Drder Form 1970 Congress Transactions

antity Stock Vol 19 10or
erad No, No. Title Copies  more
022.22-1 1 General Sessions & Index to aff Volumes $.9 1§8.75
022.22-2 2 Aerospace; Air Transpart. .95 .75
022.22-3 3 Automotive & Machine Shop; Powsac
Press & Forging 95 75
022.22-4 4 Cement, Quarry & Mineral Aggregates 55 .50
022.22-5 5 Chemical; Fertilizer; Research & Devalopment .95 75
022.22-6 [ Civic Leadership; Church, Woman, Youth, Farm .95 N
022.22-7 7 Cozal Mining .95 J5
022.22-8 8 Construction; Public Employse 1.25 | 1.10
022.22-9 9 Electranic & Electrical Equipmeant .55 50
§2222.10 | 18 ! Food & Beverage; Meat & Lasther
Industries; Trades & Services .95 75
Ty 022.22-11 { 11 { Glass & Ceramics; Rubber & Plastics 95 75
L0 e 022.22-12 | 12 ¢ Industrizl Subject Sessions: Associations 1.25 110
e 022.22-13 | 13 | Labor 95 75
o 022.22-14 | 14 | Marine 85 | 75
r 02222-15 { 15 | Metals 55 50
. 022.22-16 { 16 | Mining .95 75
022.22-17 | 17 | Motor Transportation .95 5
022.22-18 | 18 | Occupationa! Health Nursing; Hospitals 55 .50
022.22-19 1 19 | Petroleum .85 75
022.22-20 § 20 | Public Utilities .95 .75
022.22-21 | 21 | Pulp & Papser; Printing & Publishing 85 75
022.22-22 | 22 { Railroad 55 50
022.22-23 | 23 | School & Collepe 1.25 1.10
022.22-24 | 24 | Trathc; Driver improvement 95 | .75 |
022.22-25 } 25 | Wood Products; & Textile 95 75
022.22-26 | 26 | Early Morning Sessions .55 .50
022.22-27 | 27 | Public Saiely 85 | 75
022.22-28 | 28 | Home Safely 1 .95 75
022.11 COMPLETE SET OF 28 VOLUMES $14.50

Automatic 209, discount to NSC members; 109, to U. S. Federal Govarnment
Agencies. Payment must accompany all orders of $5.00 or less.

SHIP TO:
Organization
Address.
City. State
to Attention of

BILL TO:
Organization
Address.
City. » State
to Attention of

Customer’s Purchase O«nwv Number

Zip Code,

Zip Cede \

MAIL TO: NATIONAL SAFETY COUNCIL
425 North Michigan Avenue « Chicago, Illincis 606"
T2 PRINTED IR V.5 A,
3R

B S

1970} voumerr

NATIONAL SAFETY CONGRESS
TRANSACTIONS

SCHOOL and
- COLLEGE
- SAFETY

NATIONAL SAFETY COUNCIL
425 North Michigan Avenue
Chicago, llinois 60611

—————



58th NATIONAL SAFETY CONGRESS

Papers Delivered in the
SCHOOL and COLLEGE SESSIONS

Remarks Stephen Hess
The Responsibility of the School To Teach Safety Education ....Danjel Demouro
Debate Dr. Milton R. Litterst
Safety Education:

Administration—Implementation—Evaluation . ... Donald Gehrmann
The Risky Business of Schools George M: Butterley
A Trend in Education in the 70's Adlai E. Stevenson, Il

Development of the University of Arizona’s Safety Center....Dr. William H. King
National Highway Sofety Bureau Manpower Development

Program William E. Torrants
The Development of Driver Education Objectives Through an Analysis

of the Driving Task coeeeevveennvrinaeeens A. James McKnight and Bert B. Adams
Student Unrest in the Schools Dr. Donald D. Reber
Student Unrest—School Safely Allen Schwartz
We Can Help You—The PTA Lillian Gilliland
Utilizing Communily Resources ...... Ray Ketchmark
New Safety Education Materials .. Dean Childs
The lllinois Driver Education Law John W. lewis
The lllinols Driver Education Law Ray Page
High Cost of Accidents L. F. Edwards
Moise and What To Do About It....T. A. Richard, Ph.D., and E. J. Gtterman, P.E.
College Campus Safety Programs Harry Hatcher
What Does an Administrator Expect from Driver Education ....Dr. James Duffy
Our School Buiidings of Tomorrow Robert L. Varnes
New Approaches to Safety Education Robert Merriman
Victor, the Wise Walker Hellen Tullis
Pedestrian and Bicycle Safety Program Donald La Fond
Total Safety Programming George Mathis
Disaster Preparedness and General Safety ........................ Norman H. Austin
Driver Education Supervision Harvin A. Cook
Adult Driver Education Milton C. Grapnell
Motorcycle Safety Education James E. Peterson
Federal Grant Programs ...Waren P. Quense!
Safe Use of Compressed Gases in Laboratories .................... George Pinney

Officers of the School and College Secticn 1970-71
Five Years of Future Dates for the National Safety Congress

5
8
10

13
14
18
20

27

27
31
33
35
36
37
43
46
48
53
56
57
62
66
67
68
69
71
72
73
74
75
78
83
87

Other Volumes in the 1970 National Safety Congress Transactions ...... Back Cover

3




REMARKS

By STEPHEN HESS
National Chairman, 1970 White House Conference on Chiidren and Youth

On one level a White House conference
is a piece of machinery, composed of all the
expected things: desks and accountability,
personnel slots, a mandate, mimeograph ma-
chines, not encugh money, and a great
quantity of carbon paper. Such a machine
has a short life, however., A White House
conference lasts just a few days and then
is disassembled.

The White Heouse Conferensze on Children
and Youth has gone through this cycle of
assembly and disassembly six times in this
century. It was first called by President
Theodore Roosevelt in 1909 and has been
convened by Presidents every 10 years since
then. President Nixon announced the 1970
Conference last year and conferred upon me
the honor of being its chairman. Now and
then I am reminded of that wonderful re-
mark by Daniel Webster: “The President
carries on the government; all the rast are
subecntractors.”

The conference we are planning is in two
parts: a White House Conference on Chil-
dren, to be held in December; and a White
House Conference on Youth next year, It
would have been easier, I guess to have
remained with the traditional design and have
had a single conference on children and
youth. It would have been easier—but it
would ot have easily Atted the needs of
this time.

The problems are quite different among
these two age groups. The opportunities are
different, also, For example, two-thirds of
the participants at ¢ur youth conference will
be hetween the ages of 14 and 24. This is a
rather special opportunity we have seized,
and I'm happy we did.

There are a number of aspects of the
Youth Conference that are special this time.
Perceptions, for example. The point has been
well demonstrated that adult perceptions of
youth problems have not been adequate. We
see kids through a glass darkly, as it were.
Therefore, it's important, we feel, to gain
the perceptions of youth, given first-hand in
the first person. In this we are reflecting a
general awareness of the limitations of adult

vision. Young people are now invited to serve
in many new capacities as peers of adults
in formerly all-adult pursuits.

The movement to involve ycuth in faculty
and administration affairs in education is
now almost commonplace. But the same
movement is gaining momentum in govern-
ment, too. One prime example is from the
Commonwealth of Pennsylvania, where Gov-
ernor Shafer has already appointed 48 high
school and college students to state advisory
and policy-making boards, commissions, and
agencies. Governor Shafer, writing to Presi-
dent Nixon of this exceptional program,
said it was not a panacea but, “Rather, it
illustrates that we can establish communi-
cation with our young people.”

Such communication iz among the goals
of our Youth Conference, I think we are
achieving a good measure of communication
in the very process of building the Confer-
ence itself. The substance of the Conference
has not been imposed by executive fiat; it
has come to us from young people them-
selves. Literally thousands of young people
provided the recommendations from which
the 10 major concerns of the Youth Confer-
ence were drawn: the environment; drugs;

education; foreign relations; poverty; em-
ployment; race relations; the draft; legal

rights and justice; and a very tough one—-
values, ethics, and culture. A task force of
citizens is working in each of these areas.
Each task force has a vouth and an adult
as co-chairmen.
he task forces are meant to reflect the
demography of youth. They come from 41
states, the District of Columbia, and Puerto
Rico. Thirty-five per cent are working youth
(compared with 42 per cent in the nation) ;
29 per cent are from minority groups (com-
pared with 202 per cent in the nation).
Represented are young policemen and young
people who have been in trouble with the
law; young people from the military and
young conscientious chjectors; teenage house-
wives and student anti-war leaders; young
teachers and young blue-collar workers,
The 10 task forces came together for the
first time in late August at the Irvine cam-
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pus of the University of California. I was
there as host and felt that particular stirring
mrﬁ happens when a gathering is more than
just the sum of its parts, Because they were
together, something larger and more signifi-
cant than a2 meeting took place. Color, age,
income, sex, speech, and dogma refused to
be barriers to communication. Al} energies
were directed toward the issues and the
means by which those issues could be ex-
plored during the next ssven months. There
are stil many problems ahead, but I have
a new confidence that they will be met in
what our staf now calls “The spirit of
Irvine.”

The Conference on Children is another
matter, but no less engaging. It, too, is
moving ahead with a rester of outstanding
experts in such fields as early childhood
education, welfare, and health. The chject
of .our attention is the child from birth to
age 13, who shares, in some respects, the
same problems as older vouths: uneven
education, racial and ethnic discrimination,
less than adequate legal protection, and hurt-
ful conflicts of values. There are alss ob-
vipus differences: Salective Service and
nuﬁowaﬁ:n are special problems for youth,
while immunization and reading readiness
are in the center of the child's world. We
may have arrived at the time when youths
will predominate at a White House confer-
ence cailed on their behalf; it is doubtful that
we can do the same with children 13 years
of age and under,

But we did feel that some compensation
was in order. Thus, the Conference on
Children is a child-centered conference. We
have combed through the professions--law,
&.:nwzeu. art, health, communications, social
science, and government—to bring together
in leadership roles people who have shown
they really care about children.

_Again, we have an embarrassment of
riches in America; with 205 million Ameri-
cdls spread across a continent, we find
thousands of capable men and women who
have decided they would spend their pro-
fessibnal lives caring about the needs of
children. From these, we have chosen 384
to pull together the various issues with
which the 1970 Conference must deal. There
are 24 forums, with 16 members in each.
A chairman and vice-chairman held the reins
on each forum, and that is quite an assign-
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ment. Rather than keep the reins tight and
pursue the traditional course of balanced
panel discussions, we have devised the forum
approach, allowing members of each forum
to put together the experience they believe
would be most appropriate to their subject
during the December meeting. For example,
the forum on handicapped children may wish
to include not only a panel discussion but
also show a film and schedule a site visit to
an institution in the metropolitan Washing-
ton area. The forum concerned with legal
rights of children may wish to employ the
adversary process of the courts to drama-
tize the issues they believe need to be studied.

We have the privilege of securing the
good offices of some very creative and inno-
vative persons, In return, we offer them the
freedom to attack their specific forum topics
in the way they and their colleagues agree
will be most fitting and compelling.

As you know, accidents are the number
one killer of children. The National Safety
Council reports that last year accidents tock
more lives of children up to 14 years of age
than the six leading diseases combined.
Nearly half of these fata! accidents were
cauged by automobiles,

One thousand American children from six
months to three years old will be murdered
this year in automobile accidents because
their parents and others did not protect
them with adequate restraining devices. This
is “childslaughter” just as surely as if the
lethal weapon had been a gun.

Another 30,000 young children will be
needlessly injured for the same reason,

Preventing such senseless brutality must
be of highest priority to government, the
automotive industry, safety groups, and
especially parents. The tragedy is that a
substantial number cof these fatalities could
have been prevented had the children been
wearing safety belts or other restraining
devices, Seat belts that are appropriate for
older children are already mandatory, and
starting April 1 the markers of car restrain-
ing devices for younger children will have
to comply with rigid safety standards. Thus,
parents soon will have no alibis for letting
their children die needlessly in auto accidents.

Those who fail to insist that their children
wear safety devices while in a car are
guilty of a for mof permissiveness that can
only be described as sheer indifference to

the welfare of their offspring. 1 implore you
as safety educators to lead a crusade to
persuade parents to get the proper restrain-
ing devices and make their children wear
them.

As we enter these autumn months, we
become aware that on any given day, some-
where in the United States, a group of
individuals is meeting on the substance of
the White House Conference on Children
and Youth, If not & youth conference task
force, then a children's conference forum. If
not a state governor's commission on chil-
dren and youth, then a mayor’s committee
on youth potential. Or possibly a lobbying
effort in a state legislature. The Kentucky
Committes on Children has proposed 16 bhills
to its state legislature and has seen 10 of
them enacted into law, That's a 62 per cent
record of success in the cause of a better
world for children and youth in Kentucky—
and we haver't even had the natidnal con-
ference yat!

The news from Kentucky is important to
us and has become a kind of symbal of what
might be. It is our hope that the Kentucky
experience becomes the rule and not the
exception when the White House Conference
is cver. We hope that all this activity, all
this vast expenditure of human energy, will
crystallize into solid ideas and then be turned
to action. We build this complicated machine
—the conference—only to break it down
again after just s few days’ rumning; we
may disézrd the conference, but not its
results,

At every step of the way, we must con-
sider planning for post-conference action.
We have not dedicated our work to the
production of yet another un-read report. If
the Conference on Children resslves that a
child advocate is a good idea in the juvenile
court system, then it must be possible to
keep going, to maintain the momentum of
that idea, to put into effect a plan of action
whereby a child advocate system may ac-
tually become reality. And if the Youth
Conference says that special programs, ade-
quately financed, must be directed to the
problems of rural youth, then the agenda
must call next for the development of those
programs, their embodiment in law, and the
money voted by Congress or state legislatures
to make them go.

School and College Conference

There is ample precedent for our believing
that this should be cur goal. In the past, the
White House Conference on Children and
Youth did produce new law and new op-
portunity : the establishment of the Children's
Bureau; the drafting of the Mother's Pen-
sion Plan, forerunner of teday's aid to
families of dependent children; the Sheppard-
Towner Act, which became the maternal and
child health sections of the Social Security
Act. Ideas such as “Head Start” and “Peace
Corps” have been thrashed ocut at these
conferences, although not under thoge names.
The list is quite creditable, we hope to add
significantly to it following the 1970-71
White House Conference on Children and
Youth.

Through this century, the White House
conference has been part of the democratic
process, Whitehead equated “process” with
life, a changing, developmental, usnfolding,
responsive experience. The democratic proc-
ess ig just that. It is not definitive, nor does
it pretend to be. To become part of that
process is to plunge into a living experience
that has a2 general direction, holds some
general promise, but is not pemnned in by a
tvranny of preconceived ideas.

To speak optimistically of becoming part
of a non-definitive process is not a “cop-out.”
No White House conference has ever sealed,
once and for all, a set of conclusions upon
a given set of questions. But we do think
that a conference called by the President of
the United States should puise with life and
creative energy. As some of our young staff
would say, “It should have gocd vibe's” It
should run swift and deep with the process
of our social and political experience, Its
every event—forum or task force mesting,
film festival, site visit, dialogue—sheould have
an excitement and a meaning worthy of the
entire process. To quote Whitehead again,
“Process . ., . inolves the notion of a creative
activity belonging to the very essence of each
occasion”

We aspire to that grand notion and hope
not to be disappeinted. We wish to provide
the occasions in which our most creative
citizens—young and old—may assemble and
do good work for America’s young.

A White House Conference on Chiidren and
Youth is not a hardware exhibition. After
a certain point, the handy methods of quanti-
fying and measuring prove to be inadequate.
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As 1 discovered to my delight at the Irvine
campus in August, 120 people—the full com-
plement of all Youth Conference task force
members—add up to much more than just
120 people. They equal a generation, nothing
less.

They and the hundreds of others involved
in our national events, plus the many thou-
sands working at state and local levels, all
have become agents of change, actors in the
main process of our society: growth, life,
well-being for all,

The construction of a White House con-
ference is no simple matter. A conference
devated to children and youth is complex by
any standard. However, I think if a tradition
of such conferences stretching back some 60
years did not exist, then this would be the

very time to invent one. Instead of avoiding
our great national questions, Americans have
the excellent habit of asking them and hold-
ing on until a good answer comes forth.

That's the kind of enterprise we are
engaged in today. I am enthusiastic. My
enthusiasm may be clouding my vision.
Maybe so, but in such moments of doubt, I
think it is good to recall the words of
President Theodore Roocsevelt, that wonder-
ful, robust optimist who started this process
back in 1909. The president said, “It is hard
to fail; but it is worse never to have tried to
succeed.”

We are trying, and I am confident we will
succeed with an excellent White House Con-
ference on Children and Youth.

THE RESPONSIBILITY OF THE SCHOOL TO
TEACH SAFETY EDUCATION

By DANIEL DEMAURO
Safety Coordinator, Broward County Schools, Broward County, Fila.

History has revealed that the home ap-
parently has not been abie to do the job
adequately of educating boys and girls in
the area of accident prevention.

If we look at the statistics from last
year's Accidemt Facts we will notice that
youngsters from ome to four years of age
were involved in 5074 accidental incidents
which were fatal In the next category,
which is the beginning of school age—five
through ten—7.847 boys and girls wers in-
volved in fatal accidents. This is a ten year
span and the number iz approximately 2,500
higher than a five year span when the child,
theoretically, was under the complete guid-
ance, supervision, control, and instruction of
the parent. This itself indicates that even on
2 cne-to-one ratio—or a one-to-two ratio—
parents stil] are unable to reach their children
educationally in order to prevent incidents
which apparently are causing physical harm
and even death, Therefore, it is only natural
that the school systems throughout this
nation whe have the personnel who are
qualified and capable of instructing the hoys
and girls in the day to day activities of life
assume the role of safety education.
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Let us Inck at history and relate this to
the motor vehicle. Many years ago, when
Junior was first learning to drive the Model-A
Ford, Dad usually put Junior behind the
wheel, out in the cornfield, sat beside him,
showed him how to shift the gears and said,
“Okay, Junior, drive.” This was the way that
many individuals learned to drive a moter
vehicle. We know, each year since the con-
ception of the motor vehicle, the number of
motor vehicle coilisions, injuries, and fatali-
ties has risen steadily, indicating something
was WIOng.

Within the past decade, legislation has been
adopted throughout the nation which requires
schonl systems to provide Driver Education
and Traffic Safety Education for boys and
girls prior to receiving their full operators
license. Elective officials, lozally and na-
tionally, recognized that the school system
was the only way to reach the boys and girls
of this age and can teach them the proper
way to handle a motor vehicle in today's
society. There have been many studies in the
area of Driver Education in recent years.
The majority of the studies have revealed that
the hoys and girls who have successfully

completed the Driver Education course had
Jess collisions, less traffic citations, and are
far superior drivers to the youngsters who
were not invelved in Driver Education, This
again, backs up the theory that the schools
do have the responsibility of teaching Safety
Education as well ag Traffic Safety Educa-
tion because the teachers are trained; they
catt do the job, and they have done the job
in the past.

I am sure you have all heard the story
about the little bey who was spotted by the
police going around, arcund, and around the
block carrying with him a handkerchief with
a couple of peanut butter sandwiches in it
The police officer said, “Sonny, I have no-
ticed you going around, around, and around
the block-—what seem to be the problem?”
The boy responded, I am running away
from home—btut I am afraid to cross the
street” Again, thiz story is indicative of the
lack of safety education at tie home level.
It is not because parents are not concerned
for their children—it is strictly the fact
that they are not trained to properly educate
the children in the areas of accident preven-
tion and personal safety; thersfore, they use
the “Don’t” method, which is simply, don't
cross the street, dont pick up the knife,
don’t ride your bike, etc, etc. rather than
as a good educator weald do; that is, teach
the child respect and the proper procedurs,

Without doubt, everybody whe is involved
in the supervision phase of safety education
or accident prevention has been approached
by various and sundry organizations such as
PTA or local civic clubs who are very much
concerned about safety, and most of them
want to do something so, of rse, their
first statement is, “Let’s have a safety slogan
contest,” or, "Let’s have a safety essay con-
test.” Usually when you ask the purpose for
this they respond by saying, “This is the
way to make the children safety conscious.
If they think about slogans they will be
aware of problems and will learn by this
method.” The same thing is true about a
safety essay contest. They feel the way to
make the children conscicus of safety is to
have a contest. Obviously, anybody who has
done research or any sincere work in the
field of accident prevention knows that a
contest, especially a slogan contest or an
essay contest, is not worth the time and
effort and the energy to even write the

School and College Conference

rules; but due to a lack of understanding
of the educational process, many people feel
that this is the way to do it. Again, the
school personnel are qualified, trained, and
do know the proper procedures. They have
in the past and are continuing—day by day—
to incorporate accident prevention technigues
into the entire school curriculum,

In discussing problems in the field of acci-
dent prevention with safety officials through-
out the nation, it has been determined that
it is unanimous that the biggest preblem in
the field of accident prevention ig the poor
example set by the parents, and, of course,
youngsters will mimic their parents in mast
cases. I am sure that you all have experi-
enced situations in which parents have set
@ poor example for the youngsters which
mra youngsters followed, and later resulted
in personal injury. Cne, specifically, that I
am referring to here is the situation where
dad drives his motor vehicle 45 miles an
hour in a 35 mile an hour zone, continuously,
amw. in and day cut; or 70 miles an hour on
a highway where the posted speed is 60 miles
an .MSE.‘ and jests about the speed limit by
saying “Oh, don’t worry about it, Senny: the
polize never give you a citation if you are
%f..o or ten miles over the speed limit.” This
is what I am referring to—that is the atti-
tude of many, many parents. If you stop
and analyze the situation then wou can
understand why so many youngsters dis-
respect the posted signs and signals. It §s
strictly a carry-over from home training.

To emphasize this, I wwuld like to telf a
story that happened to us in Fort Lauderdale
several years age. The police officer and I
presented a program to an tlementary school
in which we emphasized pedestrian safety
and the utilization of mid-block pedestrian
signals, We really thought that w= had done
a great job—you get a feeling when the
audience is with you, and this is the feeling
that we had after the program was over.
The officer and 1 were patting each other on
the back saying what a great job we had
done, we really reached them, and we were
feeling pretty smart. That very afternoon,
I was walking downtown and 1 noticed a
tady with a child coming out of a parking
Iot where apparently they had just parked
their motor vehicle. The lady had the young-
ster by the hand and they started to cross
the street right out in front of traffic. The
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little boy said, ‘Mommie, we are supposed
to cross down where the light is,” and the
mother gives the youngster a jerk on the
arm: “Come on, Sonny.” The little boy said,
“We had a police officer and a man at school
this morning, and they told us how to do
it and I want to do it that way.” The mother
gave the youngster another jerk on the arm
and said, “Let’s go.” They get right smack
out in the middle of the street, and the
little boy turns around and recognizes me.
“Mommie, mommie, there is the man that
told us how to cross.” With that, the mather
gave the child one more jerk of the arm
and dragged him all the way across the
street. This is exactly what I am referring
to when I say that the example that is set
by the parents is what is causing many of
the problems today.

Most parents do not realize what they are
doing; they viclate good safety practices,
they fail to realize carry-over value as far
as the youngsters are concerned. It is not
because they are not interested or sincere, it
is strictly that they do not understand
Schoo! people understand this, school people
notice, school people can do the job of safety
education and sheuld assume more of this
responsibility and educate children in all
facets of day to day living.

Let's look at the decline of accidents in
the industrial arts and the vocational insti-
tutions in our nation. You will find that for
the past two decades the number of injuries
has decreased steadily, and the number of

boys and girls enrolled in the program has
increased steadily. There are several reasons
for this decrease in injuries. Number one is,
of course, better equipment; but, also, the
instructors have demanded that the equip-
ment be properly guarded, they have estab-
lished the proper procedures in educating the
youngsters in the use of equipment, and
they have prepared the youngsters to operate
the equipment in a safe efficient manner.
They are concerned about the safety of the
youngsters but, furthermore, they under-
stand that if 2 youngster is involved in an
industrial incident using power tools or
equipment, not only is there a personal in-
jury—<onceivably a Hability suit—but more
than that, there is a potential loss of a
livelihood to the youngster, since most of
the youngsters involved in Industrial/Voca-
tional Education are preparing to enter one
of the trades for a livelihood.

Of courge, the carry-over value from the
training in the schools has been one of the
prime factors in the decline of industrial
accidents. This type of training could not be
accomplished in the home, and it was not
accomglished in industry until recent years.

The scheols can educate the boys and girls
in day to day living, and they have the
responsibility to educate boys and girls in
day to day living. Furthermore, they should
continue with this responsibilty and expand
it wherever there is a need, in order to
preserve our nation's greatest resource—
young pecple,

DEBATE

By Dr. Milton R. Litterst, Second Vice President, National PTA
(Second Affirmative Speaker)

RESOLVED : That the Community Should Rely
on the Schools for Teaching All Areas of
Safety Education.

We of ths affirmative believe that it would
be fair to assume that the home and the
school would be the two primary institutions
which could have major roles in providing
safety education to children and youth. Our
contention, however, is that the community
should rely on the school for teaching all
areas of safety education, I submit the fol-
lowing observations and facts in support of
this position.
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Most parents are well intended in the
teaching of safety and safe living to their
children but, because of the lack of specific
information and training on their part, do
just about as poorly in safety education as
they do in sex education or the teaching of
geography. In the home, the child is usually
exposed to incidental safety education and
training by poorly informed or non-informed
parents, whereas in the school, the child is
exposed to an organized curriculum of
safety education which is taught by skilled
teachers who for the most part are trained

both in safety education content and in the
artful ability of causing desired learning to
take place on the part of the student.

A great risk is involved when the com-
munity depends on parents to teach safety
education to their children. Too many par-
ents live by the old saying, “Do as I say—
not as I do.” In the field of safety education,
this could result in serious injury or cutright
death for many children. The inconsistency
between what parents teach and what they
do in the matter of safety education is a
serious handicap, Most parents are much
more prone to take liberties of inconsistency
with their children than are teachers likely
to do so with their students. This is one of
the main differences between the lay ap-
proach to teaching safety education and the
professional approach. Then, too, there are
those parents (and there are more of them
than we would like to edmit) who say, “Let
the school teach them safety. That is why
I send my child to school. That is why I
pay my school taxes, so that I can be re-
lieved of having to teach my own child.
Why should I be doing something that the
schools should be doing?” In some cases
this is pure rationalization on their part, but
in the huge majority of ecases parents are
quite willing to accept the fact that safety
education, along with all other subjects,
should be taught in the schools. In fact, some
parents are cbviously eager to accept this
position with respect to safety education.

Dismal as it may seem, there is an ex-
tremely high percentage of children today
who do'not come from much of 2 family at
all. In many homes, especially in the inner
city, children come from broken homes,
fatherless hatnes, or even from homes where
there is no real mother or father,

According to the U.S. Bureau of the
Census, Statistical Abstract of the United
States, 1967, there were 25 divorces for
every 103 marriages in the Unitad States
for 1966. From the same reference for 1969,
we find that there were 318,100 live illegiti-
mate births {and by the way these are the
recorded ones only) making up nine per cent
of w: live births in the United States during
1967,

According to Sula Wolff, in her book
entitled Children Under Stress, published in
1969, more than one child in eight of school
age is from z broken home resulting from
the death of one or both of his parents, the
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separation of his parents, or because of his
parents being divorced. From the U.S. Newss,
August 5, 1968, we learn that one in ten
children are raised in fatherlesg homes.

What would happen to all of these chil-
dren with respect to their gafety education
if the community depended on their parents
to teach them? The answer, cbviously, is
that there would be very little, if any, safety
education taking place under these circum-
stances,

It is in the school, where the child is
involved in a comprehensive educational pro-
gram of physical education, recreation, ath-
letics, safety patrol, health, fire drills, family
living, and safe living, that safety education
can be integrated into the total learning
experience. It is in the school where safety
education becomes meaningful, applicable,
and _.._momE in a child’s everyday learning
experience.

In the area of driver education the student
is under the guidance of trained specialists
who systematically, step by step, develop in
the student the ability to drive gafely, to be
aware of the dangers of umsafe driving and
to develop in the student an ability for
defensive driving. All of these approaches in
driver education contribute to safer driving.
The average parent is neither technically
well encugh informed in driver education or
able to establish the needed psychological
rapport with his teenage son or daughter so
that maximum success in proper and safe
driving will be assured.

In the school, audio visual instructional
materials including films, flm strips, and
educational TV which illustrate safe be-
havior, good habits, and precedurss for liv-
ing safely are available to the student as
supplementary information. These materials
are cither very limited or non-existent in the
average home. We all know that audio-
visual instructional materials add greatly to
the learning experience and to the retention
of information so learned.

The schools, rather than the home or any
other institution, are in a much more ad-
vantageous position to coordinate and utilize
safety information available from commu-
nity, state and national resources such as the
local traffic safety department; the National
Safety Council; under the Green Cross, the
Red Cross, and the Junior Red Cross in the
area of water safety in particular; the Boy
Scouts and Girl Scouts of America: the
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local fire department; the medical societies;
The Automotive Safety Foundation; the
departments of public health; the National
Safety Commission; the PTA; and so on.
It is in the schools, primarily, that students
have the advantage of able teachers with the
assistance of teaching aids and teaching
materials, In additicn, in the schocls safety
education programs of many other excellent
safety minded organizations are cocrdinated
and integrated into the total educational
safety education program. In fact, they, too,
depend upon the school, in many instances,
to distribute, disseminate, present, and teach
their materials in and through safety educa-
ticn programs within the schools.

Furthermore, school systems have excel-
lent adult educational programs so that any
person wishing to extend his education, in-
cluding safety education, may do so simply
by enrolling in the adult program.

For the most part, however, psychologists
tell us that the early training of the child
is most important and that what he learns
early in life has a basically direct influence
on him then and throughout his adult life
It is for this reason, conssguently, that the
carly safety education of the child becomes
all inclusively relevant and so obviously im-
portant. This is why it is sc understandably
natural for society to turn to the school for
all areas of safety education.

In summary, in speaking in the affirmative
in the resolve that the community should
rely on the schools for tuaching all areas of
Safety Education, we of the affirmative be-
lieve that:

1. Parents are either uninformed, unable,
or unwilling, to teach safety education to
their children as it should be taught.

2. Many children come from homes where
oue or both real parents do not even exist.

3. At best, in a minority of homes where
there might be some ability and some inter-
est on the part of the parents, such safety

12

education would be somewhat incidental in
nature, it would lack much needed continu-
ity, and would be somewhat antiquated.

4. Parents become emoticnally involved in
teaching many aspects of safety education
and would, therefore, be inclined to lose
rapport with their children during crucially
important times of instruction.

5. Parents in many instances are poor
exampies of safe living as they do not
always practice what they preach when it
comes to safety.

6. gm:% parents deliberately take the atti-
tude that it is the responsibility and obliga-
tian of the schools to teach safety education.

7. Effective and meaningful safety educa-
tion curricula in the schools have been de-
veloped by experts in the field through gtudy
and careful research.

8. Safety education in the schools is
taught by “teachers trained in the skills of
how learning takes place and, in many in-
stances, by teachers especially trained in
safety education and driver education.

9. In the schools, visual-aids, _Eq:nnca&
materials, teaching aids and special an_,.r
ment are at hand to assist the teacher in
his safety education instructional endeavors.

10. Safety education in the schools can
be integrated with all other subjects of the
curricuium in 2 meaningful manner,

11. It is in the schools where safety edu-
cation informaticn and materials made avail-
able by local, state and national organizations,
both mcE_n and H..ﬂqﬁa can be coordinated
most affectively in a total r mprehensive
safety education program.

Therefore, because of the many limitations
existing within the family and the :039
and hecause safety &;8 ion can and is
being effectively taught in the schools, we
of the affirmative submit that the community
should rely on the school, and not the home,
for teaching all areas of safety education.
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SAFETY EDUCATION: ADMINISTRATION —
IMPLEMENTATION — EVALUATION

By DONALD GEHRMANN
Consultant. Traffic Safety Education, Department of Public Instruction, Madison, Wis.

Safety education is considered 2z basic
part of the education program and is taught
as the foundation for conserving human and
material rescurces. It contributes to charac-
teristics of responsibility, respect, and co-
operation that are vital for a satisfying,
efficient, and productive life. Safety sduca-
tion in this context is synenvmous with
citizenship education,

The physical protection of every student
5 the legal and inherent responsibility of
every school. Safety education offers excel-
lent opportunity for the cultivation of gocd
judgment, In teaching the students to live
as safely as possible amid many hazards,
safety is recognized as an imgperative part
of their schoo! experiences. Through a con-
tinving united school-community effort,
deaths, injuries, and economic loss through
neediess accidents can be reduced,

Administrafion and Organization

The School Beard. The safety education
program, as well as all other phases of a
total schoo! program, must have its founda.
tion in the policy-making body of the school,
namely the school board. Policy statements
are imperative as they give direction and
legal status to all phases of an operating
school Yistrict. It is the responsibility of the
school administrator to carry out the policy;
therefore, policies for the safety program

ust emanate from the board, and the lead-
ership for implementation must come from
the school administrator’s office. This does
not preclude the necessity for the district
administrator and his advisers to develop
and assist the hoard in the adoption of policy.

