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MOTOR VEHICLE SAFETY STANDARDS

FRIDAY, MARCH 24, 1961

House or REPRESENTATIVES,
SuscoaarTTEE 0N HEALTH AND SAFETY,
CommrrTeE ON INTERSTATE AND ForeiGN COMMERCE,
Washington, D.C.

The subcommittee met, pursuant to notice, at 10 a.m., in room 1334,
New House Office Building, Hon. Kenneth A. Roberts presiding.

Present : Representatives Roberts, Rogers of Florida, Nelsen, and
Thomson.

Also present : W. E. Williamson, clerk.

Mr. Roeerrs. The subcommittee will be in order.

The Subcommittee on Health and Safety is meeting this morning
for hearings on H.R. 2446, to establish safety standards for motor
vehicle brake fluid.

(H.R. 2446 and agency reports follow :)

[H.R. 2446, 8Tth Cong., 1st sess.]

A BILL To provide that hydraulic brake fluid sold or shipped In commerce for use in motor
wehlcles shall meet certain specifications prescribed by the Secretary of Commerce

Be it enacted by the Senate and House of Representatives of the United
States of America in Congress assembled, That not later than 90 days after
the date of the enactment of this Act the Secretary of Commerce shall prescribe
and publish in the Federal Register specifications for hydraulic brake fluids
for use in motor vehicles. The standards so published shall provide the public
with safe and efficient hyrdaulic flnids for motor vehicle hyrdaulic braking
systems in order to promote highway safety.

Seo. 2. (a) The manufacture for sale, the sale, or the offering for sale, in
commerce, or the importation into the United States, or the introduetion, delivery
for introduction, transportation or causing to be transported, in commerce, or
for the purpose of sale, or delivery, after sale, in commerce, of any such hy-
draulic brake fluid which does not meet the specifications preseribed by the
Secretary of Commerce as set forth in the first section of this Act shall be
unlawful.

{b) Whoever violates this section shall be fined not more than $1,000, or
imprisoned not more than one year or both.

Ske. 3. As used in this Act

(1) The term “commerce” means (A) commerce between any place in a
State, the District of Columbia, the Commonwealth of Pnerto Rico, or a pos-
session of the United States and any place outside thereof, and (IB) commerce
wholly within the District of Columbia or any such possession; and

(2) The term “motor vehicle” means any vehicle or machine propelled or
drawn by mechanical power and nsed on the highways.

Sec. 4. This Act shall take effect on the date of its enactment except that
section 2 shall take effect on such date as the Secretary of Commerce shall
determine but such date shall be not more than ninety days after the date of
publication of specifications first established under the first section of this Act.
If such specifications first established are thereafter changed, such standards
as so changed shall take effect on such date as the Secretary of Commerce
<hall determine but such date shall not be more than ninety days after the date
of their publication in accordance with the provisions of the first section of
this Act.

1
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THE SECRETARY OF COMMERCE,
Washington, D.C., March 24, 1961.
Hon, Orex HARRIs,
Chairman, Committee on Interstate and Foreign. Commerce,
House of Representatives, Washington, D.C.

DEAR MR. CHAIEMAN : This letter is in reply to your request of February 9,
1961, for the views of this Department with respect to H.R. 2446, a bill to
provide that hydraulic brake fluid sold or shipped in commerce for use in motor
vehicles shall meet certain specifications preseribed by the Secretary of
Commerce.

The bill would require the Secretary of Commerce, within 90 days after its
enactment, to prescribe and publish in the Federal Register, specifications for
hydraulic brake fluid sold or shipped in commerce for use in motor vehicles,
Thereafter a transaction in commerce involving brake fluid which does not meet
these specifications would be unlawful, and punishable by fine or imprisonment,
or both,

It is our understanding that the General Services Administration has issued
specifications with respect to brake fluids which are applicable to Government-
owned vehicles. Also, 27 States and the District of Columbia have imposed
regulations relating to the marketing of inferior brake fluids,

This Department is certainly sympathetic with the safety objectives con-
templated by H.R. 2446. However, we would also emphasize that the several
States have traditionally exercised regulatory authority over motor vehicle
safety features; and it would seem that the entry of the Federal Government
into the field of brake fluid standards regulation presents the basic question of
the proper role of the Federal Government generally in the regulation of motor
vehicle equipment,

We would like to suggest that it might be helpful for the President’'s Commis-
sion on Intergovernmental Relations to give careful study to the basic question of
the Federal Government's role in the regulation of motor vehicle equipment,
before decision is made with respect to brake fluid standards, It will be ob-
served that the views expressed above are consistent with our comments on
H.R. 903, which deals with additional aspects of safety equipment on motor
vehicles.

In any event, we believe that if the bill in question is enacted into law, a

minimum of at least 180 days should be allowed for preparation and publication
of specifications, Also, the bill should require the labeling of brake fluids as
conforming to the specifications to be promulgated.
The Bureau of the Budget advised there would be no objection to the submis-
sion of this report from the standpoint of the administration’s program.
Sincerely yours,

EpwARD GUDEMAN,
Under Secretary of Commerce.

DEPARTMENT OF JUSTICE,
OFFICE OF THE DEPUTY ATTORNEY GENERAL,
Washingtion, D.C., March 28, 1961.
Hox. OrReN HARRIS
Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

DEAR MR, CHAIRMAN : This is in response to your request for the views of the
Department of Justice on H.R. 2446, a bill to provide that hyrdaulic brake
fluid sold or shipped in commerce for use in motor vehicles shall meet certain
specifications prescribed by the Secretary of Commerce,

The bill would require the Secretary of Commerce to prescribe and publish
specifications for hydraulic brake fluids for use in motor vehicles 80 as
to “provide the public with safe and eficient hydraulic fluids for motor vehicle
hydraulic braking systems in order to promote highway safety.” The importa-
tion, sale, manufacture or transportation in commerce of fluid which does not
meet such specifications would be unlawful and punishable by a fine of up to
§1,000 and imprisonment of up to 1 year,

The Department does not have any knowledge of the need for such legisla-
tion. TIn any event the bill would make criminal acts which are of innocent
character. For example, the words “transportation or causing to be trans-
ported in commerce” would include such persons as common carriers and the
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consumer who ordered the proscribed fluid and thereby causes it to be trans-
ported to him. The Department cannot endorse a criminal penalty drafted
so as to reach parties who without intent violate the law. Accordingly, the
Department is unable to recommend enactment of this legislation.

The Bureau of the Budget has advised that there is no objection to the sub-

mission of this report from the standpoint of the administration’s program.
Sincerely yours,
JosepH . DOLAN,
Assistant Deputy Attorney General.

Mr. Roperrs. This legislation was introduced August 18, 1960, as
H.R. 13038 but the 86th Congress adjourned before the bill could
be considered.

Introduction of this legislation directly resulted from an article
in Automotive News for August 15, 1960, which pointed out that
Chrysler Corp. engineers had found that 28 percent of the brake fluids
marketed in the Detroit area were substan dard.

It is easily seen that every vehicle with brakes depending on sub-
standard hydraulic fluid is a deadly menace, not only to the occupants
of that automobile but to other traflic and to pedest rians.

Some may say that legislation to keep substandard brakefluid off
the marget is a responsibility of the States. To this, I would be the
first to agree. But less than half the States have legislation adequate
to meet this situation. A person starting out from Washington on
a trip across the country just would not know where he could stop
to get brake fluid that is adequate and safe. If the States fail to
act, the Federal Government has some responsibility to protect inter-
state commerce from the hazards resulting from this phantom killer
of substandard brake fluid.

This is not a problem that had developed in recent months. It
has been with us a long time. Back in 1953, a member of the legis-
lature in Minnesota finding that some of the many automobile acci-
dents attributed to brake failure of an undetermined cause were
yrobably due to low-boiling brake fluids, succeeded in getting legis-
}:ution enacted on the subject.

So we have been working on the problem at least since 1953 and still
Jess than half the States have effective legislation to protect the public
from this phantom killer.

If there is no objection, I want to insert in the record at this point,
the article from Automotive News.

(The article from Automotive News is as follows:)

BraKE Fruinp DANGER

Potential death still stalks the Nation’s highways in the form of substandard
brake fluids, even though 27 States and the District of Columbia have passed
legislation aimed at preventing the sale of such products.

In a recent test, Chrysler Corp. engineers found that 28 percent of the brands
of brake fluid being marketed in the Detroit area were substandard and that
these substandard fluids are “even worse than they were 5 years ago.”

Of the 75 brands of commercial brake fluid tested, 15 were found to be so
substandard that they would not qualify under any Society of Automotive
Engineers rating formula, and 6 brands were of the “moderate” type or of
QAR TOR2 which in most of today’s high-engine-output cars are considered to
have a boiling point below a safe factor.

Despite the fact that 15 brands were definitely substandard and did not meet
any SAE specifications (compared with 23 such brands 5 years ago), the quality
of the substandard brands tested was considerably below that of the same
brands of the earlier period. Five years ago these substandard brands boiled at
an average temperature of 181° F., while today’s purely substandard brands boil
at 179°.
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Five years ago, the 23 moderate-duty brands hoiled at an average of 245.5°,
while the 6 moderate-duty brands tested this year boiled at an average of 258°,
showing an improvement in their quality,

Today, it is considered that a safe brake fluid should withstand temperatures
up to at least 300°, and with the larger, more powerful cars, fluids should bhe
able to remain constant at 350°.

The insidious thing about these substandard fluids is that they are not only
“phantom killers” in themselves, but when they are added to the 54 brands that
do meet SAE heavy-duty or super-heavy-duty specifications, they tend to lower
the top boiling point of the safe fluid that is in the car and make it unsafe.

PHANTOM KILLERS

The phrase “phantom” or “vanishing” killers is used in connection with these
substandard brands because, while they vaporize under hard stopping condi-
tions, by the time the car is investigated as to the cause of an accident. the brakes
have cooled and the vapor returns to its fluid state and the brakes will work again.

Engineers like Charles M. Heinen, assistant chief engineer of materials
laboratories for Chrysler Corp., and F. J. Markey, sales engineer of the Deleo
Moraine Division of General Motors, who are working to develop safer brakes,
realize the extreme danger in allowing these substandard brands of fluids to be
marketed, although they admit that they have no proven figures on the number
of fatal accidents caused by brake failure due to substandard fluids and con-
tributing factors.

Another insidious potential “killer” is found in the cars equipped with the
modern foot-applied parking brake that acts on the rear wheels but has no warn-
ing light or other means except the release lever that is almost completely hidden
under the dash to warn the driver that his parking brake may be partly applied.

Approximately 58 percent of the ecars sold this year are equipped with this
type of brake and were sold with no warning light to let the driver know when
he was driving with his brake partially on.

A recent near aceident drives home the dangerous situation that can develop
under this condition. In this case, a ear that had no warning light was driven
at normal expressway speeds with one brake shoe held partially on by the
parking brake,

This developed so much heat that it not only caused a failure in the brake,
entire loss of brake fluid and entire loss of braking ability but it also blued
the metal part of the shoes on that brake.

Under this high heat condition, the brake eylinder cup has a natural tendency
to reform and lose the flare that holds it against the bra ke eylinder. This allows
the fluid to gush out of the system. When the cup cools it also shrinks in
diameter, it is claimed.

There seems to be no question that vaporization of the fluid also takes place
regardless of the quality of the fluid in the system. The only reaction to sub-
normal fluids under this condition would be that the brake wonld fail sooner
and under much less heat.

In addition to the rubber eylinder cup in the brake cylinder, some makers use
metal expanders which will keep the cups from losing their flare and shrinking
under high heat longer than the assemblies where only the rubber cup is used.
Thus, in a sense, these metal expanders ean prevent many accidents of this type.

Since they cost a few cents per wheel, some vehicle companies and many serv-
ice stations do not put them in the brake eylinder either as original equipment
or in brake repair procedures,

MOUNTAIN PROBLEM

The terrible thing about brake-fluid failure is that unless 4 leak develops in
the system, cars normally operate at brake-cylinder temperatures of 158° to 250°
under hard driving, But the high heat that makes them killers develops under
conditions when the brakes are needed the most.

Coming down a long hill with the brakes on ean generate as much as 600° of
heat surrounding the brake cylinders, engineers say, and a dragging parking
brake ean develop 700° or more. Even the master cylinder is located in the
engine compartment where temperatures of 300° are not uncommon on hot days
and in stop-and-go driving,

Safeguards for mountain driving are giving brake engimeers great concern in
today’s cars with their hothouse wheel compartments. And the problem is
becoming more acute as the size of the wheels is reduced.
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The day may come soon when present brake linings and hydraulic brake parts
may not be able to stand the tremendous heat that is developed.

Currently, however, the problem is centered around areas of mountain driving
where, for instance, every 1,000 feet of elevation contracts the volume of the fluid
and lowers its boiling point from that of sea level.

Another problem is rush-hour expressway driving where the continual stop-
and-go driving acts as a heat-soaking agent and allows cylinder temperatures to
climb.

According to Chrysler engineers, the guality of heavy-duty SAR TOR1 type brake
fluids is alarming. Several of the commercial SAE T0R1 designated brake fluids
tested will not conform to SAE specifications, and a number of others are
borderline.

Since only a limited amount of specification testing has been done to date, it
would seem that a high percentage of trade name brake fluids designated as SAE
TOR1 type are illegally labeled.

Chrysler engineers have not completed their tests on type T0R3 heavy-duty
fluid, but it is indicated that there is some cheating going on by some makers of
even this highest type fluid.

While 27 States and the Distriet of Columbia now have brake fluid legislation
permitting the sale of only SEA TOR type brake fluids, only 10 States require
registration and certification that individual brake fluids conform to the mini-
mum SAE standards, Many States which do not require registration do not
designate any enforcement department or agency.

Since certain less-reputable manufacturers of hydraulic brake fluids can oper-
ate in these States with minimum risks, it is apparent that the illegal use of
the SAE TOR1 type designation could be harmful or damaging to the SAE, to
the driving public and to the dealers who sold the illegally marked fluid in the
belief that they were selling a safe, high-test heavy-duty fluid.

MANY SUBSTANDARD BRANDS

Chrysler engineers found that while a few SAE TOR3 type fluids have border-
line hoiling points, eight trade-name fluids have boiling points above 400°.

While there has been an apparent reduction in the number of individual brands
of substandard and moderate-duty brake fluids sold in the Detroit market, the
availability of these undesirable fluids is more extensive than the actual per-
centage of these fluids purchased.

This is illustrated by the following table of the types of brake fluids sold by
all retail outlets contacted during this survey :

] | |
Retail outlet | Sobstand- | BAE 70R2 | BAE 70R1 | SAE T0R3
ard ] |

Independent gns stations. ...

Major gasoline stations....._ et |
Auto Aceessory SLores_ . ... e

|
|

Franchised car denlers =1 Y WAL ST |
1 |

Although 27 States and the District of Columbia have enacted legislation to
protect motorists from substandard brake fluid, only 10 States have put sufficient
teeth in their legislation to prevent the marketing of spurious products.

In the interest of safety, this Nation should have legislation that will ade-
quately protect the owners of cars and trucks against being sold any of these
substandard brake fluids.

And every State that now has such legislation should put sufficient teeth in
their laws to prevent the unserupulous from marketing their spurious products.

Dealers should take every precaution to make certain that their source of
brake fluid is relinble and that each package is plainly labeled as to its SAE
rating.
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StaTeEs WHIcH GoverN BRAKE FLuip

. Alaska. 11. Maine. 21. Texas.

. Alabama. 12. Minnesota. 22. Virginia.

. Arkansas. 13. Mississippi. 23. Wisconsin.

. California. 14. New Jersey. 24. Rhode Island,
5. Connecticut. 15. New York. 25. Massachusetts.
. Delaware. 16. North Carolina. 26. Kentucky.'

. District of Columbia. 17. Oklahoma. 27. Arizona.’®

. Florida. 18. Pennsylvania. 28. Michigan?®

9. Georgia. 19, South Carolina.

10. Louisiana. 20. Tennessee,

1 Bept. 1, 1960,
* Sept. 24, 1960,
8 Jan. 1, 1960.

Mr. Roserts. Our first witness today is Mr. Charles Prisk, Bureau
of Public Roads, Department of Commerce, Washington, D.C.

STATEMENT OF CHARLES PRISK, BUREAU OF PUBLIC ROADS,
DEPARTMENT OF COMMERCE

Mr. Prisg. Mr. Chairman, gentlemen, it is a privilege to appear
before your committee today to present the report of the Department
of Commerce on H.R. 2446,

This bill would require the Secretary of Commerce, within 90 days
after its enactment, to prescribe and publish in the Federal Register,
specifications for hydraulic brake fluid sold or shipped in commerce
for use in motor vehicles. Thereafter a transaction in commerce in-
volving brake fluid which does not meet these specifications would be
unlawful, and punishable by fine or imprisonment, or both.

It is our understanding that the General Services Administration
has issued specifications with respect to brake fluids which are applic-
able to Government-owned vehicles, Also, 27 States and the District
of Columbia have imposed regulations relating to the marketing of
inferior brake fluids.

This Department is certainly sympathetic with the safety objectives
contemplated by H.R. 2446. However, we would also emphasize that
the several States have traditionally exercised regulatory authority
over motor vehicle safety features; and it would seem that the entr
of the Federal Government into the field of brake fluid standards
regulation presents the basic question of the proper role of the Federal
Government generally in the regulation of motor vehicle equipment.

We would like to suggest that it might be helpful for the Presi-
dent’s Commission on Intergovernmental Relations to give careful
study to the basic question of the Federal Government’s role in the
regulation of motor vehicle equipment, before decision is made with
respect to brake fluid standards. It will be observed that the views
expressed above are consistent with our comments on H.R. 903, which
deals with additional aspects of safety equipment on motor vehicles.

In any event, we belive that if the bill in question is enacted into
law, a minimum of at least 180 days should be allowed for preparation
and publication of specifications. Also, the bill should require the
labeling of brake fluids as conforming to the specifications to be
promulgated.

This concludes the Department’s report.
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Mr. Roeerts. Mr. Prisk, you know I have had a good deal of exper-
ience with departmental reports. This is not the first time that I
have been confronted with the reluctance of the Commerce Depart-
ment to go along with safety regulations. I had that experience
with them in the refrigerator safety bill. We were never able to
get them to give us a favorable report.

I am not fussing at you, because I know you are here because you
are sent here. But I would like to ask you what good you think that
this recommendation would do, to refer this to another commission.
1 have not ever been impressed by too many of these Presidential
commissions as far as getting anything done.

Now, what is your opinion of the effectiveness of referring this
to the President’s Commission on Intergovernmental Relations?

Mr. Prisg. The President’s Commission on Intergovernmental
Relations, of course, covers a very wide body of interests, from m
knowledge of their operations and reports that have been issued.
I think that there has been some important headway made in con-
tribution in terms of separation of regulatory anthority over matters
between the various levels of government.

This particular type of snf:j(-{-t. matter, having been dealt with by as
many State laws as is indicated, having been dealt with by the Uni-
form Vehicle Code in its specific section, 12205, and having been
dealt with by the Society of Automotive Engineers, it seems to me
that we can reflect that progress is being made in this area, and
whether the intervention of Federal authority would be helpful or
not I think is still questionable.

This is, I think, the background of reasoning for a referral possibly
to this Commission.

Mr. Roperrs. Well, don’t you think that Federal control of unsafe
food and drugs has worked pretty well for over half a century {
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Mr. Prigg. I would say this 1s right. I think that State control
has worked quite well in the field of motor vehicle regulation, also.

Mr. Roserts. You mentioned the role of the SAE. Isn’t it true
that the Society of Automotive Engineers has already been in the
field for many years and has already set up certain specifications for
safe brake fluid, and they have been published throughout the
industry ¢

Mr. Prisg. Yes, they have.

Mr. Roeerrs. And yet would you know, if you went to a filling
station, went to ask for—what SAE specification to ask for?

Mr. Prisg. No, I would not.

Mr. Roserts. Do you think the average motorist would know
whether he was getting buttermilk or safe brake fluid, actually?

Mr. Prisk. I suspect not.

Mr. Roserts. And isn’t that the reason that right in the Detroit
area, according to the Chrysler people, that they found that there were
14 major gasoline stations selling substandard brake fluid ¢

Mr. Prisk. This I have no personal knowledge of, and ‘would
hesitate to comment on that particular survey. I do think that the
incidents of inferior brake fluid in terms of its appearance as an acei-
dent factor has been insignificantly low.

Mr. Roeerrs. But as a matter of fact, if one death results from the
use of unsafe brake fluid, isn’t that one death too many ?
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Mr. Prisx. It certainly is.

Mr. Roserrs. Now, I notice that in this article, that there were
independent gas ‘-La{}onw——th{‘u were seven selling substandard fluid.
The auto accessory stores, there were 68 selling it. I believe the fran-
chise car dealers had a pretty good record—none of them were selling
substandard brake fluid, according to this article. :

Doesn’t it seem to you that it \\nuhl be much easier for the Federal
Government to prevent this from ever getting into interstate commerce
th.m it will be for the substandard lots to be broadcast thronghout the
Union, and then for these States to have to go around and test all of
them ?

Mr. Prisg. This I think is a question that is open to debate. It is
not quite the same as a safety lock on a refrigerator door, or another
obvious feature of design. Safety brake fluid, to the average motorist,
is something that cannot ]m distinguished as it is put into your car,
just as you mentioned earlier.

Mr. Roserrs, Going back to your statement that it was your opinion
that an insignificant number of deaths were actu: ally caused by the use
of substandard fluid—upon what information do you base that state-
ment, ¢

Mr. Prisk. Intensive analysis of accident studies at Northwestern
University which were conducted as a part of our highway safety
study, plus other information that comes to us in our research program
on traflic accident studies.

Mr. Roeerts. Now, do you know if anyone Lm sps accurate statistics
on this type of ace ident for ever y State in ‘the Union ?

Mr. Prisk. Brake failures are usually identified, to the extent that
they can be detected after the acc ident. This itself is very diflicult.
Onee a brake failure is identified as a factor in the accident, you
still have the problem of determining whether it is a failure of ‘the
fluid or a failure of the mechanism in the system. And this, after
an accident, is exceptionally difficult.

Mr. Roerts. W ell, as a matter of fact, it is not true that in this
whole field of highway safety that we are dealing many times with
very inaccurate ex: imination of accidents ?

Mr. Prisg. As far as some of the studies are concerned, this is
correct, certainly.

Mr. Roperts. I have been in the ﬁc]tl now for about 6 or 7 years,
and that has certainly been my experience—that if there is anything
that is lacking in the entire picture, it is the fact that we know so
little about 11—|:1m]1v what has caused an accident. That is why
I say I think your st atement that the number is insignificant may not
be based on the best information.

Mr. Prisk. This isonly my judgment.

Mr. Roperts. Yes, sir. That would be your own personal opinion.
That is all.

Mr. Nersex. No questions.

Mr. Rocers of F]lorid:i. Mr. Prisk, T am sorry that T was a few

minutes late. Did you have a prepared statement?

Mr. Prisk. A report from the Department, yes.

Mr. Rocers of Florida. And has this been your field in the Depart-
ment of Commerce—safety ?

Mr. Prisg. Yes.
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Mr. Rocirs of Florida. And how long have you been working in
the Department on this field, Mr. Prisk?

Mr. Prisk. Since 1939.

Mr. Rocers of Florida. What are the major recommendations that
you can recall—I am not asking for small recommendations—but
major recommendations that you, in your work, or in the Department,
have come forth with to improve safety on the automobile safety
problem ?

Mr. Prisk. Well, our work has been, I think I would say, very
Jargely with commercial vehicles, since the problems of size and weight
are extremely closely associated with highway design and roadbuild-
ing, which of course is a major function of our agency. And the
recommendations that have come forward have been ones resulting
from research on braking requirements, those resulting in the recom-
mendations for size and weight of vehicles as they now exist.
would say these perhaps are principal among the ones that have
been made.

Mr. Rocers of Florida. Yes. Would you tell me just a little bit
about your setup as far as the safety division of the Bureau of Public
Roads is concerned. Is there such? I was just asking for my own
information. Could you tell me a little bit of your work and how
many people you have working on this problem of safety? Also, is
there a special division or not ¢

Mr. Prisk. There is widespread concern with safety throughout
the Bureau of Public Roads. I think that it would be diflicult to sepa-
rate this out. Organizationally, my position is as Special Assistant
to the Assistant Commissioner for Research, Mr. Holmes, who is in
charge of all of our research program.

In our research program, in the Burean of Public Roads, the
division of work which I am most familiar with, we spend somewhere
in the neighborhood of $2.5 to $3 million each year on work which is
safety associated, to say the Jeast.

Mr. Rocers of Florida. But you do not have any specific division
or any specific group devoting all of their time and energy to the
problem of safety as such.

Mr. Prisg. We have a Traffic and Safety Branch in our Operations
Division; yes, sir. So this group is devoting its full concern, you
might say, to that problem.

Mr. Rocers of Florida. And how long has that been established, do
you recall?

Mr. Prisk. The Traffic and Safety Branch is of relatively recent
origin—perhaps 2 or 3 years.

Mr. Rocers of Florida, What major recommendations have been
made that you know about along the safety improvement line?

Mr. Prisk. I would say that the principal recommendations are
things that are related very largely to highway signing, marking, use
of traffic control devices—not very much things on the vehicles at the
present time, although we do have three projects that are currently
active dealing expressly with the vehicle in terms of communication
between drivers on the highway as provided through vehicle equip-
ment.

Mr. Rocers of Florida. What research, if any, has been done on this
problem of brake fluid within your group that you know of?




10 MOTOR VEHICLE SAFETY STANDARDS

Mr. Prisk. No, sir.

Mr. Rocers of Florida. Not at all?

Mr, Prisk. There has been none.

Mr. Rogers of Florida. Do you think there is sufficient personnel
and sufficient emphasis being placed by the Department on the safety
program ?

Mr. Prisk. I think that steps are underway to increase the em-
phasis of the Department on highway safety program. I donot think
that we are satisfied at all with present activities in the highway safety
field, T believe this extends throughout the organization pretty much.

Mr. Rocers of Florida. Well, I am concerned—My first reaction,
and I have not gone into this subject thoroughly—but I think the
committee onght to, Mr. Chairman, is concerned with how little effort
and how little, it seems to me, imagination in this field of safety
has come forth from the Bureau of Public Roads. I think some
emphasis needs to be placed on this field. If this is not a group that
is competent to do it, UI they do not feel they are competent to make
positive recommendations, rather than to keep referring it to other
agencies, perhaps we should consider taking the jurisdiction away
and setting up a specific group to go into safety. With as many deaths
as we have in America today on highway accidents, it seems to me
this is a very major field for us to put some real effort and some
imagination mto and produce some recommendations that can help
cut down this tremendous death toll. I do not think we are doing
it. I am concerned when the Bureau comes up here without any
research on this problem and still says that only 27 States and the
Distriet of Columbia have any regulations relating to the marketing
of inferior brake fluid. It further concerns me that all we do is say,
“Well, let's refer it to some other governmental committee.”

I am not very well pleased with the attitude of the Department of
Commerce. In fact, I am surprised. I hope that the committee will
hold hearings on this problem. I feel this is a real major problem
in America today. I donotknow of anything that caunses more deaths,
vet could by stopped if we took proper actions. T just hope that
the Department will put more emphasis on this problem, devote a
little time to more research, and more effort for recommendations to
improve safety features in the highway program.

Mr. Roperrs. The Chairman could not agree with the gentleman
from Florida more. I am getting tired of introducing bills and hold-
ing hearings on safety matters. This is certainly not a far-reaching
bill. But it is a bill that can save a lot of lives.” And when the De-
partment continually comes up here and recommends against a very
small step in the direction of the safety of our people on the high-
ways, roads, and streets of this country, it seems to me that cer-

tainly we ought to investigate and find ont what is wrong with the
Department of Commerce.

I have had this same experience. I had it with them in the refrig-
erator safety bill. We could get no cooperation. They constantly
opposed every effort the Congress made for safety in that field.

I am certainly going to do my best to see that we find out what
goes on down there and find out if we can produce at least one bill
that they will go along with.
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I think it is time that we find out what is responsible for this
attitude, why it is that we must constantly beat them over the head to
get even a favorable report on anything.

I, for one, am very much displeased with the Depart ment’s attitude.
I am not going to be satisfied with it until we find out what is happen-
ing down at the Department level.

Mr. Prisk. Mr. Chairman, might I say that the Bureau of Public
Roads, as a constituent agency of the Department, is essentially a
roadbuilding agency. The work and activity that relates to high-
way safety has necessarily been focused primarily on the highway,
because these are the disciplines that reside very largely in our
organization.

We have made extreme contributions, we feel, to highway safety
through improvement and refinement of highway design, and I think
this is a matter of record, that one-half to two-thirds of the accidents
and fatalities are eliminated by reason of the controlled access prin-
ciple and the other features that are associated with modern freeway
design. This is our speciality. We feel that tremendous strides have
been made in that area.

We are not specialists on the vehicle, except as it relates to the
highway. This particular field we are working with more and more
as time permits. But we are a roadbuilding agency.

I think that the principle representation I would make is in the
pages of our study of the Federal role in highway safety, a report
filed by the Secretary of Commerce in March of 1959, which T am
sure you are aware of. In that report, we review the contributions
and activities of the Department of Commerce and other Federal
departments throughout this entire field.

fr. Roperts. I say to the witness that the Chair remembers that
report, very well, having studied it for many hours. I think that re-
port cost the Federal Government around $200,000. And then last
year, after having made certain safety recommendations, the Depart-
ment then came around, when we had H.R. 1341, which provides for
minimum standards on Government-owned vehicles—they came u
and reported against that bill. So I say I doubt if you know which
direction you are going in down there. You move one day in the
direction of safety, and the next day you are going the other way,
another direction.

T agree with the gentlemen from Florida that I think this com-
mittee ought to find out just what you believe in down there, and find
out some way if we can get some consistency down there in the Depart-
ment opinions about legislation.

Mr. Rocers of Florida. Mr. Chairman, I want to say, too, that I
think probably you have pointed up some of the problem and difficulty
which]i think we should look into. The fact is that all of the emphasis,
or the main emphasis, which is probably correct, was placed on road
design and so forth in the Bureau of Roads. Therefore, you have not
had an active group trying to do something about safety as far as the
automobile itself is concerned. I can understand perhaps, that the
main emphasis has been placed on roadbuilding and design, which you
felt was more in your line. And that is what really concerns me.
Here is a problem that much could be done on, I am sure, if we had a
proper group working on the problem within the Department of

70706—61——2
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Commerce, if that is the proper agency where we should locate it. I
think you pointed that up. That is the problem I hope this committee
can get into,

Mr. Roserts. Mr. Thomson.

Mr. TrHomson. No questions.

Mr. Rogerts. Thank you, Mr. Prisk.

Onr next witness this morning is Mr. Kibbee, of the American
Trucking Associations.

STATEMENT OF LEWIS C. KIBBEE, DIRECTOR, ENGINEERING
DEPARTMENT, AMERICAN TRUCKING ASSOCIATIONS, INC.

Mr. Kipeee. Mr. Chairman, members of the subcommittee, my name
is Lewis C, Kibbee. I am presently dirvector of the engineering
department of the American Trucking Associations. I have been
employed in this or similar capacities for that association since 1949.
I am a graduate engineer, and have been employed in truck engineer-
ing since 1943, as well as being a registered professional engineer
in the District of Columbia. Inmy work I have represented American
Trucking Associations on national technical committees working on
vehicle braking in the National Committee on Uniform Traffic Laws
and Ordinances, the Interstate Commerce Commission, the Society
of Automotive Engineers, the U.S. Bureau of Public Roads. the
American Standards Association, and other national organizations.
I am therefore familiar with truck brake engineering practice.

American Trucking Associations, Inc., whom 1 represent here to-
day, 1s a national federation of State trucking associations represent-
ing all forms of truck transportation, both private and for-hire. It
is the national trade association of the trucking industry with officers
at 1616 P Street NW., Washington, D.C.

My appearance here is in relation to H.R. 2446, which bill would
prescribe specifications for motor vehicle hydraulic brake fluid, in-
cluding that used in motortrucks, to be established by the Secretary
of Commerce.

We do not oppose the intent of this bill, which seeks to outlaw
substandard brake fluid, but we feel that the bill as written could
prove to be most confusing and should therefore be amended.

A review of the requirements for brake fluid in the States indicates
that five States use the wording of the uniform code to specify brake
fluid to be used in their States. These States are: Connecticut.
Delaware, Georgia, Pennsylvania, and Virginia.

Haying heard the chairman’s remarks, maybe you are more familiar
with this than T am, but T know that these States do work in this area.

With this fact in mind, let us review the requirements of the uni-
form code relating to brake fluid. Section 12-305 of the code, titled
“Hydraulic Brake Fluid,” in paragraph (c) says:

The (department or official) shall, after public hearing following due notice,
adopt and enforce regulations for the administration of this section, and shall
adopt and publish standards and specifications for hydraulic brake finid which
shall correlate with, and so far as practicable conform to, the then current
standards and specifications of the Society of Automotive Engineers applicable
to such flnid.

This means that indirectly these five States have adopted the Society
of Automotive Engineers specification for brake fluid. Four more
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States, Mississippi, Wisconsin, Oklahoma, and South Carolina, have
regulations saying that brake fluid sold in those States must be at least
as good as that conforming to SAE specification 70-R-1, without
using the uniform code language. Alaska says that “heavy duty”
brake fluid must be used in that State. The States of Arkansas, Cali-
fornia, Florida, Louisiana, New Jersey, and Tennessee require fluid
at least as good as that specified in the SAE standard. Maine uses the
uniform code wording with minor modification, but allows the admin-
istrator to have requirements kept current with the SAL standards.

To say this another way, 17 States have on their books regulations
that specify brake fluid in terms of the SAE standard. We therefore
feel that if the Federal Government is to specify requirements for
brake fluid, these requirements should be specific and in terms of the
same standard, rather than in the general terms of H.R. 2446.

We would therefore suggest that on page 1 of this bill, on line 4,
after the word “shall”, strike out the rest of the paragraph down to
line 10 and msert in lieu thereof the following:

+ * = gfter public hearing following due notice, adopt and enforce regulations
for the administration of this act and shall adopt and publish in the Federal
Register standards and specifications for hydranlic brake filuid which shall corre-
late with, and so far as practicable conform to, the then current standards and
specifications of the Society of Automotive Engineers applicable to such fluid.

The adoption of this wording would not be in conflict with the laws
of the 17 States cited above, and would effectively rule out the use of
substandard brake fluid. At the same time it would give the Secretary
of Commerce a clear direction that it is the intent of this committee
not. to conflict with recognized engineering standards already in ef-
feet not only in the States but throughout the automotive manufactur-
ing and user groups. The possibility of the Secretary of Commerce
:'It]()}'ll-il];‘: conflicting regulations to those in the States should be
avoided, and we feel this is best done by clear language in the bill
giving him direction. That is why we suggest the above wording,
very similar to that found in the uniform code.

One other minor item in relation to H.R. 2446, which has nothing
to do with the technical details of the fluid, gives us, that is, the
trucking industry, some concern. That is the fines and penalties for
the transportation or delivery of brake fluid that does not meet. the
specifications to be adopted. Again we agree with the intent but
feel that the wording should be amended to read the “knowing and
willful” delivery or transportation of substandard fluid should be
punishable. At the same time the committee will recognize that a
motor carrier might become involved in the transportation of sub-
standard brake fluid without his knowledge if it is tendered as a
shipment in the regular line of business. He has a real problem. He
may not know what is in the box and transport it in good faith.

Tf no evidence is found to indicate that a carrier is knowingly and
willfully involved in this transportation, we do not feel that the
penalties should apply. This is common language incorporated in
other laws involving the transportation of illegal materials, such as
slot machines, pornographic materials, narcotics, and so forth. We
would ask for the inclusion of such “knowingly and willfully” lan-
guage with regard to the transportation of brake fluid not meeting the
specifications which may be adopted.
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If these two changes requested above could be incorporated into
the amended bill, we would have no objections to the other provisions.

Mr. Rogerrs. Thank you, Mr. Kibbee. T appreciate your statement.
I certainly think that the changes which you suggest are reasonable,
and that we would not want to do anything in this committee to
interfere with the laws that have already been adopted by the States
in this field. I think that your suggestions are good and that we
should give consideration to incorporating those suggestions in
another draft of the bill.

I will again thank you for your appearance here.

I have no further questions.

Mr. NeLsex. No questions.

Mr. TaompsoN, Noquestions.

Mr. Rocers of Florida. I just want to say, Mr. Kibbee, I think
your suggestions are good, too, and we appreciate your appearing and
making them.

I just wonder generally if you feel it wise to have some minimum
safety factor on the use of brake fluid?

Mr. Kiseee. We certainly agree with you, sir; yes, sir. This is
widespread in the adoption of SAE standards.

Mr. Rogers of Florida. And do you have any facts that you might
make available to the committee for inclusion in the record as to
accidents caused in the trucking industry, say, because of inferior
braking fluid? Would you have any information of that type?

Mr. Kiseee. I do not think we would statistically. We have, of
course—engineeringwise we know that not only does this cause a
mechanical failure, but poor brake fluid is a poor lubricant, and this
is expensive. You wear out an expensive brake system needlessly.
So we feel that a dollar spent on good brake fluid is $2 earned in not
wearing out your brake equipment. We just look at it as a business
expense, too.

Mr. Rogers of Florida. I suppose your major trucklines insist on
proper brake fluid.

Mr. Kispee. Yes sir, we certainly do. Even in SAE there are two
categories of brake fluid. One is basically a passenger car fluid, and
the other is a heavy-duty truck fluid. We usually specify the 7-OR3,
which is the heavy-duty fluid.

Mr. Rocers of Florida. Thank you very much. Thank you, Mr.
Chairman.

Mr. Roperrs. Thank you.

At this time, without objection, I would like to put into the record a.
letter from Gen. George (. Stewart, executive vice president of the
National Safety Council, Chicago, regarding this legislation, in which
he encloses a release from the Society of Automotive Engineers on the
subject copy of an article regarding the SAE committee report.

T will just read the letter.

This is addressed to me as chairman, dated March 15, 1961.

DEear CoNeressMAN : Thank you for your letter of March 10, 1961, and the copy
of your proposed H.R. 2446 to establish safety standards for hydranlic brake
fluid.

The National Safety Council relies largely on the Uniform Vehicle Code for
guidance in this area of traffic legislation. The control of hydranlic brake flnid
for motor vehicle use, code section “12-305—Hydraulic Brake Fluid” is our guide.
Under subsection (¢) it adopts the cnrrent standards and specifications of the
Society of Automotive Engineers applicable to such fluid.
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I am enclosing for your study a copy of a SAE brake committee report and a
release from the Society of Automotive Engineers on the subject.

Certainly any Federal legislation on hydraulic brake fluid for motor vehicles
which is consistent with uniform code provisions would merit our support.

Many thanks for all your efforts in behalf of traffic safety, and please call
upon us if we can assist.

Sincerely, £ {
G. C. STEWART, Frecutive Vice President.

(The documents referred to follows:)

SoME BRAKE FrLums UNSAFE ¥OR MODERN CARS SAY AUTOMOTIVE ENGINEERS

The Society of Automotive Engineers announced today that only heavy-duty
brake fluids are safe in most 1955, 1956, and 1957 model cars. In order to
assure highway safety the SAE has withdrawn its approval of moderate-duty
brake fluids, now considered dangerous for bigger, more powerful cars of
recent vintage.

SAE tests show that a 1957 car weighing 4,000 pounds stopped repeatedly at
high speeds may generate fluid temperatures of 250° or greater. At this tem-
perature brakes with moderate-duty fluids can fail. SAE specification T0-R-2
sets the minimum boiling for moderate-duty fluid at 235°.

The significance of a brake fluid's boiling point lies in the fact that hydraulic
brake systems fail when the fluid begins to turn to gas as it boils. Gases, unlike
fluids, can be compressed. Thus even a small amount of gas in a brake system
acts as a “cunshion” and prevents transmission of pressure from foot to brake
shoe. Failure is generally total.

Higher brake fluid temperatures occur more frequently today because of
changes in auto design. Among these are: the change from open wheels to
solid disks, smaller wheels, and wider rims and tires; the placing of brakes
completely inside the wheel; lowering and streamlining of bodies and fender
gkirts; the use of heat-resistant brake linings; automatie transmissions; more
weight and power; and the installation of heat-generating equipment such as
power steering and power brakes.

Although all new cars have heavy-duty brake fluid in them on delivery, it
is possible that a serviceman may add moderate-duty or other fluid to the
system. This can dangerously lower the boiling point of all the fluid in the
system. SAE tests showed that only a very small quantity of substandard
fluid can lower the boiling point of a heavy-duty fluid by as much as 80°.

On a hot day brakes may fail between traffic lights after heavy stop-and-go
driving. During the time between brake applications heat is transferred from
brake drum to fluid causing boiling and failure without warning. This ghastly
circumstance is known as phantom failure.

Another type of phantom failure follows the boiling of brake fluid in the
master cylinder due to high temperature in the engine. This means that a
driver may have an unforeseen brake failure after driving many miles without
once applying the brakes.

Recognition of the danger of moderate-duty and substandard brake fluids
has led to legislation in eight States forbidding the sale of fluids that fail
to meet SAK T0-R-1 heavy-duty specification. The States are: Minnesota,
Georgia, California, New Jersey, North Carolina, South Carolina, Arkansas,
and Tennessee. The SAE’s withdrawal of its T0-R-2 moderate duty specification
is expected to guide other legislatures now studying brake flnid regulations.

When the SAE's heavy duty specifications were first set forth at the end
of World War II, they were intended largely for trucks. Now many trucks
are engaged in such rugged hauling that the SAE is presently developing a new
specification for truck brake fluids with a minimum beiling point above 300°.

The Society of Automotive Engineers is a professional engineering organiza-
tion formed in 1905 to establish standards in the automotive industry. Its
specifications are widely recognized and accepted throughout the automotive
industry.
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SAE Braxke CoMMITTEE SAYS HEAVY-DUuTY FLuip NECESSARY FOR SAFE BRAKING
oF MoperN CARS

A critical car safety problem worrying antomitive engineers, highway author-
ities, police bureaus, and other safety-conscious groups is the hazard of sub-
standard brake fluids. To date only 13 States have legislated against the sale
of substandard brake fluids. And the individual motorist, by and large, is
ignorant of the whole subject.

The reason for concern is this: Braking bigger, more powerful cars, equipped
with solid wheel disks, auntomatic transmissions, and other heat-generating
or heat-confining design features, can raise brake fluid temperatures above the
boiling point of all but heavy-duty brake fluids. When the fluids boil, the hy-
draulie system fails. Vapor in the hydraulic system acts as a cushion, prevent-
ing transmission of pressure from the driver's foot to the brake shoe. Thus,
the brakes don't work.

Finids that once were satisfactory are no longer safe due to changes in
antomobile design. Modern ears demand modern brake fluids. In 1957, the
Society of Automotive Engineers (SAE) withdrew its specifications for “mod-
erate-duty” brake fluids becanse these fluids are dangerous for the more powerful
cars of recent vintage. The SAE specification for moderate-duty fluids set
the minimum beiling point at 2385° F. But in a series of road tests, it was
shown, for example, that a typical 1957 car weighing 4,000 pounds, stopped
repeatedly at high speeds, can generate a brake fluid temperature of 250° F. or
greater. As a result, the minimum boiling point now considered safe is 300°
F. and only the SAE T0-R-1 specification heavy-duty brake fluid meets this
requirement.

An SAE committee of experienced engineers and chemists has followed the
development of hydrolube brakes and brake fluids since it was established back
in 1945. Over the vears, the brake fluid committee has studied changes in car
design, brake design, and driving habits, along with reports on actual brake
operations, and these men have noted an increase in brake temperatures.

Changing from open wheels to solid disk type, reducing wheel size, increasing
width of rims and tires, placing brake completely inside wheel, lowering and
streamlining the bodies, adding fender skirts, improving heat resistance of
hrike linings, adoption of antomatic transmissions, and increasing the weight
of the cars, are some of the modern design changes that have helped raise
brake fluid temperatures. Recently, greatly increased horsepower, coupled
with new automatic transmissions and still smaller wheels and brakes, have
made a sharp nptarn in maximum brake operating temperatures.

Automobile manufacturers are aware of the need for heavy-duty fluids and
n1l new ears contain heavy-duty brake fluid when they leave the factory. This
year, one major manufacturer's ears and trucks will use an all new brake flnid
designated for extra heavy-duty braking and heat resistance. The fluid has a
minimum boiling point of 390° F. The company's engineers claim the fluid
will tend to lessen the danger of brake failure.

However, the danger is this: a serviceman may put a small amount of a sub-
standard type flnid into a system and dangerously lower the boiling point of
the entire system. Only a very small quantity of substandard fluid, for example,
can lower the boiling point of heavy-duty fluid by as much as 80°,

The first State to take action in this field was Minnesota which, in 1953, passed
a law prohibiting the sale of all but heavy-duty brake fluids. New Jersey
followed in 1954, and Tennessee in 1955. Since then 10 other States—California,
North Carolina, South Carolina, Arkansas, Texas, Oklahoma, Mississippi, Georgia,
Pennsylvania, and Virginia—have passed laws regulating the sale of hydraulic
brake fluids. Several States including Alabama, Arizona, Delaware, Florida,
Kansas, Louisiana, Massachusetts, and Michigan have considered regulations
but these States, and the remaining 27 States, have not as yvet outlawed dangerous
snbstandard brake fluids—Brake and Front End Service, July 1958,
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Mr. Roserts. I would also like to place in the record a letter from
Mr. Paul C. Ackerman, vice president-engineering of the Chrysler
Corp., regarding the brake fluid survey made by Chrysler, together
with a copy of the report on the survey dated December 30, 1960.

I would like, without objection, to read his letter and include the
report in the record.

This is dated March 20, 1961, addressed to the chairman.

Thank you for sending us a copy of your bill, H.R. 2446 to establish safety
standards for brake fluid.

The information contained in the Automotive News article to which you
referred was based in part upon preliminary results of a Detroit area field study
being earried out by Chrysler Corp. Since that time, our study was completed
and summarized in a report to the Subcommittee on Hydraulic Brake Filuids of
the Society of Automotive Engineers, Inc. A copy of this report is attached.

The results of this study showed that, while a very encouraging improvement
had been made in the brake flnids sold to the motoring public in the Detroit
area, a number of unsatisfactory fluids were still being offered. It should be
noted that a Michigan law covering brake fluids did not become effective until
January 1, 1961, and was therefore not in force at the time of our survey.

Chrysler Corp. has actively participated in industry efforts to promote regnla-
tion in the various States to insure that only brake fluids with adequate safety
factors are sold. In each case, we have strongly advised that any legislation
incorporate a reference to standards of nationally recognized technical societies,
such as the SAE, so that uniformity is maintained and the very latest and hest
technical practice is reflected in the adopted regulations.

If we can be of further service to yon, please let us know.

Sincerely,
Paurn C. ACKERMAN.

(The survey referred to follows:)

Hypravric BRake Frum Survey, DEceMser 30, 1960

A total of T6 commercial brake fluids were purchased in the Detroit area
during the spring and summer of 1960 to determine the type and quality of
hydraulic brake fluids marketed at that time. It is believed that the information
obtained will be of interest to the members of the SAE hydraulic brake fluids
subcommittee, The following table shows the type designation of the brake
fluids purchased, and a comparison with commercial brake fluids purchased
during a similar survey in 1955.

| 1060 brake 19565 brake
fluid survey | fluid survey

Number of commercial brake fluids purchased. e R 76 |

Fluids without SAE designation on the labe L 15

Fluids labeled SAE T0OR2.. gt B [

Fluids labeled SAE 70R1.. I TR ] 35

Fluids labeled SAE 70R3.. L R W ssaameiins




18 MOTOR VEHICLE SAFETY STANDARDS

All hydraulic brake fluids were purchased from service stations, antomobile
dealers, automobile accessories stores, or similar outlets. Over 200 retail outlets
were included in the survey. Many sold several or more brands of brake fluids
with some duplication of individual brands in the outlets contacted. The fol-
lowing table illustrates the distribution of the different types of commercial
brake fluids purchased,

Retail outlet Nonstandard | SAE T0R2 | SAE 70R1 SAE 70R3

Bervice statfons. .. ... 21
Auto accessories stores 68

59

The quality of these brake fluids is illustrated by the following data on boiling
points.

Number of fluids | Average SAE bolling
tested point

Type brake fluid Comment

1055 l 1960

Nonstandard. ..o .o 23 ! 179.0° F...| All unsuitable,
Moderate duty SAE 70R2 (Obs.) e v 268.0° F Do,

Heavy duty SAE T0R1_....___. | p g 319.8° l"‘._|
Heavy duty SAE 70R3 e e S R rl

})i unsuitable,

All commercial brake flnids, designated as confomming to SAE T0R1 or SAE
TORS specifications, were tested for all SAE 70R specification requirements except
lubrication (3.5 or 7.5) and residue and corrosion (3.6 or 7.6).

The attached table No. 1 shows the commerecial brake fluids which did not con-
form to SAL TO0R1 specification requirements. Table No. 2 similarly shows the
SAE TOR3 type brake finids.

The following is a summary of the SAE T0R type brake fluids tested

SAE TOR1 SAE 70R3
Heavy duty | heavy duty

Number of commereial fluids tested. . ... s ; 20
Number of samples not conforming . ..o oo cveanan - - ¢ 2
Percentage samples not conforming ... .. ..o oo 25 2, 86 10

It should be noted that out of a total of 80 individual tests which did not con-
form to SAE T0R1 specification requirements, 8 brake fluids accounted for
90 percent of these failures to conform to SAE TOR1. All eight of these brake
fluids would be unsuitable for use in hydraulic brake systems.
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TarLE 1.—SAE TORI1 type

BAE specifications

SAFE 70R1 requirements

|

| Code number of trade
name, brakefluids not
conforming

Viscosity (kinematic) at —:n; F. (maximum)____....

Cold test A, 6 days at —4
Time of flow . .
Stratification, maximum
Precipitation, maximum

Cold test B, 6 hours at —60°

imum,

Boiling point, minimum

Boiling point change, m

heating.

Water tolerance at 140° F.:

F.: Time q-f'ﬂ'.")i\;._ max-

Stratification, maximum . . __.

Precipitation, maximum
Water tolerance at —40° F.:

Stratification, maximum

Precipitation, maximum

Time to flow, maximum. el e
Corroslon loss in milligrams per square centimeter.

Tinned fron.__.__
Btedl... ...
Alaminum.

Cast fron... .
Brass._.
Copper.
Pitting, maximum.
Condition of fluld gel,

Precipitation, maximum. .
Natural rubber swelling, 120 1

Compatibility at 140° F.:
Stratification, maximum

Precipitation, maximum.

Compatibility at —40° F.:

hours st 168° F.

Stratification, maximum..
Precipitation, maximum..

Evaporation 48 hours at 210°
Loss, maximam. ...
Quality of residue:
Precipitate. . .....

Fluid at 32° F

¥

5 seconds (maximum). ..
None
AT, " AL
| §seconds

None
Light

None
Light. ...
5 seconds.

Nonabrasive. ...
Liguid

27-48-50.

30-42.
24-43-70.
23-24-30-42.

| 24-g2.

| 24,

24-30.
43.
24-30

27

42

42-65-70.
6570,

65-70.

~42-65-70.

24-27-39-42-65-70.
~65-70.

24-39.
34-39.

-309-43.
30-43-70.

6-20-27-65-70.

23-24-39-42-65-70-76.
42-65-70.

TABLE 2.—SAHR T0R3 type

BAE specifications

SAE 70R3 requirements

Code number of trade
name, brake fluids not
conforming

Viseosity (kinematic) at —40° F, maximuam. ...

Neutrality

H D M TR A TR
Natural mbger swelling, 120 hours at 158° F.___
(G R-8 rubber swelling, 70 hours at 250° F

E Y R e e
i D S R U,
0.050 inch to 0.005 inch. .
0.055 inch to 0.005 inch. .

14.
56.

56,
56.

Mr. Roperts. I have a copy of a letter from Mr. L. S. Harris,
executive director of the American Association of Motor Vehicle
Administrators, in which he provides some very interesting and valu-
able information regarding State laws and regulations relating to
hydraulic brake fluid.

Without obiection, 1 would like to include his letter, and since it is

rather a lengt

1y one, I will defer from the reading of it at this time.
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(The letter referred to follows:)

AMERICAN ASSOCIATION OF MororR VEHICLE ADMINISTRATORS, INC.,
Washington, D.C., March 21, 1961.
Hon, KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

DEAR CONGRESSMAN ROBERTS: As requested in your letter of March 10, we are
pleased to give you the following information with reference to laws and regu-
lations in the several States relating to hydraulic brake fluid.

The sale of brake fluid not meeting minimum standards is prohibited in 26
States, as follows :

Alabama Minnesota
Arizona Mississippi
Arkansas New Jersey (regulation)
California New York
Connecticut North Carolina
Delaware Oklahoma
Florida Pennsylvania
Georgia Rhode Island
Kentucky South Carolina
Louisiana Tennessee
Maine Texas
Massachusetts Virginia
Michigan Wisconsin

and in the District of Columbia.

Also it is illegal to use such substandard fluid in Alaska, Kentucky, Delaware,
Massachutetts, North Carolina, Oklahoma, or Rhode Island, or to add such fluid
to a braking system in Connecticut, Delaware, Georgia, Massachusetts, Pennsyl-
vania, or Virginia.

In the legislative sessions of 1961, bills have been introduced in at least five
additional States to regulate the sale and use of hydraulic brake fluids for
motor vehicles. These States are: Colorado, Kansas, New Hampshire, Ohio, and
Utah.

The existing State laws are based closely on section 12-305 of the Uniform
Vehicle Code, the nationally recommended guide for State legislation in the
field of motor vehicles and highway traffic. The Uniform Code was revised in
1956 to include this section, which reads as follows :

“Section 12-305—Hydraulie brake fluid

“(a) The term ‘hydraulic brake fluid' as used in this section shall mean the
liguid medinm through which foree is transmitted to the brakes in the hydraulic
brake system of a vehicle.

“{b) Hydraulic brake flunid shall be distributed and serviced with due regard
for the safety of the occupants of the vehicle and the public.

“(e) The (department or official) shall, after public hearing following due
notice, adopt and enforee regulations for the administration of this section and
shall adopt and publish standards and specifications for hydraulic brake fluid
which shall correlate with, and so far as practieable conform to, the then eurrent
standards and specifications of the Society of Automotive Engineers applicable
to such fluid.

“(d) No person shall distribute, have for sale, offer for sale, sell or service
any vehicle with any hydraulic brake fluid unless it complies with the require-
ments of this section.”

The Uniform Vehicle Code also recommends, in a footnote to the above sec-
tion, “that administrative regulations (1) prohibit the sale of any brake fluid
which does not meet the specifications established by the Society of Automotive
Engineers for heavy-duty-type brake fluid,” and “regunire that the label on the
container show compliance with the SAE heavy-duty-type brake-fluid specifica-
tions.”

SAKE specifications for brake fluid TOR1 (or a later designation of an improved
produet) are set by law in Mississippi and Wisconsin as the required standard,
and the laws of Kentucky, Oklahoma, and South Carolina specify SAE T0R1 as
the minimum standard. Arizona, Alaska, and Michigan specify SAE heavy-duty-
type brake fluid.
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The other States provide for the adoption of specifications by State officials.
In Georgia, standards may be no lower than SAE 70R1 : standards no lower than
SAE specifications for heavy-duty brake fluid are required in A rizona, Arkansas,
California, Delaware, Florida, Louisiana, New Jersey, Pennsylvania, and Tennes-
gee: and standards conforming to current SAE specifications are specified in
Maine and Virginia.

Minnesota, North Carolina, and Texas laws do not specifically limit the dis-
cretion of the official concerned.

Permits for the labeling of brake fluid are required by law in Alabama,
California, Georgia, Louisiana, and Oklahoma, and labeling of containers is
regulated in Alaska, Arizona, California, Georgia, Kentucky, Louisiana, Mis-
sissippi, New York, Oklahoma, Pennsylvania, South Carolina, Texas, Virginia,
and Wisconsin,

As a sample of State regulations, we are enclosing a copy of “Rules and
Regulations Relating to Minimum Standards for Brake Fluid,” promulgated by
the Arizona State Highway Department, which includes verbatim the SABE
heavy-duty brake fluid standards (TOR1).

If vour committee should decide that Federal legislation is desirable, to
replace or supplement the rapidly-expanding State act ion in this field, it is sug-
gested that the bill, H.R. 2446, as introduced, might be strengthened by a re-
gquirement that the label on the container show compliance with the specifications
prescribed by the Secretary of Commerce. And it appears that such legislation,
if enacted, might be more effective if some department or agency, say, the Depart-
ment of Commerce, were given definite responsibility for enforcement of its
provisions,

Since this association has taken no formal position on the question of whether
Federal legislation relating to brake fluid is necessary or desirable, we offer no
recommendation on that point.

But my personal view is that it would be unwise at this time for the Federal
Jovernment to enter directly and actively into the big, complex field of motor
vehicle regulation. I would like to see more time given to the States to deal
effectively with this relatively minor and relatively new problem.

Respectfully yours,
L. 8. Harris, Executive Director.

Mr. Roserrs. At this time, with the understanding that the record
will remain open for the inclusion of other reports, the committee will

be adjourned.
(Whereupon, at 10:50 a.m., the hearing was adjourned.)
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MONDAY, MARCH 27, 1961

House oF REPRESENTATIVES,
SuscoMMITTEE ON HEAUTH AND SAFETY OF THE
ComparTee oN INTERSTATE AND ForriGN COMMERCE,
Washington, D.C.

The subcommittee met, pursuant to notice, at 10 a.m., in room 1334,
New House Office Building, Hon. Kenneth A. Roberts (chairman of
the subcommittee) presiding.

Present: Representative Roberts, Rogers of Florida, Schenck, and
Thomson.

Mr. Roperts. The subcommittee will please be in order.

The Subcommittee on Health and Safety is meeting this morning
to begin hearings on H.R. 903, by our colleague, Congressman Charles
E. Bennett of Florida, and H.R. 1341, which I introduced. Both deal
with motor vehicle safety.

Mr. Bennett’s bill would require certain safety devices on motor
vheicles sold, shipped, or used in interstate commerce. My bill would
have the Secretary of Commerce establish minimum safety standards
for passenger-carrying motor vehicles purchased by the Federal Gov-
ernment.

Hearings were held on these two proposals in July 1959, when an
extensive record was built up regarding the urgent need for safer
motor vehicles to cut down the appaling toll of deaths and injuries
in highway accidents.

I see no need for repeating in detail the very complete record made
at that time but we do want to bring the record up to date and refresh
some memories regarding the need to protect the people who use our
streets and highways from certain very definite hazards that have been
identified from time to time by doctors, engineers, safety experts, and
others who have been working 1n this field.

Without objection the two bills, and the agency reports will be
included in the record at this point.

(H.R. 903 and H.R. 1341 follow) :

[H.R. 908, 87th Cong., 1st sess.]

A BILL To require certain safety devices on motor vehicles sold, shipped, or used in
interstate commerce, and for other purposes

Be it enacted by the Senate and House of Representatives of the United States
of America in Congress assembled, That (a) the Secretary of Commerce shall
prescribe and publish in the Federal Register standards for devices for use on
motor vehicles, designed to provide the public with the safest possible automobiles
without unreasonably increasing automobile costs, such devices to include but not
be limited to the following :

(1) (A) A governor which limits the top speed of the vehicle to eighty miles
per hour, or to such top speed in excess of eighty miles per hour as the Secretary

23
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deems appropriate, or (B) an engine of a horsepower rating which limits the
top speed of the vehicle to eighty miles per hour, or to such top speed in excess of
eighty miles per hour as the Secretary deems appropriate.

(2) Safety padding for the passenger compartment of the vehicle.

(3) Steering and other vehicle controls,

(4) Bumpers, fenders, and other shock-absorbing equipment.

(5) Headlights and other lights.

(6) Brakes.

(7) Aids to visibility including rear vision mirrors.

(8) Tires.

(b) Standards first established under subsection (a) of this section shall be so
prescribed and published not later than one year after the date of enactment of
this Act.

SEC. 2. (a) The manufacture for sale, the sale, or the offering for sale, in
interstate commerce, or the importation into the United States, or the introdune-
tion, delivery for introduction, transportation or causing to be transported in,
interstate commerce or for the purpose of sale, or delivery after sale in interstate
commerce, or the use in interstate commerce, of any motor vehicle manufactured
on or after the date this section takes effect, shall be unlawful unless such motor
vehicle is equipped with the devices enumerated in the first section of this Act
\\']lil"h conform to the standards prescribed for such devices pursuant to such first
section,

(b) The manufacture for sale, the sale, or the offering for sale, in interstate
commerce, or the importation into the United States, or in the introduction,
delivery for introduction, transportation or causing to be transported in, inter-
state commerce or for the purpose of sale, or delivery after sale in interstate com-
meree, o the use in interstate commerce of any of the devices enumerated in the
first section of this Act as a replacement part on a motor vehicle manufactured
on or after the date this section takes effect, shall be unlawful unless such device
conforms to the standards preseribed pursnant to the first section of this Act.

(e¢) Whoever violates this section shall be fined not more than $£1,000, or im-
prizoned not more than one year, or both.

Sec. 3. Asused in this Act—

(1) The term “interstate commerce” includes commerce between one State,
Territory, possession, the District of Columbia, or the Commonwealth of Puerto
Rico and another State, Territory, possession, the Distriet of Columbia, or the
Commonwealth of Puerto Rico.

(2) The term “motor vehicle” means any vehicle or machine propelled or
drawn by mechanical power and used on the highways principally in the trans-
portation of passengers.

SeEc. 4. This Act shall not apply—

(1) to any motor vehicle manufactured in the United States for export
and sold in a foreign country; and

(2) to any motor vehicle manufactured for, and sold to, a law enforee-
ment agency, fire department, or an organization providing ambulance serv-
ice, for use by such agency, department, or organization in the performance
of its functions, except that such agency, department, or organization shall
not sell or otherwise dispose of such motor vehiele to any other person unless
such motor vehicle complies with all of the provisions of this Act.

Sec. 5. This Act shall take effect on the date of its enactment except that
section 2 shall take effect on such date as the Secretary of Commerce shall deter-
mine but such date shall be not less than one year nor more than three years after
the date of publication of standards first established under the first section of
this Act. If such standards first established are thereafter changed, such
standards as so changed shall fake effect on such date as the Seeretary of Com-
meree shall determine but such date shall be not less than one year nor more than
three years after the date of their publication in accordance with the provisions
of the first section of this Act.

[H.R. 1341, 87th Cong., 18t sess.]

A BILL To require passenger-carrying motor vehiclées porchased for nse by the Federal
Government to meet certain safety standards

Be it enacted by the Senate and House of Representatives of the United
States of America in Congress assembled, That no motor vehicle manufactured
on or after the effective date of this section shall be acquired by purchase by the
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Federal Government for use by the Federal Government unless such motor
vehicle is equipped with such reasenable safety devices as the Secretary l_lf
Commerce shall require which conform with standards prescribed by him in
accordance with section 2.

SEc. 2. The Secretary of Commerce shall prescribe and publish in the Federal
Register commercial standards for such safety devices as he may require under
authority of the first section of this Act. The standards first established under
this section shall be prescribed and published not later than one year from
the date of enactment of this Act.

Sec. 3. As used in this Act—

(1) The term “motor vehicle” means any vehicle, self-propelled or drawn
by mechanical power, designed for use on the highways principally for the
transportation of passengers except any vehicle designed or used for military
field training, combat, or tactical purposes. -

(2) The term “Federal Government” includes the legislative, executive, and
judicial branches of the Government of the United States, and the government
of the District of Columbia.

SEc. 4. This Act shall take effect on the date of its enactment except that
the first section of this Act shall take effect one year and ninety days after
the date of publication of commercial standards first established under section 2
of this Act. If such standards as so first established are thereafter changed,
such standards, as so changed, shall take effect one year and ninety days
after the date of publication of such changed standa rds.

('The agency reports follow :)
THE SECRETARY OF COMMERCE,
Washington, D.C., March 28, 1961,
Hon. OreN HARRIS,
Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

DeAR MR, CHAIRMAN : This is in reply to your request of February 9, 1961,
for the views of this Department with respect to H.R. 903, a bill to require
certain safety devices on motor vehicles sold, shipped, or used in interstate
commerce, and for other purposes,

The bill would require the Secretary of Commerce to prescribe standards
for specified safety devices for use on motor vehicles, Included are speed
governors, safety padding, steering controls, bumpers, headlamps and other light-
ing equipment, brakes, mirrors, and tires, but the bill is not limited to these
items.

Among the qualified authorities in the motor vehicle safety field, we find
divergent views on the acceptability of the several items designated in the
bill for standardization. We agree that those susceptible of being standardized
should be a vital part of the national concern, and that Federal cooperation
should be extended wherever feasible to improve the safety of motor vehicles
and motor vehicle safety equipment.

The provisions of this bill involve the policy question raised in my March 24
comments to you on H.R. 2446, that is, the respective roles of Federal and
State Government in the regulation of the motor vehicle safety field. On this
broad issne we think that it would be helpful to have the views of the Inter-
governmental Relations Commission, as we suggested in our comments on H.R.
2446. For this reason, we should like to defer presenting, for the time being,
specific conclusions on the technical merits of the safety regulation features
contained in H.R. 903.

The Bureau of the Budget advised there would be no objection to the sub-
mission of this report from the standpoint of the administration’s program.

Sineerely yours,
Luraer H. HoODGES,
Seeretary of Commerce.

(GENERAL SERVICES ADMINISTRATION,
Washington, D.C., April 1}, 1961.

Hon. Orex HARRIS,
Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

DeaR MR, CHAIRMAN: In response to your request of February 9, 1961, on
March 28 General Services Administration submitted to your committee a report
on H.R. 1341, a bill to require passenger-carrying motor vehicles purchased for
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use by the Federal Government to meet certain safety standards. We now wish
to take the liberty of submitting the following revised report on the subject
legislation.

The General Services Administration is in full accord with the objectives
expressed in H.R. 1341. As you know, the Federal Property and Administrative
Services Act of 1949, as amended, gives the General Services Administration
necessary technical authority to prescribe procurement standards for motor
vehicles for use by the executive agencies and it is believed that the General
Services Administration has fully exercised such authority. However, there may
be a beneficial effect from the enactment of legislation which would clearly
define the responsibility of establishing requirements for safety devices to be
installed on motor vehicles sold to the Federal Government.

In keeping with good business practices, the General Services Administration
believes that the responsibility for prescribing safety standards should rest with
the agency responsible for the other vehicle procurement standards. Accord-
ingly, if the words “Secretary of Commerce” in lines 7 and 10 on page 1 of the
bill were stricken and the words “Administrator of General Services” were
inserted in lieu thereof, the General Services Administration would interpose
no objection to its enactment.

In determining safety devices which should be added to the procurement
standards, the General Services Administration will seek the recommendations
of the Interdepartmental Highway Safety Board, established by Executive Order
10898, dated December 2, 1960, and which, it is understood, is now becoming
operative. It is our viewpoint that this Board ean render an invaluable service
in correlating research on traffic safety and in encouraging the manufacturers
to incorporate safety items into their motor vehicle design.

We are unable to offer an estimate of the possible cost attributable to H.R.
1341 ; however, as additional safety devices are required, the purchase cost of
motor vehicles will increase. In this connection it should be recognized that
under the present statutory price limitation for passenger cars there is very little
latitude for additional safety devices. However, as safety accessories are proven
by research and testing, the General Services Administration will request snch
changes in price limitations as are indicated to be necessary to cover the cost
of the new devices,

The Bureau of the Budget has advised that, from the standpoint of the ad-
ministration’s program, there is no objection to the submission of this report to
your committee,

Sincerely yours,
JounN L. Moore, Administrator.

Execurive OFrFICE oF THE PRESIDENT,
BUREAU oF THE BUDGET,
Washington, D.C., April 17, 1961.
Hon. OrReN HARRIS,
Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

My Dear Me. Crmamrman : This is in response to your letter of February 9,
1961, requesting a report on H.R. 1341, a bill to require passenger-carrying motor
vehicles purchased for use by the Federal Government to meet certain safety
standards.

This bill would require the Secretary of Commerce to prescribe safety stand-
ards for vehicles purchased by the Federal Government.

