota Department of Education amd the
Minnesota Education Association doiag the
theorizing and the St. Paul schools the ex-
perimenting & revised home cconomics cur-
ricolum will be devised.

MRS. BRODT: Tle women's division of
the Mi Farm Burcau has adopted a

Surscy of the National Congress of Parents
and Teacliers was a home safety activity.
P T A. meetings everywhere in Minncsota
ar. often devoted to aafety. lately the de-
mand has been particularly for home safety
speakers, homte <afety mavies and” howe
safety hiterature.

The Federated Women's Clubs are pro-
moting home szfety. In Redwood Falls
every club devotes 15 minutes of every mect-
ing to home safety. Tn Duluth, a club coa-
ducts a home safety snapshot contest. The
Federation's State Fair booth was partly
devoted to home safety The Fedoratiom's
convention program includes home safety.

The American Legion Auxiliary devoted
@ convention session to home safety.

The Minnesota Home Economics Assouia~
tion: devoted convention time to home safety.

safety program. Imcidental to this every
home and community chairman s received
amfery material including a copy of “Safety
for Minnesotz Homes™ which is essentially
a program cutline. Tiie result, buiefly, iy
this: 33363 farm women, representing that
number of farm familic:, are engaged in
safety work.

MR. ZEALAND: The Minnesotx Inter~
community Home Safety Contest serves two
purposes. It arouses civic concern for the
home accident problem and it serves {o de-
velop dards of ity activity for
the prevention of these mishaps,

The contest is a matching of home acci-
dent records by population rates and com-
munity home accident prevention efforts.
Towns and cities compete in 4 groups ac-
cording to population.

ADJOURNMENT

‘Safety ExposMon Exhibitors

EXHIBITION HALL—-STEVENS HOTEL
Alphabetical List of Exhibitors of Public Safety Equipimem

Arntzen, Inc., Chicago, 111,
Emecrgency Ambulances and Stretcher Equipmant.

Bear Mig Co.. Rock Isiand, Il
Vehicle Inspection Equipment.

‘The Bridgeport Device Co., Bridgeport, Conn.
Greay Tom Traction Splints.

Fagle Sigaal Corp., Moling, 11i.
. Traffic Sigrale and Controilers.
Eastman Kodak Co., Rochester, N, Y.
Cameras for Police Use.
Employcrs Mutual Liability Insurance Co., Wausau, Wis,
Workmen's Compensation. Fire and Casually Insurance.

‘The GQeneral Pire Truck Corp., Detroit, Mich,
Fire Extinguichers and Allied Prodects

Harlcy-Dav:dmn Motor Co., Milwaukee, Wisg,
'olice Matorcycles, Servi-Cars and Acoes«onics,
Henney Motor Co., Frecport, 111
Amtulances.
Hoof Products Co., Chicago, Il
Motor Vehicle Speed Contral Gavernars and RBrake Eycs,

Indian Motocycle Co., Springheld, Mass. .
Police Motorarcles and Equipment.

International Business Machkines Corp,, New York, N. Y,
Accomrting Machines and Systeins for Municipalities,

International Chain & Manufacturing Co., York, Pa.
L.ug-Reinforced Tire Chains,

Lumbermw s Huma.l Cnma.lty Co., Chicage, 111,
and General Casualty Insurance.

Medical Specialties Co., Indianapalis, Ind.
The Harger Dronkometer.

Metropolitan Life Insurance Co., New York, N. Y.
Life, Health, Accident, Pension and Group Insurance.

The National Conservation Burcau, New York, N. Y.

The Accident Control Program of the Stock Casualty Insurance Companies.

‘The National 8afety Council, Inc., Chicago, IN.

Posters, Rureau of Information, Research and Education Divisisa.

Sarra, Inc,, Chicago, Itl.
Siide Films, Photosound.
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E. D. Sawyer, Chicago, Y1
Yielding Cable Barrier Gates.

Stonchouse Signs, Inc,, Denver, Colo.
\ccideor Prevention Signs, Reflecting Signs

Talking Sales Pictures, Inc,, Chicago, Ill.
Film Strips, Slide Films, Sound Movies.