A model schoo! policy that may be adapted
to your lecal school district program is avail-
able from the National Safety Council.

The District Adminisirator. Within each
focal school district, the chief schosl ed-
ministrator is responsible for the entire
safety education program. Only through his
leadership can an effective safety education
program evolve, endure, and progress,

The nn.w&e Coordinator. The district ad-
ministrator should delegate authority and

responsibility to a staff person designated to
coordinate the safety education program for
all schools in the system. An appropriate title
would be safety coordinator. The coordinator
must be directly responsible to the district
administrator.

The major respensibilities of the safety
coordinator are:

1. Advise district administrator on mat-
ters of policy, physizal conditions of facili-
ties and grounds, accident records, and
safety activities.

. 2. Promate and coordinate safety activ-
ities.

3. Provide written and audic-visual in-
structional materials,

4. Provide liaison between community
agencies and the school.

The .Uﬁ.:&»i The safety of all pupils
and personnel in each schoo! is the respon-
sibility of the principal. The principal and
the safety coordinator must plan, with the
instructional and custodial staff, definite
safety precautions against natural and paten-
tial hazards within the school premises.

YPositive instructional planning must be
included to insure that safety education is
provided as an integral part of the instruc-
tional program. Safety education should be
integrated within existing curriculum areas
and not taught as a geparate subject.

Tke Teacher. The classtoom teacher is the
key to effective education for safe living.
To achitve the maximum efect, every
teacher must consider safety as an integral
part of the teaching task. Moresver, the
content of safety instruction provided by
individual teachers must be a part of a
carefully developed plan so that essential
components of the total body of knowledge
may be covered at appropriate times during
the schoo! experience of students.
Implementation

1. Establishment of schoo! policy.
2. Active support and leadership.

3. Appointment of the coordinator.

4. Establishment of the safety council or
advisory committee composed of teachers,
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students, and administrators as might be
indicated in the local school situation, This
committee, with representation from each
school, is the primary planning and imple-
menting organization for the school district.

5. Incorporated in comprehensive school
safety curriculums are programs relative to
child molestation, safety patrol, bug rider
safety instruction, the Helping Hand, natural
and manmade hazards, driver education,
safest way home, bomb scare procedures,
pedestrian safety, bicycle safety, accident
reporting, and playground safety, to mention
a few.

It is essential to understand that safety
programs will evolve over a period of years,
with new segments being developed annually.
The number of activities that will be in-
cluded will increase as the program grows.

6. Consultant gervices and instructionsal
materials are available from state depart-
ments of public instruction where consultants
have been appointed, police departments, the
National Safety Council, insurance com-
paniss, the American Automobile Associa-
tion, and local community organizations.

Evaluation
A survey requesting information in regard
to what is presently being taught in alf class-

rooms (K-12Z) can provide a basis from
which to evaluate existing instruction and
will also provide a basis for the development
and expansion of the program.

A criteria for the evaluation of safety
programs hag been accepted by the North
Central Association and is available upon
request from the Chicago office of the North
Central Association. The criteria not only
provides for evaluation but also provides for
effective guidelines in the development of
a safety education program.

Accident reporting is one of the basic
components of a safety program. The utili-
zation of an accident reporting system is
indispensable for securing data essential to
curriculum plamming, efficient implementation,
and future evaluation.

Specific application of accident reports:

1. Protection of school personnel from
imprudent publicity.

2. Protection from liability suits develop-
ing from student injury cases.

3. Advice for medification of school plant
structure, facilities, grounds, and equipment.

4, Basig for curriculum changes.

5. Creates awareness in teachers and ad-
ministrators of accident causation,

6. Produces consciousness of possible ac-
tion for future accident prevention.

THE RISKY BUSINESS OF SCHOOLS

The Gordon C. Graham Memorial Lecture

By GEORGE M. BETTERLEY
Managing Partnuer, Betterley Associates, Worcester, Mass,

You and I take risks every day of our
lives. Whenever we invest in stocks, buy a
house, choosz a wife, conceive a child, cross
a street, or go to sleep at night, we take
risks, Most risks we take because we think
life will be happier. But many risks, iike fire,
an automobile accident, flood, or sickness,
we take not Imowing when or whether they
will ever happen.

This is the kind of risk we are concerned
with here. “Pure” risk means:

1. There is uncertainty of loss (when,
where, how much).

2. There is a fortuitous cause {unplanned,
accidental happening).

3. Our objective is nonspeculative (no
chance of gain, a nonbusiness risk).
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Next year, Chicago celebrates a 100th an-
niverzary, but I doubt it is one to call for
much celebration. The summer of 1871 in
the Windy City had been excessively dry.
Thousands of stores and residences were
virtual tinderboxes, since two-thirds of the
city's buildings were of wood construction.
On the night of October 8 a strong veering
wind was blowing. Somehow, near the lum-
beryard district on the West Side of the
city, a few sparks went astray and touched
off one of the most disastrous fires in the
nation’s history. This terrifying fire, finally
tamed by a heavy rain, destroyed 17450
homes, left 100,000 people homelesg, and
claimed 250 lives.

How did it really start?

S aedmeess

Some stories wotld have us believe that
a milk cow owned by a Mrs. O'Leary of
DeKoven Street had kicked over a kerosene
lamp and touched off the inferno. But no-
body really knows for sure how the Great
Chicago Fire started, It's a mystery that
probably never will be solved.

There is no mystery, however, about how
fires in general get started. With the excep-
tien of arson and lightning, most can be
blamed upon a condition or cause involving
carelesgness,

Educational institutions today face more
risks than ever before. Certainly fire is one
of them. The number of school fireg has
increased from 3,000 in 1960 to 7,900 in 1969.
That's an average of 40 fires each echool day
{ast year! But fire isn't the only risk; others
which occur too frequently are: arson, theft,
vandalism, student accidents, and explosion.

Last year thefts from kitchens, classrooms,
and equipment closets of the Washington,
D. C. schools accounted for $350,000, almost
twice the $178,000 prior year loss figure.

You all know the prcblem of vandalism.
The U. S. Office of Education places the
total among the country’s public schools at
an estimated $100 million. The Baitimore
gchoo] system made a nationwide survey for
the 1967-68 school vear, and here are figures
they uncovered for some leading cities: New
York City—$2,717,000; Los Angeles—$940,-
000; Baltimore—$717,000; Tampa—$683,000;
Boston—$535,000; Washington, D. C—3$410,-
000; Milwaukee—$407,000; Newark—$346,-
000; Oekland—$309,000; Kansas City, Mo,
—$254,000; Cincinnati—$203,000.

Why are schools a “risky business”? There
are some especially cogent reasons:

1. Unrest—not just among students, but
also that associated with general civil dis-
orders where school property is swept up in
the path of major destruction.

2. Less discipline. Call it “moral decay”
if you wish, but the permissiveness, affluency,
and restlessness of the now generation has
somehow promoted less respect for property
of others.

3. Loss of immunity. The hue and cry of
today's consumerism is sue—sue—sue! When
Johnny, your little “consumer,” is injured
in the schoolyard, his parents are far more
likely today to use the faculty, the adminis-
tration, the school board, or anyone else they
think they can hold responsible. All of this
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is occurring at a time when the traditional
haven of governmental immunity is being
eroded in one state after ancther.

4. Larger values. Regional schools, com-
prehensive schools, consolidated schools, and
campus-style schools create a concentration
of high property values subject to the same
tornado, falling aircraft, fire, or flood.

3. Sophisticated equipment. The science
labs and vocational training shops are using
an increasingly complex array of equipment,
materials, and techniques which present haz-
ards to the unwary student or teacher.

6. Tight money. Generally speaking, those
responsible for school conmstruction have been
reluctant to spend money for risk protection
beyond that required by law. A notable ex-
ample is the unwillingness to invest in
sprinkler systems; yet the National Fire
Protective Association states that there is
no record of a fire fatality ever having
occurred in a sprinklered schoo! building.

You ail remember weli the tragic story of
the 1959 fire in Our Lady of Angels School,
in Chicago. Ninety-two students and thres
teachers died; 76 more students were burnad
or crippled. While the damage to the build-
ing was only about $100,000, total payments
to parents of the dead and injured came to
$3,200,000.

Two years later, almost to the day, a fire
occurred in St. Joseph's School, in Kingston,
New York. The building was almost identi-
cal to the one in Chicago—a dry wood floor
on wood joists, situated at the base of an
open wood stairway, and over a paper-filled
basement storage room connected by an open
door to the boiler room. It was a setting for
horror, but when the first fire trucks rolled
up, 421 pupils and teachers were completing
an orderly evacuation. There were no in-
juries. The fire was out, extinguished by two
sprinkler heads. The sprinkler system, with
an internal alarm and an alarm eonnected to
fire department headquarters, had been in-
stalled after the Chicago fire.

Your schools are in a risky business, and
no matter which way you tum, it's going to
cost you money. You are in a financial
squeeze—that's the major problem I'm con-
cerned about. You look to insurance for an
answer, and find it costs you more. You look
to insurance for an answer, and find the
market dwindling. You look to insurance for
an answer, and find you have to assume
more of the loss through high deductibles.
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You look to your own resources, and find
yourself in a biud because your income and
expense figures don't put you in a very
comfortable position to pay for improved
protection, higher insurance costs, and un-
insured losses.

To illustrate the problem of rising insur-
ance costs and higher deductibles, consider
these figures on six major umiversities, com-
paring their current property insurance pro-
grams against previous ones:

As a discipline of thought, study, research,
and practice, risk management is relatively
new, but growing. Manv business, institu-
tional, and government. organizations are
working hard to make it a viable ma' age-
ment responsibility. But there ig a long way
to go, especially within educational institu-
tions, which have been somewhat slower to
develop business-like techniques.

Rigk management encompasses four key
elements:

Amnual Property Insurance Costs

ol New

Premium Deductible Premium Deductible
Northwestern $ 21,000 $ 1,000 $ 85,000 & 50,000
Colorado 29,000 1,000 96,000 100,000
Southern Illinois 33,000 1,000 342,000 1,000
NYU 62,000 1,000 166,000 100,000
California 70,000 250,000 344,000 1,000,000
Stanford 200,000 25,000 650,000 250,000

A number of insurance companics, some
of them among the largest property insurers
in the country, ars refusing to write any
more schoo! business. When Scuthern Illincis
University last spring invited 32 companies
to bid, they received only three bids, the
lowest being 10 times the premium they had
paid the previous year. Kansas State Uni-
versity asked 148 companies to bid against
the university’s own specifications. Not 2
single bid was received! It was necessary
for them to revise their requirements and
negotiate a deductible policy. Schools in New
Brunswick, New Jersey, were closed for two
days last year while officials scurried arcund
trying to replace liability insurance which
the underwriters had cancelied.

‘What is the solution to this problem of
rising losges and shrinking protection? Thers
are really only two things you can do:

1. Control the degree of risk, ie., both the
cause and the effect of loss.

2. Control the costs of protecting those
risks.

The ways and means to accomplish this
control of risk, the principles and concepts
invelved, the entire discipline, we refer 1o
as “risk management” Risk management is
a business function, like cash management,
personnel management, sales management,
etc. I like to define it as “the function of
protecting assets against loss through the
systematic analysis and treatment of risk”
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1. Identification of risk. What occurrences
can take place to cause us loss; where can
they happen; what property and people will
he affected?

2. Evaluation of risk. What price tag can
be put on the risks; that is, what is the dol-
lar exposure, both in terms of severity and
frequency?

3. Selection of risle treatment. What is
the best way to treat the risk? Using the
E-A-T formula, can we Eliminate the risk,
Asgume it, or should we Transfer it to an
insurance company? A lot of analysis and
experience enters into this selection process,
but ultimately the right answer must meet
the test of economic feasibility.

4. Administration. Negotiation and gro-
carement of insurance, claims handling, Iose
prevention, and education.

Note the reference to loss prevention and
education. They were mentioned last for con-
venience, not because of low priority. No
risk management program can succeed unless
proper attention is given to the prevention
of loss and the education of all those in-
volved with risk. Remember that the first
technique considered for the treatment of
risk is to eliminate it, either partially or
wholly, but in socme way reduce it.

The National Safety Council and the Na-
tional Safety Congress exist for the enhance-
ment of accident prevention and safety edu-
cation. Their aim is to control loss to person

and property. Control of loss is also the aim
of risk management. If safety management
and risk management have similar objectives,
then let’s put the best ideas, energies, and
expertise of both together so that our schools
can better cope with their risky business,
Here are some suggestions

1. Provide greater cooperation at the lo-
cal level (school, district, or campus) be-
tween those officials responsible for insurance
and risk management, and those responsible
for safety. Business managers have to antici-
pate what will happen in order to arrange
proper insurance. Safety people do the same,
with the hope of preventing the happening.
They should collaborate in their risk analysis
efforts.

Insurance companies cffer losg prevention
services, but often only the squeaky wheel
gets the grease. Not only should safety peo-
ple use such services, they also can advise
the insurance administrator as to what he
sheuld ask for when negotiating with in-
surers,.

A choice to insure or not insure a risk is
somewhat analogous to the “make or buy"
decision which a manufacturing company
must resolve. A rigk manager cannot decide
to self-insure unless he knows he has the
capability to control losses through in-houze
accident preventinn and safety education ef-
forts.

2. Cooperate with the insurance industry
in seeking a better understanding of the real
risks inherent in the school business. T agree
with many buyers of insurance who fes] the
insurers have over-reacted to the publicity,
fears, and debate associated with student
disorders. For years, schools have been con-
sidered a favorable class of buziness by prop-
erty and Hability underwriters. Now they are
outcasts. Insurance companies blame school
administrators for ineptness in dealing with
student issues and failing to push for ade-
quate protection,

3. Learn more about risk management and
the avenues open for joint efforts with your
safety groups, through such organizations as
the American Society of Insurance Manage-
ment, Inc., the only national society whose
membership is restricted to risk managers,
and the Insurance Division of the American
Management Association.

4. Increase the level of support given to
expenditures of capital funds for improved
security and fire protection of school prop-
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erty as a two-pronged effort to reduce loss
of life and property and to maintain an
adequate competitive insurance market for
the large catastrophe.

5 Re-examine safety education from the
standpoint of whether it is reaching the right
person in the right manner. Vandalism is an
horrendous problem and won't be solved sim-
ply by teaching Johnny to respect other peo-
ple's property. “Vandalism is a pretty good
index of poor school and community rela-
tionships,” says Dr, John Martin, of Fordham
University. In a report on schoel viclence
in 110 districts, the Dodd Subcommittee ob-
served: “In almost every case of vandalism
. .. former students who were dropouts are
inveived.”

Perhaps safety education, in its broadest
sense, needs to touch more parents than
children, more administrators than teachers.

Disruptions at college campuses seem to
get the most publicity; yet in 2 report pub-
lished last year the National Association of
Secondary Schoc! Principals found in a
random survey of 1,026 senior and junior
high schocls, 59 per cent had experienced
some form of student protest.

6. Look critically at the myriad of reports
and statistics being kept in the interest of
accident prevention and safety education, Do
they really tell us what we need to know?
It has always disturbed me that workmen's
compensation carriers categorize the cause of
accidents by such labels as “struck by falling
object” or “fell over tripping hazard,” when
the real cause may have been an emotional,
peychological, or managerial problem, Tt
would seem to me that there is tremendous
opportunity in the future for more involve-
ment of the behaviaral sciences in safesy and
risk management, .

Tt's 1570, and a new decade of &
ministration lies ahead. It {s a risky
The need for sccident prevention, lns: con-
trol, and risk awareness hag never been
greater. Losses are climbing, insurance is
dwindling, and the increasing Anancial im-
pact comes at a time when doliars for schol-
arsare w.nnoamam harder to get. Safety super-
visors, risk managers, insurance underwriters,
and school administrators must jcin hands in
finding new ways to take “risk” out of the
school business. Goethe said, “Fools and
sensible men are equally innocucus. It is in
the half-fool and the half-wise that the
danger lies.” Let us not be halfway!
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A TREND IN EDUCATION IN THE 70's

By ADLAI E, STEVENSON, III
State Treasurer, State of Illinois, Springfield, Iil.

In the last century we have seen fight
after fight to improve the life of the com-
mon man., The efforts early in this century
to emact responsible child labor laws were
opposed as infringements on the freedom of
industry and management. The social security
laws of the 1930’s were opposed as social-
istic. Minimum wage laws are opposed as
uneconomic. Our regulatory agencies have
been opposed as unnecessary constraints upon
industry. Today, efforts to increase the in-
fiuence of consumers are cpposed as wastes
of time.

Every one of these fights has eventually
improved and bettered the life of the ordi-
nary American. And every one of them has
been bitterly opposed by the veoices of the
past, by the spacial interests, by the status
quo.

‘The fight for safety goes on. The battle
is still not won. It's a struggle to guarantee
every working American a safe place to
work; a struggle to insure that products
sold in the market place do not injure or
disable the American men and women who
buy them; a struggle for safer transporta-
tion, safer cars traveling on safer highways.

The principles involved are simple ones.
No American should have to work under
dangerous conditions. No American sheald
be exposed in the market place to dangerous
products. No American should have to drive
in unsafe automobiles or on unsafe roads.

I propose Federal action on all three
fronts: job safety, product safety, and traffic
safety.

Every year 14,500 workers are killed on
the job—about 52 deaths every working day.
Every year 25 million workers are disabled
in job acidents. And every year seven mil-
lion workers are injured in some way.

In Chicage alone there are an estimated
331,000 workers employed under conditions
that represent an immediate risk to their
health and welfare. That's one-third of Chi-
cago’s plant work force. In Chicago 64,000
workers are exposed to dangerously high
levels of noise. And 73 per cent of Chicago's
workers are in plants with questionable
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sanitation facilities. These conditions are
intolerable. No American should have to
earn his living in a plant where he fears for
his life.

But the problems of safety are wider than
this: 20 million Americans are injured each
year in accidents related to consumer prod-
ucts. The number of people injured in the
home i3 four times as great as the number
injured on the highways.

Each year 7,000 American children under
15 die in home accidents—a toll higher than
that taken by Ilukemia in the same age
bracket, Over two per cent of the hospital
admissions for acute care in the United
States are for product injuries. This equals
the annual number of hospital beds we
construct each year—at a cost of $600 mil-
lion,

Even these figures aren't a true measure
of the problems of safety in American life.
We all know the automobile safety statistics.
Each vear 56,000 Americans die in auto-
mobile accidents. Each year, two million
Americans are injured in automobile acci~
dents. And year after year, automobile acci-
dents cost us $12 billion, It's tme we
attaclced these problems.

In 2 well managed economy, the average
American can find a job, he can support his
family, he can buy a car, he can purchase
products that make his life easier and more
pleasant. He should be able to find a safe
job.

There is much that we can do,

The Industrial Safety Act of 1970 is
before Congress now. It authorizes the Sec-

retary of Lubor to establish and enforce -

standards of safety. It empowers the Sec-
retary to close plants if imminent danger
is present.

The Industrial Safety Act of 1970 is
important to the welfare of the American
working man. When this bill is next con-
sidered by the Senate, I want to register
my support-—as a United States Senator—
for the American working man. Then we
can go on to do something about product
safety.

United States government authority in
the area of product safety is less compre-
hensive and less extensive than in England,
Canada, West Germany, or Japan. Federal
authority to curb hazards in consumer prod-
ucts is virtually nom-existent. No Federal
law provides meaningful penalties for manu-
facturers who knowingly produce and market
hazardous goods. What littla Federal au-
thority does exist i3 spread over many agen-
cies,

There is no injury data center which could
collect, evaluate, and make available product
safety data. Such an agency could continue
the valuable work of the National Product
Safety Commission,. When this Commission
was established in 1967 it was given the
task of identifying hazardous commodities,
of determining the effectiveness of industry
rules and federal, state, and local laws, and
of proposing ways to make these laws more
effective, This Commission's 1970 report was
a landmark in consumer protection. But we
must now go on to establish a permanent
agency which can provide the consumer with
continuing protection against unsafe products.

We can give the appropriate cabinet offi-
cer the authority to set standards for product
safety, and we can establish an information
clearinghouse to collect data on product
safaty.

Let me tumn now to traffic safety.

Through the years, the Naiional Safety
Council has been instrumental in the estab-
lishment and improvement of licensing and
inspection programs. It has made a major
contribution to the enactment of better traffic
laws and the enforcement of those laws.
These efforts must continue,

But we need to do much more. Vehicle
safety standards help protect passengers
when an accident occurs. Federal standards
must continue to require design changes
which take the automobile a safer vshicle,

In addition to safe vehicles, we need safer
roads, Qur safest system of roads is the
interstate highway system. In rural areas,
the fatal accident rate on interstate highways
is less than half that for other rural roads.
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In urban areas, the safety margin is even
greater,

Because of the controversy surrounding
urban portions of the interstate system, a
huge surplus of $2.2 billion has built up in
the highway trust fund. These funds should
not lie idle. They should be used to accelerate
the work on the system. Given the history
of sharply rising road construction costs,
this step would be an economy measure as
well as a safety measure. The longer we
wait, the more it will cost us to build a
system of safe interstate roads.

In addition, we must greatly intensify the
research effort aimed at safer highways. We
must increase Federal support for research
projects in such areas as safe entry onto
freeways and better control of passing and
overtaking. We have the know how to get
these projects intc an advanced development
state in three years at a cost of $30 million,
or less than the amount spent on cne C-5A.
At the current rate of Federal support, it
will take 30 years and thousands of traffic
deaths to reach that stage,

Out of every Federa! research dollar, 90
cents goes to military and space programs,
‘We cannot say we have reordered our priori-
ties until this imbalance is corrected. If we
can afford $37 billion to send men to the
moon, we can afford §30 million for highway
safety research.

Safety is one of those issues that isn't
very profitable, politically—politicians con-
sider it a boring issue. But it’s terribly im-
portant to men and women and their families
whe work in unsafe plants, or who buy
unsafe products, or who suffer in avoidable
traffic accidents, And it's an issue we can
do something about,

Government can  investigate, can set
standards, and can provide penalties. Govern-
ment can make unsafe conditions and unsafe
products unprofitable for the employers and
manufacturers.

America is blessed with unprecedented
resources of money, manpower, and tech-
nology. We can use those resources to nar-
row the gap between what is and what ought
to be if we have the will and the leadership.
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DEVELOPMENT OF THE UNIVERSITY OF ARIZONA'S
SAFETY CENTER

By DR. WILLIAM H. KING
Dir.,, Safety Center, University of Arizona, Tucson, Arizona

The focal point for Safety Center devel-
opments at the University of Arizona in
Tucson is the proposed McKale Memorial
Center. Construction for this $8%4 million
complex is scheduled to begin in November,
with completion slated for September, 1972,
Included in the McKale Center are two
designated health and safety sducation class-
rooms with adjoining office space, a con-
ference room, library study room, psycho-
physical equipment storage and testing area,
and a driver simulator classroom with a
15 unit capacity.

Federal funding for the total of three
classrooms, adjsining facilities, and equip-
ment has heen applied for and approved
under Titles I, II, and III of P. L. 82-10.
The proposed McKale Memarial Center will
also serve numsrous campus and community
needs in addition to its basic functions in
athletics, health, accident prevention, physical
education, and recreation.

Another proposed facility located one mile
fromm the McKale Center consists of a
driver training site and skid test area. Not
only is teacher training included in the
driving range proposal, but also duplicate
use of the facilities is foreseen by the
Arizona Transportation and Traffic Institute.
Studies of pavement surfaces, frictional
characteristics, and braking efficiency are
included in the traffic and highway engineer-
ing plans for this site.

Collaboration with other colleges of ths
university, such as Engineering and the Col-
lege of Business Administration, is an essen-
tial feature of the Safety Center concept.
Today, students electing an undergraduate
minor in Safety Education can include spe-
cific basic courses from Traffic Engineering,
Mining Engineering, Law Enforcement and
Traffic Administration. Students from the
College of Business Administration are also
electing the basic teacher-preparation courses
in Traffic Safety Education and Accident
Prevention,

In addition to curriculum cooperation by
solleges of the university, the Division of
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Continuing Education and the summer ses-
sions annually offer Traffic and Safety Edu-
cation classes, both on the campus and at
the Tucson Police Academy. Classes in
Safety Education are being limited to ap-
proximately 30 students because of individ-
ualized instruction involving psychophysical
testing equipment and dual controlled train-
ing cars. For the past six years, we have
not been able to accommedate all students
desiring to enroll in the Traffic and Safety
Education courses, The future Safety Center
facilities coupled with consistent student de-
mand will lead to an expanded program
within the next three years.

One additional service type curriculum
which is especially worthy of mention at the
University of Arizona is called the “Traffic
Survival School” This is also administered
by the Division of Continuing Education.
The traffic survival school for Pima County,
‘Tueson, started in October 1969, and it is
an integral parst of the governor's highway
safety program. The survival schools in the
Tucson arez reached a record high regis-
tration with 390 students enrolling during
the month of September, 1970, The majority
of enrollees are traffic law violators with a
choice of attending and completing the four
different survival sessicns or having their
driver's license revokad., Relatively few of
those completing the survival course have
returned to the violation list a second time.

The programs that have now been briefly
mentioned in the areas of education, engi-~
neering, enforcement, and traffic survival
describe the developing concept of a Safety
Centar at the University of Arizona, Tucson.
This basic effort toward university and com-
munity cooperation in accident prevention
received initial guidance from Jack Green,
National Safety Council, and Dr, James
Aaron, Southern Illinois University. Acting
in a consultant capacity, they visited the
University of Arizona in December, 1969,
They met with key faculty and staff repre-
senzatives in the areas already mentioned
and also had the opportunity to examine

our existing facilities and equipment. Their
advice, guidance, and suggestions have been
carefully studied and several major points
made in their critique will be implemented
within the next three years.

At this time, you might well ask: “What
do you think will actually happen in Safety
Center developments at the University of
Arizona?" I predict that the program will
be largely traffic safety orientated. Driver
training and education, traffic engineering,
law enforcement, and traffic survival will
continue to be the significant part of the
curriculum. The communities in Southern
Arizona will be mainly served by our ef-
forts because of their close proximity.
Teacher certification stardards in driver edu-
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cation and training will not be typical of
the national trend toward specialization.

The reasoning behind this Jast prediction
is due to the fact that southern Arizona
and the entire state is made up largely of
small rural type communities. By compari-
son, the states in the northeast, midwest,
and California demand what I call “urban
standards.” Arizona, on the other hand, will
have to continue to meet the needs of what
basically is a rural type of environment.
We have accident problems similar to
other states. There are, however, many
distinct variances due mainly to climate,
topography, population patterns, and employ-
fient pursuits,

NATIONAL HIGHWAY SAFETY BUREAU
MANPOWER DEVELOPMENT PROGRAM

By WILLIAM E. TARRANTS

Dir., Office of Safety Manpower Development, National Highway Safety B ,
Washington, D. C, & v ty Burean

If the tool of crashes, injuries, and fa-
talities on the nation's highways is to be
appreciably reduced, it is clear that a size-
able work force must be created to take on
the task of implementing the provisions of
the highway safety legislation of 1966 and
of developing, implementing, enforcing, and
evaluafing the effectiveness of the Naticnal
Highway Safety Program standards and the
Federal motor vahicle safety standards which
grew out of this legislation. As priority
programs having high payoff potential are
identified, there is a cobcurrent need to
identify manpower development components
of these programs in order toc assure the
availability of adequate numbers of qualified
people to perform the tasks necsssary for
their implementation. To meet these needs,
a major manpower development program has
been initiated by the National Highway
Safety Bureau.

NHSB ORGANIZATION

The National Highway Safety Bureau
has a director and two deputy directors, one
for technology and one for programs, In
addition, there are five associate directors,

each responsible for a major program or
operational area, These include the associate
directors for plamning and programming,
motor vehicle programs, research and de-
velopment (Research Institute}, traffic safety
programs, and administration. The director
of the Bureau reports directly to the Secre-
tary of Transportation,

The Research Institute headed by the
associate director for research and develop-
ment, consists of the offices of experimental
safety vehicle programs, accident investiga-
tion and data analysis, and safety research.
The manpower development programs con-
ducted by the Bureau are administered by
a division located in the Office of Safety
Research.

The Manpower Dievalopment Division rec-
ommends national policies and priorities for
the development of motor vehicle and traffic
safety manpower, and plans and conducts an
approved program to improve the quality
and increase the quantity of manpower
needed to develop, implement, enforce, and
evaluate motor vehicle safety performance
standards and highway safety program
standards at national, state, and local levels.
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Three genera! classes of manpower are
required for the implementation of highway
and motor vehicle safety programs. These
include professional, technical and service,
and research personnel. Programs conducted
by the Manpower Development Division sup-
port these three personnel classes.

The professional manpower functions
within the division defines the dimensions of
the professional manpower problem and con-
ducts or sponsors programs designed te in-
crease the supply, improve the skill and
knowledge levels, and enhance the develop-
ment of management and professional per-
sonnel required to implement highway and
motor vehicle safety programs. This includes
such professional and managerial personnel
as automotive engineers, driver sducation
teachers, and highway safety program
managers.

The research manpower function within
the division develops and administers a pro-
gram of financial support and technical as-
sistance for the education and training of
highway safety research manpower, includ-
ing interdisciplinary predectoral education
programs.

The technical manpower function within
the division is resgonsible for developing the
manpower base to ensure an adequate supply
of qualified technical and service personnel
to operate state and local highway safety
programs, and to support motor vehicle
safety programs. Examples of the types of
individuals with whom this functional area
of the division is concerned are automobile
repair and inspection personnel, ambulance
drivers and attendants, and police traffic
services specialists. Numerically, most of the
highway safety training requirement is in
the technical manpower area.

The Manpower Development Division
functions primarily in a mission support
role for the associate directors for traffic
safety programs, motor vehicle programs,
and research and development by identifying
manpower requirements generated by new
NHSB programs and by new standards,
identifying manpower quality and skill levels,
developing manpower training programs to
meet user requirements, and evaluating ef-
fectiveness of manpower training programs.

In determining and meeting highway
safety manpower requirements task require-
ments are identified; numbers and types of
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manpower required are identified; manpower
policies and priorities are developed and
recommended; and plans for meeting the
nation's requirement for trained highway
safety manpower are developed. Training
resources are identified and evaluated; train-
ing resources are developed to accommodate
the unmet training requirement; training
programs are conducted or sponsored and,
finally, program effectivensss is evaluated.

We early set out to identify the task
requirements of the job that needed to be
done, Here, our terms of reference were
Federal legislation, the highway safety pro-
gram standards and the motor vehicle safety
performance standards which grew out of
this legislation, and the staffing requirements
within the Bursau itself.

‘We then identified the numbers and types
of manpower required to perform these
tacks and prepared forecasts of these re-
quirements for a ten year period. This was
accomplished by using “state-of-the-art” re-
ports, surveys of manpower requirements
and resources, and forecasts of manpower
requirements and resources based on reports
from the states. A nationwide safety man-
power study completed in 1968 provided a
partial base for assessing highway safety
manpower requirements and for developing
a training plan to assist in meeting these
requirements, The study provided data on
manpower requirements by standard area by
state for 1968 and projected these data
through 1977, The study also provided in-
formation on manpower resources, training
capacity, and plans 1o assist the states in

staffing their highway safety programs. This®

initial study was limited to manpower re-
quirements of state governments,

A total of thirty-six generalized job titles
were identified in this study as requiring
technical knowledge uniquely relevant to one
or more highway safety standards areas
and for which specialized formal training
is required. Each of the job classifications
listed was described and the types of educa-
tion and work experience recommended for
each was identified.

Each state indicated the number of indi-
viduals in each of the job categories who
are actually working in support of highway
safety program standards and also estimated
its manpower requirements annually through
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1977. The data in this study concentrated
on state level employees.