We are in accord with the objectives of H.R. 1341 but are of the opinion
that the establishment of standards covering motor vehicle safety devices and
specifications incident thereto should remain under the authority of the Admin-
istrator of General Services. Staff of the General Services Administration work
on a continning basis with the manufacturers of motor vehicles on technical
and performance specifications and it is not believed desirable or feasible to
separafe standards and specifications on motor vehicle safety devices from the
general standards and specification responsibility of the GSA. In view of this,
we suggest that H.R. 1341 be amended to substitute the Administrator of General
Services for the Secretary of Commerce in sections 1 and 2 of the bill. If the
bill is s0 amended, we recommend enactment.
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In furthering the objective of this legislation, it is our understanding that
the General Services Administration intends to solicit advice and recommenda-
tions from the Interdepartmental Highway Safety Board which was established
by Executive Order 10898, dated December 2, 1960, and which, among other
responsibilities, is required to provide leadership to, and coordinate the traffic
safety aspects of programs carried on by the departments and agencies of the
Federal Government. Advice from this Board, which is chaired by the Secretary
of Commerce, should be of material assistance to the GSA in promulgating
standards covering safety devices and in the preparation of suitable specifica-
tions in conuection therewith.

The General Services Administration and the Department of Health, Educa-
tion, and Welfare are reporting on H.R. 1341 and the viewpoints expressed in
the reports are concurred in generally by the Bureau of the Budget.

Sincerely yours,
Purinuip 8. HUGHES,
Assistant Director for Legislative Reference.

THE SECRETARY oF (OMMERCE,
Washington, D.C., June 16, 1961.
Hon, OreN IHARRIS,
Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

Diear Mi. CrArgamaxs: This is in further reference to H.R. 1341 upon which
yvou requested the views of this Department by letter of February 9, 1961, Onr
comments were submitted to yon March 28, 1961, regarding H.R. 1341, a hill to
require passenger-carrying motor vehicles purchased for use by the Federal
Government to meet certain safety standards.

We have reconsidered this matter and would appreciate having this report
substituted for our report of March 25.

HR. 1341 would (1) require the Secretary of Commerce fo designate safety
devices for vehicles and (2) require the Secretary to prescribe standards for
such devices and publish in the Federal Register commercial standards for such
safety devices for vehicles purchased by the Federal Government.

The General Services Administration, with a few exceptions, presently pur-
chases all passenger-carrying vehicles for the use of the Government. That
agency already ineludes various safety requirements in its procurement specifi-
eations, Consequently the procurement agency, which is the General Services
Administration, should fix the standards for safety devices.

This Department does have an interest in this subject ; however, we feel that
it should be the responsibility of General Services Administration to prescribe
minimum safety standards for vehicles purchased by the Federal Government.

Therefore, it is recommended that H.R. 1341 be amended as follows :

Page 1, line 7: “Secretary of Commerce” change to read: “the Administrator
of the General Services Administration.”

Page 1, line 10: “the Secretary of Commerce” change to read: “the Adminis-
trator of the General Services Administration.”

In this connection, we wonld also like to call to your attention the highway
gafety report sent to Congress in accordance with section 117 of the Federal-
Aid Highway Act of 1956 (H. Doe, 93, S6th Cong., 1st sess.), which concluded
that the advancement of safety in vehicle design and equipment was a respon-
sibility, not of any one level of the Government, but of industry as well. Fur-
thermore, it has been found that as to some aspects of vehicle rlesign relating
to highway safety, there is at present no accepted or practical basis for stand-
ardization. The Interdepartmental Highway Safety Board, recently established
by Executive order, could promote intensified work on safety standards for
devices on passenger vehicles acquired by the Government.

The Department on Commerce would not be opposed to the enactment of H.R.
1341 if amended as suggested above.

The Bureau of the Budget advises that there is no objeetion to the subinission
of this report from the standpoint of the administration.

Sincerely yours,
EpwARD GUDEMAN,
Under Secretary of Commerce.

70706—61——3
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DePARTMENT OF HEALTH, EDUCATION, AND WELFARE,
Washington, D.C., April 17, 1961.
Hon. OrREN HARRIS,
Chairman, Committee on Intersiate and Foreign Commerce,
House of Representatives, Washington, D.C.

DeAr Me. CHAmRMAN : This letter is in response to your request of March 13,
1961, for a report on H.R. 1341, a bill to require passenger-carrying motor vehicles
purchased for use by the Federal Govermment to meet certain safety standards.

This bill would forbid purchase of passenger-carrying motor vehicles (except
certain military vehicles) for use by the Federal Government unless they are
equipped with such reasonable safety devices as the Seeretary of Commerce
shall reguire, and such devices are in conformance with commercial standards
prescribed by him. The standards first established would have to be prescribed
and published not later than 1 year after enactment of the bill, but the prohibition
against purchase of antomobiles not meeting the Secretary’s requirements would
apply only to vebicles manufactured on or affer the expiration of 1 year and 90
days after publication of the Secretary’s initial standards. The effective date
of any changes in such standards would be deferred for a like period after
publicatiou,

While the biil does not so provide, the House Commitiee on Interstate and
Foreign Commerce (86Gth Cong.) in reporting favorably on a similar bill intro-
duced last year stated ;

“Bebofe any standards are prescribed, the Secretary should give adeguate
notice and provide all interested persons opportunity to present views and
suggestions. It is expected that the Secretary will consult with, and consider
suggestions, from the automobile mannfaciuring industry, the U.S. Public Health
Service, other Government agencles, experts in the field of medicine and surgery,
engineers, experts in the tield of safety, and any others who might be of assistance.

“There is no reason why the requirements made by the Secretary should work
any hardship on industry or the Government.,” (H.R. Rept, No. 715 (86th Cong.),
6.

This Department—which, through the Public Health Service, is conducting
studies in the field of antomobile aceident causation and prevention—has a vital
interest in any method whiech will help reduce the number of automobile acei-
dents and resultant injuries and deaths. In 1959 there were approximately
A7.910 fatalities from antomobile accidents reported to the Public Health Service's
National Office of Vital Statistics. The National Health Survey, published by
the Service, estimated that there were 4,172,000 injuries resulting from motor
vehicle accidents during that year. This loss of life and injury to persons has
made highway aceidents one of our leading health and safety problems.

Experts generally agree that the “human factor,” rather than mechanical
inadequacies of motor vehicles, is the cause of most accidents. Nevertheless,
improvements in design and equipment of cars can to some extent compensate
for this factor, not only from the point of view of acecident prevention but,
even more, from the standpoint of reducing the severity of injuries when
accidents do occur.

Considerable knowledge already exists which, if utilized by motor vehicle
manufacturers, would tend to reduce at least the severity of injuries suffered
in such accidents. For example, we believe that seat belts, or at least anchorage
for seat belts, should be standard equipment for passenger cars and buses ; that
seats should be anchored as to lock them into position: that there should be
erash padding of the dashboard, roof, and other areas of the vehicle against
which passengers might be thrown: that there should be improvements in the
steering wheel in addition to recessing of the post; and that the interior of the car
should, so far as possible, be cleared of dangerous knobs, sharp edges, ete.

Such improvements have been strongly supported by safety engineers, research
experts, and physicians. Information in the study completed by the Department
of Commerce pursuant to section 117 of the Federal-Aid Highway Act of 1956
showed that users of seat belts had a 60 percent less chance of injury than non-
users who remained in the car in a crash and 80 percent less chance of injury than
nonusers who were thrown from the car. To be sure, a practical limitation to the
effectiveness of seat belis as a safety device is the frequent failure of individuals
to nse them, even if available. However, it seems clear that the adoption of
seat belts and other reasonable safety standards by the Federal Government
could play an important role in stimulating public demand for safety devices
on all vehicles, as well as substantially reducing the severity of injuries resulting
from accidents involving federally owned vehicles.
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In this connection, it should be noted that Federal Supply Standard 122,
promulgated by the General Services Administration, provides an option under
which agencies may order seat belts for motorears. Recently, the automobile
manufacturers indicated that anchorage for seat belts on the front seat will be
a standard feature in the 1962 car models; this important first step will facilitate
the installation of such seat belts in any passenger automobile, whether or not
purchased by the Federal Government.

If. however, in line with the desirable objective of this biil, the Federal Gov-
ernment is to provide effective leadership in promoting the use of safety devices
by its example, then any action toward this end wust begin with adequate provi-
sion for financing the acquisition of the additional equipment indicated. The pres-
ent $1,500 statutory cost Hmitation for passenger cars ($1,950 for station
wagons ), currently specified in Public Law 86-642, section 201, has been held to
inciude the original cost of the vehicle as well as all equipment or accessories
which are permanently attached to and become a part of the vehicle and which
contribute to the comfort and convenience of its passengers and its efficient opera-
tion as a passenger-carrying vehicle (19 Comp. Gen. 988, 990 ; 36 Comp. Gen. 726).
Thus, it is apparent that the current cost limitation makes it virtually impos-
sible for the Federal Government to install any additional equipment that might
serve nuseful safety purposes or to purchase models incorporating certain safety
features in their design, notwithstanding the basic authority of the GSA to
amend its procurement standards so as to require or permit such safety equip-
ment or features, We therefore urge that existing laws be revised, either by
exempting, or conferring authority to exempt, such safety devices or features
from the ceiling on the purchase price of Government cars or by appropriate
adjustment or removal of the ceiling. Of course, in the interest of economy, the
Government should at the same time urge manufacturers to include such devices
or fixtures in cars as standard equipment so far as possible.

Whether in connection with action on the dollar ceiling or otherwise, it would
seem appropriate for Congress to make clear that Federal leadership, through
the incorporation, in standard specifications for Government ecars, of special
requirements for safety features that are nonstandard in pasenger automobiles
produced for the general market is considered compatible with the overall
objective of economy in Federal procurement operations.

We, therefore, wholeheartedly endorse the principle of this bill.

As respects the details of the bill, some technical revision of the present bill
seelus desirable.

1. The bill would provide that “no motor vehicle manufactured on or after
the effective date of this section shall be acquired by purchase by the Federal
Government * * * unless such motor vehicle is equipped with such reasonable
safely devices as the Secretary of Commerce shall require * * *." The clear
implication of this language is that prescribed safety devices should be man-
datory equipment on vehicles at the time of the purchase of the vehicles by the
Federal Government. While this is desirable in general, an inflexible require-
ment of this kind would, for instance, prevent the immediate utilization of
safety devices where available in the form of accessories of subassembies until
such time as structural changes necessary for best placement of a afety device
on a new vehicle can be made by the manufacturer. Further, we question
whether 2 years and 90 days, the maximum time allotted by the bill for the
antomobile industry to meet the initial standards promulgated under the bill,
would prove adequate in certain instances. An approach emphasizing flexibility
as to both how and when safety devices may be installed would seem likely to
yield the best resulfs.

2. The bill, as drawn, is limited in its application to motor vehicles designed
principally for the transportation of passengers. Inasmuch as the considera-
tions underlying the proposal of this bill would seem, in large measure, to apply
to pickup trucks and the number of such trucks purchased by the Federal
Government is large, the committee may wish to consider enlarging the scope
of the bill to include such vehicles.

3. We understand that the Commerce Department, the General Services Ad-
ministration, and the Budget Bureau are agreed that, if legislation along the
lines of H.R, 1341 is favorably considered, statutory responsibility for the pro-
mulgation of safety standards should be lodged in the Administrator of General
Services, since the GSA is the agency now charged by law with basic authority
for setting general standards for Federal procurement of motor vehicles, and
since the establishment of standards under the bill should, logically, be integrally
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related to the exercise of such basiec authority. This change in the bill would be
agreeable to this Department. We, of course, stand ready, to cooperate in the
further development and utilization of interagency mechanisms for advising and

assisting the standard-setting agency in the establishment of appropriate safety
standards under the bill,

We are advised by the Burean of the Budget that there is no objection to the
presentation of this report from the standpoint of the administration’s program.
Sincerely yours,

AnrRAHAM Rinicorr, Secretary.

Mr. Roserts. At this time I desire to read into the record and to
insert therein, certain statements, by witnesses who have heretofore
testified in connection with the bills.

In our 1959 hearings, we heard a very interesting and constructive
statement by General Stewart, executive vice president of the National
Safety Council. He is unable to be present today, but I have a state-
ment from him which I ask to be included in the record at this point.
And sinee it is very short, I will read it at this time:

Over the years the automobile industry has equipped motor vehicles with
many devices which make it easier for a motor vehicle operator to drive safely,
or which subsantially reduce the potential for injury to vehicle oceupants in the
event of an accident.

Many of the improvements that make it easier for an operator to drive safely
have been welcomed by purchasers and are now standard equipment on many
of today's models.

Certain devices which give protection to oceupants of a vehicle in the event
of an accident have not been widely accepted by the public and their installation
is generally on an optional basis, with added costs.

The National Safety Council is convinced from the results of tests and from
specific experiences that the installation and use of devices designed to reduce
the injury potential to occupants in the event of an accident would, if installed
and used, reduce traffic injuries to occupants by one-half. The council therefore
is doing all it can to educate the public to the added protection such devices
provide. The problem is to inform and convince people that the added expense
and perhaps minor inconveniences associated with these devices are well worth
while.

It is in this context that the council believes that the purposes of H.R. 1341
are worthy of favorable consideration by your committee.

The requirement that federally owned or operated motor vehicles be equipped
with all reasonable safety devices will not solve today’s traffic accident problem.
It would, however, be a contribution to traffic safety.

The National Safety Council takes no position with respect to any differences
of opinion that may exist concerning the technical language of the bill. We do
believe, however, that the full potential of the bill will be realized only if it has
the enthusiastic support of all concerned.

Mr. Scuenxcg. Mr. Chairman, I think that we could sum up the
purpose of these bills as an effort to obtain a safer cabin or inclosure
in which the passenger rides, both by design and in original equip-
ment. That is, in general the idea and general purpose plus urging
the motorists to use the various safety devices which are not now
accepted as general equipment, but those which have been proven to
be very helpful in the way of promoting safety.

We have found in our committee hearings, I think, that if people
can be kept within the car in an accident that the possibility of serious
injury is substantially reduced.

I think that we can say as the result of work of this committee in
past years much has been done in the way of improving door locks and
n putting greater emphasis on various safety features.

Mr. Roperrs. I would say to the gentleman from Ohio that the
subcommittee has tried to do that, and what it has tried to do is a
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very simple proposition: It has never been the intent of the subcom-
mittee to enter mto the design or the manufacture of an automobile.
That is the reason we have left it in the hands of the Department
of Commerce and the Bureau of Standards to say what is a reason-
ably safe device. We simply ask in this bill, which passed the House
last year by a very good margin, that the Federal Government take
some steps in seeing to it that these devices are placed on the cars
that it purchases, to set an example, such as we do in the field of
aviation and in surface transportation, in the maritime field and in
the food and drug field. We simply take the position that the Fed-
eral Government would, by insisting that these devices be placed on
its cars it purchases, be in the position of setting an example of lead-
ership for the general public.

‘We believe that once we have an adequate body of statistics, which
we would have through Government departmental records, that we
could prove that these devices are capable of saving lives. We would
then, I think, see that the use of these devices would be widespread.
There would be a certain demand from the publie that these devices
be placed on the automobiles as standard equipment, and not as
optional equipment.

I would like to say that I think the activities of this committee
spelled out, first of all, the agreement on the part of the manufac-
turers, in the adoption of the resolution by the American Automobile
Manufacturers Association, which, I believe, dates back to 1956, the
first vear of the life of this subcommittee.

I think, too, the committee has had a very good effect on the States
in adopting similar resolutions which gave impetus to the States to
go ahead and reach national compacts with reference to uniformity
and in trying to eliminate the very confusing picture that the motor-
ist encounters in driving from one coast to the other and from the
Gulf of Mexico to the Great Lakes.

The committee, I believe, was of some influence in the recent news
that the manufacturers have agreed that in their next year’s models
all of the cars will have a provision made for seat belt attachments,
clamps or fasteners, so that the installation of safety belts will not
be a major operation. That is a fine and forward step. I think
that if we could get widespread use of safety belts, as we have in air-
planes, many lives would be saved on our streets, roads, and highways.

Mr. Scuexck. If you will yield further, Mr. Chairman, I would
like to agree with everything you have said and to point out that we
have never tried to control the design of the automobiles. Our efforts
in these matters have been directed to encourage the manufacturers to
give greater attention to designing cars that would be safer for the
occupants.

I think in connection with that all automobile manufacturers and
related professional organizations have made real contributions by
agreeing to give cross licensing and full information on all matters
that they have developed in their crash test programs.

I think we have had some very wonderful cooperation from our
automobile manufacturers and the engineers. They have been very
helpful.

Mr. Roeerts. The Chair would, certainly, not want to fail to com-
mend the gentleman from Ohio on the fine work that this effort
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brought forth in the research bill that was adopted by the Congress
last year providing for a thorough study of automobile exhaust fumes.
That work is well underway by the Department of Health, Education,
and Welfare.

And I think that one very fine result of his interest and devotion
has been the discovery of a blowby device and other devices which we
believe will one day very soon bring about the elimination of these
noxious fumes from the atmosphere.

The National Conference on Air Pollution held a meeting in Wash-
ington about 2 years ago last fall. Scientists speaking at the confer-
ence did not specifically state that these fumes are harmful and carcino-
genic, but they did state that people who were afflicted with some type
of lung disorder and otherwise in weakened condition, to them these
fumes could, perhaps, be the cause of a contributing factor in lung
cancer.

I note with a great deal of interest that the State of California has
already adopted legislation on this problem and new automobiles being
sold in that State are being equipped with blowby devices to eliminate
a great deal of these harmful gases.

At this time, I have before me a telegram which was received by
me from Mr. Harry A. Sieben, safety director of the Minnesota High-
way Department, bearing date of March 24, 1961, stating as follows:

Minnesota Legislature has adopted resolution memorializing the President and
Congress of the United States to provide for safe standards for antomobile
vehicle design and safety devices, and for the enforcement of such standards in
the automobile industry. Strongly urge your committee take action now and
not be misled by organizations purporting to present State administrators.

I have a statement from Mr. William I. Stieglitz, chief of design,
safety and reliability, Republic Aviation Corp., addressed to the
Chair. And theletter follows:

Dear Mg, Roserts: In reply to yvour letter of March 13, I am enclosing here-
with a statement relative to your bill, H.R. 1341, to establish safety standards
for Government-owned passenger-carrying motor vehicles. As you know, I am
strongly in favor of this legislation and sincerely trust that it will be enacted
hy the present Congress. If there is any way in which I can be of assistance,
I am sare you know that you can call on me.

And without objection, his statement, which is attached to his letter,
will be made a part of the record at this point.

(The statement follows:)

STATEMENT oF WiLLiam I. STEIGLITZ

During the hearings on bill H.R. 1341 held by the Subcommittee on Health and
Safety of the 86th Congress in July 1959, 1 had the honor and privilege of testify-
ing before the ecommittée in favor of the proposed legislation. At that time I
expressed the opinion that the provision of erash protection for occupants, and
the elimination of many potential accident cause factors by the application of
known human engineering data, were entirely feasible from an engineering stand-
point, and supported this opinion by reference to experience of the aireraft
industry. Insofar as this testimony appears in the records of the previous
hearings, I shall not repeat it at this time.

In my previous testimony I further stated my opinion that legislation of this
nature was definitely within the purview of the Congress, and referred to the
Federal Aviation Act and the civil air regulations as analogous legislation in
the public interest. Nothing that has oceurred in the past 2 years has served to
lessen the need for such legislation. The auntomobile industry has given little, if
any, indieation of a tendency toward self-policing which might indicate that the
necessary goals wonld be achieved withont legislative action. In fact, the only
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announcement of any definite action on the part of the automobile manufacturers
is the recent statement that 1962 models will contain provisions for the installa-
tion of seat belts as standard equipment and this announcement was made only
after a conference between representatives of the automobile manufacturers and
members of a New York State legislative committee with regard to proposed
legislative action by New York State. It thus appears that the only real forward
step with which I am familiar is being taken not voluntarily, but only under
the threat of specific legislative action.

It is my opinion, as indicated in my previous testimony, that the wording of
the bill should call for safety provislons in automotive vehicles rather than
specifying the installation of safety devices. As 1 stated, there are often many
ways of achieving a safety objective and real safety must be achieved by design
rather than the incorporation of devices on a completed vehicle. Quite aside
from the provision of crash injury protection, I believe that in the interests of
accident prevention, standards are needed in regard to windshield reflections,
glare, shape coding of control knobs to permit the driver to operate secondary
controls without having to look down inside the automobile, and similar design
features. A requirement for the incorporation of safety devices could not ecom-
pass such features,

Mr. Roperrs. I also have a letter from Mr. James J. Ryan, professor
at the University of Minnesota, Institute of Technology, dated March
22, 1961, with which he encloses his statement. And without objection
I will put his statement into the record.

(The statement of James J. Ryan follows:)

STATEMENT oF JAMES Ryan, Marcom 27, 28, 1961

I, James J. Ryan, professor, Mechanical Engineering Department, Institute
of Technology, University of Minnesota, Minneapolis, Minn,, wish te supplement
my statement presented before this honorable committee on July 8, 1959, with
additional information relative to the subject of motor vehicle safely standards
which is now being heard for consideration and passage in this legislative
gession.

During the past 12 years I have investigated and tested the design of auto-
mobiles for the prevention of injuries to the occupants upon crash. During
the years, 1956-59, this work was sponsored by a contract from the U.S. Air
Force through Col. John Paul Stapp and in the last 2 years, 1950-61, by a grant-
in-aid from the U.S. Public Health Service through Dr. James L. Goddard.

Research into the safety of wehicle riders upon impact has been carried
out through the reconstruction of automotive vehicles and the development of
a cart of being driven into a wall at speeds from 15 to 40 miles per hour.
One of the most important factors in crash deceleration is the means of absorbing
the energy upon collision.

We have developed a hydraulic shock-absorbing bumper which uniformly
slows the vehicle down through its displacement of 17 inches. Thus, the peak
impacts which oceur in present-day vehicles toward the end of the deceleration
are removed and the maximum forces transmitted to the occupants of the
vehicle are reduced by one half. The total number of tests involved in obtaining
this result has now reached 65 and includes 4 cart impacts—1 with live occupants,
58 cart-impacts with dummies, and 4 cart-impacts with live subjects.

The forces transmitted to the vehicle have been shown to respond effectively
to the hydraulic shock-absorbing bumper design. The bumper also keeps the
engine and frontal parts going forward on impact and prevents penetration of
the passenger compartment. This equipment could be installed on all new
automotive vehicles without greatly increasing the cost or changing the
appearance.

A second development of this research project has been the engineering appli-
cation of seat belts. Although seat belts are suggested for every automotive
rider, their positioning in cars has not been engineered but they have merely
been installed. By proper engineering application the seat belts may be twice
as effective. The improvements involve (1) the proper fastening to a rigid
part of the vehicle such as a firmly anchored seat or a rigid portion of the
floor or frame, (2) the proper anchoring of the seat to prevent its additional
weight on the person supported by the seat belt after impact, (3) a means of
tightening the belt upon impact by removing the slack through hydraunlic pres-
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gure exerted from the bumper, and (4) the use of automatic seat belts which
retract against the back of the seat when not in use and which allow convenience
and comfort through freedom of movement on a takeup reel—yet lock rigidly
upon impact. Procedures by which the proper installation and operation of
seat belts may be achieved have been developed by this laboratory.

A third consideration for auntomotive safety on impact is the rotation of the
upper torso about the seat belt supported at the pelvic region. Two methods
of absorbing this rotational energy are involved. They are a 10-inch diameter
pad support on the steering wheel post for the driver to absorb the energy by
bearing on the chest and by allowing the passenger to rotate with adequate
clearance under the windshield to prevent striking the forward structure or
dash of the compartment.

We have demonstrated, in March 1961, the safety riders on seat belts for
both of these conditions—one impact at 20 miles per hour of a rider with a seat
belt and adequate clearance, and another crash of a rider at 25 miles per hour
on a seat belt with a protective steering wheel in position. Thus, we know
from an engineering and medical standpoint the methods of preventing injury
to the driver and passenger through the proper deceleration of the yehicle
with a hydranlic shock-absorbing bumper and adequate restraint through the
geat belt with proper steering wheel design and adequate forward clearance,

With this mechanical construction and from the human tests which we have
performed without injury we believe that the forces occurring at 40-miles-
per-hour impacts into solid objects or head-on would equally be within safe
tolerance of a human. It has been established by statistics that the proper
construction of the automotive vehicle will reduce the injuries, total disabilities,
and deaths by one-half.

Our tests have shown the antomotive manufacturers’ claim that “ears are
not built to crash” is invalid, and that it is as important to apply protective
measures to automotive construction as it is to give polio shots to immunize
from that disease. Above the 40-miles-per-hour impact injuries will be greatly
reduced.

We feel that it is incumbent upon the Nation to demand that antomotive
structures be properly developed so that people will not be injured and killed
upon erash. Certainly the first ocean liners did not have lifeboats, and aircraft
were called erates until the CAA was established.

In engineering we know that proper automotive construction can be developed
without inereasing the cost or changing the appearance.

No excuse now exists for toleration of the infamous slaughter on the highways.

Mr. Roperrs. I have a letter from L. S. Harris, executive director
of the American Association of Motor Vehicle Administrators, and
accompanying this letter is Mr. Harris’ statement.

I will read his letter and place the statement, which is quite lengthy,
into the record. His letter, dated March 24, 1961, is as follows:

In regard to H.R. 903 and H.R. 1341 for which hearings have been scheduled on
March 27 and 28 by the Subcommittee on Health and Safety of the Committee
on Interstate and Foreign Commerce, I beg to advise that T have studied these
two bills and find that they are very similar to H.R. 722 and H.R. 1341 in-
troduced in the 1959 session by Mr. Bennett and yourself, respectively. You will
recall that I appeared before the subcommittee on July 8, 1959, and discussed the
two 1959 bills with the committee at that time. Nothing has oceurred since July
1959, to cause me to change or modify my opinions to justify any changes in my
testimony insofar as the current bills are concerned.

I am enclosing herewith two copies of my 1959 statement filed with the com-
mittee and shown in the printed report of the committee hearings and respect-
fully request that the same statement be entered into the record of the hearings
next week.

And without objection, his prepared statement will be made a part
of the record at this time.
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(Statement of Leland S. Harris follows:)

REMARKS OF LELAND 8. HARrrs, ExecuTivi DIRECTOR, AMERICAN ASSOCIATION OF
MoTor VEHICLE ADMINISTRATORS, WAsmineTON, D.C., Jury §, 1959

Mr. Chairman and gentlemen of the subcommittee, I am Leland S. Harris.
I am appearing as executive director of the American Association of Motor
Vehicle Administrators for the purpose of informing the subcommittee as to
the consensus of thinking of the members of the association pertaining to the
five bills you are considering today.

The association was founded in 1933. Its headquarters are here in Washing-
ton. Its membership consists of the officials having responsibility for the ad-
ministration and enforcement of motor vehicle laws and regulations of each
State of the United States, the District of oClumbia, the Provinces of Canada,
Puerto Rico, U.8. Bureau of Public Roads and Bureau of Motor Carriers of the
U.8, Interstate Commerce Commission.

The association is deeply concerned with equipment of motor vehicles in its
relation to safety and all other problems arising from the operation of motor
vehicles. Since its founding it has worked especially closely with the Automo-
bile Manufacturers Association, the American Standards Association, and the
Society of Automotive Engineers in developing standards for motor vehicles and
motor vehicle equipment. This cooperation began in 1919, 14 years before the
association was organized, by the then administrators of some of the Northeast-
ern States in trying to improve headlights, and has continued unceasingly since
then. We would all agree, I am sure, if we stopped to consider all of the work
that has been done on vehicle lighting in the intervening 40 years that many
advances have come from this joint effort, notably the sealed beam headlamp
program.

The original sealed beam lamp resulted from a request from our association
in 1937 to the manufacturers to undertake research for and developments of
improved headlighting equipment which would be uniform and interchangeable,
regardless of manufacturer. There have been several major improvements
in headlamps since the original sealed beam lamp was introduced in 11407 one
approved as recently as last month by this association, which is now being
made available to the public as a replacement for lamps on vehicles using only
two headlamps. These latest improvements have added approximately 160
feet to the sight distance of drivers when using the lower beam. We have
also cooperated in the development of the four-headlamp system and I am
confident we will see additional improvements in headlighting from the ever-
continuing study being given the problem,

There are many items beside lights on which we have worked cooperatively
with the auntomotive industry looking toward increased safety of operation.
Among these are such items as brakes, glass, steering and steering wheels,
rear vision mirrors and driver vision problems generally, mufllers, and tail-
pipes, directional and warning signals, reflectors, suspension systems, wind-
shield wipers and washers, tires, body structures, door locks, padding and
passenger packaging, seat belts and knobs and other projections.

In our work with the industry on improvement of items of equipment such
as these, special engineering tests have been set up and conducted by the in-
dustry whenever this was necessary to bring out all pertinent facts to the
satisfaction of our committee on engineering and vehicle inspection.

This committee has been working with autometive industry engineers since
4935 in this whole broad area of improved safety equipment. It meets in
Detroit each June where it has always had available to it the industry’s best
engineers, scientists, and research personnel for information and discussions
pertaining to automotive design and equipment problems, including proposed
changes and improvements in design and equipment and new devices.

In the work of our members with the public on a year-round basis, we get
constant reminders of the fact that no matter how many safety improvements
are built into the vehicle, the motorist will not derive the maximum potential
benefit from them unless there is proper and regular maintenance. Accord-
ingly we have broadened the scope of our engineering program to provide better
information and specific technical material for vehicle inspection officers. This
will help them do a better job. We have had a series of joint sessions for both
industry engineers and inspection officials and the most recent meeting was
attended by representatives from 24 States.
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We are continuing to follow closely the output of new statistical data on
aceidents as produced by the Cornell erash injury research program and had a
review of the latest data at our committee meeting in June.

We are also being kept apprised of safety research developments such as
those concerned with new concepts of vehicle control and methods of signaling
and conveying basic information to drivers of motor vehicles.

It is our intention to evaluate the degree of promise in these various ideas,
and to work cooperatively along channels that can lead to their incorporation
into vehicles and the highway system.

We are convinced, on the basis of our experience over the years, that our
joint work with the manufacturers and a sustained interest in safety of vehicles
and equipment will continue to be productive of measurable improvements in
bighway safety.

All of the preceding information has been included in this statement to indicate
to you gentlemen of the committee that nearly all of what is proposed in H.R.
722 and H.R. 1341 is already being done in a very comprehensive way. Federal
intervention at this time would be a costly waste of effort and would probably
result in serious injury to the economy of this Nation. I agree with the auto-
mobile manufacturers that the prescribing of standards and specifications by
the Secretary of Commerce would create stagnation among auntomotive engineers
and designers and eliminate competition to improve vehicles and equipment by
the several manufacturers, It was this type of competition that brought about
many of the improvements in motor vehicles we are enjoying today. Motor
vehicle standards are, as we see them, standards of performance and are con-
tinually being raised. No one person or group of people, such as the staff of the
Bureau of Standards, could possibly produce the continuity of improvements in
performance standards for motor vehicles as has been the results of a very
highly competitive industry.

In regard to H.R, 880 and H.R. 883, I am cognizant of two significant state-
ments indirectly pertaining to the subjects of these bills which were made dur-
ing the past year.

One is the report of our committee on engineering and vehicle inspection,
which asserts that after a study and investigation of a great many kinds of
specialized safety equipment, none has ever been discovered which, by itself,
will eliminate traffic accidents.

The other authoritative statement is contained in the report, “The Federal
Role in Highway Safety” submitted to the Congress in March 1959 by the
Bureau of Public Roads following an intensive study made pursuant to a
provision of the Federal-Aid Highway Act of 1956. 1t reads:

“Drivers and others commonly misunderstand accident causes and tend to
overgeneralize, emphasizing one cause above all else, The driver, his vehicle,
and the roadway are in practically every motor vehicle accident, but there are
also a welter of environmental conditions, including weather, traffie, light, social,
medical, and psychological variables, as well as pure chance. These constantly
act and interact with the three principal factors and are equally there when
the accident takes place. The single factor attack on safety calls for action
against accident-prone drivers, alcohol, furnpike monotony, speed, horsepower,
need for stiffer laws and police crackdowns, and ofher single corrective steps.
The point is that many and sometimes all of these may be of consequence, and
undue emphasis on any one to the neglect of others may impair the planning of
an adequate highway safety program. Any one wholly effective solution to the
traffic-accident problem would itself destroy highway transportation.”

The record bespeaks the validity of the statement I have just quoted. If
we look at the performances of the several States in the field of traffic safety,
we find that those which have tackled the problem with a broad and balanced
program, have consistently achieved the most tangible results in accident
prevention.

In regard to H.R. 1346, we fully support the purpose of the bill, but believe
it is at least 5 years premature,

The Governors' conference, a few yers ago, created a special committee to
study the highway safety problem with Governor Ribicoff of Conneeticut as
chairman. During the period of study, the committee visited Detroit to ascer-
tain what the automotive industry was doing to improve the safety of motor
vehicles and motor vehicle equipment. While in Detroit they learned, to the
surprise of some committee members, of the longstanding program of cooperative
work between the antomotive industry and our association. The history of
this program was outlined to them, along with the progress and improvements
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made. In its report to the 1958 conference, the committee reviewed the progress
and improvements which had resulted from the program and included a recom-
mendation that the conference request our association to act as a coordinating
agency for all the States in the matter of safety and design of motor vehicles
and equipment. We accepted the assignment and our president will make the
report to the Governors' conference next month eovering the past year.

Althongh only one automobile model year has intervened since we accepted
the assignment, and this was not a year in which major design changes were
scheduled, it is possible to report several specific items of progress in vehicle
equipment and safety. These include the completion of the most recent improve-
ment in the sealed beam headlamp; a trend to wider stance cars and better
stability on the highway; an improvement in rear vision through increases in
rear glass areas; the stimulation by our committee on further research on rear
vision problems by the industry; general improvement indicated in brake
designs, brake linings and brake cooling; the completion of studies for improv-
ing the visibility and effectiveness of front turn signals and schoolbus warning
signals; and, the general installation by the industry of longer life mufllers.

It is generally agreed that one of the weakest links in the entire traffic safety
movement is our lack of knowledge as to the real causes of accidents. We
know many of the factors that can be involved in accident situations, but when
we get down to specific accidents, in all too many instances we simply lack
information on which of the many possible contributing factors was really
responsible for what took place.

Lacking information on the real causes of accidents, we have spent a great
amount of time and effort concentrating on “circumstantial” causes. It seems
to me we need much, much more research into the caunses of accidents, and
into the many still unexplored regions such as the important one of driver
behavior. Many agencies, particularly colleges and universities, could make
important contributions by undertaking trafiic safety research. The Congress
could provide the stimulus for this work through Federal aid as it has done in
the highway program and many other Federal-State undertakings.

I thank you.

Mr. Roperrs, It is our pleasure at this time to ask Dr. Albert C.
Chapman., Chief of the Division of Accident Prevention, Public
Health Service of the Department of Health, Education, and Welfare,
Washington, D.C., to come to the witness stand.

It is with a great deal of pleasure that the Chair welcomes you to
the hearing, Dr. Chapman. I know of your own interest in this
matter of highway safety. I recognize you as one who has con-
tributed greatly to this field. You may proceed.

STATEMENT OF DR. ALBERT L. CHAPMAN, CHIEF, DIVISION OF
ACCIDENT PREVENTION, PUBLIC HEALTH SERVICE, DEPART-
MENT OF HEALTH, EDUCATION, AND WELFARE

Dr. Crzapymanx. Mr. Chairman and members of the subcommittee,
you have shown such dedicated interest in the safety of the American
people that I want to commend you.

I come here this morning without final position from the Depart-
ment of Health, Education, and Welfare. This will be prepared and
forwarded to you very shortly. In the meantime I may read a state-
ment as Chief of the Division of Accident Prevention.

While HLR. 1341 does not so provide, the House Committee on
Interstate and Foreign Commerce, in reporting favorably on a similar
bill introduced last year stated, and I quote:

Before any standards are prescribed the Secretary shall give adeguate notice
to provide all interested persons opportunity to present views and suggestions.
It is expected that the Secretary will consult with and consider suggestions
from the automobile manufacturing industry, the U.S. Public Health Service,
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other Government agencies, expert in the field of medicine and surgery, engineers,
experts in the field of safety, and any others that might be of assistance. There
is no reason why the requirement made by the Secretary should work any hard-
ship on industry or Government.

The Department, through the Public Health Service is conducting
studies in the field of automobile accident prevention and is vitally
interested in any method which will help reduce the number of auto-
mobile accidents and resulting injuries and deaths.

In 1959 as the record will amply testify there were, approximately,
37,000 fatalities from automobile accidents reported to the Public
Health Service national office as vital statistics.

The National Health Survey, published by the Service, estimated
that there were 4,172,000 injuries resulting from motor vehicle acei-
dents during that year. This loss of life and injury to persons has
made highway accidents one of our leading health and safety problems.

Experts generally agree that the human factor, rather than mechani-
cal inadequacies of motor vehicles is the cause of many accidents.
Nevertheless improvements in design and equipment of cars can, to a
great extent, compensate for this factor, not only from the point of
view of accident prevention, but even more from the standpoint of re-
ducing the severity of injuries when accidents do occur.

Considerable knowledge already exists which, if utilized by motor
vehicle manufacturers, would tend to reduce at least the severity of
injuries suffered in such accidents. For example, we believe that seat
belts, or, at least anchorage for seat belts, should be standard equip-
ment for passenger cars and buses; that seats should so be anchored as
to lock them into position; that there should be crash padding of the
dashboard, the roof, and other areas of the vehicle, against which pas-
sengers might be thrown; that there should be improvement in the
steering wheel, in addition to the recessing of the post; and that the
interior of the car should, so far as possible, be clear of dangerous
knobs, sharp edges, etc.

Such improvements have been strongly supported by safety engi-
neers, research experts, and physicians, for in the report completed by
the Department of Commerce, pursuant to section 1117 of the Federal-
Aid Highway Act of 1956, it shows that usually the users of seat belts
have 60 percent less chance of in]jury than nonusers who remain in the
cars in a crash, and 80 percent less of injuries than nonusers thrown
from the car.

To be sure, there are practical limitations. The effectiveness of seat
belts as a safety device 1s a frequent failure of individuals to use them,
even if available. However, it seems clear that the adoption of seat
belts and other reasonable safety standards by the Federal Government
could play an important role in stimulating Tublic demand for safety
devices on all vehicles, as well as substantially reducing the severity
of injuries resulting from accidents involving federally owned vehicles.

In this connection it should be noted that Fedreal supply standard
122, promulgated by the General Services Administration, provides
an option under which agencies may order seat belts in motor cars.

Recently, the automobile manufacturers indicated that anchorage of
seat belts in the front seat would be standard feature in the 1962 car
models. This important first step would facilitate installation of such
seat belts in any passenger automobile whether or not purchased by
the Federal Government. If, however, in line with the desirable
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objective of this bill the Federal Government is to provide effective
Jeadership in promoting safety devices by its example, then any action
toward this end should begin with adequate provision for financing
the adquisition of the additional equipment indicated.

The present $1,500 statutory cost limitation for passenger cars and
$1,950 for station wagons, currently specified in Public Law 86, sec-
tion 201, has been held to include the original cost of the vehicle as
well as all equipment or accessories which are currently attached.
That is, permanently attached to and becoming a part of the vehicle,
and which contributes to the comfort and convenience of the passen-
gers and the operation of the passenger-carrying vehicle. Thus if
is apparent that the current cost limitation makes it virtually impos-
sible for the Federal Government to install any additional equipment
that might carry useful safety purposes, or to purchase models in-
corporating certain safety features m their design, notwithstanding
the basic authority of the General Services Administration to amend
procurement standards so as to require or permit, such safety equip-
ment or features. We, therefore, snggest the desirability of exempt-
ing such safety features or devices from the ceiling on the purchase
price of Government cars, or by appropriately adjusting or remov-
g the ceiling. Once the price barrier is removed the choice between
leaving achievement of the bill’s objective entirely to executive ini-
tiative or, on the other hand, enacting a legislative mandate is, from
our point of view, a lesser consideration. IHowever, whether in con-
nection with action on the dollar ceiling or otherwise, it would seem
appropriate that Congress should make clear that Federal leadership
is here the incorporation in specifications for Government cars of spe-
cial requirements of safety features in nonstandard and passenger
automobiles produced for the general market and is considered com-
patible with the overall objective of economy in Federal procurement
operations.

In the event that the committee believe it necessary to further
supplement existing procurement authority through legislation along
the lines of H.R. 1341 then, in addition to a revision of the present
dollar ceiling as above indicated, some technical revision of the pres-
ent bill might be desirable.

One, the bill would provide that ne motor vehicle manufactured on
or after the effective date of this section shall be acquired by purchase
by the Federal Government unless such motor vehicle is equipped
with such reasonable safety devices as the Secretary of Commerce
shall require.

The clear implication of this language is that prescribed safety
devices should be mandatory equipment on vehicles at the time of
purchase of the vehicles by the Federal Government.

While this is desirable in general, an inflexible requirement of this
kind would, for instance, prevent the immediate ulitization of safety
devices where available in the form of accessories and subassemblies
until such time as structural changes necessary for the best placement
of the safety device on a new vehicle can be made by the manufacturer.

Further, we question whether 2 years and 90 days, the maximum
time allotted by the bill for the automobile industry to meet the ini-
tial standards “promulgated under the bill, would prove adequate
in certain instances. An approach emphasizing flexibility as to both
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how and when safety devices may be installed would seem likely to
vield the best results.

We assume that consideration will, also, be given to the feasibility
providing for the addition of certain equipment; for example, safety
belts to vehicles already owned and operated by the Federal Govern-
ment at the time of the enactment of the bill.

On the question of whether, if legislation along the lines of H.R.
1341 is favorably considered, the Secretary’s responsibility for the
promulgation of safety standards should be lodged in the Department
of Commerce, proposed by the bill, or in the General Services Ad-
ministration, as under existing procurement law, or elsewhere, I
have no recommendation to make as to that.

I will be happy to answer any questions you might ask.

Mr. Roeerrs. Thank you, Dr. Chapman. I appreciate your very
fine statement.

If I recall, you testified on similar legislation before the subcom-
mittee of the Senate last session.

Dr. Caapman. That is right.

Mr. Roperrs. I believe that at that time the Department of Health,
Education, and Welfare reported favorably on that legislation?

Dr. Caapsmax. That is right.

Mr. Roperts. I noted from what you had to say about the legisla-
tion that 2 years and 90 days might not be sufficient for preparing to
add these devices to cars as standard equipment. Will you give us
your thinking along that line? How much additional time do you
think might be required ?

Dr. Caapmax. I believe that depends on the complexity of the
change in design that might be required by a proposed safety feature.
In other words, the features that have been proposed to date have
been relatively simple and I think do not ful\ in this category, but
there might be revolutionary new design features that would require
considerable remodeling of the basic car design which, conceivably,
could require more than this period of time.

Mr. Roserrs. At the present time do you think that it would re-
quire additional time to add such devices as crash pads, recessed
steering wheels, and overhead sections in the form of additional crash
padding and padding on, say, the visors? Would that require addi-
tional time?

Dr. Cuapman. No, sir.

Mr. Roperts. Do you think that most of that type of device about
which we already know is either on the drawing boards or is offered
as optional equipment now, would add greatly to the initial cost of
the car?

Dr. Craryan. That is a relative question. I feel, however, that
safety is as important a feature for a consumer to purchase as is
power or the ability to move from one place to another. In other
words, safety is as logical and reasonable to be paid for as for horse-
power or appearance or any other quality that we purchase when
we buy an automobile.

Mr. Roserts. Relative to what the changes will cost the American
public, a survey was made by your Department under the authority
of the act of 1956, was it not, with reference to the cost of injuries?

Dr. Croaparan. Yes.
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Mr. Roserts. Will you elaborate a little on the number of injuries,
oive us some estimate of the costs of hospital and doctor fees, drugs,
insurance premiums and the like? Pleade give us a little information
on that.

Dr. CaapymaxN. I can give you some of that. The remainder I
would like permission to incorporate in the record.

Mr. Rogerts. You may do so without objection.

(The information follows:)

It is estimated that the total cost of motor vehicle injuries in 1959 was $4.1
billion. These costs include $1.6 billion in wage loss, $150 million in medical
expenses and $2.4 billion overhead costs of insurance. In addition to these
costs of injuries, the estimated cost of property damage in motor vehicle
accidents was $2.1 billion, resulting in an overall cost of $6.2 billion.!

Dr. Cuapyman. In addition, T would like to give you some general
figures. Each year, as has been testified, accidents kill more than
90,000 in the United States. There were 92,080 killed in 1959. They,
of course, have become the fourth leading cause of death in the total
population.

The first cause of death in all age groups, from 1 to 35.

Forty percent of these deaths are due to motor vehicle accidents,
that is, a total of 37,910 in 1959.

The National Health Survey shows that there were 46 million
injured annually in their most recent estimate. More than one person
in four is injured every year; 38 million of these received medical
care: 10 million incur a bed disabling injury; and 1.7 million require
intake into hospital for care.

Each year injuries result in about 424 million days of restricted
activity ; 114 million days of bed disability ; and 107 million workdays
lost.

In 1959 in an estimate of the accident burden, Hospital Bulletin
104 of the American Medical Association, shows there were 50,000
beds required to care for accident victims in that year. Of course,
this rises each year.

In 1959 the estimated expenditures for accidents was $13 billion.
These are the kinds of figures that have been given concerning the
financial burden caused by accidents in the United States. It is a
tremendous figure.

Mr. Roperts. Those are all of the questions I have. I thank you,
Dr. Chapman.

Mzr. Schenck of Ohio?

Mr. Scuexck. I want to join the chairman in commending you on
the presentation you have made.

I notice that you have said that the Department of Health, Educa-
tion, and Welfare will have a statement sent to the committee in the
near future.

Dr. Crapaaxn. Yes, sir; very shortly.

Mr. Scuexck. You referred in your statement to the fact that
human failure was causing a large percentage of the fatal accidents
and the nonfatal aceidents.

Dr. Caarya~. Yes, sir.

Mr. Scaexck. Rather than mechanical defects or car construction.
I am wondering upon what you base that sort of figure.

i Sgurece : Estimates by National Safety Council, Accident Facts, 1961 (p. 13).
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Dr. Crapman. In the last 3 or 4 years the Public Health Service
has had increased funds for accident prevention research. This has
increased from about $86,000 in 1956, to the present figure of
$1,482,000.

A growing amount of these research funds is being sent to support
research to validate this very assumption or hypothesis. In other
words, we believe that driver education will so condition a young man
or young woman that when he or she drives a car he or she will
drive within the limits of the car’s capacity to behave, and with
their own physical, physiological, and psychological limitations.

Other studies are being mounted to see what effect there is on per-
sons who have had moving violations by referring them to traflic
schools or to group therapy situations, to see whether it will so
change attitudes that they will continue then, after this experience, to
behave in a safe manner while driving cars. In other words, the
modern car, although it, certainly, can be improved from the view-
oint of safety, is capable of being handled safely in most situations
)y most people. The greatest difficulty is when people exceed their
own limitations or ask more of the car than the car has to give. And
a great deal of research must be done to thoroughly and scientifically
evaluate these limitations and how we can improve the performance
of the individual.

Mr. Scuexck. That is from the standpoint of overdriving ?

Dr. Caarman. Yes, sir.

Mr. Scuexck. T assume, Dr. Chapman, that part of your research
work is being done by various grants?

Dr. Cuaryman. Yes,sir.

Mr. Scuexck. Including such studies as, perhaps, are still going
on at Harvard ?

Dr. Ciapmaxn. Yessir.

Mr. Scuexck. Were they not approached from the standpoint of
single car accidents caused from s-:in,t:l]e car accidents ?

Dr. Cuapyman. That is right. There are so many variables in an
accident situation that to do research work on it you try to get the
sim}:lvﬁt situation to begin with, and even then it is very complex.

Mr. Scuexck. You are approaching it from the standpoint which
1s much the same as the various agencies having to do with aircraft
movements?

Dr. Cuapyan. I think a great deal can be garnered by that ap-
proach.

Mr. Scnexck. Yes sir.  As T recall it was your department which
was quite interested in encouraging the construetion of so-called simu-
lators that are being used in connection with the various driving
courses throughout the country ?

Dr. Caarman. Yes sir,

Mr. Scuexck. Is that still going forward?

Dr. Caapman. We held a national congress on simulation. And
when I say we, I mean the Automotive Safety Foundation, Bureau of
Public Roads, and the Public Health Service of the Department of
Health, Education, and Welfare. It was held in Santa Monica, Calif.,
in February. There was great enlightenment on the part of the pro-
fessional people there concerning the value of, the need for, and the
use of high fidelity simulation devices that could be used for research
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concerning all phases of driving situations, not only human behavior,
but, also roadway design and car design.

Mr. Scuexck. You feel that such equipment is very helpful?

Dr. Caapmay. I think it would solve many of our problems in a
much shorter time than if we did not have it.

Mr. Scuenck. Do you think that there is a greater degree of ex-
change of information and cooperation among the departments of
government today, and that there is no overlapping in the cost?

Dr. Cuarmax. The needs are so great, sir, that the problem is the
lack of resources in terms of manpower, funds, and so forth, rather
than duplication. I believe I know of no serious area of duplication or
overlapping, but a growing amount of interdepartmental cooperation
is evident.

Mr. Scuexck. They are going forward with a great deal of ef-
ficiency ?

Dr. Cmapyman. Yes.

Mr. Scuenxck. Further in your testimony you indicated that the
dollar ceiling cost at the present time of automobiles purchased by
the Government does not make provision for these extra safety devices;
therefore, as I recall it, you recommended that the cost of these devices
be permitted above and beyond the limitations for the purchase cars,

Dr. Cuapman. That would seem reasonable, sir.

Mr. Scuexck. I was wondering, therefore, whether or not you have
any comparable figures available as to the cost to the Federal Govern-
ment resulting from injuries and loss of time of Federal employees as
compared to the cost of these additional safety features or additional
safety equipment?

Dr. Cuaapmax. I think that ean be provided for the record, Mr.
Schenck.

Mr. Scaexck. Will you do sof

Dr. Cuapman. Yes.

Mr. Scuexck. Thank you very much.

Mr. Roserts. That information will be made a part of the record
at this point without objection.

(The information follows:)

Vehicular work injuries sustained by Federal employees—Calendar year 1957

Nonfatal
Average cost to the Government of each fatality . ___ $37, 9500. 00
Average cost to the Government of each nonfatal injury £379.37
Contract price to the Government of a seat belt (without installa-

$3.18

Number of Government motor vehicles as of June 30, 1960 (not in-
cluding troop vehicles and buses of the Department of Defense) :
Sedans 37,995
Ty Cmie TR T T e R S e S A R S S S N RS 7,945
Mr. Rocers of Florida. I have enioved vour testimonyv this morn-
ing, Dr. Chapman. I wonder if you could give Mr. Thompson and
me a little background. I am not as familiar with this subject as
Mr. Roberts and Mr. Schenck. Familiar, that is, with all of the
functions of your group in the Department. Therefore, Mr. Thomp-
son and myself might be helped if you would tell us the functions of
your particular division, the amount of your budget, and the number
of personnel you have. g
70706—061——4
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Dr. Caarymaxn. Yes, sir.

About 4 years ago the American Public Health Association and the
Public Health Service, were confining their interests primarily to
home safety. Since that time there has been a broadening of interest
and a change of policy, so that our interest in accident prevention
is an across-the-board one on the principle that accidents all have a
common denominator. In other words, if a person is crippled they
may have an automobile accident. They may fall down stairs. Or
they may have an accident at work.

So that in our research we are interested in the basic causes of
accidents rather than just the superficial causes.

This broadened our interests to include research and studies in the
entire accident prevention field.

Certainly, the charter of the Public Health Services is directed,
primarily, toward State and local health departments. This has
permitted an entree on a broader scale to the medical and scientific
professions. In other words, an example I might give is the coopera-
tion of the State Health Officers with the motor vehicle administra-
tions in mobilizing State medical societies to form committees that
will assist in evaluating the driving ability of epileptics, persons
with heart diseases, those with arthritis, ete.

So, primarily, we are interested in doing safety research which
applies to underlying causes of accidents.

And, secondly, to assist State and local health departments to
engage more cooperatively in the entire field of accident prevention
with State and local agencies and to stimulate interest and to en-
courage the entrance of the medical and associated professions into
the field of accident prevention wherever possible.

Mr. Rocers of Florida. What is your budget ?

Dr. Cuapyman. Our budget for this year—I can only give yon that
in rough terms. } :

Mr. Rocers of Florida. That will be all right.

Dr. Cunapman. It is approximately $3 million. That includes
$1,482,000 for basic research which was included in our budget for
the first time this year, that is in the 1962 budget.

Mr. Rocers of Florida. How many personnel work under you?

Dr. Cuarman. We have a budget in 1961 that will permit the
employment of 122 persons. This does not include the persons em-
ployed under researcL grants,

Mr. Rocers of Florida. Approximately how many personnel would
you say are under research grants?

Dr, Crzapaan. I could not give you that figure.

Mr. Rocers of Florida. Will you supply that for the record ¢

Dr. Caapaax. Yes, sir.

Mr. Roserrs. That will be made a part of the record at this point.
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{The information follows) :

Number of personnel employed in aceident prevention research projects sup-
ported with PHS funds, Mar. 1, 1961

Full time | Part time

Traflic :
Other than traflic:
Poisoning
Farm
Home
Childhood
Athletie. ...
Aviation

Total.....

Mr. Rogers of Florida. And the type of research projects?

Di. Crarmax. We have 33 of those projects underway now.

Mr. Rocers of Florida. How many of the personnel that you have
are actually engaged in research for automobile safety !

Dr. Crzapyman. The types of research we do, other than the basic
research, is what we call applied research.

We have about 28 people who are doing, in some way or other,
epidemiological studies, statistical analysis dealing with the whole
field of accident prevention and improving automotive safety.

Mr. Rocers of Florida. Do you have anyone devoting his time
and effort to working on safety features for automobiles, would you
say!

Dr. Criararan. We have one position and one safety expert and
a small staff that is engaged, primarily, in various areas of traflic
safety. It is an extremely small operation. We do, however, work
cooperatively with many other committees, groups, agencies, and or-
ganizations n taking part in these broader act 1vities.

Mr. Rocers of Florida. I realize that. I wanted to know what the
actual budget is. That is, the actual number of personnel in the
Department. of Health, Education, and Welfare who have as their
main purpose research on safety features for automobiles.

Dr. Cuapman. I would say that there are none, except in the re-
search grant area.

Mr. Rocers of Florida. And can you furnish for the record those
figures ?

Dr. Caapryan. Yes, I can,sir.

Mr. Rogerrs. That will be made a part of the record at this point,
without objection.

(The information follows:)

STATEMENT

As of March 1, 1961, there were approximately 20 full-time and 32 part-time
employees of research projects supported with PHS funds which have as their
main purpose research on safety features for automobiles.

Mr. Rocers of Florida. Otherwise, you say it is practically nothing ?

Dr. Caapman. Yes, sir.

Mr. Rocers of Florida. Who do you feel should handle safety
research for automobiles if we decide that the Federal Government
should do more work along this line? What would be your recom-
mendation as to that? Do you have any feeling on the subject ?
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Dr. Craraan. I feel that the Public Health Service has a unique
eapacity, through its research grant mechanism, to perform a great
deal of this type of research, but I would not feel competent to say
that all of the research or any considerable part of it should be limited
to the Public Health Service area.

Mr. Rocers of Florida. Do you feel there is an area there where
such work could be done ?

Dr. CuarmaN. Yes, sir. It has proven itself in other areas such
as disease, heart, cancer, mental illness, and so forth. There is no
reason why the same mechanism is not equally as effective in studying
the basie cause of accidents.

Mr. Rocers of Florida. As I recall, you gave figures generally for
accidents overall ¢

Dr. Caarmaxn. Yes, sir.

Mr. Rocers of Florida. There were some 40-million-odd ¢

Dr. Crapyman. That is right, 46 million persons injured.

Mr. Rogers of Florida. And there were 90,000 deaths in accidents?

Dr. Caapsmax. That is right.

Mr. Rocers of Florida. Of which 40 percent——

Dr. Caarsan. Forty percent, yes, were motor vehicle deaths.

Mr. Rocers of Florida. Well, automobiles?

Dr. Caapmax. Yes, sir, that is right.

Mr. Rocezs of Florida. Would you say that 40 percent of the per-
sonnel you have working on research, on accidents, are devoting their
time to phases of automobile accidents?

Dr. Cuaraman. No, sir, but I would say that the percentage is grow-
ing as the Public Health Service and other public health groups are
accepting the poliey or the philosophy that accidents have a common
base. And, therefore, a study of the basic causes of traflic accidents
are as important as studying the basic causes of home safety and home
aceidents and farm accidents and so forth.

Mr. Rocers of Florida. What I am trying to point up is whether
you have neglected the field. It has been shocking to me to find so
little research when 40 percent of the causes of the accidents are caused
by automobiles, and here we have practically no work being done on
safety features on automobiles.

I think this is something that presents a very grave challenge to
this subcommittee, Mr. Chairman, to get into this whole field.

We had a representative from the Department of Commerce the
other day who came here to testify. We were surprised to find out
how little was being done on the approach to that particular subject
before us. The chairman indicated that it was very difficult to even
find a policy. It was hard to get the Department to say how they
even felt about these matters.

Your statement that they had been encouraging, though we have
not had an official departmental report, is surprising to me. I do
not see how we can make this decision unless each department will
come up at a time we ask for the information and presentit. I realize
that that is not your responsibility, but the more we go into this
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roblem of safety the more I am amazed as to how little we are doing,
Low much needs to be done, and how little emphasis has been placed
on this subject. There is a crying need for some more work in re-
search to be done in this field. "I am very hopeful, and I have talked
to the chairman about this matter, that we can really go into this
a great deal more and to have the Secretary come here and see if we
cannot work out an effective research program to cut down one of the
major causes of death in this field.

Dr. Caarman. Thank you.

Mr. Roperrs. I would, certainly, like to commend the gentleman
from Florida on the very fine statement he has just made. 1t gives the
Chair a lot of encouragement. I hope that we can place this problem
in its proper perspective.

I mioht mention that I think that during the hearings a few years
ago a 591):111:11911(1 of the industry stated that relatively speaking we
were spending no money in research in this field. I think he used
this comparison, that we were spending about 70 cents per injury
and about $2.50 per death, whereas in the field of polio we were spend-
ing at the rate of $10,000 per injury, and I believe in some cases it is
as much as $20,000 per fatality in that field. And yet you can see how
much we have accomplished in the one field and how little we have
accomplished in the other field.

We recognize, too, that in the people who have the most to give, the
most to hope for, the young people, those up to age 24, traffic accidents
is the greatest killer of all. These young people are going to take
over the reins of leadership and they will be our leaders in the pro-
fessions, in the sciences, and in all of the other fields. And here they

are being taken away before they have a chance to give us any con-
tribution from their education and the effort that has been spent in
trying to educate them.

It 1s very discouraging.

This is not any eriticism of you, Dr. Chagnmn, or your Department.

It is, however, very discouraging to this subcommittee to have happen
what happened here last Friday when the Department of Commerce
came up without any investigation into the matter and without any
recommendation as to a rather small step, that of trying to establish
some standard as to a product in interstate commerce, so as to protect
the consumers. '

_ I would like, also, to commend you for the fine work you have done
in this field. I know you have been one of the people who have spent
a lot of time and effort in this field, and one who has a lot of ability.
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Mr. Tromson. Mr. Chairman, I have the impression that the most
dangerous place to be was in your home or on your way to work—that
was the most accident-prone situation. What has been the improve-
ment as to accident prevention as between the home, the highway,
and industry?

Dr. Caapman. In that we have had a strong motivation to improve
the accident prevention situation because of the high costs involved in
work loss. 1 have a chart before me which shows the death rates
from work accidents in manufacturing.

The accidents from 1935 to 1957 dropped from 25 per hundred
thousand workers to i1. This is a very definite improvement and
by far the greaiest improvement that we have noted.

In home accidents there has been a decreasing number of deaths
per hundred thousand.

In deaths from ingestion of poisonous substances there has been
a decrease.

But in the case of the automobile, while there has been a decrease
in the number of deaths per hundred million miles traveled, the
increase in the growth of population, the increased number of cars,
and the increased number of miles traveled, has neutralized the de-
crease in the mileage death rate, so that we have held approximately
the same level of total annual motor vehicle deaths.

There is one statistic, it seems, that should be noted, that is, that
although deaths per motor vehicles, led the list, the injuries from home
accidents exceed the injuries from automobile accidents; in other
words, there are many more minor injuries in the homes. Automobile
injuries tend to be more often fatal and more severe than home

injuries.
Mr. Tuomson. Do you have charts available to put in the record?
Dr. Ciapman. Yes, sir.
Mr. Tromson. 1 would like to have them inserted.
Mr. Roserrs. Without objection, that will be made a part of the
record.
(The charts follow :)
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DEATH RATES FROM WORK ACCIDENTS
(rates per 100,000 workers)

MANUFACTURING INDUSTRY - UNITED STATES 1933-1957

If workers in the manufocturing industry
continved to be killed in the forties and
fifties at the rates that prevailed in the
thirties 63,283 would have died instead
of 44,300. 18,983 lives and over
700,000 man years of life were saved
by safety programs in the manufacturing
industry.

DHEW-PHS Accident Prevention Program
Division of Special Health Services
Jonuary 1959
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DEATHS FROM MOTOR VEHICLE ACCIDENTS'
AND FROM WORK ACCIDENTS
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DEATH RATES FROM INGESTION OF POISONOUS SUBSTANCES
PERSONS UNDER FIFTEEN YEARS OF AGE
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Mr. Tromsox. How extensive is your research—do you go into the
same in regard to trailer accidents?

Dr. Cinapman. The basic research that is done is oriented to the
interest of the research workers; in other words, research workers
from any place in the United States can apply for a grant. The
validity of the research, the ability of the man who is doing it, and
the thing at which he is aiming in the research is evaluated. On the
basis of these factors, he is either granted the money or he is not
granted the money. If money is not granted, the research project
may be approved and held in abeyance until money is :n‘uilnhic. So
that we do not direct or control the direction of the research.

Much of this research, though, in the last year or two is being
directed toward various phases of accident prevention on the highway.
That is, in such fields as human behavior, car design, crash injuries,
et cetera.

Mr. TuomsoN. Would you have any statistics on accidents caused
by the breaking or the failure of trailer hitches?

Dr. Crapyan. No,sir.

Mr. Taomson. I know one trailer hiteh that broke last summer, and
the trailer came down the side of the highway and destroyed an
entire family of people. I would like to have somebody look into that
phase of it.

Dr. Cuarmaxn. This has happened in the case of boat hitches.
Many of them are being purchased and they are traveling all over the
country on the highways. That is a potential cause of trouble. We
are trying to improve our collection of data, but as yet it is not
adequate enough to bring forth all of the factors that we are in-
terested in.

Mr. Tromson. I have no further questions.

Mr. Scaexck. Mr. Chairman, I just want to say this. Last Satur-
day, I believe, in my home city of Dayton, Ohio, three people were
killed, three very seriously injured in an automobile accident. In this
accident the car, I am told, was going at too high a rate of speed. This
particular boulevard on which this occurred runs alongside of the
river. One lady was thrown out of the car into the river.

I am wondering if you have any information as to the importance
of keeping people in the car by various devices, such as seat belts, door
locks, et cetera?

Dr. Craraan. Yes, sir. That information is available. It was de-
veloped through the Cornell crash injury studies. The data you want
previously has been placed on the record. Reliable studies show that
deaths and serious injuries were reduced more than one-third by the
use of seat belts. This is a very conservative statement.

Mr. Scuexck. Would you say that they were reduced by one-third
by the use of the seat belts?

Dr. Cuararan. Reduced by one-third, yes, sir.

I just read in the paper this morning of a man who was killed out in
the country by being thrown out of the car. I very often ask people if
when they pick up their morning paper and see a story about a car
fatality they will note how often it says that the person was thrown
out of the car and killed. I think that this is a very conservative
estimate.
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Mr. Scuexck. Of course, that is based on the fact that if a car is
going at any rate of speed, say, for instance, 30 miles an hour and is
stopped suddenly by hitting some other object, the people in the car
continue to go at the rate of 30 miles an hour in the car?

Dr. Craarmay. Yes, sir.

Mr. Scuexck. Until they stop.

Dr. Caapyan. Yes, sir.

Mr. Scuenck. So if anything slows up their movement it would be
easier on them and would be a very definite safety factor?

Dr. Cuapman. Yes. A seat belt would permit the engineer to so
design the area of head impact that the forces will be spread. There
will be much less chance for head fracture.

Mr. Scuenck. Has your research developed any information as to
the kind and quality of padding that is necessary in these crash pad
areas?

Dr. Craparan. There has been research there.

Mr. Souexck. Foam rubber, I understand, is insufficient—it is not
firm enough—is that your understanding ?

Dr. Criapman., That is my understanding. There are variations in
quality, in the shock absorbing qualities between various substances.

Mr, Scunexck. And that is important.

Dr, Citapmax. That is extremely important.

Mr. Scuexck. Thank you. That is all.

Mr. Roserrs. Dr. Chapman, I have one more thing before you leave.
Right after you finished your testimony, I asked if the Department
last year had approved this bill at the Senate hearings, and I believe
you answer was that it had !

Dr. CaHarman. Yes.

Mr. Roperts. I have a statement by the Honorable Arthur S. Flem-
ming, then Secretary of the Department of Health, Education, and
Welfare. I think it would be of interest to have it included in the
record at this point.

It is a Jetter from Secretary Flemming to Senator Magnuson. And
without objection T would like to include that following the testimony
of Dr. Chapman. Again, I would like to thank you.

(The letter follows:)

DepARTMENT OF HEALTH, EpUcATION, AND WELFARE,
May 31, 1960.
Hon. Wagrrex G. MAGNUSON,
Chairman, Committee on Insterstate and Foreign Commerce,
U.S. Senate, Washington, D.C.

DeEar Mg. CHAIRMAN : This letter is in response to your request of September
9, 1959, for a report on H.R. 1341, a bill to require passenger-carrying motor
vehicles purchased for use by the Federal Government to meet certain safety
standards.

This bill would forbid purchase of passenger-carrying motor vehicles (except
certain military vehicles) for use by the Federal Government unless they are
equipped with snch reasonable safety devices as the Secretary of Commerce shall
require, and such devices are in conformance with commercial standards pre-
seribed by him. The standards first established would have to be prescribed and
published not later than 1 year after enactment of the bill, but the prohibition
against purchase of automobiles not meeting the Secretary’s requirements would
apply only to vehicles manufactured on or after the expiration of 1 year and 90
days after publication of the Secretary’s initial standards. The effective date of
any changes in such standards would be deferred for a like period after
publication.
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‘While the bill does not so provide, the report of the House Committee on Inter-
state and Foreign Commerce in reporting favorably on this bill states :

“Before any standards are prescribed, the Secretary shounld give adequate
notice and provide all interested persons opportunity to present views and sug-
gestions. It is expected that the Secretary will consult with, and consider sug-
gestions, from the automobile manufacturing industry, the U.S. Public Health
Service, other Government agencies, experts in the field of medicine and surgery,
engineers, experts in the field of safety, and any others who might be of
assistance.

“There is no reason why the requirements made by the Secretary should work
any hardship on industry or the Government™” (H. Rept. 715, p. 6).

This Department—which, through the Public Health Service, is condueting
studies in the field of automobile accident eausation and prevention—has a vital
interest in any method which will help to reduce the number of automobile
accidents and resultant injuries and deaths. In 1957 there were approximately
388,500 fatalities from automobile accidents reported to the Public Health Serv-
fce’s National Office of Vital Statistics. The National Health Survey, published
by the Service, estimated that there were 4,700,000 injuries resulting from motor
vehicle accidents during that year. This loss of life and injury to persons has
made highway aceidents one of our leading health and safety problems.

Experts generally agree that the “human factor,” rather than mechanical
inadeguacies of motor vehicles, is the cause of most accident. Nevertheless,
improvements in design and equipment of cars can to some exfent compensate
for this factor, not only from the point of view of accident prevention but, even
more, from the standpoint of reducing the severity of injuries when accidents do
oceur.