Trafic Eye, Inc., Indianapolis, Ind.
Vehicle Speed Control Devices.

U. 8. Junior Chamber of Commerce, Chicago, I1L
Educational Campaign for Traffic Safety Lighting.

Weaver Mig. Co., Springfictd, II1,
\'ehiele Inepection Equipment.
Welsbach Traffic Bignal Co.. Chicago, Il
Powcr and Bautery Operated Flashing Traffic Siyauls.

INDEX

A

Accident Statraties  Meodent Meports and Analy<s

Scheferi, T112-114.
Use of Statiries in Pable  Safery Education

(V. auﬁhnl a2.80.

Alcohal: -
1catnen <m -

Anderwn, N (hud Misbehavior and Street Acei-
Jdeots, 2

Artmnirone. l)v. B B MHeme Acidenie—W here.
How ami Why? 177 i=3

mﬂlu(c on Testr for Intas-

B
Barzom, €. Sugec Trafix (umiium» and Maes
Tnnml-oﬂxuoa Falety, A8
Bendelr. C. U Bosstres, Awards and Penaltice,
137-418
Reunctt, R 0).: Repwert ol Commitntee on Hicycle
Prohlems, 163,

Beverfarden, ° T Matcwite Cantdinatinn of
Trathe Enfoccoment Actvatses. 17
Rmr'ci«: Rejort o (.-mnmu-e on lkyelc Pieb.

12,

Reate, Capn. T. N i‘uﬂu’al Podratrian Enforee

Ment (w1, K- 1
Plana - ¥ ¢<*«"d“

Bruce. Licut Cal. A 1V : fmerest amei 1Mans of
the War Dq-anmcm w Relanen o Trafhic
Contenl, s G

Burme, €6 ¥ - The Cememwsnty Nafely Council,

Buarcn: See Dinvers and Pnawng. Motor Viekicles:
Transut Indusicy

Bu-. C. H: First .\afL Read Trashng aed Check
vrwd, 121 124,

Bymnw M. F  Chrad Masbehacios and Strert Mecis
dents. 345107

C

L:!Al\"d([ B K : Pracsal Polcarian Enfatcement

ee, 787
LCamcron. W, J.: The Meaderm “Code «f Hanor,”

('MH FAurauun‘ ‘\51 smx 1'5: Tlieonrn ei Safcis
ation (haecih

robk of  Teac et Bdmm-n and  Safety

(\\a:Mmrnc) 182128

tm the Frod af Ve

?g.; .:ond’ and Radio Pregrams. Discumssion,
Vechmques {or_ Deveigm and tnslaﬂmﬁ

I'rogram af Safety Edm(axmn {Reavis), 143~

144,
Trla;’ﬂ‘ajxhg Safcty Conccps imo Action {Riley).
Ciypld Education Scetien: Minutes, 139173,

]oil\l )Teﬂ.i:n‘ with Home Safery Commitee,

and  Accidents

ety:
e 6917
kb\ld)\(zﬂkh;’nm amnd Street Accidents {Ander
Chitd  Misbehavior  and  Strear Accidents
(Byrns), 167 169,

Childd \i:slxh:\-wr amd Streer Mecodenss (Mcee
Crackeny, 17
Chvlal |\7?~dun°‘ acl Sireet Accidonse {Rothi.

Ttikhcr Listalty-for Pupd Injoncs (Hublanls,
See alep <c!wol Ratety Parrols
ity amd Kiate Police Seasie 20, 6328
Elony ami Krate Police- ‘]m Sewsion with Teaffe
udees and Pro-ccutors, 4]
l,iark. lL : How vo Organize and Carry oo 3
Practical Maintenance Progran, 186-1
iemmcraasl 1Jnvers: See Mhrevers and Dravge.
Lammercial Vehicle Sectivn: Minuces, 95 [0,
Offcers, 93.06
ﬂc}-erl of L«nmmu- an Vebele mafety Filoee
taardner), 12

et Sevann w :h Siveer and Hyhwas Tioafic
and Tranwt Secfaonis, X240
‘ama_ll.tmny Rafety Sece 'wbhy  <aiety, Street

Umteare: Fleer Canteete d Fersanp, 17 120
Natrenat Fleer Safely Conicst. #7101

D

Paveewn. Jwdge B 5. R:ian«mu the Peldestsiin
anel zhe Drives, 7539
inwson, Judwe 1.: Are Trafc Courr Cosee (HE
crced
inckimvan, J. . and ethers: Sebectien. Travung
nml krlrmume‘ -‘)i Opergare in Teaneparia
Vice

lm\eu 2] Unnnu: Aceidens Report- and Asalb.