Additional estimates of persounel require-
ments were obtained during a study con-
ducted by the Stanford Research Institute,
which examined various alternativezs for
meeting the nation’s need for adequate num-
bers of trained manpower. According to the
SRI study, the total Federal, state, and
local estimates for safety manpower reach
972,000 by 1978,

A study conducted by the National Asso-
ciation of Counties, based on personal inter-
viewing with local officials involved in the
implementation of the hghway safety stand-
ards, indicates that 1,103,243 full-time equiv-
alent personnel are now working in support
of highway safety program standards in
counties, municipalities, townships, and school
districts. The report estimates that the max-
imum realistic and justifiable manpower re-
quirement for these government levels will
reach 2,310,350 full-time equivalent person-
nel in 1978, The report elso identifies job
titles and provides job descriptions for local
highway safety persomnel. Job titles are ar-
rangzd by highway safety program stand-
ards, and separate manpower requirements
are presented for each job titled. A total
of 11 generalized job titles and descriptions
were compiled from field research data. Our
preliminary information indicates that five
standard areas will, as a group, account for
approximately 90 per cent of the total
manpower requirement in 1978, These include
traffic courts; emergency medical services;
highway design, construction, and mainte-
nance; police traffic services; and school bus
safety. The report also contains a section
on program staffing which relates the cur-
rent manpower status and percentage of time
devoted to highway safety by employees
engaged in these activities to the selected
communities arranged according to popula-
tion. The report concludes by presenting a
set of guidelines designed to enable state
officials to survey local jurisdictions to de-
termine current and future manpower re-
quirements. Copies of the final report for
this project should be available within the
next two months.

Information on the general manpower re-
quirements of the nation is obtained from
reports of other Federal agencies such as
the Bureau of the Census, the U.S. Depart-
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ment of Labor, and the U.S. Office of Edu-
cation, as well as from NHSB sponsored
studies,

Organizations outside of government, such
as various professional associations, the
Highway Users Federation for Safety and
Mothility, ahd the Nationa! Safety Council,
also provide valuable information. With
information obtained from these and other
studies and sources, we are in a position to
plan and implement manpower recruitment,
development, and training strategies to meet
Equmw and motor vehicle safety personnel
requirements.

Cnce the numbers and types of manpower
required have been identified, the next step
is to develop and recommend national man-
power policies and priorities. These recom-
mendations are based on analyses of the
numbers and types of manpower required,
manpower availability, position vacancies,
and Bureau program priorities,

Once determined, manpower policies and
priorities are communicated to other Fed-
eral departments and agencies having man-
power functions, and to quasi-public and
private organizations. We have identified
key individuals within and outside of gov-
ernment, and through them we are attempt-
ing to affect the allocation of their man-
power development resources to support
highway and motor vehicle safety manpower
goals. Some examples of thiz activity in-
clude ocur coordination with:

L. Department of Defense. This depart-
ment has a program, entitled “Program
Transition,” through which it seeks to mate
the skills and interests of the gerviceman
returning to civilian life with civilian job
oamoncnmmnu. This year, for example, an
estimated 500,000 servicemen will return to
civiilan life, many with skills which can be
adapted to highway safety manpower re-
Hmﬁo.m requirements, eg., medical aide men
trained to provide emergency medical serv-
ices, and military police who have been
nwp_:& in traffic control, crash investiga-
tion, and other highway safety related skills.

N.. Office of Economic Opportunity. The
.Zm:onwm_ Highway Safety Bureau is work-
ing with this office to study ways and means
om. meeting selected safety manpower re-
quirements throughout the systematic and
selective re-training of the socially disad-
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vantaged or those out of work for other
reasons,

3. U.S. Office of Education. Several man-
power development and training acts are
implemented through the Office of Educa-
tion,We are effecting coordination with this
agency with regard to projects funded under
the Vocational Education Act, the National
Defense Education Act, the Cooperative
Regearch Act, and other similar legislation.
We are also participating in a joint HEW-
DOT Task Force on zutomobile mechanic
training.

In addition to these Federal agencies, we
are working with several non-government
organizations such as the National Safety
Council, the American Vocational Associa-
tion, the Highway User's Federation for
Safety and Mobility, the Independent Garage
Owners of America, the National Auto-
mobile Dealers Association, and the Ameri-
can Association of Junior Colleges.

Through contacts with these and other
groups, we are able to assist these groups
in their program planning, to exchange ideas,
and to seck assistance in the planning and
implementation of Bureau policies, priorities
amd programs.

The next step in the Bureau's manpower
development program is that of developing
plans and programs for meeting the Na-
tion's highway safety manpower require-
ments. Our goals represent ultimate aspira-
tions in highway safety manpower develop-
ment and are based on the kind of national
postare in highway safety that the Bureau
can realistically expect to achieve.

In order to come to grips with the ques-
ticn of how manpower improvements are to
be sought, we obtain information on: (1)
the numbers and performance capabilities
of safety manpower rsquired within each
state to support a specific standard at various
operational levels; (2) the number of such
qualified personnel available: and (3) the
number of personnel remaining to be trained.
This information aggregates to produce man-
power training goals as follows: The high-
way safety program standards, motor vehicle
safety performance standards, and other
Bureau programs and activities define cer-
tain functions to be performed. These func-
tions, in turn, lead to the identification of
skill requirements; educational and experi-
ence qualifications; manpower reguirements;
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manpower available; training needs by state,
occupational classification, and level of train-
ing; training resource requirements; training
resources available; training resource de-
ficiencies; and, ultimately, to the prescrip-
tion of manpower training goals.

This example relates only to the develop-
ment of manpower to support the implemen-
tation of highway safety program standards
within the states. Similar procedures are
used to establish manpower development
goals to support the implementation of motor
vehicle safety performance standards and to
provide the specialized staff required by the
Bureau itself.

Having established manpower training
goals, the next step is to identify numbers
and types of training resources available
throughout the nation for safety manpower
developmsent. Here we are councerned with
both the identification of training resources
and the assessment of training resource
adequacy. There is also a need to focus
attention on the training required in support
of the various high priority program areas
defined by the Bureau, such as the aleohol
countermeasures program.

With highway safety manpower require-
ments and skill levels determined and many
of the training resources identified, we then
concern ourselves with training resource de-
velopment or the “tooling up” phase. This
includes the development or acquisition of
training facilities, materials, and instructors.
We have studied various alternatives for
meeting highway safety manpower training
requirements. Among these alternatives are
a National Highway Safety Academy mod-
eled after the Federal Aviation Administra-
tion Academy, the continued use of existing
training facilities of high quality, and a
series of university-based training centers in
various regions of the nation.

We have concluded that the interests of
the nation can best be served by pramoting
the use of existing training facilities with
the states for the education and training of
highway and motor vehicle safety man-
power. In addition to these actions, we are
active in efforts to influence the nation's
total training system to be more responsive
to the requirement for adequate numbers of
trained highway safety manpower. An im-
portant element in the “tooling up” process
is to make certain that we avoid duplication

of effort among the many organizations and
institutions active in highway safety training.

Qur approach to the development of train-
ing resources and materials is to develop and
implement programs based on process proj-
ects. In our plan for program development
by process projects, a project consists of
one of the several developmental phases in-
volving many occupations rather than ome.
Survey data on the ambulance attendant and
auto mechanic occupations are expected to
be received in the near future. Qur inventory
of national training resources has been com-
pleted by the Bureau for all of these occu-
pations except ambulance attendant, the lat-
ter inventory being included in our future
plans.

An FY70 project will provide complete
descriptions of the various safety manpower
occupations for recruitment purposes. The
results of this project which is now being
conducted by the Highway Users Federation
will be available for use by guidance coun-
selors, students, employers, and instructors,

As shown in the multi-colored curriculum
guide bar, we have completed the prapara-
tion of curriculum materials for the emer-
gency medicel technician, and we are now in
the process of preparing similar materials
for the driver license examiner, breath ex-
aminer (or chemical alcohol tester), accident
investigator, traffic police, traffic court judge,
and automohile mechanic, In FY71 we plan
to conduct pilot courses.

The eperational phase of these programs,
leading 'to the preparation of specialists for
service ‘within the states, will be supported
by Section 402 funds or by funds from
other sources, Our own future plans call
for the analysis and evaluation of program
effectiveness. The strong and weak features
of the programs as measured by our anafysis
and evaluation of instructors, trainees, and
course content, are fed back into the system
in a re-cycling process repeated at regular
intervals, Other changes outside of the train-
ing program (epg., legislation, new tech-
nology, and job market changes) are also
identified and incorporated into the re-
cycling process.

A model is used in all course and cur-
riculum development projects for the various
safety occupations. The model consists of
three phases: Phase I—establishing require-
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ments; Phase II—developing the program;
and Phase ITl—validating the program.

In Phase I we identify training need,
collect job data, define task elements, iden-
tifying training requirements, formulate per-
formance objectives (including terminal
skills and knowledge), and determine student
selection requirements.

In Phase II, we define instructional ob-
jectives, define behavioral objectives, select
instructional strategy, select instructional
media, develop instructional materials, and
define effectiveness criteria.

Finally, in Phase 111, the validation phase,
we start with our defined effectiveness
criteria, then develop proficiency measures,
conduct a pilot program using a representa-
tive sample of students for whom the pro-
gram is designed, conduct the initial evalu-
ation, revise instructional materials, conduct
the training program, conduct a follow-up
evaluation, and periodically up-date the pro-
gram and re-cycle the process as required.

The next step in meeting safety manpower
requirements is to conduct or sponsor needed
training programs. The Bureau has con-
ducted, sponsored, or developed training pro-
grams in several areas. Course guides are
being developed for several additional occu-
pational areas. I will comment briefly on a
few of these training efforts.

1. Training Support for Emergency Medi-
cal Service Personnel, To assist the states
in_ the emergency medical services area,
guidelines for a basic training program for
“Emergency Medical Technicians — Ambu-
lance” have been develop:d. These materials
are now availeble for us» by the states and
by other interested individuals and groups.
”ﬂ..o materials were designed as a first step
in an extended program to increase the
competence and professionalism of all am-
bulance personnel, estimated to number about
160,000 in the United States.

2. Highway Collision Investigation. To
mmﬁo. sixteen medical-engineering accident in-
«Qnm.»moa groups have been trained and are
functioning at university centers throughout
the United States. These teams are trained
in deep-probe ressarch in vehicle crash and
mmjury causation, starting with detailed on-
mrn-mnnnn procedures and continuing with
intensive follow-up investigation techniques.
The findings of these teams have provided
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the basis for several Bureau standards and
have advanced the frontiers of knowledge
with regard to how and why people die on
the highway. Four additional teams are
scheduled to be trained this coming year.

3. Training in Highway Safety Research.
We are now providing support to two uni-
versities for the preparation of scientists
and engineers for careers in highway safety
and motor vehicle safety research. In an-
other effort to stimulate the interest of the
university graduate student population in
conducting research in highway safety re-
lated mreas where significant gaps in infor-
mation are believed to exist, we prepared
and distributed a publication entitled Swug-
gested  Topics for University Graduste
Theses and Dissertaiions in Highway Safety
and Related Fields.

Bureau training activities to date have
focused on the support of those programs
which are believed to offer the greatest
promise of payoff in terms of death .and
injury reduction. In addition, we have em-
phasized foundation building programs and
ghort courses designed to train highway
safety program management personnel at
state level to improve their ability to al-
locate resources to high priority highway
safety programs and program elements.

As of September 30, 1969, a total of
134,353 persons had received training in the
functional program areas in highway safety
through the use of matching Federal-State
funds appropriated under Section 402 of the
Highway Safety Act of 1966,

‘We have recently developed a computer
program and coded all Section 402 training
course data which have been submitted by
the states on the HS-1 Form from the he-

ginnir. r of the Act up to June 30, 1970, the
end of Fiscal Year 1970. We plan to issue
a report describing all items of interest re-
lating to these programs, such as the number
of people trained by occupation, the pro-
gram cost, the level of training (pre-em-
ployment, in-service, or up-grade), the name
of the training agency, the course descrip-
tion, and the course length. The initial re-
port will be completed within the next few
weeks, We plan to publish a quarterly report
on the status of highway safety training in
the states.

The final step in the Bureau's manpower
development program is the evaluation of
training program effectiveness, We are too
“young” as yet to have implemented our
plan fully or to have received the type of
feedback necessary to permit substantive
adjustments to the program, Ultimately,
however, we will be able to evaluate the
performance of the individual in the class-
room and in the laboratory as he is trained
as well as during his subsequent perform-
ance on the job. We will alsc be able to
evaluate the level of efficiency of the entire
Bureau manpower development and training
plan and program,

This completes the sequence of events in
our program plan. In summary, we identify
task requirements, identify numbers and
types of manpower required, recommend
national manopwer policies and priorities,
develop plans for meeting the nation's man-
power requirements, identify numbers and
types of training resources, develop training
resources to accommodate unmet needs, con-
duct or sponsor training programs, and
evaluate program effectiveness, We then
repeat the cycle, begiming with the iden-
tification of new requirements.
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THE DEVELOPMENT OF DRIVER EDUCATION
OBJECTIVES THROUGH AN ANALYSIS OF
THE DRIVING TASK

By A. JAMES McKNIGHT and BERT B. ADAMS
Senior Staff Scientist, Human Resources Research Organization, Alexandria, Va.

No one needs to be reminded of the con-
troversy that has raged for the past several
decades over the role of driver education
in public schools. Specifically, does it have
an enduring impact on the safety and effi-
ciency of people who have received it as
they operate their vehicles on the public
highways? It is regrettable, most objective
authorities will agree, that conclusive judg-
ment on this issue is no closer at the
present time than when the controversy
began.

A set of studies recently sponsored by
the National Highway Safety Bureau
(NHSB) were almost unanimous in con-
cluding that, before we become concerned
with the long-term effectiveness of driver
education ag reflected in accidents and viola-
tions, we should see whether present pro-
grams achieve the specific instructional ob-
jectives that have been set. Are students
taught what we want them to know; does
the instruction enable them to do what we
want them to do? This, after all, is the way
other educational programs are evaluated.

Any set of instructiona! objectives used
to evaluate an educational program should,
logically, guide the development of the pro-
gram from the outset. It was this recognized
need for a set of acceptable driver education
cbjectives that led to the study being re-
ported. The goal was to develop a set of
instructional objectives for driver education
courses based on a comprehensive and de-
tailed analysis of the driver's tasks. The
stly has two phases. The first, completed
recently, was the analysis of the driver's
tasks.? The second phase, scheduled for com-
pletion in early 19712 will attempt to de-
velop a set of instructional objectives from
the results of the task analysis. In this
paper, we will describe the task analysis,
which consisted of three activities: (1) the
analysis proper, the reduction of the driver's
tasks into their component behaviors, (2)
a criticality evaluation, an attempt to assess

the importance of each behavior to safe and
efficient driving, and (3) the development
of task descriptions, preparation of a book-
let containing the results of the task anal-
ysis and a criticality evaluation.

Task Analysis

The HumRRO analysis is by no means
the first analysis of the driving task to be
performed. There have been many. How-
ever, most have been concerned primarily
with the processes that mediate between
the driver's sensory inputs—the sights,
sounds, and feel of the road—and his out-
puts, that is, the responses by which he con-
trols the vehiclee. Many anzalyses have
provided highly detailed descriptions or mod-
els of mediating processes, often in highly
precise mathematical terms. These deserip-
tions have often permitted highly accurate
predictions of the driver's responses to par-
ticular constellations of highway variables.
However, the driver educator, if he is to
prepare students to respond approgpriately to
the various highway situations they will
encounter, must ultimately know what those
specific situations and respouses are.

One of the oldest ways of identifying the
specific behaviors—situation and response—
imposed upon an individual is to observe
him. However, the extremely varied nature
of driving behavior makes direct observa-
tion unfeasible, It would be almost impos-
sible to set up an observational scheme that
would guarantee that even a majority of
the driver’s behaviors would be observed
within a reasonable period, It is likely that
most of the time would be spent witnessing
a restricted number of highly repetitive
behaviors,

An alternative to observing people behave
is having them report on their behaviors
through questionnaires or interviews. Again,
the extremely varied nature of driving be-
havior becomes an obstacle. To expect a
driver to recall everything he has had to do
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is unrealistic, Moreover, if the individual
administering the interview or questionnaire
is himself a driver, it is doubtfu] that the
results of his efforts would prove very
enlightening to him.

The approach ultimately selacted was an-
alytic rather than empirical. Instead of ex-
amining the driver’s actual behavior, an
analysis was made of the larger system of
which the driver is a2 part in order to
identify the specific behavioral requirements
imposed upon him. The system, which for
fack of a better label we can call the
“highway transportation system,” consists of
the driver, the vehicle he drives, the road-
way over which they travel. the traffic they
encounter, and the natural environment in
which it all takes place. It is this system
that creates the situations to which the
driver must respond.

The specific “system analytic™ approach
involved four steps—(1} identifying those
characteristics of the system that were
capzble of creating hehavioral requirements,
(2} identifying the specific behaviors they
requived, {3) organizing behaviors into an
acceptable structure, and (4) analyzing the
behaviers into their specific elements.

Identifving Svystems Characteristics

Each of the five components of the high-
way transportation system was examined to
identify those specific chracteristics capable
of giving rise to sitvations to which a driver
must responid. For the driver, this meant
physical and mental characteristics, either of
a permanent or transient nature, that in-
fluence the way in which he must behave.
For examyple, a driver who is fatigued must
engage in certain behaviors that are un-
necessary when he is fresh and alert. The
vehicle's controls and displays clearly in-
fluence the responses required of the driver.
Moreover, the vehicle is capable of gensrat-
ing behavioral requirements of its own, as,
for examgle, the behavior required to keep
it in safe operating condition. The roadway,
through its variation in vertizal! and hori-
zontal alignment, lane markings, and various
traffic control devices is an cbvious source
of behavioral requirements, This is true also
of the traffic the driver encounters. Finally,
the natural environment with its variation in
temperature, weather conditions, and general
illumination, is a strong determiner of driver
hehavior.
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The identification of behaviorally relevant
system characteristics was greatly supported
by an intensive review of traffic literature,
including such things as driver education
texts, accident statistics, critical incident re-
ports, engineering studies, behavioral research
studies, and operations analyses. The resuit
of this effort was a list of close to 1,000
specific characteristics of the highway trans-
portation system capable of giving rise to
situations to which the driver must respond.

Identifying Eehaviors

Having identified behaviorally relevant
system characteristics, the next step was to
study each characteristic to determine the
nature of the situations that could arise and
establish the appropriate responses. In many,
if not most cases, situations and responses
were veadily apparent. Few people need to
te told the behavioral implications of a
traffic light, lane marking, or windshield
wiper. However, other characteristics such
as a blowout, loss of brake pressure, or an
oncoming car traveling in the same lane, are
not so well-known, and recourss to existing
literature was necessary.

Frequently, system characteristics in com-
binaticn with one another will reguire be-
haviors over and above what each charac-
teristic alone requires. Examplez of such
“interacting” characteristics are snow on
a hill, meeting an oncoming car at night,
or following another car when extremely
fatigued. The only way to identify such
behaviors was to examine system charac-
teristics in pairs, With close to a half-
million such pairs, some simplification was
required. We examined combinations of
characteristics at the level of major cate-
gories—there were 40 such categories—to
determine which combinations were likely to
create additional behaviorally relevant situ-
ations, The internal components of an auto-
mobile, for example, did not seem likely to
interact with the characteristics of the
driver.

The number of interacting characteristics
is not limited to two. For example, the be-
havior involved in driving up a snow-covered
hill will vary, depending on the presence or
absence of other traffic. This meant exam-
ining combinations of three characteristics,
with the same simplification described ear-
fier. This process could have been contin-

ved to any number of characteristics in
combination., However, as the number of
characteristics increased, the number of com-
binations giving rise to additional unique
behaviors decreased sharply. Beyond four
characteristics, the situations became too
specific, too infrequently occcurring, to war-
rant sericus congideration.

{rganizing Behoviors

The result of the analysic of system
characteristics was a list of over 1,000 spe-
cific driving behaviors. In order to make the
list usable, behaviors were grouped inte
tasks, that is, behaviors that were either
directed toward a particular outcome (eg.,
passing, parking} or that dealt with the
same general gituation (eg., night driving,
responding to road surface instructions?. On-
road tasks were grouped into three cate-
gories: (1) basic control tasks—those relat-
ing to comtrel of the wehicle; (2) general
driving tasks-—those that occur any time the
car is being driven; and (3) situational tasks
—those representing responses to specific
situations encountered, further subdivided
according to the systsm characteristics that
define the system. Off-road tasks were
grouped into three areas--pre-trip, mainte-
nance, and legal responsibilities.

Analysing the Behaviers

After all the driving behaviors had been
organized for the tasks, it was necessary to
continue the analytic process in order to
identify the specific behaviorai elements in-
volved: A hehavioral element included a de-
scription of the spacific response, the physical
objects toward which the responses were
directed, and any cues that initiated, guided,
or terminated the behavior, Tha attempt was
made to be as specific as possible. For
example, “checks traffic behind” wonld not be
sufficiently behavioral, “Looks in the rear-
view mirror and cohserves cars behind” is
more precise, Similarly, terms such as “haz-
ards” or “traffic pattern” were not considered
precise enough to serve as cues. Even the
term “car ahead” would be too bread if it
were the tail lights of the car to which a
driver was to respond.

Wherever quantitative standards of per-
formance could be validly established, they
were included. Uinfortunately, such standards
are difficult to cbtain in driving owing to
the dependence of such standards upon the
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specific situation involved. For examgple, the
driver’s maximum acceptable delay in re-
sponding to an amber light at an intersection
would depend, among other things, upon his
speed, his distance from the light, and the
anticipated duration of the amber cycle.

Criticality Evaluation

The result of the task analysis was 2 set
of specific driving behaviors, numbering ap-
proximately 1,700, greuped into a hisrarchy
of tasks, subtasks, and so on. The next
major step in the amalvtic phase of the
project was to evaluate the criticality of
each behavior. Such an evaluation is needed
to help driver aducators establish realistic
priorities when developing instructional ch-
jectives.

It was immediately apparent that any eval-
uation of behavior criticality would have to
be judgmental. The relationship between each
specific driving behavior end the sverall
needs of the transportation system: are far
too complex and data bearing upon the rela-
tionships are far too sparse to offer any
hope of establishing precise, quantitative ex-
presgsions of critizality. The goal of the
evaluation process therefore became one of
obtaining judgments that would provide the
closest possible estimate of the trus criti-
cality of each behavior. The evaluation proc-
ess involved (13 the collection of smipirical
data to be used in guiding judges, {2) the
selection of an evaluation method that would
produce reliable results, (3) the administra~
tion of the evaluation, and {4} the snalysiz
of results.

Collection of Criticality Data

Of course, the judgment of any persan
concerning the criticality of driving hehavior
is, to a great extent, a function of his own
individual experience. This experience, no
matter how expert a person may be, is
bound to be somewhat limited. One way to
improve judgments of criticality was to
provide each evaluator with all the informa-
tion that could be cbtained concerning the
relationship of specific behaviors to the needs
of the highway transportation system. Such
information included data bearing on the
system consequences of behaviors; for ex-
ample, accident statistics, data on human per-
formance and error, and data concerning the
frequency with which the various behaviore
are acquired.
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One of the most valuable forms of criti-
cality data is that which describes behavioral
antecedents of accidents. Unfortunately, lit-
tle of such information is available. How-
ever, highly detailed descriptions of actual
accidents are on file at the National High-
way Safety Bureau and at Cornell Aero-
nautical Research Laboratories. The project
staff examined 1,000 of these reports to
identify behaviors in three categories: (1)
preventive—behaviors that might have pre-
vented an accident situation from arising;
(2) defensive—behaviors that might have en-
abled the driver to avoid being placed in an
accident situation; and (3) evasive—behav-
jors that might have allowed an individual to
escape an impending accident. The results
of this study, supplemented by information
gathered from the U.S. Army, were added
to the inventory of criticality data.

Selecting an Evaluation Method

Two questions arose in selecting an evalu-
ation method: whether to have judges rate
or rank the behavior, and what sort of rating
or ranking to use. In a small pilot examina-
tion, differsnt approaches were compared.
The results favored the ranking-process, but
a problem with this approach was that each
judge could rank only 2 limited number of
behaviors at a time—25 was believed to be
a maximum. The question was how to inter-
lock the rankings so that an estimate of
each behavior's relative position within the
entire population of 1,500% behaviors could
be obtained. The decision was made, again
aided by the pilot study, to compile groups
of 25 behaviors drawn at random from the
total population of behaviors. Each behavior
would be ranked five times in five different
groups of behaviors. The assumption was
that the mean of the five rankings would
provide a reasonable approximation to the
relative position of the behavior in the total
population.

Admisistering the Evalnation

The evaluation was performed by 100
highway safety specialists representing the
areas of driver education, enforcement, li-
censing, traffic safety programs, and fleet
safety. Fach evaluator received three ran-

* For the evaluation process, the number of
behaviors was reduced from 1,700 to 1,60C by
combining those behaviors which wers part of
sn integral process and which, it was be-
lieved, should be evaluated as a group.
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domly drawn groups of 25 behaviors and a
set of directions and a bocklet of task
descriptions that contained the results of the
task analysis along with the information
bearing cn task criticality described earlier.
All but seven of the evaluators returned
completed rankings. The only consequence
of the missing rankings was that some
behaviors were ranked four rather than five
times.

Preparing Indices of Criticality

An index of criticality was obtained for
each behavior by averaging the four or five
rankings assigned that behavior, Before av-
eraging, ranks were transformed to normal-
jzed scores with the mean of zero and a
standard deviation of 10. Resulting criticality
scores ranged from —20 for a 25th-ranked
behavior to -+20 for a first-ranked behavior.

To determine the degree of agresment
among the evaluators, an analysis of vari-
ance was performed on the 1,500 criticality
indices, using as an error term the variation
among judges evaluating the same behavior,
The differences among means were highly
significant. An inter-class correlation of .82
indicates a high degree of agreement among
the judges.

Preparation of Task Descriptions

The final step in the task analysis pro-
gram was the preparation of task descrip-
tions containing (1) the behavior descrip-
tions resulting from the task analysis, (2)
the criticality indices resulting from the
evaluation process, and (3) various items of
supporting information gathered through the
literature review, inciuding the criticality
data furnished to the task evaluators,

The various elements in the tagsk descrip-
tion appear at the left center of the left
page. Each behavioral element is assigned
a code number that appears at the far left
The results of the criticality evaluation are
displayed along the right-hand margin as a
number representing the mean criticality
value, scores ranging from —20 to +20.
In addition, a graphic display (“x's") of
the same information is placed to the right
of the numbers; the greater the number of
“x’s” the more critical is the behavior.
‘Where several behaviors in a sequence have
the same level of criticality, the numerical
and graphic display are provided only once.

The right-hand page of the task descrip-
tion contains various items of information
related to those behavioral elements whose
code numbers are indicated along the left
margin. These elements were also indicated
by the appearance of an asterisk (*) follow-
ing the behavior description. The nature of
the information provided is indicated by the
placement of the “x” in a column at the left,
The abbreviations are as follows:

PI—Performance Information, Informa-
tion which describes characteristic
driver performance.

PL—Performance Limits. Information
which describes limits of driver capa-
bility.

The task descriptions developed from the

effort described should be viewed as a begin-
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ning. If the tasks imposed on the driver do
not change over time, our understanding of
them will certainly do so. To accommodate
extensions and revisions of the task analysis,
the task descriptions have been entered on
magnetic tape to be used in conjunction with
a tape-operated typewriter. It is our hope
that this facility for rapid and economical
updating of the task analysis wiil be fully
utilized in the future.
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STUDENT UNREST

IN THE SCHOOLS

By DR. DONALD D. REBER
Supt,, Lyons Township High School, La Grange, Il

Student unrest is many things to many
people. For some it does represent the temper
tantrum of the Spock generation; for others
it does encompass capricious and irrespon-
sible outhrusts of bored children spawned in
affluence; and in the eyes of some worried
and perplexed Americans, it hags its concep-
tion with SDS as the chief accessory.

Those of us who are associated with these
young people note a high degree of correla-
tion between the degree of student restless-
ness and the enormity of the gap between
the high ideals of American heritage, so long
and so well espoused by our public schools,
and the ugly realities of life as expressed
daily through the TV tube revealing race
prejudice, slums, exposures of graft and
fraud, poverty, pollution, and other sick-
nesses of our time. For them America’s
dream, the sublime hope for mankind, must
become a reality now.

A few short years ago, the majority of
high school students were very much like
the .B&omq of the adult population—apa-
thetic. Today in our high schools the ma-
jority of students has become more vocal in
w..mn concerns for solutions to these prob-
ems.

The problems bothering our youth today
are not necessarily new problems. Why has
the student unrest manifested itself now, in
19707 Never before have so many been ex-
posad to s0 much and so rapid changes in
our soclety. Remember Red Queen’s advice
to >:nn." “You have to do a lot of running
to stay in the same place.” Our schools and
the omﬁ... institutions that serve us all have
been moving forward—but even a rapid pace
has kept us pretty much where we have
always been. Yet the pace felt by today’s
students EE been swift enough to increase
Qm ._uv.m»oﬁﬁ mental depression, and even
suicides (which are alarmingly evident), as
the young person sees himself overwhelmed
by rapid changes in every aspect of life.

Our high schools become larger, govern-
mentg become increasingly centralized and
more @an@ncnﬂmp and more and more of
our daily activities and routines are taken
over by computers and machines. The home
and the church, long important allies of the
school, have shown signs of becoming less
n»&pEo of coping with the rapid changes
taking place. For most young people the
school along with mass media has become
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the major socializing influence on their
young and perplexed lives.

As the world about our young pecple be-
comes increasingly complex and the degree
of change more radical, they feel the ne-
cessity of resorting to the use of drugs and
alcohol with the intense pursuit of leisure
time activities. Inevitably this leads to all
sorts of crime, violence on the streets, con-
tinued tensions between the races, and in-
creased destruction and deterioration to our
environment. Add to these the contimuing
prospect of imminent international conflict.

It is within this setting of a real world
that the high schoo! must utilize all the
sources and resources at its disposal. It must
develep a kind of educational experience
which will endeavor to close the gap of
idealism on the one hand and the realities of
everyday life on the other.

I am convinced that our present young
people are highly idealistic. They envision a
better world, free from racial injustice, war,
poverty, and crime. They lack the maturity
and the sustaining powser necessary to realize
this high goal. Is this not then one of the
school's primary goals—to go beyond the
point of mere scquisition of information and
knowledge and to see the development of
wise persons with the ability to utilize all
of the sources in a mature and discrimina-
tory manner?

The school, perhaps more than any other
institution, must, as John Gardner has so
aptly expressed it, *. . . engage itself and
its constituents in the continued process of
gelf renewal and, hopefully, necessary
change.”

‘Within this process it will become impor-
tant for the student to become a self-directed
learner, to develop a fuill array of thinking
and problem solving skiils, and to develop a
salue system to get to know himself and
others. The school should provide for him the
vehicle which enables him to participate ac-
tively in the solution of problems with his
school and his immediate community. With the
development of a mature wisdom this active
participation can be expanded to the com-
munity of the states and eventually the world
itself.

As these skills of social development be-
come an integral part of the educational pro-
gram for all American youth, he must be
afforded the opportunity to engage in mean-
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ingful and rewarding work in the services
for others. He must be taught that the proc-
esses of majority rule, rationality, and liberty
are the only effective ways of bringing about
needed change. For at this point the schools
must accept its greatest challenge—through
practice, experience, and devotion to imbue
our young with the devotion to the worth
and workability of democracy. The schools
must more than ever before teach the stu-
dents the ways of freedom—if liberty and
justice are indeed to prevail. Within this
total process, he must learn to protest con-
structively; he must learn how rules and
laws he opposes can be changed; and he
must understand the absolute necessity of
laws and limits if he is to enjoy the benefits
of that free society. All of these develop-
mental processes must be fostered within
the framework of a school structured and
designed to uphold the very principles it
teaches.

Nothing I have been saying should be
construed to mean that the school is the sole
agency in our society responsible for edu-
cating our youth, The home, church, youth
organizations, and countless other institutions
have a very important involvement. Since
the public school is the one institution
where most of our youth gather for large
blocks of time, it is incumbent upan the
school to exercise a leadership role in co-
ordinating its efforts with all other segments
of society which have some interest in youth.

I have talked about the need for change.
‘What are some of the ways in which some
schools are moving from a kind of passive,
spoon-feeding, education program to one
which is action student otiented?

1. Educational experiences will be pro-
vided that pay more attention to effective
and ethical value oriented aspects of the cur-
riculum along with the cognitive.

2. The courses are varying lengths—hours
instead of semesters—and cutting across all
discipline areas, involving staff with varying
gkills to engage in meaningful dialogue in
areas of specific student interest, such as
pollution, conflict, drugs, war and peace, ete.