Considerable knowledge already exists which, if utilized by motor vehicle
manufacturers, would tend to reduce at least the severity of injuries suffered
in such accidents. For example, we believe that seat belts, or at least anchorage
for seat belts, should be standard equipment for passenger cars and buses; that
seats should be so anchored as to lock them into position; that there should be
erash padding of the dashboard, roof, and other areas of the vehicle against
which passengers might be thrown; that there should be improvements in the
steering wheel in addition to recessing of the post; and that the interior of the
car should, so far as possible, be cleared of dangerous knobs, sharp edges, ete.

Such improvements have been strongly supported by safety engineers, research
experts, and physicians. Information in the study recently completed by the
Department of Commerce pursuant to section 117 of the Federal-Aid Highway
Act of 1956 showed that users of seat belts had 60 percent less chance of injury
than nonusers who remained in the car in a crash and 80 percent less chance of
injury than nonusers who were thrown from the car. To be sure, a practical
limitation to the effectiveness of seat belts as a safety device is the frequent
failure of individuals to use them, even if available. However, it seems clear
that the adoption of seat belts and other reasonable safety standards by the
Federal Government could play an important role in stimulating public de-
mand for safety devices on all vehicles, as well as substantially reducing the
severity of injuries resulting from accidents involving federally owned vehicles.

The Federal specification governing procurement of vehicles by the Federal
Government is presently prescribed by the Administrator of General Services pur-
suant to his authority under sections 201 (a) and 206(a) of the Federal Property
and Administrative Services Act of 1949. Federal Supply Service Standard 122,
published by the GSA pursuant to such authority, specifically outlines standard
purchase requirements. Standard 122 makes no provision for the mandatory
use of proven safety devices not now standard equipment on motor vehicles.
(Provision is made for the optional use of seat belts.) The GSA’s specification
for vehicles, however, is a minimum requirement rather than an optimum stand-
ard. The emphasis in procurement policy is to acquire vehicles “at the lowest
prices obtainable” which will “adequately perform the services required.”
Hence, the mandatory requirements relate only to such items as are standard
equipment on all vehicles. This is also made necessary by the present statu-
tory cost limitation of $1,500 for passenger cars and $1,950 for station wagons
(see Public Law 86-7T9, sec. 201). The initiative for developing new safety
;iel;*ioes and making them available on vehicles thus rests primarily with the
ndustry.
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We believe that, in line with the objective of this bill, the Federal Govern-
ment should exercise more responsibility and leadership in developing—in con-
sultation with interested industry and other groups mentioned in the House
committee report (H. Rept. 715, p. 6)—appropriate safety devices and
standards therefor, and that, at this time, legislation would be desirable to re-
quire that vehicles purchased by the Federal Government for its own use incorpo-
rate devices so developed. Such a requirement would, in turn, promote the
manufacture and use of safer motor vehicles generally.

Some revision of the present bill seems desirable, however,

If the Federal Government is to provide effective leadership in promoting the
use of safety devices by its example, than any legislation toward this end must
make adequate provision for financing the acquisition of the additional equipment
indicated. The above-mentioned statutory cost limitation, uniformly has been
held to include the original cost of the vehicle as well as all equipment or acces-
sories which are permanently attached to and become a part of the vehicle and
which contribute to the comfort and convenience of the passengers and the effi-
cient operation of the vehicle as a passenger-carring vehicle (19 Comp. Gen.
988, 990 ; 36 Comp. Gen. 726). Thus, it is apparent that the current cost limita-
tion makes it virtually impossible to install any additional equipment which
might serve useful safety purposes. We would, therefore, urge the committee to
consider revising the bill in order to permit effective implementation of its
objectives.

Also, the bill would provide that “no motor vehicle manufactured on or after
the effective date of this section shall be acquired by purchase by the Federal
Government * * * unless such motor vehicle is equipped with such reasonable
safety devices as the Secretary of Commerce shall require * * * The clear
implication of this language is that preseribed safety devices should be manda-
tory equipment on vehicles at the time of the purchase of the vehicles by the
Federal Government. While this is desirable in general, an inflexible require-
ment of this kind would, for instance, prevent the immediate utilization of
safety devices where available in the form of accessories or subassemblies until
such time as struetural changes necessary for best placement of a safety device
on a new vehicle can be made by the manufacturer. Further, we question
whether 2 years and 90 days, the maximum time allotted by the bill for the auto
industry to meet the initial standards promulgated by the Secretary of Commerce,
will prove adequate in certain instances. An approach emphasizing flexibility
as to both how and when safety devices may be installed would seem likely to
yield the best resulls.

Finally, we assume that consideration will also be given to the feasibility of
requiring the addition of certain equipment (e.g., safety belts) to vehicles already
owned and operated by the Federal Government at the time of the enactment of
the bill

We urge that the Federal Government provide needed leadership in stimulat-
ing acceptance of proven safety devices. Subject to the modifications suggested
above we, therefore, recommend enactment of H.R. 1341,

The Bureau of the Budget advises that it perceives no objection to the submis-
sion of this report to your committee.

Sincerely yours,
ArTHUR 8, FLEMMING, Secretary.

Mr. Roegerrs. We have the Honorable Charles E. Bennett of Florida,
who has introduced a bill in this field, that all cars be equipped with
certain safety devices. It is a real pleasure and a privilege for the
Chair to welcome Mr. Bennett to our hearings. We will be glad to
hear from you now.

STATEMENT OF HON. CHARLES E. BENNETT, A REPRESENTATIVE
IN CONGRESS FROM THE STATE OF FLORIDA

Mr. Bexyere. Mr. Chairman and members of the committee, let
me thank you for the fine work in the past in spearheading this effort
which, I think, is very much needed.
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When T spoke here in 1959 for my bill to require certain safety
devices on motor vehicles, T said it was totally unrealistic to expect
automobile manufacturers to voluntarily provide safety features
needed on their cars. I confess I overstated my case—but not by
very much. On Febrmary 24 of this year the major car manufaec-
turers—Ford, General Motors, Chrysler. American Motors, and
Studebaker-Packard—made an announcement I found gratifying.
They said seat belt hardware—the floor pan anchorage for belts—
will be installed as standard equipment on their 1962 models.

Those of us who have been urging such action for several years
naturally wondered how the car manufacturers overcame their earlier
resistance to providing seat belt installations on anything other than
an optional L:lsi.u. The announcement of the new policy came at
the end of a 2-day visit to Detroit by a group of New York State
officials, most of them members of the State legislature. The chair-
man, State Senator Edward .J. Speno, had deseribed the groups’ mis-
sion as a “showdown trip” on a pending bill that would require the
seat-belt hardware on all cars registered in New York after June 30,
1962.

In other words, the car manufacturers decided to do voluntarily
what they had reason to believe they would soon be forced to do—
at least for cars sold in New York. I don’t want to disparage what
these companies have done, and in fact I want to praise them for
a policy which I believe will save some lives.

Jut legislation to require safety devices in ears is needed to get the
job done as it should be done. As I and others have pointed out
before this subcommittee, safety devices such as seat belts have only
a negative appeal, if any appeal at all, for most car buyers. If the
manufacturers weren’t sure of this, they would have decided to go
beyond installing the seat-belt hardware and would provide the seat
belts as well. As it is, the car buyer will buy the belts as an op-
tional feature, if he can be made to realize thatit may be worth his
life to do so. Most will not be so persuaded. There were an esti-
mated 134 million serious, critical, and fatal traffic accidents in 1960;
and the number this year probably will be greater. When we have
it on good authority that these deaths and injuries could be reduced
by 85 percent by the widespread use of safety belts alone, it’s surely
unwise to wait for everyone who uses our highways to finally awaken
to the importance of getting this lifesaving equipment.

I agree with the statement someone made that motorists not be
given the choice of not having the safety belt any more than they
are given the choice of buying uninspected meat.

The need is plain. Seat belts should be mandatory on every car sold.
The same is true of certain other safety features—the padded dash-
board, the recessed steering wheel post, to name a few. This isn’t
to downgrade the importance of driver education. When every new
car comes equipped with a seat belt there still will be a great need
to persuade people they should use them. My point is that the whole
job shonldn’t be left to education. If a car buyer gets safety belts
along with his windshield wiper and horn, as standard equipment
required by law, then it will be easier to teach him to use them.

It is hard for me to understand how providing necessary safety
features would make a significant difference in the cost of new auto-
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mobiles and success in selling them. According to an article in the
New York Times on March 5 of this year, to pmclme the hardware
for seat belts will cost less than 40 cents a car—this would be the
anchorage for four belts, two for the front seat, and two for the rear.
Good web belts, that nwt‘t the standards of the Society of Automotive
Engineers, range from $3 to $5 a belt. Surely car l:lnm«- won't balk
at Ihl-,, since in recent years they've got used to paying out hundreds
of dollars for chrome and tailfins. Some safety fe: rtures—the padded
dash perhaps is an example—would be more expensive, but mass pro-
duction methods should keep the cost within reason. It is well to re-
member that not many years ago turn signals were optional equipment.
Who would think of buying a car now w vithout such equipment ¢—even
at lower cost,

Mr. Chairman, my bill H.R. 903 would direct the Secretary of
Commerce to prescr ibe safet v standards and devices for motor vehicles
sold, shipped, or used in interstate commerce., He would be instructed
to assure tlw public of the safest possible automobiles without un-
reasonably increasing automobile costs. Manufacturers would have
1 to 3 years to comply with the new regulations, giving them plenty
of time to adjust their production methods.

I recommend H.R. 903 as a modest and workable proposal to give
users of our streets and highways greater protection against fatal or
crippling accidents. Thank you.

Mr. Roperrs. Thanks, Mr. Bennett. I appreciate your appearance
here before us and your extreme interest in this matter, since I know
that you have been interested in this longer than the Chair, or as
long. At least, you introduced a bill prior to this. I think that the
(mf\ difference in our viewpoint is that in your original bill you men-
tioned certain devices which should be incor ]ml(m-cl as a minimum
of such devices that should be on the cars, whereas my approach was
to leave it to the Seeretary of Commerce and the Bureau of Standards.
I think that we are, substantially, however, in agreement. The only
difference is asto the method of operation.

Mr. Bennerr. As a matter of fact, your approach may be a much
more practical approach, particularly to make a more limited ap-
proach. We could start in that field, and if it worked we could go
ahead.

I wanted to continue my original bill, because it was the bill that I
originally introduced. The original bill and the current bill do not
set up standards. It gives authority to set standards and only points
out fields in which things can be done. 1t does not conclude itself that
anything per se is safe or unsafe.

Mr. Roperts. It corroborates. At any rate, I think that you are to
be certainly commended. I hope that it could apply across the board.
Certainly, there is no objection on my part to that.

It was my feeling from having talked to people in this field that we
should start on Government purchased ears, and that we could hope
that the industry would voluntarily do that for the public as soon as
they had some demand for it or as soon as we could prove by having an
accurate body of statistics that it was something to be provided.

You may be entirely correct in your approach. And I will be glad
to cooperate with you,
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Mr. Bexyerr. Neither approach is contrary to the other. I will
be very glad to cooperate with your kind of approach. You had it
passed in the House and almost passed in the Senate. And the
prospect is fairly good that it will pass. I am in no way testifying
against your approach. I think that you have an excellent approach.

Mr. Roserts. Iappreciate that.

Mr. Scaexck. I would like to commend our very fine colleague
from Florida for the very fine job he has done and his devoted interest
as expressed in these features in automobiles. I would like to com-
mend him for his bill.

Mr. Bexnerr. Thank you, sir

Mr. Scuexck. The very first item I believe in your bill is a governor
on the cars to govern the speed, at a predetermined top speed 80 miles
or so or some other speed. I know that my colleague has specifically
listed & number of other safety features which you would like to see
incorporated in an automobile. But this is not obligatory?

Mr. Bexxerr. The language of the bill merely says with regard to
this speed of 80 miles per hour that no regulation could be put on a
governor for a speed limit lower than 80 miles an hour.

Mr. Scuexck. Well, I just wanted to point out that governors in
the past have been regarded as being not too good, because in the
matter of passing a car, the least time that you spend in passing, in
the passing lane, the safer you are. If there is a limitation by means
of a governor, when you are passing, and you have to speed up, you
are in a very vulnerable position.

The chairman and I were almost in that same situation in a test on
one of the proving grounds in Detroit. T thought we had it, because
governors are quite dangerous. They have a limitation.

Mr. Bex~err. May I make two observations about this?

Obviously, a governor on some cars, when many other cars do not
have a governor, would be extremely dangerous to have.

Obviously, if all cars were required to creep along the streets at
10 miles an hour, or 15 miles an hour, accidents could be greatly
reduced.

The bill which T have introduced does not intend to say all gov-
ernors are good. It merely intends to say that the Secretary of Com-
merce could decide that a governer would be good and to be required
on all ears, not just on some cars.

Mr. Sciexk. I want to thank our colleague and to commend him
again for the fine job he has done.

Mr. Bexxerr. Thank you all very much.

Mr. Rocers of Florida. It is a pleasure and has always been a
pleasure to have my good friend and colleague to express his views
to this subcommittee, and to have the benefit of his leadership in this
field. It is evident here by the ideas he puts forth.

It is a real pleasure to welcome him here and to support his views
that we do need a great deal of work in this field. Let me say this
off the record.

(Discussion off the record.)

Mpr. Tuomsox. I havenoquestions.

Mr. Bexyerr. Thank you very much,

Mr. Roeerts. I believe that we have one other witness today, Mr.
John A. McCart, director of legislation of the American Federation
of Government ’Employees, Washington, D.C. We are very glad
to have you here before us and to present your views.
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STATEMENT OF JOHN A. McCART, DIRECTOR OF LEGISLATION,
AMERICAN FEDERATION OF GOVERNMENT EMPLOYEES

Mr. McCart. Mr. Chairman and members of the committee, we
have watched with considerable interest the progress of this legisla-
tion in the 86th Congress. And when it was remtroduced and hearings
were scheduled we thought that it would be well to present the Federal
employees point of view.

This bill, FL.R. 1341, sponsored by Representative Roberts, has a
worthy objective—
to require passenger-carrying motor vehicles purchased for use by the Federal
Government to meet certain safety standards.

Human considerations are involved in its provisions and this fact
emphasizes its compelling advantages. .

The bill is designed primarily to protect human lives—the lives
of Federal employees who use Government-owned vehicles. For this
reason, the proposal to increase the likelihood that motor vehicles
used by the Federal Government will be safer vehicles has the indorse-
ment of the American Federation of Government Employees.

It has been noted that the House Committee on Interstate and
Foreign Commerce is genuinely interested in the importance of safety
in interstate commerce. This interest makes this committee a potent
force in the promotion of highway safety, and it has been evidenced
by the continuing activity of the Subcommittee on Health and Safety.
The bill under consideration is greatly in line with and would imple-
ment the subcommittee’s desire to promote the safer use of motor
vehicles by all persons. This would certainly be accomplished by this
bill for the nse of vehicles owned by the Government.

The need for this legislation or any measure which will promote
the safety of the persons who use motor vehicles is evident. Acecidents
involving motor vehicles cause a tremendous loss of life and destruc-
tion of property. In 1959 there were 37,800 deaths resulting from
traffic accidents throughout the country. The death rate was slightly
over 21 per 100,000 population and more than 5 for every 10,000
motor vehicles on the highways. This latter rate denotes a high
number of traffic deaths becanse of the great number of vehicles in
use—more than 71 million in 1959.

For example, Dr. Chapman testified to the effect that there are
some 38,000 deaths resulting from traffic accidents in 1959. The point
that is of particular interest is the Federal employees’ share in this
loss of life and property.

Federal employees share in this loss of life and property. Of the
100,228 eases of accidental injury reported to the Bureau of Employees’
Compensation in 1959, nearly 4 percent were caused by vehicles. Thus
the Federal Government has a responsibility to protect its employvees
in the use of the motor vehicles it provides. At the present the Federal
Government maintains a sizable fleet consisting of approximately
38,000 sedans and 8,000 station wagons. The replacement ra‘e also
involves a large number of vehicles, since it is presently maintaited at
a rate of about 10,000 a year.

There would seem to be little need for debating the desirability of
augmenting the safety features of every motor vehicle whether it is
pubicly or privately owned or used. It has been contended that
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this bill is unnecessary, in that the agency which purchases and super-
vises the use of automobiles for personal transportation already has
the authority to prescribe safety devices by the enactment of legislation
such as H.R. 1341. By so doing there would be placed in the law a

ositive requirement by Congress, as the legislative policymaking

ranch of the Government, of a method of determining minimum
safety standards for passenger-carrying motor vehicles acquired for
use by the Federal Government.

The importance of safety equipment cannot be overestimated. It
is one of the effective means of reducing fatalities and of protecting
human life and property. Of the factors involved in the effort to
advance safety on the streets and highways, the equipment of motor
vehicles with every desirable safety feature offers a large measure
of effectiveness. Programs for the education of automobile drivers
in greater awareness of danger and of the need for exercising greater
caution are limited in their potentialities. The construction of safer
highways has progressed over the years, but this factor in highway
safety is likewise restricted because of the very great cost involved.
Thus it appears that the attainment of the overall objective can in a
large measure be achieved by making certain that the vehicles placed
on our streets and highways are as safe as they can be made and
embody all those features of design and equipment that would protect
the persons who use them.

There has been over the years notable improvement in equipping
automobiles so that there is lesser likelihood of accidents leading to
injury or loss of life. This improvement has involved tires, brakes,
windows and windshields, and hghting. There is however, a need for
added safety features so as to eliminate the likelihood of those accidents
which are caused by failure in the vehicle itself.

It has been noted that a Special Committee on Highway Traffic
Safety of the House Committee on Interstate and Foreign Commerce
several years ago urged the equipping of all automobiles with such
items as crash-padded paneling, dishtype steering wheel, and safety
rlass. These items have meanwhile been adopted to a varying degree
ﬁy the manufacturers. This recomendation of the group evidences
the influence of a committee in Congress in bringing about needed
improvement. That study of highway traffic safety has been con-
tinued by this subcommittee, and it resulted in the approval by the
House in the last Congress of a bill identical with the one under
consideration.

There are several items of safety equipment which might be added
to Government-owned automobiles and they would not greatly in-
crease the cost of the vehicle. It has been contended that the equip-
ment of Government cars with additional devices would result in
considerable cost. Where human life is involved there is no alterna-
tive but to employ every measure of safety at any cost within reason.
The fact is tEat supplementing the currently standard equipment
could be accomplished at moderate cost. Where seat belts cost about
$70 several years ago, they can now be provided for less.

Four items of equipment are suggesteg as ones that would greatly
enhance the safety of Federal employees using Government-owned
vehicles. These items of equipment are safety door locks, erash-
padded paneling, anchoring seats more securely to the floor of the
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vehicle, and safety belts. Some cars already on the market include
door locks which do not permit car doors to open upon impact. There
also has been some attention to crash-padding and to the firmer
rlacement of seats within the vehicle. Seat belts have so far gained
]imited popularity, but it is understood that cars may come on the
market 1n the near future so equipped as to permit the satisfactory
installation of seat belts asadditional equipment.

I think the essential point is that the influence of the committees
of Congress is in bringing about improvements in this important field
of safety. All legislation previously has been as to the types of
devices or equipment that could be considered, including safety belts.
And we note here that while safety belts cost about several dollars,
that is, they did several years, they can now be provided for much less
cost, so that there is a diminishing cost factor for these devices as they
become more popular with the general driving population.

A pamphlet recently published by the National Safety Council in
cooperation with the U.S. Department of Health, Education, and
\\'t-]lf:u‘s-. and the American Medical Association, states some interest-
ing facts about the use of seat belts as a means of saving human life
when a traflic accident oceurs. In that pamphlet a statement is made
that—

the automotive seat belt is the most effective single item of protective equipment
presently available to reduce the toll of traffic injury and death.

It is pointed out that thousands of lives are lost each year because
persons are thrown against the windshield or out of car doors by the
impact of the erash. It is stated the chances of an individual being

killed in an accident are five times greater if he is thrown from the
vehicle. The likehood of death would obviously be reduced by a
device which would keep the person inside of the car.

It is also noted in 1][1is pamphlet that contrary to popular notion
seat belts offer greater protection at moderate speeds, because more
than half the accidents causing injury or death involve speeds of less
than 40 miles per hour. There is also a mistaken belief that seat belts
are not needed by persons who drive mostly in their communities
rather than on long trips. However, three out of four traffic deaths
occur within 25 miles of home, according to the statement sponsored
by these three organizations. '

There is no need to explain the reason for safety belts. The point
I want to make is that you will note that the Department of Health,
Education, and Welfare is a party to the pamphlet recommending
the use of safety belts. It would, certainly seem appropriate there-
fore, that the Federal Government promote the use of this particular
safety device by using it itself and setting a very good example for
the driving public.

The use by the Federal Government of passenger-type vehicles has
already been indicated as sizable, since it purchases about 10,000 a
year. Because the number is larger, it can well mean taht the Federal
Government can exert leadership in the field of vehicular safety
when purchasing automobiles for its own use. If the Federal Gov-
ernment were, for example, to require seat belts, it would undoubtedly
contribute significantly to their popularity. The very fact that the
Government insisted on safety features would certainly have its effect
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on design and manufacture. At present, Government cars are ac-
cepted with the safety features placed on them by the manufacturers.
Is thissufficient? We believe there is room for improvement.

This bill has many implications. Its benefits will be varied, and
the AFGE is of the belief that it should be approved and enacted
without delay.

Mr. Roserts. We thank you very much for your statement, Mr.
MeCart. ’

It has been called to my attention that there are some of the agencies
and bureaus in the Federal Government who at the present time are
using safety belts in their passenger type vehicles, ~.ml|| as the Federal
Bureau of Inv estigation and perhaps, one or two others. Are you
familiar with that?

Mr, McCarr. No, sir. I am not familiar with the agencies which
use them on an optional basis now, but it does seem to us that this
should not be a question of discretion or option on the part of the
agencies—it should be a matter of a requirement, if it is a safety
practice. These agencies should be required to adopt the equipment
that will provide safe conditions for the employees to work under.

Mr. Roserts. I was impressed with your statement as to the num-
ber of Federal employees who are affected by this—100,000 cases of
accidents. It was 84 percent caused by that?

Mr, McCart. Yes.

Mr. Roserrs. I have asked the Bureau of Employees Compensa-
tion for statistics on the cost of accidents to Federal employees, and
at this time I will include the Bureau's report in this record, that is,
if there is no objection.

(The report follows:)

DEPARTMENT OF LAROR,
Bureau oF EMPLOYEES' COMPENSATION,
Washington, D.C., June 9, 1961.
Hon. KesnNer A. RopERTs,
Chairman, Subcommitiee on Health and Safety,
House of Representaiives, Washinglon, D.C.

DEAR ConGrESSMAN RoperTS : I am forwarding herewith a statement compiled
from reports of injuries filed with the Bureau under the Federal Employees'
Compensatation Act showing the number of disabling nonfatal injuries and the
number of fatal injuries attributed to wehicular accidents during the -year
period 1955-59, inclusive. The statement also shows the total number of days
chargeable on account of such injuries and the estimated total cost of benefits
payable under the Compensation Act for disability and death.

Attention is invited to the footnote explaining the tabulation of injuries under
this classfileation. The classification includes all injuries caused by land vehicles
in motion. It does not inelude injuries connected with the operation of railroads,
aireraft, or watercraft.

The days lost chargeable to such injuries include a standard time charge of
6,000 days for fatal and permanent total disability cases,

The s-»-ti:u ated total direet cost of such injuries includes direct expenditures
estimated to be paid for compensation benefits and the value of days’ leaves
of absence with pay during the period of disability.

I trust this information will be of interest to you, and with best wishes, I am

Very truly yours,
Wat. McCauvrey, Director.
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Number and liability of vehicular injuries reported to the Bureau of Employeces’
Compensaiion for calendar years 195559

Total |
nuinber of Nonfatal Fulals Days | Tatal
vehiealar disabling chargeable l chargeable | direct cost

injuries

55, 512 4, 166, 050
Total, 5 yvears, . e —adiia B, 62 2,001, 042 18, 410, 155

Percent of Percont of
Total direct Total num- lost time cost of
cost of all causes| ber of lost vehicular vehioular

of injuries time injuries, | injuries toall | injuries to
all eauses lost time cost of all
injuries | injuries

42,777
10, 216
41, 584
40, 475
38, 840

|
14, £
10. 8
11
1
1

1
Y
5

et et

o0 | B~I~I~1b3

140, 963, 833 | 203, 892 |

13.1

Note.—The above inciudes all vehicular injuries to Federal eivilian employees for the years indieated
while the vehicle was in motion. It ineludes drivers, passengers, pedestrians, and others working on or
around vehicles.

Mr. Trosmson. If you will yield on that point, I wonder if that
4 percent represented vehicles that were federally owned or 4 percent
represents privately owned vehicles, as well as Government vehicles?

Mr. McCarr. Well, Mr. Thomson, it would not necessarily have
occurred in a federally owned vehicle. The employee could have
still been injured while performing his official duty in his own
vehicle which, for these purposes, is considered as official, because he
is performing his job in a vehicle. You see, not all Federal employees
use federally owned Government vehicles in performing their duty.
Some use their own vehicles and are reimbursed at a mileage rate.
So that it could conceivably happen in a personal vehicle while the
employee was engaged in his official pursuit. But I think the impor-
tant point to us is that it numbers some 4,000 employees who had
accidental injuries on the highways.

Mr. Tromsox. Thank you. That is all.

Mr. Roperrs. I also thought your statement with reference to the
fleet. of automobiles showed that this would be an operation where we
have about 38,000, and we have a replacement rate of approximately
10,000 a year.

Mr. McCarr. Yes, sir.

Mr. Roserrs. I assume that you will agree that if we have an
operation that would give us accurate statistics on what might be
expected, that we could have some valuable and helpful information,
in that we could through executive direction keep an accurate check on
these particular vehicles that are in current use where safety devices
have been installed as to the deaths and accidents as such.

Mr. McCarr. I think that the safety departments of the various
Federal agencies could well maintain figures on the accident rate, as
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to the number of serious injuries that are prevented by the use of these
various safety devices. And I think, too, that the legislation you
have introduced, Mr. Chairman, would permit the use of various types
of safety equipment in addition to what has been mentioned. We
have been talking, primarily, about four types of devices, but there
may come in the future proven equipment that will aid in reducing
accidents. This bill would permit the use of those with proper
discretion and control.

Mr. Roperrs. Do you anticipate that the addition of safety devices
would reasonably increase the cost of passenger type equipment so
far as the Federal Government is concerned ?

Mr. McCarr. I have no idea of the amount of money that would
have to be invested to install the equipment that has been discussed
here today and what we cannot forsee in the future. I can only make
the general comment that any reasonable cost would be an excellent
investment if we are able to save the human lives and suffering and to
reduce the cost of compensation benefits to employees and to their
families, because there will be a saving in that direction.

Mr. Rogerts. That is true, there should be. That is, if medical
opinion in that field is correct. The reduction in cost of compensation
would level out the cost of these additional devices.

Mr. McCarr. It could very well be, Mr. Chairman.

Mr. Roeers of Florida. I appreciate very much this testimony. I
think you have pointed up a situation that exists and that we, certain-
ly, should have leadership of the Federal Government in its own opera~
tions to provide these devices.

Mr. Roeerts. This completes the list of witnesses for this morning.
I have several statements that I would like, without objection, to in-
clude in the record.

The first is a statement from Dr. Horace E. Campbell of Denver,
who appeared in the 1959 hearings on behalf of the American Medical
Association and the American College of Surgeons. This statement is
dated March 15, 1961. It approves of the legislation. And without
objection that will be included in the record.

('The statement dated March 15, 1961, follows:)

DENVER, Coro., March 15, 1961.
Hox. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, House of Representatives, Wash-
ington, D.C.

Dear Mr. Roperts : It has come to my attention that hearings are again to be
held on HLR. 1341,

First, let me state that the failure of the Surface Transportation Subcommittee
of the Senate even to consider H.R. 1341 when it was referred to the members
constitntes one of the most tragic events in Ameriean history. Had the bill been
considered and passed by the Senate, it would have led to the saving of thousands
of lives in the next few years, for the bill is the first practical step in getting the
American automobile to conform to well-known and recognized principles of safe
design and construction.

It is coming to be recognized through the efforts of the Cornell Crash Injury
Research group that specific design factors in the automobile lead to specifie
injuries in the event of a crash, injuries that all too often are severely disabling
and in some cases fatal.

Dr. Claire Straith of Detroit, a plastic surgeon, as early as 1934 had numerouns
conferences with the antomobile makers, bégging them to design and construct
the car interior so as to infliet as little injury as possible upon the occupants
should crash occur. Many engineers in the industry recognized the truth of Dr.
Straith’s suggestions, but the sales-psychology personnel vetoed the suggestions,
and management chose to follow the recommendations of the sales-psychologists.
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In 1948, Dr. Fletcher D. Woodward, as chairman of the section on laryngu.ogy,
otology and rhinology of the American Medical Association, and after an exten-
sive experience in the care of facial injuries following car crashes, pointed out the
specific injury-producing features of the car interior and made detailed sugges-
tions for their correction, These were ignored, and even ridiculed, by the motor-
car industry (the Journal of the American Medieal Association, vol. 138, No. 9,
October 30, 1948, pp. 627-631).

Then in 1955, Dr. C. Hunter Shelden, a brain surgeon, pointed out again the
specific design features of the automobile which produce 70 percent of the fatal
injuries, i.e., those to the brain, and made suggestions for their correction (the
Journal of the American Medical Association, vol. 159, No. 10, November 3, 1955,
pp. 981-986G).

In 1956, for the first time, certain crash-safety design features appeared in
the American automobile. These were minor, the essential ones were on an
optional basis, i.e., were not standard equipment, and were stated by the industry
to be but a first step.

There has been no significant improvement in the standard features in the
cars appearing since 1956, that is, in the steering wheel, the door locks, the seat
attachments. The design of the instrument panel in several cars has deteri-
orated, flouting in a most cynical mauner, the principles laid down by Drs.
Straith, Woodward, and Shelden. Furthermore, those cars with the widest
distribution have had front seats every year since 1956 and including the 1961
models which have made it increasingly difficult and expensive to install seat
belts. And further still, the instrument panel padding, offered on an optional
and rather expensive basis, has in some cases become s0 scanty as to area and
depth, as to be virtually worthless.

For these, and many other reasons that could be cited if space permitted,
it is time that the Federal Government provide for us the protection we so
seriously need in the field of motorcar transportation, that it provides in the
realm of pure food and drugs, meat inspection, mine safety, marine navigation,
and in aviation.

The very least that can be done is to provide this protection in the cars used
by Federal employees.

Thousands of individual doetors and almost all, if not actually all, of the

important elements of organized medicine have gone on record as favoring
HLR. 1341. Its passage will be a most significant first step in preventing many
thousands of deaths and injuries.

Yours very sincerely,

Horack E. CAMPBELL, M.D,,
Chairman, Automotive Safety Subcommittee, Colorado State Medical
Society; Formerly Vice Chairman, Committee on Medical Aspects of
Automobile Injuries and Deaths, American Medical Association,

Mr. Roserts. Also, I have an article which appeared in Automotive
News dated March 27, 1961, which has to do with the glass parts of
the vehicles and is with reference to AMA’s position on glass safety.
This is an article, charging that the automotive industry has recently
switched to the use of tempered glass in side windows, obviously to
save a reported $8 to $12 per car. It is my understanding that there
will be a witness at tomorrow’s hearing to outline the position of the
glass industry with reference to the use of laminated glass as against
tempered glass. And without objection that article will be made a
part of the record at this point:

( The article follows:)

[From Automotive News, Mar. 27, 1961]
SuATTERPROOF HiTS AMA's PoSrrioN oN GLASS SAFETY

Detrorr.—The battle of words over the relative safety merits of laminated and
tempered glass continues to rage.

Shatterproof Glass Corp., Detroit, manufacturer of both types, last week
insisted that laminated, which has been in use for 25 years, still is the safest
kind of automotive glass,
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The statement was made in rebuttal to a report by the Automobile Manufac-
turers Association contending that there is no choice as far as safety is concerned
between laminated and tempered.

The AMA report was in reply to earlier charges that tempered glass was less
safe, and that automakers should be required to use laminated for all glass areas.

“The automotive industry has recently switched to the use of tempered glass
in side windows, obviously to save a reported $8 to $12 per car, at the cost of
safety to driver and passengers,” said a spokesman for Shatterproof, a big supplier
of replacement glass,

He argued that tempered glass becomes weaker and less safe with age, and
said that the manufacturing process for tempered cannot be perfectly controlled.

“Imperfect tempered glass will break into sharp, eutting pieces, not the harm-
less particles claimed by the AMA, and not until it is broken can it be tested,” he
added.

Mr. Roeerrs. One of the leaders in the fight to get safer motor
vehicles has been Dr. C. Hunter Shelden, Pasadena, Calif., one of
the Nation’s leading brain surgeons, who has made great contribu-
tions in calling attention to specific design features of the antomobile
which produced fatal injuries. Dr. Shelden is unable to be with
us today, but I have a very intewesting and persuasive letter from
him which I will ask to have included in the record at this point,
without objection.

(The letter dated March 17, 1961, follows:)

PAsSADENA, CALIF., March 17, 1961.
Re H.R. 1341, motor vehicle safety.
Hon. KExxETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, House of Representatives, Wash-
ington, D.C.

Dear Mr. Roeerts: T should like to take this opportunity to express my
opinion in favor of your bill, H.R. 1341, to establish safety standards for
Government-owned passenger-carrying motor vehicles,

The problem of proper regulation of more adequate and standardized re-
quirements for highway safety is one of the more urgent problems affecting this
country. Obviously, highway construction and driving regulations are impor-
tant but, from the medical standpoint, it is urgent that prompt and adequate
measures be taken to protect the individual or individuals in the vehicle at the
time of the accident.

This problem was investigated thoroughly in 1959, and I need not repeat the
many details that were brought out at those hearings. During the interval,
accidents have continued, and thousands of needless deaths have occurred as
a result of engineering and lack of standards in motor vehicles. These problems
need prompt attention and must be rectified in order to curtail the present high
mortality and morbidity. As I have frequently stated, the only adequate treat-
ment for head injuries is their prevention.

I can see no reason why all necessary changes cannot be made without them, in
any way, interfering with the automobile industry ; in fact, the industry at large
wonld profit and expand as a result of proper regulations in much the same way
that the airlines have profited by the safety standards imposed upon them by the
Federal Burean of Aviation.

The entire economy of the country would benefit since, at the present rate,
the automobile industry is losing by accidental deaths well over one-half million
potential customers each decade.

Sincerely yours,
. HusTErR SHELDEN, M.D.

Mr, Roeerrs. I, likewise, have a letter from Dr. Fletcher D. Wood-
ward, of Charlottesville, Va., who is nationally known for his work
in the field of highway safety and accident prevention. He favors
enactment of H.R. 1341. The letter makes many constructive sug-
gestions to promote highway safety, and without objection this letter
will be included in the record at this point.
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(The letter dated March 15, 1961, follows:)
CHARLOTTESVILLE, VA., March 15, 1961.

Hon. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety,
House Office Building, Washington, D.C:

DeaR Mg. Roperrs: 1 thank you for your note of March 13.

I would like to urge again in order to protect people from injury and death
in the operation of a motor vehicle that—

(1) We should have laws to control the drinking and speeding driver
adequately. We must have proper driver training courses in all schools
with behind-the-wheel instruction. We must revise the requirements for
issuing licenses to drivers and they shonld be subjeet to reexamination from
time to time. There are many things that bot h the doctors and the various
State legislatures and our Congress can do along this line which would be of
great help.

(2) In those instances in which crashes are unavoidable the machine
should be so designed that the occupants would be protected in such an
event. Among these protective measures are seat belts, and certainly all
cars owned by the Federal Government should have them installed. And,
of course, the drivers themselves have to be educated as to their use.
There are many other features of automotive design which should be
changed in consultation with the medical profession.

All of these items are discussed in more defail in the enclosed reprints.
I certainly hope that your bill will receive favorable consideration this session.
If I can be of any further help in this worthy undertaking please call on me.
Yours very sincerely,

Frercaes D, WoopwaArD, M.D.

Mr. Roserrs. That will conclude the hearings for today, and the
hearings will resume tomorrow morning in the Banking and Currency
Committee at 10 a.m. '

(Whereupon, at 11:45 a.m., the committee adjourned, to reconvene

tomorrow, Tuesday, March 28, 1961, at 10 a.m.)
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TUESDAY, MARCH 28, 1961

House oF REPRESENTATIVES,
SuBCOMMITTEE ON HEALTH AND SAFETY

orF THE COMMITTEE ON INTERSTATE AND I‘“t,-m:mxv(ha.\'m ERCE,
Washington, D.C.

The subcommittee met, pursuant to notice, at 10 a.m., in room 1301,
New House Office Building, Hon. Kenneth A. Roberts (chairman of

the subcommittee) presiding. )

Present : Representatives Roberts, Rhodes of Pennsylvania, Rogers
of Florida, O’ Brien, Schenck, and Thomson.

Mr. Roperts. The subcommittee will please be in order.

We have a good many witnesses today and I am going to ask the
cooperation of the witnesses in trying to keep their testimony as brief
and to the point as possible so that we can get through. A very
important piece of legislation is on in the House so that this committee

may not be able tosit this afternoon. : !
T have for the record a statement of the American Medical Asso-
ciation, which I will place in the record.
(The statement follows:)
AMERICAN MEDICAL ASSOCIATION,
Chicago, IlL., March 28, 1961.

Hon. KexNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

DeAR CoNGRESSMAN RoperTs: This will acknowledge with thanks your letter
of March 13, 1961, in which you inform us that hearings have been scheduled
on H.R. 1341, 87th Congress, a bill to require passenger-carrying motor vehicles
purchased for use by the Federal Government to meet certain safety standards.
We welcome the opportunity to reaffirm our active support of this proposed
legislation,

We believe that improvement in the design and safety equipment of auto-
mobiles will lead to a rapid reduction in fatalities and severe injuries suffered
in automobile accidents. Available research data clearly indicate the value of
certain safety features of automobile design, construction, and equipment. Many
of these safety features are currently available only as optional equipment at
extra cost.

Among the recommended standard safety features are the following :

(1) Anchorage points for seat belts. In this regard, the manufacturers
of motor vehicles should be commended for their recent announcement
that attachments for seat belts in the front seat will be standard equipment
on all 1962 vehicles.

(2) Crash padding of the dashboard, roof and other impact areas.

(3) Improved steering wheel and recessed post; perhaps a collapsible
assembly.

(4) Safety door locks on all motor vehicles.

(5) Elimination of protruding knobs, buttons, handles, and sharp edges.

(6) Improved anchorage of the seats in motor vehicles. Seats should
be high enough to protect the meck and to prevent neck snap injury or
whiplash, a frequent result of rear-end collisions.
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(T) Improved storage space behind the rear seat. Passengers should be
protected from the possibility of injury by flying missiles by the provision
of an effective retaining rail or recessed storage space.

(8) Improved systems of intercommunication between drivers of moving
vehicles.

These suggestions were among those presented to you in my letter of July 6,
1959. I also submitted these suggestions to the Honorable Geofge A. Smathers,
chairman of the Senate Subcommittee on Surface Transportation on June 23,
1960,

The American Medical Association believes that enactment of H.R. 1341 and
the establishment of sound safety standards by the Seeretary of Commerce will
serve as 4 strong inducement to the automobile industry to include in all motor
vehicles safety deviees which will inure to the benefit of all the American people.

I appreciate this opportunity to present the views of the American Medical
Association on this most important subject and request that this letter be made
a part of the record of your hearings.

Sincerely yours,

F. J. L. BLASINGAME, M.D,,
Erecutive Vice President.

Mr. Roeerts. And our first witness this morning will be Mr. Charles
Prisk, Bureau of Public Roads, Department of Commerce, accom-
panied by Paul Johnston, Executive Assistant.

If you will come around to the witness chair, we will be glad to hear
VOolul.

STATEMENT OF CHARLES PRISK, SPECIAL ASSISTANT, BUREAU OF
PUBLIC ROADS, DEPARTMENT OF COMMERCE, ACCOMPANIED BY
PAUL JOHNSTON, EXECUTIVE ASSISTANT

Mr, Prisg. Mr. Chairman and gentlemen, my name is Charles Prisk,
Special Assistant in the office of the Bureau of Public Roads.

It is a pleasure to present the report of the Department of Com-
merce on HLR. 1341 :

This is in reply to your request of February 9, 1961, for the views of this
Department with respect to H.R. 1341, a bill to require passenger-carrying motor
vehicles purchased for use by the Federal Government to meet certain safety
standards.

The bill would require the Secretary of Commerce to preseribe
safety standards for vehicles purchased or leased by the Federal Gov-
ernment. The General Services Administration. with few exceptions,
presently purchases all passenger-carrying vehicles for the use of the
Government. That agency already includes in its procurement speci-
fications various safety requirements; and, of course, would have the
legal anthority to preseribe any of the safety devices referred to in the
subject bill. Because of this present administrative practice, we are
not certain that enactment of H.R. 1341 is necessary to achieve the
results contemplated under the bill. We would add that the Depart-
ment of Commerce does, of course, have an interest in this subject
and if Congress finds that it would be helpful for the Department to
preseribe minimum safety standards, we would carry out that respon-
sibility.

For your information there is enclosed a copy of our “Safety Pro-
gram Guide,” which adopts as Department policy a rule to install and
use seat helts in all official vehicles operated by the Department.

We would also call to your attention the highway safety report sent
to Congress in accordance with section 117 of the Federal-Aid High-
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way Act of 1956, House Document 93, 86th Congress, 1st session,
which concluded that the advancement of safety in vehicle design and
equipment was a responsibility not of any one level of the Government
but of industry as well. Furthermore, it has been found that as to
some aspects of vehicle design relating to highway safety, there is at
present no accepted or practical basis for standardization. The In-
terdepart 1)!(‘]":1{ Highway Safety Board, recently established by ex-
ecutive order, could promote intensified work on safety standards for
devices on passenger vehicles acquired by the Government.

The Bureau of the Budget advised there would be no objection to
the submission of this report from the standpoint of the Administra-
tion’s program.

I am accompanied this morning by Mr. Paul Johnston, Executive
Assistant to the Secretary of Commerce.

He may have some supplemental remarks to make.

Mr. Roperrs. We will be glad to hear from you.

Mr. Jomxstox. I have nothing to say other than I should like to
emphasize that the Department is not taking a negative attitude on
highway safety, but we would like to cooperate with the committee,
and anyone else in the promotion of this activity.

The Secretary of Commerce, as Governor of North Carolina, before
he came to Washington, had a rather distingnished record in this field,
and, consequently, his deep interest in the subject is a matter of record.

On this particular legislation, as you will note from Mr. Prisk’s
reading of the position of the Department, the Department takes a
rather nentral attitude, but GSA, being the agency in charge of
Government-owned vehicles, and for the procurement of same, has
the authority to prescribe certain safety requirements. It would seem
to me that this agency, if reminded by this committee of what the
committee’s wishes are, would, probably, follow the committee’s
wishes ; and if not, and to the extent that the committee thought furt her
action should be necessary, then I think a bill wounld be in order.

That is all T have to say on this particular bill, Mr. Chairman.

Mr. Roeerrs. Thank you, Mr. Johnston. We are glad to have your
appearance,

Mr. Prisk, you presented us with a survey or study that was made,
I believe, under section 117 of the Highway Act of 1956.

Mr. Prisk. Yes,sir,

Mr. Roperrs. I am quoting: from that study, which I believe was
called the Federal Role in Highway Safety, submitted to Congress in
1959, and on page 3 of the report, I find the following comment regard-
ing the manufacture of safe vehicles:

There are residues of weakness in automotive design and funetion, however,
to which manufacturers and public officials alike need to give further attention.
Comparatively simple improvements with advantage to safety conld be adopted
in defrosting and defogging equipment, arrangement of vehicle lighting for
more positive identification of the presence and actions of other vehicles and
drivers, and the positioning of instruments and foot controls to serve more
nearly the funectional demands of safe driving. More fundamentsl alterations
of vehicle design and control features are being developed, but will require
extended and thorough testing before general introduction, These and other
vehicle design characteristics are treated extensively in the full report.

Minimum standards for some motor vehicle safety features have been estab-
lished by cooperative efforts chiefly of automotive engineering grounps and
Government at appropriate levels.
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Many States require certification through their motor vehicle departments
that these standards have been met. An expansion of such standards and a
more widespread nse of the certification process by the States, would lead to
quicker adoption of desirable vehicle safety features.

It seems to me that here is an implication that if certain desirable
safety features are not being built in the car offered to the public,
that steps should be taken to require manufacturers to adopt these
safety features.

Do you agree with that statement?

Mr. Prisk. Yes, I would.

Mr. Roserrs. Do you agree then that a State has the responsibility
to require the adoption of safety features to protect its citizens?

Mr. Prisk. On motor vehicle equipment?

Mr. RoBerts. Yes.

Mr. Prisk. Yes.

Mr. Roserrs. Then why does not the Federal Government have
the responsibility to require the minimum safety features be incor-
pomtcc{ in passenger-carrying motor vehicles the Government buys
for the use of its employees? Why does it not have that respon-
sibility ?

My, Prisi. I think the answer is quite apparent, and that we must
agree that in philosophy there is responsibility at the Federal level
for its vehicles, just as there is on behalf of the public at large.

We have taken the position in our statement today, I think, that
indicates only that if your committee decides this existing legislation
which would introduce these safety standards is not working ade-
quately or is not sufficient that the Department of Commerce is ready
to discharge its responsibility in this area.

Mr. Roperrs. It would seem to me, Mr. Prisk—I do not know
whether you agree with it or not—but it would seem to me that the
Commerce report actually goes a bit afield from the committee bill,
that is, the Roberts bill, in that I have never contended that the
Roberts bill ealled for any change in design of the vehicle.

Actually, it would seem to me that there is an implication in this
report, where you speak of certain design features, for instance, the

osition of foot controls, and so forth, and then the report says:
‘More fundamental alterations of vehicle design and control features
are being developed.” It does not actually say that should be done,
but there seems to be an implication in the report of design being
considered. And as I say, my bill simply deals with reasonable safety
standards. That is all T have.

Thank you, Mr. Prisk, and thank you, Mr. Johnston. There may
be other questions by subcommittee members.

Mr. Scuexncik. I was delayed by a long-distance call. I did not
hear the testimony. I have no questions at this time.

Mr. Jonnstown. Is it the intent of the committee to discuss H.R. 903
this morning? TIs that open?

Mr. Roperrs. HLR. 903. That is, the Bennett bill, which is also
before the committee. And if you have any comments about it, we
would be glad to have them. '

Mr. Jouxston. I wonder if I could make a few comments on this
and the brake fluid legislation with which the committee was con-
cerned on last Friday?
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Mr. Rogerrs. Certainly.

Mr. Jonnsron. The Department sent forward a suggestion and I
assure you that it was only a suggestion—that this matter of highway
safety equipment regulation conceivably is one which involves serious
problems of intergovernmental relations between the States and the
Federal Government. And the suggestion was that the matter be
referred to the intergovernmental relations commission for a com-
ment. And I wanted to speak to that suggestion that we made and
to assure the committee that no intent to take a negative position or
to delay the action of the committee in this field was intended.

It grew out of a suggestion I made myself in the Department’s
considerations of the matter, becanse of my previous experience with
legislation that was worked out at the Federal and State level and
was a rather happy experience in intergovernmental relations; and I
refer to the Motor Boat Act in which a committee of which I was
chairman, consisting of State and Federal officials, aided the Bonner
committee in drafting a Federal bill pursuant to which State legisla-
tion could be passed.

And it has had the most remarkable success of any experiment of
that nature that I have ever heard of.

It seemed to me that this might be a field in which this technique
could be used to an advantage. We hear so much complaint about
Federal interference with State rights. Yet many of us know that
cometimes that complaint is raised merely as a device to avoid doing
anything.

In the motor boat field by bringing in State officials from the in-
ception in the drafting of the legislation, and the planning that went
into it, the ground had been plowed and more than 38 States in the
first 18 months after the Federal legislation was adopted have adopted
State legislation which complies with the Federal standards.

My thought in referring this to the intergovernmental relations
committee was this: simply to ask of them whether they thought this
was a problem of that nature, and would it be beneficial to both the
Federal and State activities in this field to have it pursue a course
somewhat similar to that. It does not seem to me that it would take
long for them to give you an answer on that question, yes or no.

Then if they say. “Yes”, the question is before the committee of
whether to call on the Council of State Governments, which was the
instrumentation of the views in the Motor Boat Act and to set up the
machinery to do this.

If the committee feels that time does not permit this, that is a
judgment decision that the committee has to make.

I just wanted to clarify the position of the Department in making
that suggestion. And I appreciate this opportunity.

Mr. Scaenck. May I make a comment there ?

Mr. Roperrs. Just one minute. I want to say that T appreciate very
much your comment. I think that we have here a little different
situation because I think the States already have the power, certainly,
in purchasing their own equipment, to insist that certain m’nimum
standards of safety be met. And I wanted to simply say that the
Federal Government should have the same right to prescribe certain
minimum standards be included in the cars purchased for its em-
ployees as the States do at the present time.
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Mr. Scuexck. Mr. Chairman, I am sure that Mr. Johnston will
agree that in many instances referring these matters to what you
referred to as a committee is often a fatal accident because that is the
end of it.

Mr. Jounsron. Ican agree with that; yes, sir.

Mr. Scuexck. And 1 wanted to call your attention to the fact that
these two bills which are before the Congress, one as the chairman
has well pointed out suggests that the Federal Government should
take the initiative and the lead and to furnish the leadership in re-
questing the use of safety devices on federally owned automobiles that
are available; therefore, the Department of Commerce would have a
responsibility to determine the effectiveness of those items.

In bill number H.R. 903, that goes to a little different situation, in
that it applies to interstate commerce.

Mr. Jonxston. If I might interrupt 1 minute. My comments on
this reference to intergovernmental relations are not applicable to
the 1341 bill. I was not suggesting—I did not mean to suggest that
that bill be referred to this committee.

Mr. Scuexck. I am glad to have you say that because I am sure
you wanted to clear that.

Mr. Jouxston. I am sorry that I gave you that impression. That
bill, it seems to me, is solely within the provinee of the Federal Gov-
ernment. Ihave no question about that.

Mr. Scaexcok. The provisions of H.R. 903 and the provisions of the
exhaust gas bill that I offered and which was enacted into law last
year go to interstate questions. Those are questions in which this
committes and other committees of the Congress are very much in
accord, I think, in their thinking and planning and the ideas behind
them, because, certainly, antomoti]es that are sold, being in interstate
commerce, are subject to proper regulation.

The idea of compacts of States to work out safety matters of uni-
form traffic codes, would be very helpful, but that again depends upon
this interdepartmental or intergovernmental, that you speak of.

Mr. Jounsron. If I may make a comment here. I agree with you
100 percent, but you do have the responsibility in the interstate field—
and automobiles are in interstate commerce—I think if we were
starting from the beginning before automobiles had developed the way
they have, before conditions had developed as they have, you would
go at it direetly from the Federal level, but these conditions have
been built up in which the States have traditionally exercised these
safety responsibilities.

I am not saying that that is necessarily the best way to do it. T am
just saying that is the way it has built up. And when you go to
change that, it seems to me it might be palatable and you might get
better cooperation all along the line if recognition were taken of that
fact in the process of forming Federal legislation.

I would, also, add—and this is my personal view—that you do
need a Federal law on the matter in order to encourage the States to
do what is necessary to conform with it. For instance, the boating
law says, if you do this, then it is your baby. If you don’t do it, then
we are going todo it. And that isan approach.

Mr. Scaexck. I am glad to have yonr comment. On the exhaust
gas sitnation, for example, because of the lack of Federal action on
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this, the State of California did take action. If States throughout
the Nation develop different kinds of regulations, then you will have
a fine time of meeting all of these regulations, that is, the manufac-
turers will. The Department of Commerce is the place, it seems to
me, which should be on top of this, in an effort to be of assistance,
not only in the field of safety but to the manufacturers and to the
dealers and to the service people throughout the Nation.

Mr. Jounston. I get the impression that we are, certainly, not apart
in our views on this thing. I think the Federal legislation would have
to encourage and require some measure of uniformity or you will have
a hodgepodge. And again, I refer to the Motor Boat Act which does
require that.

Myr. Scuenck. That isall.

Mr. Roeerts. Mr. Rogers of Florida.

Mr. Rocers of Florida. I am sorry I was not here to hear your
statement. but I have read the report. Of course, I have been a little
concerned since we have started in to hearings here because there seems
to be a lack of planning on just what action should be taken. I think
our Departments have not decided who does have the primary re-
sponsibility to move in this field and that is what concerns me.

And as the chairman has indicated, extensive hearings are going
to be held in this field because I think it is fairly important. I know
all of the members of this subcommittee, many who have been on it
Jonger than I, and have worked on this problem, have been greatly
concerned that so little has been done on research and leadership by
the Federal Government in safety features.

In your report here, I notice that you indicate that probably the
Interdepartmental Highway Safety Board would be a proper one to
take this matter up with. Isthat the feeling?

Mr. Jonnstox. May I comment? As I understand it, that Board
was authorized by Executive order in December, Andas 1 understand
it. it has not been organized. My remarks, again, I say that maybe—
I do not have any strong feeling personally about that, an approach
to this federally owned vehicle problem. I really am not trying to
address myself to that problem so much.

I think our position now, Mr. Rogers, is that GSA has this authority
and responsibility, that if they could exercise it to the satisfaction of
this committee; they could.

Now, if they do not, then the committee will have to take its own
action.

Mr. Rocers of Florida. Here is what I want to know: Is it your
feeling then that it should be GSA who determines the standards?

Mr. Joruxstox. For federally owned vehicles, yes.

Mr. Rocers of Florida. In other words, they should be the ones to
do the research and to determine what particular safety features
should be included ?

Mr. Jouxstox. I do not know that they are equipped for that.

Mr. Rocers of Florida. Who should do that, in your opinion?

Mr. Jomnsrox. As we say here, the engineers, the societies, and so
forth, and I don’t say that the Federal Government does not have
responsibility here. T don’t know.

Mr. Rocers of Florida. That is what I want to determine. T think
it has been in our mind whether it is a proper function of the Depart-
ment of Commerce and the Bureau of Standards.

70706—61——6
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Mr. Jouxsron. I, certainly, would not say that is not so. I just
have not thought that through.

Mr. Rocers of Florida. That is what I am concerned with.

Mr. Jounston. I see.

Mr. Rocers of Florida. Because every Department we go to says,
“Well, I don’t say that it is not, but I am not saying that it 1s.”

Maybe we should go to the Interdepartmental Highway Safety
Board which was set up in December. I believe it is under HEW, but
is not. yet functioning. We do not know with whom we should deal
on this problem. I think that we have not given enough attention
to determining specifically the responsibility to get some research
going, because this problem is growing. We had testimony yesterday
that 40 percent of the deaths, 90,000 deaths, are from highway acci-
dents, automobile accidents. That is a tremendous sacrifice for this
Nation to make. So much of it could be prevented, at least according
to experts, if we had research and lt‘:I{]I(‘l‘.‘illiI) in this safety field.

It seems to me we are being very, very negligent in not heading
up this research phase on the whole problem.

Mr. Jonxston. I have no disagreement with what you say at all.
I think we say in this statement now, I think, it is up to this committee
and Congress to say who shall have this responsibility rather than
the departments themselves. I think that is a congressional function,
that they say “This department will do this,” and “that department
will do that.”

Mr. Rocers of Florida. We have it set up in the Commerce, but,
evidently, we don’t have it there.

Mr. Jonxston. There is no program that I know of. There may
be—I am fairly new—but I do not know of any program along these
lines that is going on specifically designed for this purpose in the
Department of Commerce.

Mr. Prisk. Bhat would be aside from the Interdepartmental High-
way Safety Board propesal. It is relatively new, of course, and with
the changing administration, I think there is, perhaps, some reason
to understand why it is not operative and producing as of this dafe.

Actually, having worked on the production of this recommendation
for the Interdepartmental Board in the study authorized by section
117, I think T can say that in the background of our reasoning was the
fact that there were many Federal agencies like GSA which is a
member of the Board, the Department of Commerce, which would
include the facilities of the Bureau of Standards and as well as our
interests in the Bureau of Public Roads, and HEW, who are inti-
mately concerned with many of these highway safety efforts. There
is no link presently of a formal nature among the group. We do need
all of these disciplines to bear on the planning of the proper compre-
hensive program for highway safety, both in terms of highway, the
vehicle, and what may be done with respect to the driver, which is
the most important.

Mr. Rocers of Florida. Who would be the members of the Inter-
departmental Highway Safety Board?

Mr. Prisg. The members of the Interdepartmental Board are set
up in the Executive order to include the Secretary of Commerce, as
its Chairman, the Secretary of Health, Education, and Welfare, the
Secretary of Defense, the Chairman of the Interstate Commerce Com-
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mission, the Postmaster General, and the Administrator of the General
Services Administration.

I believe that is it.

Mr. Rocers of Florida. What staff do they have under the Execu-
tive order?

Mr. Prisic. The staff provided under the Executive order is the staff
provided as necessary to accomplish the purposes of the order from
the member representatives.

Mr. Rocers of Florida. I presume that would be set up by the
Chairman?

Mr. Prisk. Presumably so, yes.

Mr. Roarrs of Florida. What is the thinking as to the size of the
stafl which would be necessary ¢

Mr. Prisk. I think that this would certainly start out as a planning
staff, to accomplish the function that I believe you rather well defined
in your own remarks a moment ago, precisely what needs to be done in
this area of safety, where are the deficiencies and areas that the Fed-
eral establishment, in particular, can be of assistance on, not only
working independently but in its programs cooperatively with the
States, highway, motor vehicle, police, public health authorities, and
all of the rest.

And with the industry, I might say.

Mr. Rogrrs of Florida. You do not think this could be carried out,
for instance, better in the Department of Commerce or in HEW on
safety ?

Mr. Prisk. Frankly, this proposal, this idea for a single department
approach, was given a great deal of consideration before the recom-
mendation was made 2 years ago for the Board. And we felt at that
time that it would be unwise to propose that the entire task, which is
extremely complex and one that requires many disciplines, be put in
one agency. The order that established the Board was circulated
to all of the departments concerned and there was no disagreement
with this general philosophy that T speak fo lLere.

Mr. Rocers of Florida. Just ofthand, you may be perfectly right
and I hope we will go into some of this material. I am not going to
proceed any further. Let me say just one thing more.

It is my feeling that you have busy men, who have been proposed
members of this committee. You have Secretaries who have very
definite responsibilities. To get a board together, with some stafi,
is not the approach to a problem such as this one. I think you should
separate the effort rather than combine the effort. It seems to me
that this is one area where we need direct responsibility to carry a
very rapid program forward rather than trying to try to call all of
these Secretaries together once a month or whenever they are avail-
able, once every 2 months, to get it really going.

It would be a surprise, it seems to me, if a multiple responsibility
hoard could operate more efficiently and with greater results than by
a board vested in one department and giving it primary responsibility
to that department. '

Mr. Prisk. I think that you are entirely correct in that it would
be difficult, and, perhaps, impossible for these Cabinet people to
arrive at any basis for useful work except that their designation as
a member of the group of this nature does signify and does lend a




7! MOTOR VEHICLE SAFETY STANDARDS

formal outlet, you might say, for the staff which would operate at
their behest.

Mzr. Rocers of Florida. To let them get together and carry out what
may have been determined by research ?

Mr. Prisk. Yes.

Mr. Rocers of Florida. T ean see that, but to have the responsibility
to carry on this program, I believe, is beyond reason. Thank you.

Mr. Roperrs. Thank you.

Mr. Ruopes of Pennsylvania. No questions.

Mr. Scuexck. Mr. Chairman, because of this colloquy here—and
I have no desire to prolong this discussion—it made me wonder
whether or not you were suggesting that it may be necessary to set
up a coordinator of Departments to pinpoint. this responsibility sim-
ilar to the so-called coordinator of regulatory agencies to reach this
problem ?

There seems to be so much divided opinion, so much difference on
this, I could not quite understand it. We tried to do that in the field
of aviation, tried to center it in one agency on the question of safety.
I wonder if we need a coordinator in order to coordinate ?

Mr. Roperrs. The Chair would certainly like to agree with the
gentleman from Florida and the gentleman from Ohio that referring
this to the Intergovernmental Highway Safety Board would seem
to be just another way of putting off what needs to be done. T say
this with all due respect for the Department. But how are we
going to know what to do without standards? How is the procure-
ment agencies going to know what to buy in cars except for certain
obvious safety devices such as seat belts?

We have no criteria laid down in the departments, that is true.
GSA will contend that they could properly prescribe these standards.
We know that the ceilings as to the cost will have to be lifted to allow
them to take bids for, perhaps, more costly cars.

It seems to me, based on my experience since I have served in Con-
gress, that the best way to get rid of a problem and not to do much
about it, is to refer it a board or commission. I think that the
people have been kept waiting long enough for these devices which
we believe will save lives. And I think that in the Department of
Commerce there is already a group that is perfectly capable of deter-
mining whether or not a device or design change lends to safety in
the car. If the Department of Commerce does not want that respon-
sibility, if they do not want to do anything about it in the Bureau
of Public Roads—and T am speaking only for myself—T will be will-
mg to sponsor action to put it in another department where it will
}ll‘ i‘x(’f'f‘i.“-{'(!‘

We do have, T believe, and will see this week, at least, one depart-
ment that is willing to take the responsibility to give what, to me,
is a minimum amount of safety in vehicles.

[ am not familiar with the Board mentioned. Nobody has told
me anything about it being organized. This committee has not been
consulted. It has not been advised or asked to do anything about it,
either, in an advisory capacity or otherwise. How could this com-
mittee be willing to shirk its responsibility and turn over this im-
portant matter to a committee or commissioin or board or whatever
you call it, if it is not functioning and nobody knows when it will
funection ?
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I want to be perfectly fair to the Department of Commerce. I
realize that you people are new on the job. You have a lot of prob-
lems. But I would appreciate it very much if you gentlemen would
20 back and reexamine this problem and see if you can come up with
a little better answer than trying to refer it to a board or commission
that nobody seems to know much about.

That is all T have. Isthere anything further?

Mr. Tromsox. No questions,

(The safety program guide follows:)

[Release No. 28 ; issued Mar. 17, 1961]

1.8, DEPARTMENT OF COMMERCE—OFFICE OF ADMINISTRATIVE OPERATIONS,
SAFETY AND Moror VEHICLE DIVISION

SAFETY PROGEAM GUIDE

Subject: Seat belt program.
Purpose : To prescribe actions, beginning during the month of April 1961, to set
up a program for the installation and use of automobile seat belts.

BACKGROUND

Research in recent years has shown conelusively that the use of seat belts in all
cars could greatly reduce the number of deaths and injuries on our streets and
highways. The proven value of seat belts has been reflected in heightened in-
terest in this safety device in both the legislative and executive branches of
Government. The Secretary of Health, Education, and Welfare is actively pro-
moting the use of seat belts. The Secretary of Labor has urged all Government
agencies to install and encourage the use of belts in support of recommendations
made by the Federal Safety Council.

It is appropriate that the Department of Commerce, with its special responsi-
bilities for highway safety, should take the lead in advancing this vital program.

POLICY AND SCOPE

It is the policy of the Department of Commerce to—
(1) Install seat belts and require their use in all official vehicles except as
stated below; and
(2) Encourage the installation and use of seat belts by employees in their
private cars.
Limitations and exceptions
1. The requirements of this program guide are limited to Department of Com-
merce activities in the continental United States.
2. When the purchase and installation of seat belts wonld cause the total price
of an official passenger car to exceed price limitations set by law, such vehicle is
excluded from the requirements of the program.

ACTION STEPS

(feneral

1. April 1961 has been designated Seat Belt Month throughout the Department.
Field programs should begin as early as possible in April but may continue into
May if necessary.

2, The Secretary will announce the program by memorandum to all employees,
to be released about March 24. Bureaus should consider supplementing this
notice by appropriate memorandums from bureau or office heads.

Installation of seat belts in official cars
1. Installation of seat belts in official vehicles should be started in April and
extended to include all vehicles not excepted from the program as rapidly as
budgetary and other limitations permit.
(@) Seat belts shall meet Federal Specification JJ-B-185a. Belts are
included in the Federal supply schedule, FSC Class 2540. The cost is $3.40
each in small quantities.
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(b) The General Services Administration will furnish and install seat
belts in GSA cars assigned to the Department upon request to the appropriate
motor pool official. GSA motor pools will bill the requesting agency directly
for the scheduled price of the belt plus installation cost.

(¢) The number of belts to be installed in each car will be determined on
the basis of use, the minimum installation consisting of belts for the driver
and one front seat passenger. Cars which are customarily used for trans-
porting passengers in the back seat will be equipped with a belt for each
passenger.

Promotion of seat belts for private cars

1. During the month of April, employee interest should be stimulated by
posters, publicity in bureau or employee associntion publications, special bulletins,
and distribution of informational literature on the subject of seat belts. The
booklet, “Seat Belts Save Lives” is being provided bureaus by the Department for
distribution to employees. Another booklet, “Seat Belts—8afe or Hazardous?"
has been provided for distribution to key employees.

2. Wherever possible, employee meetings should be held to acquaint all per-
sonnel with the safety value of seat belts. Such meetings will provide an
opportunity to distribute literature, inform employees of sources of supply, and
urge the early installation of belts in private cars. A film showing the value of
belts as proven through crash research is available to bureaus from the Depart-
ment's Safety and Motor Vehicle Division and should be featured at employee
meetings wherever feasible. (Meetings for employees housed in the Main
Commerce Building in Washington will be arranged in collaboration with burean
officials by the Safety and Motor Vehicle Division.)

8. Arrangements should be made, wherever possible, for employees to purchase
seat belts and have them installed at a favorable price, by suggesting to local
sources of supply that they cooperate with the Department in this effort.

(Nore.—In making any such arrangements, bureau officials must be sure that
belts offered meet Federal Specification JJ-B-185a and Society of Automotive
Engineers requirements,)

(z) For approximately 6 weeks beginning April 10, belts of an approved
type will be offered for sale in Commerce-occupied buildings in Washington,
D.C., at vending stands operated by the Washington Society for the Blind.
At the National Bureau of Standards headquarters and at Suitland, Md.,
belts will be offered for sale by the concessionaire at the cafeterias. The
price in each case will be $6.50 per belt.

() Persons who wish to make their own installation of belts will find
simple instruetions for doing so in each package. The price for installation
at most service stations and garages in the Washington area is $£1.50 to §2
per belt, with some price variation depending upon the make and model
of the ear.

MATERIALS AVAILABLE FROM THE SBAFETY AND MOTOR VEHICLE DIVISION

1. “Seat Belts—Safe or Hazardous?' TFor distribution to key personnel.
(Supplies sent to burean safety officers March 10, 1961.)

2. “Seat Belts Save Lives.” For distribution to employees, preferably at meet-
ings. (Will be gent to safety officers about March 24.)

3. “Safety Through Seat Belts,” erash research film. A copy of this film will
be furnished to each major bureau for cirenlation during April, and early May
if required.

4. Tabletop exhibit. For use at employee meetings. (May be reserved upon
request for use in the Washington area only.)

Mr. Roeerts. Thank you, gentlemen.

Mr. Prisg. Thank you.

Mr. Roberts. Our next witness is Mr. Karl M. Richards, manager
of the Automoblie Manufacturers Association, Field Services Depart-
ment; accompanied by Mr. Ralph H. Isbrandt, chairman op the
AMA’s Engineering Advisory Committee and director of automotive
engineering, American Motors Corp.; and Mr. William F. Sherman,
manager of the AMA Engineering and Technical Data Department.
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STATEMENT OF KARL M. RICHARDS, MANAGER, FIELD SERVICES
DEPARTMENT, AUTOMOBILE MANUFACTURERS ASSOCIATION;
ACCOMPANIED BY RALPH H. ISBRANDT, CHAIRMAN OF AMA’S
ENGINEERING ADVISORY COMMITTEE, AND DIRECTOR OF
AUTOMOTIVE ENGINEERING, AMERICAN MOTORS CORP.; AND
WILLIAM F. SHERMAN, MANAGER OF THE AMA ENGINEERING
AND TECHNICAL DATA DEPARTMENT

Mr. Riciarps. Mr. Chairman and members of the committee, I am
Karl M. Richards, representing the Automobile Manufacturers Asso-
ciation. I should like to introduce two gentlemen accompanying me:
Mr. Ralph H. Isbrandt, director, automotive engineering, American
Motors Corp., and chairman of the AMA Engineering Advisory Com-
mittee: and Mr. William F. Sherman, manager, engineering and tech-
nical department of the AMA.