5.
Troaltice (Brmdese 347

The §ommercial Drivesr’s Ownamiv 8 1o
e Accubenis § Pechlch, A6 P

tammattee to Make In~icctmne and !!.Ictla..""

Responcitnlity  (Helthampr, 11100

Bebake, Kesnlved 'hal Pedestrratems Ao Moo

Rerponublc  (oe cstrian  Accident tham

re Moter Lar Bhiivers, s

redeeal Rafcty Rezalatons (Kedlsd, &h

hr}l' An‘l. Read Trabng and Ehochemg s Baoes,

Flowt Como.s. {Fecexeny, 1D 1D
ftting Nafery  Acto~m 6 tie Pener Sale man
oL Havent. ni! 19

ard

Naf:n’ ((.nml-lllw) Lid-in

Physical Ceowdizion anm:d Vesmal Acwzty ac Fae.
tocs i Acunlemis (Herclera, %134

gonaliliny  fur

Rcaching the  Kyral firner and I le-rpian
l<|mrson) S48 37
Kelation of the Peodestrian and e Frver,

{Davisan), 74.79
urmn of rommm«- en Wnter Invane Haz

Pumml {Jenes), 11s.01¢ o

%kcnm\. Traiung and MM AE ©F Lijecrdings
n_ Trawspertation Service (Thekiocona, 134,
[}

‘Ium:ng af Perenponel (Siragelesh. ARini87
Training the Adult Drsver tMcRay:, 31 530

E

Electric Railways: Ree Teanas Industey.
Enfarcement: Answers to Practical Enforcement
stions, 7178, -

195



196 29th Naiional Safety Congress

Are Traffic Court Cares Pifferemt? (Dawson),

X
ity awd State Police Sesgions, 14-20, 63.78.
1‘ru\u-trun Enforcement in (fmct (Caldweil),

774
l'uuwal Telestrian  Enforcement in  States

j oal%) 6371,
Sl nforcement 1o the Fubhc (geay, 26
Shw Tolice Cars Be Marked in 3 Pistinclive
Manner? 77-7:
Statewide Cogprdination af Tnmc Enforcement
Activities (Beverforden), 17-20
Surxestions for a Radic Safety Program far
Policc_ Depariments, 75-76.
‘halﬁc L;ngl Judges and I'rosccmors Sestions:
13.14, 78
\\hzx? }:‘ wm Trafe Law Enfoscement (For-
What 1+ Wrone wub Trafic Law Enforcement?
(Frey), $3-4t.
W hlal fa Wratss with Trathe Law Enforcement?
(Ingram
W bu‘«hc)\atwual Committec on Trafic Law
Enforcement Found (Warrenh. 46-51.
E‘n,;m:-:rs :c:mm 3341,
E =y ‘ (..Fnd Edam‘lnmf? :\9)&[94
r¥es: Cal andition 3 U oy as
¥ (103?‘"! Accidents (Zowgler), 128-133.

F

rersan, M. Contests, 3301

[‘:I‘~;¢l". A R:‘:“ \‘ s \:\t in Trafic law En.
orcetmen:

lm.l b lf ,-\ 2 What I« \Wrong with Trafic

AW l-.moumm? 3344,

Gardnes, I, D.: Report of Committee on Com-
werestd Vekicle Safety Flas, 135,

Geadwitiie, 13 M.: Management™~ Intcicst aml
Resperviahiuy Ser ’Ga!en. 110-111.