3. Much of the skill learning will be done
independently, and the walls of the school
will be extended to include the community
about it. Teachers’ skills will be supple-
mented with talent available ocutside the
school,

4, Students will be given more opportunity
to participate with staff in the formulation
of educational goals and cbjectives. They
will accept more and more responsibility for
their own education.

5. Part of the student’s high school edu-
cation will be a kind of work experience
which enables him to spend a portion of his
time in field work outside the school. This
would include various kinds of social en-
deavors geared to enable him to develop a
sense of mature responsibility to the prob-
lems of the real world about him.

Schools are for ideas. If we intend to
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bridge the gap between what we say and
what we do, we must begin in the school.
We must restore in our youth the faith that
democracy with reason and justice can pre-
vail. The school must then become truly
a model institution where ideas are learned,
considered, and discussed. The student and
the public have a right to know what it is
the school does stand for. The school has a
corresponding responsibility to use all of its
resources to enable the next generation to
begin its task in making the world a better,
safer, and healthier place for all of us to
live together in peace and harmony—and it
must have its beginning sow in the school.

STUDENT UNREST —SCHOOL SAFETY

By ALLEN SCHWARTZ
Chairman, School Law Council, Iilincis State Bar Ass'n., Chicago, I1l.

Justice Oliver Wendell Holmes sat on the
Supreme Court until he was 9 wvears old.
One day in his later years, he was traveling
on a train along the East coast, The con-
ductor asked him for his ticket. The Justice
fumbled in one pocket and then the other.
The conductor, seeing his confusion, kindly
said, “Mr. Justice, that's all right, I know
vou have a ticket” Justice Holmes locked
up and said, “Sir, you don’t understand my
preblem-—without my ticket, I don’t know
where I am going.” Perhaps many of vou
feel that the Supreme Court does not know
where if is going. Certainly, many of the
old guide posts have been torn down and the
route of public education has been blurred.
I would like to discuss here three areas of
change—free speech, symbelic and actual;
labor relations; and teacher discharge.

First, a preamble. Law is a subject of
which most people have a smattering of
knowledge. But, a little knowledge is a dan-
gerous thing. If it is true that no lawyer
can truly know the law, we at best can be
familiar with scrne aspects of the “seamless
web.” How much more is it true that a lay-
man’s understanding grabbed at a school law
course, or derived from an article written by
a professor of education can reveal anything
but the barest outline of the problem? I
caution you that in handling legal problems
you are dealing with dynamite that can
explode. Justice Wyzanski once said, “Plain

words are often a trap for those not skilled
in jurisprudence” Reading the statute or a
case does not always convey a true meaning.
The overplay on words, the history of the
language, the nuances of the phrasing are
subtle traps to the uninitiated. Be sensitive
to the law, but do not be too proud to sesk
counsel,

Symbolic Free Speech-—Hair

A principal who ventured into the morass
of the law was Richard Thurston, a Masea-
chusatts edusator. He was the principal of a
high schocl that had some long-haired stu-
dents. Principal Thurston thought he had the
authority to suspend a student who was
wearing a Beatle haircut. He did this with-
out the benefit of a school regulation (which
would not have made a difference any way).
Roger Richards was suspended, and Mr.
Thurston became the defendant in 2 law suit
entitled Richards v. Thurston, ef al. The
student asserted a constitutional right to wear
his hair at any length. He said that he
wanted “to express in his own way his pref-
erence to wear whatever hair style comports
with his personality and his search for his
own identity.” The court agreed that the
student had the right and reinstated him.
The unkindest cut of all came when the
court said of the principal, that he acted out

of “ . . personal prejudice, responding to
the conventions of the first half of the 20th
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century and the views of his contempo-
raries.”

The leading Illincis case on hair is Breen
v. Kahl, 415 F. 24 1034 (7th Cir. 1969). In
that case a high school boy violated a regu-
lation of the board which said: “Hair should
be . . . worn so it does not hang below the
collar line in the back, over the ears cn the
sideg and must be above the eyebrows . . .
long sideburns are out.” The court held that
“the right to wear one’s hair at any length
or in any desired manner is an ingredient of
personal freedom protected by the United
States Constitution . . . to limit or curtail
this or any cther fundamental right, the
state has a substantial burden of justifica~
tion. . . . This means that the regulation is
justified if “. . . it furthers an important ...
government interest . . . unrelated to the sup-
pression of free evpression.” The board
failed to show justification upon the grounds
it chose; (1) distraction from the school
program; (2) long hair students had lower
grades than short hair students.

There have been some recent cases which
have upheld the hair regulation: Simgh v.
Stepping, P-3073 (SD. il filed August 12,
1970) and Livimgston v. Oswege Boord of
Education, (DI filed June 8, 1970). In
those cases, the boards proved justification
for the regulation based en distraction. Judge
Robert D). Morgan, who denied the right of
a student to contest a2 hair regulation, in
Singh v. Stepping said, “With so many real
preblems to be solved it certainly borders on
the ridiculous for anyone . . . to occupy
much of his or her time with litigation over
fractions of inches of a teenager's rapidly
growing hair.” I concur with his words, but
say that they should be applied to the school
boards, principals, or administrators who wish
to litigate over long hair. I think that you
are wasting your time and the board’s
money. You should get onto the more serious
issues of education; be more concerned with
what is going on in students’ minds, not
what is on top of their heads,

The latest decision in these cases was
handed down on August 10, 1970, in Crews
v. Cloncs. Here, a principal suspended a
student with long hair. The court said,
“Degpite the rationalization offered by the
defendants, we believe that their action in
excluding the plaintiff resulted primarily
from a distaste for persons like the plaintiff
who de not conform to scciety’s norms as
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perceived by defendants.” Long hair can be
regulated, but it must be done carefully and
the question to be answered is, is it worth
it?
Free Speech

In Pickering v. Board of Education of
T.H.S. Ne. 205, 391 U.S. 563 (1967), a high
school teacher wrote a letter to the local
newspaper criticizing the school board and
superintendent’'s handling of a bond issue.
The state court, holding that his actions
were disrespectful to the board and incited
misunderstanding in the district, upheld the
teacher’s discharge. The United States Su-
preme Court reversed the holding and held
that the teacher’s criticism wag free speech
protected by the First Amendment. It en-
couraged the criticism as the necessary free
and open debate vital to a well-informed
public. McLaughlin ©v. Tilendis, 398 F. 2d
287 (7th Cir1969) said that non-tenure
teachers engaged in union activities may not
be discharged because of such conduct. Thus,
it appears that free speech for teachers is
equal to that of private employses. These
two cases may be considered as part of a
trilogy, the third case being Scoville v. Bd.
of Ed. of Joliet Twsp. H. S. In this case,
two high school students wrote and printed a
campus publication called “Grass High” It
contained fourteen pages, including poetry, es-
says, movie reviews, and an editorial about
the Dean of Boys. The editorial criticized
the Dean by suggesting that he had a "sick
mind” because of a statement he had made
on discipline. The editors were expelled from
school on the grounds of gross disobedience
and misconduct. The Court of Appeals re-
versed the decision of the district court dis-
missing the students’ law suit. It said that
the publication was protected by the First
Amendment, and that the school had to show
substantial justification for infringement on
the students’ rights of free speech. Justifica-
tion would mean forecasting a substantial
disruption of or material interference with
school activities or intrusion into the lives of
others. The court instructed the district court
to balance the private interest of the student
to free expression against the state's interest
in furthering the public school system in
deciding if the school's forecast of disruption
was justified. The court also indicated (in a
footnote) that the tolerable limit on student
expression would be narrower in a high
school than in a college or university.

ok bseepn
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WE CAN HELP YOU — THE PTA

By LILLIAN GILLILAND
Sunset Elementary School, Oklahoma City, Okia,

Desirable experiences in safety in the
elementary schocl are extremely important,
since they form the foundation of a life
time of safe living,

Children and youth are the nation's most
valuable agsets. They are wholesome and
eager; they possess vigor, and they are ad-
venturous. They are ingenious and mischiev-
ous. Most of all, they have faith and trust
in adults whenever and wherever their
safety is involved. This fact places a tre-
mendous responsibility npon all of us to
provide opportunities for education in safe
living.

The safety of cur children is of vital
concern to all of us. As adults, PTA,
school people, we must make every effort
to help a child fesl safe and secure. We
must help him build confidence in himself,
retain his innate curicsity, develop interests,
and not permit his desire to learn to be
handicapped by fear. To assist the children
in feeling secure, self-confident, and fearless
of learning, we must have these traits
within ourselves. Children are extremely
sensitive human beings who know our
thoughts and feelings more than we sue-
pect, and they are not fooled by words.

In the community, the total cultural set-
ting of the child exerts its influence. Safety
is a major concern of the community. The
community has a definite interest in the
total education of the child The safe en-
vironment of the child is vital.

The PTA in any school, regardless of
size, can and must play a vital role in the
safety of the children. A large school sys-
tem is indeed intelligent if it utilizes the
assets of the parenis. The most important
role is the education and safety of the
children.

Every school building or PTA unit
should have a PTA chairman. This person,
working with the school personnel and the
parents, is invaluable in his or her services.
The chairman, with principal, teachers, and
interested parents in any given community

can discuss problems that they have and
how best other community agencies can
assist. The PTA safety chairman is a
liaison person between the school and the
total organization. In larger cities, where
there are a number of schocls in a specific
school district, these chairmen will meet
with the PTA safety chairman who has
been elected by the Council of PTA. This
would probably be on a monthly basis.

The council PTA chairman will work
with the Director of Safety if there iz ons,
or with the designated staff that is assigned
to work in the area of safety.

A definite program must be worked out.
They usually meet at the designated school
prior to the opening of school, regarding
a Back to School Safety Campaign. Posters,
speakers, bumper stickers, and bulletins to
parents on the opening day of school are
used. The TV and radio media are used.
Other groups are called in: Safety Councii,
traffic engineers, police, firemen, civic groups,
ete,

The monthly program for the PTA
Safety Council usually follows the areas
of safety the schools are stressing during
the month of September (traffic and pedes-
trian, etc).

In a local school, for example, a bicycle
clinic is conducted. The teachers do the
teaching of the children. On a specified
date of the clinic, each class involved will
have approximately four to six parents.
Hva‘, are given instructions on how to assist
in the clinic; for example, the skill test,
mvcﬁ eight mothers; road test, six; inspec-
tion of bicycles, two or three mothers.

Additional parents are held in reserve
to assist or relieve some parents. We find
that this one program is valuable in educat-
ing the parent in their child's safely riding
the bike on the streets.

Parents want to be involved. If we are
to have the type of program children are
entitled to, we must have involved parents.

Use the PTA in your community.
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UTILIZING COMMUNITY RESOURCES

By RAY KETCHMARK
Safety Officer, University of Illinois at Chicago Circle, Chicago, IlL

Speaking from the safety standpoint, there
could possibly be an excuse for not making
desired physical changss 1o education build-
ings and installations, primarily due to
finances. However, there is no excuse for
permitting unsafe practices and unsafe con-
ditions.

I am afraid I would not make a good
professional witness on hehalf of the Estab-
lishment in a negligence svit if in the find-
ings there was a history of permissive un-
safe practices andjor correctable conditions.
it is hard for me to understand why,
short of not knowing, unsafe practices are
permitied and dangerous conditions toler-
ated.

There is a legal and humanitarian need
to assume more responsibility for the safety
of the children, staff, and school. The knowl-
edge to accept this responsibility can come
from obtaining help—help like that given
to over 600 schools in the Chiragoe metro-
politan area by members of the Greater
Chicage chapter of the American Society
of Safety Engineers, at no cost to the
schools.

The American Scciety of Safety Engi-
neers, with over 90 chapters, has dome a
great deal of work in this field. Part of
the society objectives states: . . . and to
conduct, assist, or support educational ac-
tivities." Further quotaticns are, “Our so-
ciety recognizes a responsibility to the pub-
lic in general, created by our tax-exempt
status. In addition, there is a2 moral and hu-
manitarian status, In addition, there is a
moral and humanitarian need to use our
professional knowledge when this knowledge
is either needed or requested”

The society further recognizes that its
members will be called upon to assist public
institutions, volunteer organizations, and
others in the development of accident-pre-

vention standards, programs, and processes,
as well as the occasional review of the effect
of these programs in visits to various loca-
tions.

Unfortunately, you will find some limita.
tions on the sources of help today, even to
elementary, educational, or other institutions,
even though the services are free. This is
due to adverse decisions in liability suits.
The limitations do not eliminate help, they
merely put the program on a more formal
procedure, Generally, here are the steps in-
volved when you want help from ASSE:

1. Request must eome from you in writ-
ing.

2. You will be asked to complete a hold-
harmless agreement.

3. The highest available member of ad-
ministration will be asked to accommodate
the committee.

4. Information will be imparted to per-
sonnel involved to enable them to recognize
and follow up on situations for eventual
controls.

5. Inspections will be used as guidelines
for a continuous program.

6. You will receive a confirmation of the
visit, whizch will state it was made in re-
sponse to a written request. It will also state
that the visit cannot guarantee that all acci-
den-producing conditions or situations have
been identified and that the visit does not
congtitute replacement of your own day-to-
day efforts.

There are several waye to approach ASSE
for help. You may know a member, there
may be an industrial plan in your com-
munity with a safety engineer on the m.»Nm.
an insurance representative, or a direct
commurication te ASSE headquarters in
Park Ridge, Iliincis. In all cases you will
get responges to your request.
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NEW SAFETY EDUCATION MATERIALS

By DEAN CHILDS
Mgr,, Safety Programs, American Automobile Assn., Washington, D, C,

Motor-vehicle accidents are the leading
cause of deaths for children 5-14 years of
age; even greater than those resulting from
cancer and other congenital malformations.
Of the 4,000 youngsters 5-14 killed annually
in motor-vehicle accidents, some 1,500 are
pedestrians. Generally, only fatal accidents
are given attention in the headlines, but in-
jury accidents actually indicate the serious-
ness of the problem. Each year 50,000 chil-
dren are injured in pedestrian accidents.
Youngsters, ages 5-14, are involved anmually
in nearly as many pedestrian accidents as all
other age groups combined.

The tremendous growth in maotor-vehicle
registration, miles driven, and al! aspects of
motor-vehicie travel indicates a danger po-
tential that must be given a great deal of
consideration in today's safety education pro-
grams. However, it is not my purpose to
disregard equally disabling accidents resuit-
ing from fire, fircarms, poison, or falls,

With the establishment of the Naticnal
Highway Safety Bureau, the Faderal gov-
ernment has shown its concern for traffic
safety. One of the program standards in-
tended to serve as a guide for states and
municipalities in developing effective safety
programs deals specifically with pedestrian
safety. -However, the strength of the new
Federal program lies in the allocation of
funds to implement the national highway
safety program standards as well as to aug-
ment regearch in varions areas of traffic
safety.

Most of the Federal money allocated for
pedesirian safety thus far is being used for
such practical projects as development of
traffic safety education curricula and “Safety
Town" training centers,

New emphasis is given to alcohol and drug
education in elementary schools. The follow-
ing quote is taken from the mew Alcohol
Safeay Countermeasures Program of the
National Highway Safety Bureau under
Public School Education Program: “An
even more significant impact may be obtain-
able through primary school safety educa-
tion programs. To date, very little safety

education is provided in primary schools.
‘What is provided is not well integrated but
is rather in scattered, unorganized segments.
The National Highway Safety Bureau has
been working together with the National
Education Aszociation and the U. S. Office
of Education to plan and develop an inte-
grated primary and secondary school safety
program which would dexl with all areas
of safety, with a major focus being on
drinking and driving. Tn this program it
may be possible to achieve some impact
upen parental drinking through the chil-
dren. In any case, it may be possible to
condition attitudes abeut drinking and drive-
ing prior to the time that drinking and/or
driving becomes a problem at the high school
level. The materials developed in these two
areas would be distributed to public and
private schools through the facilities of the
Office of Education, the National Education
Association, and the American Driver Train-
ing and Safety Education Association If
gond, integrated and meaningful material can
be developed, it should be possible tc im-
plement affective primary education pro-
grams in most communities in the United
States.”

The American Automobile Association has
developed and continues to develop an exten-
sive and wide array of safety education
materials. The materials that would qualify
under the heading, “New Safety Education
Materizals,” consist of posters, teacher's
guides, safety stories, and safety drawing
sheets,

Actually, these integrated safety educa-
tion materials have been available from
AAA clubs for many years. However, each
year, new posters illustrating ten safety
practices serve as the basis for the new
material. From thousands of designs sub-
mitted by students throughout the country
in the annual AAA School Traffic Safety
Poster Contest, ten winning posters are
selected each year for reproduction. Nearly
415 million of these posters are distributed
by AAA clubs each year. Educators have
found that an imaginative interpretation of
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a safety rule by one child often sparks the
imagination of other children.

Tied in with the colorful monthly posters,
three traffic safety guides suggest methods
of teaching safety, ways of integrating
safety instruction with other subjects, and
safety activities for the classroom, play-
ground, and school community.

These graded teaching aids covering pri-
mary (K-3), upper elementary (4-6), and
junior high (7-9) are written by educators
who have had wide experience in the field.
Each guide includes three sections: (1)
facts for the teacher; (2) things to do; and
(3) contact with parents or related audio-
visual materials,

My Ows Safety Story. This is a series
of ten short traffic safety stories for use in
kindergarten through the third grade. Under
a reproduction of the monthly poster, a
safety jingle is printed. A large blank space
is provided on the back of each sheet where
the child can draw his own interpretation
of the safety message. My Oun Safety
Story provides pupil participation through
encouraging children to think zbout the traf-
fic safety lesson and then to make their
own safety picture. This sheet is then taken
home by the child so his parents can read
the “Message to Parents” printed beneath
the space for the drawing. In this way, the
series serves a dual purpose of reaching
both the child and his parents.

Otto the Asto. Through this series of ten
whimsical stories, children are introduced to
traffic safety principles as well as helped
to understand their responsibilities in traffic.
The adventures of Otto, the animated safety
car, and his friends are brightly illustrated
and written to appeal to the active imagina-
tion of children in the primary grades. The
stories are designad to be read by the teacher
to the class.

All of these materials are made available
to schools at no charge by AAA clubs as a
civic contribution to assist schools in their
efforts to safeguard children from traffic
accidents, Because of this gratis arrange-
ment, the amount or availability of all of
these items varies from club to club.

As a supplement to the AAA Oito the
Auto safety stories, the AAA Foundation
for Traffic Safety makes available ten Ofto
the Auio animated color films. These 414
minute 16mm films for primary pupils are
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available in sets of three and four or
individually.

These films are not new. In fact, they are
ten years old. However, the films have been
most successful and continue to be very
popular. Dué to the animated cartoon con-
cept, they are as new today as when they
were released. The popularity and value of
these ten films is responsible for the Foun-
dation's decision to produce four brand new
Otto the Auto films. These short (4-61¢
minute) films are scheduled for release in
December, 1970.

Each film is a single concept production
that stresses some pedestrian safety rule
significant to kindergarteners through third
graders, the group for which these films are
being made,

The new Otto films will not replace the
original 10 Otto films but will, instead, sup-
plement those older films. Each of those
older Otto films covers one of the basic
pedestrian rules, such as “Cross Only at
Corners,” “Keep From Between Parked
Cars” and “Look All Ways Before Cross-
ing.”

Each of the new Otto films covers a
somewhat more sophisticated safety concept
but ome that even the youngest pedestrian
had better know to keep out of trouble.

The new films are as follows:

1. A Swurprise for Otto. This film asks
the guestion, “Does the gresn light always
mean go?” The answer, as the kids in the
film learn, is, of course, “No” The film
points out that even though the light is
green, you do not go unless you first check
for cars that might be running the red light
or that might be turning across the cross-
walk. Also, you do not start out on a late
green. And you do not walk on a green if
an adjacent sign reads “Don‘t Walk” And,
finally, you do not walk on a green arrow
but should, instead, wait for the “full
mﬂ.gnmw

2. Otto Goes Ice Skating. This film warns
kids not to assume that a driver is going
to spot them just because they are in plain
sight. The driver might be looking through
a dirty windshield or into a low sun, or he
just might be looking elsewhere.

3. Horseplay. In this film, viewers see
the hazards of “horsing around” on side-
walks when cars are nearby. A distinction
is made between ordinary play and horseplay.
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4. The Secret of the Puskbuttons. This
film explains to viewers that just because
the signal light does not turn to green (or
“Walk”) immediately after a pedestrian
pushes a button, one should not jump to
the conclusion that the “button is broken.”
The film explains why the light will, at one
time, change almost immediately, yet an-
other time keep the pedestrian waiting for a
long time.

These new Otto films have much more
animation than do the original ten and are,
generally, much more elaborate productions.
They are all in color and have been cleared
for TV.

All orders—whether for loan, preview, or
purchase prints—should be sent to your local
AAA club, which will forward to the AAA
Foundation purchase orders and, in zome
ingtances, preview print requests from pro-
gpective purchasers. The Foundation does
not operate a film loan library. Such prints
must be cbtained locally. The cost will be
similar to the $13 per title charge for the
original films. The buyer pays only print
cost, which is determined largely by film
length. Production costs are absorbed by the
AAA Foundation,

In addition to the four new Otto films,
the Foundation has also produced “The
Talking Car” This award winning film
releagsed in late 1969, is also intended for
children in primary grades. It is 1624 min-
utes in length and available in color only.

The School Health Education Study, en
educational organization located in Washing-
ton, D. C, has developed 2 comprehensive
health curriculum designed to spark class-
room discussion in vital areas of health edu-
cation. The curriculum phase of the project
extends from grades K through 12 and is
based on a conceptual approach to health
education which was accepted as the miost
feasible approach after a trycut period in
four major school districts.

The program is a breakthrough in new
and practical major curriculum materials. It
organizes the more than 40 topics of Health
Education into 10 easily manageable con-
cepts. The materials are all designed for
four progression levels for grades K through
12, and are flexible and adaptable to vary-
ing community situations.

Concept number four, titled “The poten-
tial for hasards and accidemts exists, whai-

School and College Conference

ever the enviromment,” which is still in the
development stage, can certainly be classified
as safety education.

The curriculum materials for the Schoo!
Health Education Program are:

1. The basic document, Health Edsucation:
A Conceptional Approack to Curriculum De-
sign K-12. This book containg the theory
and background needed to understand the
purposes of the program,

2. Teaching-learning guides. There are
four of these guides for each of the 10
concepts; one for each progression level.
An overview, outlines, description of learn-
ing opportunities, and evaluation activities
are contained in the guides.

3. Teacher-student resources, Comprehen-
sive bibliographies accompany each teaching-
learning guide. There is one teacher-student
resource book for each of the 10 concepts.

4. Prepared color transparencies, A set of
color transparencies is provided for each
behavioral objective in the program. The
instructional unit which accompanies each set
contains background materials, a short bibli-
ography, a focus on the attention of the
materials and a teacher's pressntation for
every visual in the set. Each set of pre-
pared transparencies contains 20 separate
transparencies. (Some are overlays.)

All curriculum materials, which are writ-
ten by nationally recognized authors, are
avaialble for purchase from 3M Visual
Products, Educational Press, 3M Center, St.
Paul, Minnesota, in various kinds of offer-
ing, depending ou the needs of the purchaser.
Concept number four materials will be ready
in late December.

Most of you are aware of the excellent
“I'm No Fool” Walt Disney 16mm safety
films which are being used extensively by
safety educators, police and fire departments,
and community groups that have a stake in
safety and accident prevention.

Now the Walt Disney Studio has produced
a new set of five full-color sound and/or
silent filmstrips adapted from those popular
“I'm No Fool” animated motion pictures.
Sourd versions consist of up to 73 frames;
silent versions, up to 46 frames. The silent
filmstrips develop complete thoughts in full
frames with easily readable captions. Each
sound filmstrip is accompanied by its own
12%, 33 173 RPM sound track record—(one
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title per record). Cassettes are also available
at an additional charge.

Sound tracks contain edited versions of
the original Walt Disney motion picture
sound track with full orchestration, sound
effects, and the performance of a profes-
sional actor playing Jiminy Cricket. Projec-
tion time is between seven and eight min-
utes. Each record and cassette provides one
sound track with audible signals and one
with inaudible signals for manual or auto-
matic projection.

Teacher-oriented study guides giving sub-
ject background information and suggested
activities are provided with each filmstrip.
The filmstrips cover : Bicycle Safety, Recre-
ation Safety, Fire Safety, Pedestrian Safety,
and Water Safaty. The materials are avail-
able from Walt Disney Educationl Materials
Company, Department E, 800 Sonora Ave-
nue, Glendale, California.

The American Red Cross is currently
completing a scientifically researched and
programmed learning course in basic first
aid. The course, which is titled “Basic First
Aid,” concentrates on skills critical to saving
tife and minimizing severity of injuries, but
it also covers general first aid and accident
prevention. The course consists of two pri-
mary components: (1} four self-instruc-
tional texts which are divided into 20 work-
book lessons; and (2) five teacher-led
practice sessions. In addition to the four
illustrated and self-instructional texts, other
materials used in this course are a teacher’s
manual, thirty-six illustrated instructional
charts, completion certificate, individual rec-
ord ecards, and a master completion log.

With the self-instructional texts, each stu-
dent is able to progress at his own rate
Each lesson relates to a specific topic, such
as bleeding.

Bagically, the same sequence is followed
throughout the text; the student reads the
cartoon illustrated text, responds to ques-
ions that are found on some of the pages,
and compares his answer with the correct
answer given on the reverse side of the
page. If he answered incorrectly, he will
cross it out and write down the correct
answer before continuing. (The student can
record his answers on a separate sheet s0
the text is left unmarked and can be used
again and again,)

40

A brief set of summary questions follows
completion of each of the 20 lessons. An-
swers to these guestions are mot contained
in the students text; however, they are re-
produced in the teacher’s manual, which
serves as a guideline for conducting the
course.

Upon completion of the related text fes-
sons, practice sessions are conducted for the
following five areas: bieeding control; band-
aging; artificial respiration; immobilization
of broken bones; and rescue.

The guidelines for conducting the practice
session are also provided in the teacher’s
manual. These practice sessions further es-
tablish the knowledge learned in the self-
instructional text and also provide the op-
portunity for practical application under a
teacher's guidance. Thirty-six 22” x 287
iliustrated instructional charts supplement
the five practice sessions to chtain the de-
sired response by students.

Students successfully completing the four
self-instructional texts and the five practice
sessions may be issued a Basic First Aid
completion certificate. Completion of these
requirements can normally be done in less
than ten classroom hours.

Because of the extensive research involved
in the development of the course materials,
prospective teachers of the Basic First Aid
course need only a brief orientation, prob-
ably not more than three hours.

The fifth grade reading level was chosen
as a lower limit for development of course
materials. The course was not, however, set
up specifically for ten-year-old children.
Rather every attempt was made to present
the information and instructions simply, but
in 2 manner that would not be insulting, in
tone, to adults, The research and develop-
ment of the Basic First Aid course involved
students ranging in age from 7 to 17, from
throughout the United States, from a variety
of socio-economic backgrounds and from ail
major ethnic groups, The research and time
that has goene into this program is readily
evident. The choice of words and language
throughout the text is clear and easily un-
derstood by everybody, and the illustrations
show the situation as the first aider would
actually see it. An example would be the
victim's face and mouth as seen by the first
aider from a few inches away as he is
about to give artificial respiration.

The materials for this program will be
ready for use in January, 1971, However,
the date the Red Cross is planning for a
nationwide training program for its staff is
not until February,

The value and importance of this program
goes beyend the pupil, for it also trains the
instructor or the school staff member in
Basic First Aid.

Also, the officials at Red Cross Head-
quarters in Washington tell me that 2 drug
supplement is on the drawing board.

“Your Safety Adventures” is a new film-
strip and sound presentation being produced
by Professional Arts Incorporated, of San
Mateo, California. The filmstrips will have
a “pulsed” record or cassette, Thus, the
picture portion is preperly controlled by an
automatic puice on the sound portion.

There are four major presentations or
adventures in this series, which are all
designed to stimylate discuseion in the pri-
mary age group: “Your Safety Adventures
in Trafic’—"Your Safety Adventures at
School" — “Your Safety Adventures at
Home"—“Your Safety Adventures at Play.”

Fach presentation or adventure is further
broksn down inte four 15 minute episodes.
The episodes for “Your Safety Adventures
in Traffic” are: (1) “Things on Wheels and
Folks on Foot” (This is the introductory
episode in which the world of traffic is
intreduced) ; (2} “To Drive a Bike”; (3)
“To Be a Pedestrian”; and (4) “To Be a
m.mmmanmnn.:‘

The series will it a variety of hardware,
such a3 the DUKANE Sy:tem, Singer,
Visual Educom, etc. The first “Adventure”
or presentation (the one dealing with traffic)
is expected to be completed by January 1,
1671 with cost in the area of $60.

The Educational Aids Company of Long
Beach, California, which produced the “Of-
ficer Bill” safety education material, has
come out with 2 new and complete program
for the prevention of drug abuse titled,
“Users are Losers{” The program is de-
signed pritmarily for an outside speaker, such
as the police, to come into the classroom.
However, you may find the materials useful
for the upper elementary age group,

Backbone of the program is a 16 page,
unique color cartoon booklet. A qusstion
format is used in which questions are asked
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and answered and another question is asked
back to the reader. He can then make up
his own mind.

Cther materials in the program are:

1. A Fact Book prepared for teachers
which includes case histories, questionnaires,
procedures for discussion, slang terms, au-
thoritative responses, drug identification, etc.

2. Twelve colorful iltustrations measuring
1914” x 2414” come in an easy-to-flip, self-
standing easel binder with a large leatherette
carrying case and serves as a drug lecture
visual aid. A script for the speaker to fol-
low is included.

3. An identification chart suitable for
mounting on bulletin boards shows in actual
size what the drugs look like, sources,
strest names, medical use, illustrated effects
and behavior when abused, indications of
drug abuse and what to look for,

4. A drug and narcotic display case fea-
tures accurate facsimiles of commonly
abused drugs and narcotics, plus the imple-
ments used to administer heroin,

The material was reviewed and critiqued
by the State Department of Justice, physi-
cians, pharmacists, psychologists, community
mental health offices, and hundreds of juve-
niles throughout the state. This program and
materials are available from Educational
Aids of Long Beach, 4549 E. Anzheim
Strest, Long Beach, California.

Multimedio—Trafic Safety-—~K-6 is a new
program being developed by the National
Safety Curriculums Company of Deerfield,
Ill. The program invoives the time-distance
teaching concept and concerns three specific
curriculum areag: (1) The Pedestrian, (2}
The Cyclist, and (3} The Passenger.

Each curriculum area is presented through
the use of, a filmstrip with sound cartridge
cassette, a teacher's guide, and color trans-
parencies. The set of color transparencies
for each curriculum area can stand by itself
or be used with the filmstrip. There are
approximately 20 transparencies per set plus
overfays, The teacher’'s guide can be used
with both the filmstrip and the transparencies
or either one separately. The filmstrips with
the sound cartridge cassette are also in color
and _contain approximately 150 frames per
curricuium area. They are presented in a
time-motion study at controlled intervals for
the curriculam area. Also, the filmstrip and/
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or the sound can be controlled by the teacher
manually or remotely. The programmed film-
strip ranges from 134 to 8 minutes in length.

The flexibility of the filmstrip presenta-
tion is due to the capabilities of the Beseler
505 projector, which must be used for this
filmstrip and sound cartridge arrangement.
Although the cartridge can be adapted to
other similar products, it is designed specifi-
cally for the Beseler 505, which is being
used by numerous police agencies throughout
the country, Preliminary contacts have indi-
cated that the police will welcome the oppor-
tunity to cooperate with the schools and loan
them their projectors.

The complete package will be ready for
distribution around January I. Cost will be
approximately $100 per curriculum area, or
$260 for all three curricula, The trans-
parsncies will be available separately with
the teacher’s guide.

“Stanley, The Friendly School Bus” This
school bus safety program comsists of a
student creative drawing book, a companion
teaching manual, znd “Stanley” club mem-
bership cards, pins, and bicycle stickers. The
program was developed by the Office of
Pupil Transportation, New Jersey State De-
partment of Education.

One of the last projects or publications
of the Nationa! Commission on Safety Edu-
cation of the NE.A. was a booklet titled
Where The Learning Is.

A group of Prince George’s County,
Maryland, teachers spent six months explor-
ing methods for developing safe behavior
in elementary school children by integrating
safety education with other learning experi-
ences, rather than merely precenting safety
facts, rules, and information, This booklet
describes the classroom safety experiences
of these teachers in the area of social
studies, science, language arts, mathematics,
dramatics, and health. It is available for 50
cents through the NNEA.