The motor vehicle manufacturers appreciate this opportunity to
meet with you again and to present our views on the three bills under
consideration, H.R. 2446, H.R. 1341, and H.R. 903, at this one appear-
ance. This is more than a matter of convenience to us. Since there
is some interrelationship in these bills, our presentation can be more
concise than if separate appearances were macde.

We would like to make several recommendations which we believe
will be constructive.

Through our previous contacts with this committee, including its
visit to the automobile manufacturers’ research and testing facilities
in 1956, we appreciate your deep concern with public safety and your
interest in all matters relating to traflic safety. We also believe that
through your explorations and studies of the many facets of highway
safety you are aware of the motor vehicle manufacturers’ desire to
continue to build ever safer motor vehicles and of the research and
testing facilities employed for this purpose.

You also know of the activities of both the Automobile Manufac-
turers Association and our individual member companies in other
phases of traffic safety, including cooperation with State officials and
with Federal agencies such as the Interstate Commerce Commission
and Bureau of Public Roads.

Now, with reference to H.R. 2446 :

The motor vehicle manufacturers are aware of the conditions that
this bill is designed to correct and we are in complete agreement that
there is a need to protect the public from the sale and use of sub-
standard and dangerous hydraulic brake fluid.

It is our opinion that the Federal Government, can make a definite
contribution toward this objective. Before making our recommenda-
tions, we should like to outline briefly what has been done and what
is now being done by industry and by the States to control the sale and
use of such brake fluid.

THE SAE STANDARD FOR HYDRAULIC BRAKE FLUIDS

Automobile and brake engineers are aware of the special qualities
hydraulic brake fluid must possess relating to its boiling point, freez-
ing point, viscosity, and corrosive action on the components of the
hydraulic system—rubber hoses and connections. Therefore, to in-
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sure the use of reliable brake fluids, the automobile manufacturers
requested that the Society of Automotive Engineers develop an SAE
standard for hydraulie brake fluid.

Fifteen years ago the Society of Automotive Engineers adopted
such a standard. This included a heavy duty specification (7T0R1)
and a moderate duty specification (70R2). It was determined that
either fluid would be satisfactory for safe operation of hydraulic
brakes in use at that time.

The SAE Hydraulic Brake Fluids Committee was made up of
qualified individuals drawn from the brake fluid manufacturing in-
dustry, the brake manufacturing industry, the motor vehicle manu-
facturing industry and the Federal Government.

In 1958, the Society of Automotive Engineers, after considerable
study, determined that the brake fluid specifications should be revised
to meet the needs of new brake designs. The moderate brake fluid
specification designated TOR2 was deleted, and a heavy duty specifi-
cation calling for a boiling point higher than that of T0R1 was added
and designated as TOR3.

This change is a definite upgrading in the quality of brake fluids
recommended for use in vehicles manufactured subsequent to 1958
and in the quality of permissible replacement fluids. The SAE
specifications are subject to periodic change as warranted.

A list of the current SAE committee members and a copy of the
current SAE Standard and Recommended Practice are attached as
exhibits A and B.

The motor vehicle manufacturers have always used SAE standard
brake fluids in all original equipment. In the replacement field, how-
ever, some fluids do not meet the SAE standard.

In one notable example, immediately following World War II,
considerable surplus aviation brake fluid made with a petroleum base
for use with plastic hoses and connectors came on the market. The
fluid caused brake failures by deterioration of rubber brake parts.

State officials were encouraged by the manufacturers of brake fluid,
brake components, and motor vehicles to recognize that there must be
some regulation of the sale of brake fluids.

THE UNIFORM VEHICLE CODE PROVISIONS ON HYDRAULIC BRAKE FLUID

The first State statute regulating brake fluids was enacted in 1953 in
Minnesota. The Automobile Manufacturers Association testified
in favor of this bill. And T spoke to the legislature in St. Paul.

To proceed : Following Minnesota experience in administering this
law, the AMA requested the National Committee on Uniform Traffic
Laws and Ordinances to develop a brake fluid provision as a model
which conld be recommended for adoption by all States.

After thorough consideration, section 12-305, which reads as fol-
lows, was incorporated into the Uniform Vehicle Code in 1956. I
think this language is significant, so I will read it:

(a) The term “hydraulic brake fluid” as used in this section shall mean the
liquid medinm through which forece is transmitted to the brakes in the hydraulic
brake system of a vehicle.

(b) Hydraulic brake fluid shall be distributed and serviced with due regard
for the safety of the occupants of the vehicle and the public.
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(¢) The (department or official) shall, after public hearing following due
notice, adopt and enforce regulations for the administration of this section and
shall adopt and publish standards and specifications for hydraulic brake fluid
which shall correlate with, and so far as practicable conform to, the then current
standards and specifications of the Society of Automotive Engineers applicable
to such fluid.

(d) No person shall distribute, have for sale, offer for sale, sell or service
any vehicle with any hydraulic brake fluid unless it complies with the require-
ments of this section.

STATE STATUTES REGULATING THE SALE OF BRAKE FLUIDS

Since 1953, 27 States and the District of Columbia have enacted
statutes regulating the sale of brake fluids. These statutes are sub-
stantially uniform, and in each case either the statute or the adminis-
trative regulation requires conformance to SAE specifications. The
motor vehicles registered in these States constitute more than two-
thirds, or 68.7 percent, of the total registered in the United States.

These States are listed below according to the years in which their
statutes were enacted.

Year 1953 : Minnesota.

: New Jersey.
California, North Carolina, and Tennessee.
Georgia, Mississippi, and South Carolina.

Year 1957 : Arkansas, Oklahoma, Pennsylvania, and Texas.

Year 1958 : Alaska, District of Columbia, Louisiana, and Virginia.

Year 1959 : Delaware, Florida, Maine, New York, Connecticut, Wisconsin, and
Alabama.

Year 1960: Rhode Island, Arizona, Massachusetts, Kentucky, and Michigan.

I call your attention to the fact that the number is increasing. Bills
to regulate the sale of brake fluids are now pending in four additional
States: Ohio, Colorado, Kansas and New Hampshire.

It will mean, if these bills are passed in these States, that 78 percent
of the vehicles in the United States will be covered by these statutes.

To encourage the enactment of such legislation by all the States,
the automobile manufacturers have made a continuing effort to supply
information to State officials and legislators regarding the problem
of substandard fluid. I personally have appeared in, probably more
than 20 State legislatures to support the enactment of these statutes.
The vehicle manufacturing industry also has made such information
available to dealers and other service outlets.

The States which have taken legislative action have employed
the SAE standard as a criterion and made use of the terminology
of the Uniform Vehicle Code. The legislation enacted has been imple-
mented by various types of regulatory action, which of necessity has
included inspection by State officials of stock for sale by service outlets.

The degree of effectiveness already achieved by existing State regu-
latory procedures is indicated by surveys conducted by the Chemical
Specialities Manufacturers Association, which show a marked decrease
during recent years in the volume of substandard fluid shipped by
the reporting producers.

RECOMMENDATION FOR FEDERAL ACTION

In our opinion, there is one special area in which Federal action
could be most helpful to the States’ efforts to combat the sale of sub-
standard brake fluids. Certain characteristies of brake fluid products
make the problem of regulation difficult.
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First, the quality of brake fluid compounds cannot easily be deter-
mined or identified at point of sale or after installation.

Second, it is a type of product that is relatively easy to manufacture
on a local basis and ship from State to State.

In regard to these problems peculiar to the regulation of brake
fluid, we feel that the Federal Government can take action which
will effectively support the efforts under way at the State level.

However, we believe such Federal support could be accomplished
best by amending H.R. 2446, or by offering a substitute bill which
would in effect :

1. Define hydraulic brake fluid as a substance which meets the
minimum specifications indicated by the SAE TOR standard.

2. Require that all containers for hydraulic brake fluid be properly
labeled as to the particular SAE TOR specification with which the
contents comply,

3. Make it illegal to ship in interstate commerce any brake fluid
not labeled as prescribed above.

That is our recommendation with respect to the brake fluid bill.

Now, as to H.R. 1341: In respect to H.R. 1341, the primary intent
of this bill is, first, to provide maximum safety protection to passen-
gers in federally owned vehicles, and, secondly, to set a national
example for the public that would encourage greater use of available
proven safety devices.

We certainly conenr with these objectives. In July 1959, we in-
vited this committee’s attention to the fact that every vehicle-using
branch of the Federal Government now purchases its vehicles to
specifications. Specifications for safety equipment remain a natural
part of these purchase orders, With technically competent personnel
and adequate facilities for developing nationally recognized perform-
ance standards already available to offer guidance, we suggest that
it would not be necessary to require that the Secretary of Commerce
independently develop and impose standards on safety devices.

Our position in 1959 was supported by departments of the Federal
Government most closely concerned with the purchase of vehicles.
These include the General Services Administration, the Department
of Defense, the Department of Commerce, and the Bureau of the
Budget.

OUR RECOMMENDATION FOR FEDERAL ACTION

However, because the motor vehicle manufacturers do see consider-
able merit in the intent of H.R. 1341, we would like to suggest what
we consider a more practical route to the achievement of these ends.

We feel that the aims of the bill would be accomplished most effec-
tively were it amended to direct the Secretary of Commerce to develop
recommended procedures for procurement of Federal vehicles incor-
orating a selected list of available proven safety equipment as the
Secretary of Commerce deems appropriate.

To implement this directive, the legislation should authorize estab-
lishment of an Automobile Procurement Advisory Committee on
Safety Equipment composed of technically qualified and experienced
antomotive safety engineers and safety specialists from Government
and nationally recognized organizations.
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Among the organizations represented on this committee might be
such I*‘t.'t;[’(,‘l'zll Government agencies as the Bureau of Public Roads,
Interstate Commerce Commission, Department of Defense, and the
General Services Administration; such interstate agencies as the
American Association of Motor Vehicle Administrators; and such
professional organizations as the Society of Automotive Engineers,
the American Standards Association, the American Society for Test-
ing Materials, and the American Society of Mechanical Engineers.

Such an advisory committee, similar in function to those employed
by other branches of the Federal Government could assist the Secre-
tary of Commerce in applying present knowledge and standards to
Giovernment procurement, help initiate the development of needed
additional standards by appropriate bodies and help keep both pres-
ent and new standards up to date as technological advances are made.

Turning now to H.R. 903: H.R. 903 is essentially the same as H.R.
772 of the 86th Congress, on which testimony was presented by the
AMA on July 8, 1959. We reiterate the objection stated then, that
such legislation would be both impractical and unnecessary.

This legislation would place in the hands of Federal authority the
responsibility for prescribing certain standards for motor vehicles and
equipment. without regard for the fact that many safety character-
istics of an automobile are so basically and intimately involved with
all other features of design and performance that isolating them from
these other features is not practicable, The great variety of types of
cars being produced is a further barrier to workable standardization
in this area.

Among the items enumerated in HL.R. 903 about which we desire to
comment are:

1. Speed governors and horsepower limitations : These subjects were
discussed and demonstrated to members of the committee at automobile
company proving grounds during visits in 1956. The demonstrat 10ns
and facts made available then indicate that speed governors and
horsepower limitations are not safety improvements. Speed control,
as such, of course, is an appropriate safety measure, but the situation
has not changed with regard to these proposed solutions. Prevention
of excessive speed is essentially a matter of driver control through
enforcement and educational measures.

9. Safet [lmdding: This equipment is available in all cars, and is
increusingi}_;* »eing accepted as a desirable feature by many motorists.
We have submitted technical information for your committee record
on previous occasions, such as July 8, 1959. To accomplish the objec-
tive of reduction of crash injuries, we must consider the design of
the complete structure as well as the nature and applications of
padding. The latter is therefore not susceptible to consideration as
an isolated item in terms of the end result sought.

3. Steering and other vehicle controls: The design of these basic
components of vehicles is integrated with the design of the complete
vehicle, Therefore, standardization of such items separately 1s not
practical.

4. Bumpers, fenders and other shock-absorbing equipment : Shock-
absorbing capabilities of the vehicle are determined by overall design
rather than that of individual components. Item-by-item standardi-
zation is therefore impractical.
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5. Headlights and other lights: Approximately 36 pages of light-
ing :-‘»{&111(’211'55-‘\ have been promulgated and published by the Society of
Automotive Engineers. They have been developed by the automobile
industry in cooperation with the American Association of Motor Ve-
hicle Administrators (involving State and Federal participation)
and the lamp manufacturing industry. Lighting equipment is under
rigorous control by the States and the Interstate Commerce Com-
mission. The controls include initial testing of prototypes, sample
testing of produetion items, formal approval of States after review
of reports by independent laboratories, marking and labeling for
identification of approved types, and periodic inspection during use.

6. Brakes: Brakes are subject to performance requirements stated
in the Uniform Vehicle Code and by the ICC. Component parts have
been covered by SAE standards for many years.

7. Aids to visibility, including rear vision mirrors: There are now
standards on glazing materials, State regulations on visibility factors,
and State requirements on mirror installations. An SAE committee
is concentrating efforts on further improvements of rear vision.
Technical reports are made at intervals to the AAMVA Committee
on Engineering and Vehicle Inspection.

8. Tires: Performance and durability of tires have been greatly
increased over the years. Tire problems today are mainly concerned
with improper use, maintenance and replacement.

On most of the foregoing items, the need for inspection and main-
tenance is very important. Possibly the greatest mechanical safety
problem today is the lack of adequate maintenance by owners. Auto-
mobile manufacturers constantly promote good maintenance by in-
corporation of information in owners’ manuals, educational campaigns,
mechanic training, dealer maintenance programs and endorsement of
State legislation for periodic inspection. As a special effort, aufo-
mobile manufacturers and dealers—through the Auto Industries
Highway Safety Committee—attempt each year in voluntary safety
checks to encourage proper maintenance by owners in jurisdictions
where no State inspections are required.

For reasons enumerated above, we oppose H.R. 903. Furthermore,
going beyond the specific proposals of this particular bill, it is our firm
conviction that the progress of vehicle safety, and the public interest
generally, will be better served by the procedures now in effect, pro-
cedures which continue to grow in effectiveness. Federal control
over motor-vehicle design and engineering standards, in our opinion,
would retard progress in this vital field.

THE NATURE OF ENGINEERING STANDARDS

We are pleased that members of this committee are aware of the
importance of adequate standards for safety equipment. In consider-
ing legislative proposals such as those being discussed here today,
we feel it is important to have a clear understanding of the meaning
and application of engineering standards.

We should like to take a few moments in closing our presentation
to discuss the basic concept of engineering standards and their impli-
cations to regulatory measures,
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The automotive industry initiated, shortly after 1900, the concept
of engineering standards employed throughout American industry
today. Basically, the concept is that an engineering standard should
spell out performance requirements rather than design details and
tfmt. standards should be voluntarily developed and applied, with the
way left open for improvement or change in response (o competitive
technological progress.

The industry established the principle that independent, profes-
sional engineering societies provide an ideal way for the voluntary
exchange of information, and ideas about solutions to engineering
problems, with the incorporation of the best available knowledge into
documents called standards.

This course was selected when the industry trade association dis-
banded its own standards committees and based its work primarily
on SA K standards.

From the beginning, it was obvious that these standards could not
be written ahead of the time that sound engineering practices develop
in a particular field. Attempts to prescribe an idea or design by
writing a standard is not practical.

Standardization committees in technical societies are composed of
highly qualified and experienced engineers, selected to provide a cross
saction of essential talents and knowledge. In many instances, (zov-
ernment engineers serve on these committees. Thus, when standards
are adopted by industry and Government, there is assurance that full
consideration has been given to all aspects of the problem. We attach
for the record lists of committee members dealing with standards for
several kinds of automotive safety equipment.

Technical society standards committee personnel have, in addition
to road experience, & comprehensive knowledge of industry technical
practices, wide acquaintance with industry research and development
potentials, and extensive testing facilities.

In order for a Government, agency to write workable automotive
standards, an extensive duplication of such industry background and
facilities would be requirei with the best result that could be antici-
pated being a virtual duplication of standards already available and
in use.

These standards have been developed and are constantly being
reviewed by such groups as the American Society for Testing Mate-
rials, the American Society of Mechanical Engineers, the American
Standard Association, and the Society of Automotive Engineers.

The various Federal and State agencies, including the Department
of Defense, the Federal Aviation Agency (for aviation components),
and State motor vehicle administrators, rely on them. The automobile
industry itself depends upon the same standards in its own design
and engineering programs.

SUMMARY

Gentlemen, we conclude our testimony on these three bills with a
reiteration of our appreciation for the opportunity to tell you our
views. We would like to summarize these.

With respect to HLR. 2446 on hydraulic brake fluids, we believe that
the existing standards and procedures in the States take care of a
major part of the problem of controlling the distribution and use of
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substandard brake fluids. However, we do see an area in which the
Federal Government has a unique and important function helpful to
State administrative and enforcement activities. We believe this
function could best be fulfilled by amending H.R. 2446, or by offering
a substitute bill, to provide for Federal labeling requirements to
reinforce the State efforts.

With respect to HL.R. 1341, we concur with the objective of including
the purchase of proven available safety devices on Government-
operated vehicles. However, we do not believe it is necessary or
desirable to provide for the establishment of standards for such
devices by the Secretary of Commerce.

We recommend instead that an Advisory Committee on Safety
Equipment be established to develop recommended procedures to guide
Federal agencies in procurement of such safety equipment. We pro-
pose the modification of H.R. 1341 to include this suggestion.

With respect to H.R. 903, we are opposed to this bill because we do
not endorse the principle of mandating Federal standards on motor
vehicle design. 1In our opinion, this is impractical and unnecessary.

ACTIONS ON SEAT-BELT INSTALLATIONS

At our last meeting with your committee, you expressed consider-
able interest in seat belts and their attachments. It was generally
agreed that there was need for a seat belt public education program.
We also advised that we were seriously considering the development
of methods to facilitate belt attachment.

We would like today to report to your committee on action taken
by vehicle manufacturers gince that time with regard to seat-belt
installations.

As you know, an educational campaign on the value of seat belts
has been undertaken, sponsored by the U.S. Public Health Service,
National Safety Council and American Medical Association,

Vehicle manufacturers are cooperating in this campaign, through
such actions as distributing television films and other materials, in-
cluding millions of copies of supporting booklets. Seat belts are also
being installed in driver training cars loaned to high schools under
manufacturer-dealer cooperative programs. y

Because of the current upturn of public interest in seat belts and
to make it easier and less expensive for motorists to install seat belts,
the manufacturers will provide seat-belt anchorages for the front seats
of 1962 model cars, in addition to identation of location points on the
floor structure for rear-seat anchorages.

We believe that these actions will stimulate further interest in seat-
belt installations and use, and hope that many more motorists will be
encouraged to use this safety equipment.

Mr. Roeerts. I note that you recommend H.R. 1341 and H.R. 2466.

Mr. Ricrarps. That is correct.
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I should like, particularly, to invite your attention to the discussion
relative to the standards, which is in the nature of engineering stand-
ards. This, Mr. Chairman, appears to be a subject not too well under-
stood and it is one of such great importance, and it does enter into
the consideration of all of these three bills and we would like to recom-
mend that be given careful study.

And then, if I might conclude with one observation, I note from
your program that you have listed a witness to discuss the matter
of automobile safety glass. And I might point out that this is a prob-
lem that we have been dealing with for about 4 years now, and bills
have been presented in over a dozen States. And after demonstrations
have been given to the members of the legislatures in these States, bills
were introduced that, after we had had an opportunity to {}rvsl-nl'. the
fact, they had been killed in each State, or not being acted on at this
time. So we would like to ask if you have any questions with respect
to automobile safety glass that we be given an opportunity to bring
in the manufacturers of safety glass and the glass exports, to present
the facts to you.

Mr. Ropkrrs. That will have to be after the glass people have
have testified, when we may have some questions on that. We do not
know at. the present time what they will say.

Thank you very much for your statement, Mr. Richards. I notice
that you malke reference to the fact that the industry has agreed to
supply safety-belt attachments or anchorages, however you want to
call it. in the 1962 models for the attachment of safety belts. The
Chair is very happy to know that that forward step has been taken,
so far as the automobile manufacturers are concerned.

With reference to H.R. 1341, in your statements about the advisory
committee, it occurs to me that with proper language in the report of
the bill that we could insist that it was the legislative intent in passing
the bill that the Department of Commerce would call in each one of
the groups you have mentioned to assist, which, I believe, would make
it unnecessary to write the language into the bill. That has been
the manner in which it has been handled with the refrigerator safety
law that the Department of Commerce now administers. And I would
like to assure you, as representing the industry, that it would be the
purpose of this committee to write into the report such language so
that there would be no mistake about what is intended. This would
be the advice that would be offered to the Department of Commerce on
which safety standards published in the Federal Register would have
to be based.

We recognize that the industry is, certainly, well qualified in this
field, together with the other groups that you have mentioned. A

ood job could be done without hurting the industry, and it would
e very helpful to the publie.

I want to thank you again for your statement. The documents

you have attached to your statement will be made a part of the record.
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(The documents follow :)

Personnel of Society of Automotive Engineers Brake Committee

C. A. Lindblom, sponsor International Harvester Co.
R. K. Super, chairman__________________ Rockwell-Standard Corp.
R. A. Goepfrich, vice chairman Bendix Products Division,
Bendix Aviation Corp.
L1 T R A S e £ o APt Bendix-Westinghouse Automatie Air
Brake Co.
J. V. Bassett Raybestos-Manhattan, Ine,
F.H Bromm___________ N s American Telephone & Telegraph Co.
C. A. Carlson International Harvester Co.
TP, Chase: - e e Huntington Woods, Mich.
W.B.Coleman.. of -— White Motor Co.
. P. Fisher. Chevrolet Motor Division, GMC
1B e T e R SRR L e . GMC Truck & Coach Division, GMC
P. C. Hile Warner Electric Brake & Clutch Co.
D.BE.Hobson_—__ .. . _____. Studebaker-Packard Corp.
Ford Motor Co.
. Bendix-Westinghouse Automatic Air
Brake Co.
Chrysler Corp.
. Marshall-Eclipse Division
Birmingham, Mich.
MREruse. e ————— Dadge Division, Chrysler Corp.
T. M. Lawler, Jr American Motors Corp.
2O T ) L S . International Harvester Co.
G. E. McMullen.. . ____ * ——— Raybestos-Manhattan (Canada) Ltd.
W. E. Meyer _ Penunsylvania State University
D.W.Morrlson. - e —-- Bureaun of Motor Cariers,
Interstate Commerce Commission
J. G. Oetzel —— -~ Beloit, Wis.
E. B. Ogden Consolidated Freightways, Inec.
F. W. Petring eevewe-- U.8. Bureau of Public Roads
R.C.Rike___"_ Deleo Moraine Division, GMC,
W. R. Rodger Chrysler Corp.
. M. Rubly Chevrolet Motor Division, GMC.
GG LT s e S e e 1 L o e Bureau of Public Roads,
Department of Commerce.
200 T e [ [ I Y S - Permafuse Corp.
G. C.Vahrenhold_ . ___________. Wagner Electric Corp.
. E. Wallace -- Wagner Electrie Corp.
7. J. Weber Kelsey-Hayes Co.

Persomnel of ASA Sectional Committee on Safety Glazing Materials, Z26

Arthur 8, Johnson, chairman_-_________ American Mutual Liability Insurance
Co.

GOOrEE T BroWIl. e e e AFL-CIO Standing Committee on
Bryce I’ Holcomb (alternate) Safety and Oceupational Health.
IRalph Reizer (alternate)

Alfred W. Devine______ 1American Association of Motor Ve-

Charles W, Reed —— ————_—___] hicle Administrators.

Wilbur L. Cross, Jr. (alternate)
Capt. R. B, King (alternate)

EAML AHERIET i it s s American Automobile Association.
Burton W. Marsh (alternate)

Bl Perwllper s o m o e American Boat & Yaecht Couneil, Inec.
Robert Loeser (alternate) and Yacht Safety Durean, Inc.

DPr. George B. Watkins_ . _______ American Ceramic Society.

Thomas A. Walsb_______ . ____ American Society of Mechanical Engi-

neers.,

Anthony G. Parettd o oo e e American Society of Safety Engineers,

Bruce G. Booth

J. 8. Nelzon

Dr. J. I). Ryan
R. E. Hess (alternate)

American Socliety for Testing Mate-
rials.
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HYDRAULIC BRAKE FLUID (SAE 70R)
SAE Standard

Report of Nonmetallic Materials Committee approved December 1946
and last revised June 1960.

HEAVY DUTY TYPE (SAE 70R1)

1.0 Type—These specifications cover brake fluids of the nonmineral
oil type for use in the atmospheric range of approximately 140 to —60-F
in highway vehicles where the brake fluid is exposed to normal oper-
ating conditions.

2.0 Material—The materials used shall be such that the resulting com-
pound will conform to the requirements of these specifications.

3.0 Detail Requirements—Hydraulic brake fluids covered by these
specifications shall be in accordance with Table 1, Table 2, and sections
3.1 10 3.7, inclusive.

3.1 Corrosion—The fluid when tested under conditions outlined in
section 4.8 shall not cause corrosion exceeding the limits shown in Table
2. The fluid-water mixture shall show no gelling at room temperature
ard shall not contain more than a medium’ precipitate.

Discoloration or slight generalized etching of the test strips shall not
be cause for rejection of the fluid.

3.2 Boiling Point Change—The boiling point shall not be less than
295 F after the fluid has been held at 295 F for 2 hr in accordance with
section 4.9,

3.3 Rubber Swelling—The increase in the base diameter of natural
rubber cups® after 120-hr exposure to the fluid, as described in section
4.10, shall not be less than 0.005 in. and not more than 0.050 in. The
surface of the rubber shall not be tacky or show any sloughing as indi-
cated by carbon black on the surface.

3.4 Compatibility—Fluid shall be transparent, however, a slight
opalescence is permissible. Fluid shall show no stratification, separa-
tion, precipitation, or crystallization when tested under section 4.11.

3.5 Lubrication—At the end of the stroking test, outlined in section
4.12, the metal parts shall be free from wear, corrosion, or galling which

! The following are definitions for types of precipitates:

A trace precipitate shall be flocculent and remain in suspension.

A light precipitate shall be flocculent, may settle, but possess no crystalline
formations.

A medium precipitate shall be primarily flocculent material with a few small
crystals.

A heavy precipitate shall be large in volume and contain both flocculent and
crystalline material.

1 Goodrich Compound 15 M 800 or exact equivalent. This material must be used
to assure uniformity of testing and may be procured from Chemical Specialities
Manufacturers Association, Inc., 50 East 41 St., New York 17, N. Y.
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would impair operation. The rubber parts shall be in a satisfactory
operating condition. Excessive leakage past the pistons shall be cause
for rejection of the fluid.

3.6 Residue and Corrosion—When tested in accordance with section
4.13, the brake fluid shall cause no rust or corrosion of the metal parts
and shall show no dry, hard, or gummy residue.

3.7 Evaporation

Percentage—Not more than 809, (by weight) of the hydraulic brake
fluid shall be evaporated when it is subjected to the test described in
section 4.5.

Quality of Residue—The residue from the evaporation test described
in section 4.5 shall be liquid and shall not contain more than a small
amount of precipitate. Any such precipitate shall break up under rub-
bing with the fingertip to form a smooth nonabrasive paste or a smooth
nonabrasive semifluid substance. The residue shall remain liquid while
held at 32 = 2 F for 2 hr.

4.0 Methods of Test—The fluid sample shall be tested, using the
methods prescribed in sections 4.1 to 4.13, inclusive

4.1 Viscosity—The viscosity of the fluid shall be determined in a
capillary pipette according to procedure outlined by ASTM D 445.

4.2 Cold Tests

(a) Cold Test A shall be determined by maintaining two 125 cc oil-
sample bottles, each containing 100 cc of the fluid, at —40 F for 6
days. At the end of this period one bottle shall be tilted from the
vertical to the horizontal position and the time that flow begins shall
be recorded. The second bottle shall be quickly wiped with a clean
lint-free cloth saturated with alcohol or acetone and then quickly
placed against a standard hiding power test chart® The diagonal
black contrast lines on the chart shall be clearly discernible when
viewed through the fluid in the bottle. The fluid shall also be visu.
ally examined for evidence of stratification, separation, precipitation
and crystallization,

(b) Cold Test B shall be determined by maintaining a 125-cc oil-
sample bottle containing 100 cc of the fluid at —60 F for 6 hr. At the
end of this period, the bottle is to be tilted from the vertical to the
horizontal position, and the time that flow begins is to be recorded.

4.3 Boiling Point—The apparatus required (Fig. 1) consists of a
100-cc round-bottom shortneck flask having a 19/88 female ground-glass
joint, and a 10-mm OD side-entering tube, a thermometer (ASTM 2F-53
or equivalent), and a straight-tube 200-mm jacket-length Liebig con-
denser, equipped with a 19/38 drip-tip male ground-glass joint at its
lower end. Also three or four pieces of unglazed porcelain, each about
4 mm in diameter, are required. These are made by breaking up a
porous plate made of unglazed porcelain, their function being to pre-
vent superheating during the test.

A 60-cc sample of the fluid together with three or four pieces of porous
plate shall be placed in the flask, the condenser attached, and the ther-

® The standard hiding power test chart must be used to assure uniformity of test-
ing. A suitable hiding power chart is described in ASTM D 344-39 and D 406-39.
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mometer inserted through the side tube to within 14 in. of the bottom
center of the flask. A seal shall be made around the thermometer with 2
short piece of rubber tubing. The flask shall be mounted on an asbestos
centered wire gauze and the whole assembly held in place by a clamp
The condenser water is turned on and heat applied by a bunsen burner
or electric heater at such a rate that the fluid is brought to its boiling
point in 10 min. The rate of reflux is then adjusted over another 10-min
period to approximately 1 drop of reflux per sec. The temperature is
then read, and after being corrected for barometric pressure according
to ASTM D 86, it is taken as the boiling point.

Fluids boiling above 300 F may be considered satisfactory if a new
sample is not refluxing at a greater rate than 1 drop per sec after being
held at 300 F for 10 min.

THERMOMETER —= WATER
OUTLET

WATER
" JACKET

WATER 0
INLET =
38 GROUND

GLASS JOINT

RUBBER TUBIN'G} —r

]
I0MM 0D 43

PIECES OF POROUS
PLATE

ASBESTOS-CENTERED
WIRE GAUZE 2 %

BUNSEN BURNER

FIG. 1—APPARATUS FOR DETERMINING BOILING POINT

4.4 Flash Point—The flash point of the fluid shall be determined
by the Cleveland open-cup method.
4.5 Evaporation
Percentage—Evaporation of the fluid shall be determined by placing
a 10-cc sample in a clean, dry, weighed, covered Petri dish of approxi-
mately 100 mm in diameter and 15 mm high and weighed with cover in
place to the closest 0.01 g. The Petri dish and fluid shall then be placed
on the inverted Petri-dish cover in a 210 - 5 F air bath, free from drafts,
" for 48 hr. After this time, the Petri dish and cover shall be removed
from the air bath, allowed to cool in a desiccator, and reweighed to
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determine the weight of fluid remaining.
The per cent evaporation shall be calculated as follows:

Per cent evaporation — W_‘;_R % 100

where
R — weight of residue after heating
W — initial weight of sample

Quality of Residue—The residue remaining after the test outlined
in section 4.5 (percentage) shall be examined for liquidity and for the
amount and nature of the precipitate. The residue shall then be held
at a temperature of 32 + 2 F for 2 hr and then examined for liquidity.

4.6 Water Tolerance—Two 100-cc samples of fluid shall each be
mixed with 314 cc of distilled water. One sample shall be maintained at
a temperature of 140 F and the other at —40 F for a period of 24 hr
each, and both shall be examined for stratification and precipitation.

At the end of 24 hr, the —40 F sample bottle is to be tilted from a
" vertical to a horizontal position, and the fluid shall begin to flow within
5/Sec, -
4.7 Neutrality—The pH shall be determined by the electrometric
method. To the fluid is added 5%, (by volume) of distilled water and
1009, (by volume) of an 809, ethyl alcohol, 209, water mix, which mix
shall have been adjusted to 7.0 pH. The pH is to be taken at a fluid
mixture temperature of 75 =+ 15 F,

Alternative Neutrality Method—If the fluid is miscible with an equal
volume of water, then water may be used in place of the above alcohol-
water mixture.

4.8 Corrosion—The corrosion test shall be carried out as follows:

The test strips®, each of 20-35 sq cm area (approximately 814 x 14 in.),
shall, with the exception of the tinned-iron strips, be cleaned by abrading
them with 320A waterproof carborundum paper and stoddard solvent, or
equivalent, until all surface scratches, cuts, and pits are removed from
the strips. A new piece of paper is to be used for each different type of
metal. They, shall then be given a medium high polish by means of 00
steel wool and alcohol, then washed in alcohol, then dried with a stream
of dry air, and then placed in a desiccator at room temperature until
equilibrium is attained. Strips shall be handled with clean forceps after
polishing to avoid fingertip contamination.

The strips shall be weighed to nearest 0.1 mg. The weighed strips,
arranged in the order of tinned iron, steel, aluminum, cast iron, brass,
and copper, shall be joined in metal-to-metal contact by fastening with
a steel bolt or cotter pin passed through holes drilled near one end of
each strip. The strips shall be so bent that, except for the small terminal
area near the bolt or cotter pin, the strips shall not be in direct contact
one with another. Strips should be immersed in alcohol to eliminate
fingerprints and then handled with forceps. The strips shall then be
inserted into a 1-pt Mason jar in such manner that the bolted ends shall

2 Test strips may be procured from Chemical Specialties Manufacturers Associa-
tion. Inec., 50 East 41 St., New York 17, N. Y.
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rest within the concavity of a new natural rubber cup®. The 350 cc of
the fluid to be tested, diluted with 5%, ( by volume) of distilled water
and heated to approximately 200 F, shall then be poured into the test
jar to submerge totally the test strip assembly. The glass cover shall
then be clamped on in a vapor tight manner with the aid of a conven-
tional Mason-jar rubber gasket and the test vessel held for 120 hr in a1
oven at 210 * 5 F. At the end of the test period the strips are to be
removed, the adhering fluid flushed off with water, the individual strips
disengaged one from the other and cleaned to remove any adhering
corrosion products.

The strips shall first be washed with a cloth wet with a 1:1:1 mixture
of alcohol, acetone, and benzol to remove varnish, lacquer, and similar
coatings. Coarse abrasives such as wire brushes or steel wool shall not be
used for cleaning following the corrosion test, but a mild nonabrasive
soap or solvent is permitted. Cleaning is completed by rinsing in water,
then in alcohol, drying with a jet of air, and bringing to equilibrium
in the desiccator. The cleaned strips shall then be weighed to nearest
0.1 mg. Corrosion loss is determined by dividing the difference in weight
of each specimen before and after the test by the total exposed surface
area of the specimen as measured in square centimeters.

The average of three tests shall be the corrosion loss.

4.9 Boiling Point Change—A 60-cc sample of fluid is placed in boiling
point equipment, as described in section 4.3, and held at 295 F for 2 hr.
After being held at 295 F for 2 hr, the boiling point shall not be less
than 295 F.

4.10 Rubber Swelling—Absorption of liquid by rubber cups and
washers used in the hydraulic brake systems shall be tested as follows:

Cups—The cups used shall be 114-in. natural rubber cups® and should
not be more than nine months old from date of production. Cups shall
be free of lint and dirt, the base diameter determined to the nearest
thousandth of an inch with a micrometer, and the diameter recorded.
In measuring base diameter of a cup, care shall be taken that the
micrometer does not extend more than 14, in. beyond the bottom edg:
of the cup. The diameter shall be taken as an average of two readings
at right angles to each other. If these two diameters differ more than
0.003 in., the cup shall be discarded.

Procedure—Two cups, whose base diameters have been measured,
shall be immersed in 75 cc of the fluid under test, in an 8-oz screw.cap
glass bottle and held at a temperature of 158 *+ 2 F for a period of
120 hr. After 120-hr exposure, the cups shall be removed from the
bottle, washed quickly with alcohol, dried with the clean cloth, and
measured across the base with a micrometer as before. This measurement
shall be within 10 min after taking the cup out of the fluid. The sur-
face of the cups shall be visually examined.

3 Goodrich compound 15 M 800 or exact equivalent. This material must be used
to assure uniformity of testing and may be procured from Chemical Specialties Manu-
facturers Association, Inc., 50 East 41 St., New York 17, N. Y.
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MOTOR VEHICLE SAFETY STANDARDS

TABLE 1—REQUIRED TESTS

Tests Test Limits

Viscosity (Kinematic) at —40 F, max 1800 Centistokes

Viscosity (Kinematic) at 130 F, min 4.0 Centistokes

Cold Test A (6 days ot —40 F) Shall begin to flow within 5 sec after the sample
bottle is filted from the vertical to horizontal
position. Shall be transparent, however, a slight
opalescence is permissible. No stratification,
separation, precipitation, or crystallization.

Cold Test B (6 hr ot —60 F) Shall begin to flow within 5 sec after the sample

bottle is filted from the vertical to herizontal

position, T

Boiling point, F, min 300

Flash point, F, min 145

Water tolerance (3.5 cc of distilled
water at 140 and —40 F) Shall begin to flow within 5 sec after the sample

bottle is filted from the vertical to horizontal

position. No stratificationr—a light® precipitate

allowed.

Neutrality pH7 10 11

Neutrality (after corrosion test) pHé 1o 11

& The following are definitions for types of precipitates:
A trace precipitate shall be flocculent and remain in suspension.
A light precipitate shall be flocculent, may sefttle, but possess no crystalline formations.
A medium precipitate shall be primarily flocculent material with a few small crystals.
A heavy precipitate shall be large in volume and contain both flocculent and crystalline
material. y

4.11 Compatibility—Prepare a mixture consisting of 50 parts, by

volume, of the brake fluid under test, and 50 parts, by volume, of the
Standard Compatibility Test Brake Fluid.5 100 cc of this fluid mix.
ture shall be placed in each of two 125 cc oil sample bottles. One
bottle shall be held for 24 hr at 140 F and the other for 24 hr at
140 F and the other for 24 hr at —40 F. The bottle which has been
maintained at —40 F shall be quickly wiped with a clean lint-free
cloth saturated with alcohol or acetone and then quickly placed against

TABLE 2—~CORROSION LOSSES

Mex Permissible
Test Strip® Corrosion Loss,
mg sq cm of Surface

Tin coated iron cut from 1.19 Ib per base box minimum sheet (Type 1,
Grade 1 of Federal Specification QQ-1-706A)

Steel, SAE 1010 (cold rolled)

Aluminum, SAE 24

Cast iron, SAE 111, or strips from housings of wheel brake cylinders
(smooth machine wr*aur‘

Brass, SAE 70A

Copper, SAE 71

% Test strips may be procured from Chemical Specialties Manufacturers Association, Inc.,
50 East 41 5t, New York 17, N. Y.

® The Standard Compatibility Test Brake Fluid is a composite mixture of repre-
sentative brake fluids meeting SAE 70R used in new car production. Standard Com-
patibility Test Brake Fluid may be procured from Chemica‘l)Specialties Manufacturers
Association, Inc., 50 East 41st St., New York 17, N. Y. Use of this fluid or its equiva-
lent promotes uniformity of test results.
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a standard hiding power test chart.8 The diagonal black contrast lines
on the chart shall be cleary discernible when viewed through the
fluid-mixture in the bottle. Both test mixtures shall be visually ex-
amined for evidence of stratification, separation, precipitation and
crystallization.

4.12 Lubrication—The following test procedure is intended for use
in evaluating the lubricating quality of the brake fluid.

4.12.1 A typical apparatus consists of:

(a) One hydraulic brake system master cylinder of 114-in. diameter.

(b) Four brake assemblies having 114 or 114-in. diameter wheel cyl-
inders, together with brake drums.

(c) A pressure relief or safety valve set for operation at a pressure of
500 -+ 50 psi.

(d) A pressure gage satisfactory for operation at a pressure of 500 =+
50 psi.

NOTE: A diagrammatic sketch of a suitable form of apparatus is
shown in Fig. 2. Additional information on suitable stroking equipment
may be found in Fig. 6 of SAE Standard, Rubber Cups for Hydraulic
Actuating Cylinders (SAE 60R).

4122 The master- and wheel-cylinder castings shall be of cast iron,
and the pistons shall be of an unanodized aluminum alloy.

4.12.3 Fifteen feet of 14-in. OD copper tubing shall be used in assem-
bling the apparatus.

4.12.4 The apparatus shall be enclosed in a heated air bath controlled
to a temperature of 158 = 5 F in the fluid in the master cylinder
reservoir.

NOTE: When strip heaters are used, they shall be placed 6 or more
in. from cylinders on test.

4.125 Mechanical application of pressure to the master push-rod
shall be employed to simulate operation on the vehicle as closely as
possible.

4.12.6 All rubber parts shall be of natural rubber meeting SAE 60R1.7

NOTE: New master- and wheelcylinder units shall be purchased
unassembled and must not be used for more than one test. No parts
shall be used in any test unless these are in satisfactory condition on
inspection prior to assembly of the apparatus. New rubber cups which
shall not be more than nine months old from date of manufacture
must be employed for each test.

4.12.7 Test Procedure—The test procedure to be employed is as
follows:

(a) The rubber and metal test parts shall be washed or flushed with
alcohol, dried, and inspected for corrosion or other defects.

(b) The fluid lines shall be cleaned and flushed with alcohol and
blown dry with dry air.

® The standard hiding power test chart must be used to assure uniformity of
testing. A suitable hiding power chart is described in ASTM D 344-39 and D 406-39.

! For information on rubber parts contact Chemical Specialties Mfg. Assn., Inc.,
50 East 41st St., New York 17, New York.
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(c) Immediately after inspection, the test parts shall be dipped into
and coated with the fluid to be tested, the apparatus assembled, and
the test conducted promptly.

(d) The test fluid shall then be introduced into the apparatus and
the system bled free of air.

(€) The stroke of the master-cylinder push-rod shall be adjusted to
be as nearly as possible along the centerline of the cylinder, to avoid
side thrust and excessive wear.

(f) At the start of the test, the brake shoes shall be adjusted con-
centric with the brake assembly axis to provide a diametral clearance
of 0.080 in. between the shoes and the drums (0.040 in. clearance on
each side).

(g) The stroke shall be adjusted to give a maximum pressure of 500
+ 50 psi as measured by a pressure gage installed in the fluid line.

(h) Stroking shall be at the rate of 1000 = 100 strokes per hr, and
the tests shall be continued for a total of 150,000 strokes.

(i) At the end of the test, the condition of the parts as disassembled
shall be noted, following which the parts shall be washed with alcohol
and further inspected immediately.

(j) If mechanical difficulties which cannot be attributed to the fluid
are encountered during the test, the test shall be repeated.

4.13 Residue and Corrosion—A complete brake wheel cylinder as-
sembly (114 in. in diameter), except boots, having an iron housing,
natural rubber test cups?, and aluminum pistons shall be used for the
test. It shall be carefully cleaned to remove all traces of residual brake
fluid or rust preventive oil. After cleaning, the parts shall be rinsed
with alcohol and dried. All parts shall then be assembled using a wire
or clamp to hold the pistons approximately 14 in. inside the cylinder.
While assembling, each part shall be dipped into the brake fluid under
test. After assembly, 5 ml or the brake fluid under test shall be added
to the assembly through the inlet connecton. The bleeder opening
shall be tightly closed. With the inlet connection fitting removed, the
assembly shall be placed in an oven with the bleeder connection in an
upward position. The assembly shall be kept in the oven at tempera-
ture of 158 + 5 for 14 days. After the 14 days, the assembly shall be
carefully disassembled to observe conformance with the requirements
specified in section 3.6.

MODERATE DUTY TYPE (SAE 70R2) HAS BEEN DISCONTINUED

HEAVY DUTY TYPE (SAE 70R3)

5.0 Type—These specifications cover brake fluids of the nonmineral
oil type for use in the atmospheric range of approximately 140 to —60 F,
in highway vehicles where the brake fluid is exposed to severe operating
conditions.

6.0 Material-The materials used shall be such that the resulting

compound will conform to the requirements of these specifications.

* Goodrich compound 15 M 800 or exact equivalent. This material must be used
to assure uniformity of testing and’ may be procured from Chemical Specialties
Manufacturers Association, Inc., 50 East 41 St., New York 17, N. Y.
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TABLE 3—REQUIRED TESTS

Tests Test Limits

Viscosity (Kinematic) at — 40 F, max 1800 Centistokes

Viscosity (Kinematic) at 130 F, min 4.0 Centistokes

Cold Test A (6 days ot —40 F) Shall begin to flow within 5 sec after the sample
bottle is ftilted from the wvertical to horizontal
position. Sholl be transparent, however, a slight
opalescence is permissible. Shall show no stratifi-
cation, separation, precipitation, or crystallization.

Cold Test B (6 hr at —60 F) Shall begin to flow within 5 sec after the sample

botile is tilted from the wertical to horizontal

position,

Boiling point, F, min 375

Flash point, F, min 180

Water tolerance (3.5 cc of distilled
water at 140 and — 40 F) Sholl begin to Alow within 5 sec after the sample

bottle is tilted from the wertical to horizontal

position. Shall be transparent, however, a slight

opalescence is permissible. Shall show no stratifi-

cation, separation, precipitation, or crystallization.

Neutrality pH7 to 11

Neutrality (after corrosion test) . pHé to 11

TABLE 4—CORROSION LOSSES

Max Permissible
Test Strip™ Corrosion Loss,
mg sq cm of Surface

Tin coated iron cut from 1.19 Ib per base box minimum sheet (Type 1,
Grade 1 of Federol Specification QQ-1.-706A)

Steel, SAE 1010 (cold rolled)

Aluminum, SAE 24

Cast iron, SAE 111, or strips from housings of wheel brake cylinders
(smooth machine surface)

Brass, SAE 70A

Copper, SAE 71

" Test strips may be procured from Chemical Specialties Manufacturers Association, Inc..
50 East 41 St., New York 17, N. Y.

7.0 Detail Requirements—Hydraulic brake fluids covered by these
specifications shall be in accordance with Table 3, Table 4, and sections
7.1 to 7.7, inclusive. 4

7.1 Corrosion—The fluid when tested under conditions outlined in
_ section 8.8 shall not cause corrosion exceeding the limits shown in Table

4. The fluid-water mixture shall show no gelling at room temperature

and shall not contain more than a medium' precipitate. -

Discoloration or slight generalized etching of the test strips shall not
be cause for rejection of the fluid.

7.2 Boiling Point Change—The boiling point shall not be less than
370 F after the fluid has been held at 370 F for 2 hr in accordance with
section 8.9.

! The following are definitions for types of precipitates:

A trace precipitate shall be flocculent and remain in suspension.

A light precipitate shall be flocculent, may settle, but possess no crystalline
formations.

A medium precipitate shall be primarily flocculent material with a few small
crystals.

).:\ heavy precipitate shall be large in volume and contain both flocculent and
crystalline materal. :
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7.3 Rubber Swelling

7.8.1 Natural Rubber Test Cup® Swelling—The increase in the base
diameter of the cups after 120-hr exposure to the fluid, as described in
section 8.10, shall not be less than 0.005 in. and not more than 0.050 in.
The surface of the rubber shall not be tacky or show any sloughing as
indicated by carbon black on the surface.

782 Standard SBR Rubber Test Cup# Swelling—The increase in the
base diameter of the cups after 70-hr exposure to the fluid, as described
in section 8.10, shall not be less than 0.005 in. and not more than 0.055
in. The surface of the rubber shall not be tacky or show any sloughing
as indicated by carbon black on the surface.

The precipitation characteristics of the fluid with standard SBR
rubber cups shall not be classified as more than a medium precipitate.

7.4 Compatibility—Fluid shall be transparent, however, a slight
opalescence is permissible. Fluid shall show no stratification, separa-
tion, precipitation, or crystallization when tested under section 8.11.

7.5 Lubrication—At the end of the two stroking tests outlined in
section 8.12, the metal parts shall be free from wear, corrosion, or galling
which would impair operation. The rubber parts shall be in a satisfac.
tory operating condition. Excessive leakage past the pistons shall be
cause for rejection of the fluid.

7.6 Residue and Corrosion—When tested in accordance with section
8.13, the brake fluid shall cause no rust or corrosion of the metal parts
and shall show no dry, hard, or gummy residue.

7.7 Evaporation

Percentage—Not more than 807, (by weight) of the hydraulic brake
fluid shall be evaporated when it is subjected to the test described in
section 8.5.

Quality of Residue—The residue from the evaporation test described
in section 8.5 shall be liquid and shall not contain more than a small
amount of precipitate. Any such precipitate shall break up under rub-
bing with the fingertip to form a smooth nonabrasive paste or a smooth
nonabrasive semifluid substance. The residue shall zemain liquid -while
held at 32 = 2 F for 2 hr.

8.0 Methods of Test—The fluid sample shall be tested, using the
methods prescribed in sections 8.1 to 8.13, inclusive.
8.1 Viscosity—The viscosity of the fluid shall be determined in a
capillary pipette according to procedure outlined by ASTM D 445.

8.2 Cold Tests

(a) Cold Test A shall be determined by maintaining two 125 cc oil.
sample bottles, each containing 100 cc of the fluid, at —40 F for six
days. At the end of this period one bottle shall be tilted from the
vertical to the horizontal position and the time that flow begins shall
be recorded. The second bottle shall be quickly wiped with a clean

3 Goodrich compound 15 M 800 or exact equivalent. This material must be used
to assure uniformity of testing and may be procured from Chemical Specialties Manu-
facturers Association. Inc.. 50 East 41 St.. New York 17. N. Y.

4 Goodrich compound 15 JM-581 or exact equivalent. This material must be used

to assure uniformity of testing and may be procured from Chemical Specialties Manu-
facturers Association, Inc., 50 East 41 St., New York 17, N. Y.
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lint-free cloth saturated with alcohol or acetone and then quickly
placed against a standard hiding power test chart.6 The diagonal
black contrast lines on the chart shall be clearly discernible when
viewed through the fluid in the bottle. The fluid shall also be visually
examined for evidence of stratification, separation, precipitation, and
crystallization.

(b) Cold Test B shall be determined by maintaining two 125 cc
oil-sample bottles, each containing 100 cc of the fluid, at —60 F for
six hours. At the end of this period one bottle shall be tilted from the
vertical to the horizontal position, and the time that flow begins shall
be recorded. The second bottle shall be quickly wiped with a clean
lint-free cloth saturated with alcohol or acetone and then quickly
placed against a standard hiding power test chart.8 The diagonal
black contrast lines on the chart shall be clearly discernible when
viewed through the fluid in the bottle. The fluid shall also be visually
examined for evidence of stratification, separation, precipitation, and
crystallization.

8.3 Boiling Point—The apparatus required (Fig. 1) consists of a
100-cc round-bottom shortneck flask having a 19/38 female ground-glass
joint, and a 10-mm OD side-entering tube, a 500-F thermometer accu-
rately calibrated for 3-in. immersion, and a straight-tube 200-mm jacket-
length Liebig condenser, equipped with a 19/38 drip-tip male ground-
glass joint at its lower end. Also three or four pieces of unglazed
porcelain, each about 4 mm in diameter, are required. These are made
by breaking up a porous plate made of unglazed porcelain, their function
being to prevent superheating during the test.

A 60-cc sample of the fluid together with three or four pieces of porous
plate shall be placed in the flask, the condenser attached, and the ther-
mometer inserted through the side tube to within 14 in. of the bottom
center of the flask. A seal shall be made around the thermometer with
a short piece of rubber tubing. The flask shall be mounted on an as-
bestos-centered wire gauze and the whole assembly held in place by a
clamp. The condenser water is turned on and heat applied by a bunsen
burner or electric heater at such a rate that the fluid is brought to its
hoiling point in 10 min. The rate of reflux is then adjusted over another
10-min period to approximately 1 drop of reflux per sec. The tempera-
ture is then read, and after being corrected for barometric pressure
according to ASTM D 86, it is taken as the boiling point.

8.4 Flash Point—The flash point of the fluid shall be determined
by the Cleveland open-cup method.

8.5 Evaporation

Percentage—Evaporation of the fluid shall be determined by placing a
10-cc sample in a clean, dry, weighed, covered Petri dish of approxi-
mately 100 mm in diameter and 15 mm high and weighed with cover in
place to the closest 0.01 g. The Petri dish and fluid shall then be placed
on the inverted Petri-dish cover in a 210 = 5 F air bath, free from
drafts, for 48 hr. After this time, the Petri dish and cover shall be

® The standard hiding power test chart must be used to assure uniformity ot
testing. A suitable hiding power chart is described in ASTM D 344-39 and D 39.
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removed from the air bath, allowed to cool in a desiccator, and re-

weighed to determine the weight of fluid remaining.
The per cent evaporation shall be calculated as follows:

—R

w— X 100

Per cent evaporation —
where
R — weight of residue after heating
W — initial weight of sample
Quality of Residue—The residue remaining after the test outlined in
section 8.5 (percentage) shall be examined for liquidity and for the
amount and nature of the precipitate. The residue shall then be held at
a temperature of 32 = 2 F for 2 hr and then examined for liquidity.

8.6 Water Tolerance—Two 100-cc samples of fluid shall each be
mixed with 314 cc of distilled water. One sample shall be maintained at
a temperature of 140 F and the other at —40 F for a period of 24 hr
each, and both shall be examined for stratification and precipitation.
At the end of 24 hr, the —40 F sample bottle is to be tilted from a
vertical to a horizontal position, and the fluid shall begin to flow
within 5 sec.

8.7 Neutrality—The pH shall be determined by the electrometric
method. To the fluid is added 5% (by volume) of distilled water and
1009, (by volume) of an 80%, ethyl alcohol, 209, water mix, which mix
shall have been adjusted to 7.0 pH. The pH is to be taken at a fluid
mixture temperature of 75 = 15 F.

Alternative Neutrality Method—If the fluid is miscible with an equal
volume of water, then water may be used in place of the above alcohol-
water mixture.

8.8 Corrosion—The corrosion test shall be carried out as follows:

The test strips?, each of 20-35 sq cm arga (approximately 314 x 14 in),
shall, with the exception of the tinned-iron strips, be cleaned by abrad-
ing them with 320A waterproof carborundum paper and stoddard sol-
vent, or equivalent, until all surface scratches, cuts, and pits are removed
from the strips. A new piece of paper is to be used for each different
type of metal. They shall then be given 2a medium high polish by
means of 00 steel wool and alcohol, then ,washed in alcohol, then dried
with a stream of dry air, and then placed in a desiccator at room tem-
perature until equilibrium is attained. Strips shall be handled with
clean forceps after polishing to avoid fingertip contamination.

The strips shall be weighed to nearest 0.1 mg. The weighed strips,
arranged in the order of tinned iron, steel, aluminum, cast iron, brass,
and copper, shall be joined in metal-to-metal contact by fastening with
a steel bolt or cotter pin passed through holes drilled near one end of
each strip. The strips shall be so bent that, except for the small terminal
area near the bolt or cotter pin, the strips shall not be in direct contact
one with another. Strips should be immersed in alcohol to eliminate
fingerprints and then handled with forceps. The strips shall then be

2 Test strips may be procured from Chemical Specialties Manufacturers Associa-
tion. Inc.. 50 East 41 St., New York 17, N. Y.

TOTOG O—41 L]
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inserted into a 1-pt Mason jar in such manner that the bolted ends shall
rest within the concavity of a new natural rubber cup?®. The 350 cc of
the fluid to be tested, diluted with 59 (by volume) of distilled water
and heated to approximately 200 F, shall then be poured into the test
jar to submerge totally the test strip assembly. The glass cover shall then
be clamped on in a vapor tight manner with the aid of a conventional
Mason-jar rubber gasket and the test vessel held for 120 hr in an oven
at 210 £ 5 F. At the end of the test period the strips are to be removed,
the adhering fluid flushed off with water, the individual strips disengaged
one from the other and cleaned to remove any adhering corrosion
products.

The strips shall first be washed with a cloth wet with a 1:1:1 mixture
of alcohol, acetone, and benzol to remove varnish, lacquer, and similar
coatings. Coarse abrasives such as wire brushes or steel wool shall not
be used for cleaning following the corrosion test, but a mild nonabrasive
soap or solvent is permitted. Cleaning is completed by rinsing in water,
then in alcohol, drying with a jet of air, and bringing to equilibrium
in the desiccator. The cleaned strips shall then be weighed to nearest
0.1 mg. Corrosion loss is determined by dividing the difference in weight
of each specimen before and after the test by the total exposed surface
area of the specimen as measured in square centimeters.

The average of three tests shall be the corrosion loss.

8.9 Boiling Point Change—A 60-cc sample of fluid is placed in
boiling point equipment, as described in section 8.3, and held at 370 F
for 2 hr. After being held at 370 F for 2 hr, the boiling point shall not
be less than 370 F.

8.10 Rubber Swelling—Absorption of liquid by rubber cups and
washers used in the hydraulic brake systems shall be tested as follows:
Natural Rubber Swelling

Cups—The cups used shall be 114-in. natural rubber cups® and should
not be more than nine months old from date of production. Cups shall
be free of lint and dirt, the base diameter determined to the nearest
thousandth of an inch with a micrometer, and the diameter recorded.
In measuring base diameter of a cup, care shall be taken that the
micrometer does not extend more than 14, in. beyond the bottom edge
of the cup. The diameter shall be taken as an average of two readings
at right angles to each other. If these two diameters differ more than
0.003 in., the cup shall be discarded.

Procedure—Two cups, whose base diameters have been measured,
shall be immersed in 75 cc of the fluid under test, in an 8-0z screw-cap
glass bottle and held at a temperature of 158 + 2 F for a period of
120 hr. After 120-hr exposure, the cups shall be removed from the bottle,
washed quickly with alcohol, dried with a clean cloth, and measured
across the base with a micrometer as before. This measurement shall be
within 10 min after taking the cup out of the fluid. The surface of the
cups shall be visually examined.

Standard SBR Rubber Swelling

Cups—The cups used shall be 114.in. standard SBR cupst and should

not be more than nine months old from date of production. Cups shall
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be free of lint and dirt, the base and lip diameters determined to the
nearest thousandth of an inch with a micrometer, shadowgraph, or
other suitable apparatus, and the diameters recorded. In measuring base
diameter of a cup, care shall be taken that the micrometer does not
extend more than 14, in. beyond the bottom edge of the cup. The diam-
eter shall be taken as an average of two readings at right angles to
each other. If these two diameters differ more than 0.003 in., the cup
shall be discarded.

Procedure—Two cups, whose base and lip diameters have been meas-
ured, shall be immersed in 75 cc of the fluid under test, in an 8-0z
screw-cap glass bottle and held at a temperature of 250 % 5 F for 70 hr.
After 70-hr exposure, the cups shall be removed from the bottle, washed
quickly with alcohol, dried with a clean cloth, and measured across
the base with a micrometer, shadowgraph, or other suitable apparatus.
This measurement shall be within 10 min after taking the cup out of
the fluid. The surface of the cups shall be visually examined.

Precipitation Characteristics—Two 114.in. standard SBR cups shall
be placed in a tightly sealed 8-0z screw-cap glass bottle, together with
75 cc of the fluid under test and held at a temperature of 250 * 5 F for
70 hr. After removal from the oven, the cups shall remain in the fluid
at room temperature for 24 hr, and the resultant precipitate classified’
as none, trace, light, medium, or heavy. It is recommended that a blank
be run on the fluid with each series of tests.

8.11 Compatibility—Prepare a mixture consisting of 50 parts, by
volume, of the brake fluid under test, and 50 parts, by volume, of the
Standard Compatibility Test Brake Fluid.® One hundred cubic centi-
meter of this fluid mixture shall be placed in each of two 125 cc oil
sample bottles. One bottle shall be held for 24 hr at 140 F and the other
for 24 hr at —40 F. The bottle which has been maintained at —40 F
shall be quickly wiped with a clean lint.free cloth saturated with
alcohol or acetone and then quickly placed against a standard hiding
power test chart® The diagonal black contrast lines on the chart
shall be clearly discernible when viewed through the fluid-mixture in
the bottle. Both test mixtures shall be visually examined for evidence
of stratification, separation, precipitation, and crystallization.

8.12 Lubrication—The following test procedures are intended for
use in evaluating the lubricating quality of the brake fluid. Two pro-
cedures shall be used: (A) to determine the effect on natural rubber
cups, and (B) to determine the effect of the fluid at higher temperatures
with standard SBR cups where high temperature resistance rubber is
more suitable.

® The Standard Compatibility Test Brake Fluid is a composite mixture of repre-
sentative brake fluids meeting SAE 70R used in new car production. Standard Com-
patibility Test Brake Fluid may be procured from Chemical Specialties Manufacturers
Association, Inc., 50 East 41 St., New York 17, N. Y. Use of tﬁia fluid or its equivalent
romotes uniformity of test results.
8 The standard hiding power test chart must he used to assure uniformity of
};a‘a)né gA suitable hiding power test chart is described in ASTM D 344-39 and
39.
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Test Procedure A—150,000 strokes at 158 = 5 F and 500 + 50 psi
with natural rubber cups®.

Test Procedure B—70,000 strokes at 250 = 5 F and 1000 =+ 50 psi
with standard SBR rubber cupst.

8.12.1 A typical apparatus consists of:

(a) One hydraulic brake system master cylinder of 114-in. diameter.

(b) Four brake assemblies having 114 or 114-in. diameter wheel cyl-
inders, together with brake drums.

(c) A pressure relief or safety valve:

Test Procedure A—Set for operation at a pressure of 500

Test Procedure B—Set for operation at a pressure of 1000

(d) A pressure gage:

Test Procedure A—Satisfactory for operation at a pressure of 500 *
50 psi.

'l?est Procedure B—Satisfactory for operation at a pressure of 1000 +
50 psi.

NOTE: A diagrammatic sketch of a suitable form of apparatus is
shown in Fig. 2. Additional information on suitable stroking equipment
may be found in Fig. 6 of SAE Standard, Rubber Cups for Hydraulic
Actuating Cylinders (SAE 60R).

8.122 The master- and wheel-cylinder castings shall be of cast iron,
and the pistons shall be of an unanodized aluminum alloy.

8.12.3 Fifteen feet of 14-in. OD copper tubing shall be used in assem-
bling the apparatus.

8.124 The apparatus shall be enclosed in a heated air bath, con-
trolled to a specified temperature in the fluid in the master cylinder
TEeservoir.

Test Procedure A—158 + 5 F,
Test Procedure B—250 =+ 5 F.

NOTE: When strip heaters are used, they shall be placed 6 or more
in. from cylinders on test.

8.125 Mechanical application of pressure to the master push-rod
shall be employed to simulate operation on the vehicle as closely as
possible.

8.12.6 Rubber parts for Procedure A will meet SAE 60R1.

8.12.6 Rubber parts for test Procedure A will meet SAE 60R].

Rubber parts for test Procedure B will meet SAE 60R2.

NOTE: New master- and wheel-cylinder units shall be purchased
unassembled and must not be used for more than one test. No parts
shall be used in any test unless these are in satisfactory condition on
inspection prior to assembly of the apparatus. New rubber cups which
shall not be more than nine months old- from date of manufacture
must be employed for each test.

50 psi.
50 psi.

- =
o

? Goodrich compound 15 M 800 or exact equivalent. This material must be used
to assure uniformity of testing and may be procured from Chemical Specialties Manu-
facturers Association, Inc., 50 East 41 St., New York 17, N. Y.

¢ Goodrich compound 15 JM 581 or exact equivalent. This material must be used
to assure uniformity of testing and may be procured from Chemical Specialties
Manufacturers Association, Inc., 50 East 41 St., New York 17, N. Y.
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8.12.7 Test Procedures—The test procedures to be employed are as
follows:

(a) The rubber and metal parts shall be washed or flushed with
alcohol, dried, and inspected for corrosion or other defects.

(b) The fluid lines shall be cleaned and flushed with alcohol and
blown dry with dry air.

(c) Immediately after inspection, the test parts shall be dipped into
and coated with the fluid to be tested, the apparatus assembled, and
the test conducted promptly.

(d) The test fluid shall then be introduced into the apparatus and
the system bled free of air.

(¢) The stroke of the master-cylinder push-rod shall be adjusted to
be as nearly as possible along the centerline of the cylinder, to avoid
side thrust and excessive wear.

(f) At the start of the test, the brake shoes shall be adjusted con-
centric with the brake assembly axis to provide a diametral clearance of
0.080 in. between the shoes and the drums (0.040 in. clearance on each
side).

(g) Stroke shall be adjusted to give a specified maximum pressure as
measured by a pressure gage installed in the fluid line.

Test Procedure A—500 * 50 psi.
Test Procedure B—1000 £ 50 psi,

(h) Stroking shall be at the rate of 1000 + 100 strokes per hr, and the

tests shall be continued for the specified time.
Test Procedure A—Total of 150,000 strokes.
Test Procedure B—Total of 70,000 strokes.

(i) At the end of the test, the condition of the parts as disassembled
shall be noted, following which the parts shall be washed with alcohol
and further inspected immediately.

(j) 1f mechanical difficulties which cannot be attributed to the fluid
are encountered during the test, the test shall be repeated.

8.13 Residue and Corrosion—A complete brake wheel cylinder as-
sembly (114 to 114 in. in diameter), except boots, having an iron housing
and aluminum pistons shall be used for the test. It shall be carefully
cleaned to remove all traces of residual brake fluid or rust preventive
oil. After cleaning, the parts shall be rinsed with alcohol and dried.
All parts shall then be assembled using a wire or clamp to hold the
pistons approximately 14 in. inside the cylinder. While assembling, each
part shall be dipped into the brake fluid under test. After assembly,
5 ml of the brake fluid under test shall be added to the assembly through
the inlet connection. The bleeder opening shall be tightly closed. With
the inlet connection fitting removed, the assembly shall be placed in an
oven with the bleeder connection in an upward position. The assembly
shall be kept in the oven at temperature of 158 = 5 for 14 days. After
the 14 days, the assembly shall be carefully disassembled to observe
conformance with the requirements specified in section 7.6.
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CENTRAL SYSTEM FLUIDS (SAE 71R)
SAE Recommended Practice

Report of Fuels and Lubricants Technical Committee and Nonmetallic Materials

Committee approved June 1960,

General Information—Specifications for a central system fluid, both
petroleum base and synthetic, are given to permit the development
and use of ¢entral hydraulic systems in highway vehicles. Fluids
meeting these specifications are suitable for use over a wide range of
applications in that they combine many of the characteristics of both
power steering and brake fluids. Because of the power steering re.
quirements, the central system fluid has many of the characteristics
needed in an automatic transmission fluid; it is, therefore, possible
that the fluid may be used in the development of automatic transmis.
sions. This versatility is necessary for a central system fluid. A central
system may use the same fluid for actuating power steering, starting
motor, hydro-pneumatic suspension, brakes, seat actuators, windshield
wipers and window regulators.

Scope—The specifications cover fluids designed to operate in the
circulating system from —40 F through 275 F. Because of the rela.
tively recent availability of these fluids, their requirements are based
not only on limited direct experience but also on a combination of the
established specifications for fluids used in power steering and brake
systems.

It will be noted that compatibility between the petroleum (SAE
71R1) and synthetic (SAE 71R2) is not required since mixing the fluids
is not foreseen. IN ADDITION, IT SHOULD BE EMPHASIZED THAT DIFFERENT
TYPE BRAKE SEALS ARE REQUIRED; SBR FOR SYNTHETIC, AND NITRILE RUB.
BER FOR PETROLEUM

PETROLEUM BASE CENTRAL SYSTEM FLUIDS (SAE 71R1)

TABLE 1—SPECIFICATIONS FOR PETROLEUM BASE CENTRAL SYSTEM FLUIDS (SAE 71R1)
The latest ASTM test method shall be used unless otherwise nofed.

Tests r Test Limits

VISCOSITY— l 2000 cs mox at — 40 F (before and after shear). 5.5 cs min af
KINEMATIC | 210 F (after shear).

The —40 F viscosity of the fluid shall be determined by actual
test (not extrapolation) using Low Temeprature (—40 F) Vis-
cosity—Brookfield Procedure®.