H

H;-rh,ojasd:e H. E.: The Meaning ¢l Spred Laws,

Haven, R. C.o l.-:nmi. Safety Across 1o the
Diricer Salesman, §103-106, . N

Heudrickason, L. E.: Using Speed Observations in

Luﬂinu. 39.31.

ioitkamp. J. ¥z Commitiee ta lh.Lc laspections

and Deterpnae Respomsibihity, 120.

tlome Salferv: e mon>tration .\Icc(lnm THom
S’;\O{ﬂ " Caommittee, Minncsota Safety Lollnc:l
1 N

Hamre Acndenxa——\\‘:erc. How and Why?
(Arsatrong), 177.1
Home Safety Activities of Sclected National
Groups, 183-
Home Safeky Comnitiee: : Joint Resaton witle Chald
Eucation_Scciion, lnclﬁ}
Home Safety Scasion: 177-19
Hubbard, F. \\.. Teacher Lu!nlu; for Pumi fa-
juries, 144130,

I

Ipcra, W, Koo What Is Wrang with Trame lLaw
Enforcement? 31.44

In-ttwtr of Trafee Engineerss Joint Session with
Ryeet aml Hlxhv\a) Tnﬁc Section, 4-12.

Inves
lm‘pcumvn

and
{Holtkamyr 1, lls 120.

Matc

to
Determine  Responsibility -

3

Jones, H. J.: Selection of Personnel, 114-113.

34
Reily, H. H.: Pcderal bzf« R"{uhnoms, 126,
Kroclt,, W, C.: 4\;-:-1 g tee corics of Safevy
Edmxi-m. 1

for and Accid 1672

165,
Krek, E. J.: Chid ‘-" ek
170

L

Laugr. A. R.: Viempainis ou the Edu.arion Valuc
School *alcly Pn\'ob. 156.159.
I.lghu':t:g'h)mw!td Sreet ldghriog and Accidentn
ke(l af Committce on Night Trafhc Hazards
(Tmcker). £2-63.

Lu‘i E. S: The Responsibility for Safety, 115-
Mc
}kCnchn, . Child Misbehavior and Fireet Ace

cuhms. 176473,

Mckay, M. Y.: Training the Aduit Driver, 51-54.
M
M " amd Rexp
5 Ju) ior Safcty (Gwdnnn). 110-111.
Marsk, B, W, Tbc Locls 2t the T

Accesanics for Safery, §29.
Miclle. D, GY & acf‘ Cmoﬂeg om  Jpeed

islat 6!-6!.
Motes ‘\ “chicles: Accessoncs for Safety (Mcinke),

124,

How to Organmize and Camry oo a Pracrical
Maintcnante Program (Chrk:l. 106-107.
Moyer, R. A of Committee om Winter

Driving Hazards, 93-94.
Muelles, Hg I..: Organiration of the State Safasy
Council for T Safery, 23.28

N

National l)cfcme- Intercst and Flans of the War
.Ucpmmt iz Relation 1o Trafc Ceerel

_(Bruce),
Na nal Fl ot b fery Contest: Awards, 92-103.
\a i e r 'I} Problem of the Adwdr Pe
dcm'un. S

Neas, B Sc“m‘ Eulorcemm to the Poblic, 24

P

.l'edz.dnans. Trebate: Resolved that Polesinags
Are More Responsible for Pedestrian Aco.
dents thao Are Motor Car Drivers, 6448,

The Moterist Loals at the Pcdeurun (Marsh),

.12,

Index 197

Pracucal Pedestrizn Enforcoment in Cittes {(Cald-
welfs, 71-78.

Practical  Pedettnan Enl*mem m States
(Raatc). €8-71. A

The l‘ullﬂu af the Adult Pedectrian ¢ Nau-

maff)
Reaching lbc Rural  finver and  Pedestrian

Relation of (ke Pedodriag and el Drives
(Daviran). 3K-79. :
Re; -orl ol emmitice on Pedertrian Contrel and
on {Sorenwa)l, 8.
l’b)su-:l ka«n' Physcal Condition and Visual
Acwits as Facters in Accidents {Zeigler). 122

Palice: )!amummg Intcrest of Velice 1 Trafic

Rafcty. ldca Exchange. 20.
& w Enforcement. T

I‘rcblc, T. Y.: The Cemmercial Dnves'> Qpare
tamsts 1o Prevent Acodemis. 2699

Public Education Scaspn: 51460, o

Public Edﬂu;ann and Rafery drpanization Ses-
O

wu« Edacatien and Trafec Engincering Surrion-

FI®H
1ublic Safery. The Communty Safery Cowuncil
Barns). 2622,
a Neace artment Can Help Local Cown-
mursties (Towers), 3347,
Use af Mt s Public Safety Falutarion
. t\aachan), S2N3
Fee alw srans: Street Traffc.