Another source of new safety education
materials is The Bicycle Institute of Amer-
ica, which has begun publication of a quar-
terly newsletter titled, New Directions In
Bicycle Safety. The newsletter will inform
readers what others are doing in local pro-
grams and announcing the availability of
new materials and films, The B.IA. is also
producing a bicycle teacher’s guide and in-
struction kit for the 1971 spring school
session.

I would also like to point out that those
companies marketing driver education prod-
ucts quite often have color transparencies
of traffic signs and signals that can be effec-
tively utilized in the elementary classroom.
Also, transparencies of intersections and
turning car movements can be a vahmble aid
for discussing safe pedestrian practices. The
Math U -Matic Company of Oklahoma City
is ome such company producing these trans-
parencies.

Any presentation on new safety education
materials would be not be complete without
mentioning the timely periodicals published
by the National Safety Council:

Family Safety, which is issued quarterly,
is a magazine devoted to the safety of the
family. There is a great deal of information
in this magazine that can be used in the
clagsroom.

School Safety is a magazine designed
specifically for teachers in the elementary
grades, It contains easy to use teaching ma-
terials and is issued quarterly during the
school year. Examples of these new teach-
ing materials are contained in the current
issue of School Safety. An entire unit on
distance judgment as related to pedestrian
safety is described in easy to follow steps.

Sharings is the elementary School Section
safety newsletter. It provides a current ex-
change of ideas, information, and materials
in elementary safety education.
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THE ILLINOIS DRIVER EDUCATION LAW

By JOHN W, LEWIS
Secretary of State of Illinois, Springfield, Il

A couple of years ago Iilinois added an
amendment to the driver licensing law
which provides that no person under the age
of 18 may be licensed to operate a motor
vehicie in Illinois uniess he has first success.
fully completed an approved driver educa-
tion course.

This, we felt, would bring about full
parficipation in the high school driver edu-
cation program; because, as you know so
well, every boy and girl wants to get that
driver’s license as soon as possible. We were
also certain that our young citizens would
become better and safer drivers if they were
first given the benefit of driver education.

Shortly after the new law became effec-
tive some commercial driver training schools
instigated court sction, challenging both the
driver education standards and the drivers
license law. The case dragged on for many
months; but, fortunately for high school
driver education, a favorable decision was
finally handed down. This established a legal
landmark of major importance which has
attracted considerable attention natiomally.
Had the verdict been in the other direction
it would have been a foct in the door; and
I strongly suspect that the door would soon
have been kicked completely off the hinges.

Cur jaw now defines the term “approved
driver education course” and places upon
the superintendent of public instruction the
responsibility for such approval, as well as
the duty of establishing driver education
standards. The bone of contention is, of
course, the word “approved,” and that's
what the court case was all about. The
necessity for this safeguard is obvious to
all. If you take out “approved,” the provi-
sion has little force or effect, because the
term “driver education course” could mean
anything, including some of the scandalous
cases which have besn reported in the news-
papers.

QOur Illinois commercial driver training
schools complained that the superintendent
of public inmstruction and the secretary of
state were trying to put them out of busi-
ness: and a tremendous effort was made to

convince the court that we were conspiring
to prevent a group of businessmen from ex-
ercising the right of free enterprise.

This was a misconception, unsupported by
the facts in the case. Fortunately for high-
way safety, the court was alle to see clearly
throughout the presentation of voluminous
testimony and exhibits; thereby preserving
th integrity of the driver education pro-
gram in llinois.

The plaintiffs had attacked the comstitu-
tionality of two amendments to the drivers
license law, contending there was no reason-
ahle connection between statutory enactment
and the health, safety, morals, and welfare
of the people of the State of Ilfinois. In
denying plaintiffis motion for an injunction,
the court commented : "Now there can be no
question from this record that the act, as
far ag everyone is concerned, treated ali the
same, In other words, there was no greater
responsibility placed upon the commercial
school driver teachers than there was upon
the public schoo! teachers or parochial school
teachers.” The court went on to say: “Now
we get to the question of whether or not
this legislation is reasonable whether or
not it imposed unreasonable restrictions upon
lawful occupations. There is a case that T
think is 2 good case to mention here be-
cguse the reasoning is so good in it; that
is @ case that our Supreme Court had be-
fore it. ‘If any svbject can be conceived
which required the exercise of the powers
assumed by this ordinance for the safety
of the public, it is the ascertainment of the
qualifications and fitness of operators of
sutomobiles and other motor vehicles driven
through the streets of a city like Chicago.
These ponderous vehicles, driven by power-
ful engines, are a menace to the public
safety unless managed and driven by per-
sons who are competent and qualified t
operate them. They include not only the
prudent and those considerate of the right:
of others, but also the incompetent, thi
careless, reckless, and lawless. The grea
majority are prudent and careful, but it §
only human nature that arbittary powe
should beget arbitrary act, and the symg
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toms and conduct before and after owner-
ship are frequently well marked’” Thuas
spoke the court.

We are not trying to put the commercial
training schools out of business. We do
insist, however, that there be no double
standard in highway safety. So far as [
am concerned, we are not going to tolerate
a situation in which there is both a right
way and an easy way to get a driver’s
licenge in Illinois.

Under the provisions of our drivers l-
cense law, I have the responsibility for licens-
ing commiercial driver training schools and
enforcing rules and regulations. The superin-
tendent of Public Instruction is required to
establish and enforce standards for an ap-
proved driver eduration course. Any licensed
commercial school which wishes to provide
the proper classroom facilities, hire qualified
instructors, and offer a course which meets
these standards will find us ready and will-
ing to issue instruction permits and driver
licenses to their students. Of course there
is always a danger of winning the battle
and losing the war; but I don't believe we
have to worry too much, becauze we are
finding that many of our high school stu-
dents are demanding higher standards for
driver education.

I recently had an opportunity to examine
the final report of the 1970 Illinois Youth
Traffic Safety Conference, and I was greatly
impressed by both the enthusiasm and the
sincere purpose of these fine young boys
and girls. The theme of the 1970 confer-
ence wag “involvement” It is both refresh-
ing and encouraging to find that such in-
volvement is directed towards traffic safety
rather than certain other young peopies’ ac-
tivities which have been prominently dis-
played on the TV tubes lately.

1 wish that the members of our house
and senate could have heard the deliberations
in committee as they discussed the various
aspects of traffic safety and presented their
ideag for improving the present situation. I
was delighted to learn, however, that the
recommendations will be submitted to ocur
state legislators and to the governor’s traffic
safety coordinating committee. These young
people are asking for tougher laws, stricter
standards, and better enforcement. This
should give great encouragement to driver
education teachers, for I am sure that all
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of you have similar high school student
arganizations in your own state.

Here's what they said about driver edu-
cation: “We need a course in night driv-
ing. How are we going to learn to drive
safely after dark if no ome teaches us?”
One-third of the practice driving should
be scheduled for after dark.

“There should be more practice driving in
heavy city traffic for students from both
rural and urban areas.”

“The course should be extended to cover
a full semester . . . six hours of practice
driving iz not enovgh.”

“There should be more coordination be-
twesn classroom teaching and practice driv-
ing, more discussion of problems between
teacher and student. Advanced courses
should be made available.”

“A motorcycle driving course should be
offered, and stick shift instruction should
be included.”

The students also presented a proposal
which might shake up the older generation
considerably if it is adopted. They recom-
mended that the successful completion of
an approved driver education course be re-
quired before the first Illinols driver’s li-
cense is issued to anybody, regardless of
age. This might not be a bad idea. I under-
stand that New York now has such a law.

Other recommendations pertain to traffic
regulations and policemen. The boys and
girls want tougher laws and better enforce-
ment, but they aiso demand that such en-
forcement be fair and miform. They think
a teenager should not be treated any differ-
ently than an adult when a traffic law vio-
lation has been committed. They also sug-
gest that it wonld be helpful to improve the
image of the policeman insofar as teen-
agers are concerned, for they would like to
see an attitude of co-cperation instead of
resentment.

1 am bringing the comments of these high
scheol students to your attention for three
reasons: First, because they are driver edu-
cation students and I believe the teachers
should know what they are thinking and
talking about. Secondly, I believe that we
should broaden our prospective, because I
think that traffic safety can be properly
considered only in the light of its relation-
ship to the total environment. For example,

a safe, responsible, law-abiding driver is
also likely to be a good citizen in other
respects.

The third reason is alse fairly ohvicus—
with all this wonderful support and en-
couragement from the students themselves,
how can we who are responsible for driver
education and driver licensing fail to stand
up solidly against any attack which would
weaken the effectivensss of the program?
Furthermore, we mugt make a reasomable
effort to upgrade the standards in accord-
ance with their recommendations, insofar as
may be practical.

It is especially fitting that high school stu-
dents should be giving their attention to
highway safety matters at this time, because
we are fast approaching a critical situation
in motor vehicle transportation. Unless cer-
tain problems can be resolved, their genera-
tion may live to see the day when there
will be no more automchiles.

I recently read an article by a distinguished
scientist who predicts that parts of Nerth
America will become uninhabitable within
the next 30 years if we continue to pour
carbon dioxide ints the atmosphers at the
presant rate. This means, he goes on to
say, that we will either have to clean up the
internal-combustion motor vehicle or find
some other means of travel.

Polluticn and environment. We are hear-
ing these two words more and more fre-
quently. T have also learned that serious-
minded high schoo! and college students are
becoming concerned with what is happening
to this land in which they hope tc make
their future home; and that many of them
are making their voices heard. This is the
kind of protest which we can wholeheartedly
support, and I wish them success in their
efforts.

Since the automobile seems to be the
worst offender, there is considerable pres-
sure to either clean it up or get rid of it
If you think I'm joking, let me remind you
that a bill was intreduced in the California
legislature last year to prohibit the opera-
tion of all internal-combustion motor ve-
hicles after 1975. Tt passed the senate but
was defeated in the house.

The way things are shaping up, it looks

as though we shall scon see a struggle for
survival between man and machine. Some
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people say get rid of the automobile before
it destroys us. Highway deaths and injuries
in a single year exceed those of the Viet
Nam war for the entire nine-vear period;
while continued pollution of the atmosphere
will eventually kill everything.

But it's not as simple as that. If we were
to lose the motor vehicle we would see a
complete breakdown of the American way
of life as we know it today. So what are
we going to do about it?

For one thing, the automotive research
engineers are workng desperately to meet
the deadlines which have been established
by the Department of Transportation. Pollu-
tion problems, however, are not the whole
story. We are manufacturing automobiles
much faster than we are building roads, and
we are alsc preducing new cars faster than
we are junking the old ones. Where are we
going to put them allp

Since the younger generation of drivers
is going to be faced with ali these problems,
perhaps they chould start thinking about
them now. This is the reason I believe traffic
safety education should include the whale
transportation picture,

Referring again to the young people’s
traffic safety conference, I am proud to be
able to say that we have implemented one
of their major recommendations: extension
of the school traffic safety program to in-
clude the lower grades. I am speaking now
of a new bicycle safety program which has
been developed for introduction into the
school systern thiz semester, and to a new
publication of the secretary of state’s office
—tha first of its kind in America—a Bicvele
Rules of the Eoad.

This booklet is a driver’s mamual for bi-
cycle riders, designed especially for boys
and girls in the elementary school grades.
It also contains information of interest to
older riders. A chapter for parents is in-
cluded, informing them of their responsi-
bilities and telling what they need toc know
when contemplating the purchase of a bi-
cycle,

.

Tramc laws, highway signs, and traffic
control signals apply to bicycles as well as
to automobiles and safety rules will prevent
accidents if they are carefully cbserved.
Bicycle rules of the road illustrates and ex-
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plains these things in a manner that will
be understandable to the school children
and their parents.

We are strongly convinced that traffic
safety education should begin when a child
gets his first set of wheels, whether they
be a bicycle, tricycle, or a skate board. To-
day’s young hike rider will become the
teenage car driver of tomorrow, so the

habits and attitudes which are formed now
will determine in a large way the manner
in whick an automobile will someday be
handled. It is fairly certain that our young
people will become better and safer drivers
if they learn and follow the bicycle rules
of the road. Driver education and driver
iicensing are two things which just have
to go together.

THE ILLINOIS DRIVER EDUCATION LAW

By RAY PAGE
Supt. of Public Instruction, Springfield, Il

Last year the legality of the Illinois
Driver Education Act was challenged in the
Circuit Court of Cook County. The suit
named ag defendants the Secretary of State,
the state’s attorney of Cook County, and
me az Illinois superintendent of public in-
struction. The plaintiffs in the case were
North Shore Driving Schoct, Ine., and the
Illincis Profesgional Diriver Education As-
soeiation.

This suit was a class action on behalf
of all commercial driving schools in Illinois.
Whila the suit asked for an injunction
agazinst the defendantz from enforcing the
provisions of the Diriver Education Act, it
specifically attacked two sections of the stat-
utes in the Motor Vehicle Act which relate
to the licensing of drivers under the age of
18 and the requirements that such appli-
cants complete an approved driver edura-
tion course,

It was the contention of the plaintiff that
the Driver Education Act is unconstitutional
because of unreasonable exercise of police
power in that it requires an individual, be-
fore he iz ailowed to teach a teenager be-
hind-the-wheel driving, to have a college
degree and be qualified to teach driver edu-
cation. Furthermore, the failure of the leg-
islature to include a savings clause, at least
to those schools in good standing, would
constitute a deniai of equal protection of the
laws. Hearings on the plaintiffs’ motions
started in April 1969 and were concluded
at the end of the 47th session on February
5, 1970. The motion was denied. The denial
was based on the law of lilinois and from the
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evidence presented that the law is not a
violation of the constitution of Illinois or
the federal government, and iz not unrea-
sonable.

The fact that the decision was in favor
of the state is not to be interpreted that
commercial driving schools are prohibited
from offering driver education to youths
under 18 years of age. It simply means that
the court upheld the right of the legislature
to pass such laws and the right of the state
superintendent of public instruction to de-
termine the qualifying criteria for approved
driver education courses, whether such
courses are provided by public schools or
private schools.

The Driver Education Act, in additien to
the rules and regulations governing the Act,
has been developed over a period of wears
and s based on experience, research, and
psychological principles of leaming. There-
fore, if we are te maintain high standards,
it i3 reasonable to assume that only a single
standard is acceptable. Even though the
standards for driver education are mini-
mum, they should be strictly enforced and
applicable to all schools. I believe we have
been successful in Illinois with a single
standard in that all approved driver educa-
tion programs must meet the requirements
¢f the Driver Education Act.

I have briefly mentioned the Illinois court
case because many of the issues involved
were directly concerned with the Illinois
Driver Education Law. The office of the
superintendent of public instruction has in-
terpreted the driver education laws of Iili-

nois on the premise that driver education
is an integral and proper part of the general
educational program.

In teaching safe driving, the driver edu-
cation teacher, in both the classroom instruc-
tion and laboratory instruction, teaches his
students to know what to look for in the
traffic situation which may be safe or unsafe
for themselves and those around them. He
gives the students the information necessary
in helping them to arrive at the best judg-
ment as to what to do in every traffic situa-
tion. Teaching them in such a way as to
-ause them to want to react according to
their best judgment is equally important.
As vou can see, this process requires a
high degree of decision-making.

The main chjective o¢f the office of the
superintendent of public instruction is to
achieve quality edusation for all boys and
girls in Illinois. A quality driver education
program does not happen by chance; it is
an end product of comtinuous, careful, and
cooperative planning by those involved in the
program. The most effective programg are
organized and administered in accordance
with accepted psychological principles of
learning. This meazns that the laboratory in-
struction must be integrated with the clags-
rom instruction. It is the firm belief of
driver education experts that the most ef-
fective learning ocours with the maximum
eoordination.

How can maximum coordination be ac-
complished? Probably the most important
factor is the selection and assignment of
teachers. Too often in the past, driver edu-
cation was ussigned as a secondary activity
by teachers who were hired to do some-
thing else. Schools must be prepared to give
both classroom and laboratory instruction
and involve the teaching staff in the total
program, Research indicates that behavior is
a major factor in the traffic accident prob-
lem. Therefore, the driver education teacher,
both in the class and in the car, must pro-
vide the conditicns under which proper
patterns can be developed and reinforeed.

Another factor is sequence and time for
structuring various leamning experiences.
For each of those mental or physical abili-
ties which must be practiced if proficiency
is to be acquired, there is a related body of
knowledge which must be integrated for
proper training to occur.
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Many of our large school districts are
now utilizing simulation and multiple-car
methods because of the increasing number
of students now requesting driver educa-
tion and alsc because of added costs. Last
year over O0000 students received driver
education in schools with these programs.
Both of these methods, properly scheduled
with classroom instruction and in-car in-
struction, can provide effective development
of basic aperational skills and enhance the
value of driver education.

In summary, the laboratory experiences
should be considered as a means for evalu-
ating the total program of instruction. From
this standpeint it is imperative that class-
room and Jaboratory instruction be pro-
grammed ag I have indicated. Although the
Ilincis law requires a minimum of 30
clock hours of classroom instruction and
siz hours of in-car instruction, the ma-
jority of our students receive instructing
exceeding these requirements.

Diriver education is no different than other
educational programs; the success of the
program is primarily dependent on the in-
dividual teacher, To be efective in the lab-
oratory or the classroom, the driver educa-
tion teacher should be sable and broadly
educated. Developing responsible behavioral
patterns along with judgmental and deci-
sion-making abilities essential for safe and
efficient driving is an imposing task for the
most competent teacher, Mediocre teaching
will not achieve these goals. Some of the
maove valid criticisms regarding the value
of driver edusation can be due partly to
medicere programs.

Because teacher training programs in
Iilinols have been able to meet the demands
of school programs, the availability of teach-
ers qualified in driver education permits
schools a higher degree of selectivity. There
is little doubt that our teacher preparation
programs are presently gradusting teachers
who are very well prepared in the total area
of traffic accident prevention. Presently, we
have over 3,000 qualified driver education
teachers, of whom approximately 2,500 are
teaching driver education. Each year our
universities and colleges graduate aver 300
qualified driver education teachers. In addi-
tion, many extension courses are offered
throughout the state for those personsg in-
terested in hecoming qualified.
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Cbviously, the Illinois court case will
have national implications as well as im-
plications within cur own state. We believe
this to be a landmark case for two reasons:
First, it clearly differentiates between the
public school standard course of instruction
and the commercial school driver training
course; Second, it sets the stage for a new
era of driver education instruction which
is based on a systems and task analysis ap-
proach rather than an accident causation
approach.

It should be made very clear that the
office of the superintendent of public in-
struction will make every attempt to up-
grade the driver education pregram to the
level required by the Highway Safety Act
by expanding and improving existing pro-
grams. We will continue to make the com-
plete program available without tuition to
all eligible students in both public and pri-
vate high schools in the state.

The new Illinois driver education curricu-
lum to be shortly implemented recogunizes
that driving is primarily a mental and so-
cial task which requires a comprehensive
program of instruction. By utilizing an in-
terdisciplinary approach, this curriculum
goes bevond the teaching of physical skills.

With the help of Federal funds, we have
been able to expand our staff. Future plans
call for a comprehensive safety education
program from kindergarten through the
twelfth grade. To achieve this feat, we now
have qualifiad personnel developing curricu-
lum in the area of bicycle and pedestrian
safety, adult driver education, motorcycle
safety, handicapped, and school bus safety.
Only last week our office instituted a state-
wide bieycle safety program in cooperation

with the office of the secretary of state. To
the best of my knowledge, this is the first
such program ever attempted. From the
response thus far, we anticipate a most suc-
cessful program. We feel that the value of
such a program will establish a firm basis
for the development of skills, knowledge,
and judgments needed later when a student
enrolls in an sapproved driver education
course,

Our driver education staff is continually
searching for ways to improve the instruc.
tional program as well as its organization
and administration. Pilot programs in se-
lected schools are currently developing in-
structional materials. At the same time,
teachers are experiencing growth in knowl-
edge regarding the total area of traffic ac-
cident prevention.

We have conducted a number of in serv-
ice training programs to upgrade the quality
of instruction and mest the needs of students
requesting driver educatica. Also, local
schouls are encouraged to conduct work-
shops within their own district and are given
assistance from our staff in planning such
traning programs.

To conclude, a quality driver education
program for youth is the responsibility of
evervone involved in traffic safety. Each of
vou must provide the best leadership pos-
sible and accept nothing less than a program
requiring high standards. I hope that what
I have discussed here will in some way con-
tribute tc the success of instructicnal pro-
grams in your state. I have tried to stress
the need for improved curricula, superior
teacher preparation programsg, and innova-
tionz in program development.

HIGH COST OF ACCIDENTS

By L. F. EDWARDS
Manager, School and Institutional Div,, Kemper Insurance, Chicago, Ill.

Regular Rating

As the name impliss, “regular” rating is
more commonly used, so let’s look at it first.
In this method your premium is computed
by first applying manual rates to your annual
payrolls, (Manual rates are state-regulated,
and all insurance carriers must use the same
rate.)

Let's assume you have a $1,000.000 payroll

48

and your cperations call for a manual rate
of $5.56 per $100 of payroll. Your premium
computation starts ocut like this: $1,000,000
(payroll} x $5.56 (manual rate} =$55,600,
Insurance people call this $55,600 your “man-
ual premium.”

Next, your manual premium is adjusted up
ar down to reflect how your loss history
compares with the state average for your

rate class, This is done by showing, on your
policy, that your premium is a certain per-
centage of manual premium. This percentage
figure is called an “experience modification,”
and will be above or below 100 per cent
depending upon whether your company’s loss
history (called your “experienze”) has been
better or worse than average in vour field.
The computation of your experience medifi-
cation is also regulated in most states. Re-
gardless of which insurance carrier writes
your policy, the same modification must be
agpplied.

Let's assume your firm’s experience has
been better than average and you have been
assigned an experience modification of 90
per zent (meaning your good record entitles
you to coverage at 10 per cent less than
“manual”). Now we have: $1,000,000 (pay-
roll} x $5.56 (manual rate) x 909 (exp.
mod.) =%50,000% premium. Insurance pecple
call this your “standard premium,” so let's
use that term. So, your policy is issued at
estimated standard premium, bused on ex-
pected payrolls for the coming year., After
your policy expires, your true standard pre-
mivm is computed, based on actual payrolls
far the year.

Now, one further step takes place. This
step is based on a bit of expense theory and
deserves a short explanation. While most
compensation premium dollars gro to pay for
claims, some of those dollars are used by
the insurance companies to pay their operai-
ing expenses, Although these expenses in-
crease .with premium size, not ail of them
increase in direst proportion to premium size,
(For example, the cost of undarwriting a
$50,000 premivm is not ten {10) times the
cost of undsrwriting a policy with a 35,000
premium. It does cost more, but not ten (10)
times as much.). To reflect theze economies
in the writing of larger policies, the insurance
carrier is vequired, at time of final audit, to
apply a discount to each pelicy that has a
final standard premium above $1,000. The
larger the premium, the greater the discount.
A standard premium of $50.000 in this ex-
ample would entitle you to a “large-cize”
discount of $6,%2. Tasurance people czil this
reduction “premium discount.”

*(The exact calcuiation comes to $50.040;
we've rounded cff to $50.000 to simplify our
later computations).
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your standard premium comes to $50,000.
Applying the formula, your premium is com-
puted as follows:
(23% of $50,000 + 114% of
$15,000) x 1.028=$29,401

Let's review each part of this calculation:
23% of $50,000=%11,500. Under this part of
the formula you and the insurance carrier
agreed that in computing your final premium
an amount equal to 23 per cent of standard
premium would be allowed the insurance
company for its operating expenses {other
than claim handling). In this case the actual
amount is $11,500. (Insurance people also
call this the “basic” premium, prcbably be-
cause it is a basic premium requirement
regardless of money for losses.)

Next, 1149 of $15,000=%17,100. Under
this part of the formula, you and the insur-
ance carrier agreed that in computing your
final premium, the charge for losses will be
the sum of actual losses (100 per cent) plus
a loading (14 per cent} for claim handling
expense. With logses of $15,000, this amsunts
to $17,100. Insurance people call the 114 per
cent your “loss conversion factor” The
$17,100 is called your “converted” losses;
that is, losses converted to include claim
handling costs.

Then, ... x 1.028 (tax). This part of
the formula reflects premium tax which
the carrier is cobligated to collect and remit
to the state government. (Similar to a sales
tax on merchandise), Qur formula reflacts
a fairly typical premium tax rate of 28
per cent, although in some states it is as
high as 182 per cent.

Putting all our calculations back together:
(Basic Prem.) (Converted Losses) (Tax)
23% of $50,000 + 1149 of $15,000 x 1.028=

$28,600 x 1.028=$29401

With actual losses of $15000, your re-
calculated or retro premium is $29401.
Having already paid standard premivm of
$30,000, vou would be entitled to a returm
premium of $20,599. Similarly, we can fcl-
low the premium computation under this
formula if your annual losses were $20,000:

(239 of $50,000 -+ 114% of
$20,000) x 1.028=$35,260
Or, if your annual losses were $25,000 :
(23% of $50,000 + 114% of
$25,000) x 1.028=$41,120

These examples illustrate the principal
appeal of retro plans—the lower premiums
that result when losses are less than average.
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But what happens if your losses total $40,000 :
(23% of $50,000 + 114% of
$40,000) x 1.028=$58,699

Here we are looking at the other side of
the retro coin. When losses are more than
average, retro agreements require you to
pay more than you would under regular
rating.- Regular rating, you remember, would
cost you $4%058. This is part of the price
tag attached to retro. You save money when
losees are low, but expose yourself to pen-
alty premiums when losses are high, Here's
where a good safety program pays off.

Let's see what happens if somehow your
losses for the year totaled $60,000. (Not
exactly far-fetched, when you consider that
in many states a single death claim can
exceed $20,000.)

(23% of $50,000 -+ 114% of
$60,000) x 1.028=$82,137

Insurance companies recognize that for
retrospective rating plang to be salable, they
must contain some sort of premium limita-
tion or maximum., One of the noteg under
our formula is:

Maximum Preminm = 1359 Std. Prem.
This note means that included in this retro
agreement is a condition that, regardless of
the result of the formula calculation, the
maximum premium you are obligated to pay
is 135 per cent of standard premium. The
maximum premium payable is 135 per cent
of $50,000, or $67,500. Therefore, with losses
of $60,000:

(23% of $50,000 -+ 114% of
$60,000) x 1.028 = $67,500 (maximum)
Your final premium then is not $82,137, but

$67,500.

You will note this plan has a minimum
premium also:

Min, Premium = 429¢ Standard Premium
This indicates that this particular retro
agreement includes a condition that, regard.
less of the results of the final formula cal-
culation, the premium charged will be at
Teast $23,500 (47 per cent of $50,000).

Assume that after expiration you find
that your annual losses were only $5,000.
Your premium calculation is:

(23% of $50,000 -+ 114% of
$5,000) x 1.028 = $17,681
but you would be charged $23,500 (minimum).

The maximum and the minimum feature,
then, puts upper and lower limits on the
fluctuations of the retro premium. The pre-
mium under the plan we have just discussed

can swing from a low of $23,500 (47 per
cent standard) to a high of $67,500 (135
per cent standard).

You have now gone through the mechanics
of using a given retro formula. If you're
still with us, you deserve a break, but first
fet's judge the retro proposal we have been
working with, Is this particular retro pro-
posal a good buy for you?

Remembering that under regular rating
you would pay $43,058, you could say, “It's
a good buy if my losses are low,” and, “It’s
a poor bay if my losses are high" These
statements obviously are true as far as they
go. Later on, well see why such an over-
simplification can be misleading.

You recall the example we discussed
earlier has a possible premium swing from &
low of $23,500 (47 per cent of standard) to
a high of $67,500 (135 per cent standard).
Depending on many factors, perhaps this is
a good plan for your company. Let's assume,
however, you are inclined to be a bit more
conservative, You're just not willing to ex-
pose your company to a potential premium
of $67,500, especially when you know that
regular rating would cost only $43,058.

Express that sentiment to the insurance
company, and the response could very well
be something like: “O.K., we'll lower the
maximum. How about a formula with a
maximum of 112 per cent of standard?”

(3% Std. Prem, -+ 1149 Losses) x 1.028

(Tax) = Premium
(Standard premium — $50,000; maximum
preminm -— 1129 standard; minimum pre-
mium — 47¢5 standard.) Your next question
would be; “Using this formula, what will
my premium be at varions levels of annual
losses?”

To see more clearly the effect of lowering
the maximum premium from 135 per cent
of standard to 112 per cent of standard, let's
place the premiums under the two formulas
side by side:

Premiwm Premism

Formula 1 Formula 2

Max. 13%% Max. 112%

Min. 47%  Min. 47%

With Losses of  Basic 23%  Basic 30%
$15,000 $29,401 $32,999
20,000 35,260 38,858
25,000 41,120 44,718
40,000 58,699 56,000
60,600 67,500 56,000
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You quickly notice that Formula 2, with
the 112 per cent maximum, achieves your
goal of reducing the potentially high pre-
mium. The price tag for that reduction is a
higher premium (or less savings) when
your losses are in the normal range. Stated
another way, Formula 2 is a more con-
servative plan. You can’'t get hurt as much
when misfortune strikes, nor can you benefit
as much when things go well,

Looking at our two formulas again, you
no doubt noticed that when we changed the
maximum from 135 per ceat of standard to
112 per cent of standard, the expense allow-
ance for the insurance carrier changed from
23 par cent of standard ($11,500) to 30 per
cent of standard ($15,000). It is the change
in this expense allowance or basic premium
that causes the differences in premium under
the two formulas.

You might ask, “Why did the basic pre-
mium percentage change? Did the insurance
company's operating costs go up when we
lowered the maximum?® The answer is:
One of the items included in that expense
allowance did go up when we lowered the
maximum premium. And here, we need to
explore a bit of the theory of insurance.

Let's forget workmen's compensation a
moment, and instead, consider an insurance
company providing fire insurance on 1,000
identical houses, Assume that statistics and
the laws of probability show us there will
be a grand total of $10,000 in fire damage to
those homes each year. Disregarding its
operating casts, and considering only claim
dollars, the insurance company must charge
each house-owner $10 each year in order to
have enough money to pay those fire damage
claims. ($10 each from 1,000 houss-owners
equals $10,000.) That $10 is the statistical
and actuarial cost of the odds of loss appli-
cable to each house per year,

Now, back to Retro. In Formula 1, the
insurance compariy agreed to charge you no
more than 135 per cent of standard ($67,500)
for your annual peclicy, regardiess of what
your total losses were. The insurance com-
pany, of course, must pay all your work-
men's compensation claims—that's why you
bought the policy. The maximum applies
only to the premium calculation, not to loss
payments. From the carrier’s viewpoint, this
is what happens should your losses be ex-
tremely high (assume losses of $60,000) :
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Insurance company pays out—

Claims $60,000
Handling (149%) 8400
68400

Insurance company expenses-—
23¢% standard 11,560
$79,900
Taxes—~2.8% 2237
Total insurance company pay-ocut $82,137
You pay only the maximum 67,500
Difference 814,637

The insurance company goss in the red
$14,637 on your policy for that year.

The oppogite takes place, from the insur-
ance company's viewpoint, when your losses
are extremely low and minimum premium
comes into play. Assume losses of only
$5,000

Insurance company pays cute

Claims £ 5,000
Handling (1496) 700
& 57

Insurance company expenges—
23% of standard 11,500
$17.200
Taxes--2.8% 482

Taotal insurance company pay-out $17,682
You pay the minimum 23,500

“Gravy” to the insurance
company $ 5818

Sc when an insurance company agress to
a retro plan of premium caleulation, it is
faced with the possibility of : (1) going “in
the red” if your losses are extremely high;
or (2) collecting “gravy” premium if your
losses are extremely low. Actuaries are able
to calculate the odds of these results taking
place and are able to express the cost of
m.omn. odds as a percentage of standard
premium,

In cur example of houses insured for fire,
we calculated the cost of odds at $10 per
house per year. In our retro plan, actuaries
likewise calenlate an actual dollar cost of
odds of the unusually high or low losses, but
because we want to end up with a simple
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convenient formula they show that cost as a
percentage of standard premium.

How?

Let's go back to our retro formula 1
(maximum 135 per cent, minimum 47 per
cent). Let’s analyze the 23 per cent of stand-
ard premium that the insuror required for
expense allowance (basic premium): That
23 per cent is ear-marked as follows: 154
per cent for what you and I readily think
of as operating expenses (salaries, heat,
light, rent, equipmsnt, supplies, eic.) ; 7.6 per
cent—the net of the actuarially computed
cost of the odds of going in the red if
losses are extremely high while collecting
only the maximum, less actuarially computed
credit value of the odds of the carrier col-
lecting “gravy"” premium via the minimum if
losses are extremely low.