The 210 F viscosity of the fluid shall be determined by pro-
cedure outlined by ASTM D 445.

SHEAR TEST The shear stability of the fluid shall be determined by Shear
Test for Fluids—Pump®,
225 F min.

FLASH POINT | The flash point shall be determined by the ASTM D 92 method.
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TABLE 1—SPECIFICATIONS FOR PETROLEUM BASE CENTRAL SYSTEM FLUIDS

(SAE 71R1) .—Continued.
The latest ASTM test method shall be used unless otherwise noted.

Tests Test Limits

INITIAL BOILING 400 F min. The initial beiling point shall be determined by
POINT ASTM D 158 Method.

" COLD TEST (a) —50 F min (6 days at —50 F). The cold est (a) shall be deter-

mined by SAE 70R3 brake fluid test 8.2°.

COLD TEST (b) —70 F min (6 hours at —70 F). The cold test (b) shall be deter-
mined by SAE 70R3 brake fest 8.2".

FOAMING 100 m! foam volume max at end of 5-minute blowing period.
No foam at end of 4-minute settling period. The foam tests
shall be determined by ASTM D 892 method except that the
L : __settling pericd shall be 4 minutes instead of 10 minutes.
ANTI-WEAR Pump delivery at 700 rpm and 600 psi discharge shall not de-
crease more than 0.2 gpm during 100 hr as indicated by
measurements on Standard Reference Fluid ot stort and end of
test os determined by Wear and Pump Delivery Test®.
Pump parts, by visual inspection, shall show no signs of ex-
cessive wear. Parts should be burnished and show no signs of
galling.
OXIDATION Rating BO min. The oxidation stability shall be determined by
STABILITY Ox:dation Test—Automatic Transmission®.
CORROSION No visible rust. The corrosion resistance shall be determined by
RESISTANCE ASTM D 665 turbine oil test with o steel test specimen using
procedure ''A'" for distilled water,

SEAL COMPATIBILITY The increase in the base diometer of nitrile rubber cups after

(Rubber Swelling) 70 hr exposure to the fluid at 250 *5 F shall not be less than
0.005 in. nor more than 0.055 in. The surface sholl not be
tacky or show any sloughing as may be indicated by carbon
black on the surface.

This test shall be similar to SAE 70R3 brake fluid test 7.3.2b,

(Lubrication) Poss SAE 70R3 brake fluid test 7.5,

This test shall be determined by SAE 70R3 brake fiuid test pro-
cedure ''B'’, section 8.12" axcept that nitrile rubber cups shall
be used both in wheel cylinders and master cylinder. Steel
tubing 3/16 in. dia shall be substituted for copper tubing and
steel fittings used,
Test Procedure B

Part Part Number®
Wheel Cylinder NXA-18210
Master Cylinder NXA-18209
Primary Cup NXA-18212
Secondary Cup NXA-18213
Residual Check Volve Seat NXA-18214
Residual Check Valve Seal NXA-18215
Wheel Cylinder Cups NXA-18211

WATER TOLERANCE Water tolerance is not practical for petroleum bose fluids. Pro-
vision must be made in the system for the elimination of water
or prevention of its entrance.

COMPATIBILITY Mo liquid stratification or precipitation shall be evident.
The test shall be the same as SAE 70R3 brake fluid test 8.11P,
Only petroleum base central system fuids meeting oll other
SAE 71R1 specifications are to be used. Compatibility between
‘ petroleum base and synthetic fluids is not required.

& See SAE Recommended Practice, Tests for Central System Fluids.

b See SAE Stondord, Hydroulic Broke Fluid (SAE 70R). \

¢ These parts or exoct equivalent should be used. The test partd, can be ordered from
Bendix Producis Division, Automotive Sales Dept., 401 Bendix Drive,  South Bend, Indiano.
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SYNTHETIC CENTRAL SYSTEM FLUIDS (SAE 71R2)

TABLE 2—SPECIFICATIONS FOR SYNTHETIC BASE CENTRAL SYSTEM FLUID (SAE 71R1)
The latest ASTM test method shall be used unless otherwise noted.

Tests

Test Limits

VISCOSITY—
KINEMATIC

SHEAR TEST
FLASH POINT
BOILING POINT
COLD TEST (a)
COLD TEST (b)

FOAMING

ANTI-WEAR

OXIDATION
STABILITY

CORROSION
RESISTANCE

SEAL COMPATIBILITY
(Rubber Swelling)

1800 cs max at —40 F (before and after shear).

5.5 ¢s min at 210 F (after shear) for oils containing VI im-
prover; or 4.5 cs at 210 F (after shear) for oils not containing
VI improver.

The —40 F viscosity of the fluid shall be determined by actual
test (not extrapolation) by ASTM D 445 methed.

The 210 F viscosity of the fluid shall be determined by pro-
cedure outlined by ASTM D 445.

The shear stability of the fluid shall be determined by Shear
Test for Fluids—Pump®,

205 F min.
The flash point shall be determined by the ASTM D 92 method.

400 F min. The beiling point shall be determined by methed
used for SAE 70R3 broke fluid test B.3Vb.

—50 F min (6 days at —50 F). The cold test [a) shall be deter-
mined by SAE 70R3 brake,fluid test 8,20,

—70 F min (6 hours at —70 F). The cold test (b) shall be deter-
mined by SAE 70R3 brake test 8.20,

100 ml foam value max ot end of 5-minute blowing period. No
foam at end of 4-minute settling period. The foam tests shall be
determined by ASTM D 892 method except that the settling
period shall be 4-minutes instead of 10-minutes.

Pump delivery at 700 rpm and 600 psi discharge shall not de-
crease more than 0.2 gpm during 100 hr as indicated by
measurements on Standard Reference Fluid at start and end of
test as determined by Wear and Pump Delivery Tests.

Pump parts, by visual inspection, shall show no signs of ex-
cessive wear. Parts should be burnished and show no signs of
galling.

Roting B0 min. The oxidation stability shall be determined by
Ouxidation Test—Automatic Transmission®.

The fluid when tested under conditions outlined for SAE 70R3
brake fluid B.8" shall not cause corrosion exceeding the follow-
ing limits:
Permissible Loss
mg per sq cm

'I'ﬂ_f Strip of surface, max

Tin Coated Iron cut from 1.19 Ib per base box
min. sheet (Type 1, Grade | of Federal Spec. QQ.
1-706A)
Steel, SAE 1010 (cold-rolled)
Aluminum, SALC 24
Cast lron, SAE 111, or strips from housing of
wheel brake cylinders (smooth machined surface)
Brass, SAE 70A
Copper, SAE 71

The fiuid mixture shall show no gelling at reom temperature
and shall not contain more than @ mediume® precipitate. Dis-
coloration or slight generalized etching of the test strips shall
not be couse for rejection of the Auid.

The increase in the base diameter of both noturald ond SBR®
rubber cups after 70 hr ot 250 =5 F exposure to the fuid shall
not be less than 0.005 in. nor more than 0.055 in. The surface
shall not be tacky or show any sloughing as may be indicated
by carbon black on the surface.

This test shall be similar to SAE 70R3 brake fluid test 7.3.2.
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TABLE 2—SPECIFICATIONS FOR SYNTHETIC BASE CENTRAL SYSTEM FLUID

(SAE 71R1) .—Continued.
The latest ASTM test method shall be used unless otherwise noted.

Tests Test Limits
(Lubrication) ] Pass SAE 70R3 broke fluid test 7.5P.
This test shall be determined by SAE 70R3 brake fluid test pro-

cedure '‘B'’, section 8.12 except that 3/16 in. dio steel tubing

shall be substituted for copper tubing and steel fittings used.

Test Procedure B
Part Part Number

Master Cylinder Primary Cup FD-2398-(AA)
(Compound W-6730-B)®

Master Cylinder Secondary Cup FD-2399-(AA)
({Compound W-6730-B)*

Compensator Check Valve FC-14424

Wheel Cylinder Cups 1674080-AA

(Compound W-6100)®

WATER TOLERANCE Pass SAE brake fluid 70R3 water tolerance test 8.6°.
COMPATIBILITY

No liquid stratification or precipitation shall be evident.

The test shall be determined by SAE 70R3 broke fluid test
8.11P, Only synthetic central system fluids meeting all other
SAE 70R3 specifications are to be used. Compaotibility between
synthetic and petroleum base fluids is not required.

8 See SAE Recommended Proctice, Tests for Central System Fluids.

b See SAE Standard, Hydraulic Brake Fluid (SAE 70R).

¢ The following are definitions for types of precipitates:

A trace precipitate shall be flocculent and remain in suspension. A light precipitate shall
be flocculent, may settle, but possess no crystalline formations.

A medium precipitate shall be primarily flocculent material with a few small crystals.

A heavy precipitate shall be large in volume and contain both flocculent and crystalline
material.

4 Goodrich compound 15 M B0O or exact equivalent. This material must be vsed to assure
uniformity of testing and moy be procured from Chemical Specialties Manufacturers Associ-
ation, Inc., 50 East 41 St., New York 17, N. Y.

¢ Goodrich compound 15 JM 581 or exact equivalent. This material must be used to
ossure uniformity of testing and may be procured from Chemical Specialties Manufacturers
Association, Inc., 50 East 41 St., New York 17, N. Y.
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TESTS FOR CENTRAL SYSTEM FLUIDS

SAE Recommended Practice

Report of Fuels and Lubricants Technical Committee and Nonmetallic Materials

Committee approved June 1960,

SHEAR TEST FOR FLUIDS—PUMP

This shear test is designed principally to determine the shear resistance
as measured by viscosity change of central system fluids. (SAE 7IR1 Pe-
troleum and SAE 71R2 Synthetic), under conditions simulating end use.
See SAE Recommended Practice, Central System Fluids (SAE 71R).
Pump output measurements before and after shear are also determined
as an additional indication of viscosity loss due to shear.

I. Purpose—The SAE 7IR1 central system fluids will have very high
viscosity indices to meet both the required —40 F and 210 F viscosities.
Fluids of this type often decrease in viscosity in use due to mechanical
shear caused by their passing through a vane pump or other shearing
mechanism used in the system. Because of this possible loss in viscosity
due to normal use, the viscosity of the unused fluid is not a reliable cri.
terion of pumping efficiency. If the fluid becomes too “light”, impaired
power steering assist can result. This will be most noticeable at low
vehicle and concomitant pump speeds when adequate boost is most
needed, as in a parking maneuver,

This test has been designed to subject the fluid to shear conditions
which will reduce the fluid to its permanent end use viscosity. It has
been found that the viscosity of a fluid will decrease most during the ini-
tial period of use and that the rate of viscosity decrease will diminish to
essentially zero with prolonged use. The actual time required to stabilize
viscosity will depend on the relative severity of the shear mechanism and
the characteristics of the fluid.

2. Equipment For Shear Test—Typical test equipment consists of the
following or equivalent.

(a) One hydraulic pump,’.2 equipped with a one.quart standard
reservoir.

(b) A suitable pump drive, such as a 10 hp electric motor with belt
connection to drive pump at 3000 rpm.

() A thermocouple.

(d) A temperature controller such as West “Gardsman”, Model JA.2

(e) A low pressure control valve.

(f) A 0-150 psi pressure gage.

(B) A cycle timer, such as Eagle Signal Flex-O-pulse 120 sec cycle2

! For petroleum base fluid use Eaton Mfg. Co. power steering pump No. ER-10919-6
with nitrile rubber seals. For synthetic base fluid use Eaton Mfg. Co. power steering
pump No. ER-10919.7 seals made of Michigan Precision Molding ompound No.
8008 silicone.

* Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact
aquivalent will be satisfactory.
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(h) A 0-1000 psi pressure gage to measure pump discharge.

(i) A high pressure solenoid valve, such as Automatic Switch Co.,
“Asco” catalog No. 822332 34 in. pipe, in. port, oil, 25-1000 psi.

(j) A relief valve, such as Vickers, Model CT06C10, 500 ~ 2000 psi.

(k) A heat exchanger to maintain oil temperature (150-170 F) in
Teservoir.

(1) A heat element on the return line to rapidly raise temperature in
reservoir up to the (150-170 F) range.

(m) A cold water solenoid valve, such as Skinner,2 14 in. orifice, 100 psi.

(n) Necessary steel tubing and connectors to pipe pumping circuit as
shown in Fig. 1—Shear, Wear, and Flow Test.

3. Equipment—Flow Test—Typical additional equipment for flow test
consists of:

(a) A hand tachometer such as a Hasler,2 to determine pump shaft
rpm by inserting the rubber driving member into the center hole pro-
vided in the pulley.toshaft retaining cap screw.

ELECTRIC
s COUNTER
o <
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VALVE
COOLING ﬂ
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b TEMP TIMER
S CONTROL
@
o THERMOCOUPLE — = BY-PASS
e
. —(f LO-PRESSURE
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- | -l
gl [ euwe 2 { | ‘
=1 —_—— [—
RELIEF
VALVE
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1. CLOSE VALVES A 1. CLOSE VALVES B 1. SAME AS FOR SHEAR AND
2. OPEN VALVES B 2. OPEN VALVES A FLOW TEST EXCEPT

3. ACTUATE HI-PRESSURE 3. CLOSE BY-PASS LINE RUNFOR- 100: 1R

SOLENOID VALVE
4. RUN FOR 20 HR
FIG. 1-SHEAR, WEAR, AND FLOW TEST DIAGRAM

2 Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact
quivalent will be satisfactory.
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(b) A turbine-type flow meter, such as the Waugh Model FL6S32
calibrated for 67 SUS oil, together with a Hewlett Packard Model 450-A
amplifier,2 and Hewlett Packard Model 521-A electronic counter? to
determine the pump discharge flow rate.

() Three shut.off valves.

(d) Necessary steel tubing and connections to pipe additional pump.
ing circuit as shown in Fig. 1—Shear, Wear, and Flow Test.

4. Test Procedure—If the same equipment is to be used for running
tests on petroleum base and synthetic fluids, the system must be THOR-
OUGHLY CLEANED when changing from one base fluid to another.

4.1 Flow Measurement—Reference Fluid—Connect pump output
line to flow measurement system as shown in the accompanying diagram.
Connect pump drive to give pump speed of 700 =5 rpm. Inspect res-
ervoir and clean, if required, and fill with three pints of the Standard
Reference Fluid.2:2 Flush system by pumping fluid through with relief
valve wide open and the return line disconnected from the reservoir.

onnect return line to reservoir and fill reservoir with 40 oz. of the
standard Reference Fluid. Start pump and run until fAuid in the res.
ervoir reaches the temperature which will give a viscosity of 67 +1 SUS.
This temperature shall be in the range of 150-170 F. Set relief valve
to give a pump discharge pressure of 600 +5 psi. Record flow in gpm.
Any new or used pump which will not give at least 1.8 gpm discharge
under these conditions should not be used.

4.2 Flow Measurement—Test Fluid—Start of Test—Remove reser-
voir and clean thoroughly of all traces of Standard Reference Fluid, Re-
place reservoir and fill it with about three pints of the fluid to be tested.
Flush system by pumping the test fluid through it with relief valve
wide open, and the return line disconnected from the reservoir. The
flushing procedure is repeated again to thoroughly remove traces of
reference fluid. The return line is then connected to the reservoir and
the reservoir is filled with 40 oz. of test fluid. Maintain pump speed
setting at 700 +5 rpm. Start pump and run until fluid in the reservoir
reaches same temperature at which the reference fluid was run. Set
relief valve to give a pump discharge pressure of 600 =+5 psi. Record
flow in gpm.

4.3 Shear Test—Test Fluid—Operating Conditions:

Pump speed constant at 3000 rpm +50 rpm

Pump discharge pressure: Cycle 800 +20 psi for 1 minute
75 #+10 psi for 30 sec

Fluid inlet temperature constant at 170 45 F

Test duration—20 hr

# Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact
equivalent will be satisfactory.

* For testing Petroleum Base Central System Fluids the Standard Reference Fluid
is a paraffinic cfisiillale with no additives corresponding to SAE 70R3 in SAE Standard,
Hydraulic Brake Fluid (70R) with lubricity comparable to an SAE 10 paraffinic
distillate and containing no VI additives. Material meeting these requirements may be

obtained from Union Carbide Chemical Co.. 270 Park Ave., New York 17. New York.




MOTOR VEHICLE SAFETY STANDARDS

Connect pump to the circuit as shown on the attached diagrammatic
sketch for Shear Test. Check reservoir to make sure no fluid has been

st during the flow test. The timer and temperature controller are now

arted. The timer holds the bypass solenoid valve open for 30 sec, then
closes it for 1 minute. The temperature controller reads the temperature
in the reservoir, via thermocouple, and controls the flow of cooling water
through the heat exchanger by actuating a solenoid valve in the water
inlet line.

The pump may now be started. The relief valve may need readjust-
ment during warm-up, to maintain 800 psi. When the operating tem-
perature of 170 F (reservoir) is reached, system pressure should drop to
70-80 psi when the bypass valve is open. If the pressure is less than 70
psi or greater than 80 psi, the low pressure control valve should be
adjusted. Run as follows:

(a) Retain one pint of unused test fluid.

(b) Take one ounce samples at 5 hr, 10 hr, and 20 hr for viscosity
tests.

(c) Stop test at 20 hr.

(d) Retain the used fluid.

4.4 Flow Measurement—Test Fluid—End of Test—After completion
of the 20-hr shear test, change pulleys to give pump speed of 700 =5 rpm.
Close shut-off valves from the shear test system and open shut-off valves
to flow measurement system. Using the test fluid from preceding 20-hr
shear test, run pump until fluid in reservoir reaches the same tempera-
ture which was used for flow measurement at the start of the test. Set
relief valve to give a pump discharge pressure of 600 =5 psi and record
the flow in gpm.

45 Flow Measurement—Reference Fluid—End of Test—Drain test
fluid from system and retain the used fluid. Remove reservoir and clean.
Replace and fill reservoir with about 3 pt of unused Standard Reference
fluid. This fluid is pumped through the system and is discarded as it
comes out the return line disconnected from the reservoir. Repeat to
insure thorough flushing. The return line is connected to the reservoir
and the reservoir filled with 40 oz of unused reference fiuid. Run pump
at 700 +5 rpm until fluid in reservoir reaches a temperature which will
give a viscosity of 67 =1 SUS. This temperature shall be in the range
of 150-170 F. Set relief valve to give a pump discharge pressure of 600
=5 psi. Record flow in gpm.

5. Viscosity Loss Due To Shear—This is indicated by the 210 F vis-
cosity (measured in centistokes) of successive samples. The 210 F viscosity
of 20-hr sample shall not be below the specified minimum. A curve illus-
trating the shear loss can be made by plotting the viscosity of the new,
5-, 10-, and 20-hr samples versus their respective times. Viscosity is de-
termined by ASTM D 445-53T procedure.

WEAR AND FLOW TEST

This wear test may be run concurrently with the Shear Test—Pump
for central system fluids. It is intended to determine the effect of central
system fluids (SAE 71R1 Petroleum and SAE 71R2 Synthetic) on pump
wear as indicated by hydraulic efficiency under conditions simulating
end use. See SAE Recommended Practice, Central System Fluids (7IR).




124 MOTOR VEHICLE SAFETY STANDARDS

1. Purpose—The SAE 7IRI and 71R2 Central System Fluids are
intended for use in power steering components and in pumps similar
to those used for power steering. These fluids should have sufficient
lubricity to insure satisfactory pump life. In a power steering system, the
most demanding conditions are those encountered at low engine speed
when good pump delivery at high pressure is required to give designed
assist during a parking maneuver. If the pump is worn, its low speed
hydraulic efficiency will result in inadequate delivery. This test is de-
signed to indicate if the test fluid will lubricate the pump properly, thus
maintaining hydraulic efficiency for the expected life of the pump.

2. Equipment For Wear and Flow Test—Typical test equipment con-
sists of the following or equivalent:

(a) One hydraulic pump,1.2 equipped with a 1.qt standard reservoir.

(b) A suitable pump drive, such as a 10 hp electric motor with belt
connection to drive at 3000 +50 rpm.

(c) A thermocouple.

(d) A temperature controller, such as West “Gardsman”, Model JA.2

(e) A low pressure control valve.

(f) A 0-150 psi pressure gage.

(g) A cycle timer, such as Eagle Signal Flex.o.pulse,2 120 sec cycle.

(h A 0-1000 psi pressure gage to measure pump discharge.

(i) A high pressure solenoid valve, such as Automatic Switch Co.,
“ASCO" Catalog No. 82233,2 34 in. pipe, 14 in. port, oil, 25-1000 psi.

(j) A relief valve, such as Vickers, Model CTO6C10,2 500 to 2000 psi.

(k) A heat exchanger to maintain temperature in reservoir.

(1) A heat element on the return line to rapidly raise the temperature
in the reservoir up to the (150-170 F) range.

(m) A cold water solenoid valve, such as Skinner, 14 in. orifice,2 100
psi.

(n) Necessary steel tubing and connectors to pipe pumping circuit
as shown in Fig. 1 —Shear, Wear, and Flow test.

3. Equipment—Flow Test—Typical addifional equipment for flow test
consists of:

(a) A hand tachometer such as a Hasler, to determine pump shaft
rpm by inserting the rubber driving member into the center hole pro-
vided in the pulley-to-shaft retaining cap screw.

(b) A turbine.type flow meter, such as the WAUGH Model FL6S,2
calibrated for 67 SUS oil, together with a Hewlett Packard Model 450.A
amplifier,2 and Hewlett Packard Model 521-A electronic counter? to de.
termine the pump discharge flow rate.

(c) Three shut.off valves.

(d) Necessary steel tubing and connections to pipe additional pumping
circuit as shown on the diagrammatic sketch—shear, wear, and flow test,

! For petroleum base fluid use Eaton Mfg. Co. power steering ump No. ER-10919-6
with nitrile rubber seals. For synthetic base fluid use Eaton Mfg. Co. power steering
Kurnp No. ER-10919-7 seals made of Michigan Precision Molding (ﬂlmpound No.

)8 silicone.

2 Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact
equivalent will be satisfactory.
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4, Test Procedure—If the same equipment is to be used for running
test on petroleum base and synthetic fluids, the system must be THOR-
oucHLy cleaned when changing from one base fluid to another.

4.1 Flow Measurement—Reference Fluid—A new pump is used for
each wear test. Inspect reservoir and clean if required but do not dis-
assemble. Mount pump on test stand and connect the output line to the
flow measurement system as shown in the accompanying diagram. Then
connect pump drive to give a pump speed of 700 +5 rpm. Fill reservoir
with about three pints of Standard Reference Fluid.2, 3 Flush system by
pumping this fluid through it with the relief valve wide open and the
return line disconnected from the reservoir. The return line is then
connected to the reservoir and the reservoir filled with 40 oz of Standard
Reference Fluid.

Start pump and run until fluid in the reservoir reaches the tempera-
ture which will give a viscosity of 67+1 SUS. This temperature shall
be in the range of 150-170 F.

Set relief valve to give a pump discharge pressure of 600 =5 psi. Re-
cord flow in gpm. Any new pump which will not give at least 1.8 gpm
discharge under these conditions should not be used.

4.2 Flow Measurement—Test Fluid—Start of Test—Remove reser-
voir and clean thoroughly of all traces of Reference Fluid. Replace res.
ervoir and fill it with about three pints of test fluid.

Flush system by pumping the test fluid through it with relief valve
wide open and the return line disconnected from the reservoir. The flush.
ing procedure is repeated again to thoroughly remove traces of Reference
Fluid. The return line is then connected to the reservoir and the res.
ervoir filled with 40 oz of test fluid. Maintain pump speed setting at
700 =5 rpm. Start pump and run until fluid in the reservoir reaches
same temperature at which the reference fluid was run. Set relief valve
to give a pump discharge pressure of 600 +5 psi. Record flow in gpm.

4.3 Wear Test—Test Fluid—Operating Conditions:
Pump speed constant at 3000 rpm =50 rpm
Pump discharge pressure: Cycle 800 +20 psi for 1 minute
75 =10 psi for 30 sec

Fluid inlet temperature constant at 170 +5 F

Test duration—100 hr

This test may be run concurrently with Shear Test for Fluids. The two
tests are run under similar conditions except for time and in the Wear
Test samples for viscosity measurements are not required. The Wear
Test equipment is the same as used in Shear Test for Fluids (see Fig. 1
—Shear, Wear, and Flow Test). The Wear Test can be run with the
test fluid used in measuring the flow in section 4.2.

2 Certain specific products are referenced in order to insure uniformity in testing
and to mike the recommended practices more precisely understood. The exact
equivalent will be satisfactory.

3 For testing Petroleum Base Central System Fluids the Standard Reference Fluid
is a paraffinic distillate with no additives corresponding to SAE 70R3 in SAE Standard,
Hydraulic Brake Fluid (70R) with lubricity comparable to an SAE 10 paraffinic
distillate and containing no VI additives. Material meeting these requirements may be

obtained from Union Carbide Chemical Co.. 270 Park Ave., New York 17, New York:
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Change pulleys to obtain 3000 +50 rpm pump speed.

The timer and temperature controller are now started. The timer
holds the bypass solenoid valve open for 30 sec, then closes it for |
minute. The temperature controller reads the temperature in the res.
ervoir, via thermocouple, and controls the flow of cooling water through
the heat exchanger by actuating a solenoid valve in the water inlet
line. The pump may now be started. T.e relief valve may need readjust-
ment during the warm.up to maintain 800 psi. When the operating
temperature of 170 +5 F (reservoir) is reached, system pressure should
drop to 70-80 psi when the bypass valve is open. If the pressure is less
than 70 psi or greater than 80 psi, the low pressure control valve should
be adjusted.

4.4 Flow Measurement—Test Fluid—End of Test—After completion
of the 100.-hr Wear Test, change pulleys to give pump speed of 700 =5
rpm. Close shut-off valves from the shear test system and open shut.off
valves to flow measurement system. Using the test fluid from preceding
100-hr Wear Test, run pump until fluid in reservoir reaches the same
temperature which was used for a flow measurement at the start of the
test.

Set relief valve to give a pump discharge pressure of 600 =+5 psi and
record the flow in gpm.

5. Flow Measurement—Reference Fluid—End of Test—Drain test fluid
from system and retain the used fluid. Remove reservoir and clean,
Replace and fill reservoir with about 3 pt of unused Standard Reference
Fluid. This fAuid is pumped through the system and is discarded as
it comes out the return line disconnected from the reservoir. Repeat
to insure thorough flushing. The return line is connected to the reser-
voir and the reservoir filled with 40 oz of unused reference fluid. Run
pump at 700 +5 rpm until fluid in reservoir reaches a temperature
which will give a viscosity of 67 +1 SUS. Temperature shall be in the
range of 150-170 F. Set relief valve to give a pump discharge pressure
of 600 +5 psi. Record flow in gpm,

6. Inspection—Drain fluid and remove pump from test stand. The
pump is then dismantled, cleaned with a light solvent and visually in-
spected for evidence of wear. Particular attention should be given to:

(a) The shaft and its bearings.
(b) The flat sides of the rotor or carrier.
(c) The inside periphery of the cam ring.
(d) The pump body and cover.
OXIDATION TEST—AUTOMATIC TRANSMISSION

This test is designed primarily for the determination of high tem-
perature oxidation stability of central system fluids (SAE 71R1 Petro-
leum and 71R2 Synthetic), and can be run with the Mercomatic? trans.
mission. See SAE Recommended Practice, Central System Fluids (SAE
71R).

? Certain :ieci.ﬁc products are referenced in vrder to insure uniformity in testing

and to make the recommended practices more precisely understood. The exact
quivalent will be satisfactory.
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1. Purpose—Central System Fluids are used primarily to transfer
energy or work from the mechanically driven pump to a motor or piston
some distance from the source. Modulation or control of the motor is
often accomplished by dissipating the excess energy. The fact that this
type of control is possible is one of the main advantages of a hydraulic
system. The energy dissipated in this manner combined with that lost
by normal friction is converted into heat which first heats the fluid
and is then transferred to the ambient air by conduction and convection
from the hydraulic tubing and/or heat exchanger. Central system fluids,
therefore, must tolerate relatively high temperatures, 100 to 150 F above
ambient to produce a practical AT. In addition, when the fluid is used
in a brake system, it will be heated in the wheel brake cylinders by the
heat dissipated from the adjacent brake shoes and drums. It is im-
portant, therefore, that the central system fluid have a high degree of
oxidation stability and that it not produce varnish, gum, sludge or
other products of deterioration which will impair the proper functions
of the system components.

This test procedure, originally designed to test automatic transmission
fluids, has been found to give a reliable indication of the high tempera.
ture (275 F) stability of a central system fuid.

2. Test Equipment—Mercomatic Transmission—The test equipment
consists essentially of the following main items arranged as shown in
the diagrammatic sketch:

2.1 Transmission—This unit is a 1958 Mercomatic Transmission As.
sembly No. PBL.70038.-M.2 and is obtainable from Ford Service. The
moditication of this transmission consists of:

(a) Replacing its existing coarse-splined input shaft by a fine-splined
input shaft, Ford Service Part No. PBM-7015-A,2 and

(b) The addition of a small pet-cock to the oil pan facilitate re-
moval of oil samples during test. (See section 3.5—Inspection Procedure).

2.2 Converter—In order to facilitate testing and the inspection of
the torque converter, the welded converter normally supplied with th
above mentioned transmission cannot be used. Instead, a bolted con-
verter should be assembled, using the following Ford Service Parts,2:
and used with the transmission in this test.

2.3 Electric Motor—7.5 hp min.

2.4 Insulating Box—Made of 14 in. plywood and lined with 1 in.
Fiberglas insulaton.

2.5 Blower and Motor Assembly

a. Blower—Squirrel cage type capable of moving 108 cfm of air at
1760 Tpm.

b. Motor—110 v ac, 1760 rpm.

% Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact

uivalent will be satisfactory.
If a synthetic fluid is used in this test, all nitrile rubber seals must be replaced by

seals made of Michigan Precision Molding Compound No. 8008 Silicone.

70706—61——10
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SERVICE PART
PART NAME NO.?

Flywheel assembly B5A-6375-A
Cover assembly B5A-7950-A
Washer, converter thrust IP-7962-A
O-Ring, converter covers B6A-7963-A
Turbine assembly, converter BYAP-7920-A
Stalor assembly, converter B55-7932-A
Race, converter stator IP-7947-B
Clutch assembly, converter stator 6BA-7940-A
Snap ring, converter stator clutch retainer—

2 required IP-7945-A
Race, converter stator clutch-inner IP-7946-A
Washer, converter impeller, thrust’ B&A-77909-A
Impeller assembly, converter BSA-7908-A

Bolts converter cover to impeller 5/16"—
24 x 13/32"—18 required

Lock nut, hex. 5/16"—24, impeller to
converter cover—18 required —_

Bolts 203105
Lock washer 34806-S
Cover assembly, converter housing MB-7985-A
Housing assembly BOA-T7975-A
Cover B&A-T7979-A
Bolt 20242-5
Lock washer 357625-S

2.6 Temperature Recorder Potentiometer and Blower Controller—
Leeds and Northrop “Speedomax H".2 :

2.7 Pressure Gages— (a) Converter Outlet, 0-200 psi
(b) Main line pressure, 0-200 psi
(¢) Governor Pressure, 0-200 psi
2.8 Thermocouples— (a) Transmission Oil Sump
(b) Converter Outlet

2.9 Multiple-Switch for Thermocouples

3. Test Procedure— Mercomatic Transmission

3.1 Preparation for Test—The test shall be run preferably with a
brand new converter-transmission assembly for each fluid tested. The
transmission shall be completely disassembled before installation on the
test stand, and all parts shall be thoroughly cleaned with petroleum
spirits. The transmission shall then be reassembled under conditions of
cleanliness and according to manufacturers specifications, but with the
stator reversed from its normal position.

A used transmission-converter assembly could be used. It should be
disassembled and thoroughly cleaned of all gum, varnish, sludge, and
the like, accumulated from previous test. Petroleum spirits and varnish-
removing solvent should be used. The transmission should then be
rebuilt according to manufacturers specifications with the following
replacement parts:

? Certain specific products are referenced in order to insure uniformity in testing
and to make the recommended practices more precisely understood. The exact
equivalent will be satisfactory.
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FORD SERVICE
PART NAME PART NO.2

Kit, goskets and seals MJK-7153-B
Washer, converter impeller, thrust B&A-77909-A
Washer, converter, thrust IP-7962-A
Screen assembly B75-77488-A
Front clutch—steel plotes IP-77573-A
Front clutch—bronze plates B5A-77519-A
Rear clutch—steel plates IP-77518-A
Rear clutch—bronze plates BOA-T7519-A
Washer, rear clutch sun gear, counterthrust B55-77524-A
Washer, rear clutch sun gear, thrust B5S-77525-A
Washer, front clutch sun gear, thrust B5S-77545-A
Washer, front clutch sun gear, thrust B6A-T77548-A

Washer, output shaft, thrust B5A-77067-
KorLor M
[select fit)

Washer, output shaft, thrust B5A-77066-A

3.2 Test Set-Up—Equipment should be arranged as shown in the
sketch, with the converter housing bolted to a steel support plate which
forms a vertical plane. The motor is coupled to the converter shaft.
The insulating box should cover the transmission.converter assembly
completely. The blower is located so that it can direct air at the area of
the converter. The blower is controlled by the transmission oil sump
temperature to within +2 F via a thermocouple and the temperature
controller. Install all gages, thermocouples and wiring as shown in Fig. 2
—Oxidation Test.

3.3 Operating Conditions—The equipment shall be operated at 2150
rpm +50 rpm and at a temperature of 275 F.

3.4 Test Procedure— (a) Introduce 5-qt of fluid into transmission at

start of test run for 5 minutes.

(b) Shut down unit and introduce another 5-qt of fluid.

(c) Shift transmission into drive and install insulating box over
equipment.

(d) Start motor and operate at required speed until test temperature
of 275 F is reached.

(¢) Continue to operate at this speed and temperature until 300 hr
are logged. 24-hr per day operation is preferred but 16 hr per day is
acceptable as a minimum, provided only test time at 275 F is logged.

3.5 Inspection Procedure— (a) Remove a 2.0z fluid sample, while

unit is running, every 50 hr and replace with fresh fluid.

(b) Shut down unit at 100 and 200 hr of logged time for visual in.
spection of underside of unit.

(c) After completion of test at 300 hr, shut down and disassemble
completely transmission and converter for inspection.

(d) Rate the individual components according to CRC Deposit.

2 Certain sieciﬁc products are referenced in order to insure uniformity in testing

and to make the recommended practices more precisely understood. The exict
quivalent will be satisfactory.
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Rating Scales for varnish and area-depth meth

od for sludge. 10 rep-

resents a perfectly clean part; zero (0) represents a very dirty part.

3.6 Rating Procedure

(a) Record the sludge and varnish ratings in the following manner:

PART NAME VARNISH SLUDGE

Converter outer surface

Converter housing, outer

Sprag clutches

Screens, oil

Steel clutch plates

Valve body—Outer surface
Separator plate
Spools
Cavities

Clutch pistons

Clutch cylinder

Sun gear shaft

Qil pan

Bottom of transmission before disassembly

X

A

INSULATED BOX

PSI  PSI

TEMPERATURE TO OIL SUMP
RECORDER THERMOCOQUPLE

TO CONVERTER
OUTLET
THERMOCOUPLE

FIG. 2—OXIDATION TES

(b) Record the condition of the following:
Oil Seals—Cracking, flexibility, and thre like
Bronze Washers—Corrosion, wear
Bearings—Corrosion, wear

* The Rating Scale may be obtained from the Coordinati
30 Rockefeller Plaza, New York 20, New York.

i

ng Research Council, Inc,,
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(c) Photograph in color, if possible, as many parts as is practicable.
(d) Report the properties of used fluid samples as follows:

Petroleum ether insolubles—ASTM D 893-52T method
Chloroform insolubles —ASTM D 893-52T method
Viscosity at 100 F —ASTM D 445.53T method
Viscosity at 210 F —ASTM D 445.53T method
Acid Number —ASTM D 664.54 method
Base Number —ASTM D 664-54 method

4.5 Requirements for Pass—The following items shall be rated and
summed for the purpose of determining a pass or failure.

PART NAME VARNISH SLUDGE

Converter outer surface X
Converter housing, outer
Screen
Steel clutch plates
Valve body—Outer surfoce
Cavities
Clutch pistons
Clutch cylinder
Bottom of transmission before disassembly X

TOTALS XX XX

A perfectly clean transmission would rate 50 varnish and 50 sludge
for a total of 100.
LOW TEMPERATURE (—40 F) VISCOSITY—BROOKFIELD

This low temperature viscosity method is offered principally to de-
termine the viscosity of new and used petroleum base Central System
Fluids. See SAE Recommended Practice, Central System Fluids (SAE
71R)

1. Purpose—The SAE 71RI petroleum base central system fluids
have very high viscosity indices to meet both the required —40 F and
910 F viscosities. Generally fluids of this type contain relatively large
amounts of VI improvers which may cause the fluid to become non.
Newtonian in character, especially at low temperatures. This precludes
satisfactory end use correlation with the usual type viscosity measure-
ment (ASTM D 445). This method, which uses a Brookfield viscosimeter,
has been found by cold room and actual road tests to give satisfactory
indication of the petroleum base fluids ability to operate at low tem.
peratures, down to —40 F.

9. Apparatus—Typical apparatus will consist of the following items:

(a) Brookfield viscosimeter and stand, Model LVF or Model LVT.2 ~

(b) Spindle, Brookfield viscosimeter No. 4,2 with standard guard. «

(c) Cell (test tube) outside diameter 25 mm, length 100 mm.

* Certain specific products are referenced in order to insure uniformity in testin

P g h y B
and to make the recommended practices more precisely understood. The exact
quivalent will be satisfactory.
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(d) Cell wood stopper (Fig. 3).

(e) Insulated cell carrier (Fig. 4).

(f) Rotating cell rack and base assembly (Fig. 5).

(g) Cold cabinet with air circulation device. (Ford cold cabinet)?
(h) Pyrometer potentiometer—Lewis, Model 14PO.2

|—-1.oo——|-§=-¢

ID‘OF f‘.ﬁ
TE ST*C ELL @

il
= 1
I
2
=5
1

PLASTIC WASHER—/ \‘HARD wOoOD

FIG. 3—CELL WOOD STOPPER

BALSA wWOOD
TOP AND BODY

DOUBLE PANE
PLASTIC WINDOWS
BOTH SIDES

FIG. 4—INSULATED CELL CARRIER

* Certain specific products are referenced in order to insure uniformity in testing

and to make the recommended practices more precisely understood. The exact
equivalent will be satisfactory.
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TURNTABLE

BALL BEARINGS

PEDESTAL

FIG 5—ROTATING CELL RACK AND BASE ASSEMBLY

3. Procedure

(a) Fill cell with approximately 27 ml of the fluid under test.

(b) Put stopper on cell and insert spindle.

(c) Place cell assembly in rack.

(d) Place rack assembly in oven at 120 F for a half-hour.

(e) Place rack on base assembly and put these and cell carrier in cold
box.

(f) Establish constant (0.5 F) test temperature in cold box.

(g) Rotate rack at 25 to 35 rpm. (The rack may be rotated by the
circulating air in the cold box, but other methods of rack rotation may
be used.)

(h) Allow the cell to remain exposed to the test temperature for a
period of 16 hr.

(i) Place cell in carrier and immediately transfer the unit to the
Brookfield viscometer for analysis.




134 MOTOR VEHICLE SAFETY STANDARDS

(J) Attach spindle aud adjust height so that the spindle is immersed
to the mid-point of the neck as viewed through the plastic windows of
the cell carrier.

(k) Center the spindle in the hole at the top of the wood stopper.

(1) Select the highest spindle speed possible to analyze the sample.

(m) Repeat taking readings until three consecutive and identical read.
ings are obtained.

(n) Use the value of these identical readings to compute viscosity in
the following manner:

Viscosity in centipoises — (scale reading) x 100-44

Viscosity in centistokes — viscosity in centipoises

specific gravity of fluid at test temperature

NOTE: The specific gravity of the test fluid should be determined
by ASTM D 1298-55 method.
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Mr. Scaexck. I would just like to make this comment : We are glad
to have Mr. Richards here, and his associates this morning. T would
like to sincerely commend all members of the automobile industry, the
Automobile Manufacturers Association, the Society of Automotive

“ngineers, and all of the associated organizations for their wonderful
work and their fine work, and the industry’s cooperation by exchang-
ing all sorts of engineering data and testing data on safety devices,
and making these safety specifications available to each other. 1
think that is eloquent testimony of the exercise of responsibility in
the field of safety by all branches of the automobile industry and by
all professional organizations associated with the automobile industry.

Mr. Ricaarps. Thank you.

Mr. Scaenck. I believe that you have a very definite feeling of pub-
lic responsibility in these matters. I think that the industry and every-
one connected with it is to be most sincerely commended for their
exercising of all of these responsibilities and for their cooperation.

Mr. Ricaarps. Thank you again, Mr. Schenck.  We appreciate that.

Mr. Roserts. The gentleman from Pennsylvania.

Mr. Ruopes. Mr. Chairman, I would like to ask how important the
control of the sale and use of brake fluid is to highway safety. To
what extent does substandard brake fluid contribute to highway acci-
dents?

Mr. Ricuarps. It would be difficult, probably, to segregate specifi-
cally the relative importance. We know that all brake action is very
important in safety. We recognize in this specific field that fact.

‘We have found evidence of accidents resulting from brake failures,
and an investigation has indicated that the brake failure was, prob-
ably, caused by substandard brake fluid, the use of that substandard
brake fluid. We feel it is a very important subject.

Mr. Ruopes, Do you have any figures on the number of accidents
that have resulted from the substandard brake fluid ?

Mr. Riciarns. Let me ask Mr. Sherman if he has any information.
This is one of the weaknesses of our current safety program. We do
not have as much physical breakdown as would be desirable.

Mr. Saerman. There is not in the accident picture enough investi-
gation of the detail of an accident to answer your question. Very
often the presence of a substandard brake fluid, for example, which
might result in high temperature buildups and the failure of the fluid
to perform and bubbles, so to speak, in the brake fluid line, spongy
brake action—these are not particularly evident in accidents. And
as you will not from the copy of the SAE standards which have been
submitted, the chemical laboratory tests, and the other tests to deter-
mine whether the fluid in that automobile was substandard or not,
is a very complicated procedure. The most that could be said is that
early indications were that as much as 50 percent of the brake flnid
on the market was inadequate for the purpose. And this has been
reduced in every area where legislation has been adopted by the
States, 1In fact, the benefits go over into adjoining States.

One of the references to the Chemical Specialty Manufacturers
Association figures would indicate that at one time as much as 50

ercent of the brake fluid was inadequate and now it is, probably,
gm\‘n to 5 percent overall.
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So the problem is one you cannot answer in terms of automobile
accidents statistics, but you have to look at what is happening in the
market in the servicing area.

Mr. Ruopes of Pennsylvania. Thank you, that is all.

Mr. Rogerts. Mr. Rogers.

Mr. Rocers of Florida. Mr. Richards, I thought your testimony
made a very definite contribution. We are all pleased with the indus-
try’s action taken on the question of seat belts.

Mr. Ricraros. Thank you.

Mr. Rocers of Florida. A great deal needs to be done in the way of
education, of course, but. certainly, the leadership was taken there
and it very well will be helpful, I am sure.

How much would you say has been designated by the industry for
safety assuch? How much has been spent by them ¢

Mr. Ricuarps. I would like to have Mr. Isbrandt comment on this
subject, because I think this is one that has been commented on before.
Safety is such an integral part of our operations that segregating it
dollarwise may be a problem, but Mr. Isbrandt has had intimate
association with that, and we shonld let him comment.

Mr. Iseranpr. Mr. Chairman, and Mr. Rogers, it is difficult for us
in the industry to assess either dollars or manpower to the efforts
expended in safety. The reason for this being that the entire auto-
mobile and all of its components must be analyzed from the safety
standpoints. So, consequently, let us take as an example a new front
piece suspension system which, in essence, is a means of producing
more comfort to the owner of the vehicle. As we go through the
design of a new front suspension you might say that there are no
areas that pertain immediately to safety that the customer can ree-
ognize, but yet we, as an industry, from an engineering standpoint,
must evaluate every item of design in detail of that suspension. So,
consequently, looking at it from the standpoint of safety alone you
would say that the entire suspension group was contributing toward
safety.

I'f you try to assess dollars to that it is very difficult to do.

Mr. Roeers of Florida. I canunderstand that,

Mr. Issranor. If you are referring specifically to areas of safety
improvements, added features, let us take seat belts as an example—
if you are suggesting that. We in the industry, generally—and I am
sure this is the case in all of the manufacturer’s organizations, which
are directly under either the vice president of engineering or a director
or engineering, who have a stafl assistant, a man who is at the top level
of the engineering organization, reporting directly to the director and
has the responsibility of overall safety in the vehicle and its design.

He will develop information as the result of our committee activities
within the automobile manufacturers associations that will offer areas
of improvement or areas of new development. We have in that area
now the simple matter, you might say, the matter of attaching the
seat belts, as an example.

We have all standardized on the manner in which seat belts will
be attached, so that you will be able to buy a package and that package,
except for its length, is adjustable, will attach to any one of the auto-
mobiles that you might care to purchase, because a means for attach-
ment into the vehicle is identical,
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Mr. Rocers of Florida. Could you give us, say, your budget for
research, from the automobile industry standpoint, for safety im-
provements that directs all of its efforts just to new safety devices
and improvements alone? That was the point 1 was trying to get at.

Mr, Ispraxor. T would not be able to.

Mr. Rocers of Florida. Probably, you do not have that informa-
tion.

Mr. Issraxor. T do not have it available. I think that it would be
difficult to obtain. We will take the question in hand and see what we
can develop.

Mr. Rocers of Florida. We need the amount they put in a budget,
as it applies to a certain research group working on sa fety improve-
ments alone. Perhaps, you do not have that information. That is
what I was thinking of. T have been impressed as to how little we
are doing in our governmental departments on research for safety
features. 1 just wanted to have some information on that. I think
that we are letting you do all of the work. I wonder if it is not a
proper function for some of our effort here to be done on research by
the Government along this line, as we are doing in the matter of air
pollution.

Mr. Ricuakps, Yes, sir.

Mr. Rocers of Florida. It has been pointed up that the main cause
of death—about 40 percent of the deaths, is l‘l]l‘ to lack of safety

features. If you could supply those figures I think that it would be
helpful to give usa proper perspective on that subject.

Mr. Ricrarns. We will try to get you a statement on that. You
recognize that this question has come up many times.

Mr. Rocers of Florida. Yes.

Mr. Ricuaros. 1 have talked to the chief engineers of practically
all of our companies. I might add that their answer in looking at
this problem is, “Is not the whole vehicle and all of the research a
part of our safety program? Can you point out anything that does
not have some bearing on that #”

For example, we asked the Society of Automotive Engineers in 1946
during the Automotive Golden Jubilee to make an exhibit on safety
developments. And some people were a little astounded to find the
cigarette lighter included and yet that was a very important safety
item. Because you did not have to get your two hands off the steering
wheel while lighting your cigar or cigarette. And there are such items
as windshield wipers and windshield washers, and air conditioning
systems, that go into the vehicle. It it difficult to find anything that
does not contribute in some degree to safety.

Mr. Rocers of Florida. I realize that. I think that the committee
can understand that.

What we want to know is what the funds are for the specific prob-
lem of research for safety improvements.

Mr. Ricuarps. I believe, Mr. Chairman, that it might be well at
this point to come back to your comments with respect to H.R. 1341,
because this is where our great concern lies in all of these measures,
that is, that standards as we have them now in the industry developed
along a very definite line and have a definite virtue to be preservec if
we are going to continue this process of building better and safer
automobiles.
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Mr. Roserts. I appreciate that fact and I certainly want to com.
mend your industry for coming forward here today and taking this
big step forward. I would naturally say that because of my bill, that
it 1s a big step they have taken in the safety field.

I think it is highly commendable that the industry has done this.
It gives me a feeling of misgiving to see the governmental depart-
ments who are reluctant apparently to move in this field. And it is
very refreshing to me to have the automotive industry come in today
and say, “We want the Government departments to be able to require
minimum standards of safety in cars which they purchase.”

I think that statement is very clear. I [Il"lll']{ it is a great day in
this country when private enterprise is taking a big step forward, as
. the manufacturers have taken in endorsing this legislation.

I am very grateful to you. I am sure that I speak for the subcom-
mittee when I say that we feel deeply obligated to you for taking this
forward step. I certainly believe that it speaks for a better day in
safety not only throughout these United States, but in other places.

I repeat, we are very grateful to you for taking this step.

Mr. Ricaarps. Thank you.

Mr. Roeerrs. Our next witness is Mr. John O. Moore, who has been
connected with the research group at Cornell University. e is one
of the best known and best qualified men in this field of highway
safety. ¥

I would like to say that Mr. Moore has made a tremendous contri-
bution to the work of this committee. He has always been available
to us at very short notice, and glad to do so at his own expense. He
has always been a dedicated worker in this field of saving human lives
and trying to avoid as much human suffering as possible,

Mr. Moore, we are glad to have you before us today.

STATEMENT OF JOHN 0. MOORE, NEW YORK, N.Y.

Mr. Moore. Mr. Chairman and gentlemen of the committee, it is
a great pleasure to be given this opportunity to appear before your
committee again and to discuss these problems with which you are
concerned and have been concerned with for many years.

I would be forced to address my major comments, if I may, sir,
to H.R. 1341, because I think that some of the other bills are merely
additives to the overall problem to which you are addressing your-
self in your proposed legislation.

There is little room for doubt at this point that accidents per se do
produce injury and death.

There is little room for doubt at this point that accidents are the
third leading cause of death in the United States of America.

There is little room for controversy that the motor vehicle, which
is our means of living, produces an unproportionate amount of death
and injury in population groups whom we can least afford to spare.

There is no room for controversy that 42 percent of all of the 13- to
25-year-olds in America who have died in the last 10 years have died
inside a motor vehicle.

It is most pleasant for me to have the opportunity, sir, to hear that
the industry is willing and in the position of endorsing a concept that
we are now in possession of enough known scientific knowledge that
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we can begin to write some intelligent standards for protecting and
packaging the passenger who must use the motor vehicle in our
country as a way of living.

I think anything less than this very blunt description is obfuscating
the issue.

People have to move to live. People have accidents because they
are human, and we as a society must look for the most intelligent
means available to protect those people in our society from the re-
sults of this disease.

If we did less than this, we would not be discharging our obliga-
tions to our fellow man.

We know that 56 percent of the people we have seen injured in
automobile accidents are injured by contact with four components,
or the lack of functioning of four components, to protect l\lib‘ pas-
senger during his sudden stoppage.

We are in the position at the moment where we have no st andards
or criteria for meeting this, in having this knowledge, in any other
place other than the Society of Automotive Engineers Committee
on Seat Belt Standards.

We do not know at the present time what is the definition of a
safety pad. We do not know what is a good definition of a safety
door lock, and we do not know what is a good definition of the per-
formance of a steering wheel on contact with the chest during
deceleration.

It is my special plea—and I will be as brief as I can—that without
the existence of some criteria or standards we are all lost. We do not
know what to provide, we do not know what we have to pay for it,
or what price penalties we shall assess to the public.

I do not believe that there is the possibility—and I have spent over
20 years of my life in the field of doing research on the concept of
packaging the man, both in aircraft and automobiles—I do not
sincerely, honestly believe there is any hope that we will acquire these
necessary criteria except through action by the Federal Goverment.

I do not believe that this is a problem which is specialized for the
community, the municipality, or the State. I think it is a national
problem. And I think it can best be addressed by a nat ional committee,
[fll'll‘)(}\\'l’l't‘d to request that cert ain agencies of the government arrive
with the cooperation of the best informed sources at a set of reasonable
criteria which will assure the motoring public that for a price they can
be given a guarantee that they are buying a device which will give
them a reasonable chance of survival when they do the things which
humans are well documented and known to do, to make mistakes.

If I thought that this could be done at the State level, being a
southerner by birth and a man dedicated to the concept of State rights,
I would plead for it, I would plead for the cause of States to do it.

I have not yet seen any improvement in any criteria or any device
which is offered to the public since 1956. And if I multiply the 30,000
lives of occupants of vehicles by sixths, and if I multiply the 414
million injuries by 6 years, and if I multiply 200,000 permanent disa-
bilities by 6 years, I am compelled to confess that we have delayed too
long.

Research is not done by committees. Research is done by agencies
designated with this obligation. They need resources. They need

funds.
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And to my way of thinking, H.R. 1341 will give us the best hope that
we have for establishing a reasonable set of criteria.

I have been privileged to be involved in meetings of the American
Standards Association, the Society of Automotive Engineers commit-
tees, and all of these other agencies, and I would be less than honest if
I came before this committee at this time, with the knowledge I have,
that you ean control deaths and injuries in automobile accidents, and
did not })le:ul that we need passage of such a bill, and we do not need it
2 years from now. We have delayed too long already.

I would place before you my eredentials as a researcher, a man who
has examined in the Cornell program over 45,000 injury-producing ac-
cidents, over 100,000 people involved in those accidents, over 400,000
photographs of those accidents, and the record of all of the data in the
hands of the industry, on their own particular ears. And I am most
excited that the industry has taken such a wonderful forward step
today in .'-_au‘)pm'l ing the facts that we need some place where they can
come and the Federal agencies can come and look for guidance and
criteria, so that we know what we buy, how much we pay for it, and
what we should be reasonably expected to be given in protection against
the most common disease which exists in our younger age group in
America today.

I would conclude my statement on this point, sir. I realize you are
pressed for time and you have a number of other witnesses.

The seat belt is only one of a battery of therapeutic devices which can
control a major disease in our midst. The seat belt works best when it
is combined with a good steering wheel to absorb the energy of the
chest, and a good dashboard and a padded header strip.

We have no criteria for anything other than the seat belt at the
moment. I believe that we need Federal leadership here. And we are
merely in H.R. 1341 asking for Federal leadership: we are not attempt-
ing to regulate interstate commerce.

Mr. Cuamrman, if there are any questions that you or members of
the committee should like to ask me, I will be glad to answer them.

Mr. Roperts. What would be your opinion about the industry
suggestion of an advisory committee to advise the appropriate Fed-
eral agency charged with the responsibility of the administration of
H.R. 1341, in the event of its passage at the present time?

Mr, Moore. Ido not think that you can possibly carry out the intent
of H.R. 1341 without the consent and advice and participation of the
industry, because certainly these men are the most expert on whom you
could call for advice in the development of the criteria and standards.

I think as I read H.R. 1341, the intent of the bill is not that we shall
prescribe for them how they shall build their cars. We merely say
that there are certain basie things which should not be violated at a
future time. If we need 25 percent elongation in the seat belt, and
the industry thinks we need 30, the industry with research tools is cer-
tainly in the most unusual position to consult and advise with us.

Anyone who enacts the administration decision without the advice
and consent of the industry, I think would be very foolhardy. I would
just hope, Mr. Chairman, at this time such a group convened would in-
vite those of us who have spent a number of years in research to par-
ticipate with them and to sl]mre knowledge which has not yet become
available in the normal channels of literature,
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Mr. Romerrs. Would not that information naturally come into the
picture, because 1 know that Cornell University, along with studies
made through industry grants, has been doing some resea rch work for
the Federal Government.

Mr. Moore. The Cornell grant and the acquisition of the knowledge
we have now about accidents, first the accidents which cause injury or
death, and second the accidents, has been made possible only because
of bipartisan participation of both Government and industry. And
it is certainly, I believe probably the largest mass of data in existence
in the free world anywhere today.

Without any support this program could not have been undertaken.

We have at Cornell—and I say “we,” although I am no longer
there—become aware of the importance of learning how to work with
industry, how to supply them with the known information on which
they can predicate their decision of making an improvement in their
produet, but I do not like to have my leg pulled by people who discuss
with me produet improvement versus the question which Mr. Rogers
asked about the safety improvement of that product. I think these
are two different issues.

A product improvement may improve the salability of the com-
modity, but it may not add one whit to the safety of that product. 1
think I am entitled to make that statement.

Mr. Roeerrs. The genleman from Ohio has a question,

Mr. Scuexck. I think Mr. Moore is just reemphasizing his well-
formulated opinion and well-justified opinion that the Federal Gov-
ernment, if it is to establish standards for safety for automobiles,
ought to take full advantage of all of the industry and professional
»eople who already have had all of these experiences and all of this
information. It would be impossible in time and in money to duplicate
that by any governmental agency.

Mr. Moore. Mr. Schneck, I could not agree with you more. I think
it would be the most foolish attempt in the world if H.R. 1341 did
become law of the land, that we did not convene, as we have the
precedent in similar acts of this sort, to take advantage of the existing
body of knowledge of the industry and the research people who would
be more than glad to gather thoughts to such work to the (zovernment.

So at such time as criteria would be written, they would be entirely
in agreement with the position of the best-known knowledge that has
been obtained. ‘

Mr. Rogerrs. The gentleman from Florida.

Mr. Rocers of Florida. I certainly appreciate your testimony. It
has been most helpful.

What was the figure that you gave about the 6-year period of the
deaths in accidents? ‘

Mr. Moore. Mr. Rogers, in that 6-year period we have had the best
estimate I am able to obtain from the national health survey and the
Bureau of Vital Statistics between 28,000 and 30,000 occupants of
passenger-type vehicles who have been killed in America.

Mr. Rogers of Florida. About 30,000 a year?

_Mr. Moore. Per year. We have an estimate, according to the na-
tional health survey, of about 4.5 million people annually who have
been injured in motor vehicle accidents; approximately 200,000 of
these 4.5 million have received permanent disabilities. And if I multi-
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ply these figures by six, I see what we have not accomplished since
we have introduced the changes of standard equipment for door locks
and steering whels and optional equipment for seat belts and padding
material on the dashboards and the header strips.

Mr. Rocers of Florida. I have just one question about the proposed
(rovernment group to work on highway safety, You probably heard
the testimony this morning about the interdepartmental agency for
highway safety. Does that seem to you to be a proper approach, in
trying to get some real research work done on this subject ?

Mr. Moore. I would have to go back to the testimony, as I said
before, of Mr. Roberts’ committee on this subject. I pleaded at the
time that these hearings were held in 1958, I believe that man in
America so depends on the modern automobile that we have the
parallel which is of such magnitude and importance that we perhaps
need a comparative agency such as the National Advisory Committee
for Aeronautics was, which put America in a preeminent leadership
position i air transportation.

[ was convinced after presenting my testimony, which is a matter
of record, that Congress was not particularly interested in estab-
lishing any other independent governmental agency, that this matter
then was best designed to go to that governmental agency which was
best equipped to work on it.

I am convineed from testimony this morning and conversations I
have had over the last several years there is some confusion at the
moment as to where in the governmental structure, as it is now estab-
lished administratively, this responsibility lies.

I would not back off one moment from the things 1 have said in that
mitial testimony before Mr. Roberts’ committee, that we have a
need—we cannot afford to buy the injury and disability and cost which
is presently associated with the world’s greatest concept of transporta-
tion, and we must have some agency to handle it.

I believe that at the root of our problem of the first and second
aceidents lies the human equation.

As to which of the governmental agencies is best qualified to work
adequately with the human equation, I am not prepared to state, 1
am not an engineer. I am not qualified as a physician, although
my vocation has been in medicine. This T would leave to the judg-
ment of the committee and in conference with proper governmental
agencies,

Mr. Rocers of Florida. Thank you very much.

Mr, Roperrs. Thank you, Mr, Moore.

Mr. Moore. Thank you.

Mr. Roserrs. Our next witness is Mr. Leonard W. Mayo, executive
director of the Association for the Aid of Crippled Children of New
York City.

We are glad to have you here, Mr. Mayo.

STATEMENT OF LEONARD W. MAYO0, EXECUTIVE DIRECTOR, ASSO-
CIATION FOR THE AID OF CRIPPLED CHILDREN, NEW YORK,
N.Y.

Mr. Mayo. Mr. Chairman and members of the committee, I must
confess at the outset that I come before this committee as a tyro, as
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a newcomer in a field in which this committee has already established
its interests and its expertise.

Now, my name has been announced.

I will state briefly the function and the program of the Association
for the Aid of Crippled Children in order that you may have some
knowledge of our interest in testifying at this time.

We started 11 years ago in support of basic research with respect to
the causes of death before birth and during the birth process. At
that time very little money, either public or private, was being spent
in the pursuit of this very difficult research in this country. A great
deal of money is now being spent in this pursuit and in pursuit of such
research.

As we saw some progress in research in this area, our attention was
called to the fact that whereas we probably lost more children before
birth than after birth, the greatest single cause of d sath after birth in
most age groups among children occurs in relation to automobile ac-
cidents and is due to automobile accidents. Therefore we were com-
pelled to give some attention, under our mandate, namely the pre-
vention of crippling diseases and conditions among children, to an
area which up to now had been outside of our area, and in which we
still consider ourselves learning.

I came to this meeting this morning primarily not to speak, but pri-
marily to learn, and I am learning.

I may say, Mr. Chairman, that the account of the hearings of this
subcommittee, particularly the one I hold in my hand, under date of
July 7, 8, and 9, 1959, has become a textbook and a guide, a motivation
and an inspiration to us in the development of our program.

In studying the whole area of accident prevention, we found, as 1
stated, that the causes of crippling and particularly of death as aused
by automobile acidents made it necessary for us to inquire into this
field. It has not been an easy exploration. One finds interesting
things and a lack of interest in surprising places.

I want to compliment this committee in its persistence in sticking
to a subject which is without the glamor of crime and which does not as
yet enjoy the strong public backing of such issues as the rackets.

As yet, this is an unpopular cause, and it is gratifying to a private
citizen to know that a committee of the Congress is applying itself to
this kind of purpose and this kind of cause so assiduously and with a
scholarly intent.

I have heard this morning some interesting comments with respect
to the extent to which the U.S. Government should participate in
research in this field.

Congressman Rogers from Florida, let me say that I was particularly
interested in your comment on this point. As a newcomer to this
field T can only say that having spent the last 11 years working with
research scientists in the fields of biological sciences, in cancer research
and neurological diseases and the like, it has been established that the
participation of government in medical research, far from drying up
the sources of private research in private organizations which cor-
respond to industry in the field of automotive safety, has increased
both the intensity, the number of personnel involved, and the num-
ber of dollars spent.

70706 0—61——11
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So I think we have a precedent of some distinetion and importance
to the effect that the leadership of government, not just its interven-
tion and participation, but its leadership, properly expressed in a field
of research, benefits the entire field.

There are just three points that I would like to make briefly with
respect to H.R. 1341.

The record of the saving of the lives of children over the past quar-
ter of a century is one where great progress has been made not only
in the saving of life before birth, particularly during birth, but great
progress has been made in the saving of lives from children's dis-
eases. These so-called miracle drugs, better obstetrical care, im-
proved knowledge in pediatrics, improved additional knowledge on
the part of parents, have all led to a very dramatic decrease in the
(lt’:ltlll of children from the diseases of childhood and related causes.

The same advance has not been seen, unfortunately, in the field of
automobile accidents. And it is this field that all of us, the automotive
industry, the engineers, social scientists and all of the public owners
and parties join hands in wishing to see research go forward.

If T might comment briefly on the whole question of standards, it
seems to me obvious that there must be too in this field, as in other
fields, that adequate standards cannot be set without adequate research.
And I think there is no one in this room or in the United States who
would claim that adequate research has yet bzen undertaken with re-
spect to any of the three major areas of automotive safety research,
namely, highway and driving conditions, the state and condition and
competence of the driver, and the relationship of driving to human
behavior in general. And third, but far from least, in our humble
opinion, research having to do with the extent to which automotive
design can help to prevent accidents and serious accidents, even when
one has a driver who is not well prepared, one has a driver who is ill,
one has a driver who finds himself in the situation where no human
being could think his way out of it fast enough.

Of these three areas of research that appeal to commonsense, I be-
lieve that whereas we have over 70 million cars, and heaven knows
how many drivers and new cars coming up each year and a new crop
coming up each year—whereas we have multiple problems when 1t
comes to research in the other areas I mentioned, namely, highway
research—this, of course, must go forward. The key to a further
creative basic and applied research in automotive design can be un-
dertaken, intensified greatly and improved in the next 10 years by
increased efforts on the part of a relatively few groups in the United
States.

The U.S. Government and private organizations, of course, and
the automotive manufacturers themselves can do this work.

I was very pleased to read in the proceedings of last summer on
page 55, in rfw summary given by Mr, William Sherman, the secretary,
I believe, of the Engineering Advisory Committee of the Automobile
Manufacturers Association that he strongly approved and supported
the participation on the part of the Federal Government in such re-
search. And I believe in that statement he mentioned two of the
areas of research which 1 have mentioned, namely, driver relation to
the machine and the highway.
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I think in that particular summary statement did not mention con-
tinued research in car design, but I am sure that he supports such
research. Previous statements I think carry that out.

This law applicable to all makes of vehicles would remove safety
devices from the field of competition among manufacturers if, in-
deed, this is a major problem. I understand that some manufacturers
have argued that price competition discouraged them from installing
sometimes inexpensive safety devices. 1f they were required of every
manufacturer, competition would no longer exist. 1 am not sure
that the manufacturers hold that view.

The leadership that they show in so many areas in giving advances
to the American people would lead me to the conviction that the sup-
position, at least, that they would not be too concerned about the
matter of competition when it comes to a mater of safey and the pro-
tection of the public health would be correct. Many members of the
general public hold Federal specifications and practices in high re-
gard. It seems to me that when it became known that certain safety
devices were required in Federal automobiles that many citizens would
follow the example of the Government and many companies and
corporations, too, and demand these devices in their own vehicles.

And finally, the passage of such legislation, I believe, would consti-
tute official recognition of the value of these devices develop it largely
by the manufacturers themselves, and that it might encourage further
development on the ground that other devices might similarly be the
subject of legislation, instead of our having to wait the slow process
of public acceptance.

Gentlemen, our interests in this field is such that we have asked
the Consumer Union to join with us, our association, in the conduct
of a conference which will be at West Point the middle of May on re-
search in automotive safety design to which T have invited engineers,
the manufacturers, scientists, and a number of other people who are
vitally interested in this field.

Thank you very much for this opportunity to express a view.

(The prepared statement of Mr. Mayo follows:)

ASSOCIATION FOR THE AIp oF CRIPPLED CHILDREN,
New York, N.Y., March 24, 1961.

STATEMENT IN Coxnxecrioy witH H.R. 1341

The Association for the Aid of Crippled Children, an endowed foundation dedi-
cated to the reduction of fatalities and disabilities in children, is deeply con-
cerned over the deaths, disablements, and disfigurements produced in children by
the antomobile. Today, the automobile is the leading cause of accidental death
in children of most age groups. As furfher advances are made in obstetric
practices, the use of antibiotics and other medical technigues, it seems clear
that the leadership of automotive deaths will be not merely maintained but
advanced.

After a yvear-long study of the research and the action programs designed to
reduce the automotive death toll, the Association for the Aid of Crippled
Children is convineed that modification of the vehicle is one of the most im-
portant and most neglected means of achieving such reduction in a relatively
short time. Obviously it is not the only means, but, equally obviously, it is the
only one whose implementation depends upon half a dozen manufacturers
and not on the changing of attitudes and practices of many thousands of law-
enforcement personnel and many millions of drivers. Most safety devices can
be built in so that neither their presence nor their functioning depends on the
attitude, condition, or whim of the user.
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The effectiveness of most of the safety devices currently proposed for in-
corporation in Government vehicles has been clearly proved by the Cornell crash
injury research project and by other studies. But the importance of H.R. 1341
extends far beyond protecting Government personnel from death or disablement.
Among the less tangible effects are the following:

(1) Passage of H.R. 1341 would set an important precedent of Federal regula-
tion of an area of activity that is of nationwide concern.

(2) Enactment of a law applicable to all makes of vehicle, would remove
safety devices from the field of competition among manufacturers. Some manu-
facturers have argued that price competition deters them from installing even
the most inexpensive safety devices. But if such devices were required of every
manufacturer, competition would no longer exist,

(3) Many members of the general public hold Federal specifications and prac-
tices in high regard. When it became known that certain safety devices were
required in Federal vehicles, many citizens would follow the example of the
Government and demand these devices in their own vehicles,

(4) The passage of such legislation would constitute official recognition of the
value of these devices, developed largely by the manufacturers themselves, and
might encourage further development on the grounds that other devices might
similarly be the subject of legislation instead of having to await the slow
process of public acceptance.