R

Kadto  uwxe-tivu- for a Radio Fafety Iopcem
for Police Deparuments, ¢3-76.

Reavnis, €5, H  Tochmeques for De\‘elapmr; amnd In-
-ul 2 Proeram of Saicty Educaton, 143-

R(!d. k. M

emes, 005

Responabdiny . The Responrubituy  for  Safery
aasdy, 343182

Rctlrd." Roagee,
Bemkrl. ll7~(15

\muu.l Fleet Qxfﬂ, Canteit Awagd.. 29,103,

Rutes, 1o A, Tr Rafcty € 1s inte
Action, 139138

ﬂabizm‘ K. W.- The Trafic safﬂy Commi-sion.

Roth, Caj¢ A V. C\uH Mibebavior and Street
Accidemis, l.S

l‘ﬂffwttd Sireet Laghitmg and Aeci-

Asarde  aad  Pemaltic.

S

s:::-:iﬁiezr. H D - Acadent Reporte and Analesiz,
School ‘hlﬂy Pnroh Vicwpoioir or the Educa-
Seboal

uon Value oty Patrels {Lawer),
=i H B« R h he Rural IDriver
H
lmf\son. caching tl ural Idriver and

‘= of Trafic Ln‘;ntcl’a
N “with Tumu aad Eufmcmcm Oﬁu s, 36-18.
Sorereon, [ J.2 vort of (.om:u:c on Pedes-
tran Control and Protec
Tbc Mcamag of Speed L.x-rs tHarbs, 30-

af Committee on Speed  Reguiation
)thle: 2933, i
Usi 1 Qbecrvations in Zening (Hendrick-
m 9.41.
Ssiver, . F.: Rogpert of Committee on Tests for
lmoxxc-nwn. 2729
S‘g& andJl ‘\:hway Trathc Section: Minutes, 399,

Repont ‘ot Committee on Bicycle Pﬁlblem.s {Ben-
nett), 1463,

Repert of Committee on Nizht Trafhe Hazards
(Tud.en 652.63,

Kegort of (':ommiucc on l'«.lg«uxan Canteal and

R merm'm {Serenson), ¢ ot 12

<] ittee  on S Regulation
I.)ahcklcl. 29-33, g

Report of Committice on Tewt~ for Intovicarion
ES'I\'QT) 23.29

Repor: of Comrmittec ma Winter Itiving Has-
ards (!leycf). 9393

Joint ¢ h Ckitd Education aad Trane
Scclmun. l&\ 175

Joint Scssien  with Cemmerctai Vehicle and
Transit Sections, $%494,

m‘n; Semon with Enstitwte of Trafhe Engineers,

Sircet Trafic- Answers to Pracucal Enforcement
QOnetions, 7378,
Are Traffc Court Casxcs Differem® (Dawssal.

&0
Child Munbehaviot amd Actidents (Kreh), 1
Chlld \hvburhanof and Stree: MAexidents (Ander-
Chll‘tg Hubehnur and Streer Acardents (Byrmar,

Chuld 3|lwb¢ha\nw and Street Accidents [ Me
Craclu-n 173-173.
chavier and Strevy Accidents (Rothi,

('ny and \ulc Palice Se-siumns: 13-20, 63-78.
Eae n?r: 'u)h J‘E:a'n»u
i ).
iow a Srate Iepaniment (a:a mr‘:l.oul
munitics {(Towers), §
Jngo‘rowd Sirect Lighting .:mz Accidents (Reids

lnmm‘u arnd Plaoe of the War Lk[\:rlm:m in
Thkd‘."uen te T;-aplicp“l;lorluml “Bl?xh)

¢ Mcamag of = 2w ar 051,
The Madern “Code of Hwnn'(‘ 4 tony, 11
O\;Famnnon of the State s.:fru Counci] for

a.lﬁc Safety (l(udkr)y 23.2%
Present  Chall of  Trafic Accidests

(\\ siame b, 15-7.