In Formula 2 (maximum 112 per cent,
minimum 47 per cent), the expense allowance
(basic premium) is 30 per cent, and that
30 per cent breaks down as follows: 154
per cent for what you and I readily think
of as cperating expenses (salaries, etc.);
14.6 per cent—the net of the actuariaily com-
puted cost of the odds of going in the red
if losses are extremely high while collecting
only the maximum, less actuarially computed
credit value if the odds of collecting “gravy”
premium via the minimum if losses are ex-
tremely low.

Now yon may ask: “Why is the net
‘odds’ charge greater in Formula 2 than
in Formula 17"

The answer is that there is a greater
likelihood of the insurance company going
in the red when vour maximum premium
obligation is only $56,000 (112 per cent)
than when your maximum premium obliga-
tion iz $67,500 (135 per cent).

Stated another way, Formula 2 with
its 112 per cent maximum is more conserva-
tive for you because it has a lower premium
ceiling. While that low ceiling spells “con-
servative” for you, it spells “more risk”
for the insurance company, because with a
lower ceiling the insuror is more likely to
be faced with coliecting inadequate pre-
mium from you.

Let's go a step farther. What change do
you think the insurance company will make
in the formula if you agree to a higher
minimum? The carrier might say to you,

i

i

1
;
H
‘
1
‘

“If you're agreeable to a higher minimum,
how does this formula appeal to you?"
249% of std. -+ (114% of losses) x
1.028 (Tax) = Premium
Standard—$50,000; maximum-—112 per cent
standard; minimum—65 per cent standard.
Let's put all three formula calculations
side by side:
Premium  Premium Premiim
Formula l Formula 2 Formula 8
Max, 135 Max. 1129¢ Max. 112%

With losges  Min, 479 Min, 47
of Basic 23% Basic 30% Basic 24%

$I5000 329401 332999  $32,500
20,000 35260 38858 35774
25,000 41120 44718 41634
40,000 58699 56,000 56,000
60,000 56000 56,000

From the viewpoint of the insurance carrier,
when you agreed to move from Formula 2
to Formula 3, that carrier was able to change
its basic premium (expense allowance) from
30 per cent to 24 per cent,

That 24 per cent in Formula 3 breaks
down thus: 154 per cent—what you and I
readily think of as operating expense (sal-
aries, etc.) ; 8.6 per cent—the net of the ac-
tuarially computed cost of the odds of the
carrier going in the red if losses are ex-
tremely high while collecting only the maxi-
mum, less actuarially computed credit value
of the odds of collecting gravy premium via
the minimum if losses are extremely low.

In Formula 2 the net odds charge was 14.6
per cent. Why only 86 per cent in Formula
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3? Let's see what happens in Formula 3
when losses are extremely low, say $5,000.

Carrier Pays—Claims $ 5,00
Handling (14%) 700
$ 5,700
Carrier has expenses—24% std. 12,000
$17,700
Taxes 495
$18,196
You pay the Minimum 32,500
“Gravy"” to carrier $14,304

The old minimum wasg 47 per cent
($23,500). Formula 2 minimum is 65 per
cent ($32,500) ; thus, the potential “gravy*
is greater—the actuarial value of that differ-
ence drives the net odds charge down from
14.6 par cent to 86 per cent.

By looking at our comparison of the three
retrc plans, you see that Formula 3 main-
tains the conservatism of the 112 per cent
maximmn and alsa manages to keep the pre-
mium cost down to near the Formula 1
levels when losses are in the 320000 and
$25,000 area,

Along about now you've probably come
to the conclusion that whenever the percent-
ages in the retro formula are changed to
benefit you there is a “price tag" involved.
And you're absolutely right!

NOISE AND WHAT TO DO ABOUT IT

By T. A. RICHARD, Ph.D. and E, J. OTTERSON, P.E.
Wis. Dept of Health and Social Services, Madison, Wis.

Although the detrimental effect on hearing
due to excessive noise has been recognized
since the beginning of the industrial revo-
lution, quantitative standards for predicting
hearing loss with correlated decibel levels
were not available and generally imple-
mented unti! the mid 1950's. Recently, stan-
dards have also evolved for environments
such as outdoor neighborhood criteria, of-
fices, telephone use, schools, etc, This paper
will show: (1) the development of criteria
and standards for evaluating noise; (2) the

importance of regulatory requirements in
reducing and controlling all sources of
noise; (3) examples of administrative and
engineering controls.

In 1951, Wisconsin statutes were amended
to include compensation payable for occu-
pational exposure to excessive noise as a
result of the judicial decision, Green Bay
Drep Forge Co. vs. Ind. Comm This type
of compensation to the employee came into
effect in Wisconsin and New York at about
this time as a result of judicial interpreta-
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tion. Since most statutes do not define the
term “digability,” the courts have taken the
position to award compensation not for wage
loss but for damages sustained by the em-
ployee arising out of and in the course of
his employment. In fact, many awards are
made even though the employee is at a
higher wage than prior to his injury. How-
ever, several states require a period of six
months away from the job for which the
reported claim for accupational hearing loss
was claimad.

These claims for compensation appear to
be a logical outgrowth from changes in in-
dustry during and following World War 11
in which high speed, automated processes
are cramped into limited factory space re-
suting in ever increasing noise levels. Until
recently, prior planning was primarily fo-
cused on maximum production with little
concern given for the working enviroment
and its control of noise, air quality, and tem-
perature. Schools and colleges are also ex-
periencing higher levels of noite because of
increased use of air conditioning compressors
and units, computers, large central heating
plants, maintenance equipment and many
forms of research and experimental equip-
ment.

Crigin of Standards

In the interest of establishing standards
for hazard limits in industrial noise, Kryter?
made an exhaustive survey of the literature
in 1950 and speculated that the maximum
safe intensity at which no deafening effects
wiil occur is probably in the neighborkood
of 85 dB for “critical bands® of noise. Al-
though Kryter's projection was eventually
proven correct, it did not receive wide ac-
ceptance.

It's interesting to note that fourteen years
later in 1964, when the American Academy
of Ophthalmology and Otolaryngology
(A.A.0.0.) published standards® the levels
were found to agree with Kryter’s original
thesis. During the intervening period between
September 1953 and the advent of the above
A.AQ.Q. standard, this agency adopted the
proposed standard of Hardy* which pro-
vided additional correction in the octave bands
at 4,000 cps or Hz and above. This standard
invelved a graphic interpretation and was
more permiscive in respect to high levels of
industrial noise than the above mentioned
AA.0.0. standard. The A.A.0.0. standard
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also appears to be the first widely accepted
criteria for relating or correlating duration
of exposure (hours per day) with decibel
levels ranging from 85 to 120 dB. The pri-
mary drawback of these methods involved
the concept of an octave-band analysis by
skilled personnel which in turn necessitated
the use of an expensive meter having capa-
bility for octave-band analysis,

A-Scale, A Simple Meoningful Noise
Evaluation.

Commencing in 1964, an Intersociety Com-
mittee® was organized to establish a basis
and develop noise guidelines. In November
1967 a meaningful and authoritative guide
was published which provides that noise
shall be measured by using either the A.
scale of the gound level meter or by octave-
band analysis (three-octave-bands 300-2400
Hz).

Prior to publishing of these guidelines,
Botsford® had shown that the three-octave
band method could be predicted or replaced
by the more simple A-scale measurement.
This relationship was also supported by data
of this agency which found excellent corre-
lation between the two methods.

Accordingly, the A-weighted sound level
equals the more complex method of indexing
noise and can satisfactorily predict hazard-
ous [evels. Moreover, the meters or instru-
ments required are simple to use, compara-
tively low in cost, and surveys may be made
by perscnnel having little special training,

The Magic Number.

The advent of the A-scale concept re-
sulted in an enigma for selecting the ap-
propriate dBA level. These differences of
opinion appeared to involve the interpreta-
tion of the Intersociety Committes’s data.
Although probably not significant, the inci-
dence of impaired hearing increases for
workers exposed for several years at 85
dBA. This base-pcint appeared to serve as
the criteria for the 85 dBA standard adopted
in the Walsh-Healy Federal Contracts Act
in January 1969. Since many experts in this
specialty felt the above data was not satis-
tically responsive until the incidence cor-
responded to the dBA work history, the suc-
ceeding Secretary set aside the above stand-
ard for more study. The primary standard,
90 dBA for an eight-hour workday, was
subsequently adopted and published in the

Federal Register on May 20, 1969 and was
jointly promulgated by U. S. Department
of Labor and the Committee on Threshold
Limit Values, American Conference of Gov-
ernmental Industrial Hygienists. The stand-
ard ranges from 90-115 dBA and each five
dB increment is accompanied by a progres-
sion which halves the premissible exposure
time for the next higher increment.

Combining Exposures Within the Primary
Standard. Where the daily noise exposure
varies, their combined effect should be con-
gidered. This may be accomplished by add-
ing fractional values for each respective
dBA or more easily and rapidly by use of
graphic and tabular interpretation.

Now-Industrial Sitondards. Recently? gquan-
titative criteria or standards have evolved
for environments such as neighborhood an-
noyance levels, office noise, schools, anditori-
ums, traffic and many other areas. It is
disturbing if one considers that approxi-
mately 20 years elapsed between Kryter's?
proposal for industrial standards and their
adoption into rules or regulations governing
industry. The time lapse for implementation
of regulatory standards for non-industrizl
environments remains a point of anxiety for
the public.

Regulations. The State of New York
adopted rules in 1961 which state that, if
the noise level in certain octave-bands was
exceeded, a noise control program wae ad-
visable.

The 1962 revision of the Wisconsin In-
dustrial Commission’s General Orders on
Safety’ contains an order (Ind 182 Per-
sonal Ear Protection . . . Noise) which in
brief states that employees exposed to sound
levels in excess of 100 dBC for the major
portion of their working day shall be pro-
vided with properly fitting ear protectors.
This rule was intended to identify reason-
able levels at which ear protection is re-
quired but not necegsarily to establish the
jevel at which hearing loss may resuit. The
adoption of these specific rules and develop-
ment of simple standards for noise has
markedly stimulated the demand for noise
surveys and subsequent corrective measures.
This is supported by records of this agency
which indicates that the noise activity por-
tion of our industrial hygiene program has
risen from a few requests per year to ap-
proximately 40 to date in 1970. This activity
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received further emphasis by incorporation
of noise standards and mandatory correc-
tive measures into the 1969 Federal Con-
tracts Act which in turn has demonstrated
dramatically the universal range of the prob-
lem and ever increasing interest in adminis-
trative and engineering methods of reducing
exposure,

It is interesting to mote that the Noise
Measurement Techniques criteria of the Na-
tional Machina Tool Builders Association,
prepared in 1970, was a direct outgrowth
of Federal noise regulation and anticipated
regulation by the states. This criteria or
publication has the objective of incorporating
noise reduction as a design parameter in
machine teol building. Accordingly, the
adoption of specific noise regulations is an
important phase in a corrective program
and has proven to be the most effective
means of motivating administrative and en-
gineering noise control measures.

It iz important to point out that Wiscom-
sin's noise regulation or other safety and
health rules may not be enforced for pro-
tection of students and pupils because of the
peculiarity of the existing law. This law,
which admittedly defies logic, is further ex-
plained in a Wisconsin Attorney General's
opinion dated Aug. 1% 19663 However,
these regalations are generally utilized since
teachers and the public are afforded the
safeguards of the safety and health codes.

Wisconsin's New Noise Code. During the
past three months a new noise code or safety
rule hag been drafted by a committee rep-
resenting industry, labor, and government.
During October, 1970, several public hear-
ings were held threughont the state in which
all interested perscns, organizations, etc,
have been invited to comment on the draft.
The present draft of these rules calls for
feasible administrative or engineering con-
trols where workers are exposed to levels
exceeding A.C.G.ILH. standards. Although
many groups representing diverse interests
appeared at these hearings, no objections
were made in regard to the requirement or
principle of administrative or engineering
contrcls. The use of personnel ear protection
is considered a “last resort” method of con-
trol.

An additional feature of the code is the
requirement that the employer must provide
evidence that the employee is not exceeding
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time limits when exposed to levels exceeding
9% dBA. Primary criticism of the proposed
code involved the aspect that more detail
be given to explaining details of an effective
hearing conservaticn program.

Engineering Comirols. The subject of
noise contrel is best approached by use of
examples of proven or feasible controls.
One of the most practical ways of reducing
levels is by including a noise specification
in purchase requisitions. A recent reference?
indicates that heavy equipment used for ex-
cavating and hauling were gpurchased with
noise specifications and were found to per-
form within 90 dBA criteria without in-
curring excessive cost. The manufacturer is
in the hest positisn to modify or develop
controls for noise abatement.

One of the simplest methods of controlling
noise involves the use of enclosures. Either
the worker or the process may be isolated
by this technique. We have racently recom-
mended control of exposure from a coal-
railroad car shaker by placing the worker in
a small booth or roem during the shaking
period, Because some of these shakers pro-
duce levels as high or higher than 130 dB,
the use of some types of plugs or muffs may
not provide sufficient attenuation or reduc-
tion. In wood working plants, good results
have been obtained by enclosing shapers or
planers in cabinets held together with snap
fasteners to provide maintenance access.
Stock is fed throngh slots in the eabinet.

Several references and examples are given
in the Industrial Noise Monual. 10

For personnel charged with environmental
control and safety programs, current aspects
and developments of noise evaluation and
control may be followed in monthly pub-
lications cited in references 6, 7, and I1.
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COLLEGE CAMPUS SAFETY PROGRAMS

By HARRY HATCHER
State Safety Coordinator, Wisconsin

No one has the right, legally or morally,
to design, manufacture, sell, buy, or require
the use of any building, facility, equipment,
material, product, or process that is hazard-
ous to the user or to the public. Yet, around
the clock, every three seconds, someone sus-
taing a disabling injury; every five minutes
someone meets a painful death,

The prevention of accidents has become
“big business.”” This is rightfully so when
one considers that each year 120,000 people
are killed in accidents, with 108 million dis-
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abling injuries at a cost of more than $21
hillion. That's big business!

With losses of this magnitude year after
year, it is quite understandable that accident
prevention has gradually changed from the
somewhat simple techniques used 25 to 30
years ago to become the technical specialty
it is today. In the highly mechanized world
in which we now live, with high-speed
equipment, toxic vapors, radioactive mate-
rials, and other environmental factors, any
one of which can readily result in serious
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injury or death, there is no place for the
guess work of yesteryear.

Unknowingly and unthinkingly, members
of management responsible for the design
and construction of facilities have at times
forced unsafe working conditions on the
employees, We have a state law, cur Safe-
Place-to-Work statute, that reads in part:
“Every employer shall provide a safe place
to work and shall provide safe work for the
employees. . . .” That is our intention,

Once management thoroughly concentrates
on high potential situation hazard control,
many booby-traps can be eliminated. The
real job before management, design engi-
neers, and safety engineers is to face the
fact that everything must be designed to be
as compatible as possible with the already
superbly designed component of the man-
machine-facility environment system—the
employee. We must design equipment, tools,
facilities, machines, and worlc environment
g0 they are intelligent-proof.

We can and showld include in a safety
program all the elements of motivation,
communication, habit forming, physical re-
quirements, attitndes, and skills. The key
principles needed to build a safety program
are: personal protection, machine protection
and maintenance, environmental control,
safety education, supervision and control,
records {reports, inspections, investigations,
analyses).

Those aren't just words. Here's a brief

lock at what we've done in ‘Wisconsin in
four vears.

Personal protection. Seven thousand em-
ployees with prescription safety glasses;
3000 will have safety shoes within a few
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months. Many others use hard hats, gloves,
aprons, leg guards, and immunization against
bee stings and poison ivy. Now we are in-
stalling rolibars on tractors. We no longer
use carbon tetrachloride (even for defatting
bird and animal skins) nor the Vapona
pesticide strips.

Machine protection. We have covered hun-
dreds of machines, written new spec’s for
new equipment, and written standards for
contractors who build new facilities,

Environmental control, Dusts, noise, fumes,
vapors, insecticides, germicides, and light all
get attention.

Safety education: 18,000 have had Defen-
sive Driving; 3,000 one-hour safety courses;
1,200 supervisors courses {eight hours) ; 100
management courses (two hours). Employees
get 30 or 40 safety memos a year, 14,000
safety posters, and a column in the News-
letter once a month.

Supervision and Control. These are spelled
out in all the safety education courses and
written into union contracts and civil service
rules.

Records. There are 4,000 accidents reported
each year—2,100 compensable——with all the
inspections, investigations, and analysss that
make the difference. The difference is: in
1966 cur frequency was 9.5, it is now 8.00
(that’'s two fewer accidents every four
days). The severity rate was cut in half
from 659 to 352, Lost days per disabling
injury were cut in half, from 81 to 45, with
a conservative saving of 7280000 a year.

You can do it, too, if you have manage-
ment with perspective, imagination, and the
compassion and business sense fo save you
money and manpower.,

WHAT DOES AN ADMINISTRATOR EXPECT
FROM DRIVER EDUCATION?

By DR. JAMES DUFFY
Principal, Glenbrook North High School, Northbrook, i

Does the administrator look at Driver
Education differently? Maybe it is only
through the eyes of the Driver Education
teacher that administrators seem to look at
it differently. Might it not be some kind of
complex which causes Driver Education to

perceive itself as the unwanted or least
cherished subject in the curriculum? How
did this complex develop?

Historically speaking, Driver Education is
a new subject in our curriculum. There are
many who can remember the time when
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Driver Education was not part of the school
curriculum, whereas there are few other
subjects taught in the school today that were
not taught in some form or other when you
went to school. So, even though it has been
around for many years now, relatively speak-
ing it is still a new subject. Furthermore,
within its lifetime it has had a rather inter-
esting growth. It came into the schools in
much the same way that several other sub-
jects have. Whenever a problem arises in
this country, everyone thinks the best way
to solve it i3 to add it to the school cur-
riculum. There is nothing new about this.
This practice continues even today as evi-
denced one year ago in Illinois by the new
state law regarding consumer education.
People in this country have always salved
their consciences, when faced with problems,
by passing laws requiring that the schools
add a course to aid people in avoiding these
problems.

This is the way Driver Education started.
It was something forced upon educators.
The educators acted accordingly. Driver
Education was added to the curriculum all
right, but it took the form of the “poor
stepbrother.” It was squeezed in as a unit
in physical education or civics or bislogy or
in any of a variety of places where it could
be squeezed in, and I am sure that some
whe taught in those early days of Driver
Education could tell some interesting stories
about the kind of significance it had in the
school. The teachers were usually unquali-
fied and, unfortunately, more often not
interested. None of these situations made for
a very good course, but the law was being
fulfilled—maybe not the intent of the law
but at least the letter of the law.

What did this do, this kind of situation?
It forced those who were fighting for the
cause of Driver FEducation to begin a
struggle—a struggle to gain identity and a
struggle to gain significance. As they strug-
gled they improved the education of their
teachers, and they improved the resources
and materials with which they taught. Driver
Education began to find a place of its own
in the daily schedule and, more important,
found support.

Interestingly enough, it had to go outside
the school to gain this support. It turned to
the business world, and for very practical,
economic reasons the business world respond-
ed and willingly gave it support. I am speak-
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itig specifically of those insuranice companies
who recognized that if a student were given
a good Driver Education program the
chances of accidents would be lessened, and
this would be economically beneficial to
them. Business’ had money, They also had
the power to influence others who had money,
20 the support began to come not only di-
rectly from business but also from the state
and federal governments. The “poor little
stepbrother” who came in through the back
door suddenly became rich. Like so many
who start out poor, this new wealth caused
it to act like what is commonly cailed the
“new rich,” and, just as it works for all
people, it discovered that all of the money
in the world could not buy it the status
which it desired. Again, just as is done by
so many whoe are seeking status, Driver
Education felt that the only way left to do
it was to imitate those who were considered
to have this status. It started to imitste its
academic brothers and sisters, believing that
this would bring status to Driver Educa-
tion. It was thought that if students were
given a great deal of homework and term
papers and difficult examinations and lower
grades that these things would give status.
After all, that's the way it was belicved
that the academics got it, so that must be
the way to do it.

As an administrator looking at Driver
Education I say, “Put those things in the
past” You see, a review of the history of
Driver Education reveals the answer to the
question “Why would an administrator look
at Driver Education any differently than he
would look at any other subject?™ I don't
think he does. It's just that the Driver Edu-
cation teacher thinks he does.

The reason the Driver Education teacher
is concerned about how the administrator
locks at it is because he is still, even after
he thinks his subject has gained status, ask-
ing, “Am I as goed as my academic brothers
and sisters, or am I still the ‘poor little
stepbrother’?” Poor you are not; stepbrother
you should not and must not be, but I don't
think that imitation is the way to get you
what you want, You are Driver Education
teachers because you believe in it, because
you believe that you can provide an educa-
tion which should improve automobile drivers.

Driver Education does have a place of its
own in the eurriculum. We are living in an
era when everyone is concerned about rele-

vancy. We educators are being forced to
review our curriculum and ask the ques-
tion, “Is it relevant to today's world ?” What,
may I ask you, could possibly be more rele-
vant than Driver Education? I don’t know
the percentage of high schoo! graduates who
become drivers, but I know that it is ex-
tremely high—far higher than the percent-
age of students who become historians,
mathematicians, writers, linguists, or scien-
tists. That is what relevancy is all about,
So you are teaching a subject which is
relevant even to the point of protecting our
very own lives. You are responsible for
educating students to do well something
which we know that almost all of them are
going to do. Your job is to see that they
do it right. So you have a relevant subject;
you have a dedication to your subject. Now,
what can we do about it to make sure that
it is significant, that it can stand on its own
merits, and that it doesn’t have to be a poor
imitation of something else?

If 1 had to label myself in any way, 1
would call myself a Behaviorist. T am one
of thosa individuals in this country today
who is firmly committed to the philosophy
of the behaviorist that states most clearly
that any worthwhile learning which takes
place in our schools should ke able ta be
measured through observable student be-
havior. The implementation of this philos-
ophy is being conducted in a variety of ways,
all of which are basically aimed toward the
same goal. That is, the student is being told
in specific behavioral and performance terms
what it is he ig to achieve, the methods by
which he can achieve it, and the means by
which he can demonstrate to the teacher
that he has achisved it

With this philogophy in mind, I ask each
of you to ask yourselves very simply, “What
should a student who leaves my class be able
to de that he could not do before he entered
the course?” I am not going to try to answer
that question becaunse I am not a Driver
Education teacher, but you should be able
to answer that question and answer it well.
You should be able to tell anyone exactly
what skills, what knowledge, what learning
processes your students should be able to
achieve as a result of being in your course,
1 am speaking of performance-type objec-
tives. Don't show me a course with a lot
of grand-sounding goals and purposes unless
you have sperified what it iz that the stu-
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dents are to achieve. After you have gpecified
just what it is the student is to do, you
must next specify in what activities the
student can engage in order to achieve these
objectives. Be sure that these activities will
lead the student directly to the achisvement
of the objective. In other words, I am not
interested in seeing a list of homework
assignments, and I am certainly not inter-
ested in seeing a term paper assignment or
a long reading, outline, or question and an-
swer type of assignment unless you can tell
me how these activities are going to lead
the student toward achievement of your
specified performance objectives. Put the
forus where it belongs, not on the amount
of work a student must do but rather upon
the amount of learning that the student must
achieve, Don't feel bad if your students don't
have homework or if they don't have to
spand hours going through Readers’ Guides
or encyclopedias in order to accomplish a
term paper as they might be doing in an-
other clasg, but do feel bad if your students
are not achieving your cbjectives. You are
not in the business of trying to teach stu-
dents how to write, how to do research, or
how to outline. You are in the business of
teaching the students how to drive correctly.
Let someone else try to fulfill those other
objectives; those aren’t yours.

This is not an easy fask that I am sug-
gesting to you, and don't tell me this is what
you have always been doing, because T don't
think that you have. I am sure that you had
your course goals, and I am sure that you
have had what you consider course objec-
tives, but did you have all of the very specific
performances which a student must achieve
in your clase clearly spelled out for both
the students and yourself? Did you have
all of the activities and resources which
would best lead your students toward the
achievement of these performance objectives
directly spelled out, and, finally, did you
require the student to engage in only those
activities and to use only those resources
which would lead them toward the achieve-
ment of these cbjectives? I repeat this be-
cause I want to make it clear that the im-
portant thing is that the student learns, that
he achieves your objectives, and that he is
engaged in learning activities and uses many
resources only for the sake of achieving
objectives.
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What are these resources I am talking
ahout? There are a variety of them. There
are those that are known best since they are
the ones we have been using the longest and
most commonly, such as text books and
other kinds of books and pamphlats. There
are teacher presentations. There are small
group discussions. There are films, film
strips, tapes—both audio and visual—and in
your field there are automobiles and simu-
lators. A variety of resources which students
can use to achieve your cobjectives are and
must be made available. But, the important
thing again is not the use of rescurces but
the achievement of the objectives, Students
are not taking the copurses from you in
order to learn to read or to look at filmstrips
or films. Certainly you should help them to
do these things, but only if the end purpose
is the achisvement of objectives which are
related to the goals of Driver Education.
Finally, the student should be able to demon-
strate to you, at whatever level of mastery
you expect, that he has achieved your ob-
jectives, and he should not proceed t the
next objective until he has achicved each
objective to his minimum expected level of
performance. If he is not achieving at his
level of parformance, then it is time for you
to review the resources and activities which
you provided for your student to see if they
are, in fact, appropriate means by which
that student conid achieve his objectives.

As each student proceeds through vour
performance objectives, each step of the way
should be Isading him toward that final goal
which wiil allow that student to demonstrate
that he is able to do, when he lsaves that
class, whatever it was you said he should
be able to do. You have a ready-made
course for this. You should not have any
difficulty at all specifying what kinds of
performances the students who leave your
classrcom should have achieved. You will no
longer be stating what students have to
cover in a Driver Education class, but you
will be stating what students will achieve in
your class, and they should not leave that
class until they have achieved it. This can
be accomplished if, throughout the course,
students are allowed to move at their own
rate of speed and allowed to use only those
resources and engage in those activities
which will lead them to the achievement of
each of the performance objectives. Deon't
be concerned with how long the course is,
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how many weeks you need to cover given
material. Concern yourself only about what
the students achieve in your class, and when
I say achieve I don’t mean accomplish, be-
cause we are then talking about the amount
of work completed. We are now talking
about the amount of learning that takes
place. If you restructure yvour course in this
manner, I guarantee you that Driver Edu-
cation will have an honorabie place in the
curricnlum witheut having to imitate the
so-called academics.

Go back to your scheols, sit down, and
do the following:

1. Review the purpose of your course.
I am sure you all have them somewhere in
your desk drawer or in a curriculum guide.
Make sure they actually are purposes of
Driver Education-—-in other words, that they
are uniquely vour own purposes and not so
genera! that they could be borrowed and
used as the purposes for one or more cther
courses. If they aren’t, you had better re-
write them, using any kind of terminclogy
you desire, These purposes don’t have to be
written in behavicral termsz. You can use
nice sounding words such as understanding,
appreciation and knowing. Just state your
course purposes.

2. Take these purpases and translate them
into course objectives which must be written
in behavioral terms. In other words, every
objective must be written with action verbs
stating exactly what sbservahle bshavior the
student will perform.

3. Break these course objectives into
smaller, specific kinds of objectives which
will help the students to learn how to achieve
the course objectives. These also should be
written in very specific behavioral language
which tells you and the student exactly what
that student is going to do.

4, Davelop the best kinds of resources—
written, oral, audio, or visual—which the
student can utilize in order to be able to do
whatever it is you said he must do.

5. Provide all of the means by which the
student can use these resources and engage
in the activities related to the ressurces in
order that with your help and your direction
he may select the most appropriate resources
and activities which will help him to best
achieve the objectives. At this point you
have written what is called 2 contract, or
the student’s learning package.

g.
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6. The student demonstrates to you his
achievement of the objectives at the level of
performance that you expect from him.
Finally, be sure that the student dossn’t
proceed to his next objective until he has
indeed fulfillad step 6. Then you will know
that he has masterad the learning even if
it means he may have to go hack over step
5 geveral times with different resources and
different activities.

This isn't as easy a tagk as it may sound.
1 know there are many Driver Education
teachers who are already doing this. I have
seen in Illinois the State Curriculum Guide
which uses this very same language and
which asks Driver Education teacherz to
become Behavioralists, to adegpt the perform-
ance philosephy. It is hard work, but the
end result i3 worth it because you will now
be focusing only on student learning and his
mastery of that learning. This is hard work,
but it can be done, but please don't say that
it can caly ba done with the behind-the-
wheel phase of Diriver Education, because
thiz ism’t true. It can be done in any phase
of any subject. If you accomplish this you
will have gone a long way toward the
achievement of your particular goal—en-
hancing your own image.

There is ancther place in which your
image can be enhanced. Be honest with your-
selves. Remember that these performance
cbjectives are actually ycur statement, as a
profesgional expert in vour field, as to the
best way possible for the students to achieve
your course purposes, Remember those
course burpsses in Step 17 T said they don't
heve to be stated in behavioral terms, and
they dom’t have to be stated in terms of
something that is measurable and cbservable.
There is a reason for this. In your field I
wonid suspect that the purposes have a great
deal to do with student driving habits after
he leaves vour classroom, You are not going
to be able to measure that because vou are
net going to be with him when he is driving
after he Isaves you. That is why course
purposes can't be stated in measurable tarma.
So your objectives are actually your profes-
sional statements of what the student must
achieve while he is in vour class which you
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believe best lead him toward the fulfillment
of the course purpocses. If these purposes
aren't fulfilled, be honest and admit it. This
is very important for your own professional
image.

In social studies, one of the goals has al-
ways been to make the students become good
citizens. We know that not everyons who
comes through a social studiss course is a
good citizen. In English classes, one of the
course purposes is io have studente be able
to communicate well all of their lives. We
know that not everyone who leaves an Eng-
lish course is skilied in the communication
arts. So, if you read of some ressarch which
suggeste that your purposes aran’t always
being fulfilled, don't say this isn't trus;
don't argue with the research data. Accept
it; study it, and then recognize that some
of your professional expertise regarding
some of the perfermance objectives -was
wrong. That is why we have research in
education—so we know where we are failing
to fulfill cur purposes in order that we may
continue to strive to improve our education
3o that we may fulfill our purposes, If we
did not need improvement in education, these
would not be johs for people like me, so lot'a
not knock the research or try to cover it up
if it indicates that we are not achieving our
purposas. Let’s go back and redo cur ob-
jectives and continue to strive toward the
best possible eduzational program.

Finally, stand tail and be proud of what
you are deing, but don't build your pride on
sand. You have to have a firm foundation.
‘What I have sugmested I helieve will give
vou a firm foundation—your own—nat some-
one else’s, not copdsd from another subiect,
but your own,

So, Driver Education teachers, how does
an administrator view vour subject? This
administrator looks at it as a subject which
is very relevant, and has a very rightful
place in the cirriculum. Now you just stop
pretending that you are something other
than what vou are and recognize your course
for what it does and for what it must do
and build a firm foundation, and I guarantee
you that you will never have to feel like the
“poor stepbrother™ again.
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OUR SCHOOL BUILDINGS OF TOMORROW

By ROBERT L. VARNES
Vice Pres.,, Welton, Becket, & Associates, Chicago, IlL

A revoluticn is taking place in cur ele-
mentary and secondary schools, a quiet,
constructive revelution, one that is infiltrat-
ing and reshaping the space of education as
much as the technique of education, It is a
revolution of open-mindedness that is ulti-
mately expressing itself in better educated
children and young adults. This revolution
is knocking down the walls and barriers to
effective and responsive learning, it is de-
stroving the cellular thinking associated with
the traditional division of teaching space.

Perhaps revolution is too drastic a term.
Maybe “change” wouid be more comforting.
Nonetheless, whatever you term the devel-
opments that are shaking and altering pre-
vailing concepts of education, equipment,
and teaching technique, the fact still remains
that a movement away from the traditional
is taking place. Pity the teacher, the student,
the administrator who does not keep up with
the technolegy of education, Pity him still
more if he fails to understend how these
changes are affecting the safety of bhoth
himgelf and those around him.

In this discussion I would like to briefly
describe what constitutes this revolution and
the direction in which it iz heading. I will
illustrate it through the use of actual build-
ings, either recently completed or in con-
struction, From there we will take a closer
look at how those changes affect student-
staff safety and what we might esxpect in
the future.