For all these reasons, in addition to the immediate and obvious desirability
of protecting Government personnel, as executive director of the Association
for the Aid of Cripped Children, I strongly urge the passage of H.R. 1341.

Leoxarp W, Mavo,
Executive Director.

Mr. Roserrs. Thank you, Mr. Mayo, for your very encouraging
statement and for expressing the concern of your organization in the
field of crippled children. We know about that organization and we
are deeply grateful to you for your appearance here today. The
Chair has no questions.

Mr. Scuexck. I want to join in that commendation of your state-

ment.

Mr. Rocers of Florida. I want to say, too, that it has been helpful
to have your views here and those of your organization, and to know of
this interest in this field.

In beginning these hearings, and in going into some of this prob-
lem, it appeared to me that we are not doing anything in the field
which accounts for the greatest death factor of young people in the
age bracket of 1 to 35. It also accounts for 40 percent of the third
largest cause of death in this country, not to speak of the millions who
are injured. Here is a tremendous loss in our communities every-
where. And here we are doing nothing about it. Yet the automobile
manufacturers are doing all they can. It is a field in which we can be
helpful in trying to point out some leadership in research.

Mr. Mavo. In such a matter of such basic health concern it would
appear that the Government could hardly fail to participate in it to a
greater degree,

Mr. Rocers of Florida, Thank you very much. That is all.

Mr. Roserrs. We thank you again, Mr. Mayo.

Mr. Mayo. Thank you.

Mr. Roserrs. Our next witness is Mr. Edward A. Tenney, of Barton
City, Mich. We are glad to have you before us, Mr. Tenney. You
may proceed.
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STATEMENT OF EDWARD A. TENNEY, BARTON CITY, MICH.

Mr. Texxey. Mr. Chairman and gentlemen, I am a private citizen
by the name of Edward A, Tenney who has im infense interest in this
subjeet, and because of that intense interest I ask the Chair if I might
enter a bit of testimony.

The history of auto making and auto advertising for the last 6 years
illustrates the fact that the auto industry is incapable of legislating for
itself laws which promote our common safety. Because of this histor-
ical fact and because the industry shows no ineclination to change,
Federal legislation is needed.

In 1955 the horsepower race among our leading manufacturers led
to a severe criticism of the practice of putting motors designed for
racing cars into ordinary stock cars. At that time it was considered
contrary to the public welfare on public highways to have cars which
were capable of speeds over 90 miles per hour. On June 6, 1957, the
leading manufacturers reached a gentlemen’s agreement and this
committee is well aware of what that agreement was—that they would
cease to emphasize tremendous speed and enormous power and would
call off the horsepower race so as to lessen the entirely human tempta-
tion to drive at speeds way beyond what is reasonable and prudent for
boys and girls, men and women.

In 1960 General Motors plastered the billboards across the Nation
advertising the Chevrolet as “Sixties Sizzler” and showed it streaking
down a road. One of the 1961 Chryslers was announced in Motor News
as having a motor which would propel it at 140 miles per hour or bet-
ter. I have here the announcement for Motor News for January 1961,
page 25, which states that the 300-G can reach a top speed of over 140
miles per hour. This speed is almost that of the racing cars at the
Indianapolis Speedway 500-mile Memorial Day race.

Such speeds sometimes kill even the expert drivers and sometimes
the spectator also. The historical fact is that the gentlemen’s agree-
ment appears to have been broken. In 10 years’ time these 140-mile-
per-hour cars will be purchasable by teenagers at a hundred dollars or
so. And when a teenager soups up one of them it will be a sizzler in the
seventies.

Present legislation has to consider future consequences. The car
which the general rides in today may be the car which the child pilots
10 years later. All racing cars should have bucket seats, safety har-
nesses, and the like not only for the present protection of important
people but for the safety of the little people 10 years hence. Our
Government owes it to the next generation to purchase only those cars
in which the safety features are equal to the potential speed.

Another reason why the auto makers must be encouraged to design
and produce safer cars is their attitude which appears to me to be
hypocritical. In 1960 General Motors ran a series of very expensive
full-page ads in many popular magazines with the head “The Cars are
Safer—The Roads are Safer—The Rest Is Up to You.” These adver-
tisements are addressed to boys and girls. They may be obtained from
General Motors free for posting on bulletin boards in driver education
classrooms. As we all know, it is truer to say that in 1960, according
to the statistics of the National Safety Council, “The cars were 1 per-
cent more dangerous, the roads were 1 percent more dangerous, and 1




148 MOTOR VEHICLE SAFETY STANDARDS

percent more of us was killed in 1960 than in 1959." It appears to me
to be hypocritical to be quietly putting more power under the hood
while preaching the greater safety of the car.

A third reason is that the auto makers have helped shift the respon-
sibility for accidents from themselves to the public schools by promot-
ing driver education. Cars are donated or L):nmd to schools by auto
dealers. Having promoted teenage driving and car ownership by
this device, the auto makers advertise that those who kill themselves
are to blame. To the parents of the dead this may appear doubtful,
especially to the parents who did not want their children encouraged
to drive until they were out of high school and more mature.

The auto industry spends millions putting children on the road, age
14 and up, by means of driver education. This is the most doubtful
education we have, In 1956 in Michigan we made driver education
mandatory for the 16-18 age group. One hundred percent of the
potential gmuL) enrolled. In 1958 we Michiganites killed 1,334 of
us; in 1959, we killed 1,440 ; in 1960, we killed 1,545,

These deadly statistics which show a 16 percent increase of 1960
over 1958 suggest, first, that the roads are no safer; second, that the
cars are no safer; third, that driver education kills more than it pre-
serves; and, fourth, that the auto makers ought not to promote driver
education in the public schools but should assume their own share of
responsibility for accidents.

l] think that bills like the Bennett bill and the Roberts bill will
have a wholesome tendency to sober up the auto makers and cause them
to spend their money not on so questionable a thing as driver education
but on so certain a lifesaving device as the seat belt.

They are boring holes, as I understand, in the bottom floor of cars
to put in these fastenings.

here are driver education classes in operation at this moment in
which the boy is being taught to drive without a safety belt. I could
say a lot more about this, but my time has run out. 1 have made my
statement, and I thank you, Mr. Roberts.

Mr. Rogerts. Thank you, Mr. Tenney. We always appreciate the
contribution of private citizens to our hearings. We are glad and
happy to have your statement.

{ 1ave before me a letter from the General Services Administration

dated March 28, 1961, which I will make a part of the record at this
point, without objection.
(The letter dated March 28, 1961, follows:)

GENERAL SERVICES ADMINISTRATION,
Washington, D.C., March 28, 1961.
Hon. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety,
Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

DeAr MR. CHAmMAN: This is with further reference to your letter of March
13, 1961, requesting the General Services Administration to furnish your sub-
committee a statement for the record in connection wtih H.R. 1341 containing
certain information concerning Government-owned, passenger-carrying motor
vehicles.

Accordingly, attached hereto is a statement which sets forth the following
requested information :

1. Number of passenger-carrying motor vehicles purchased by GSA for
Federal agencies during the past 3 years,
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2. Number of passenger-carrying motor vehicles bought by Federal agen-
cies during the past 3 years. .

3. Number of passenger-carrying motor vehicles operated by Federal civil-
ian agencies as compared to the Department of Defense.

We are happy to furnish you this statement and trust that the information
contained therein will be helpful to your subcommittee. In addition to this
statement we have furnished you this agency’s comments on the subject leg-
islation by separate letter.

Sincerely yours,
Joruxn L. MOORE,
Adminigtrator.

STATEMENT FURNISHED THE SUBCOMMITTEE ON HEALTH AND SAFETY OF THE HouUSE
COMMITTEE ON INTERSTATE AND FoORE COMMERCE BY THE (GENERAL SERVICES
ADMINISTRATION CONCERNING PASSENGER-CARRYING MoTorR VEHICLES IN Con-
veEcTIoN WitTa H.R. 1341

1. Number of passenger-carrying motor vehicles purchased by GSA for Federal
agencies during the past 3 years:

Bodag. . .. . oyaroirnennassnenmirenndanx
Station wagons. ...
Buses and ambulances ... ...

gy ) FIESRES. e,  CSE

2. Number of passenger-carrying motor vehicles bought by Federal agencies

during the past 3 years:

1959 I 1060

Department of Defense:
o T Y g N
Statlon wagons
Buses. ...

1, B0G
Ambulances. .. ... ....cc..-. " iiech s by e 154

Total. . s e kA i i - - 3, | 4, 990
Tennessee Valley Authority: Bedans. ... ..o oommnenacnens ) 150

1
9, 531 ‘ 2,404

GSA's title 1 regulations require all Federal agencies, except those specifically
exempted, to advise this agency of their vehicle requirements for consolidated
procurement by GSA. Agencies, other than DOD and TVA, purchase vehicles
for themselves only upon specific clearance from GSA. The Comptroller Gen-
eral monitors this situation very closely to assure that the advantages of con-
solidated procurement are being obtained. Asa result, during the past 3 years,
all procurement of passenger-carrying motor vehicles for Federal agencies, ex-
cept as cited above, has been accomplished by GSA.

3. Number of passenger-carrying motor vehicles operated by Federal civilian
agencies as compared to the Department of Defense :

| |
1958 1950 1960

Civilian. . e i . 24.752' 25, 530 20, 722
DOD._. LI ERARE | 30, 953 | 27, 630
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(The following additional information was later submitted by Mr.

Moore:)
GENERAL SERVICES ADMINISTRATION,
Washington, D.C., April 6, 1961.
Hon. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, Commitice on Interstate and
Foreign Commerce, House of Representatives, Washington, 1.0,

DEAR MR, CHAIRMAN : By letter dated March 28, 1961, 1 furnished your sub-
committee, at your request, a statement for the record in connection with H.R.
1341 containing the following information concerning Government-owned passen-
ger-carrying motor vehicles :

(1) Number of passenger-carrying motor vehicles' purchased by General
Services Administration for Federal agencies during the past 3 years.

(2) Number of passenger-carrying motor vehicles bought by Federal
agencies during the past 3 years.

(3) Number of passenger-carrying motor vehicles operated by Federal
civilian agencies as compared to the Department of Defense,

With respect to item No. 2, the statement covered passenger-carrying motor
vehicles bought by the Department of Defense and the Tennessee Valley Au-
thority during 1958, 1959, and 1960. As a supplement to item No. 2 the follow-
ing information is submitted covering passenger-carrying motor vehicles pro-
cured by the government of the District of Columbia :

Bedans ... . .. ... _. ..
Station wagons.....
Ambulances. . _......_..

The above supplemental data completes the information requested in your
letter dated March 13, 1961, concerning Government-owned passenger-carrying
motor vehicles. We are happy to make this information available to you and
trust that it will be helpful to your subcommittee,

Sincerely yours,
Jory L. Moore, Administrator.

Mr. Roserrs. We will recess at this time until 2:15 o'clock this
afternoon.

(Whereupon, at 12:15 p.m., the committee recessed, to reconvene at
2:15 p.m., the same day.)

AFTERNOON BESSION

Mr. Roserrs (presiding). The subcommitee - will please come to
order.

Our first witnes is Mr. James R. Turnbull, of the National Auto &
Flat Glass Dealers Association.

We shall be glad to hear from you now.

STATEMENT OF JAMES R. TURNBULL, NATIONAL AUTO & FLAT
GLASS DEALERS ASSOCIATION; ACCOMPANIED BY ROBERT L.
BOUCHARD

Mr. TurnsurL. Mr. Chairman and gentlemen, we appreciate the
opportunity to appear before you because conflicting dates would pre-
vent a subsequent appearance.

My name is James R. Turnbull, representing the National Auto &
Flat Glass Dealers Association, and I have with me this afternoon to
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stage some demonstrations concurrent with my presentation Mr. Rob-
ert L. Bouchard of the Glass Distributors, Inc., Washington, D.C., and
a member of our organization.

I represent the National Auto & Flat Glass Dealers Association, and
organizations affiliated with them in their efforts to restore to the mo-
toring public the standards of auto glass safety which they enjoyed
from 1938 until recently.

We are concerned with the unilateral, unpublicized changeover in
the type of glass used in the side windows and vent windows of
American-made cars of current manufacture. This change has been
going on since 1956 and became universal for the cars of all manu-
facturers in 1960. Yet it was not until February 8 of this year that
the Automobile Manufacturers Association felt obligated to inform the
public that the change had taken place.

I am going to ask Mr. Bouchard to break two pieces of glass, one
piece of laminated glass and one piece of tempered glass, to show you
the characteristies of the two produects.

From triple-thickness laminated safety glass in door windows, every
maker has now changed to single thickness tempered glass. For some
manufacturers, this is also true of the vent windows.

We contend that this change, and the nature of the product so
introduced, confronts the public with new and unusual hazards, not
solely or necessarily related to the hazards which can be anticipated
in an automobile accident or collision.

He is holding up a piece of laminated glass which has been sub-
jected to the same type of impact which disintegrated the tempered
olass.

We are here, therefore, to plead for the inclusion in H.R. 903 of a
provision which would require motor vehicle manufacturers to use
laminated safety glass in all windows forward of seated passengers.

The events of the past 2 years have clearly established that there is
a need for a national body which will take proper concern for private
motor vehicle safety insofar as methods of construction and materials
are involved.

The individual States have legislated and are continuing to leglis-
late on some aspects of car construction and equipment. This is
especially true ﬂil auto glass, and bills are presently before the legisla-
tures of six States. The protection of the public in this respect is
certainly a matter of concern for State legislatures, but the automobile
industry is able to oppose it effectively at this level by many means,
including economic threats.

In the material which we now wish to present to you for your delib-
erations, I am hopeful that you will agree our case is not only reason-
able, but well documented. We are a small organization and our
resources are limited. We are opposed—and quite strongly opposed—
by the giants of industry and by those over whom they exert economic
domination. This is a challenge, however, that we have been glad
to accept in the public interest.

Why did the car makers change the type of glass?

The motive is clearly established as monetary. A single thickness
of heat-tempered glass is unquestionably cheaper than two pieces of
glass bonded together with a layer of tough rubbery plastic. That is
the saving the carmakers are enjoying now. But this is not all they
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are looking for. The physical nature of tempered glass will enable
them, in subsequent years, to incorporate metal attachments, handles
and the like, by drilling holes in the glass prior to tempering. What
this hardware will do to the glass performance is of less concern than
the savings in assembly labor that it will make possible.

This vent light, with attached hardware, is representative.

I will ask him to break that. It is a tempered glass light from a
current model car.

However, when the glass does break, it will build up the cost of
the replacement package to the car owner—a minimum of three times
the present cost, and more likely five times the cost.

Should the car maker’s monetary motive be questioned, T refer you
to the sworn testimony in the current proceedings of the Federal
Trade Commission versus Libby-Owens-Ford Glass Co. and the Gen-
eral Motors Corp. In that testimony you will find elearly established
that General Motors changed because tempered glass was cheaper and
because the Chrysler Corp. had already changed to tempered glass
and, in the words of a high General Motors executive, “It hadn’t hurt
Chrysler’s sales any."”

We might add parenthetically, how could it have hurt Chrysler’s
sales when the public was kept in ignorance of the change?

Laminated safety glass is not under challenge. It has a wonderful
record of performance over its 25-year history ; therefore, we ask the
question : Is tempered glass as safe as laminated safety glass?

The car makers say it is. Having already made the change and
having decided to give the buyer no option, what else could they say?
To support their contention, they will mainly ecite accident, that is,
collision accident, statistics. I think all of us know that on today’s
highways anything that can happen to the human body and to a
machine is going to happen in some manner or form. The car makers
are on fairly good ground here in arguing about auto glass because
their own statistics prove that, up to now, auto glass has been a minor
factor in collision injuries. The bulk of car mileage involves driver-
occupancy only. Therefore, depending on the statistical source used,
from 35 to 50 percent of all injuries were caused by the steering wheel,
We are not here to outlaw the steering wheel, or the man behind it.
We want to give him the ultimate protection he deserves from the glass
that surrounds him.

What are the major safety differences between tempered glass and
laminated safety glass? This is the most important one—flying glass.
If the human body, or any portion of it, strikes either laminated safety
glass or tempered glass, mjury can and may result, depending on the
circumstances. But tempered glass can reach out to cause injury. In
other words, the glass comes to the passenger, not the passenger to
the glass.

The samples that we are breaking here are contained in a specially
made box so that they do not travel any significant distance, but I am
going to ask Mr. Bouchard to break another piece of tempered glass,
so that we can observe the breaking phenomena.

Well, that one appears to have been improperly tempered, which is
something we can discuss later on. !

I have here, with examples, hundreds of reports collected by mem-
bers of our organization on the breakage of tempered glass. In many
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cases, the glass exploded, showering the interior of the car, sometimes
in large chunks and spears, such as these examples. Now, our mem-
bers are not in the auto body business, we don't repair or salvage
wrecks, so we do not have an opportunity to talk to many car owners
who had broken glass under collision circumstances. In other words,
we get to talk to the Incky ones.

As a single example, T should like to cite excerpts from a letter in
which a father tells of a typical recent accident. The complete letter
is attached.

This was a side or intersectional collision, the most common type,
and it exemplifies the hazards inherent in the use of tempered glass
for door and vent windows.

My son was riding in my car, sitting on the right front seat. * & ¢ Another
car collided with the right side of my car, and upon impact, the glass in the
two right doors of my car shattered as if they had exploded. The inside of
my car was showered with small jagged pieces of glass, and the right side
of my son's face was likewise showered with small pieces of glass, His ear
was shattered and plastic surgery was required immediately. Glass was found
in my son’s hair and inside of his clothes, and Dr. Sullivan, the plastic surgeon,
advises me that he will have a permanently scarred ear.

Another:

I was driving a 1958 Plymouth station wagon, and after the accident I found
glass everywhere in the car, on the seats, under the seats, on the floor, on top
of the dashboard, and back of the storage space.

I feel that when I bought a new Chrysler product, I had definitely been misled
into believing that the car had as standard equipment “safety glass." It had
always heen my opinion that the term “safety glass” meant glass held together
by plastic binder in order to prevent shattering. The glass that is contained
in my present ear should not be called “safety glass” but should properly be
designated as exploding glass. The public has a right to expect that in this
modern day and age safety measures will be taken in such manner as to
fully guard the lives of our citizens.

This instance clearly illustrates how, with tempered glass, you
don’t have to wait to be hurled against the glass in order to be hurt.
This glass will come to get you. In fact, a collision is not necessary.
Breakage can result from a flying stone, slamming the door, raising
or lowering the glass, a sudden rain shower—not to mention so many
explosions of this glass which are completely unexplainable. Re-
member, many of those are documented in the testimony which we
have submitted with this statement.

Remember, when we refer to breakage of tempered glass, we mean
complete disintegration.

We have documented the nature of this ’protlm'[ in a summary
entitled “The 10 Dangers of Tempered Glass.”™ We have documenta-
tion for every point—but we based our original compilation on the
results of extensive testing work done in the laboratories of one of
the largest research-based companies in the United States.

Here are the 10 dangers:

1. The quality and uniformity of tempered glass can and does
vary.

Why? Mainly because there is no way to test a piece of tempered
glass except by destroying it. There is no practical way to tell if a
light of glass has been tempered except by breaking it. Result:
There are already instances where plain untempered glass has gotten
out as “tempered safety glass.”
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On behalf of laminated glass, all components of the sandwich are
regularly checked and tested. Sample laminates and samples cut
from stock-size sheets are readily available for quality control check
tests.

2. Tempered glass is known to be nonuniform.

The propaganda for tempered glass says that it breaks only under
a certain kind of impact and then it breaks into small, regular, harm-
less fragments. This is just not so, and there is ample documentation
to prove it. Tempered glass is the offender in the mysterious “blow-
outs” which have destroyed back lights in many cars over the past
years. Poor annealing has left terrific strains and stresses and shght
defects leave weak spots which are intensified under changes in tem-
perature and heat distribution.

Laminated glass is consistent and uniform.

3. Tempered glass fragments are not harmless.

Even the small fragments of what might be called an ideal break
of tempered glass can cut and cause permanent damage to eyes, even
though the force that projects the particles is only the force of the
suddenly released stresses. These stresses can be in the order of
140,000 pounds per square inch, and that is twice the pressure gen-
erated in a military rifle barrel when the shell is fired. However, add
to the force of the stress a 60-mile-an-hour windstream in a moving
car and you have a real velocity hazard for passengers anywhere
within the car, as for example in a vent window.

Worse yet, large fragments are more common than any ln'n’}mlwn[
of tempered glass will admit. We have documented samples of many
breaks in tempered glass resulting in sharp-edged fragments from 1 to
3 square inches in area. We have dagger-shaped fragments several
inches long, too.

Laminated glass retains most of the fragments.

4. Tempered glass is sensitive to edge break.

To visualize what this means, picture a child at a half-open door
window. He is leaning against the glass and he has a metal toy
in one hand. He bangs the toy on the edge of the glass, as children
will—the glass disintegrates and the child is in the street. The edge-
break sensitivity contributes to one form of the fallout hazard we
discuss in item 5.

Laminated glass has no edge-break sensitivity.

5. Tempered glass when broken offers no protection against flying
objects, missiles, or fallouts.

A flipped stone, a BB shot, an object falling from a passing vehicle,
a piece of gravel tossed by a highway sanding truck—these typify the
dangers of objects which break tempered glass and pass through with
velocity almost unchecked. Tempered glass is not adequate protec-
tion from dangers outside the car.

Similarly, once broken, tempered glass, in a collision or skidding
accident, leaves an unprotected opening from which passengers or
driver can be thrown from the car. To be thrown from the vehicle
is recognized as greatly increasing the danger of serious injury or
death, especially in “rollover” accidents.

Laminated glass remains in place and retains energy-absorbing
properties characteristic of the flexible plastic interlayer.

6. Tempered glass gives a thief split-second entry.
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A tap with a metal punch such as Mr. Bouchard has been using
here and the thief, after car or contents, is in. A quick removal of
the fragments of tempered glass and there is no readily visual evi-
dence to show the car has been tampered with.

It is possible to break out all of the glass in the average car under
10 seconds, if it is a tempered glass.

Laminated glass can be “forced” but it takes some time, and the
cracked laminate remains as evidence that entry has been forced.

7. Tempered glass provides no emergency exit.

If you are trapped in a vehicle which is burning, or under water,
and if the doors and window lifts are jammed by distortion of the
vehicle body, there is no way out unless you or someone has a metal
instrument to shatter the glass.

With laminated safety glass, elbows, knees, feet, even your hand
can be used to force the laminate outward until it is freed from its
supporting channel.

I have introduced with this testimony a case on February 22 of this
year where three young people were trapped in a 1961 station wagon,
while rescuers were helpless outside, :mLIl the three burned to death
because the doors had been jammed in the accident.

9. With blunt objects, tempered glass is practically unbreakable
and is unyielding.

Unforunately, the blunt object most frequently striking the glass
in automobiles is the human head, or other parts of the human body.
The windshield is most commonly in\'nl\'e(l. and that is why wind-

shields are 100 percent laminated glass. However, in the frequent
accidents where one car is hit broadside, it is the side windows that

are involved.

Laminated glass absorbs energy, cushions the impact, reduces or
prevents injury. Tests with simulated skull structures in drop tests
conducted by Cornell University have shown that, at the velocity
which results in a fractured skull with tempered glass, no facture re-
sulted with laminated glass. :

Mr. Rocers. What type of glass was that?

Mr. Turxpurs. That is tempered glass and normally does not
break under that type of impact, but it did in this case. Do you have
another piece of tempered glass, and would you like to repeat that?
It is possible that he had another fragment of glass on the instrument
with which he struck it, and that caused the breakage in the outside
skin of the glass,

Let us try it again. I think that establishes the unyielding char-
acteristics of normal tempered glass.

9. With broken tempered glass, visibility is lost, or protection is
lost, or both.

In some types of breakage, tempered glass remains in the frame
temporarily, but becomes opaque. Visibility is gone. This could at
the moment of breakage contribute to the seriousness of the accident
or cause an accident. When the tempered window disintegrates, as
is usual, there is no weather protection until it is replaced.

With laminated safety glass, substantial visibility is retained in
most cases of breakage. Complete or substantially complete weather
protection is also maintained in most cases.

I will not give more testimony on that. The evidence just given
gives the facts of how far the glass can spread and the sound effect.
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10. Tempered glass has an explosive break.

In addition to the physical force imparted to the fractured glass
by the retained stresses, a window-sized area of tempered glass lets
go, with a startling sound. At today’s turnpike speeds and conditions,
this effect alone is enough to cause or contribute to an accident.

With laminated safety glass, no sound is generated by the laminate
itself.

What is the status and function of the American Standards Associa-
tion code on automobile safety glass?

Many people, including some in governmental positions who should
have reason to be better informed, are under the impression that the
existing ASA code relates to the safety performance of automobile
glass in use,

That is not the case. In fact, there is substantial ground for stating
that the code has nothing to do with safety performance in use, or in
a given location.

What the code does is to provide a series of test methods by which
to determine whether any given material, as originally manufactured,
is a good, bad, or indifferent example of its type. It enables the deter-
mination by a given test of whether a piece of tempered glass is a
good piece or a poor piece. The same 1s true for laminated safety
glass,

Furthermore, there are no stipulations as to the frequency of these
tests. In other words, it is not a quality-control standard, although
the tests may be used for that purpose by anyone who wishes to do so.

And the code has nothing to say about what happens to any of the
products it covers after 1,2 or 3 years of service. So far as the code
1s concerned, any type of glass, if it meets the provisions of the test
when made, could fall apart a year later and still bear the designation
AS1 or AS2.

Now I wish to submit to this comittee the findings of the Interstate
Commerce Commission in rendering its decision as to the type of glass
to be used in vehicles under its jurisdiction. Although dated in 1937,
it has particular significance for two reasons:

1. It is the only full and complete hearing of the same points of
controversy we are now engaged in, before a truly impartial public
body.

9. Since these hearings, laminated safety glass underwent a great
technological improvement ; therefore, the contrast in evidence 1s all
the greater. In addition, laminated safety glass can be further im-
proved by a factor of 200 percent or 250 percent. Tempered glass is
not capable of improvement.

I will not read the entire proceedings at this time, but I feel that the
findings on page 12 of this exhibit are pertinent.

You mi }lt be interested in looking at this to find that the auto-
mobile industry in its entirety appeared in 1937 with much the same
statement as they will undoubtedly appear and make before this
subcommittee on the matter of glass at a later date.
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Findings of the hearing examiner, docket MC—4, Interstate Com-
merce Commission :

AMENDMENTS TO SAFETY GLASS REGULATIONS RECOMMENDED

The 1CC, Friday, February 25, 1937, made publie the report and order recom-
mended by Examiner R. W. Snow in Ex Parte No. MC-4, In the Matier of
Qualifications of Employees and Safety of Operation and Equipment of Common
and Contract Carriers by Motor Vehicle. The report deals with the type of
safety glass that should be used in motor vehicles subject to regulation.

Examiner Snow made the following findings of fact:

1. That laminated safety glass will withstand a more severe blow from a
small, hard missile without breaking than will case-hardened glass.

The terminology used in this hearing was “case-hardened” and
the most commonly used term today is “tempered glass.”

2. That when a pane of laminated safety glass is fractured fewer particles of
broken glass are separated therefrom than is the case if a pane of case-hardened
glass is broken.

3. That laminated safety glass does not become opaque to the same degree as
case-hardened glass when fractured.

4. That laminated safety glass may be broken and removed from the wind-
shield and window frames by a blow from the hand, elbow, shoulder, or foot,
and that case-hardened glass ean only be broken by a blow from a sharp-pointed
metal instrument.

5. When a serious accident occurs, occupants of motor vehicles and particu-
larly buses may escape more readily if laminated safety glass is used than
they could if case-hardened glass were used.

6. That laminated safety glass affords the occupants of a motor vehicle
greater protection than does case-hardened glass and is of greater aid to the
safety of operation of such vehicles.

7. That paragraph 4, section C(1) and paragraph 5, section C(1) of part ITI
of the motor carrier safety regulations prescribed by the Commission, by
order under date of December 23, 1936, in the above-entitled case, be amended
80 as to prohibit the use of case-hardened glass in any door or window opening
in any motor vehicle operated by common or contract carriers in interstate and

foreign commerce.
Mr. Snow recommends that after July 1, 1937, vehicles be required to use the

type of glass he found most suitable,

That order was amended to permit the use of tempered glass pro-
vided it was housed in a push-out type mounting, so that the occu-
pants could readily escape by pushing out the entire glass installa-
tion, including its metal mounting.

In conclusion :

As proper questions to bring before this committee, I wish to submit
the following:

1. On what grounds can some car manufacturers justify the use
of explosive tempered glass in vent windows which project in the
same plane as the windshield ¢

J')n what grounds can the use of tempered glass in the windows
next to the driver be justified, when an explosion of this glass can
cause loss of control ?

We have documents on this loss of control circumstance.

3. With options available on color, trim, even color of glass—and
options on $1,000 or more of extras—on what grounds can the car
makers justify no option on the type of safety glass?

4. With the entrapment hazard compounded by the use of tem-
pered glass, on what grounds can the car makers justify lack of pro-
vision for emergency exit? Should they not provide either a breakout
tool, or pushout mountings, as required by the ICC, if they are going
to continue to use tempered glass?

2.
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We have endeavored in the past and are continuing to make every
effort to strengthen the safety glass laws of all the States, but because
of limited resources and manpower we are able to work in only a
few at a time.

The automobile industry opposition is powerful and well-organized
and is not above using threats and half-truths. For example, in
hearings in the State of Missouri, Mr. Karl M. Richards of the Auto-
mobile Manufacturers Association told the legislators:

In this bill it is provided that any vehicles assembled in the State of Missouri
would have to have this type of glazing material. Well now, this is very

important to motor vehicle manufacturers because St. Louis in your State has
now become the second largest automobile motor vehicle section—

I believe it meant production—

in the United States and there is a possibility of repercussions on whether
vehicles would be assembled in a State that made such a deviation from uni-
formity or whether the assembly would be in some other State where there
wasn't that deviation.

And again:

Now, there are several unfortunate aspects that 1 have referred to in this
attack.

The attack was the presentation of our organization.

In the first place, the integrity of the American Standards Code is under
attack and, secondly, its national uniformity is being threatened instead of
being threatened instead of following the correct procedure. Attempts have
been made by the introduction of bills in Tennessee in 1957, in Pennsylvania
in 1958, in Massachusetts in 1959, and in Louisiana in 1960. Fortunately when
the facts were presented to these legislative bodies, they either voted the measure
down unanimously or by overwhelming majority.

In this connection, I should like to quote from a newspaper story
which appeared in the Haverhill Evening Gazette at the time of the
defeat of the Massachusetts bill :

A massive lobbying effort defeated a bill to require laminated safety glass
throughout all motor vehicles built after November 1, a cosponsor of the bill
BAYS.

Representative John J. Moakley, Democrat, Malden, sponsor with former
Representative Louis H. Glaser, Democrat, Malden, said every representative
had at least one telegram and many had two, urging they vote against the
measure.

It was defeated on a standing vote, 69 to 8,

Moakley, majority floor leader, said he didn’t know what organized group
spearheaded the opposition but thought it was probably “the manufacturers.”

WOULD CUT DEATHS

Moakley said that after talking with safety experts, he was convinced that
laminated safety glass in all motor vehicle windows would eut down on death
and injury in case of accident. “If it is the best for the windshield, then I
think it is the best for the rest of the car,” Moakley said.

Present law requires laminated glass only in windshields.

Moakley said he was told by a representative of an automobile manufacturer
that if the bill was passed, it would add about $150 to the cost of a car in
Massachusetts. A

Now, returning to the statement of Mr. Karl M. Richards of

the Automobile Manufacturers Association at the Misouri hearings:

We wonld certainly warn any State against deviating from uniformity because
of the costs and problems that it might entail.
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It would seem that the American Automobile Manufacturers Asso-
ciation can use a reverse argument before a State body to that which
it would use before a national body, such as this subcommittee.

Yet the State of Georgia and other States specifying laminated
safety glass in the side windows and vent windows of cars for the
State patrol are having no difficulty getting them so equipped.

Finally, of course, there is the somewhat embarrasing fact that
tempered glass does not meet the full definition of safety glass in
the laws of a number of States. This definition usually reads:

(Glass * * * which * * * when struck or broken substantially prevents the
flying of glass.

It is obvious to anyone who has seen tempered glass broken that
this product not only does not prevent flying glass, it helps it fly.

In all public statements made by the proponents of tempered glass,
our organization, the Auto Glass Dealers—individually and as an
organization—have been singled out as being the sole malcontents
who are opposed to the use of tempered glass. .

This is not the case. We have broad support from organized labor,
as indicated by the communications which I submit. We have active
support from the National Society for the Prevention of Blindness,
whose interest was aroused in part by practical t=xf;m'ionr'(-. with eye
injuries. In ASA Code revision proceedings, we have had support
on many major issues from the American Society of Mechanical Engi-
neers, the Manufacturing Chemists Association, the American Truck-
ing Association, and the Insurance Institute for Highway Safety.

And so, in closing, we strongly urge your favorable consideration
for the addition to the provisions in H.R. 903 of a requirement to the
effect that, forward of seated passengers, laminated safety glass shall
be used in all motor vehicles intended for sale in interstate commerce.

We believe that this will most effectively assure the American mo-
toring public of the standards of auto glass safety to which they are
entitled and which they enjoyed in all American-made cars from 1938
until the recent “silent switch” to tempered glass.

Mr. Roserrs. I believe that you have certain exhibits that you wish
to submit with your statement ?

Mr. Turneurr. One exhibit is the letter concerning the accident
case cited, and that was attached to the document I handed in.

Another is the compilation of the breakage reports for a representa-
tive period of several months, as our dealers are collecting them.

A third is a recent article from a glass journal on tempered glass
and laminated safety glass.

Mr. Roperrs. I believe, Mr. Turnbull, without any objection we
will include the main statement, but the exhibits are quite bulky, and
I think it would make our record quite large to include those.

I will be glad to have these filed for the information of the commit-
tee,

Mr. TorxsuLL. They were brought solely for informative purposes,
Mr. Chairman. ' '

Mr. Roperts. All right. They will be taken care of in that manner.

Thank you for your statement.

_E’Th(} documents referred to will be found in the files of the com-
mittee. )
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Mr. Roserrs. There are several charges that are raised in your
statement which seem to me to be very serious ones, and I am sure that
you have gone into the matter of those charges before you made them.

ou mentioned the abandonment of laminated glass made primarily
for economic reasons, and in disregard of the safety of the passengers
in the vehicles.

Mr. TurneurL. May I comment on that?

Mr. Rogerts. Yes.

Mr. Turneurs. I made reference to the proceedings of the Federal
Trade Commission. That record now is running very close to 2,000
pages. This is sworn testimony. I think on that point you would
find it perhaps worthwhile to have a member of the staff review the
testimony and excerpt for you the pertinent statements regarding
the cost factor and the savings involved.

Mr. Roserrs. 1 will be glad to take advantage of that suggestion
and have the staff look into that record.

You have a comment in your statement with reference to H.R. 1341,
but you directed your statement to H.R. 903, which is somewhat dif-
ferent, than the proposal made in TLR. 1341, which is to have the
Secretary of Commerce write standards or to prescribe what general
safety standards would be in Government-owned cars.

How do you feel about the approach in ILR. 13417

Mr. TurnsuLr. I would be in favor of any investigative approach
of the type which was diseussed at this morning’s hearing.

I would certainly weleome the opportunity to place our informa-
tion and all pertinent information before any group so charged,
whether it is within the Department of Commerce or it takes some
other form; in other words, my remarks, while they were aimed pri-
marily at H.R. 903, 1 felt that perhaps the information would be
taken into context in terms of the intent of H.R. 1341.

Mr. Roserrs. With reference to the handling of tempered glass
and laminated glass, what is the conventional way of stocking tem-
pered glass versus laminated glass?

Mr. Turnpunn, Speaking in the historical sense; most. glass deal-
ers draw their stocks from localized or regional distributors who
carry reasonably complete warehouse stocks.

However, the stocking of laminated glass—flat laminated glass—
has been a relatively simple matter, because this glass can be cut with
ordinary glass working tools.

Therefore, one case of flat laminated glass would enable the dealer
to replace any flat area in any car almost in a matter of minutes.

Since tempered glass eannot be cut, and since the stocking problem
is going to grow in magnitude with each succeeding model year, the
size of the warehouse depot and the size of the stocks the dealers
must carry in order to give reasonably prompt service on replace-
ments is going to be, well, almost staggering, which would be one
means of stating it.

Mr. Roperts. Is that because the tempered glass has to be sized in
order to meet the customer’s demand ?

Mr. TurneuLL. It has to fit precisely in the automobile; yes, sir.
However, there has been a new development on the scene which may
deserve mention. One of the glass manufacturers has announced a
sort of do-it-yourself tempering oven, a rather small unit of low
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capital cost, which means that any glass dealer of average size could
install a tempering oven, cut his glass from plain sheet or plate stock,
heat treat it to temper it, and then he would have a piece of tempered
glass ready to install in any car.

From a quality control standpoint, with several thousand estab-
lishments tempering glass, it makes the chills run up and down my
spine, because the qmﬁil y control problem in the present large estab-
lishment is a very significant one. :

Mr. Rosegrrs. It was my opinion, from your statement, that lami-
nated glass is used only in the front windshield ?

Mr, TurssurL. In the windshield, that is correct.

Mr. Roeerys. Is that true with all of the manufacturers of auto-
mobiles?

Mr, TornpurL. It is true of all American manufacturers.

Mr. Roperrs. Is that the only place in the car where laminated glass
is being used, so far as you know, by any manufacturer?

Mr. Turneurn. One manufacturer is still—I am speaking now as of
the current moment—using laminated safety glass in the forward vent
window. I believe that the top General Motor’s line, Cadillac, may
still be using some laminated glass in door windows, but since I am
not quite certain of the absolute current information I would dislike
to state positively that that is correct, but I believe that Cadillac has
recently llJevn using laminated safety glass in door windows.

Mr. Roeerts. I believe you stated that the changeover was made in
about 19567

Mr. Turxeurs. To reconstruct as best us we can establish it, Chrys-
ler Corp. began to change some models in 1956. This is the calendar
year 1956, for the year 1957. So I guess that you would call those
1957 model cars.

Earlier than that, during a period when one of the glass suppliers
was on strike I am informed that the Chrysler Corp. briefly used
tempered glass in some models for a short period of time.

General Motors Corp., according to our information, changed late
in 1959 for most of their 1960 models.

The Ford Motor Co., to our knowledge, changed during 1960 for
most of their late 1960 and 1961 models.

American Motors Corp., changed, to our knowledge, slightly after
Chrysler Corp. did.

Mr. Ronerrs. 1 believe you mentioned that there were perhaps two
types of glass approved by the American Standards group. I believe
you designated them as AS-1 and AS-2.

Mr. TurnsurL, That is correct.

Mr. Rogerrs. That is tempered glass, I take it ?

Mr. TurysurL, It refers to the use of laminated plate glass which
is required for windshields. The code does not require plate glass,
which is the optical grinding and polishing of the glass in locations
outside of the windshield. So the “2” designation refers to other than
windshields.

Mr. Roperts. Other than windshields?

Mr. TorNBuLL. Yes. AS-1 refers to windshields.

Mr. Roserrs. Now the AS-1 designation, do you contend that you
get the same type of explosion with it that you get from the AS-27

Mr. TorNpuLL. No. AS-1isonly laminated safety glass.
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AS-2 can be either laminated safety glass or tempered glass. The
tempered glass can be either tempered plate glass or tempered sheet
glass.

Mr. Roperrs. What you are contending is that the manufacturer
should use laminated glass throughout the entire automobile?

Mr. TurssurL. Forward of the seated passengers where there is a
definite hazard on account of flying glass and including emergency es-
capes from the car. We believe that the manufacturers should use
their—should use tempered glass where historically over the years
they have mainly used it; namely, in fully enclosed locations which
are to the rear of passengers. It would be the rear windows or the rear
guarter window or the rear panel window in a station wagon type of

ody.

Mr. Roserts. Well, do you take that position because of the fact
that the eyes would be more likely to be affected in the glass that is
Erojmled in front of the passenger in contrast to that which would

e behind ?

Mr. Tur~xsurL. That is correct.

Mr. Roserts. Now I believe yon made a statement as to the cost
of the two types, and you used the figure, if I remember correctly, of
$8 per unit. What page do you talk about the cost ?

Mr. TurxpurL, There are two figures mentioned on cost. I think
I indicated that the saving was in the range of §7 to $14 per unit,
depending on the size, type, and model of car.

fr. RoperTs. $7 to $147

Mr. TurxsurL. Perhaps an average figure somewhere around $9
to $10 might be average 1101‘ all private automobiles. This figure that
I mentioned was the ASA statement before various legislatures actu-
ally, that if they were required to change back they would cost the
car buyer $150 to have the laminated glass.

Mr. Roperts. Is the laminated made as optional on any models at
the present time, that is for other than the front windshield?

Mr. TurypurL. We have many private corporations who have
ordered cars equipped with laminated glass and have had difficulties
of getting them.

I cannot speak authoritatively on that subject, but General Motors
did bring out a parts bulletin in January of this year offering as
optional equipment laminated safety glass on the Corvan, which I
believe is a light truck of the Volkswagen truck style. That is the
only evidence I have seen of any optional choice.

Mr. Roeerrs. The subcommittee visited Detroit in 1956. I seem to
remember some experiments at Chrysler Corp. where they were trying
to design or come out with the type of glass that, on impact, would
tend to crumble instead of shattering and shearing. Do you know
what has been done with reference to that type of glass?

Mr. Turxpurn. I believe that may refer to a trend which is now
g?in,t: on in actual production toward the use of thinner tempered

ass.

The available literature of the major glass manufacturers until re-
cent months has stated that glass thinner than one-quarter inch can-
not be satisfactorily tempered.

We understand the manufacturers have recently deleted that state-
ment from their technical manuals, and glass thinner than one-quarter
inch is now going into some cars, including Chrysler Corp. products.
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I believe the exact thicknesses are seven thirty-seconds of an inch
and three-sixteenths of an inch.

Now the thinner glass will break a little more easily and therefore
would tend to minimize our service regarding head-concussion-type
injuries.

However, we do feel from what we know of this type of glass that
there will be a greater variation in the size of the particle that will re-
sult, perhaps more large and dangerous particles. I believe that was
the experiment that was brought to your attention.

Mr. Roperts. Is the heating treatment the trick in making the glass
less prone to shear and shatter?

Mr. TurneoLs. In the manufacture of tempered glass, the glass
must first be heated to a relatively precise temperature and then
cooled very rapidly so that the outside surface of the glass is almost
most instantaneously cooled, while the inner section of the glass re-
mains hot and still relatively soft.

This is what sets up the stresses in compression and in tension which
makes the glass very difficult to break with a blunt instrument or on
the normal type of impact you would expect with fractured glass.

It is also the determining factor, the degree of tempering and the
kind of pattern of the air jets that should determine what size of
fragments the glass would break into.

But this you will notice, if you can see, has broken into small frag-
ments, but they are still agglomerated as a rather large chunk.

Now the individual little fragment might not be so bad, but chunks
of this size—this is from this glass that we broke—chunks of this size
with these sharp edges flying around inside a car I think you will
agree could be quite dangerous.

Mr. Roperrs. What are the qualities of the laminated that you be-
lieve make it ideal for protection of the passenger?

Mr. Turneorn. The basic principle of laminated glass is the ver
adhesive plaster interlayer that forms the middle section, which al-
lows the glass to break but without shattering into separate frag-
ments, unless the force is greater than the plastic interlayer will
withstand.

In other words, you can break laminated safety glass under extreme
impact into chunks and fragments. But bear in mind, Mr. Chairman,
we are not proponents of the present construction of laminated safety
glass, although we think it is a much better product than tempered
rlass,

We would like to see this improvement which is known and is avail-
able in the properties of laminated glass by using a heavier and
tougher interlayer.

Mr. Roeerrs. Does the industry of whom you speak make all types
of this glass, laminated and tempered too?

Mr. Torxpur. The major factors in the industry make both types.
The smaller factors make only one or the other.

Mr. Roeerrs. Costwise per unit, mentioning $7 and $14, with an
average of %9, how much more expensive would it be to equip all of
the windows forward of the passengers with laminated instead of the
tempered ?

\E Turnsurn. On a straight materials cost basis under $3.

Mr. Roperts. Under $3.
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Mr. Turxevrr. Under $3, less than $3.

Mr. Roperts. Less than $3 per unit?

Mr. TurysuLL. Iam not talking about any differences in assemblin
labor to put the two types of glass in, but on the straight materian
cost basis.

Mr. Roserts. I don’t understand, because I thought laminated con-
sists of two sheets and a plastic inside. Why would it not be more
expensive than the other type?

[r. TurNBULL. $3isa great deal of money.

Mr. Roeerts. You mean $3 more?

Mr. TurNBULL. $3 more.

Mr. Roperts. I see.

Mr. TurnBULL., Yes.

Mr. Roserts. That is all.

Mr. O'Brien?

Mr. O’Brien. Mr. Chairman, I would like to ask, do any States
now require that all vehicles assembled in those States be equipped
with laminated glass?

Mr. TurnsuLL. To my knowledge no State specifically requires, but
in the past history of legislation, seven States have had specific ex-
clusions of the use of tempered glass, which have been struck out of
their State laws.

Mr. O’Brien. I notice you said the State of Georgia and some other
States require laminated glass for State patrols.

Mr. TurneurL. That is correct.

Mr. O’Briex. Butthey don’t go beyond that ?

Mr. Turnevrn. Not beyond that,

Mr. O’Briex. You indicate rather strongly in your testimony that
you believe that efforts to bring that about in several States were
defeated by pressure from the manufacturers, is that correct?

Mr. Turnsorn. That is correct, sir.

Mr. O’'Brien, I note particularly in the case of the Massachusetts
bill, which is described as a massive lobbying effort to defeat the
bill, then I read on and I find that massive lobbying effort consisted of
every representative having at least one telegram, some having two.

I might say that that might be a massive lobbying effort in Massa-
chusetts, but I doubt if it would be much of an impact in Washington,
because we average better than that on most of the bills that we have
before us.

Mr. Turxpurr. I am quite sure you do.

Mr. O’Briex. I have no other questions, Mr. Chairman.

Mr. Turyevrr. The words “massive lobbying™ were not mine. They
were that which the newspaper, or should I say the particular Repre-
sentative chose to use. Someone felt that it was massive.

Mr. O’Brien. Yes, T understand, it was a newspaper article. I
spent some years in that business myself, and I find that an occasional
exaggeration attracted more readers.

Mr. Rogerts. Mr. Rogers?

Mr. Rogezs of Florida. Was there any earlier requirement that the
laminated glass be used?

Mr. TurxsuLL. Essentially laminated glass was the first safety glass
introduced to American automobile manufacture. It would be too
involved for me to try to tell you here the history of the evolution
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of safety glass standards but it has been compiled in a form which is
readily readable,

Mr. Rocezs of Florida. I wondered if there were an industry com-
mittee that got together and set standards for the safety glass?

Mr. TurNBULL. There were a number of committees which gradually
took form as the ASA Code Committee, that is correct.

Mr. Rocers of Florida. Has any such committee recommended
against the use of this laminated glass?

Mr. Turnsurs. In the ASA procedures a code must be reviewed,
revised, or reendorsed at 5-year intervals.

In 1959, the committee concerned with automobile safety glass, the
S-96 committee held its 5-year review meeting and by vote of 26 to 8
automatically endorsed the code for another 5-year period.

The eight dissenting votes stated that the code needed revision
because, while the code has had certain things to say about methods
of test for glass, the fact that automobile manufacturers in the prior
5-year period, that is prior to 1960, had changed their practices in
the use of glass, moving tempered glass from the back up through the
sides and thence, made a full review of the code necessary and desirable.
These were the eight dissenting votes. . A

The parent body of the American Standards Association, In review-
ing the vote as they must, decided that a consensus of the committee
had not been established, and that wherein the numerical significance
of the eight dissenting votes, they outweighed the 26 in favor of auto-
matically reinstating the code.

And the 26 were, of course, automobile industry representatives.

In the eight dissenting votes were our organization, the National

Society for Prevention of Blindness, and some of the organizations
whose names I have mentioned.

Since that date, in late 1959, the American Standards Code on
automobile safety glass has been in a mild state of chaos and is cur-
rently being reviewed by a technical committee and six task groups
who are reporting on April 11 to the parent -technical committee,
recommending fpmhahlv a rather broad scope of investigation leading

to a revision of the code.

That April 11 date, Mr. Chairman, is one of the reasons why I
would not be able to appear here on A oril 11.

Mr. RoGers of I"]orltLl. Is this a safety group committee?

Mr. TursgsuLL, The code——

Mr. Rocers of Florida. You say a standard ?

Mr. Turspuis. This is a standards committee and it establishes
minimum standards for auto glass and methods of finding out where
the olass as manufactured in fact meets that minimum standard,
simply by testing the glass to see if it does what it is supposed to do.

]Mr. Rocers of Florida. That is concerned only wit.L the use of
ass?
: Mr. Torneorr. That is correct, and it does not relate to the loca-
tional requirement of any given location in the car which is one of the
things which we are trying to introduce into the code that a door
glass shall perform this way, a windshield shall perform that way, a
back glass ean perform another way.

Mr. Rocers of Florida. I notice you say that about 1956 the auto-
mobile manufacturers started moving away from laminated glass
into the tempered ?
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Mr. TurnsurL. That is correct. The Chrysler Corp. was the first.

Mr. Rocers of Florida. Was there any particular reason that you
know of?

Mr. Turnsurr. We believe that the reason primarily is cost reduc-
tion.

Mr. Rocers of Florida. What are the major glass manufacturers?
How many are there?

Mr. TorxsurL. In the automotive glass field the two largest manu-
facturers historically have been the Libby-Owens-Ford Glass Co.
and the Pittsburgh Plate Glass Co.

Some years ago Ford Motor Co. began to manufacture a substan-
tial amount of its own glass, and today I believe it is not only supply-
ing all of its own requirements but is a nationwide marketer of glass.
Chrysler Corp.is now manufacturing glass for its own requirements.
Shatterproof Glass Co. in Detroit is the largest manufacturer of both
tempered and laminated glass, who is not an original equipment sup-
plier to the automobile industry, or at least if he does supply original
equi!pment. it is relatively small.

Then there is a firm called Permaglass, which makes, T believe, only
tempered glass. There is a firm in Philadelphia called Safetee Glass
Co. which makes laminated glass, and I believe makes some tempered
glass. From then on down there are perhaps a half dozen small glass
manufacturers scattered around the country.

_M;‘. Rocers of Florida. Are all of these members of your associa-
tion?

Mr. Torxeurn. No. As a matter of fact, our association is the
retail glass dealers, of whom in the country there might be 10,000,
as members of our association probably around 500,

Mr. Roaers of Florida. But none of the manufacturers of glass are
members of your association?

Mr. TurxpurL. They are not, sir.

Mr. Rocers of Florida. Have they taken any position that you
know of?

Mr. Tur~puLL. The major glass manufacturers?

Mr. Rogers of Florida. Yes.

Mr. Turssurs. 1 would say that currently they are taking the
same position as the Automobile Manufacturers Association, and we
know this because their technical representatives are appearing in
opposition to our bills in various legislatures of the States.

Prior to 1959, I would say the situation would be the reverse, that
the two major glass manufacturers were proponents of laminated
safety glass, and members of their organization are so on record, and
going back even further into history, in the ICC transcript which I
have submitted, you will find that they were proponents of laminated
safety glass.

Mr. Rocers of Florida. This group that you speak of that is getting
together in April, isit your association ?

Ir. TorxsurL. We will be represented, but it is the American
Standards Association.

Mr. Rocrrs of Florida. If they decide that laminated glass should
be used, will that be a requirement of the manufacturers of auto-
mobiles?

_ Mr. Turxpuorr. Inasmuch as the ASA Code is used by many States
in determining what glass is acceptable within those States, it would
have been a very strong influence.
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I would say if the ASA Code is changed, perhaps then the auto-
mobile industry, in the interest of what they call uniformity, would
make a broad-scale change, but that is only my personal opinion.

Mr. Rocers of Florida. It would be determined by State law as to
whether certain standards were met? That would be the only actual
requirement by law as far as you know. Whatever States might have
as to standards that are adopted by the standards committee, that
standard shall prevail in that State?

Mr. TurNBULL. Presumably the ASA action would have an effect
on the action of the Uniform Motor Vehicle Code which is, in turn,
used by the empowered State official, motor vehicle commissioner, or
State treasurer, in drawing up his annual list of approved types of
equipment or approved alternatives.

Mr. Rocers of Florida. Is thatused in all States?

Mr. TurxsuLr. Not in all States, but it has a very, very wide influ-
ence.

Mr. Rocers of Florida. How many would you suppose it is not
used in?

Mr. Turxpurr. T think practically it may be used in every State
but there are a number of States either the laws of which or the con-
stitution of which prevent them from openly recognizing the fact that
another body is deciding what they are going to approve.

Mr. Roaers of Florida. Thank yon. Thank you, Mr. Chairman.

Mr. Rogerts. Thank you, Mr. Turnbull.

Mr. Torxsunr. Thank you for the privilege of appearing here.

(The following additional documentation was submitted by Mr.
Turnbull ;)

CHEVROLET DIVISION,
GENERAL Morors Corp.,
White Plains, N.Y., January 9, 1961.
Bulletin No. Dis. 042
To All Dealers:

Shown below are changes and additional prices affecting the 1961 Dealer
Price Bulletin which was attached to letters dated September 20, 1960, October
&. 1960, and December 16, 1960. Please make the necessary entries on all copies
of the price bulletin now in your possession.

SEC. II. CORVAIR 65

Manu-
facturer's
Optlon Dealer Factory | suggested

No. net D. & H. | retail
delivered

price

Custom equipment, model R1206._ .. : 431 $152. 00 215. 20
Wheel covers:
Models R1205, R1244, R1254 .. ___ - - 132 7.60 | . 10. 80
Model R1206 (for use without g )
ment) 132 | 7.60 .. 10. 50
Model R1206 (for use with custe 1532 6. 08 . B B. 65
Glass, laminated, front door windows only, R10 I
R R e e e 370 | 3.80 . 540

SEC. III. TRUCKS

Glass, laminated, side door windows only, models |

Generator: 35 amperes, low cut in:
Té0, T60H, not available with power steering
with 6 cylinder engine. ...
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Orders for the above options may be submitted to the plants for January
production.
Very truly yours,
H. B. TAXTER, Jr.,
Zone Distribution Manager,

Mr. Roperts. We have representatives of the manufacturers group

resent. Would they care to comment on the statement made by Mr.
urnbull ?

Mr. Ricuaros. We would like very much, Mr. Roberts, to bring the
technical glass experts from the various glass manufacturing firms
and to present this whole case because this is a rather serious matter
involving not only uniformity but involving safety.

Mr. Roperts. 1 think the subcommittee wonld certainly be glad to
entertain that request.

It may require further consideration to give you a date to be heard
but I think certainly we would want you to have that opportunity.
We do have some hearings around the 11th of April, and if we can
work out an additional date about that time, perhaps the 12th or some
other date in there, and the clerk of the committee will advise us
about that.

Mr. Ricinarps. We shall be very happy to be here.

Mr. Roserts. Are there any other witnesses, Mr. Clerk? T believe
we had a statement

Mr. Moore,

STATEMENT OF JOHN MOORE, CONSULTANT IN SAFETY RESEARCH

Mr. Moore. Mr. Chairman, my name is John Moore. I am a con-
sultant in safety research.

Mr. Chairman, it was my privilege to publish probably the first
paper on the technical aspects of the difference between these two
types of glazing materials as it affects injury.

This paper I will submit to the committee for insertion in its rec-
ord. It was a study of 715 automobile accidents, in which injury was
observed which had approximately 1,600 occupants who were exposed
to the hazards of the two types of glass which have been discussed.

It was the finding of this rather limited piece of research at the
time, which was read before the summer session of the SATE at Atlan-
tie Cit , that out of the 1,600 occupants approximately 1,200 were
mjured to some degree. Twenty-six of these occupants had injuries
whose injuries could be attributed to glazing material in the side
lights of the vehicle.

One of these was injured by contact, or one of these injuries was
attributable to contact with heat-treated or toughened glass. Twenty-
five injuries which were of a lacerative nature were associated with
laminated glass.

It was my privilege this summer as representative of the U.S.
First International Scientific Conference on Road Safety Problems
to hear a great deal of information from the English and the French
and the European colleagues at this meeting about the method by
which they had approached the problems, and the difference in the
production and the control of these two types of glazing material.

I would suggest that the committee’s professional staff could avail
themselves of these technical reports without my taking your time at
this point to discuss them.




MOTOR VEHICLE SAFETY STANDARDS 169

I believe, however, that this points up most a tly the confusion
which exists in so many places where we are endeavoring to reach
for standards or criteria which everyone can observe.

The SAE code on seat belts is a nonenforcible code, as an illustration.
SAE has no power for lobbying other than making available its
knowledge to State bodies who would like to legislate. If they do
not, they are not empowered to do so.

The American Standards Association, by its charter, is not pri-
marily empowered to be a legislative lobbyin body to see that its
safety codes are observed. So we are back at the pomnt we were in in
our discussion this morning about the prime importance of H.R. 1341
and the establishment some place of a set of standards which could be
useful for those people who want to have some leadership in knowing
what they should and should not do.

I am not in a position to take an issue on the glass question as such.
1 would be delighted to make available to the committee the tech-
nical papers which I had the privilege of working on as the director of
Cornell University crash studies, and the technical papers which are
available from my English colleagues.

Mr. Roperrs. You would say then, Mr. Moore, that H.R. 1341
offers an opportunity of tying the loose ends together and the differing
and conflicting opinions on practically all matters of automotive
safety, that is tying them together atfer proper hearing from the
various standard groups, and bringing these loose ends more or less
into one place where everybody would know that they could go and
get proper information as to criteria being established.

Mr. Moore. I would say that is true, Mr. Chairman, provided that

we have agreement among the administrative sections of the Federal
Government as to who is going to assume this responsibility.

I do not believe this is at all possible if we end up with another
interdepartmental committee or a joint committee of loose sorts who
have no function and no power to compel any action from any
administrative branch other than call another committee when they
get back to their own department.

Mr. Roperts. I think, as you pointed out this morning, that the
Interdepartmental Highway Safety Board was said to be a coordi-
nating group that would not have any authority to make policy or
determine standards or even perhaps to consider recommendations
by various engineering societies, whether they be representative of
the industry or of the public or of Government or, as you say, with
that type of approach you would find yourself simply back in the
same old position of trying to find out where there is some authority
to move in this field of safety.

Mr. Moore. That is correct. I feel that committees are places where
ideas are expressed and differences are adjusted.

If we want to discuss the confusion which exists in the energy-
absorbing padding materials, it is not a bit different from the confu-
sion which exists in the glazing field or the confusion which exists in
what a door lock should or should not do.

I believe we have to come with industry participation and research,
and people who are sincerely and honestly interested in the welfare of
the motoring publie, to a spot where we can then set up a set of eriteria
as minimums, and not shackle inventiveness nor production nor cost
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solutions that might come at a later time, provided they do not let this
protection for the public go below this plateau.

Mr. Rogerts. I might say that is one reason that in H.R. 1341 my
thought was that the Secretary of Commerce would be the ideal place,
because that Department of Government is probably closer to industry
than any other cllepm'tmom of Cabinet level.

And having handled many of industry’s problems and being con-
versant with the problems of industry, it is my feeling that the Secre-
tary of Commerce would be an ideal place for this criteria to be decided
upon.

Certainly, we have to have one place of authority in this whole pic-
ture. I want to thank you again for your testimony.

I have a statement from Mr. Russell I. Brown on H.R. 903. Mr.
Brown is president of the Insurance Institute for Highway Safety,
and this group is representative of three major segments of the auto-
mobile casualty insurance industry, which originally established the
Insurance Institute for Highway Safety.

The members, that is, the segments of that institute, are the Associ-
ation of Casualty & Insurance Companies, the National Association of
Automotive Mutual Insurance Companies, and the National A=socia-
tion of Independent Insurers. This statement will be filed for the
record.

(The statement of Mr. Russell I, Brown referred to follows:)

STATEMENT BY RUusseLL I. BRown, MarcH 28, 1961

To: Committee on Interstate and Foreign Commerce, House of Representatives.
Subject: H.R. 903, a bill to require certain safety devices on motor vehicles
sold, shipped, or used in interstate commerce, and for other purposes.

QUALIFICATIONS

My name is Russell I. Brown and since August of 1959 I have been president of
the Insurance Institute for Highway Safety. This organization has one and only
one objective—to reduce highway accidents. The three major segments of the
antomobile easualty insurance industry established the Imsurance Institute for
Highway Safety. They are the Association of Casualty & Surety Companies, the
National Association of Automotive Mutual Insurance Companies, and the Na-
tional Association of Independent Insurers. This action combines the highway
safety efforts of these three associations and those of their more than 500 mem-
ber companies which write about 80 percent of the Nation's automobile insurance.

Prior to my appointment as president of the Insurance Institute for Highway
Safety, I was commissioner of public safety for the State of Towa. As commis-
sioner of this department I had the responsibility for the Iowa highway patrol,
the driver's licensing and financial responsibility division, the accident records
and statistics division, the motor vehicle registration division, the automobile
dealers licensing division, the burean of eriminal investigation, the State safety
education division, and the police radio communications.

My entire career has been in the field of traffic safety. Before becoming
commissioner, I served as director of safety education for the Creston, Iowa,
schools, was a staff member of the safety department of the Motor Club of Iowa,
was a staff member of the school and college division of the National Safety
Council, and was director of the safety education division in the Iowa Depart-
ment of Public Safety. I received my master's degree from the Center for
Safety Education at New York University.

Presently, I serve as a member of the board of directors of the National
Safety Council and the advisory committee for the Center for Safety Education,
New York University. I am a special consultant to the U.S. Public Health Serv-
ice and am on the Advisory Committee for the President’s Committee' for
Traffic Safety.
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POSITION SBTATEMENT

My position here today is to oppose the enactment of H.R. 903.

My following remarks are directed primarily to the topic of speed control
governors on motor vehicles, which is covered in ILR. 903. Twenty-nine States
have established maximum speed limits by law. In all but one case these
limits are set appreciably lower than 80 miles per hour. These limits have
been determined on the advice of State officials based on engineering surveys
which considered the following limitations:

(a) The design of highways.
(b) Limitations of automobiles.
(e) Capabilities of drivers.

Relatively few miles of highway are constructed to permit a person to drive
at rates of 80 miles per hour or over. We have yet to design a foolproof high-
way for any speed, because the driver and the vehicle are significant factors
which help determine the safe speed.

The same situation exists with the antomobile as does with the highway. No
motor vehicle has yet been designed foolproof since the vehicle is controlled by
the driver in relation to the existing highway conditions and the movement of
traffic.

The driver is the most important element of these three since it is necessary
for him to determine change of conditions of the road and the vehicle as well
as changing conditions in the movement of traffic. His judgment and his ability
to make these changes effectively is of prime importance,

The addition of a governor on a vehicle would limit the driver’'s ability to
make these changes.

1t is important to note that the 1960 Accident Faects, published by the Na-
tional Safety Council, indicates on a statewide basis only 1 percent of the total
number of accidents involved vehicles traveling in excess of 70 miles per hour.
Since a large number of these drivers would be in the 71 to 80 miles per hour
bracket, probably less than one-half of 1 percent would be driving over 50 miles
per hour. 'This is an extremely small percent of drivers to use as a basis for
requiring all drivers to invest in governors. It is conceivable that, if all cars
were equipped with governors, the limitations and malfunctions of these gov-
ernors may cause more accidents than are presently resulting from high speed,

Law enforcement records show that relatively few drivers are arrested at
speeds higher than 80 miles per hour. I have worked with these violators and
know that those exceeding 80 miles per hour have a definite intention to break
the law for one reason or another. People with this attitude would most likely
tamper with a governor if it was on their car and thus the governor would be
ineffective as far as the group it was designed to control is concerned.

The proposed legislation, if enacted, wounld lead to a dangerous and un-
warranted conclusion that the Federal Government approves speeds up to 80
miles per hour, “or to such top speed in excess of 80 miles per hour as the See-
retary of Commerce deeins it appropriate.”

Most people in America are law-abiding citizens. They desire to comply with
reasonable laws. The design of our highways, the volume of traffie, the in-
abilities of human beings, along with the availability of faster methods of
travel, other than the automobile, all add up to the fact that driving 50 miles
per hour is unsafe, unwarranted, unnecessary, and undesirable,

I find that considerable authority for approval of safety equipment on vehicles
is currently vested with State authorities. I believe that States should be re
sponsible to carry out this authority.

To reduce effectively traffic accidents on the highway, it is understood that a
well-balanced, comprehensive traffic safety program is the approach. This is
available in the action program of the President's Committee for Traffic Safety
compiled under 10 specific sections, They are—

Accident records.
Education.
Engineering.
Uniform laws.

5. Motor vehicle administration.
Organized citizens’ support.
Police enforcement.
Research.

9. Public information.

10, Traffic courts,
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My remarks should not be interpreted as being opposed to building into auto-
mobiles as much safety as possible, but I am opposed to governors for reasons I
have indicated. If legislation is to be enacted in order to reduce traffic acci-
dents, it is recommended that it should be enacted by the States and designed to
allow the States, the counties, and the municipalities to implement this action
program of the President's Committee for Traffic Safety, now being printed
by the Government Printing Office.

Mr. Roeerts. The record will be left open for statements by various
wiinesses who requested that authority.
The subcommittee will stand in recess subject to the call of the

Chair.
(Whereupon, at 3:35 p.m., the subcommittee was adjourned, sub-

ject to the call of the Chair.)
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FRIDAY, APRIL 14, 1961

House oF REPRESENTATIVES,
SuBcOMMITTEE ON HEALTH AND SAFETY OF THE
CoMMITTEE ON INTERSTATE AND FOREIGN COMMERCE,
Washington, D.C.

The subcommittee met, pursuant to notice, at 10 a.m., in room 1334,
New House Office Building, Hon. Kenneth A. Roberts (chairman of
the subcommittee) presiding.

Present : Representative Roberts, Rogers of Florida, Nelsen, and
Thomson.

Mr. Roserts. The subcommittee will please be in order.

We will at this time recess the subcommittee so that the members
of the subcommittee and any other interested parties may view an
automobile owned by Mr. C."W. Heppenstall of Delray Beach, Fla.;
and then we will return here and hear the industry with reference to
the tempered versus laminated glass problem.

So, at this time we will stand in recess for about 15 minutes.

(Short recess taken.)

Mr. Roserrs. The subcommittee will please be in order.

The Subcommittee on Health and Safety is meeting this morning
to continue hearings on HL.R. 903 and HLR. 1341 to provide standards
for passenger-carrying motor vehicles.

We have public witnesses scheduled for this morning.

Monday morning we are to hear the representatives of the Depart-
ment of Commerce, Department of Health, Education, and Welfare,
and of the General Services Administration.

I might also mention that we may be able to continue the hearing in
the afternoon for other witnesses who would like to be heard.

Tuesday we will hear a witness from the Department of Defense,
and witnesses from the Bureau of Motor Carriers of the Interstate
Commerce Commission.

I think in view of the fact that the hearing on the part of the
industry is going to be quite long, I understand Mr. Heppenstall of
Heppenstall Industries of Delray Beach, Fla., has a very short state-
ment. and I would like to take him at this time, and then we can go
ahead with you.

How long is your statement, Mr. Heppenstall ?

Mr. Herpexsrtarn. Mr. Chairman, first, thank you for looking at
the car for considering the safety features in it that have been
included. '

I have prepared a presentation, and if T could just hand it to you
for distribution to the members, I think that would——

Mr. Roserrs. That will be all right, sir.

173
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STATEMENT OF C. W. HEPPENSTALL, HEPPENSTALL INDUSTRIES,
DELRAY BEACH, FLA,

Mr. Heppexsrann. If it is suitable to you, I would simply like to
read from this the main items, and the explanations, I believe, were
included in the written writeup.

Mr. Roperrs. All right, sir.

Mr. Heppexstann. The following safety features are incorporated
in several standard antomobiles which have been modified by Heppen-
stall and which are now identified as—

Sar-T-Kar

. Seat belts (2 front, 2 rear).