Progre<s m Uniform Trafic legstavan (Mo~

rony), 61-62.

IR wc 'blmauan and Trafic Engincering Sew
siom: $1-87.

Repore of C on Bicyele § + {Ben.
LN lst

Reparz Comminee on Night Trafhe Hazards
(Tu.cker (i"wé .. d R
ommitiee  an S i ati
%uuc). 2057, peed Rewniation
1-0« of Committee on Teste for Intoxication
Stiver), 27-29.

Repere of Committec on Winter Driving Hace
ards q)le cr). 23.94.
Selting Enforcemem 15 the Fablic (Ness), 26

Sclng Tnm Ewpneenag 10 the Commumr
(“ﬂxkr) 34-36. e N i

Should Police Cars Be Maried in 2 Distinctive
Manper? 77.78.

Srarewide Coordirator of Trafic Enfarcement
Activitiex (Beverforden), 17.20.

Street Traffic Condstions aud Mase Tranaparta.
uvoa Safcty (Barton), 33

Trafic Court Judges and Pn)Reutars Seasnne:
13-14, 78-81.

Tluzc-! Traffic S-lrly Commiasion {Reobinsoni, 32

Using ral Observastons in Zaning (Hemdrich.
son,
What's New in Traffic Law Enforcement (Fore
s1er), 121
What Is W, :cmz with Traffic Law Eaforcenent?
(Fieys. 4446,
Whar ts Wrong with Trafic Law Enforcement?
(Ingram), $1-33,
What the National Cemmutec on Traffic Law
Enfascement Found (Warren), 46.51.
See atso Dnivers and Dowving; Eaforcemenc
Motor Vehicles: Pedestrians.
Seruzgles, F. L.: Training of Personnef, 116.117.



T .

Telford, M., Howme lalety Trogram of the Na.
rienal (m-xrc« uf !‘arvnh and Teachers, 188

Thrush R, W.: Home Safery Activities of the
American Red Gross, 183183

Towees, J. La: How a State Departatent Can Helpe
Local Communitier, $3.87

Traffic Court Judyges aml Prosceurors Sessions: 13-
14, 7881

Trofe Court Jwlges aud Prosecumtars: Joine Ses
zion with City and Siate Police. 11531,

Tran-it ladusiey: Bus Stogs, 137-138,

DHecuwion o ‘Iacm an Buses .:md Troiles Carn,

137.
Vhevical Usndiden snd Visual Arwiy s Fao
fors 1n Accidunts (Zu lery, 128133
Selectson, Training aud Retraining of Operators
T!‘ Tranrportation Service (Dwchiasan), 133.
M.

Tran«dt Section: Joint Scapon with led Esduca.
;w;;\iand Strees and whiway Tralhc Secriong,
aint Seasien with Strcet and Highway Trafic
J and Commercial Vehisle Nections. ‘*“)‘94
Mimtres, 127.138,
Officers 127-128,
lua,l.ﬁrl.,::&’ u" ;:m af Cenusitice on Night Traffic

20:th National Safety Congress

v

Vaughan, 1) V.: Usc af Sanstizs in Public Safery
Elntamm, 82-84,

Visval Edwcanon: llcpar of Commitiee on Com-
mercial Vebicle Safey Films {(Gardner), 125,

W

Warpest, fi.: What ihe Natwpal Cemmnttee on
ralbc Law Enforcement Fouml, 46-31.
\\awblwu‘rru-. C.: ohlem of Teacher Education

and
Wezler. T, E}'. \cllm.g Teaffic Engincering to the
Commumnily, 34.36.
White, H. Heme SKafcty l'muam of the United
. Sares Housiop  Authority,

Withams, 8. J: The Presemt (”hallemc of Trafc
cidents. 67,

\\lma Driving: Report of Conmttee an Winter
Iriviv Hazards {Maycerd, 9394,

Z

ol

Zeigicr, 0. W Physical Conhion ansd Viswal
Acuity as Facrors in Accidemis, 1238133,