To give you an idea of where the motive
forces for change have started, let me cite
a recent study by Stanford University. Their
findings indicated that ten years ago, when
the open planned schools, the architectural
concept relating to new educational tech-
nologies, was in its infancy, the leading
advocate and most influential individual for
its implementation was the superintendent
of schools. The second most influential per-
son was the architect. School principals,
teachers, hoard members, parents, etc. fol-
lowed in order.

This is a rather exciting notion! Two
highly motivated, skilled professionals, one
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a non-educator, influencing and Dbringing
about an educational innovation. Each, based
solely on their profession and their vantage
points, realizing that the building, the basic
structure of the educational environment, is
ill-suited for up-to-date programming tech-
niques and methods of instruction, And, if
the environment is inadequate, so tust be
the techniques and methods taking place
within that environment and uitimately,
therefore, the formal instruction of those
who practice there,

The idea caught on, took hold, and with
it the architect’s degree of influence slipped.
More principals, teachers, and board mem-
bers are up there fighting for the new
programs with architects in a supporting
role for an even broader base of educa-
tional professionals.

What is this change you say? What is
this revolution, so ardently advocated by
members of at least two professions? What
are we talking about?

This change concerns more student par-
ticipation in the education experience, more
individualized instruction, more food to satis-~
fy the hunger for learnming, and more thrill
from the powers of knowledge. The changes
involve @ re-dedication of effort and a cin-
cept for the student to actively acquire an
education, actively seek information end per-
spective. Emphasizing these atfitudes is the
change in the shape and arrangement of the
learning facilities.

The schools that most of us atiended
were designed with classrooms spaced along
a locker-lined corridor. Once seated with
25 to 40 other students, the teacher rode
herd on us, spoon fed us with distilled
information, and sought a median of achieve-
ment around which the entire semester's
effort was geared. Discipline was important,
but so was mediocrity. The kids with “A’s”
were freaks as much as those who flunked.

It was a curriculum geared to the un-
imaginarive student. It encouraged memori-
zation more than understanding and inquiry.
It mattered little if one student was a slow
learner or another had a reading deficiency;
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all were treated with equality. Today, that
has changed somewhat with special programs
to help the lower levels of learning and
to a certain extent, with special programs
for the “gifted,” the “super-bright” There
is still that vast group whose place within
the remainder of students is considered aver-
age, to whom the degree of “averageness”
is unimportant.

Fortunately, we stand at the thrashold of
educational technology’s future and have not
vet been swept under by it.

Today, as I have said, the thrust is toward
involving the student with learning at his
best pace, to let him take responsibility for
his education. The classroom failed. It was
rigged against student involvement and par-
ticipation, It distorted “average” and be-
came a cell dividing students into groups
too large for meaningful participation, and
certainly too large for individualized in-
struction or discussion groups.

Today, to redirect the emphasis where it
belengs, toward the student, we have found
there are four distinct situations for the
learning experience within the formal con-
fines of the school, for the presentation of
subject matter, They are:

1. Space for large grougs, 50, 75, and up,
where information iz the traditional one-
way street: a film presentation, lecture,
demonstration, testing, vocational training,
or group production,

2. Classes for approximately 25, still in
the traditional cellular form, where learn-
ing is_ somewhat give and take and partici-
partory hut, nonetheless, iz teacher domi-
nated.

3. Arcas where small groups of five to
12 students discuss a subject in seminar
fashion. Unlike a clasercom, everyone par-
ticipates, everyone learns from cne another.

4. Finally, the solitary unit or location
where a student can pursue assigned work
or an area of special interest,

To accommodate all these requirements,
we found that classrooms—the cell—have to
be abandoned; the interior arrangement of
space opened up for more flexible distribu-
tion of space according to needs established
for the student. (Unfortunately, time does
not permit a detailed explanation of the
dollar economies that will be achieved
through this process that goes hand-in-hand
with economy of education.)
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The first step, for architects, is under-
standing the educational specifications and
requirements of the particular school and
then translating them into architectural
criteria. As an example, we at Welton
Becket and Associates have as a client a
small rural district, large in area, short
on money, in a condemned building., The
district must have a new, 800-student senior
high school. The old one exists as a tradi-
tional building, much like those I described,
with typical subjects and typical teachers to
teach them. No one iz displeased with
either,

But this is to be 2 new senior high school!
The superintendent of schools (remember
him from the Stanford study) feels that
this is an opportunity to get his district into
the mainstream of educational developments,
to upgrade the quality of education in his
community with the tools to compete in an
ever changing waorld,

Scheduling will be change from the tradi-
tional 55-minute, seven-period day to mod-
ular scheduling of 20-minute blocks. Modular
scheduling, incidentally, consists of break-
ing all academic, physical education, study,
and social time into 20 minute segments.
The student pre-establishes his needs and
co-ordinates them with these of the school
system, If a class or particular unit of in-
struction takes four modules, he sets aside
that amount of time, either for one day or
over muany days. All schedules are then
amalyzed and co-ordinated through a time-
shared computer system. The concept of
modular scheduling is both new and in-
finitely more complex than this  brief
definition.

Concomitantly with the flexibility of
scheduling, the superintendent wanted to
have a completely integrated curriculum, one
where departments with similar require-
ments share facilities and space, Thus, Eng-
lish and Social Science pods will be adjacent
and share resource center materials and
storage. Mathematics and Scieuce similarly
will be in proximity with each other.

In the open plan, the class space ceases
to function as the domain of a teacher, the
territorial imperative, if you will, of one
individual. The space is open to other classas
at other times of the day. The space is
separated by wvisual barriers—chalkboards,
and/or casework—and since it is open.
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housing many different groups pursuing dif-
ferent areas of interest, the space is also
capable of unlimited modifications for di-
viding space. As the programs change, so
does the configuration of the space that
serves the program.

Teacher preparation areas within the de-
partments are provided for staff work and
counseling of individual students. Records
for teachers are also stored in these prepara-
tion areas,

Now, if we are opening ocur class spaces
we must have a way to treat these areas for
sound and audio/visual devices. Acoustical
treatment is taken care of through the use
of sound absorbing ceiling tiles and car-
peted floors (easy to clean and maintain
carpeting, simulating the informality of the
home, makes it easier for students to sit
on the floor as the need arises). Portahle
furniture and audio/visual devices, easy to
set up and take down, can be arranged to
focus attention to the appropriate area,

Even the outside wells are changing. Cpen
planning concepts are forcing us to realize
that vast expanses of glags are inefficient,
that they waste valuable space that might
otherwise be used for chalkboards and in-
structional materials. From the aesthetic
standpoint, when one reduces four perma-
nent walls to one cutside wall, the resulting
space and light treatment must be used more
wisely. The windows serve a more im-
portant function of adding light and refer-
ence to the outside, a framed view of the
exterior.

The curicus thing about the class space
we have just created is that it stimulates
everyone's imagination, not just the student,
but the entire faculty and staff of the
school. Just think, where the teacher before
presided over his or her own domain with
four rigid walls, we are now giving him
the opportunity to redesign his teaching
areas, Teachers shape the environment to
suit the peculiarities of their subject matter
and approach. The arrangement—an arm’s-
length movement—stimulates an imaginative
use of teaching space.

For this small rural school, there ure two
important aspects that dictate the inter-
relationship of departmental pods: these are
the placement of the social and academic
hearts of the school.

First, the academic heart. Symbolically,
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thig is represented by the library or, ag we
say today, the instructional materials center
~—IMC. This is more than an exercise in
semantics. All instructional materials, rang-
ing from books to audio/visual equipment
and closed-circuit television, are located in
this general area.

The library was intentionally placed in the
nerve-center or heart of the academic area
to make its facilities more accessible; to
give it, by placement, the most important
location. Its use is encouraged. It is the
place for independent study and research, it
is a place active and alive with inquiry.
No more do we see the legendary “Marion,
the Librarian” guarding the books and
quieting people. Books are out in the open
where students can get them, can use them.

In the instructional materials center, stu-
dents may be discussing a research project
while a library science class is operating
in another corner, and others still are study-
ing at carrells, Students flow in and out,
getting books, cassettes, film strips, or copiss
of articles. Difficult to control? Yes, Noisy?
Not necesearily so.

But the purpose of the space is student
use, and the superintendent of schools has
eliminated the over protective librarian im-
age and substituted an atmosphere of use
It works.

With the library the heart of the aca-
demic life, there remains the social heart of
the school. Social inter-action has come to
be recognized as an itportant process of
child devalopment, especially with students
learning and being influenced by their peers.
To establish an area for the student, we
place the Commons at the most likely social
focal point of the schocl. This is the point
where the majority of entrances converge,
at or near the cafeteria. It is the access
point to the administrative and academic
wings of the school. 1t is a space for food
service, a large instructional area, a dance
floor, or meeting place for groups.

But this area must go beyond the tradi-
tional, dehumanizing long rows of tables
placed unimaginatively like you might ex-
pect to find them in a military chow hall
or in a prison. Conceptually, we must cease
to view the cafeteria as unpleasant. How
about a space where the students eat, so-
cialize, react to an envircnment that fosters
interaction, an area that resembles a cafe?
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B 2

So far I've been talking about one small
high school and its attempt towards human-
izsing the educational program and the build-
ing that houses that program. Although the
application may vary from small school to
large school, from rural to urban, from
suburban to inner-city, the concern for per-
sonalizing and humanizing the educational
atmosphere is still the same,

To give you an idea of how they vary,
l=t's briefly look at some other examples:

‘West Bend, Wisconsin, a 2,500 student
school with modular scheduling, designed as
a schoel within a school, two academic
wings of 1,250 students each. Here we are
breaking up a large high school into two,
each with its own academic building and
football-baseball-basketball teams and per-
sonality to encourage greater student par-
ticipation. It is working. The facilities they
chare in commonr are art, homs economics,
industrial arts, fisld house, and auditorium.

Elgin, Illincis, another 2500 student
school designed also for modular scheduling
and currently under construction. It will pro-
vide an academic structure not unlike that of
a university. English, social science, math,
science, and business education are clearly
defined departments with resource centers
and staff centers. Like West Bend, the
large, super-markst library was avoided:
each department hag iis own resource center.

Janesville, Wisconsin. These elementary
schools are also open-planned. Students, espe-
cially,. at this school, are enthusiastic about
their : surroundings. Groups can be sub-
divided without hurt feelings, teachers co-
operate in lesson planning, discipline prob-
lems appear less frequently, When staff and
students alike are enthusiastic, almost any
program will succeed.

Sa there vou have the school of tomorrow
as it is taking shape today, schools that are
more student oriented, flexibly planned for
changes in education. How does this affect
us, you and 1 as architect and staff, students
and safety planners, how does all of this
affect our safety programs?

Since the criteria for planning schools
today has changed, or iz at best in a state
of flux, building officials and fire marshals
hzve had to apply the “spirit of the law”
rather than the “letter of the law.” Those
who insist on adhering to letter of the code
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—and there are many—strive only to stifle
progress. In the State of Illinois, the gov-
erning authority for issuing school building
permits is the county superintendent of
scihools. The governing code is the Life
and Safety Code enacted by the state legis-
lature. Working closely with the Cook
County office, architects—myself included—
have been able to work out some of the
Life-Safety problems as it applies to open
planned schools,

The code is based on Life-Safety prin-
ciples, not necessarily property protection
and certainly not at the expense of Life-
Safety, and iz a guide line for architects
and engineers. It is based on the following
principles: prevention, early detection, rapid
evacuation, confinement, and enforcement.

Certainly, prevention should be considered
the front line in the battle for fire safety.
Suitable fire resistant building and furnish-
ing materials must he selected. As for the
schools of tomorrow, new and different use
of materials such as carpets and plastics
will require testing and evaluzting.

Early detection through the use of heat
and smcke detectors will alert teachers to
evacuate the building. Open planned spaces
with their variety of furniture and partition
arrangement may require more exitways—
not less—than conventionally planned schools.

The problem of confinement is alse dif-
ferent, perhaps even more critical, for open
spaces. The student population is larger
(not on a square foot basis) and probably
dispersed in varicus groups through out that
space. However, open spaces do provide
continuous supervision. Ne longer is a class
unsupervised when the teacher leaves unex-
pectedly, there are other teachers in that
space with visual control over other groups.
The law requires that areas containing a
kitchen, mechanical equipment, or requiring
the use of flammable materials must be
separated from all class spaces and exit-
ways by fire-rate partitions. Such sound re-
quirements for building today are not likely
to change in the future. The present re-
quirements for exiting and limiting the size
of class space may change.

The enforcement of the Life-Safety Code
in Illincis is in the hands of an educator:
the county superintendent of schools. With
new and newer school building types devel-
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oping, he applies the spirit of the code (often
exceeding its basic requirements thrn an
extensive use of early detection devices)
with a view towards prevention and safe
evacuation of students and staff.

QOur open planned schools of today are

rapidly becoming the schools of tomorrow.
Such schools are solving and creating prob-
lems, both for safety administrators and
educators, We ask only that you embrace
this change and contribute to an exciting
adventure—the future,

NEW APPROACHES TO SAFETY EDUCATION

By ROBERT MERRIMAN
Supervisor of Safety, Public Schools, Ft. Atkinson, Wis,

Qur concerns relate to new approaches
to safety education, which I like to think
of as supplemental activities to the ap-
proaches that are now being used.

Although all of us have firm ideas re-
garding the composition of good programs,
we reprasent only a fraction of the school
districts that are in real need for safety
education.

Qur problem then is how to obtain in-
tarested personnel at the local school level
and how to support them in terms of per-
sonal education, organization, and imple-
mentation.

In Wisconsin “Cooperation™ is the name
of the game. This, in ocur case, invclved
local schools, the State Department of
Public Schools Instruction, the Wisconsin
School Safety Coordinators Association,
and The Nationa! Safety Coumcil. This is
not a large scale operation, but each con-
tributed a necessary part.

At the suggestion of the State Superin-
tendent of Public Instruction, 375 safety
coordinators were appointed by local su-
perintendents in local schools. Obvicusly we
had 375 people appointed who, for the most
part, did not know what to do. They were
coordinators in name only. The first prob-
lem then was to educate and motivate these
people. The Wisconsin School Safety Co-
ordinators Association was formed. At
three annual meetings or workshops we
have tried to provide material and have
discussed ways and means of establishing
programs. In the interim between meetings,

consultante from DPI visits the coordi-
nators and sssists them. A continual com-
munication is maintained in this way. In
the case of accident reporting, pilot pro-
grams were conducted for a year and the
results were made available to all schools.

To further promote safety education
locally and nationally, a committee from the
Coordinator Association, with the help of
the Nationa! Safety Council, the DPI, and
the North Central Association, developed
the Evaluative Guideline. Thiz has been
approved by the North Central Association,
and they distribute them to schools for use
in evaluation and as a guideline for de-
veloping local programs. They are avail-
able nationally by request from the North
Central area office in Chicago.

A third approach to the promotion of
safety in schools is a cooperative venture
between a local achool system, the State
Department of Public Instruction, and the
Allstate Insurance Company, in which a
film was produced outlining organization,
administration, and operation of a2 com-
prehensive program, Funding and publish-
ing was provided by Allstate. Supervision
was provided by the State Department and
the local school coordinators.

The film was made during the course of
the wear of activities as they occurred in
the local school. Pictures were taken can-
didly; none were staged. The film, record,
and brochures are designed for use free of
charge for anyone who wishes to use it for
setting up programs, and are available na-
tionally from Allstate,
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VICTOR, THE WISE WALKER

By HELLEN TULLIS
Assistant Coordinator, Pedestrian Safety,
State Department of Education, Baltimore, Md.

When I first became involved in safety
education, I asked myself, “How can we
reach children?” The logical answer would
seem to be, “Begin with the child,” but as
I got more deeply into it, I began to feel
that parents and safety educators were
going in opposite directions. Therefore, it
seems to me that it is with the parents
that the safety educstor should begin. It is
going to be very difficult because I don't
believe we can do this through the channels
we now have. It will be necessary to find
new, unusual ways of reaching parents.

The parent and the safety educator must
look at the world from the child’s point of
view in order to be able to reach him. We
must ook at the world through the child's
lack of experience: how does he cope with
the physical world around him because of
his size, his muscular coordination? How
does the child really see? Does he see what
we seé when he looks at a signal or at a
sign? Dozs he understand our meaning as
we mean for him to see it? Do our sym-
bols mean the same thing to a child as they
mean to us?

Children must learn the important con-
cepts of space, quantity, number, movement,
time, timing hefore they can understand
some of our safety suggestions and the
reasons behind them.

As safety educators, we must go where
our public is. Our goal should not be to try
to make them (the public) over, but to
exert a sincere effort to reach them
wherever they are, both physically and on
their educational level. We safety educa-
tors may learn some practices and tech-
niques of the visiting nurses and the home
teacher who have had entree into the homes
of our citizens for many years, We must
remember that the way to reach a child is
to reach him through his aduits—his
teachers and his parents.

I've found that an asset in talking to
children is having a special interest—some-
thing to make safety live for children. My

greatest teaching aid is my guide dog, Victor.
Victor really is a safe pedestrian, He has
been instructed to be one at the Guide Dogs
for the Blind, Inc, in San Rafael, Cali-
fornia. (Mrs. Tullis is blind. She and Victor
demonstrated some aspects of Victor’s work
as a guide dog and “wise walker” as they
used to do before school children~-Ed.).

The first step is to lay out a pedestrian
problem: Victor is seated on the left side
of Mrs. Tullis. She takes a step forward,
draws a toe from left to right and says to
Victor, “This iz the curb, Victor; now
watch it. This is the curb.” Then she points
to the left and the right and still speaking
to Victor for the children's benefit says,
“Now, there’s a car parked on our left,
and the driver coming from the left cannot
ses us and you cannot see the driver. There
is another car parked on our right and you
cannct see the car that is coming from the
right, nor can that driver see us.” Then she
steps back a few steps and, holding Victor's
harness and pointing straight ahead, says,
*Victor, forward!” The dog takes a step
or two, but just before reaching the desig-
nated “curb” he steps sharply to the right
in fromt of her blocking her from move-
ment,

The underlying lesson to be learned by
children is that if Victor, who is merely a
dog can be taught to be a safe pedestrian
and to practice safe walking habits each
time, all the time, then certainly children
can become gsafe pedestrians too,

Mrs, Tullis is preparing a booklet for
children about the work of a guide dog
called “Follow Victor, the Wise Walker.”
Instructional television spots are also in the
works for elementary school children, using
Victor the Wise Walker. The booklet is
currently being revised and should be avail-
able soon from the Maryland State Depart-
ment of Education.

“Victor is such a good symbo! for chil-
dren, because he really isu’t a symbol”
Mrs. Tullis said. “Victor really is a good
pedestrian.”
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PEDESTRIAN AND BICYCLE SAFETY PROGRAM

By DONALD LA FOND
Supervisor, Pedestrian and Bicycle Safety,
Office of the Superintendent of Public Instruction, Springfield, IlL

This project proposes the development of
a coordirated and comprehensive statewide
program of pedestrian and bicycle safety
in the elementary and junior high school
systems of Iilinnis. The project is proposed
as part of the total state highway saiety
plan for the purpose of developing and im-
plemeanting traffic safety in Ilinois.

The overall objectives of this program
include the identification of major traffic
safety concepts that are desirable and need
to be stressed in the elementary curriculum.
These concepts parallel those sought in the
whole realm of traffic safety and manifested
particularly in safe driving. The pedestrian
and bicycle safety program endeavors to
present these concepts on a continuum from
kindergarten through grade six in depth and
scope appropriate for age level cemprehen-
sion. It is recognized that traffic concepts
should be the same for all ages, but that the
level of presentation must coincide with
the development capabilitiss of the child.
This preject attempts to develop a detailed
program of instruction that will include
relevant learning activities and allow con-
tinucus emphasis and instillment of the
established safety comncepts commensurate
with interests and levels of comprehension.
This program also illustrates methods of
integrating this safety curriculum with
other courses of study.

Assessment of Presont Needs
chool visittions were conducted on a
selected basis throughout the regions of the
state. Based on interviews with elementary
teachers and administrators, as well as uni-
versity persennel from various regions of
the state, the following was indicated:
There are few teacher units for safety
education zvailable today. The few schocls
that have safety education programs im-
plement them as an extra and separate
program from the regular curriculum. Few
teachers have the time or background to
develop safety units. Safety could be better
taught if it were integrated into other sub-
jects or activities to dramatize its relevancy
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to children. Most available programs today
are low in conceptual developments and
narrow in comprehension. Most teachers
recognize the need for safety education at
the elementary level but find it difficult to
implement,

Assessmeni of Literature Auvcilable

A survey of all fifty states was con-
ducted to ascertain possible existing ac-
complishments. Only five states have pro-
duced any materials for elementary safety
education and these were in the form of
curriculum guidelines and state recommen-
dations. No cther state hag developed
materials that weuld be practical for teacher
use. All states expressed an interest and
need for materials as proposed by the
Illinois project and asked to be kept in-
formed of its progress. Only two other
states are embarking on plans similar to
THinsis.

A survey of publishing companies and
professional  organizations was conducted
to acquire and assesz present available
literature, While there were a number of
pamphlets, bocklets, and materials avail-
able, much of the content was redundant,
rather sketchy, and Ioosely organized. Other
than articles from the WNational Safety
Council publication, Scheo! Safety, and
publications from the American Auto As-
sociation, there is little material available
for teacher use which stressed integration
of safety with other courses of study.
However, it is felt that soms of the
acguired materials would be an asset to
the development of teacher resource units.

Development of Rules of the Roed for

Bicyelists

The Office of the Superintendent of
Public Instruction has cooperated with the
Office of the Secretary of State in writing
a Rules of the Road for Bicyclists. The
majority of the booklets will be distributed
to the schools through the Office of the
Superintendent of Public Instruction as
vart of its Safety Education Program.

Diescription, Elementary Trafic  Safeiy,

Rescurce Units

Seven basic levels of units have been
developed to provide instruction for kinder-
garten to sixth grade. Each unit is de-
veloped around identified specific traffic
safety concepts and is in kit form for
teacher use. Each of the seven levels in-
clude the following areas of study:

1. Pedestrizn Safety: safe route to and
from school; strest crossing; traffic laws
and signs and signals; safety patrols and
crossing guards.

2. Bicycle Safety: traffic laws, riding in
the street with other traffic; left and right
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turns; safe operation techniques; child and
parent responsibilities.

3. School Bus Safety: exiting and en-
tering; school bus passenger safety; em-
ergency procedures

4, Auto Safety: auto passenger safety;
exiting and entering.

S. Playground and In-School Pedestrian
Safety: rules apmd regulations; fire and
emergency drills; movement to and from
clasges; activities and projects.

Diominant themes or strands of knowl-
edge have been established, expanded, re-
inforced, and applied throughout the units
at the various graded levels

TOTAL SAFETY

PROGRAMMING

By GEORGE MATHIS
Director, Safety Education,
Office of the Superintendent of Public Ingtruction, Springfield, Il

Back in the late 1940°s and early 1950,
we in the Safety Educatisn Department
of the Illinsis Office of the Superintendent
of Public Instruction in developing a com-
prehensive traffic safety program, kinder-
garten through adult, were strongly in-
fluenced by two documents in particular.
These documents were “The Safety Char-
ter for Children"” developed by the first
White House Conference on Child Safety,
and the National Safety Council Super-
visory ‘Sectizn Tommittee Report on “Ad-
ministrative Responsibility for the Total
School Safety Program.”

We fesl we have made some progress.
However, we know that we have only
scratched the surface.

We want to emphasize strongly that
progress made during the past 20 years
cannot be credited to any one office or insti-
tution. Tt represents a continuocus coopera-
tive effort of many interested and dedicated
individuals and many governmental and
nongovernmental agencies, Without this co-
operative effort we would have gotten ne-
where, Cur state legislature and the other
state governmental agencies have cooperated
well, This is especially true since the Gov-
ernor’s Traffic Safety Coordinating Com-
mittee was established in the early 1960%.

IHlinois was partizularly blessed to have
had a large, competent, and dedicated group
of college and university personmel who
have worked diligently and faithfully
throughout the years. These men have done
not oaly an outstanding job in developing
teacher training departments but have
taken a part of the responsibility for total
leadership.

Many schoo! administrators and instrue-
tors in both public and private schools have
shared the respensihility for the leadership
rele. Since itz inception in 1951, the Ilinsis
High School end College Safety and Diriver
Education Association has been indispen-
sable. We have always drawn on the re-
sources of the National Safety Council and
the Northwestern University Traffic Inst-
iute. We feel very fortunate in having
these organizations resdily available within
our State.

The outstanding contribution of such
nongovernmental agencies as the Chicago
Motor Club, the Iilinais Insurance Com-
panies, and the Illinois Automobile Dealers
Association have been essential to progress.
Numerous other individuals and institutions
have made outstanding contributions.

Much of our progress has been due to
od early planning. A statewide planning
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committes was organized in 1950, The de-
tailed overall plan developed by this com-
mittee has provided many of the guidelines
for our program during the last 20 years.
Good acceptance of our plan and our subse-
quent program was largely due to the good
work of a large statewide advisory com-
mittee. This committee, compaesed of almost
100 members, represented almost all of the
governmental and nongovernmental agencies
in Illinois having an interest in traffic safety.

Financing has been and still is a major
problem in combating imbalance in our
program. It has been easier to secure money
for such areas as emergency disaster plan-
ning and for driver education than for
elementary school traffiic safety programas.
We have not bzen able to overcame all of
our difficulties with respect to unhalanced
financing.

The Federal Traffic Safety Act of 1966
and subsequent availability of federa! funds
has helped greatly in giving balance to our
program. Federally financed projects for
our program have been approved on a basis
of our greatest nead and our greatest weak-
nesses. At the present time the Office of the
Superintendent of Public Instruction, Safety
Education Department has a total of seven
n:ﬁ.nna without which we could not lay
claim to scarcely any degree of balance in
our program. These projects include:
Program Development and Evaluation.
Pedestrian and Bicycle Safety.
Motareycle Safety Education,
Driver Education for Handicapped.
Development of 2 Comprehensive
Driver Education Program for Adults.

6. Development of a School Bus Diriver

Program.

7. Inservice Training of Driver Edu-

cation teachers,

‘We have three departmental subdivisions
including general school safety, civil de-
fense and disaster preparedness, driver edu-
cation, and federal traffic safety projects.

I have observed that local school district
safety programs tend to reflect and imitate
the organizational set-up in the state de-
partment. If general safety, disaster pre-
paredness, and traffic safety at the state
level is fragmented, the program at the
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local level is likely to be fragmented. For
this reason, we have worked to bring
together in one department those areas
where the primary objective is safsty,

The responsibility of the Safety Educa-
tion Department goes beyond safety educa-
tion. It includes the areas of safety
supervision and safety services.

Other responsibilities by special assign-
ment to the Director include:

1. Office of the Superintendent of Public
Instruction liaison for civil defense with the
Illineis Civil Defense Office and member-
ship on the Governor’s Civil Defense
Advisory Committee.

2. Office of the Superintendent of Public
Instruction liaison with state and Federal
agencies through appointment to the Gov-
ernor’s Traffic Safety Coordinating Com-
mittee, which meets monthly. All recom-
mendations on proposed legislation come
through this committee. I am presently
assigned to duty on four subcommittees.

3. Directing of all federal traffic safety
projects awarded to the Office of the Super-
intendent of Public Instruction, including
projects intradepartmental in nature.

4, We will have the responsibility for
administration and supervision of commer-
cial driver training adult programs when
they are transferred to the Offiice of the
Superintendent of Public Instruction.

Qurs is a department in the Division of
School Supervision and Recognition, and
as a member of this division our staff
members, when not engaged in their spe-
ciality, are scheduled to participate in the
division’s overall annual visitation program
in the school districts, after which they
heip to develop the overall school district
evaluation report upon which annual ap-
proval of the total school program is based.

In interpreting the driver education laws
of Iilincis, the Office of Public Instruction
has adhered to the premise that driver edu-
cation is an integral and proper part of the
general education program and that worth-
while results will depend on effective teach-
ing by well qualified instructors. Estab-
lished national standards have been the
guideposts in the development of the Illinois
program.
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DISASTER PREPAREDNESS AND GENERAL SAFETY

By NORMAN H. AUSTIN
Supervisor, Disaster Preparedness,
Office of the Superintendent of Public Instruction, Springfield, Ill

The State Education Department does
now, and has always, considered “disaster
preparedness” a part of the whole school
safety program. Civil defense is an old
story in the schools of IHinois. The first
four years that I was with the state office,
I worked only in the area of School Civil
Defense. During this time, my job was a
depressing one. However, now the school
administrators are calling us for assistance,

The state legislature of Illincis appropri-
ated monies to be used in the area of school
civil defense about five years ago. This
budget has been continued since that time,

In addition to thiz program, we have a
federal budget that has been in existence
about nine years. This iz the old Civil
Defense Adult Education Program. We
now have a staff of three people devoting
their time and efforts to this program.
Emphasis has gone from aduits to the high
school student. The Federal program and
the state program cooperate completely,
and one pregram complements the other.

Since we have these two programs, I
now spend some of my efforts in the area
of general safety. Our state legislature was
the first to appropriate monies for state
school civil defense and still is the only
one deing this.

Cur first project in the state schoo! civil
defense program was the development of a
“Disaster Preparedness Guide” for school
administrators. This was the first guide of
its kind and we still think it is pretty good.

Last November, the Governor, the State
Civil Defense Agency, and the State Su-
perintendent of School's Office proclaimed
that civil defense education be included as
an integral part of the education of
facuity, administration, and students in the
State of Illinois, and that written disaster
plans be formulated. In distributing this
proclamation, a cover letter notified all
Illincis schools that the Safety Depart-
ment would be included on the state ac-
creditation visitation teams. Thiz is being
done.

This part of the team evaluates three
areas: (1) environment (hazard); (2)
safety education in grades 1-8 particularly
(requirements of the school code); (3D
disaster plans.

The recommendations made from this
evaluation are followed up with letters, and
assistance is offered in the form of work-
shops for teachers and administrators.
These workshops are now being carried on,
These workshops, “Mode] Planning Tiirec-
tives” and “Model School Plans,” are used
to aid the local administrators develep or
improve their plans.

I have not mentioned the revision of our
“Challenge of Safety Education,” distribut-
ing and implementing cne million copies of
“The Bicycle Rules of the Read,” the
statewide Safety Patrol Program, a com-
plete School Crossing Program, the Illinois
Statewide Accident Reporting System, as
well as a few other irons now in the firs.
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DRIVER EDUCATION SUPERVISION

By HARVIN A. COOK

Asst. Dir., Driver Education, .
Office of the Superintendent of Public Instruction, Springfield, Il

The Office of the Superintendent of
Public Instruction has the responsibility
for the administration and supervision of
Safety Education, Civil Defense Education,
and Driver Education.

By law, the Dlepartment of Safety Edu-
cation provides assistance to local schoel
districts for the administration and super-
vision of safery education for grades one
through twelve. The Safety Education
Department comsists of three areas: (1)
Safety and Civil Ilefense Educaticn; (2)
Tiriver Education; (3) Federal Programs.

The Driver Education Department has
expanded with the Iilincis reimbursable
river Education Frogram since itg incep-
tion in 1957, It is through the supervissry
program that high standards for the pro-
gram are maintained and the program of
instruction is improved. Geographicaily, the
state iz divided into three areas with super-
visors assigned to specific school districts
for visitation of driver education programs.
Each school district is visited at least once
a vear and occasionally revisited upon the
request of the administration or driver edu-
cation teachers. There ara approximately
716 public high schools offering driver
education, 16 independent, parochial, and
private schools, seven governmental agen-
cies, and 32 commercial schools offering an
approved course of instruction.

The law specifies that reimburseraent can
only be provided to public school districts.
Other schools offering the approved pro-
gram must provide driver education at
their own expense; in the case of commer-
cial scheols a fee is charged.

It is important to emphasize at this
point that ail driver education programs
are approved on the basis of the single
standard concept. The success of cur super-
visory program lies in the work that our
staff does at the individual schools and the
close relation maintained throughout the
state with driver education personnel. There
is no easy way to achieve this success. It
requires hard work and dedication on the
part of our staff. Our staff is quite ver-
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satile in that they can perform many
functions and are frequently used as backup
personnel when we move from one crisis to
another, which often seems to be an every-
day occurrence.

The area of reimbursement and certifi-
cation provides our supervisors with much
data to assist the supervisors in upgrading
the driver education program. We have one
full-time systems analyst and adequate staff
to accomplish this task. We were very for-
tunate to be able to obtain a systems
analyst with the necessary background in
driver education and safety education pro-
grams to achieve the type of service re-
quired to function adequately within our
organizational structure. Qur staff has
gained tremendous knowledge and experi-
ence through association with our systems
man. He hae provided us with the necessary
tcols to systematically organize our depart-
ment. Some of the proposed projects utiliz-
ing data processing systems are teacher
qualifiications and driving record informa-
tion, programming of federal projects, and
a statewida school accident reporting system.