2. Bayonet type door locks. (All door locks on standard cars are unsafe.)

3. Rollover bar. (All stock racing cars are provided with rollover bars—pro-
vide in roof construction on new production cars.)

. Padded dash on front of right front seat. (Present padded dashboards in
standard cars are a travesty.)

5. Saf-I-Turn and emergency signal system. (Driver in the rear, driver abreast,
and driver approaching in the front can see and identify signal. Amber
lenses are used front and back. )

. Rear view mirrors. (Much better rear vision and side vision are obtained

than that provided in standard ears.)

Adjustable governor. (Governer is set for 65 miles per hour for Florida
driving,)

Auxiliary hand-operated throttle.

All external dangerous ornaments are removed.

The following additional safety features are recommended for

future production cars:

1. Two-headlight system. (The present four-headlight system is a hazard
when passing lights are not used.)

2. Uniform drum type speedometer. (Present varieties of speedometers are
difficult to read.)

3. Well lighted odometer figures at least one-half inch high.

. Padded rear of front seats, padded interior side walls, and padded roof
interior. (No ashtrays, handles, or ornaments, )

5. On two-door models, provide means of holding front seats in place.

. Real bumper systems, incorporating rubber. (Many present bumpers are
ornaments. )

. Provide real holddown in frame =o that engine will not easily be moved to the
rear in case of bad impact,

. Use real safety glass in all glass areas (laminated glass and plastice.)

. Remove all door handles and window-operating handles from side area, (Use
recessed handles or recessed pushbuttons.)

If there are any questions about any of these items I would be
glad to try to answer.

Mr. Roperrs. Well, first of all, the Chair would like to thank you for
coming here, Mr. Heppenstall, and for your interest in safety and
for bringing the Saf-T-Kar to the attention of the committee.

I would like to know a litle bit about your training and how you
became interested in the various safety features which you incorpo-
rated on your Saf-T-Kar.

Mr. Heppexnstar. Well, today I make my living as an inventor and
as a promoter, but in the past I have been an engineer and in manu-
facturing, operating portions of industry in the aluminum and in the
steel and forging industry.

Mr. Roperts. How long have you had the Saf-T-Kar?
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Mr. Heppenstarn. Well, the first one was modified in 1956, and it
has been sort of like Topsy ; it has grown from a few things to some
additional items.

Mr. Roperrs. Do you have any figures as to the cost of the indi-
vidual items which you presented in your statement £

Mr. HeppEnstaLL. No, sir; I donot. But I think it would be diffi-
cult for anyone outside of the automobile industry to arrive at engi-
neering and development costs. But I am relatively certain that once
those costs are out of the road, not one of these items would be very
expensive.

Mr. Roperts. That isall T have.

Mr. Rogers.

Mr. Rogers of Florida. Thank you, Mr. Chairman.

Of course, I am delighted that Mr. Heppenstall has an interest in
this subject and, particularly, being from my area. I appreciate his
coming up and giving the committee the benefit of a look at some of his
suggestions about safety in the automobile field.

From my understanding, do you feel that it would be wise for the
industry itself to make a prototype Saf-T-Kar?

Mr. Heppensrann. An effort has been made and contacts have been
made with all of the major automobile manufacurters to make one
model that incorporates these safety features.

Now, there have been studies made that would indicate that at least
one-half of the fatal accidents would be taken from our yearly total
which, last year, was about 38,000, if just the features that are on the
ear now were included.

Mr. Rocers of Florida. I see. I was interested in your safety turn
and the emergency signal system. You have all four of the indicators
on the car where they can be seen easily. They are located in a high

yosition on the fenders. Also, I believe, they are yellow or caution
{igluls rather than the red, which makes a difference. You pay more
attention to them.

As I understand it, if you were to stop on the highway those lights
would flash?

Mr. HeppEnstaLL. A separate switch would operate all four lights,
and all four lights would flash.

Mr. Rocers of Florida. I see.

Well, I certainly commend you for your interest in this field, and
it has been most helpful to the committee.

Mr. Heppexstarn, If we get a few automobiles made, it will be well
worth the while. ]

Myr. Rocers of Florida. Thank you.

Mr. Heprenstarn. Thank you.

Mr. Roperrs. Thank you very much, Mr. Heppenstall.

The next witness is Mr. Karl M. Richards.

Mr. Richards is manager of the Field Services Department of the
Automobile Manufacturers Association, Inc., 1710 H Street NW.,
Washington 6, D.C.

He is accompanied by Dr. Joseph D. Ryan, director of research and
development, Lihh_\'-()\\‘vns-I*“m'{l Glass Co.; Mr. Larry Keim, man-
ager of technical services, auto sales, Glass Division, Pittsburgh Plate
(Glass Co.: and Mr. Ormond I. Rugg, glass engineer, Glass Division,
Ford Motor Co.

TOTMG-—61-
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Before Mr. Richards testifies, T would like to have incorporated
in the record some documents at this time, if there is not objection on
the part of the members of the subcommittee.

I have, first of all, a letter from Mr. Harry A. Sieben, director of
Highway Safety Division of the State of Minnesota, which letter is
dated April 11, 1961 ; together with a resolution of the Minnesota Leg-
islature memorializing the President and the Congress of the United
States to provide for safety standards, or for safe standards, of auto-
mobile vehicle design and safety devices and the enforcement of such
standards in the automotive industry. This resolution is numbered
Resolution No. 21.

I also have a statement supporting this resolution on traffic safety
by Hon. Orville L. Freeman, who is now Secretary of the Department
of Agriculture, former Governor of the State of Minnesota; together
with the proposed resolution on traffic safety for action by the
Governors’ conference, also attended by Governor Freeman.

So, without objection, these documents will be incorporated in the
record.

(The documents referred to follow:)

STATE OF MINNESOTA,
DEPARTMENT oF HIGHWAYS,
8t. Pawl, Minn., April 11, 1961.
Hon. KENNETH A. ROBERTS,
Committee on Interstate and Foreign Commerce,
House 0 flice Building, Washington, D.C.:

DeAR CoNGRESSMAN RoBerTs : On March 24 T sent a telegram to you advising
that the Minnesota Legislature had adopted a resolution memorializing the
President and the Congress of the United States to provide for safe standards
of auntomobile vehicle design and safety devices and for the enforcement of such
standards in the automotive industry. I also urged that your committee take
action and not be misled by organizations purporting to represent State admin-
istrators. I am attaching a copy of this telegram for your file. In addition I am
attaching a photostatic copy of the resolution passed by our legislature and ap-
proved by Gov. Elmer L. Andersen.

T feel very strongly that many of the injuries and deaths that we suffer on
our streets and highways could be prevented through the use of certain safety
devices and automobile design features, such as safety belts, padded dashboards,
and recessed eranks, knobs, handles, and other projections in the vehicle.

It is also my strong personal feeling after working in this area for many years,
that advancement in this area can only come about as the result of Federal leg-
islation. During the past 4 years I had the honor to work under the direction
of our former Minnesota Governor, Orville L. Freeman, who is now Secretary
of the Department of Agriculture. Governor Freeman felt very strongly about
this matter and made several statements while he was Governor to support Fed-
eral legislation to accomplish these ends.

For the information of your committee I am attaching a copy of the statement
which Governor Freeman made at the Governors conference in 1960 on this
subject. It is one of the finest, most comprehensive and best documented reports
that I have seen. I hope that it might be helpful in your committee’s considera-
tion of the many safety bills which are now before yon.

Yours very truly,
HARRY A. SIEBEN,
Director, Highway Safety Division.
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S.F. No. 604, ResoLuTioN No. 21

A RESOLUTION MEMORIALIZING THE PRESIDENT AND THE CoNGRESS OF THE UNITED
SraTES To PROVIDE FOR SAFE STANDARDS OF AvroMoBILE VEHICLE DESIGN AND
SAFETY DEVICES AND THE ENFORCEMENT OF SUCH STANDARDS IN THE AUTOM OTIVE
INDUBTRY
Whereas 114 million Americans are killed or injured in motor vehicle crashes
annually ; and
Whereas varions research projects have proven that a major part of these
deaths and injuries could have been prevented by proper vehicle design standards
and safety devices for automobiles ; and

Whereas the motor vehicle is the subject of and the instrument of interstate
commerce and therefore the proper subject of Federal regulation: Now, there-
fore, be it

Resolved by the Legislature of the State of Minnesota, That the President
of the United States and the Congress of the United States be requested to
enact such legislation as may be necessary to provide for safety standards for
antomotive vehicle design and safety devices and for the enforcement of such
standards in the antomotive industry ; and be it further

Resolved, That the secretary of state of the State of Minnesota be instructed
to transmit copies of this resolution to the President of the United States and to

each Member of Congress from the State of Minnesota.
KARL ROLVAAG,

President of the Senate.
E. J. CHILGREN,
Speaker of the House of Representatives.

»assed the Senate this twenty-fourth day of February in the year of Our Lord

one thousand nine hundred and sixty-one.
H. Y. TORREY,

Secretary of the Senate.

Passed the House of Representatives this first day of March in the year of

Our Lord one thousand nine hundred and sixty-one.
G. H. LEAHY,

Ohief Clerk, House of Representatives.
Approved March 9, 1961.
ELMER L, ANDERSEN,
Governor of the State of Min nesola.
Filed March 9, 1961,
JoserH L. DONOVAN,
Secretary of the State of Minnesota.

Prorosep RESOLUTION ON TRAFFIC SAFETY FOR AcTION BY THE GOVERNORS
(CONFERENCE, PRESENTED BY ORVILLE L. FREEMAN, GOVERNOR OF MINNESOTA

Whereas human suffering and economic loss resulting from traffic accidents
has been increasing each year, with forecasts that this suffering and loss will
increase at an accelerated rate as the numbers of vehicles and drivers increase;
and

Whereas research and study have demonstrated that certain safety devices
and design features, which can be installed or incorporated in the vehicles at a
relatively small cost at the time of manufacture, can produce a substantial
reduction in the number and severity of injuries sustained in traffic accidents; and

Whereas the automobile manufacturers for the most part have not chosen
to incorporate the safety devices or design features as standard equipment in
their products despite the evidence which shows that by so doing they would
save lives and prevent injuries ; and

Whereas protecting the health and welfare of consumers has long been a field
of official concern leading to appropriate legal regulation in such fields as the
manufacture, shipment and use of drugs and foodstuffs, as well as in the fields
of zoning, fire prevention, public health and in transportation by public car-

riers; and
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Whereas the motor vehicle is the cargo in and the vehicle of interstate trans-
portation and as such the regulation of its manufacture requiring that it meet
minimum standards with regard to safety devices and safe design features
should be carried out by the Federal Government of the United States; and

Whereas an act to require passenger-carrying motor vehicles purchased by the
Federal Government to meet certain safety standards to be established by the
Secretary of Commerce has been passed by the House of Representatives in the
S6th Congress and is now being considered by the Committee on Interstate and
Foreign Commerce of the Senate of the United Stateés: and

Whereas the enactment of such legislation would be a step toward acquiring
adequate Federal control requiring all automobiles made in the United States
to meet certain safety standards : Now, therefore, be it

Resolved by the Conference of Governors in session, That this conference en-
dorse and support Federal legislation requiring passenger-carrying motor ve-
hicles purchased by the Federal Government to meet certain safet v standards
to be established by the Secretary of Commerce ; and now, therefore, be it further

Resolved by the Conference of Governors in session, That this conference
urge the introduction and support the enactment of such Federal legislation as is
necessary to protect our citizens from injury and death in traffic accidents by
empowering the appropriate Federal authority to prescribe and enforce the in-
stallation of proven, practical safety features in every passenger-carrying motor
vehicle shipped in or used in interstate commerce.

A STATEMENT IN SUPPORT OF THE PrROPoSED RESOLUTION OX TRAFFIC SAFETY BY
ORVILLE L. FREEMAN, GOVERNOR OF MINNESOTA

Many leading medical authorities have deseribed the increasing number of
injuries and deaths on the Nation's streets and highways as a health problem
which has reached epidemie proportions.

Just as the solution to an epidemic disease involves two ma jor approaches, the
removial of the causal factor and the elilaination of the symptoms, the solution
of our traffic injury problem involves the elimination of the causal factor, which
is the accident itself, and the elimination of the resultant injuries.

Of course our ultimate objective is to eliminate the accidents through high-
way eungineering, education of our drivers, and enforcement directed at elim-
inating traffic law violations.

However, we all recognize that to effect a decrease in the number of accidents
will take a long time, and it is doubtful if we will ever eliminate all traffic ac-
cidents as long as automobiles are our major form of transportation. But we can
immediately eliminate many of the injuries and deaths and much of the hu-
man suffering resulting from aceidents, This can be accomplished by utilizing
the knowledge we now have about the effectiveness of certain safety devices and
automobile design features such as safety belts, padded dashboards, recessed
cranks, knobs, and handles. Some of these injury producing projections were
placed on the car for no greater purpose than ornamentation.

Tests conducted by Cornell University and others have demonstrated that
the design of the vehicle and the use of safety devices directed at producing a
safe package for the occupants of a vehicle will decrease substantially the nuimn-
ber and severity of injuries when accidents occur.

The automobile contains the most precious cargo of all packages designed
today to carry any object from one place to another, yet it provides less pro-
tection for its contents than a crate used to ship easily damaged automobile-
components,

There are mountainous files of official police reports on traffic accidents which
indicate that injuries, often fatal, have resulted not from the impact of the col-
lision but from failure of the vehicle to protect the occupant.

Yet, the automobile manufacturer has shown a reluctance to install safety
improvements which both medical and engineering research has found to be
sound and practieal.

This safety problem has had the serious attention for vears of respected
medical and engineering researchers. Their studies demonstrate that injuries
could be reduced by as much as 50 percent by providing the ingredients of a
safe “package.”

This research has been made available to automotive designers and manu-
facturers. Therefore, the responsibility for many of the deaths and injuries
occurring on Ameriea’s highways must be charged against those manufacturers
who put profit and sales before the health and safety of their customers.
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The fully documented research, based on empirical data, gives proof that
the integration of recommended safety devices and features into modern vehicle
design could be done with little or no additional cost or harm to design appeal.

The American Medical Association has been in the forefront of the advocates
of safer design principles in the auntomobile. The research conducted under
medical auspices has led the AMA to warn that motor vehicle injuries have
reached epidemie proportions.

The AMA Journal® for January 1958 was almost wholly devoted to reporting
the results of these independent studies. In general, the authors recognized that
most traffic accidents result from errors on the part of the driver; but too high
a percentage of injuries resulted from errors of manufacture.

The editorial of that edition, entitled “Death on the Highways,” states:

“Fundamental standard equipment should be designed in full recognition of
the fact that every car may be involved, quite innocently, in a serious crash or
rollover.” *

One artiele deseribed the report three doctors had made to the annual meeting
of the AMA. As a result of their study, they had recommended a number of
tested automotive improvements that “would definitely lower the mortality and
injury rates in serious auto accidents.” * They listed these safety features:

Better rollover frames to prevent collapse of tops in accidents.

Seat belts of good quality, properly attached.

Safety door latches to prevent doors from opening.

Padding of dashboards with shock-absorbing materials.

Restraining mechanisms for backs of all folding seats.

Elimination of projecting items both inside and oufside the vehicle.
Shock-absorbing steering wheels and folding steering columns,

It is significant that these medical men stated that safety seat belts would
probably save more lives and limbs than any other single item: and that if
doors stay closed in high-speed accidents, serious injury is frequently prevented.*

“If the passengers had been strapped to their seats, and not thrown out through
open doors or against the dashboard, they could have been saved." *

Perhaps the most extensive research info the gquestion of causes of injury
in accidents is being conducted at Cornell University Medical School. Dr. John
Moore, study director, reported that automobile design can prevent killing and
maiming caused by steering and post assembly, ejection, instrnment panels, wind-
shield, back of the front seat, doors, front corner post, flying glass, top or roof,
and the rearview mirrors. These danger areas are listed in their order of
injury causation.’®

Ingineering research has shown that these hazards can be corrected to allevi-
ate the dangers inherent to present design without additional cost—if made at
the time of manufacture of the vehicle,

Boris Tourin,” of the Cornell project has found there is a direct relationship
of automobile design to injury in the comparison of the frequency of fatality
among ejected and nonejected occupants. He indicates that 25 percent of all
fatalities among passenger car occupants can be eliminated if ejection is com-
pletely prevented. This would be accomplished by the installation and use of
proper safety belts, instrument panel padding, and door latches which remain
operative at all speeds.

Further, under controlled laboratory conditions, safety belt restraining actions
have reduced the force of head blows by as much as one-third. With the use of
energy-absorbing materials in the areas where passenger heads can strike, a
furthc:' decrease of about 60 percent in risk of all grades of injuries could
result.

J:'ﬂ,tﬁ Jm:r)?n‘l of the American Medical Assoclation. CLXIII, No. 4, January 1957.

d., p. 262,

aMurray E. Gibbons, Willlam V. Smith, and Ward B. Studt, “The Doector and the Auto-
mc!_!)llc Aceident,” The Journal of the American Medical Assoclation, January 1957, p.

el

“ Ibid., pp. 256-2067.

© 1.8, Congress, Honge, “Traffic Safety,” hearing before Subcommittee on Interstate and
Foreign Commerce, U.S. House of Representatives, S4th Cong., 2d sess., on H. Res. 357,
Aug. 29, 1956 (Washington, Government Printing Office, 1857), p. 515.

* Mr. Tourin is chief of the technical section of automotive crash injury research, a divi-
slon of the department of publie health and preventive medicine, Cornell University Medical
College, New York City.

8 Ibid.. p. 258.

8 Borls Tourin, “Ejectlon and Automoblile Fatalities,” Public Health Reports, Publie
Health Serviee, U.S. Department of Health, Edueation, and Welfare, LXXIII, No. 5, p. 387,
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An independent project of the Colorado State Medical Society and the Denver
Police Department also demonstrated that designing the automobile for safety
would greatly reduce deaths and injuries. Under the direction of the society’s
antomotive safety committee, Dr. Horace E. Campbell demonsrtated with his
“Operation Bgg Drop” that the human head could be protected from dangerous
and fatal injuries in automobile crashes. This would be accomplished by the
placement of proper padding material on those spots where serious blows often
oceur such as the instrument panel, windshield header, and the forepart of the
roof. The study was undertaken because many members of the society were
convineed that injury prevention is equally important with, and probably more
easily achieved than, accident prevention.”

Safe design of automotive eguipment has been a special field of interest for
Prof. James J, Ryan of the University of Minnesota. He has determined that a
series of design changes involving adequate packaging would prevent injury
to passengers in collisions—without change in styling or increase in cost of new
automobiles.™

He recommends the adoption of hydraulic bumpers, collapsible steering wheel
and post assembly, recessed dashboards and seat belts. Ryan has testified
before the U.S. House of Representatives Subcommittee on Health and Safety
that the engineering knowledge is available to lawmakers for legal definition of
a safe car-passenger environment.™

The percentage of lives saved or injuries prevented as a result of improved
“packaging” varies from study to study, but all indicate there would be sub-
stantial savings, Dr, C. Hunter Sheldon claims than 75 percent of the fatali-
ties resulting from automobile accidents could be prevented by following safety
design features as proposed by Professor Ryan; and that 25 to 35 percent of
crash fatalities could be prevented if occupants could be kept within the
vehicle.® Dr. John O. Moore stated that, “Injuries in military aviation crashes
dropped approximately 500 percent because of application of (safety engineering)
data in the development of the proper kind of packaging for air crews.”™ Lt
Col. John P. Stapp has suggested that lap-type seat belts would prevent 21
percent of the death and serious injuries in automobile accidents.™

The Department of Health, Education, and Welfare, on the order of Surgeon
General Leroy Burney, adopted seat belts in its 500-car fleet. Burney stated
that major injuries could be reduced 30 percent by adopting this safety
feature.”

In my own State of Minnesota I have issued an executive order requiring all
State-owned vehicles to be equipped with safety belts. In the 3 years that this
order has been in effect there have been many serious accidents where our em-
ployees attribute their being alive today to the use of these safety belts.

There is now before the U.8. Congress a bill (H.R. 1341) which would require
that all passenger-carrying motor vehicles purchased for use by the Federal
Government to meet certain safety standards to be established by the Secretary of
Commerce. This legislation has been passed by the House of Representatives
and is now before the Senate Committee on Interstate and Foreign Commerce
In a resolution which I propose to introduce to the annual Governors' confer
ence I ask that the conference support this legislation because it would encour-
age the adoption of such standards for all motor vehicles sold to the people of
our country.

In addition, the resolution urges the 1960 Governors’' conference to support
the introduction and enactment of Federal legislation empowering the appro-
priate Federal agency to prescribe and enforce the installation of proven, prac-
tical safety features in every passenger-carrying motor vehicle shipped in or
used in interstate commerce.

* Joseph N. Bell, “One Man's Fight for Safer Cars,” Today's Health, XXXVII, No. 4,
April 1959."[). 22,

W James J. Ryan, testimony to Subcommittee of Interstate and Forelgn Commerce, U.S.
Hi}::rl:;iulf Representatives, 85th Cong., 1st sess,, on H, Res, 1341, July 9, 1959.

.

12 Journal of the American Medleal Asgsoclation, Nov. 5, 1955, as guoted by Senator Panl
Douglas, Traffic Safety hearing before a Subcommittee on Interstate and Forelgn Com-
merce, U.S. House of Representatives, 84th Cong., 2d sess., on H. Res. 357, July 16, 1950
{(Washington : Government Printing Office, 1857}, p. 6.

3 Report to the public on the Natlonal Safety Fornm, September 1955. as quoted by
Senator Paunl Douglas, Traffic Safety, hearing before Subcommittee on Interstate and
Foreign Commerce, U.S. House of Representatives, 84th Cong, 2d sess., on H. Res. 357,
-Ju]li\'lll:‘ll1 lﬂﬁ%é\\’ﬂshingmn: Government Printing Office, 1957 ), p. 21.

d., p. 18,
3 UUnele Sam Endorses Seat Belts, Traflie Safety, May 1939, p. 13.
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The proposals would not open a new field for Government. For years Fed-
eral agencies have provided standards of design, materials, sanitation, and other
protections for public safety. Congress has created, as well, the enforcement
agencies to effect those safeguards For example, the control of those who fly
our civil aireraft lies within a Federal agenecy; but even further, this Agency
controls the aireraft itself from its original design through its materials se-
lection and manufacture on a continued inspection basis.

The Food and Drug Administration is one of our most respected agencies at
the Federal level because it fulfills the important mission of protecting the con-
sumer from those products which are harmful and injurious to his health.

At present, the Interstate Commerce Commission has authority to prescribe
basic safety design features for trucks, buses, and trains used in interstate com-
merce. They now require safe design standards for trucks carrying dangerous
eargo and have established standards for distortion-free windows on trains
and buses as well as regulations on lighting, wiring, brakes, and emergency
equipment, Is there any reason why regulations of a similar nature should not
be established to protect the user of a passenger car?

Of course, such would not be necessary if the automobile builders would uti-
lize the results of accident research voluntarily. However, many of the vehicle
manufacturers have exhibited a deplorable indifference toward the safety of
their customers.

At the 1959 Governors' conference I proposed a resolution similar to the one
I will introduce this year, asking the conference to endorse Federal controls re-
quiring antomobile manufacturers to produce vehicles which wonld meet certain
safety standards. At that time, it was suggested that we wait for another year
to see if the manufacturers would comply voluntarily.

The extent to which the manufacturers have adopted these devices is revealed
in a study conducted by one of Minnesota’s largest insurance organizations, the
St, Panl Western Insurance Cos. The study was directed at determining
“whether or not the present design and construction of private passenger cars
contributes to the seriousness of the injuries to occupants and/or others involved
in accidents,” * The following are excerpts from the conclusions drawn by this
study :

“It is hoped that the tabulations and summaries of source material will be
useful in helping to solve the problems of traffic aceidents in this State. How-
ever, a look at most 1960 models should bear out the contention that manufac-
turers have paid little heed to the published results of studies in the field of safe
vehicle design and proven safety accessories. A great majority have in common
the following :

“Excess glass, with resulting reduction of members supporting the roof, more
sun glare and heat to occupants front and rear. In some, the upper frame of the
rear window is directly over the heads of rear seat passengers.

“Seats too close to the floor force extension of the legs into tiring extended
conditions, causing driver fatigue that enhances the chances of an accident.
They also limit visibility of the roadway directly ahead of the car, and often put
the upper portion of the wheel rim directly in the driver's line of vision.

“Bumpers offering little protection or ability to absorb shock, with front and
rear body projections extended almost as far as the bumpers themselves.

“Such designs as ‘integrated bodies’ and ‘X-frames’ discard the protection to
ocenpants afforded by the heavy side frame members of older ears.

“Such proven safety accessories as seat belts, padded dash, visor and front seat
backs, and collapsible steering column are available only as additions at extra
cost.”

An article in the June 1960 edition of Better Homes and Gardens ™ which de-
scribes the Harvard Medical School's research on fatal collisions project, points
out that, “In the total safety picture, manufacturers have made little but a
token gesture.”

The researchers, medical doctors, engineers, and other scientists, have become
concerned with the indifference displayed by the manufacturers to the life-
saving potential of their recommendations.

The authors of the Harvard project have been so concerned by this situation
that they have included legislation in their program.

#R. M. Hubbs, “Report on 8t. Paul Fire & Marine Insurance Co. Automobile Vehicle
and Equipment Research Study of January 1960." Prepared by the St. Paul Fire &
Marine Insurance Co., St. Paul, Minn.

if Lawrence Lader, “Death by Driving.”” Better Homes and Gardens, June 1960, p. 60.
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The final objective of the Harvard collision project ig to translate medical and
scientifie research, not only its own but the results of other studies, into legisla-
tive action. New laws and administrative procedures at both the Federal and
State levels are essential in stamping out the disease of highway deaths.”

The epidemic of injuries and deaths in traffic is of national concern. It affects
a million and a half persons annually, If the requirements for public safety
to combat this epidemic are to be fulfilled, a Federal law setting the standards
for a safe vehicle package must be adopted by Congress.

This law should give the Department of Commerce diseretionary powers to
require that motor vehicles be designed and produced with the safety features
necessary to proteet the consumer from death and injury in automobile aeei-
dents. It should provide that each vehicle must be so equipped before entry into
interstate commerece.

The agency needed to carry out the provisions of such a law, as well as the
precedents needed to establish the procedures and enforcement, are in existence.
Only the legislation is needed. This need exists now and becomes of greater im-
portance as the number of vehicles increases.

Mr. Roperrs. Now, Mr. Richards, you may proceed with your
statement.

STATEMENT OF KARL M. RICHARDS, MANAGER, FIELD SERVICES
DEPARTMENT, AUTOMOBILE MANUFACTURERS ASSOCIATION,
INC.; ACCOMPANIED BY JOSEPH D. RYAN, DIRECTOR OF RE-
SEARCH AND DEVELOPMENT, LIBBY-OWENS-FORD GLASS CO.;
LARRY KEIM, MANAGER, TECHNICAL SERVICES, AUTOMOTIVE
SALES, GLASS DIVISION, PITTSBURGH PLATE GLASS CO.; ORMOND
I. RUGG, GLASS ENGINEER, GLASS DIVISION, FORD MOTOR CO.;
AND HOWARD K. GANDELOT, ENGINEER IN CHARGE, VEHICLE
SAFETY SECTION, GENERAL MOTORS ENGINEERING STAFF

Mr. Ricaarps. Chairman Roberts and members of the committee,
you have been asked to amend H.R. 903 to require the use in motor ve-
hicles of laminated safety glass forward of seated passengers. We
appreciate the opportunity to present the pertinent facts in opposition
of this proposal.

We realize that your schedule is overcrowded and we, therefore,
will make our presentation as brief as possible, and in order to give you
a complete picture. But if more details are desired, we can either
furnish them in answer to our questions or we can file supplementary
material, as you may wish.

Now, there are two phases to this matter before you: In addition
to the technical and safety aspects there are the economic considera-
tions, and these are most important to understand the problem that
is before you.

Both laminated and solid tempered safety glass are now being used
by all U.S. motor vehicle manufacturers as provided in the American
Standards Code for Safety Glazing Materials.

Laminated safety glass is used exclusively in windshields and tem-
pered safety glass is used exclusively in rear windows. In the side
openings both types of safety glass have been used extensively for
many years. Over the years the manufacturers have gradually in-
creased the use of tempered safety glass in the side openings until
t?day practically all sige openings are glazed with tempered safety
glass.

35 Ibid., p. 146.
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This has created an economic problem for the glass replacement
industry which is best explained by the following excerpt from a letter
sent out by the Shatterproof Glass Co. of Detroit, a manufacturer of
lJaminated safety glass for the replacement trade.

I quote from this letter which was broadcast to glass dealers with
a tempered or “casehardened” glass demonstration kit.

* * * Thig letter is important to you and your business because if all cars
were completely equipped with tempered or casehardened glass there would
be practically no replacement business.

For this reason, and because safety is your business, the fight against the
use of casehardened glass is your fight.

This is a correct statement. The use of tempered safety glass has
reduced the auto glass replacement business.

In the September 1960 edition of Glass Digest, volume 39, No. 9,
a report entitled “Shrinking Auto Glass Replacement Market Fore-
cast” indicates that by 1970 nearly four out of five cars on the road
will have tempered sidelights. The report predicts that the laminated
safety glass replacement in sidelights in 1970 will only be 44.2 per-
cent of the 1959 total sidelight replacement business despite the ex-
pected increase in vehicle registrations, and, I might add, that we
anticipate about 100 million motor vehicles registered by 1970.

PUBLIC SAVINGS

When tempered safety glass was first introduced for automotive
use in 1935 its cost was higher than laminated safety glass. Today
due to improved manufacturing techniques and volume production
of this safety glass the cost is slightly less than that of laminated
safety glass. Thus, there is an initial saving in the original equipment
use of tempered safety glass in the side openings of new motor
vehicles.

Of more significance, however, is the subsequent savings to car
owners in maintenance and replacement costs. Due to the strength
and durability of tempered safety glass, the breakage and replacement
of such glass is from one-fourth to one-tenth of the breakage and
replacement of laminated safety glass in the side openings.

Now, of more importance is the technical and safety aspects.

All of the above economic advantages would be unimportant if
public safety were being sacrificed. There has been no compromise
with safety. The public interests are fully protected through the
American Standards Code for Safety Gl:ming Materials. Further-
more, the motor vehicle manufacturers’ selection of approved safety
glazing material is based on vast field experience with tempered safety
glass in the United States, Canada, and Europe. This experience has
been supplemented by extensive research and laboratory testing and
studies by independent agencies.

Dr. Joseph D. Ryan, director of research and development, Libbey-
Owens-Ford Glass Co., will give you a very brief statement on the
code. Dr. Ryan has been associated with this code since its inception.
He has been active in the glass industry for over 30 years. He isa
registered professional engineer and a member of :

1. American Chemical Society.
9. American Ceramic Society.
3. American Association for the Advancement of Science.
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4. Society of Plastic Engineers.
5. American Society for Testing Materials.
6. Society of Automotive Engineers.

Dr. Ryan.

Dr. Ryax. Members of the committee, prior to the late twenties,
ordinary annealed flat glass was used for glazing automotive vehicles.
At that time safety glass started to mpﬁlm this hazardous product
which on rupture broke into many large, and small fragments having
razorlike cutting edges.

The development of safety glass and its early adoption by the auto-
mobile industry was followed by the enactment of State laws making
its use mandatory. Obviously, a technical standard for safety glass
became a crying need and especially so if a national yardstick was
to be achieved.

While some work in this area was carried out by the Society of
Automotive Engineers, the public interest and involvement could
best be served by the creation of a standard code through the Ameri-
can Standards Association. Accordingly, very early in the thirties
a committee was selected to formulate a standard code with its mem-
bership comprised of over 20 different organizations, including Fed-
eral Government agencies such as the Interstate Commerce Commis-
sion, the Department of the Navy, and, as an active sponsor, the Na-
tional Bureau of Standards.

Other organizations such as the National Safety Council and the
American Association of Motor Vehicle Administrators participated
in drafting the Safety Glass Code which became a tentative standard
in 1935 and a full standard in 1938. In short, the people who drafted
this ASA Safety Glass Code represented an excellent cross section
of the best talent available in the automotive, glass, and plastie in-
dustries combined with people of equal capabilities from organiza-
tions dedicated to the public interest.

The ASA Code is a living document. Under ASA rules and pro-
cedures, this code must be and has been periodically reviewed to
reflect technological as well as social changes. Therefore, the code
committee reviewed and once reaffirmed the 1938 version, but in the
late 1940’ decided a revision must be considered. This decision
stemmed from the fact that numerous technological changes occurred
in the inferim.

Naming only a few, these were: (1) development of improved
safety glass interlayers, (2) the introduction of curved windshields
for better vision, (3) the development of heat-absorbing glasses, and
(4) the suitability of certain plastics for glazing automobiles. Years
of study and investigation by the committee led to the promulgation
of the present version of the ASA Code dated 1950.

In 1955 the code was again reviewed and unanimously reaffirmed.

In 1959, when again asked for a review, the committee voted 25 to
8 for its reaffirmation. Consideration of this vote by the ASA Stand-
ards Board led to a decision on their part that a consensus had not
been reached. Under standard ASA procedures the committee was
reactivated to prove or disprove the allegations made by those voting
against reafirmation. To accomplish this reconciliation of views, a
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technical committee was created which in turn appointed six task
forces to study and investigate the following bru:ui glazing areas:
I. Injury areas in a vehicle.
I1. Fracture characteristics of glazing materials on impact.
I11. Visibility properties of glazing materials.
IV. Energy absorption of glazing materials.
V. Egress.
V1. Durability of glazings.

Serving as members of these task forees is broad representative from
all organizations of the main committee—special weight being given
to insure that those opposing reaffirmation of the present standard are
adequately represented. Programs of study unanimousl agreed upon
are on the agenda for investigation. If the outcome ngt-]aese studies
justifies or proves the allegations of the negative voters, the code will
undergo change, '

At the present time we have a good and adequate standard which
has stood the test of time and which has been flexible enough to reflect
both past and future scientific and social developments. In 1960 all of
the ASA Code Committee acknowledged unanimously (including
those voting against reaffirmation) that the present code is in full force
and effect pending investigations which may or may not prove
necessity for revision.

Suffice it to say that when the ASA Code was adopted in 1935
tempered safety glass and laminated safety glass were both approved
glazing materials and their use was permitted from that time up to the
present date—laminated glass for use in any location in a vehicle and
tempered glass for all areas except the windshield. To make a change
now without the careful scientific considerations and evaluations
practiced in the past seems unwise.

In closing I might state that much has been made by some of the
fact that the ASA Code does not require the same tests for tempered
and laminated safety glasses employing these testing tools which ¢
have before me now : Here is the half-pound steel ball, one implement,
the 7-ounce steel dart, and the 11-pound shotbag. Actually, it is un-
usual scientifically to test dissimilar materials in the same manner.
The tests for laminated safety glass are designed to bring out the
safety properties in which that product excels and the tests for tem-
pered safety glass, those in which that product excels.

Thank you very much.

Mr. Riciarns. Dr. Ryan has referred to the tests for each type of
safety glass material as provided in the code. It is a simple matter to
slant a demonstration by applying the tests for one type of safety
glazing material to another type for which the tests were not intended.
Many well meaning, sincere people have been misled by such
demonstrations.

Mr. Larry Keim, manager, Technical Service, Auntomotive Sales,
Glass Division, Pittsburgh Plate Glass Co., will demonstrate this
point. Mr, Keim has been with Pittsburgh Plate Glass Co. for 25
years in research, development, and technical service. He is a
member of : American Chemical Society, American Ceramic Society,
American Society for Testing Materials, and Society of Aufomotive
Engineers.

Mr. Keim.
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Mr. Kei. Gentlemen, the statement is made in the American
Standard Safety Code for Safety Glazing Materials that—
no one type of safety glazing material can be shown to possess the maximum
degree of safety under all conditions, against all conceivable hazards.

Under the ASA Safety Code requirements, both types of safety
glass are subjected to tests designed to insure that they are well made;
so that they will deliver the maximum possible protection to car oc-
cupants against those accident hazards most iil{('.ll)‘v to be encountered
in service, in the areas in which their use is permitted.

It is necessary to consider all of the tests prescribed in the ASA
Code and consider the reasons for the tests and the results on the

rarious types of glass in order to have an overall view and to avoid
looking at only certain aspects and results, which might tend to make
one product look superior to another.

For example, the test requirements of the ASA Safety Code are such
as to require laminated safety glass in windshields. This in effect
recognizes the possibility of flying stones hitting the windshield (with
consequent breakage and obscured vision if it were tempered glass)
as being much more likely than that of a pheasant or chicken hitting
a windshield.

However, a demonstration can be made, using this 11-pound shot
bag as our pheasant, and I will drop it.

Mr. Tromsoxn. That is a big pheasant.

Mr. Kenv. I will drop the shot bag on a piece of tempered safety
glass.

Mr. Tromson. What kind of glass are you using ?

Mr. Kemr., That is solid tempered safety glass.

Mr. Rogers of Florida. Tempered.

Mr. Kemnr. Now we can make the same test with the same pheasant
on a piece of laminated safety glass.

Mr. Rocers of Florida. How do you tell offhand whether it is
tempered or laminated ?

Mr. Kemv. Well, the laminated has the interlayer of plastic. It
is a sandwich, and you can see readily.

Mr. Rocers of Florida. Yes.

Mr. Ker. They are marked, too. [Laughter.]

The code requires marking.

Now, you see the pheasant breaks the laminated glass and it tears.

This demonstration does not prove tempered safety glass superior
for windshield. It simply illustrates the importance of considering
all the tests and the reasons for the tests prescribed in the code.

Likewise, in connection with tests of glass intended for sidelights or
rear windows, it is important to consider all of the aspects—what is
the most likely hazard to be encountered.

Thus, we can make a demonstration with the 7T-ounce steel dart
which, in this case, will be our sharp stone. This is a piece of lami-
nated safety glass. In this case the laminated glass simply cracks and
breaks and it stops the dart.

If T take a piece of tempered glass, solid safefy tempered glass,
you see that in this case the dart breaks the glass and goes on through.

However, the fact that tempered glass is approved by the code for
all automotive glazing except the windshield recognizes the overall
view that there is a reduced likelihood of stones striking the rear
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windows or side windows as opposed to windshields—also the dif-
ference in the direction of the stone and the difference in velocity,
if a stone should strike the side windows.

Some questions have been raised about the sound made when tem-

ered olass is broken. Although I have already broken one piece,

will break another by hammering on the top edge with a screwdriver
from which you may draw your own conclusions as to the sound the

lass makes when it breaks compared to the sound of the screwdriver
reaking the glass. ; e

This is a piece of solid tempered safety glass. I will put it in the
frame and break it.

These demonstrations show the differences in the properties and
safety characteristics of the two types of safety glass. As I men-
tioned previously, it is important to consider all aspects when studying
matters of this sort. This was uppermost in the deliberations in
writing the ASA code. Also it became apparent after thousands
of tests that one type of safety glass might be superior to another type
safetywise, dependent upon the conditions of an accident. Again
quoting from the code:

One safety glazing material may be superior for protection against one type
of hazard while another may be superior against another type, Since accident
conditions are not standardized, no one type of safety glazing material can be
shown to possess the maximum degree of safety under all conditions, against
all coneeivable hazards.

No completely perfeet safety glazing material has yet been in-
vented—we wish there was such a material. Neither type is perfect,
but in comparison to ordinary plate or sheet glass they are both far
and away safer materials—both laminated and tempered glass are
judged by the code as suitable for use in automobile side and rear
windows. If ordinary glass is here (at this level) safetywise, tem-
pered and laminated safety glass are here (at this much higher level)
safetywise—far superior, and judged suitable by the safety code for
glazing side and rear windows in automobiles.

The point to remember is that there is an excellent performance
record for these two safety glasses—in side windows and rear win-
dows in millions of motor vehicles now on the highway throughout
the world. |

Thank you.

Mr. Ricuarps. The engineering decisions to use tempered safety
glass in side openings were based in each company on broad field ex-
perience supplemented by laboratory testing. Field experience in-
cluded over 20 years of suceessful use of tempered safety back lights in
over 80 million vehicles and many years of successful use of tempered
safety glass sidelights in millions of vehicles operated in Canada and
Europe.

Some of the laboratory and proving ground crash tests were filmed
and give clear evidence to the layman of certain safety advantages
resulting from the use of tempered safety glass in the side openings
of motor vehicles.

We could have shown you films, but I gather it is not the desire of
the committee to see films,

Those interests opposed to the use of tempered safety glass have
claimed that quality control in manufacturing tempered safety glass
is difficult if not impossible. : .
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Mr. Ormond I. Rugg, glass engineer, Glass Division, Ford Motor
Co., will demonstrate some of the quaiity control measures used in
the manufacture of tempered safety glass.

Mzr. Rugg has been with the glass section of the Ford Motor Co. for
37 yeal‘s.u%%a is & member of the SAE Automotive Glazing Standards
Committee and various subcommittees, a member of the American
Standards Association Sectional Committee on Glazing Materials
Z-26.1 (representing SAE). He is also a member of the American
Ceramics Society and the Engineering Society of Detroit.

Mr. Rugg.

Mr. Ruce. Members of the committee, several misleading statements
have been made on the subject of manufacturing controls and control
testing of automotive glazing materials. A statement has been made,
“There is no way to test a piece of tempered glass except to break it.”
There is some truth in this statement but it is misleading. This is
e(fua]]y applicable to laminated safety glass. There is no way of com-
pletely testing either safety glass without breaking it. Therefore con-
tinuously, periodic samples of both laminated and tempered safety
glass are taken from production and tested to the ASA code impact
requirements,

Statements have also been made: “In behalf of laminated glass, all
components of the sandwich are regularly checked and tested.” This
infers that we do not have controls and control tests for tempered
safety glass during the manufacturing. This is not true.

Quality is maintained in both laminated and tempered safety glass
by process control and each glass manufacturer maintains quality
control laboratories well staffed with competent engineers. To give
you an idea of how well this control is covered, we. the Ford Glass

Jivision, have 285 men assigned to the manufacturing controls and the
quality of automotive safety glass. This is typical of the industry.

Another statement that has been made about tempered glass: “There
is no practical way to tell if a finished light of glass has been tempered
except by breaking.”

Ah tempered safety glass has balanced stress built into it by the
manufacturing process, compressional at the surfaces and tensional
at the center and this alone gives it its safety properties, of strength
and granular break.

Such stress is visible under polarized light and a pattern can be seen
in a polariscope, resulting from the air quench.

I would like to show this instrument (a Polariscope) which ean, and
is being used to examine finished tempered safety glass parts and elimi-
nate the possibility of the glass not being tempered.

This is a laboratory model of a Polariscope. You have a light
source in the back, and then two films of Polaroid, and by crossing
the films you cut down the light rays going through there.

Now, one acts like a picket fence where the light goes in just one
direction. By crossing it you cut out all the light or practically all
of it, and the light only when it is interrupted by strains or stress will
show a pattern.

Now, to show you this, thisisa piece of tempered glass. Youcan
see the stress pattern in the glass.

This is a piece of regular plate glass or annealed glass which has not
been tempered, the same glass except this other one has been tempered,
and you can see there is no pattern there at all.
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Now, on our production line in the final assembly we have Polari-
scopes that are large enough or big enough to cover the largest piece
of tempered glass that we make, and that is our back light, so every
siece of glass going down the line is inspected through this type of
ispection.

This is a piece of laminated glass which has two pieces of annealed
glass with a plastic interlayer, and you can see there is no strain pat-
tern there.

Now, a test that we are familiar with or an implement of testing
that we are familiar with, is a hammer, so I would like to break all
three of these types of glass with a hammer.

Mr. TuomsoNx. How do you temper glass? What is the process?

Mr. Ruce. The process of tempering glass is to cut the glass to
size, do all the edge work on it that is required.

On flat glass like we use in door lights, and then it is hung by a
couple of hooks that are similar to ice tongs where they just go into
the surface, and then it is heated up to red heat, about 1,200°, and
then it is pulled out of the furnace and then blasts of air from jets are
shot upon the surface. As soon as they start striking them they start
moving to spread the strain. That is what you see nnder the polar-
ized light, the stress pattern.

On the back lights or eurved glass, it is bent in a horizontal layer,
and set in the same way, and the glass by gravity, plus sometimes we
have hinges on the end, fixtures or hinges, that assist in bending, and
this horizontally goes through a layer where it is heated up to the
same heat, about 1,200°, and then it is taken out, and blasts of uniform
air are shot upon the surfaces.

This is the ordinary quarter inch plate glass that was used in cars
before the use of safety glass.

You see a veritable—it breaks up the edges in sharp and jagged
edges, very dangerous in case of an accident.

This is the same glass that has been tempered or strengthened and
this is about four to five times the strength of the regular glass.

When it breaks it breaks into granular pieces, and this is not sharp
like ordinary glass. It is possible to be cut by little particles that
might penetrate the skin.

If T give it impact you can break it through, and these edges, al-
though they are not as sharp as ordinary glass, they are much sharper
than the tempered.

Mr. Nersex. Mr. Chairman, T have a question there.

Why couldn’t you use tempered glass and laminated glass? Tf there
is an advantage to laminated glass why don’t you use a combination?

Mr. Ruca. That is used in airplane work. But you have to have a
certain thickness to temper glass, to give it this granular break.

The thinnest we have been able to make this safety property with
strength and granular break is three-sixteenths in thickness.

For a number of years industry used laminated goggle lenses for
protection of the eyes in industry, and lot of cases existed where, under
certain impact the inner surface of the glass or the inner part of the
Jaminate would spall off and go into the eye, and quite a few eyes
were lost.

For the past 15 years, all industry has been using tempered goggle
lenses. This is a pair of safety goggle lenses used for either goggles
or eye glasses.
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You can see the strain pattern here. If it is so dangerous to put in a
car why are we using them right next to our eyes?

I personally, with my 37 years of testing, control testing, and
specifications on safety glass, drive two cars. One has laminated
glass thronghout except the back light. The other car has tempered
glass throughout except the windshield. I have no fear or anxiety
of driving either car because I know they are both very good safety
glass.

Thank you.

Mr. Ricaarps. Thank you, Mr. Rugg.

Before going on I would just like to emphasize one point. There
has been so much misunderstanding about the way tempered glass
breaks. That granular break is what gives it its safety characteris-
ties, and that is what euts down on the possibility of injury to the pas-
sengers. The records of injury, as we will point out, are very low
because of that granular break.

Mr. Chairman and members of the committee, in summary, let me
point out the American Standards Code for Safety Glazing Materials,
now in full force and effect, permits the use of either laminated safety
glass or tempered safety glass in the side openings of motor vehicles.
If there were any validity to the claim that tempered safety glass is
not as safe as laminated safety glass and therefore unsnited for use
in the side openings this determination should be made by the experts
who are members of this ASA Code Committee. The interests asking
you to amend HL.R. 903 are represented on this code committee and
their contentions are now being thoroughly reviewed by special com-
mittees set up to prove or disprove the allegations.

Through the ASA Code there is national uniformity in all 50
States and the District of Columbia with respect to safety glass re-
quirements in motor vehicles. The proponents of this drive to create
a monopoly for laminated safety glass have made every effort to
disrupt the national uniformity by having bills introduced in the fol-
lowing States:

1. Tennesses. oo ciaio s 1087 . California
2. Pennsylvania 1958 I CRNBABE .- o e 1961
3. Massachusetts. . __.__ 1959 9. Massachusetts. ...l 1961

. Louisiana 10. Ohio

. Missouri { . Pennsylvania

. Washington 12. Wisconsin

And, I should add New York. A bill was introduced in New York,
and Senator Spino and his committee came to Detroit and killed the
bill after seeing the type of information we have given you today.

Now, public hearings thus far have been held on nine of these bills
and after weighing both sides, these State legislatures refused to legis-
late against the use of tempered safety glass and to abandon national
uniformity.

The motor vehicle manufacturers are fully aware of the economic
pressures which have prompted this drive against tempered safety
glass. Public safety and economic considerations, however, should
be paramount to the selfish desires of any special interest group.

The increased use of tempered safety glass by motor vehicle manu-
facturers is based on satisfactory field experience in the United States,
Canada, and Europe over a period of 25 years. This is supplemented
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by both laboratory and proving ground research. Cornell Crash In-
jury Research conducted a study on injuries associated with safety
glass in side openings. The preliminary report from Cornell given
to SAE June 8-13, 1958, supports the conclusions reached by the motor
vehicle manufacturers.
I quote from the concluding statement on page 9 of this report:
Although the data existing at the time the study was undertaken did not per-
mit examination of the full spectrum of the injury problem associated with
side window glass, they were sufficient in number and scope to yield the follow-
ing interpretations :
1. Was there any apparent association between occupant injury and the
type of side window glass involved ?
When glass damage occurred, observed injuries were associated with

laminated rather than tempered glass.
2. Did the association, if demonstrated, serve as any measure of the

hazard of each of the two types of glass?

When glass damage occurred, the hazard presented by each glass type
affected only a small proportion of car occupants and consisted primarily
of lacerative injuries.

I might mention parenthetically that the injuries from the side
windows, side openings of motor vehicles are a very small percentage
of injuries resulting from accidents.

There is no valid evidence that tempered safety glass is less safe
than laminated safety glass for use in side openings of motor vehicles.

Over the years the American Standards Code for Safety Glazing
Materials has served the best interests of public safety. This Code
Committee has demonstrated that it is fully capable of dealing with
current questions and any future developments.

We, therefore, are strongly (.-.unvint'e({ that there is no valid justifica-
tion for any legislative action against the use of tempered safety
glass.

Now, gentlemen, if there are any questions we have the experts here
that, I believe, can answer any questions that you may have.

Mr. Rocers of Florida (presiding). Thank you.

Mr. Newsen. For example, in an automobile accident, we will as-
sume that a car upsets. I had an experience once when a young fel-
low ran off the highway and his car rolled over, and he had to kick
the window or windshield out to get out of the car. In a tempered
glass that would be possible. With a laminated glass it would be
more difficult, would it not ?

Mr. Ricuarps. Well, actually, there has been the contention that
on egress you can kick out the laminated glasses easier than you can
kick out the tempered glasses. Some very definite tests are being
run at the present time, and I am of the opinion that you will find
quicker egress probably from the tempered because of its shattering,
its granular break, which would clear the space very quickly. It does
take a little more pressure to break it.

Mr. Nersex. I have nomore questions.

Mr. Tuomson. 1 would be interested in knowing who is sponsor-
ing this legislation and who is in opposition to the use of tempered
glass,

Mr. Ricuarps. Well, the presentation that was made before this

'oui} was made by an association of glass installers, replacement glass
installers.

70706 O—61——14
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They are the retail stores that install glass when it is broken in the
motor vehicles, and many dealers have their work done by these glass
installers.

Now, they have an association and, as 1 pointed out, their business
in replacing side windows has decreased as the use of tempered glass
has increased, and they have attacked tempered glass from a safety
standpoint. ;

But I think the letter that I referred to here makes it very clear
what the reasons are. Let me repeat that:

This letter is important to you and your business because if all ears were
completely equipped with tempered or casehardened glass—there would be prae-
tically no replacement husiness,

This, we feel, is the economic pressure that has caused all this
furor.

Mr. TraomsoN. Is there any relation to the price of the two glasses?

Mr. Rromarns. In which way? 1 am not sure I understand it.

Mr. TaomsoN. Does laminated glass cost more than tempered glass
or vice versa ?

Mr. Ricuarps. At the present time, due to the manufacturing tech-
niques and increasing production of tempered glass it is lightly below
the laminated in original cost, and then there are many savings. For
example, in the original installation in motor vehicles the breakage on
tempered glass is considerably lower than the breakage on laminated
glass from just handling and installation; and then from the stand-
point of the owner, when he gets the vehicle, the replacement of the
tempered glass is from one-fourth to one-tenth as often.

I might point out that taxicab companies for many years now have
insiste(lf on tempered glass in the doors so that when the customers
slam the door it will not break. You probably all have had the
experience of cracking the laminated glass on your door.

The tempered resists that.

Mr. NeLsoN. Mr. Chairman, I have another question.

I was interested in a car that is not of common make that you have
to cut the tempered glass to fit a door if they do not have an exact
pattern. Can tempered glass be cut and shaped to fit any door or
do you have to buy it ready made to go into the door?

Mr. Ricaarps. Yes, you have to buy it read made. I am going
to ask Mr. Rugg to say something on that. But, first, let me point
out, that under the code, if a tempered glass breaks in a window, side
window, or a car, it can be replaced with laminated glass, which can
be cut to shape from a sheet, and this is a practice that is actually
being fol loweé

Now, Mr. Rugg can explain why you cannot cut the tempered glass
to shape.

Mr. NeLse~n. All right.

Mr. Ruce. I think you understand that it has to cut to size and all
because once you temper it, why, you cannot do anything with it.
But it can be replaced with laminated glass, the same thickness of
glass.

Mr. NeLsex. I have no further questions.

Mr. Rocers of Florida. I note in referring to the American stand-
ard safety code for safety glazing materials that this code was actually
developed by the American Standards Association. Is that correct ?
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Mr. Ricuagrps. That is correct. They have a committee.

Mr. Rocers of Florida. Yes. .

Now, it appears that the American Standards Association is a cor-
poration, is that correct ?

Mr. Ricuarps. T will let Dr. Ryan comment on the nature of the
American Standards Association.

Mr. Ryax. I believe it is a corporation, sir.

Mr. Rocers of Florida. It appearsto be from the statement.

Mr. Ryan. Yes.

Mr. Roeers of Florida. T just wondered, is it a nonprofit associa-
tion, organization ?

Mr. Ryan. It isa nonprofit organization.

Mr. Rocers of Florida. Organized under the laws of the State of
New York, I presume?

Mr. Ryan. Yes,sir.

Mr. Rogers of Florida. Could you give us a little information about
this organization, who its officers are and, perhaps, how it is carried
out?

Mr. Ryan. I do not believe I am too well versed on all the officers of
the American Standards Association.

However, it is my understanding that its mode of operation is to
create national standards not only for safety glazing materials but
for any given material that might be used on a national scale, and a
method by which 1t operates to protect the public interest, the com-
position of every committee which studies a given subject te develop
a code must be such that the public is represented proportionately, and
you will note, I believe, by perusing the code itself that corporations,
per se, do not have members. It is unusual. I believe there is only one,
a member-at-large in the particular case of the safety glazing code, but
rather there are societies like the Society of Automotive Engineers,
the American Society for Testing Materials, the National Society for
the Prevention of Blindness.

There are very many organizations, and some, I think, over 33
total.

In considering the matter of concensus as was done as the result
of the 1959 vote, while the vote was 25 to 8 in favor of reaffirmation of
the code which, in effect, said, “Iet us stay unchanged,” there were
8 negative votes, and these 8 negative votes, under the concensus
rules, overweighed the 25 positive votes, leading to a reconsideration
by the committee of the negative votes.

Now, the people opposing the extended use of tempered safety
glass are all rvpmﬂ'me('l on the ASA Code Glazing Committee.

They have paricipated in its meetings, they are active in these task
groups to which I referred in conducting tests to prove the relative
safety merits of these two glazing materials.

It is very easy to take an accident, any particular accident, and
roint a finger at one type of glazing material versus another. It gets
mto the realm cf opinions.

What the code committee is presently doing is to try to remove the
opinions from this hassle, if you may call it that, and get everybody
convinced as to which is the safer glazing material. ; ‘

Mr. Rocers of Florida. Yes.
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Now, let me ask you this: Are members of the industry on your
committees here ?

Mr. Ryan. Yes. I happen to represent the American Society for
Testing Materials.

The fact that I am, however, employed by Libbey-Owens-Ford Glass
Co., in considering negative votes, the fact that you are employed by
a participant that, you might say, has an ax to grind commercially,
you

Mr. Rocers of Florida. Yes.

Mr. Ryan (continuing). That is given due weight, and that is why,
of course, the 8 negative votes—1 negative vote, for that matter, might
outweigh 50 positive votes, or 50 affirmative votes,

Mr. Rocers of Florida. Well, who determines how it outweighs?

Mr. Ryan. That is done by the American Standards Association
Board, and this board, the composition of which I cannot give you,
again

Mr. Rocers of Florida. Yes.

Mr. Ryan. But it can be supplied to you.

Mr. Rocers of Florida. Well, I think it would be helpful to the
committee in settling some questions that might be raised 1f we could
put into the record the officers of this association, those interested in
the association, the membership, if you have it, the members who com-
pose the various committees, those of the committee who cast nega-
tive votes, and those who cast the positive votes and their business
interests.

It might bo interesting to the committee to have that information
not to imply that anything is wrong, but only that it would be helpful
to have a 'l-:nm\‘lmlgl-: of its operation.

Mr. Ricrarns. We will be glad to furnish that, Mr. Rogers. T call
your attention—perhaps you did not read it on the inside cover of the
code which we furnished you in the small type at the top—have you
read that or shall I read it?

Mr. Rogers of Florida. 1 havenot read it.

Mr. Ricuarps. Well, let me read it because I think this is quite
significant.

Mr. Rocers of Florida. Fine

Mr. Riciarns. Would you prefer not ¢

Mr. Rocers of Florida. Yes, go right ahead.

Mr. Ricuarps (reading) :

An American Standard implies a consensus of those substantially concerned
with its scope and provisions. The consensus principle extends to the initiation
of work under the procedure of the association, to the method of work to be
followed, and to the final approval of the standard.

An American Standard is intended as a guide to aid the manufacturer, the
consumer, and the general public. The existence of an American Standard
does not in any respect preclude any party who has approved of the standard
from manufacturing, selling, or using products, processes, or procedures not
conforming to the standard.

An American Standard defines a product, or process, or procedure with
reference to one or more of the following : Nomenclature, eomposition, construe-
tion, dimensions, tolerances, safety, operating characteristics, performance, gqual-
ity, rating, certification, testing, and the service for which designed.

Producers of goods made in conformity with an American Standard are en-
couraged to state on their own responsibility, in advertising, promotion material,
or on tags or labels, that the goods are produced in conformity with particular
American Standards. The inclusion in such advertising and promotion media
or on tags or labels or information concerning the characteristics covered by
the standard to define its scope is also encouraged.
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Well, T might point out that the standards are minimum, and every
manufacturer exceeds the minimum, and all of the glazing that is used
in motor vehicles is meeting the ASA standard and is advertised as
such.

Let me also eall your attention further in here that the members of
this particular Z-26 code, the organizations represented are listed here,
and I refer again to our testimony which pointed out that in its
original conception of the safety glazing code, the Burean of Stand-
ards was one of the sponsoring agencies, one of the two; insurance
interests were the other.

Mr. Rocers of Florida. Are there any members who have the pri-
mary responsibility of the general public’s viewpoint? In other words,
are there any members who take a viewpoint other than that of the
manufacturers?

Mr. Riciarps. I might mention the National Safety Council would
be such an organization.

Mr. Rocers of Florida. Yes.

Mr. Ricuarps. The American Association of Motor Vehicle Ad-
ministrators and, I think, you could place the National Bureau of
Standards in that category.

Mr. Rocers of Florida. Yes. So they are on this particular com-
mittee.

Mr. Ricuarns. And the Organization for the Blind. There are
numerous groups that are pretty much dedicated to the public interest
side—and labor, by the way, is also represented in the code.

Mr. Rocers of Florida. Thank you.

Now, in the booklet that you have just referred to, which you have
just read from, I did notice on the first page there about the middle
of the right-hand column it says:

For example, safety glazing materials for windshields must pass a specified
group of test requirements, all of which currently can be met only by certain
laminated safety glass, although, if and when other safety glazing materials are
developed which possess properties such that they, too, fulfill the requirements
of the prescribed tests for this location, they may also be used.

But I wondered if you could comment on that, that it could only
be met by laminated glass.

Mr. Ricuarps. This is a very involved subject, and let me make
some comments and then call on the experts to comment.

Mr, Rocers of Florida. Yes.

Mr. Rionaros. I think it is of importance to point out that in Europe
tempered safety glass is used in the windshields as opposed to our
practice of using tempered safety glass in the ——— or the laminated
safety glass in the windshields of the United States.

I just left a meeting of the Burean Permanante, which is made up
of the manufacturers of motor vehicles in Europe, in all the European
countries, and they are considering various tf\.c-]lmit-:ll questions where
we might be of help to them.

We are a member of their organization, and in talking to some of
these technicians they feel very strongly that we have not used the
proper reasoning here, that the likelihood of outside objects breaking
the windshield and thus giving you an opaque windshield that you
cannot see through, they feel that that is much less important than
the dangers that arise from the passengers hitting the windshield in
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case of a collision, and they point out that in such a case injury is
more apt to result from laminated safety glass than the tempered
safety glass, and they are, however

Myr. Rocers of Florida.  You mean hitting the head?

Mr. Ricuarps, Yes.

Mr. Rocers of Florida. 1 thought tempered now required more
strength to break than the laminated.

Mr. Ricnarps. It does require more strength to break. DBut there
is a peculiarity of medical science that we have papers from Germany
and Switzerland that indicate that the possibility of brain concussion
is less with tmnkwn-cl glass than with the laminated glass because when
the tempered glass does give there is no resistence. It fractures into
small particles, and there 1s no resistance.

In studies made from hospital cases—and I might mention also that
the Ford Motor Clo. has had the Wayne Medical School, Wayne State
UTniversity Medical School, conducting tests using actual eadavers.

Mr. Rocers of Florida. I thought we had in the testimony earlier
that that was one of the advantages for putting it in the windshields.
It would give sooner, and so it would not cause as much concussion.

Mr. Ricuarps. This was testimony given by the proponents.

Mr. Rogers of Florida. I see.

Then you disagree with that ?

Mr. Ricuarps. Yes. T think the evidence is pretty clear that that
is not a valid point.

Mr. Rocers of Florida. I think it might be helpful to the committee
for you to give us the findings of this study. 1 am sure we had the
impression from some of the testimony given that it would be a greater
safety feature to have laminated glass. If a person’s head hit lami-
nated glass would not shatter and break into small pieces, but would
give rather than resist the pressure, a feature which, in my impression,
causes greater concussion.

Mr. Ricuarps. That was the impression they intended to give you.

Mr. Rocers of Florida. Well, if you could give us contrary facts, I
think it would be helpful to the committee. 1 know it would be help-
ful to me and to the committee to evaluate that point.

Mr. Ricuarns. I might point out that—I will ask Mr. Rugg to
develop that.

Mr. &itx;r:m-; of Florida. Fine.

Mr. Ricuarps. Because in the laboratory tests that Ford Motor Co.
photographed, I thought this point was very well cleared. It was one
of the films we wanted to show you, which indicates this particular
point, that from that standpoint there is an advantage to the tempered
safety glass. Mr. Rugg.

Mr. Ruce. As we pointed out before, there was no perfect safety
glass. It is possible to injure through each one, and you have to weigh
the percentage of accidents that can happen and the people who are
injured, and then measure or weigh the different types of glass and
the types of impact that happen to those glasses.

Now, your question in regard to Jaminated and tempered glass, with
regard to fracture and concussion, we have found indications that
there is more chance of concussion with laminated glass than there is
with tempered glass. We are running more tests on that.
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The reason is that to produce concussion you have to have a time
in which pressure is held on the head, and for the brain to funnel
back to the back part.

Also any doctor will tell you that a fractured skull is a far less in-
jury and less severe injury because the bone will knit together, where
a concussion is much more severe. So that you have to weigh that,
one against the other, too.

With tempered glass when your head hits it it either bounds back
right away so there is no continued pressure there, or either you
break through, and there is no force holding it; where laminated glass,
with the resistence of your plastic, puts a continued pressure against
the skull, and that is what we are finding.

Mr. Ryax. May I speak to this situation? 1In the deliberations of
ASA Code Committee originally one of the primary reasons for not
approving tempered glass for use in windshields was the loss of
visibility, and there is a distinet loss of visibility in the windshield
when tempered glass is broken, and that is especially true at the angles
at which windshields are currently being glazed.

The European experience, their cars, their car designs, are different,
their car population is different, the type of traffic is different, so 1
think this is an unsettled question.

There are several facets to this question as to the suitability of lami-
nated glass or tempered glass for windshields.

I think all these factors have to be weighed, and this is the task
which has been set forth for the ASA code study committees.

Mr. Rogers of Florida. Then the primary advantage, I take it
from your testimony, is that laminated glass simply is a better means
for providing visibility in case of an accident. Is that ite primary
advantage !

Mr. Ricuarps. That is one of the primary advantages.

Mr. Rocers of Florida. What would be the others?

Mr. Ruce. Holding the particles of glass to the surface of the
plastic under certain impacts, but greater impact, it is possible to go
through and penetrate through.

Mr. Ryax. As Mr. Keim demonstrated with that T-ounce dart, a
small, hard object striking tempered glass breaks it. This is the sort of
thing that could happen on a highway when a stone is thrown up from
truck tires or a bird or so forth. This is really a pretty complicated
question.

Mr. Ricarps. Let me read from the code. I think this is quite
pertinent on the degree of safety.

One safety glazing material may be superior for protection against one type of
hazard while another may be superior against another type. Since accident
conditions are not standardized, no one type of safety glazing material can be
shown to possess the maximum degree of safety under all conditions, against all
conceivable hazards.

I want to clear up one impression that I may have given. In refer-
ring to the Europeans and their attitude, I did not want to infer that
we are giving any serious consideration to the use of tempered safety
glass for windshields. This is something that would have to be gone
into very thoroughly because of these different safety characteristics.

It is not just visibility, but there are other safety characteristics of
laminated glass that you would not want to up.




198 MOTOR VEHICLE SAFETY STANDARDS

Mr. Rocers of Florida. May I ask this: Was there a time when
laminated glass was used throughout ?

Mr. Ricmarps. There was a period. We started in the United
States to use laminated safety glass about 1927, and from that period
until 1935 the laminated was used exclusively throughout vehicles.

Then, beginning in 1935, the use of tempered safety glass started
and, as we pointed out, it was soon used exclusively in the rear win-
dows, and we have had experience with over 80 million motor vehi-
cles in the field.

Its use in the side windows has been mixed in the United States,
but in Canada and in Europe it has been in very broad use for the
past 25 years.

Mr. Rocers of Florida. When would you say the automobile in-
dustry actually moved into changing from laminated to tempered
glass in the side windows

Mr. Ricaarps. Well, this has been a gradual change with the com-
panies. Some of them just started with this last 1961 model, and
they

Mr. Rogers of Florida. Could you give us those companies and the
dates? '

Mr. Ricnarps. Well, different——

Mr. Rocers of Florida. You can supply it for the record.

‘Mr. Ricuarps. Yes. Mr. Gandelot, safety engineer for General
Motors is here, and maybe he could give you a list of those dates. Can
you, Howard ?

Mr. Gaxoeror. We can supply it, yes.

Mr. Rocers of Florida. I realize that you would not have it.

Mr. Gaxperor. In Canadian production on General Motors cars I
know we have used it for 24 years in side windows.

In the States here it started in about 1955 on the 1956 models used
by the Chrysler Corp.

Mr. Rocers of Florida. Isee. And this was approved by the Ameri-
can Standards Association in its code ?

Mr. GanpeLor. Yes, sir. Both types of glass have to meet—Mr.
Richards, if T may, this was not a point covered by the committee and,
})er!m.ps, Dr, Ryan should cover that as a manufacturer because they
1ave to get State approval on glass in accordance with the American
Standards safety code Z-26.

Mr. Rocers of Florida. Yes.

Mr. Ryax. Well, as I believe I pointed out in the discussion which
I read, the 1935 code permitted the use of laminated glass in any loca-
tion in a vehicle. The use of tempered glass was permitted in any
location in a vehicle except the windshield.

Mr. Rocers of Florida. As of what date now?

Mr. Ryan. From 1935 to the present date.

Mr, Rocers of Florida. Yes.

Mr. Ryan. There has been no change.

Each manufacturer, to comply with the ASA code, must submit
samples of tempered glass and laminated glass to the National Burean
of Standards which acts as a testing agency and gives a certificate of
approval or compliance, I should say, 1t is not approval, it is a certifi-
cate of compliance with this particular code.
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I believe one State, Towa, insists on conducting their own tests. To
the best of my knowledge the remaining 49 States and the District
of Columbia all accept the safety glass which complies with the ASA
code, and on the basis of the certificate issued by the National Burean
of Standards.

Mzr. Rogers of Florida. Thank you.