The dr’ er education department also has
a responsibility for supervising schools
offering an approved driver education
course fo students under 18 years of age.
Although we have designated one full-time
supervisor in this arez, he does not have
total responsibility for commercial schools.
We can profit by involving all of the super-
visory staff in the supervision of commer-
cial schools; therefore, we rotate our staff
between commercial school and  public
school programs, We have been very suc~
cessful in upgrading commercial schools
in the state and will continue to assist
them to improve their program of instruc-
tion.

It is the philosophy of this office to
offer the best statewide total safety program
possible. We are continually learning from
our experiences and hope that through as-
sociation with other state programs im-
provements can be made. We also hope
that other states can profit from cur ex-
periences.
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ADULT DRIVER EDUCATION

By MILTON C. CRAPNELL

Supervisor, Adult Driver Education,
Office of the Superintendent of Public Instruction, Springfield, Ill.

Tilinois, like many other states has had
Adult Driver Education for several years.
There was absolutely no consistency in the
type of program offered. Some programs
required clagsroom instruction and labora-
tory instruction, but there was a tremendous
difference in the number of hourz in each
part required. Many communities of our
state offerad their adult citizens ahsolutely
nothing.

Because of this and the geriousness of
the highway transportation problem, the
Office of the Superintendent of Public In-
struction with the assistance of Federal
funds began to lay the groundwark for a
statewide Adult Driver Education Program
in 1959, The Depurtment of Safety Educa-
tion is basically responsible for the pro-
gram, but we have worked very closely
with cur state Department of Adult Educa-
tion because these people have a natural
outlst for adult driver education.

A statewide committes was established
to develop administrative guidelines and
procedures and development of curriculum,
Thizs committee recommended that reim-
bursement be at the rate of $5.25 per sixty
minutes of instruction. This figure was
arrived at because it was consistent with
other adult aducution reimbursable pro-
grams within the state. In order 1o qualify
for reimbursement, all students in a begin-
ning driver’s course must be 21 years of
age or older. Thiz age limit was suggested
because by state regulations any legal resi-
dent of the State of Illinois who is between
the ages of 15 and 21 years gualifies under
the high school reimbursable program; the
Highway Safaty manual suggests 21 years
of age and out of school youth. There is
some feeling around the state that the
adult program should begin with thdse
people 18 years of age or older, because it
is being found that dropouts and others
usually do not return to the high school
for numercus reasons.

The adult committee also recommended
that the Adult Driver Education progsam
consist of three parts: beginning drivers,

refresher courses, and court referral. We
instituted the beginning driver course first.
The minimum number of hours for the
beginning driver course is 20 hours of
classroom and six hours of laboratory in-
struction. These are only minimum hours
and may be exceeded and reimbursement
provided for those hours beyond, provided
the school’s records will substantiate such
claims,

A curriculum was developed under the
traditional concept of driver education, We
have now prepared an adult curriculum
under the new Illinois concept for driver
education. Hopefully, this will be ready for
distribution by the cecond semester of this
school year,

hie major areas we have planned are {1}
the driving task; (2) vehicle capubilities
and limitations; (3} improvement of driver
abilities; (4) driving practices and pro-
cedures; (5) factors influencing abilities to
perform; (63 responsibilities of a member
of 2 nation on wheels. We have proposed
or suggested teaching aids which we fasl
best accompany sach unit,

The heginning driver rse must be
taught over a period «f at | -ast four weeks.
We have found that mwost programs have
extended over a ten waek pericd. Teachers
of the beginning driver course must meet
the same qualifications that are required
for the high school teacher.

Driver Education refresher course in-
struction programs are formal courses or
programs created to improve the perform-
ance of licensed drivers through education.

The course should develop: (1) an ap-
preciation of the need for improved driver
skill: and for proper anticipation and
adaptation of the driving task; (2) a reali-
zation that most of the present drivers have
not received proper driver education, train-
ing, nor an adequate knowledge of the
traffic Jaws; (3) the importance of the use
of perceptual skills in driving; and (4) the
need for proper adjustment of change, such
as in traffic contral devices.
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We have established that all students
enrolled in the refresher course must be
licensed drivers and at least two who are
21 years of age or older. The minimum
requirement is eight clock hours of class-
room instruction for the refresher course.

The teacher of the refresher course does
not have to be a qualified high school
teacher, but if the teacher is not fully
qualified a letter must be filed with our
office stating the teachers qualifications and
why the school feels the teacher is qualified.

We are working with the University of
Illinois in the development of refresher
curriculum and conducting pilot projects
testing the cucriculum. Also, we are at-
tempting to find out: (1) if eight hours
is sufficient; (2) what is the best way to
offer the course; (3) would the studant
prefer more or less class meetings.

Three pilot projects have been conducted
thus far, and the response has been tre-
mendous. The areas which we have included
are the nature of the driving task, traffic
laws and regulations as they apply to the
driving task, vehicle performance and con-
trol variability, basic habits and skills,
special situations of loss of control and
malfunctioning of vehicle, human factors in
perceptiun, other factors affecting perform-
ance, and accident related responsibilities,
Out of this project will come a teacher
preparation package for the refresher
course,

Qur court referral program is still in
the plamning stages, but we are hopeful
that legisiation will be presented which will
support the judicial system and our
program,

MOTORCYCLE SAFETY EDUCATION

By JAMES E. PETERSON

Supervisor, Motor.
Office of the Superintendent of

The State of Illinois has a three phase
program for matorcycle safety education.

Fhase T requires that two to thres hours
of motorcycle safety be incorporated into
all classroom sections of the present driver
education program. To help the instructors
comply with this requirement, a study unit
for motor-driven cycles and motorcycles
hag been distributed to all schools and in-
structors.

In addition to the study unit, a new inte-
grated lesson plan supplement has been
developed and is waiting for final approval
from higher administrators before it can
be distributed to instructors. We are also
nearing the completion of a slide series
taken from the viewpoint of the automobile
and other larger vehicled drivers. When
these projects are complete, schools and
instructors will be notified of their avail-
ability.

Phase II permits schools to conduct
twelve hours of the classroom portion of
motorcycle safety education upon approval
by the Driver Education Dspartment,

Phase III permits the schools to conduct
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six hours of “on the bike” instruction on
off-street areas upon approval from this
office,

Though the Office of the Superintendent
of Public Instruction has developed cur-
riculum guides for Phase IT and III, they
are not reimbursable through the Illinois
Driver Education Act. These courses are
completely elective programs for residents
betwesn the ages of 16 to 21. As of yet,
few school districts have offered Phases
IT and 111,

To assist the instruction of Phases II
and III, we are developing a siide series
and narration booklet taken and written
from the viewpoint of the motorcyclist.
This slide series illustrates traffic situations
which offer potential conflict patterns. We
do have a few sets of slides on “Introduc-
ing the Cycle” which were developed by
two graduate students at Northern Illinois
University. These slides how close-up shots
of most of the gauges and devices on a
motor-driven cycle. This series is also ac-
companied by a narration booklet.

In order to test the efficiency and need
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of Phases II and III, the Driver Education
Department conducted six pilot programs
last spring and summer. As a result, we
have developed a curriculum for teaching
motorcycle safety education. Hopefully we
can conduct another fifteen to twenty
follow-up programs this year to evaluate
these guidelines. After evaluation is com-
pleted, we will make necessary changes in
the proposed curriculum guidelines before
it will available for distribution.

The requiremsnts for teaching Phases

I and III are:

1, He must be a gualified Driver Edu-
cation instructor.

2. He must have additional education or
experiences on motorcycles and motor-
driven cycles.

3. He must hold a valid drivers license,
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Our greatest problem in  conducting
these programs was the acquisition of six
cycles necessary for each program. Al-
though dealers were very much in faver
of teaching this course, they were not
always willing to loan cycles to the schools.

Another problem was insurance cost. We
tried to obtain a rider on the schools’ in-
surance policies as we felt that this would
be the easiest and cheapest way to insure
the program. However, the insurance costs
ranged from F10.50 to almost $300.

Once instructors are found, cycles ob-
tained, and insurance costs kept to a reason-
able minimum, motorcycle safety education
is an enjoyable and welcome experience.
Qur programs were successful, and we hope
that we can continue teaching motorcycle
safety education, as it is definitely needed.

FEDERAL GRANT PROGRAMS

By WARREN P. QUENSEL

Assistant Director, Federal Grant Programs,
Office of the Superintendent of Public Instruction, Springfield, Il

The Federal Highway Safety Act of 1966
provides unprecedented opportunities for the
improvement and expansion of high school
driver education. For the first time, the
United States Congress has appropriated
furds that are available to the states for
the purpose of reducing traffic accidents and
deaths, injuries, and property damage re-
sulting therefrom. In order to receive such
financial assistance, a state must have an
approved highway safety program that in-
cludes a comprehensive driver education
program,

When the Highway Safety Act of 1966
was enacted, the State of Iilinois already
had one of the better reimbursable driver
education programs in the nation. About
seventy per cent of all the eligible youth in
Illinois were completing a standard course
of instruction taught by gualified teachers.
Therefore, to take advantage of the federal
assistance available, we proceeded to iden-
tify those driver education program ele-
ments that cur state did not have and those
that should be improved.

Our first step in establishing proposed
federal project priorities was to consider
the question of what is a comprehensive
driver education program. In general, a
comyprehensive program should include three
basic types of courses: a course for be-
ginners; a refresher course for licensed
drivers; and a course for violators and
accident repeaters. Then there should be
special courses available for those persons
who will drive motorcycles, recreational
vehicles, school buses, and commercial ve-
hicles, These courses will need to be de-
signed or modified to meet the needs of
vouth, adults, and handicapped persons. It
is our belief that a comprehensive program
should also include predriver education in-
struction for children in the elementary
school.

Another set of criteria we took into con-
sideration for project development were the
components of an effective instructional
systern. These components were identified
as: (1) a curriculum that is relevant, meas-
urable, and properly structured for effective
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and efficient learning; (2) qualified and
professional teachers; (3) organization and
administration in accordance with principles
of accountability and the psychology of
learning; and (4) adequate facilities,

Cne of wur first federal proposals was
the Driver Education Evaluation and Pro-
gram Development Project. This project
was given first priority because we believed
it to be basic to all other projects we might
submit. In Illincis, no state menies had eves
been appropriated for evaluative studies rel-
ative to the effectiveness of various teach-
ing techniques or combinations of laboratory
methods. We also believed it was time to
appraise the curriculum content of high
school driver education, which had not
changed materially for a pericd of ten vears,
Changing dimensions of the driving task,
new ingtructional innovations, and research
results pointed up the nesd for a thorough
study of the driver education curriculum,
followed by appropriate restructuring.

The primary purpose of this project is
the development of a more valid driver
education curriculum that is both measur-
able and effective. The work of statewide
committees and members of our staff has
culminated in the rough draft of a pro-
posed instructional program in driver edu-
cation for Illinois high schools. This pro-
gram includes behavioral objectives, content,
and learning activities for twelve units. It is
structured in accordance with current cur-
riculum developments and teaching methods.
The general approach is based on svstem
and task analysis procedures rather than the
traditional accident causation approach, The
rough draft has been distributed to our eol-
lege instructors and high school teachers in
attendance at state conferences and regional
workshops,

A consultant committee of four state uni-
versity professors has met frequently for
the purpose of providing long range plan-
ning, establishing priorities, and the selec-
tion of evaluation studies relating to specific
units as identified in the new proposed pro-
gram of instruction. With the guidance of
this committee, our office has contracted with
selected universities and schoel districts for
the development of evaluation instruments
and instructional materials for each unit of
instruction. As of this date, six evaluation
studies have been completed.
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To assist in program evaluation, a data
processing systemn has been established for
gathering information, the certification of
students, and the processing of reimburse-
ment claims. This system has been in opera-
tion since January 1, 1969, and is being
coordinated with annual visitation reports
of the state driver education supervisors.
The information being collected is stored
on tape for future evaluation and cost ef-
fectiveness studies. Data is also being used
for reviewing standards and administrative
procedures.

The new proposed program of instruction
has been promoted in regicnal workshops,
teacher preparation courses, and the annual
visitation program by state driver education
supervisors, We are now conducting pilot
studies in several selected high schools to
field test and further develop certain units
of instruction. It is hoped that each of
these schosls will become a demonstration
center for neighboring school districts. The
pilot studies are being conducted with the
cooperation of college instructors who have
developed special courses under our In-
Service Retraining Project.

Eventually we hope te determine the ef-
fectiveness of cur driver education program
by evaluating the driving proficiency and
accident records of the graduates of the
varicus types of programs. Hopefully, we
chall be able to identify which character-
istics or components of the programs bstter
prepare a student to drive effectively and
responsibly in the real world. Such evalua-
tion results can then be translated into
guidelines for further improvement of sec-
ondary school driver education and teacher
preparation.

A second federal highway safety project
being conducted by cur state office is the In-
Service Retraining for Driver Education
Instructors. The primary purpose of this
project is to provide inservice teachers with
the most effective and efficient methods for
utilizing the latest curriculum innovations,
teaching aids, and instructional equipment.
It is designed to supplement or relate to
cur other state programs in curriculum de-
velopment, program evalaation, and driver
education for the handicapped. Much of the
driver education teachers' professicnal need
is pedagogical. His laboratory procedures
call for different and unique instructional

strategy. These methods and techniques, as
well as othar portions of the required body
of knowledge, must of necessity be treated
in newly created courses. Also, a more rele-
vant and measurable driver education cur-
riculum based on the task analysis approach
has been developed here in llinois. Now we
must implement it into the teacher training
institutions and the high schools.

There are an increasing number of schools
using simulaters, driving ranges, and mult-
media learning centers, Over half of all
high school students in Iilinois now receive
a portion of their laboratory instruction in
driver education on driving simulators or
multiple-car ranges, or a combination of
the two. However, many of our teachers
lack the special training nesded to use these
laboratory methods. State supervisors are
finding that many of our teachers are not
using these laboratory methods effectively.
To assure quality laboratory instruction to
Iilinois students, the Office of the Superin-
tendent of Yublic Instruction has established
a new standard which requires special train-
ing for those teachers using multiple-car
ranges and simulation systems. A minimum
of one semester haur of college credit or
its eguivalent ic to be required.

As the impact of the 18-year-cld law
makes it necessary to expand driver educa-
tion programs in the metropolitan areas of
our state, there is a real danger that the
emphasis may be on quantity rather than
on quality. Mass teaching methods and new
instructional technology must he accompanied
with improved software and teaching pro-
cesses, It i3 necessary that the individual
teacher be prepared in the specialized in-
structional technology of simulation. Au-
thorities recommend that prospective teach-
ers or inservice teachers with new installa-
tions receive at least a minimum of 32
ours of instruction in the methedology of
simulation. Currently, the teachers in the
field are being {rained by factory represen-
tatives. Leadership of this training should
be in the hands of teacher preparation in-
stitutions.

Under this project the Offics of the Super-
intendent of Public Instruction has contracted
with qualified Illinois state institutions to
provide specialized courses in driver educa-
tion for inservice teachers. The content of
the courses is based on the new driver edu-
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cation curriculum and includes instruction
on the effective use of driving simulators
and multiple-car driving ranges. Five down-
state universities and the Chicago Board of
Education have participated in this program
to date. During the next twelve months this
project should provide for additional train-
ing to about 500 teachers. Such a program
will not only improve the competencies of
these teachers, but provide for the imple-
mentation of our new curriculum into local
driver education programs.

The second purpose of the In-Service
Teacher Training Project is to provide
funds for the improvement of teacher train-
ing facilities and curriculum at state uni-
versities, One of the weakest links in the
driver educaticn program since its incep-
tion has been the teacher preparatizn pro-
gram. It has not been until the last five to
eight vears that a sound teacher training
course of study has been developed in the
area of driver and traffic safety education.
The staff of the Office of the Superintend-
ent of Public Instruction and a few state
universities in Illincis have been leaders in
this endeavor at both state and national
levels,

The improvement of our driver educa-
tion teacher training programs is basic to
any of cur traffic education activities and
ranks as a top priority, along with our
curriculum development project. Because of
the budget cuts and varisus priorities on
university campuses, the college instructors
must look to outside funding for further
development of their present programs.
Until our major universities are provided

is hound to be a minimum of properly pre-
pared teachers and instructional materials,

This project will provide for the estab-
lishment of a minimum of four multiple-car
facilities, four simulator installations, and
two multi-media learning centers. A high-
way systems car, develaped by Ford Motor
Company, iz to be purchased and utilized
for evalvation purposes.

An amnual college instructor’s waorkshop
will be conducted a3 a part of this project.
Such a workshop will provide for some de-
gree of uniformity and a realistic set of
training program standards or criteria. It
is also designed to assist in the implemen-
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tation of our new high school curriculum
innovations into the teacher training course.

A third state project being funded by the
National Highway Safety Bureau is Driver
Education for the Handicapped. This project
provides for consuitant services to local
school districts, the development of admin-
istrative guidelines, development of special-
ized curriculum materials and teacher train-
ing programs for those driver education
teachers who will be working with mentally
or physically handicapped students. A dem-
onstration center will be established in one
of the Chicago public high schocls.

The School Bus Driver Project has as its

purpose the development of curriculum for
three courses: (1) Beginning School Bus
Driver Workshop; (2) School Bus Driver
Inservice Workshop; and (3) School Trans-
portation Supervisors Workshop.

If we are to accept the challenge of high-
way traffic safety, we must continue to
search for the most effective and efficient
programs of instruction for beginning driv-
ers. With the guidance and financial assist-
ance available from the National Highway
Safety Bureay, state departments of educa-
tion should now be able to establish and
maintain a program of continucus research,
program development, and evaluation.

THE SAFE USE OF COMPRESSED GASES
IN LABORATORIES

By G. G. PINNEY
Senior Engr., National Cylinder Gas Division, Chemetron Corp., Oak Brook, Iil.

‘What is a compressed gas? The Federal
Department of Transportation has defined
it as “, . . any material having, in the con-
tainer, an absolute pressure excesding 40
psi at 70°F or, regardless of the pressure
at 70°F, having a pressure exceeding 140 psi
at 130°F or any liquid flammable material
having a wvapor pressure exceeding 40 psi
absolute at 100°F. . . . Certain other mate-
rials such as many class A poisons must
aleo be shipped in cylinders even though they
do not fit the definition of a compressed gas.
Many low vapor pressure materials are
packaged in cylinders which are pressurized
with an inert gas. An example of this is the
aerosol spray developer for thin-layer
chromatography.

What does a cylinder look like? Com-
pressed gas cylinders vary in shape from
spheres through tin cans to long skinny
cylinders and tubes. So far, no one has made
a pressurized shipping container with flat
side and angular corners, although I wouldn’t
be surprised if one appears on the market
at any time.

These varied containers will have internal
pressures varying from essentially atmos-
pheric to 10,000 psi and above. They can
releage to the air from a few cubic inches to
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over 3,500 cubic feet of every comceivable
flammable, poisonous, toxic, radio-active, ox-
idizing or inert gas or gas mixture in a very
short time,

Recent developments in analytical instru-
mentation such as gas chromatography, as
well as expanded interest in such compressrd
gas using areas as space and underwater
research, hyperbaric chambers, air pollution
studies, and fuel cell research, have placed
compressed gases into most academic, gov-
ernmental, and industrial laboratories. In
these laboratories, the gases will be used
by technically oriented persons whose pri-
mary interest is the particular project on
which they are working. These persons are
notoriously intolerant of anything, such as
an unexpected form of valve outlet, which
will interfere with the project. As a result,
home made adaptors, modified regulators,
and jury rigged fittings abound in hidden
corners of even well regulated laboratories.

This, then, is the problem. There i3, of
course, no easy solution or way out. I have
prepared a set of safety rules which, when
followed, lead to the accident free use of
compreszed gases under almost all conditions
of exposure. Since the Israelites were able
to mold an entire society around ten com-

mandments, 1 have restricted these rules
to ten.

1. Know the Contents of the Cylinder

Don't guess. This is a mejor problem area
between suppliers and customers. Federal
regulations relative to cylinder labeling, ex-
cept for the medical gases, are vague unless
the cylinder has been shipped by common
carrier. However, ANSI Z481 “American
Standard Method of Marking Portable
Compressed Gas Containers to Identify the
Material Contained” and Compressed Gas
Association pamphlet C7 “Guide for the
Preparation of Labels for Compressed Gas
Containers” contain adequate guidelines for
cylinder labeling.

This label should be the entire method of
identifying the contents of a cylinder, Color
has been proposed a nmumber of times s a
means of classifying cylinders by hazard.
However, except for the medical gases,
each gas supplier uses a different code. Even
more important, colors change under differ-
ent types of illumination, such as incandes-
cent, fluorescent, mercury or sodinm vapor,
etc. The amount of type of change will de-
pend upon the type of paint, the pigments
used, the vehicle, ete. Many persons are
color blind. Cylinders are not always so well
painted that their original color can he de-
termined. Finally, I would persomally be at
2 loss to select the color or color combina-
tion which should be used on some of the
exotic gas mixtures which have been ordered
from us.

As far as I am concerned, cylinders with
missing labels or with the labels so tomn,
faded, or stained that they cannot be easily
read, should not be given room on the re-
ceiving dock and, if found in a laboratory,
should be immediately returned to the
supplier.

2. Know Properties of Contents

This is the nauosu..zmq of the user,
Knowing what is in 2 cylinder only gets you
into the ball park. How you play the game
will depend on what you know about the
safety related properties of the contents.
Are they poisonous? Flammable? Anes-
thetic? Corrosive? Strong oxidizer? Inert?
Are they liquid in the cylinder and, if they
are, what does the vapor pressure curve look
like? If they are permanent gases, what is
the pressure in the cylinder?
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Many gases have combination properties.
Carbon monoxide and hydrogen sulfide are
poisonous and fammable. Acetylene is flam-
mable, unstable, and forms explosive com-
pounds with copper and mercury. High
concentrations of nitrogen can kill without
warning by oxygen deprivation. The list
gots on and on.

3. Use With Switable Equipment

Presently, almost all cylinder valves have
outlets in accordance with ANSI B57.1 with
the exception of some non-refillable throw
away cylinders and lecture bottles. These
outlets are intended to separate the gases by
hazard. This is accomplished by varying
thread size, right or left handedness, and
by male or female, Additional separations
are accomplished by the internal design of
the mating parts. For small medical cylinders
used with a yoke type connector, coding is
achieved by a series of holes in the valve
outlet face and mating pins in the yoke.

I said, “Almost all” The reason that 1
cannot say all is thet, since this is a volun-
tary standard, many users refuse to accept
cylinders with outlets which do not conform
to their equipment, providing little incentive
to the supplier to assume the cost of con-
version,

It is reasonably simple to make up an
adaptor which will allow the use of a single
regulator for all cylinders, It is also extremely
hazardous. A regulator not cleansd for oxy-
gen service and thereby completely free from
combustible materials can explode when high
pressure oxygen is admitted to it. Even a
brief use of an oxygen regulator in other
service can so contaminate it that the pres-
sure gauge can explode, endangering the
eyes, when it is again used for oxygen.
Regulators or other apparatus may contain
stressed high tensile steel parts which will
fail rapidly in hydrogen service. Corrosive
gases will rapidly destroy incompatible reg-
ulators. The only safe practice is to have
enough regulators so that an adapior is
never needed. Don't economize on this point.

4. Handle Cylinder With Care

Gas cylinders are primarily shipping con-
tainers and as such are designed to a min-
imum weight and wall thickness consistent
with safety and durability. The non-refill-
able, throw-away cylinders are even lighter
since they need last for only one #lling.
Rough handling or abuse such as using a
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cylinder for a hammer or anvil, as a roller
to move heavy equipment, as a convenient
ground in an electric circuit, or spilling acid
or caustic, could weaken a cylinder seriously.

5. Dow't Repair Regwlator or Cylinder Valve

A large cylinder valve has two protrusions.
One is the ocutlet; the other containz some
form of safety device such as a fusible metal
plug or a rupture disc. If the safety nut is
removed, the entire contents of the cylinder
will discharge through the safety device. It
can be removed either by deliberately loosen-
ing it in error, thinking it is an outlet cap,
or by tightening to stop a leak, thereby over-
stressing the threads and causing them to
fail. The packing nut threads can also fail
if the nut is over tightened to stop a leak.
In this case, the top works of the valve
will be ejected forcefully. Don't attempt to
repair leaking cylinders or cylinder valves.
Remove the cylinder to an out of doors
location and notify your supplier.

A regulator is a precision piece of equip-
ment and is designed, through spring selec-
tion, diaphragm and seat area, flow passage
diameters, seat material, etc., to safely and
accurately reduce cylinder pressures as high
as 10,000 psi to use pressures as low as a
few inches of water, Incidentally, regulators
should be used only over the inlet and outlet
pressure ranges for which they are designed.
Only special regulators will withstand pres-
sures in excess of 3,000 psi. Any uneducated
tampering with the regulator could cause an
unexpected and uncontrolled release of the
contents at inlet pressures.

6, Use a Regulator

Almost all cylinders contain pressures con-
siderably in excess of that which most ap-
paratus can withstand, There are extremely
accurate needle valves on the market which
can be set reproducibly to a very low fow.
However, they will continue to discharge
gas until the down stream and up stream
pressures egualize, as ean happen should 2
vent plug, a vent valve be closed off, ete.

7. Close Valve on Empty and Out of Use
Colinders

Regulators are not shut-off valves and
should not be used as such. A seat leak can
allow the down stream pressure to equalize
with the upstream pressure. Use the cylinder
valve for this purpose. If you always do o,
you will always know whether a valve is
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opened or closed, a valuable piece of infor-
mation in an emergency. Also, it will keep
foreign material from being forced into the
cylinder as it empties and the downstream
pressure equals or becomes greater than the
cylinder pressure.

Closing the valve on empty cylinders,
marking the cylinder “empty” and either
returning it to the empty stock pile or dis-
posing of it (for non-refillable cylinders) in
accordance with the manufacturer’s instruc-
tions will accomplish two things. First, it
will reduce the possibility of using an empty
cylinder under emergency conditions such as
for resuscitation; second, it will keep wet air
out of empty cylinders. This wet air, which
can enter because of changes in atmospheric
temperature and pressure, makes it very
difficult to get high purity gas out of the
sylinder after the next filling and, for acid
gas service such as chlorine or hydrogen
chloride can rapidly corrode the cylinder.

8. Use and Store Cylinders in 1¥ell
Ventilated Areas

Use and store cylinders in well ventilated
areas away from heavy traffic and sources
of ignition. Store cylinders of flammable
gases together away from other cylinders.
Always chain or otherwise restrain in use
or storage, A falling cylinder can break legs
and crush toes. Even worse, the valve could
break off and the entire 130 1b. cylinder
could hecome a rocket, If a regulator at-
tached to the valve shouid bresk off the
eylinder would become an oversized, erratic
pinwheel. Small cylinders should be re-
strained from rolling or falling off of a
bench for t.¢ same reasons as large cylinders.

Never heat cylinders uncontrellably. If
they must be heated (e.g., to raize the vapor
pressure of a liquified gas), do it in a water
bath and limit the temperature to I00°F
and an absolute maximum of 130°F. Some
cylinder safety devices are, as was mentioned
before, made of a fusible metal with a melt-
ing point as low as 165°F., and even on
those with rupture discs the rupture pressure
can be approached at this temperature, The
result of the functioning of the safety device
would be the release of up to 3,500 cubic
feet of toxic, flammable, corrosive, or non-
life supporting gas. The volume alone could
cause gerions over pressure in a tight room.

e e s v

g, Always Meve Large Cylinders on a
Wheeled Cart

Few persons have sufficient skill to hand-
roll large cylinders. I have already men-
ticned the injuries a falling cylinder can
cause. Always leave the valve protection cap
on a cylinder in transit or storage until the
time of actual use. This will prevent the
valve breaking off a falling cylinder. Don"t
drag a cylinder by the cap. Aside from the
danger of falling, the cap might pull off,
striking you in the face. In general, muscle
pulls and back injuries caused by the im-
proper handling of cylinders are a major
problem in our industry,

10. Dow't Refill Cvlinders

This final rule is the single most impertant
one. The consequences of violating it have
been death or permanently disabling injuries
i far toc many instances. Unless you are
a packager of compressed gases, it iz un-
likely that you possess the specialized knowl-
edge necessary to do it safely. An increasing
number of laboratory cylinders are legally
non-refillable and cannot withstand repeated
filling. Other hazards are: the refilled cylin-
der may have a lower service pressure than
the one from which it is filled; too rapid
filling raises the temperature by adiabatic
compression; there may be an unknown
residue in the cylinder being filled; the cyl-
inder may have unrecognized physical de-
fects; or the cylinder may be past the date
oy which it must be hydrostatically tested.

A cylinder filled with a gas which is Tiquid
in the cylinder must be filled by weight o
make sure that there is sufficisnt vapor
space in the cylinder to accommadate Bguid
expansion as the contents warm Tf this is
not done, the cylinder can fail by hydrostatic
pressure. The permitted weight will varv
both with the size of the cylinder and the
identity of the gas.

Finally, and this statement is gaing to he
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very unpopular with those servicing emer-
gency breathing equipment, resuscitators, or
any apparatus delivering gas for human
consumption with a2 layman's viewpoint, it
is probably illegal to refill such cylinders
under Part 132, Title 21 of the Code of
Federal Regulations without registration
with the Federal Food and Drug Adminis-
tration and its state and municipal counter-
parts. Any one so resgistered would be ex-
pected to adhere to the various Food and
Drug Administration regulations pertaining
to drug packagers.

Beyond these general rules, there are, of
course, the usual safety rules concerning
horse play, uneducated experimentation, etc.
High pressure, low density gases such as
hydrogen and helium escaping through a
smail orifice held against the skin can pene-
trate it, causing large painful bubbles. Cry-
ogenic gases can cause severe slow healing
burns. However, all of these are ocutside
of the scope of this paper.

There is a very good safety suggestion
which can minimize attention to the ten rules.
It is: keep cylinders out of the laboratory
by chaining them to a2 wall in an unfre-
quented area and piping the individual gases
to the lahoratory.

These then, are the ten general rules of
cylinder handling safety. If followed, they
allow the safe use of compressed gases
Much additional valuable infarmation ie con-
tained in the puhlicatiome of the Comprecsed
Gas Asscciation, the Chlorine Tnatitute, the
Manufacturing Clicrsists Assaciation and, of
epurse, the Nati-am! Safery Couneil

Don't let this discussion scare you away
from the use of compressed pases. T would
estimate that clase to one million cylinders
of compressed gases are filled, shipped,
stored, and used each day with a remark-
ably low aceident frequency for a multitude
of uses varving from heavy industrial
percsasess v way-out research projects.
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Qct. 30 - Nov. 2
Oct. 29 - Nov. 1
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NATIONAL SAFETY CONGRESS

OCTOBER 25-28, 1971 / CONRAD HILTON HOTEL, CHICAGO

The Congress is always a big week, a worthwhile week
for the 13,000 safety peopis who attend.

At the '71 Congress you can meet other safety peopie,
with the same problemsand responsibilities as yourself,
You can exchange views and ideas on accident preven-
tion, health, hygiene, and fire prevention . . . on safety
in industry, traffic, school, at home and on the farm.

You can see the largest of all safety equipment exhibits
atthe Congress. .. an opportunity for you to make weli-
informed buying decisions for your company.

This four-day educational program, pianned and pre-
sented by the National Safety Council, can be your
most thought-provoking, most worthwhile safety expe-
rience in 1971,

Make plansearly toattend the 1971 Congress and bring
the other people in your organization who have safety
responsibilities.

NATIONAL SAFETY COUNCIL
425 NORTH MICHIGAN AVENUE . CHICAGO, ILLINOIS 60611




National Safety Council

A Membership Organization Dedicated to Protecting Lite and Promoting Health

March 21, 2001

Baron & Budd, P.C.

The Centrum

3102 Oak Lawn Avenue, Ste. 1100
Dallas, TX 75219-4281

To Whom It May Concern:

The attached records are kept and maintained in the regular course of business of the National
Safety Council, and it is the regular course of business of the National Safety Council to keep and

maintain the attached records.
The attached photocopied material is an authentic reproduction of an original file copy of :

NATIONAL SAFETY COUNCIL CONGRESS TRANSACTIONS 1970, VOLUMES 1-3, 7-23,

25,2728,
National Safety Council, Chicago, IL.
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Robert J. Marecek
Manager, Library
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