Mr. Newson. I wonder if laminated glass, for example, broke in
fragments, if laminated glass would have a greater potential as to
hurting the driver than would the broken fragments of a tempered
glass? Would it or would it not? For example, if you drive into the
windshield the fragments are more dangerous to handle, I noticed,
than would be the tempered glass.

Mr. Ricuaros. Generally speaking, where you have blows against
the laminated glass that are not sufficient to rupture the plastic there
are little or no lacerations. But once you rupture that plastic then you
expose these razor-sharp edges that do create lacerative injuries.

Then, of course, you get into more severe accidents if a person
should penetrate his head, go clear through, why then you have got a
collar of sharp glass, and oftentimes the party coming back pulls this
collar up against his neck.

These are gruesome things that happen in accidents that have to be
considered.

I might add a point here, that there is so much involvement of a
technieal nature in a question of this kind that it is pretty difficult to
ask any layman group to reach a decision.

The experts that have been working on it and who see through
fallacies on various claims are the qualified ones to make these deter-
minations, and that is why this ASA code committee that has been set
up, draws from all of these interests and these people serving on that,
who are qualified to weigh a claim against another claim and to run
the tests.

It takes, for example—you can make a demonstration but we did not
feel that we got all of the answers on demonstrations, so we asked the
Cornell Crash Injury people to actually study the accidents as they
happen, and from that you do not have to have a reasoning deduction
that this is dangerous, that this exploding glass, as has been presented
to the committee, is dangerous. And people give testimony that if this
had been, this exploding glass, we would all probably be blind.

Well, the facts are not that. When you get out and study the cases
yon find that there is less injury occurring from the tempered glass

secause of breaking into harmless granulars or relatively harmless,
and this is why we have had so much trouble here and having to go
around to these States, because the legislative bodies, with only one
side of the picture, can become quite excited.

When they got both sides they realized this is a technical question
that is being well handled by a technical committee.

Mr. Rocers of Florida. Let me get Mr. Rugg’s answer to that ques-
tion. I think we strayed from the question. I asked that you com-
ment on this quote from the American Standards pamphlet which you
furnished the committee. On the first page, it says:

For example, safety glazing materials for windshields must pass a specified
group of test requirements, all of which currently can be met only by certain
laminated safety glass.
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Mr. Ruce. That is right. They are referring there, if it were pos-
sible to make plastic that would comply with the test which they feel
is necessary for windshields, then plastic could be approved for wind-
shields, so it is necessary now to have one set of tests for plastic, one
for tempered glass, one for wire glass, and one for laminated glass.

Mr. Rocers of Florida. So that has to do really with only the lami-
nated, because it is the only one that uses the safety glazing.

Mr. Ruce. That is the only one that will stand the tests that are
preseribed for windshield location.

Mr. Kerm. May I make a statement ?

Mr. Rogers of Florida. Yes, Mr. Keim.

Mr. Kemv. The code is so written that it does not call for a specific
product in an area. It calls fora group of tests.

So in the foreword this is an explanation given which acknowledged
the fact at that time and has continued since, that the tests prescribed
for windshields can only be met by laminated glass.

In my statement to the committee I made the statement, for ex-
ample, that the test requirements of the ASA safety codes are such
as to require laminated safety glass in windshields.

But if, as Mr. Rugg says, another safety glazing material is de-
veloped that will pass those tests other than laminated glass, it can be
used, and this is true throughout.

For example, it does not call out the thickness of the glass. That
depends on whether it is able to meet the strength and safety char-
acteristics tests.

Mr. Rocers of Florida. Thank you very much. Is there any further
questioning

(No response.)

I believe those are most all of the questions we have. Thank you
very much for this testimony. Tt has been very helpful to the com-
mittee, and we will adjourn our committee hearings now until Monday
when we will hear the various Government departments.

(The following additional information was later submitted for the
record :)

AUToMOBILE MANUFACTURERS AssociaTiON, INc.,
Washington, D.C., May 1, 1961.
Hon. Kexsxern ROBERTS,
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, New House Office Building, Washington, D.C,

DEAR M, CHAIEMAN: During the testimony of our Mr. Karl Richards and
his associates on safety glass at the hearings of April 14, you asked that we
submit for the record information relating to (1) the organization of the Ameri-
can Standards Association. (2) the composition and vote of its committee on
glazing materials, and (3) European injury experience with tempered safety
glass,

The three enclosed documents answer these questions.

In addition, we are sending extra copies to the committee clerk, Mr. William-
son, for distribution to interested members of the committee.

Sincerely yours,
HARLAX V. HADLEY,
Manager, Wasghington Office.

AMERICAN STANDARDS AssocraTioN, Inc., New York, N.X.

In 1918, five leading American engineering societies decided to form a national
organization that could coordinate the development of national standards.

The founding societies were: The American Institute of Electrical Engineers:
the American Society of Mechanical Engineers;: the American Society of Civil
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Engineers; the American Society of Mining and Metallurgical Engineers; and
the American Society for Testing Materials.

These five societies founded the American Engineering Standards Committee—
the forerunner of the American Standards Association, Three departments of
the Federal Government, Commerce, War, and Navy, joined the organization as
founding members.

In 1928 the American Engineering Standards Committee was reorganized and
renamed the American Standards Association (ASA).

In 1948 ASA was incorporated under the laws of the State of New York. A
board of directors is responsible for policy, administration, and financial matters,
A standards council, representing all member bodies, supervises all technical
activities and determines the overall standards policy.

From its modest beginnings in 1918, ASA has grown into a national federa-
tion of more than 120 technical societies and trade associations who are either
member bodies or associate members. In addition, ASA has some 2,200 company
members.

ASA has recognized more than 1,950 national standards as American stand-
ards. About 425 standards projects are concurrently active.

Approximately 10,000 engineers, government officials, and representatives of
various national groups are participating in these projects.

OFFICERS OF THE AMERICAN STANDARDS ASBOCIATION

President: John R. Townsend, Special Assistant to Director of Research and
Engineering, Department of Defense, Washington, D.C.

Vice President : Frank H. Roby, executive vice president, Federal Pacific Electric
Co., Newark, N.J.

Chairman, executive committee: H. Thomas Hallowell, Jr., president, Standard
Pressed Steel Co., Jenkintown, Pa.

Chairman, standard council: T. E. Veltfort, Manager, Copper & Brass Research
Association, New York, N.Y.

Managing director and secretary: George F. Hussey, Jr., vice admiral, U.S,
Navy (Retired).

Deputy managing director and assistant secretary : Cyril Ainsworth.

Technical director and assistant secretary : J. W. MeNair.

Director of public relations and assistant secretary : Kenneth G. Ellsworth.

Boarp oF DIRECTORS

C. W. Bryan, Jr., vice president, Pullman, Inc., Chicago, Ill.; American Society
of Civil Engineers,

E. W. Doebler, chairman of the board, Long Island Lighting Co., Mineola, N.X.;
electric light and power group.

J. H. Foote, chief engineer, Commonwealth Associates, Inc., Jackson, Mich.;
American Institute of Electrical Engineers.

H. Thomas Hallowell, Jr., president, Standard Pressed Steel Co., Jenkintown,
Pa. ; past president, ASA ; ex-officio.

Harold R. Huntley, chief engineer, American Telephone & Telegraph Co., New
York, N.Y.: telephone group.

E. R. Johnson, vice president, operations, Republic Steel Corp., Cleveland, Ohio;
American Iron & Steel Institute,

J. C. Lawrence, Moylan, Pa., American Institute of Chemical Engineers.

Matthew J. Murphy, chief editor, factory, McGraw-Hill Publishing Co. Ine.,
New York, N.Y.; member at large.

H. E. Chesebrough, vice president and general manager, Plymouth Division,
Chrysler Corp., Detroit, Mich. ; Society of Automotive Engineers.

John E. Dube, president, Alco Valve Co., St. Lounis, Mo.: Air-Conditioning and
Refrigeration Institute.

V. de P. Goubean, vice president, Radio Corp of America, Camden, N.J.; National
Association of Purchasing Agents.
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M. L‘.l Harrison, president, Harrison Construction Co., Pittsburgh, Pa.; member
at large.

A. 8. Johnson, vice president and manager, Engineering Department, American
Mutual Liability Insurance Co., Wakefield, Mass.; past chairman, Standards
Couneil ; ex-officio.

W. A. Kitts 3d, Schenectady, N.Y. ; Atomic Industrial Forum, Inec.

T. T. Miller, president, Polymer Chemical Division, W. R. Grace & Co., Clifton,
N.J.; the Society of the Plasties Industry, Ine.

M. J. Pitre, vice president, Fidelity & Casualty Co. of New York, New York,
N.X.; Association of Casnalty & Surety Companies.

A. B. Pringle II, vice president, the Pringle Electrical Manufacturing Co.,
Philadelphia, Pa., member at large,

D. Roy Shoults, general manager, Aircraft Nuclear Propulsion Department,
Atomie Products Division, General Electric Co., Cincinnati, Ohio, Aireraft
Industries Association.

W. J. Sweeney, vice president, Esso Research & Engineering Co., Linden, N.J.,
American Petrolenm Institute.

T. B. Veltfort, manager, Copper & Brass Research Association, New York, N.Y.,
chairman, ASA Standards Council, ex-officio.

Frank H. Roby, executive vice president, Federal Pacific Electric Co., Newark,
N.I.: vice president, ASA.

Richard W. Summey, vice president, in charge of manufacturing, Bridgeport
Brass Co,, Bridgeport, Conn.; Copper & Brass Research Association.

John R. Townsend, Special Assistant to Director of Research and Engineering,
Department of Defense, Washington, D.C. ; president, ASA.

On November 30, 1959, the Association of Casualty & Surety Companies,
sponsor for the project on specifications and methods of test for safety glazing
materials, Z26, submitted to the ASA the question of approval of the proposed
reaffirmation of American Standard Z26.1-1950.

The temporary secretary of the Z26 sectional committee reported the vote of
the sectional committee on reaffirmation of Z-26,1-1950 as follows:

For reaffirmation

Against reaffirmation.___________
Not voting

Not returned

Total voting members

PERSONNEL OF ASA SECTIONAL COMMITTEE ON SAFETY GLAZING MATERIALS, Z1é

Scope: Specifications and methods of testing for safety glazing material
(glazing material designed to promote safety and to reduce or minimize the
likelihood of personal injury from flying glazing material when the glazing
material is broken) as used for all purposes, including windshields and windows
of motor vehicles, motorboats and aireraft, and bulletproof windows and
pertitions,

Sponsor ; Association of Casnality & Surety Companies.

Chairman (temporary) : Alfred W. Devine, deputy registrar of motor ve-
hicles, 100 Nashua Street, Boston, Mass.

Secretary (temporary) : Richard O. Bennett, director, Automotive Division,
Accident & Fire Prevention Department, National Association of Automotive
Mutual Insurance Companies, 20 North Wacker Drive, Chicago, Ill.
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Organization represented

Name and business affiliation

1
Classifi-
cation !

American Assoctation of Motor Vehicle
Administrators.

Alternate,
American Ceramio Society

Amerlean Bociety of Mechanieal
Engineers.

American Society of Safety Engineers.

American Ma-

terials.

Soclety for Testing

Alternate

American Trucking Associations. ... ..

Assoclation of Casualty
Companlies,

& Burety
AR s s e -
Auto Glass Dealers Assoelation........

Alternate.......

Automobile Manulacturers Associa-
ton,
Alternate.
Cornell University Automotive Crash
Injury Research.
Electrical Testing Laboratories........

Alternate

Glass Tempering Association

Alternate......cancoat

Interstate Commerce Commission..__.
Alternate_......

Manufacturing Chemists Association

Alternate

1 See suMMAry.

Alfred W. Devine, Deputy Registrar of Motor Vehicles,
100 Nashua St., Boston, Mass.

Charles W. Reed, Chief, Vehicle Inspection Section,

yartment of Motor Vehicles, 301 C 8t. NW
Washington, D.C.

Wilbur L, Cross, Jr,, director, Division of Engineering,
Connecticut Department of Motor Vehicles, 165 Cap-
{tol Ave,, Hartford, Conn.

Capt. R. B. King, safety officer, Department of State
Police, Box 1200, Richmond, Va,

Burton W, Marsh, director, Traffic Engineering and
Safety Department, American Automobile Assocla-
tion, 1712 G 8t, NW., Washington, D.C.

Earl Allgaier, research engineer, Traflic Engineering and
Safety Do ment, American Automobile Associa-
tion, 1712 G 8t. NW., Washington, D.C.

Dr. George B, Watkins, chairman, technical poliey
committee, technieal center, Libbey-Owens-Ford
(3lass Co., 1701 East Broadway, Toledo, Ohio,

Thomas A. Walsh,! American Optical Co., 165 East
44th Bt., New York, N.Y

Anthony G. Paretti,! ¢ it safety director, New York
Transit Authority, 370 Jay 8t., Brooklyn, N.Y.

Bruce (. Booth, lezal staff, General Motors Corp.,
15-242 General Motors Bldg., 3044 West Grand Blvd.,
Detroit, Mich.

J. 8. Nelson,! research department, Plasties Division,
Monsanto Chemieal Co., Springfield, Mass.

Dr. J. D). Ryan, director of research, Libbey-Owens-
Ford Glass Co., 1701 East Broadway, Toledo, Ohio.
R. E. Hess, technical se ary, American Society for
Testing Matertals, 1916 Race St., Philadelphia, Pa.
Lewis C. Kibbee, chief, Automotive Engineering Bec-
tion, Ameriean Trucking Associstions, Ime., 1424

16th St. NW., Washington, D.C.

T. B. MeMath, director, Boiler & Accident Prevention
Division, Maryland Casualty Co., 701 West 40th St.,
Baltimore, Md.

James L. Keane, engineer, Engineering and_Inspection
Department, Research Division, Aetna Casualty &
Surety Co., 151 Farmington Ave., Hartford, Conn.

Harry Dugowson,! chairman, project 102, Auto Glass
Dealers Association, care of National Auto Glass,
1420 Bruckner Blvd., Bronx, N.Y.

Morris 8. Gorman, executive secretary. Auto Class
Dealers Association, 76 Court 8t., Brooklyn, N.Y.

M. F. Garwood, chief engineer, materials, Chrysler
Corp., Post Office Box 118, Detroit, Mich.

Donald J. Schrum, body developing engineering, Stude-
baker-Packard Corp., South Bend, Ind,

John C. Wi n, manager, Advanced Body Engineer-
ing Dapar , Ford Motor Co., Dearborn, Mich
Willlam i]~ Sherman, manager, Engineering and Tech-
niral Department, Automobile Manufacturers Asso-

ciation, New Center Bldg., Detroit, Mich.

John ©. Moore, director, automotive crash injury re-
search, Cornell University, 316 East 61st Bt.,, New
York. N.Y.

E. H. Salter, manager, photometric laboratory, Electri-
cal Testing Laboratories, Ine., 2 East End Ave., New
York, N.Y.

A. R. Chick, assistant to the manager, Photometric
Laboratory E rical Testing Laboratories, Ine,, 2
Enst End Ave., New York 21, N.Y.

Robert Gi. Kohl, Permaglass, Inc., 215 West Main St.,
Woodville, Ohlo.

| Harold MceMaster, president, Permaglass, Ine., 215

1 West Main St., Woodville, Ohio.

B. G. Milster, mechanical engineer, Section of Motor

‘ Carrier Safety, Bureau of Motor Carrlers, Interstate

Commerce Commission, Washington, D.C,

.| Ernest G. Cox, Chief, Bection of Motor Carrier Safety,

| Bureau of Motor Carrlers, Interstate Commerce
Commission, Washington, D.C.
J. G. Garrels,! Monsanto Chemiecal Co., Bpringfield,
Mass,
F. E. Wintzer,! Polychemieals Department, E. L du
Pont de Nemours & Co,, Wilmington, Del.
F. J. Rarig, secretary, Rohm & Haas Co., 222 West
Washington 8q., Philadelphia, Pa.
| J. F. Woodman, Rohm & Haas Co.
| ington 8q., Philadelphia, Pa.

222 West Wash-

g Bk

D
D
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Organization represented

National Associntion of Automotive
Mutual Insurance Companies,

Natlonal Association of Independent
Insurers,

National Association of Motor Bus
Operat
Alternate. .

Natior Auto & Flat Glass Denlers
Association,
Alternate. ...
National Bureau of Standar

Alternate.

National Safety Council..._.._....
Alternate._. .. _.
National Society for the Prevention
of Blindness,
Alternate

Optical Boclety of Ameries. .

Society of Automotive Engineers. .

Alternate

Soclety of the Plastics Industry
Yale Burean of Highway Traffic. .
Department of the Army.__

Alternate. ..

Members at large_... ...

Alternate. ...........
Do..
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Name and business affiliation

Richard O, Bennett, director, Automotive Division,
Accident & Fire Prevention Department, National
\‘wrlt tion of Automotive Insurance Co., 20 North

tker Dr., Chicago, T11.

C !\n!u Ceeil, nssistant retary, National Associntion of
I{l-lnwmk-m Insurers, 30 West Monroe St., Chieago,

w Duvall, general manager ul 1 intenance, Grey-
!:u]lrul Corp., 5600 Jarvis Ave., Chicago, TIL
AW, I{m'hlv'r.:*-i-rr»_ tary-m .p(r National Associntion
of Motor Bus Operators, 830 17th 8t. N'W,, Washing-
, D.C

R"i-ll' Williams, 1053 2 : anqos, Pa.
H. Hahner, Chief, 8 Natior

Btandards, U.S. Department of Commerce, Washinz-
ton D.C.

J. A Dickinson, Chief, Codesand Specifieations Section,
Building Technology Division, National Buresu of
Standards, U.8, Department of Commerce, Washing-
ton, D.C,

Dr. G, M. Kline, Chief, Organic and Fibrous Materials
Division, National Burcau of Standards, U.8. De-
partment of Commerce, Washington. D.C.

Murray Segal, traffic engineer, Traflic Operations Divi-
sion, tional 8afety Council, 125 North Michigan |
Ave,, Chicago. JIL

Daniel G. Reynolds, director, Traflic Operations Divi-
sion, National Safety Counecil, 425 North Michigan
Ave , Chicago, IlL.

| J‘llllt‘-‘ I' 0" Neil,? director, industrinl service, National

oty for the |Tl‘\|‘lll1r\1l of Blindness, 17%0 Broad-
New York,

Dr. Franklin M. I-onlv executive director, National
Boelety for the I‘r: wwention of Blindness, 1700 Broad-
way, New York, |

Dr, Gerald M. I{n-.:-\l dler, © ¢h sta’f, Physics-
Instrumentation Department, eral Motors Corp.,
Box 188, North End Station, Ihlran Mich,

Howard K. Gandelot, engineering sts ‘r'l' Vehicle Safety
Section, Technical Center, General Motors Corp.,
Box 56, North End Station, Detroit, Mich.

B. Frank Jones, Chetwynd Apartments, Rosemont, Pa..

W. O Lul:. Chrysler Corp., Post Office Box 1118,

Mi

ich.
y.a andaen, Soclety of Automotive Engineers,
635 New Center Building, Daotroit, Mich.
. H. Nagler, American Motors Corp,, 14250 Plymouth
Rd., Detroit, Mich.
Ormund L. Rugg, Glass Division, Ford Motor Coe,,
| 3000 Schacfer Rd., Dearborn, Mich, .
Roger C. Boyd, technical serviee engineer, Union
| Carbide Plasties Co., Division of Union Carbide
Corp., River Rd., i!nun-l Brook, N.J.

Thomas Sebu ‘&ﬂ @ director of research, Burean
of Highway Traflie, Yale University, Stratheons Hall,
New Haven, Conn,

| Walter G. Queen, Office of Chief of Ordnance, Safety
Branch, L.8. & 8. Office, U.8. Department of the
Army, W ns]mn.lnn D.C.
1dez, Office of Chief of Ordnance, In- |
5 vision, (ORDIP-8), Pentagon Bldg.,
Room 2E429, U.8. Department of the Army, W ash-
ington, D.C.
» A, Kelm, Glass Division, Product Development
, Pittshurgh Plate Glass Co., 1 Gateway
Center, Pittsburgh, Pa,

0. A. Mc¢Cusker, director of sales, Safetee Glass Co.,
Philadelp} Pu.

James W. Gibb fetee Gloss Co., Philadelphia, Pa.

R. G. Whittemore, director, Product Developmen
Department, Pittsburgh Plate Glass Co., 1 Gateway
Center, Pittsburgh, Pa.

! See summary.

! Indieates members casting negative votes.

A—Mannfacturers. ...
B-—Purchasers. .
C—Consumers......
D—Governmental Bodis
E—Independent Special
F—Insurance Representative

Total.....

SUMMARY
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INTRODUCTION

A good bargain is one by which all parties to it profit.
A lasting treaty must be beneficial to all signatories.
A sound national standard must offer advantages to all who are to use it.

A standard is like a bridge connecting two countries. The bridge was
built and is used for the normal, honest, self-interest of each country. But
both benefit from it,

In the same way, in helping to develop a national standard under ASA
procedures, an industry, an organization, a company, or an individual are
also serving their own best interest.

In outlining the principles and procedures of ASA, this booklet is in-
tended to show how standards come about — in particular — what facili-
ties ASA offers to those who desire to cooperate in the development of
American Standards.

ASA is a service organization whose constitution and by-laws have been
written with the main object of meeting all reasonable demands put upon
it within the scope and purpose for which ASA was created.

Over the years it has been found that this constitution and its by-laws
have provided a useful, practical machinery whereby coordination of the
standardization work of the member-bodies and others concerned may be
achieved on a national level, thus developing truly effective national stand-
ards and solving complex standards problems.

It is a democratic constitution, ensuring equality, justice, and fair repre-
sentation to all who confer, debate, or act within its framework.

Yet, it is not a rigid constitution that limits the creative activities of
those coming to work under ASA auspices. It permits a flexible application
and, if necessary, it can be amended.

It will always be adapted to serve the ultimate goal of ASA, which is:

To make life in our machine age simpler, richer, and safer through
standardization.

Standardization is dynamic, not static. It means not to stand still but
to move forward together.
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HistoRrY OF ASA

In 1018, five leading American engincering societies decided to
form a national organization that could coordinate the develop-
ment of national standards.

The founding societies were: The American Institute of Electri-
cal Engineers; The American Society of Mechanical Engineers;
The American Society of Civil Engineers; The American Society
of Mining and Metallurgical Engineers; and The American Society
for Testing Materials.

These five societies founded the American Engineering Stand-
ards Committee — the forerunner of the American Standards As-
sociation. Three departments of the federal government, Com-
merce, War, and Navy, joined the organization as founding
members.

In 1928 the American Engineering Standards Committee was
reorganized and renamed the American Standards Association
(ASA).

In 1948 ASA was incorporated under the laws of the State of
New York. A Board of Directors is responsible for policy, adminis-
tration and financial matters. A Standards Council, representing
all member-bodies, supervises all technical activities and determines
the over-all standards policy.

From its modest beginnings in 1918, ASA has grown into a na-
tional federation of more than 120 technical socicties and trade
associations who are either member-bodies or associate members.
In addition, ASA has some 2200 company members.

ASA has recognized more than 1950 natienal standards as Amer-
ican Standards. About 425 standards projects are concurrently
active.

Approximately 10,000 engineers, government officials, and repre-
sentatives of various national groups are participating in these
projects.

70708 O—61
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ASA Osjectives

The ASA does not write standards.
The main functions of ASA are:

1.  To provide systematic means for developing American
Standards

2.  To promote the development and use of national stand-
ards in the United States

To approve standards as American Standard provided
they are accepted by a consensus of all national groups
substantlallv concerned with their scope and provisions

To coordinate st.mdardxzatlon activities

To serve as a clearinghouse for information on American
and foreign standards

To represent American interests in international stand-
ardization work

KINDS OF AMERICAN STANDARDS

The ASA constitution permits practically all types of standards
of national unportanct. to be approv.cd as American Standards.

The important types of such standards are:
1. Definitions, terminology, symbols, and abbreviations

Standards for materials, performance characteristics, pro-
cedure, and methods of rating

Methods of testing and analysis
Standards of size, weight, volume, and rating

Standards of practice, safety, health, and building
construction
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PrincipLES

The common standards that developed slowly in the pre-industrial
days had a few important features.

They were completely voluntary. (No one was forced to eat
with a four-pronged fork.) They came about by common use and
general acceptance. When they became impractical, they fell into
disuse or underwent a change.

These features are also typical of American Standards.

A standard will be approved as an American Standard only if
it is accepted by a consensus of national groups substantially con-
cerned with its scope and provisions.

All American Standards are voluntarily arrived at by common
consent and are available for voluntary use, They are subject to
regular review, as a result of which they are reafirmed, revised, or
withdrawn,

Approval by ASA lends no mandatory implication to an Amer-
ican Standard. However, American Standards are sometimes
adopted by a governmental agency or other organizations for
mandatory applications.
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FuNDAMENTALS

ASA operates under two fundamental principles.

1.  Organizations or groups substantially concerned with
the subject matter of a standard, whether a member of
ASA or not, have an inherent right to have their views
fully considered in the development and approval of an
American Standard.

An American Standard can be initiated and approved
only if a consensus exists of all groups who are substan-
tially concerned with the scope and provisions of the
standard.

The consensus principle is crucial in development of American
Standards. A consensus does nmot necessarily mean unanimous
acceptance. Votes are weighed rather than counted. A weighty
objection of one important organization may outweigh all other
affirmative votes. Or a number of negative votes of groups that
are only distantly concerned with the subject matter may be dis-
counted in the face of affirmative votes of parties that are vitally
affected by the standard.

ASA 1S IMPARTIAL

In safeguarding the principles under which American Standards
are developed, ASA exercises only judicial functions.

ASA maintains a reputation of being free of any partisan interest,
be it of a technical, commercial, or political nature. There is gen-
eral understanding that ASA operates in the public interest.

An example will illustrate the significance of this impartiality.

Years ago, an association had difficulty in getting its safety
standard accepted by a number of states as basis for state safety
regulations.

The standard was technically sound and the association was
acting with highest motives. But apparently it was considered a
special-interest group pursuing its own commercial motives.

The standard was then submitted to ASA and was subsequently
approved without change as an American Standard.

As such it was accepted by the States without objection.
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STANDARDS COUNCIL

The most important judicial functions exercised by ASA through its
Standards Council are:

1 Approval of the initiation of a standards project that has a
sufficiently broad national support

2. Approval of the scope of a standard project

Approval of the membership of standards committees as to
competence and adequate, balanced representation of all groups
substantially concerned with the scope of the project

Approval as American Standard of standards that meet ASA
requirements

Required periodic review of all American Standards by those
concerned to determine whether the standards should be
reaffirmed, revised, or withdrawn

Correlating Boards

In exercising its judicial functions, the ASA Standards Council is assisted
by thirteen Standard Boards, a Board of Review, and a Committee on
Procedure.

Each Standards Board is responsibile for a special field. It reviews and
considers all matters in connection with standards projects that fall under
its jurisdiction and submits its findings and recommendations to the
Standards Council. It does not formulate standards nor is it concerned
with technical content, except to insure coordination with other American

Standards.

The newest phase of the national standardization movement is the
Nuclear Standards Board which is responsible for standards projects for
industrial and commercial application in the field of nuclear energy.

The fourteen Standards Boards are:
. Acoustical Standards Board
. Chemical Industry Advisory Board
. Construction Standards Board
. Consumer Goods Standards Board
. Electrical Standards Board
. Graphic Standards Board
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. Materials and Testing Standards Board
. Mechanical Standards Board
. Mining Standards Board

10. Photographic Standards Board

11. Safety Standards Board

12. Miscellaneous Standards Board

13. Highway Traffic Standards Board

14. Nuclear Standards Board

The Standards Council has vested its authority to approve standards
in a Board of Review, elected from its own membership.

The Committee on Procedure advises the Standards Council on all
constitutional and procedural questions arising in connection with national
standards activities performed under ASA auspices.

(GETTING STARTED

A group of companies, or a trade or professional organization, informs
ASA that a national standard is desirable in a certain field.

To obtain the views of all groups concerned, ASA invites all national
organizations and groups, including government departments, that are
believed to have an interest in the subject to attend a General Conference.

This General Conference makes the following decisions:

Should a new standards project be initiated?
If so,

What should be the exact scope of the project?
What method should be used for developing the standard?

Who should take the administrative leadership as sponsor
for the project?

Who should be represented on the Sectional Committee
formulating the standard, if the sectional committee method
is chosen?
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How AsA OPERATES

American Standards come into existence through three basic methods
which operate on the underlying principle that there must be a consensus
of all parties at interest.

1. Sectional Committee Method

2 Existing Standards Method

3.  General Acceptance Method

These methods are also available for revision of standards. However,
a competent organization may be assigned Proprietary Sponsorship for
revising a standard under its own procedures and submitting the revision
to ASA for approval.

Sectional Committee Method

A. Organization: The Sectional Committee formulates or revises a
standard or a group of standards. The membership of all sectional com-
mittees must be truly representative of all national groups and organiza-
tions substantially concerned with the scope of the standards projects,
for example, consumers, producers, and general interests, and should strike
a reasonable balance between these groups. Membership in ASA is not
essential to participation in the technical operations.

The Sectional Committee may delegate the technical work to subcom-
mittees, especially if several standards are being developed or revised under
one project.

The administration of a Sectional Committee is usually in the hands
of one or several organizations known as sponsors recommended by the
General Conference and approved by ASA through the appropriate
Standards Board.

The sponsor has the following responsibility:
1.  To organize the sectional committee
2. To ensure that the work is carried out continuously and
effectively
3 To provide the necessary administrative services
To keep ASA informed on the progress of the work
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5. To submit completed standards to the ASA for approval,
accompanied by the sponsor’s technical evaluation

Further details in regard to this method are available from ASA Head-
quarters, 10 East 4oth Street, New York 16, N. Y., in a document entitled
“The organization and work of ASA Sectional Committees” — PR 27.

B. Operation: The main work of the Sectional Committee consists in
thoroughly airing the views of all its members and in blending these views
into a form that represents a sound solution, satisfactory to all.

When a Sectional Committee has thus formulated a standard, it will
in many cases distribute a draft (proposed standard) to all organizations,
companies, and individuals that may have an interest in the standard.
The draft may also be published in trade journals.

Ciriticisms and comments that the committee receives are carefully
considered, and, if necessary, changes are made in the draft standard.

The Committee then votes by letter ballot on the final draft of the
standard.

If the sponsor believes a consensus is obtained, the draft is submitted
to ASA for approval as American Standard. In cases of undue delay on
the part of the sponsor in submitting a proposed standard to ASA, a
member of the Sectional Committee may make the submittal.

The record of the development of the standard, the tabulation of the
vote, the reasons for negative votes if any, the relation to standards pre-
viously approved, and any other information bearing on the establishment
of a consensus are reviewed by the appropriate Standards Board. The
Standards Board may either recommend that the Board of Review approve
the standard as American Standard, or it may return the standard to the
sponsor indicating objections. When these have been overcome, the spon-
sor then presents the standard once again to the Standards Board for
recommendation to the Board of Review for final approval as American
Standard.

If the Board is satisfied that a consensus exists and that all other ASA
rules and requirements are met, the standard is approved as American
Standard and published.
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C. Responsibilities of a Sectional Committee Member: A repre-
sentative of an organization that cooperates on formulating a standard
under the auspices of ASA has a number of responsibilities that cannot
be shifted to ASA.

1 He is responsible before the general public for the engineering

and economic consequence of the standard which he helps
to develop.
It is his duty to act on the standard committee in accordance
with the policies of the organization which he represents, to
keep his organization adequately informed, and to consult
with his organization when necessary.

He is expected to carry out the standards work for which he is
responsible with administrative orderliness, competence, and
reasonable promptness.

Existing Sta ndards Method

This is the second procedure under which an American Standard can
be created.

An existing standard of any organization may be submitted to ASA for
approval as American Standard without going through any of the other

recognized channels for developing American Standards.
The approval will be given if the following conditions are met:

1. The standard must be truly national in scope and recognition.

5 ¥ Proof must be submitted to ASA that those substantially con-
cerned with the scope and provisions of the standard have
accepted it.

3.  The standard must not conflict with other standards in its
field.

The American Society for Testing Materials is foremost among the
organizations that have many of their own standards recognized as Amer-
ican Standard.

An American Standard approved under the Existing Standards Method
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will not lose its original identity. Such a standard will continue to carry
the title and number assigned by the organization that originated it, in
addition to its ASA number and its Universal Decimal Classification for
international as well as domestic bibliographic purposes.

General Acceptance Method

This is the third ASA procedure for writing an American Standard.

Here is a typical example of how an American Standard comes into
existence by General Acceptance.

When both the metric system and the Anglo-American inch system had
been standardized, accurate conversion from millimeters to inches and
back again was a problem. The legal conversion factor had to be carried
to 506 decimal places.

The issue was complicated by the fact that the British inch is three
parts in a million shorter than the U. S. inch. American companies with
foreign contracts found the situation awkward and costly.

In the 1930’s, therefore, a large automotive manufacturer suggested that
ASA approve as American Standard a simpler inch-millimeter conversion
factor which would be acceptable for all ordinary industrial purposes.

ASA called a general conference to discuss this suggestion. It was
attended by more than 5o national organizations.

The conference agreed on the conversion factor: 1 inch = 25.4 milli-
meters. This was approved as American Standard and is now in use
throughout the world.

The method is suitable for comparatively simple projects that do not
require prolonged technical discussions.

Under the method, standards are discussed and agreed upon only at a
General Conference. No continuing Committees are formed; however,
an ad hoc committee may be appointed for minor editorial matters. Groups
not represented at the conference, but substantially concerned with the
scope and provisions of the standard proposed, can give their comments
and vote in writing.
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(GLOSSARY AND INDEX

The following is a glossary of terms that are likely to be met when dis-
cussing or formulating standards under the procedures of the American
Standards Association (ASA). A page reference indicates where informa-
tion about a certain term may also be found in the preceding chapters of
this booklet.

American Standard— A standard of national application
approved by ASA as having been accepted by all groups and organizations
substantially concerned with its scope and provisions.

Associate Member — A trade or professional organization which
is a member of ASA, paying dues, but not represented on the Board of
Directors or the Standards Council.

Board of Review (p.8,9) —Six members, elected from and by
the Standards Council and vested with authority to approve American
Standards on behalf of the Council.

Committee on I)rcwc(lurc (p.S,g} — A slanding committee
which assists the Standards Council in dealing with constitutional and
procedural questions.

Company Member —An individual company that supports ASA
as a paying member. ASA derives most of its income from company
members.

Consensus (p.6,7) — Consensus means substantial agreement
of the important national organizations concerned.
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Cooperating Body = Any group or organization that is repre-
sented on a Sectional Committee or General Conference, or is otherwise
cooperating on a standards project.

Correlating Committee —Former designation of what is now a
Standards Board.

Existing Standards Method (p. 12) — One of the three pro-
cedures by which an American Standard can be approved. This method
makes it possible under certain conditions to have existing standards of
other organizations approved by ASA.

General Acceptance Method (p. 13) —One of the three pro-
cedures by which an American Standard can be created. This method is
intended for comparatively simple projects that do not involve lengthy
and complicated technical discussions.

General Conference (p. 9, 13) — A meeting called by ASA
of all national groups, organizations, and individuals that may be inter-
ested in the initiation of a standards project or that may want to consider
the adoption of an American Standard by the General Acceptance
Method.

IEC (International Electrotechnical Com mission) — The
international organization for standardization in the electrotechnical field.
ASA cooperates with IEC through a special committee of the Electrical
Standards Board — the United States National Committee of the IEC.

ISO (International Organization for Standardization) —
An organization of the national standardization bodies of 44 countries,
including the U. S. ASA represents American interest at ISO meetings.
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Member-Bodies— Organizations and groups of national scope
who hold the ultimate general authority and responsibility for the policies
and affairs of ASA. In fact, ASA is a federation of its Member-Bodics.

Member-at-Large — Individual member of a committee who does
not represent an organization or company but is participating in the
formulation of a standard on the strength of his specialized knowledge.

Project — Work planned or in process for developing or revising
one or more American Standards under ASA auspices.

Proposed Standard (p. 11)— Draft of an American Standard
circulated for comments and criticism.

Sectional Committee Method (p. 10-12) — One of the three
procedures by which an American Standard can be created. A committee
consisting of all groups and organizations substantially concerned with
the scope of a standards project formulates a standard. Approval of the
standard by ASA requires consensus of the committee.

Sponsor (p. 10)— An organization assigned leadership for a
standards project under the Sectional Committee Method.

Standards Board (p. 8) — Supervises on behalf of the Standards
Council standardization activities. There are thirteen Standards Boards,
each responsible for a special field, and one Standards Board responsible
for all fields not covered by any of the other thirteen.

Standards Council (p. &, Q) —Responsible for all technical
activities of ASA. Determines over-all standards policy, including rules for
the development of standards and constitution of committees. Approves
American Standards. May designate agencies to act on its behalf. Com-
posed of not more than three representatives from each Member-Body
who serve term of three years and are eligible for reappointment.
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EUROPEAN INJURY EXPERIENCE WITH AUTOMOTIVE SAFETY GLASS

It is estimated that approximately 90 percent of the passenger automobiles
manufactured in Europe use tempered safety glass throughout, for wind-
shields as well as side an rear windows. This is not a new practice; it has
been followed for at least 25 years.

In Europe the only substantial controversy concerns the use of tempered
safety glass in windshields. There the debate centers over whether the
obscuration of vision, caused by disintegration of a tempered safety glass wind-
shield when broken by a stone or other sharp object, outweighs as a disad-
vantage the greater likelihood of injury to a passenger from impact with a
laminated safety glass windshield in the event of a major collision.

The above statements are based on an examination of the British and Ger-
man literature., Several examples are given below :

Extract from “Design and Development of the Hillman Light Car,” a paper
presented at the SAE passenger car meeting on March 17, 1959, by A, G. Booth
and B. B. Winter, Rootes group, England :

“One of the most significant contributions to safety in the current model
is the good visibility provided by the extensive area of glass, the thinning of the
pillars, sloping away of the engine hood, and the forward position of the driver.

“On the subject of the type of safety glass used in the windshield, there are
differing points of view. We meet American legal requirements by fitting
laminated glass to all Hillmans exported to the United States but in the home
and other markets we fit toughened (tempered safety) glass as the preferred
type because we consider it has lower injury potential. We realize there have
been objections to toughened glass on account of granulation when struck by
heavy, sharp objects with consequent sudden partial obscuration. This state
of affairs bas been much improved by an alteration of the glass specification, the
particle size having been considerably enlarged by a change of count from 40
to one of 20 to the square inch, with a consequent considerable improvement
in wvisibility under conditions of granulation. When shattered, the complete
glass can easgily be pushed out by hand almost without a serateh to the car
occupants. British accident stafistics show that whereas the percentage of
serions injury arising directly from toughened glass is relatively low, that from
laminated glass is much higher, on account of the lethal nature of the large
jagged fragments left in the windshield frame which constitute a grave po-
tentinl danger.”

Extract from Road Research Report, 1957, Department of Scientific and In-
dustrial Research, London ;

“The most striking features of the results so far obtained in these on-the-
spot studies are: the superiority of toughened over laminated safety glass as re-
gards the likelihood of injury to vehicle oceupants,”

Extract from “Laminated versus Toughened Windsereens—Their Properties
Discussed,” January 19, 1959, Autocar:

“CONCLUSBIONS

“At the beginning of this article it was stated that no definite conclusion could
be drawn as to the superiority of one kind of safety glass over the other, Two
gualified opinions may be offered, however, in addition to the statement that for
all car windows except the windsereen itself, tounghened glass seems to be
superior.

Omitted paragraph discusses windshields.

“Investigations by the Road Research Laboratory suggest that toughened glass
is superior to laminated in respect of injuries caused in major accidents.

ixtract translated from “Zentralblatt fur Verkehrs—Medizin und Verkehrs—
Psychologie und Angrenzende Gebiete” for February 1960 at pp. 30-40:

“The modulnus of elasticity of thermally tempered glass is not changed by heat
treatment. Upon flexure, ordinary glass breaks easily because the tensile stresses
produced on the surface rapidly exceed the low tensile stress limit. The tensile
stress occurring in prestressed (tempered) safety glass must first overcome the
compressive prestresses existing in the surface layers and only then can it start
to become effective itself. Consequently, prestressed plates are surprisingly
insensitive to flexure, i.e.,, they can be bent far more before rupture occurs.
However, they have not become harder than ordinary glass. They oppose flexure
with the same resistance, only ordinary glass ruptures sooner.
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“In ignorance of these facts it was suspected at first that the human head
would be endangered when striking tempered safety glass. But so far, the
medical profession concerned with traffic accidents knows of no ease where a skull
was fractured on tempered safety glass. This has been confirmed recently by
studies of Walter and Loew, in the Zentralblatt f. Verkehrs-Medizin u. Verkehrs-
Psychologie, 4/1956, pp. 243-249.

* * * * w * *

“Supplementary to these considerations a series of experimental studies was
conducted some time ago regarding the question of skull injuries on windshields
consisting of tempered safety glass. The skeleton of a skull on a sled was
allowed to strike windshields of single-plate safety glass at speeds occurring
in traffic. All of the glass plates were destroyed by the impact, while the
skull suffered no fractures or injuries, although the soft parts covering a liv-
ing skull, which normally produce a considerable damping of the impact, were
entirely absent here.”

- L] L] L L -

“In the framework of a research contract from the traffic department of Nord-
rhein-Westphalia we set ourselves the task of investigating injuries of car
passengers and of studying their cause and prevention in 1956, and the first half
of 1957. A total of 500 accidents were studied at the site. Photographs were
taken in order to determine the contact of the body with the parts of the vehicle,
In addition, almost every single patient could be examined in order to be able to
record, at least, an exact medical diagnosis in the hospitals. In the 500 acei-
dents which were investigated, 848 car passengers were injured. One peculiarity
of the present investication consisis of the nearly exclusive evaluation of acci-
dents within a bounded area (metropolitan Cologne). The injuries were classi-
fied into 10 degrees of seriousness, The degrees, 7 to 10, include fatal injuries.
One hundred and forty-seven passengers were injured by windshields, which is
17.3 percent of all injured. In this respect. light injuries of the first three or
four degrees of serionsness were involved throughout. Passengers on the front
seat, i.e., next to the driver, were affected most of all (79 cases—59 percent).
The drivers themselves were injured far less frequently, since the steering wheel
prevented their heads from going through the windshield.”

- - L] - L -

Due to the fact that laminated glass resists greater forces before dropping
out, the number of brain concussions is greater than in the case of tempered
glass,

Brain concussions ocenrred 10 times produced in equal parts by impact on
tempered and laminated safety glass, although the ratio of these types of glass
was 4 to 1.

Further numerical comparisons between the two types of safety glass:

The exact type of the windshield glass eonld be determined in 517 vehicles.
Four hundred and eight (79 percent) of these cars were equipped with tempered
glass, and the remaining 109 (21 percent) with laminated glass. Six hundred and
fen injnred were in the cars with hardened glass windshields, and 172 were in
cars with laminated glass plates,

The proportion of persons injured by the windshields referred to the total
number of injured amounted to 18 percent for the cars with tempered safety
glass, while it was 22 percent for the cars with laminated glass. In S7 of the
passengers injured by the hardened glass, the windshield was destroyed, i.e.,
80.5 percent. In the case of laminated glass plates this percentage was higher,
i.e. 89 percent. Thus it seems that laminated glass plates are more easily
broken by human influences than tempered glass plates: Only 111 of 408 tem-
pered glass plates broke (27 percent) in contrast to 58 of the 109 laminated
slass plates (43 percent). Thus, the thesis of a greater torsion resistance of
tempered safety glass appears to be correct in this respect.

(Whereupon, at 11:55 a.m., the subcommittee was adjourned, to
reconvene Monday, April 17, 1961.)

-
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MONDAY, APRIL 17, 1961

House or REPRESENTATIVES,
SuscoMMrTTEE ON HEALTH AND SAFETY,
oF THE CoMMITTEE ON INTERSTATE AND ForeioN COMMERCE,
Washington, D.C.

The subcommittee met, pursuant to recess, at 10 a.m., in room 1334
New House Office Building, Hon. Kenneth A. Roberts (chairman of
the subcommittee) presiding.

_ Present: Representatives Roberts, Harris, Rogers of Florida,
Schenck, Nelsen, and Thomson of Wisconsin.

Mr. Roperts. The subcommittee will please be in order.

The Subcommittee on Health and Safety is meeting this morning
to continue its hearings on H.R. 903 and H.R. 1341.

We are honored this morning to have with us a former colleague of
ours in the House, the distinguished Secretary of the Department of
Health, Education, and Welfare, the Honorable Abraham Ribicoff.

It has been a pleasure for the Chair and Members of the committee
to know of his interest in this field, and his great helpfulness in it. I
recall that the Chair of this subcommittee visited with him in Detroit
a few years ago, and the distinguished Secretary was at that time
emphasizing the program in his State which has worked quite well,
and has given his State one of the lowest percentages in the number
of deaths per hundred thousand vehicles miles traveled. And I think
that the wonderful effort that he made there will bear fruit for many,
many years to come. )

He 1s one of the men in the field who has demonstrated that high-
way safety is possible, if people want it and if they are given the
guidelines and a course to follow. And that they will do so then
quite willingly.

Mr. Secretary, it is a real pleasure to have you here. I appreciate
the fact that you are up against a rather tight schedule. You may
proceed with your testimony as you desire,

STATEMENT OF HON, ABRAHAM RIBICOFF, SECRETARY OF
HEALTH, EDUCATION, AND WELFARE, ACCOMPANIED BY DR.
A. L. CHAPMAN, DIRECTOR OF THE DIVISION OF ACCIDENT PRE-
VENTION, PUBLIC HEALTH SERVICE, AND WILBUR J. COHEN,
ASSISTANT SECRETARY, DEPARTMENT OF HEALTH, EDUCATION,
AND WELFARE

Secretary Riercorr. Mr. Chairman and members of the committee,
it is a real pleasure to be here, having worked in this field in the State
of Connecticut and, also, with the Governors’ conference,
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I am well aware of what you have done, what your committee has
done, and what you are trying to do on a national level.

May I say that I have here a report from my Department concern-
ing HL.R. 1341. We wholeheartedly endorse the principle of H.R.
1341.

The Public Health Service in my Department is conducting studies
in the field of automobile accident causation and prevention, and we
have a vital interest in any method which will help reduce the num-
ber of automobile accidents and resultant injuries and deaths.

Experts generally agree that the human factor, rather than me-
chanical inadequacy of motor vehicles, is the cause of most accidents.
Nevertheless, improvements in design and equipment of cars can,
to some extent, compensate for this factor, not only from the point
of view of accident prevention but, even more, from the standpoint
of reducing the severity of injuries when accidents do occur.

I shall read a few pertinent paragraphs from this report before
T go on with the formal testimony.

Considerable knowledge already exists which, if utilized by motor
vehicle manufacturers, would tend to reduce at least the severity of
injuries suffered in such accidents. For example, we believe that
seat belts, or at least anchorage for seat belts, should be standard
equipment. for passenger cars and buses: that seats should be so an-
chored as tolock them into position ; that there should be crash padding
of the dashboard, roof, and other areas of the vehicle against which
passengers might be thrown: that there should be improvements in
the steering wheel, in addition to recessing of the post: and that the
interior of the ear should, so far as it is possible, be cleared of dan-
gerous knobs, sharp edges, and so forth.

The Government should at the same time urge manufacturers to
include such deviees and fixtures in ecars in standard equipment so
far as feasible.

T would like to submit this report to you for your record, Mr.
Chairman.

Mr. Rorerts. Without objection, the report will be made a part of
the record.

Secretary Rimsicorr. Thank you for inviting me to present the views
of the Department of Health, Education. and Welfare on the subject
of the Federal responsibility and capability to assist in reducing the
tragic annual toll of highway aceidents. On this subject, T am sure
we shall find a hieh degree of unanimity of opinion between this
committee and my Department.

The almost 40.000 needless deaths in highwayv aceidents cause the
1oss each vear of almost 114 million man-vears of productive activity.
These lnsses drastically reduce the productive capacity of this Na-
tion. While these deaths exact high eosts, in both human and economic
terms. they fade almost into insignificance when we consider the traffic
injuries to over 4 million persons every year. A large percentage of
these vietims are in, or are approaching, the potentially most useful
vears of their lives. The sudden removal of this great number of
people is a recurring and continuing disaster.

The accident prevention activities of the Department have largely
been centered in the Public Health Service. However, other major




MOTOR VEHICLE SATFETY STANDARDS 227

bureaus of the Department have a very real interest in reducing the
number of deaths and injuries from accidents.

For example, the interest of the Children’s Bureau in accidental
deaths and injuries is assured, since accidents are the most important
cause of death and disability in children. Much of the excellent
services rendered by the fine staff of the Children’s Bureau in saving
the lives and improving the health of children are erased by motor
vehicle aceidents

The Oflice of Vocational Rehabilitation has a significant stake in
accident prevention. Many of their activities are devoted to attempts
to partially compensate for permanent disabilities induced by traflic
accidents,

The financial burdens of the Social Security Administration are
magnified by the mounting welfare costs directly associated with un-
('-m]ah'l_\'zlhﬂ]l_\' because of anto aceidents,

Fortunately, the nuclens of an accident prevention program (four
people in all) was established in the Public Health Service in the
early 1950%s.

For a number of years the rate of growth was small. In 1956 the
budget for this activity was in the neighborhood of $50,000.

The first basic research grant for accident prevention was made
in 1951.

In 1957 the Public Health Service, together with the American
Public Health Association and other }:1<|1(=--1<|:|(11 groups, began to
see more clearly the responsibility of the Public Health Service, State
and local health agencies, physicians, and their professional allies in
traffic aceident prevention.

Recognition of this responsibility, once achieved, has resulted in
strong support from Congress and the professional groups involved.
For example, in fiscal year 1961, Congress added a million dollars to
the appropriation for the activities of the Division of Accident
Prevention.

At the same time a decision was made to transfer the administra-
tive aspects of basic research grant management in the field of acci-
dent prevention to the Bureau of State Services. This responsibility
has been delegated to the Division of Aceident Prevention.

Expansion of accident prevention activities both in research and
application has quickly followed.

The total stafl of the Division of Accident Prevention now numbers
122, Of this total, 34 are engaged primarily in traflic aceident preven-
tion activities.

The number of basie research grants in accident prevention rose to
a total of 33 in 1961, of which 23 were concerned with research in
various aspects of traffic accident prevention.

A few examples of current traffic accident prevention activities
alone, conducted by the Public Health Service during 1961, will suffice
to illustrate the broad scope and extreme complexity of this acute
health and safety problem :

I. APPLICATION

A National Conference on Driving Simulation was held in Cali-
fornia in February 1961. Jointly -pnn~(ltl‘t| by the Public Health
Service, the Automotive Safety Foundation, and the Department of
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Commerce, it served to develop a consensus concerning the need for
simulation devices.

2. In Pittsburgh, Pa., in May 1961 a similar workshop entitled
“Alcohol and Driving” will be held to bring together all available
knowledge concerning the relationship of alcohol and traffic accidents.
Cosponsored by the National Institute of Mental Health and the Divi-
sion of Accident Prevention, five regional conferences of experts were
held to prepare material for the mill.

3. The national seat belt campaign, jointly sponsored by the Public
Health Service, American Medical Association, and National Safety
Council, achieved its initial success when the five leading American
manufacturers of automobiles agreed to install attachment points for
front seat belts in 1962 models.

4. The Connecticut accident prevention study is making a notable
contribution to the development of better scientific research methods
in identifying the basie, underlying causes of traffic accidents.

It would be too time consuming to go into detail concerning many
other traffic accident activities that have resulted from congressional
action. A partial listing follows:

1. Driving simulation feasibility studies.

2. Films on seat belts.

3. Participation in the action programs of the President’s Commit-
tee for Traffic Safety and the National Safety Council.

4. The development of cooperative activities between the State mo-
tor vehicle administrators, State health officers, and State medical
societies through national and regional conferences.

5. A saturation publicity program in Cleveland, Ohio, in coopera-
tion with the Greater Cleveland Safety Council.

II. RESEARCH

. Automotive crash injury research ($118,242).
. Experimental ease studies of traffic accidents ($86,081).

3. Clauses of anto accidents of adolescent drivers ($30,782).

. Evaluating highway traffic safety motion pictures ($14,894).

5. Accident inducing characteristics of motor vehicles ($84,953).

. Research on fatal highway collisions ($159,332).
. Safety devices for automotive vehicles (815,111).
. Driving behavior and traffic accidents ($19,610).
. Human factors in traffic safety ($9,210).

In addition, there were several other research projects directly re-
lated to traffic accident prevention research, as well as several others
of broader interest.

The greatest problem currently besetting the Department of Health,
Education, and Welfare, the Public Health Service, and the Division
of Accident Prevention is making a determination of how best to
allocate the personnel, funds, and other resources currently available
in the face of what at times appear to be overwhelming demands.

The greatest asset to the Department of Health, Education, and
Welfare in assuming its rapidly expanding role in traffic accident pre-
vention has been the friendly, helpful, and always cooperative atti-
tude exhibited by other Government agencies, with a longer history
in traffic accident prevention ; the National Safety Council; and other
equally well-known voluntary and professional organizations.
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Truly, the traffic accident prevention effort has been and, I am
confident, will continue to be a genuinely cooperative and mutually
stimulating operation.

WHAT CAN THE DEPARTMENT OF HEALTH, EDUCATION, AND WELFARE DO
IN ACCIDENT PREVENTION ?

Accidents and accidental injuries and deaths have been an integral
part of living since the days of primitive man.

As long as man is fallible and human environments continue to pro-
vide accident hazards (as they always will), accidents undoubtedly
will continue to plague us.

However, a nation which has succeeded in reducing so dramaticall
the threat of once widespread infectious diseases cannot in good faith
reject the challenge to mobilize these same scientific resources to lower
the currently large and for the most part unnecessary toll of acci-
dental deaths and injuries.

Past efforts to render human environments less hazardous have not
been without success. Such efforts have been particularly fruitful in
the case of large industries. Efforts will continue unabated to im-
prove the safety of the environment.

However, in the past much less attention has been paid to the im-
portance of human factors in accident causation—to the importance
of physical (e.g., vision and hearing) ; psychological (e.g., moods) ;
anc{ physiological (e.g., drugs and alcohol) factors which so strongly
affect people who drive automobiles. This is a phase of accident pre-
vention the study of which is peculiarly fitted to the talents of
physicians, public health workers, and their professional allies.

A much better understanding of these factors, based on sound re-
search, is essential if the control of accidents is ever to be placed on
an effective and truly scientific basis. For example, it is obvious that
some people can work, live, and play safely in environments contain-
ing relatively few accident hazards.

Accident prevention, a complex problem, cannot be solved by the
use of signs, placards, and poslcards. This has been proven.

The Department of Health, Education, and Welfare is taking the
first steps along this research trail the end of which will be the pro-
duction of lifesaving knowledge which can be applied in every city,
town, and hamlet in this country.

RESEARCH

The Cornell crash injury research project, in which the Public
Health Service cooperated, serves as an excellent example of how
research can translate basic facts into an applicable system of
knowledge.

Last month the application phase of this research project cul-
minated in an agreement by the five leading American manufacturers
of automobiles to install attachments for seat belts in the front seats
of all cars sold in 1962.

Such researches are costly. They are time consuming. They re-
quire the recruitment of significant numbers of talented researchers
who are dedicated to the accomplishment of a single purpose.
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Similar applicable knowledge can be obtained through research
involving a multiplicity of factors, both environmental and human,
which are the basic causes of many of the 90,000-odd deaths from
accidents each year.

The research grant program of the Public Health Service is ex-
panding. As it expands, 1t will encompass an ever-broadening range
of traffic accident research problems with equally applicable results.

Just a few selected examples of needed research will help to pin
down this point:

(a) What are the minimum skills and abilities that are needed to
safely operate a modern passenger car? No one knows. No one has
attempted to find out in a systematic way.

(b) What effect do drugs, fatigue, and alcohol have on driving
efficiency? There have been a lot of intelligent guesses but few, if
any, truly objective determinations.

(¢) Which, of the 250 identifiable psychological factors, contribute
significantly to automobile accidents? No one knows. Several re-
searchers have made a small beginning in researching small facets of
this problem.

(d) Are elderly people being arbitrarily deprived of their driving
rivileges because of opinion rather than fact? No one can say
efinitely until basic research in this area is done.

The Public Health Service intends to pursue such research leads as
these as rapidly as possible in order to build a foundation of fact for
law enforcement.

Today the Public Health Service has no facilities for conducting
intramural research in accident causation similar to the intramural
research facilities that are available to other national research centers
such as the National Institutes of Health. As soon as possible such
facilities will be provided, not only because of their stimulating effect
on research efforts outside the Government, but also because of their
training value for young men and women interested in a career in
accident prevention research.

Oftentimes, before basic research findings can be applied for the
purpose of saving human lives, an intermediate step is needed—
namely, applied research. The breadth of the accident research prob-
lem, its depth and scope, suggest the necessity of greatly inereasing the
number and types of applied research projects which are so essential
to the application of newly won basic knowledge.

There is the problem of attracting, and maturing, a growing number
of highly qualified research workers in the field of accident prevention.
A technique found very useful and productive by other institutes has
been their program of

RESEARCH FELLOWSHIPS

It is planned that accident prevention research fellowships will be
provided to insure staedy flow of qualified researchers into the ranks
of those who dedicate their lives to finding the true causes of highway
accidents.

Mr. Roserts. T donot want to interrupt your testimony, but we have
a fine group of high school students here from Florida. They, prob-
ably, do not know you. This is our Secretary of Health, Education,
and Welfare, the Honorable Abraham Ribicoff.
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I assume that they know this gentleman over here from Florida—
the Representative from Florida, and this is Mr. Schenck, the gentle-
man from Ohio; Mr. Nelsen, the gentleman from Minnesota, and Mr.
Thomson, the gentleman from Wisconsin.

This is the Subcommittee on Health and Safety of the House Inter-
state and Foreign Commerce Committee. We are very arateful to you
for appearing at this hearing. I am sorry that we do not have enough
seats for you, but I know that you will enjoy your visit. to the Capitol.
It is a pleasure to have you with us.

Secretary Risicorr. Since this is a part of safety, and I have spent
6 years working with youngsters of this age, may I comment to tEmm
for a few seconds? I think it might be helpful to the committee as
well.

I will ask what age groups you young ladies and men represent !

Mrs. Dorrs Lewis. This is the membership of new Mu Alpha Theta,
which-is a mathematical organization, a national organization. And
these people represents our 11th and 12th grade students in the mathe-
matics department who have attained distinction in mathematics.

Secretary Risrcorr. How many of you drive automobiles; raise your
hands?

Practically all of you.

Mr. Chairman, T would just like to point out that the greatest inei-
dence of accidents takes place in the group that is covered by this age
category that we have here. It is a great tragedy that young people
such as these, who are about to enter their full careers in life and are
the apples of their respective parents’ eyes, because of recklessness
and i!!jiﬂ'(’l't‘lu'i’, cause not only death and suffering to themselves. but
cause so much harm and pain to their friends and families. And it
cannot be too much emphasized or emphasized too st rongly that the
need we have in America is to have in the minds of the young boys and
girls, such as these, the need for courtesy, for obedience of the laws,
for understanding and common decency in the driving of an auto-
mobile.

Basically, older people get bad driving habits and there is not much
we can do about that, but if youngsters, such as these, get g« yod driving
habits at this age, they will last a lifetime. Education is one of the
most important factors, along with enforcement and engineering, to
solve this crime.

I have said many, many times in talking to high school groups such
as this—and I have been around in my State talking to these groups—
that one of the ways to cut this down is for you young girls to stop
dating the “wise guys” in your classrooms, because the average boy
16 or 18 years of age thinks he is a pretty big pumpkin, Mr. Chair-
man. And he likes to get in an aut omobile, and he likes to show off,
and he gets into tragedies. He tries to beat that red light, and he tries
to beat someone in getting away in traffic. They do not pay much
attention. Of course, this one-armed driving does not do any good
in highway safety either. [Laughter.]

I have always said that if, instead of the “wise guy” being the
[l)opulm' follow in the class, if the girls would stop dating the boy who
does not drive carefully, who speeds and is reckless, you would find
the young men would start driving their cars in a good manner.
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So you, young ladies, have a big role to play, and I do hope that you
will heed this, t%e great loss to this country, and the fact that among
this group there is represented the greatest incidence of highway acci-
dents and deaths in America.

Mr. Rogerrs. Thank you.

Mr. Rocers of Florida. Thank you, Mr. Chairman, and thank you
Mr. Secretary, for your remarks to this group from Vero Beach. I
know they have appreciated your remarks. I think you realize that
it is an honor to have the Secretary of Health, Education, and Wel-
fare interrupt his testimony to the committee to talk to you. He has
had a most distinguished career as the Governor of his own State and
is now serving as Secretary in the Cabinet.

We are proud of these students. They will heed ]‘,{'our advice, be-
cause they are all A students. I know they will take the responsi-
bility of your remarks.

Thank you for your courtesy.

Secretary Risicorr. I thank you. I have seen bright youngsters
like these. T know what you are doing, Mr. Chairman an(i this com-

mittee, is just aimed at saving the lives of children such as these and I
wanted to address a few remarks to them.
Mr. Roeerrs. We certainly appreciate that. You may proceed.

SIMULATION

Secretary Risrcorr. No discussion of research, no matter how brief,
could be considered complete without at least passing mention of the
need for the development of simulation devices as tools for research
workers who wish to study the effect that human factors have on
accident causation.

It is dangerous to experiment with drivers of automobiles in actual
driving situations. Such a process is also extremely costly since a
traffic accident occurs only about every 60,000 miles of travel. There-
fore it is essential to support the developmental research required to
permit the construction UF several prototype simulators so that drivers
can be studied under controlled conditions, in safe environments, thus
avoiding the expensive nationwide e videmiological network that
might otherwise be necessary (if it were feasible).

n addition to supporting the construction of several rototypes
of true simulators in which the driver has the illusion of almost com-
plete reality, there also is a necessity to support the development re-
search involved in producing part-task simulators which can produce
valuable and needed information in such limited areas of driver
interest as vision, hearing, reflexes, etc. However, the validity of
the research findings of part-task simulators can only be validated
by checking out samples of their research findings on a true simulator.

At the recent workshop held in Santa Monica, Calif., on the subject
of simulation (this conference was jointly sponsored by the Automo-
tive Safety Foundation, Public Health Service, and the Bureau of
Public Roads), there was a remarkable unanimity of opinion concern-
ing the need for producing a faithful simulation of the driving situa-
tion, just as the Armed Forces have found it necessary to produce a
faithful simulation of flight experience using various models of planes,
and the Navy with various types of submarines.
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Since this group of experts in simulation and research have arrived
at this conclusion, efforts will be extended to provide to researchers
in the field of accident prevention the one tool that apparently is
essential to unlocking so many of the hitherto inaccessible mysteries
associated with traffic accident causation.

In brief, the Department will move rapidly to close the gap in ap-
plied technology between current research instrumentation and instru-
mentation that will take advantage of present technological knowl-
edge recently developed.

n no other way can progress toward the goal of identifying and
properly evaluating the human factors involved in traffic accident
causation be made so rapidly and effectively.

APPLICATION

Some facts are so obvious, they long escape detection. This is par-
ticularly true of the fact that no matter how enlightening a researc
project may turn out to be, it remains of only acaﬁvmic interest until,
through applied science, it is translated into a lifesaving potential.

Throughout the United States there are scattered concentrations of
interest, skill, and ability that can be readily mobilized to fight the
war on accidents if only a small contribution can be made available, in
the form of project grants, to assist in the inauguration of unu
plans and programs. Pump priming is badly needed. It is planned
to seek methods whereby these interests and skills can be mobilized,
particularly at the local level, in the next few years.

With a little help or boost, there are hospitals which can improve
the training of their emergency squads; there are poison control cen-
ters which can conduct poison prevention programs; there is a tre-
mendous latent interest in traflic accident prevention projects in many
universities and schools throughout the Nation which can be activated
if booster shots are made available. A number of motor vehicle ad-
ministrators, medical societies, and health departments are concerned
and alarmed about the primitive status of driver licensing in their
States and communities. They want to change this condition. With
a little outside help they can bring about the changes that are needed.
The Department plans to assist them in getting their long-delayed
plans underway.

The capabilities of the Department of Health, Education, and Wel-
fare, particularly the Public Health Service, to give professional ad-
vice to the many persons and agencies who daily seek answers to tough
problems involving State or local traffic accident prevention will be in-
creased rapidly. Each of these inquiries represents the nucleus of a
community activity which, if properly nnuris[l]wd, can grow into a life-
saving action program. Experts in traffic safety, many of whom are
currently available to the Public Health Service as consultants, will
be called on with much greater frequency to extend the capabilities
of the Service in the general area of technical assistance and consulta-
tion, particularly on matters pertaining to cutting down the toll of
highway deaths.

_Finally, following the historical success of the Department of Ag-
riculture, young men and women will be trained in the specialty of
accident prevention; they will be assigned to State and local areas;
there they will encourage and consult with local officials who wish to
improve their State or local traffic accident prevention services.




234 MOTOR VEHICLE SAFETY STANDARDS

These young men and women will need to be trained, but once trained
they will vastly expand the ability of the Department of Health,
Education, and Welfare to assist in the growth and development of
local projects in accordance with the capabilities, interests, and cir-
cumstances inherent in local situations.

INFORMATION EXCHANGE

The growing number of projects in all phases of traffic safety in the
United States and the mounting interest in the citizenry in this subject
have created a deluge of incoming information concerning State and
local activities. If this information is not scientifically collected, tabu-
lated, analyzed, and made readily available for rapid dissemination
to other interested groups, one of the most valuable weapons of the
Department’s traffic accident prevention program will have been
neutralized.

Why should community B struggle through the developmental
phases of a program or project which, if the experience of community
A in conducting a similar project were readily available, could be
avoided ?

If a unique and successful method for motivating citizens to wear
seat belts is developed in one community, is it not wasteful and fool-
hardy for other communities to repeat the same project in order to
arrive at the same results

A wealth of invaluable data already has been collected in the field
of traffic accident prevention, both in the areas of research and appli-
ation, by the Public Health Service. It is planned, therefore, to con-
tinue the development of better and more scientifically sound, effec-
tive, and economical methods of soliciting such valuable information,
digesting it, and making it readily available to others who show an
interest in kindred projects and activities.

A modern information exchange program can serve as the focal
point of information gleaned from the experiences of State and local
agencies and others.

This center will have the responsibility for producing audiovisual
messages in modern garb that can convey even to the mildly interested
knowledge that has been collected for educational purposes.

TRAINING

It is the plan of the Department of Health, Education, and Welfare
to develop three types of training activities to produce an adequate
number of physicians, public health workers, and members of allied
professions to carry the growing burdens imposed by the complexities
of modern traffic.

1. Short courses and seminars will be held for the purpose of teach-
ing newcomers the concepts, principles, and practices which are pe-
culiar to this new branch of public health. These seminars are in
great demand throughout the States and in many localities.

2. Medium-range courses of 4 to & months® duration will be held to
train young men and women, and public health professionals as well,
in aceident prevention techniques. Such training courses (curriculums
have already been contracted for) will provide the maturity in acci-
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dent prevention required of staff members assigned to States and
localities. These courses, however, will also be available for the
training of State and local sponsored trainees.

3. Long-range training will be provided in increasing amounts in
a growing number of schools of public health, medical schools, and
other professional schools for the purpose of encouraging physicians,
public health workers, engineers, nurses, and others to integrate acci-
dent prevention activities into their daily tasks wherever they may
be located or employed.

Finally, it is planned to provide training grants to institutions to
make it possible for more accident prevention materials and projects
to be included in everyday teaching curriculums.

Gentlemen. the Public Health Service is going to do its best to save
the lives of the people of our Nation.

Mr. Roperrs. Thank you, Mr. Secretary. The subcommittee, cer-
tainly, appreciates your statement on the information contained in
there as it reflects the efforts made by the Department of Health,
Edueation, and Welfare in a very important field.

I appreciate the fact you pointed out as to the increase in basic
research, in your plans to support these various projects which we
believe will give us some answers in this field where there is not too
much real activity so that we may save more lives and prevent injuries.

T would like again to thank you very much for the endorsement of
TLR. 1341. While the chairman of this subcommittee does not believe
that this particular bill is the total answer, we do believe that it
will establish the leadership of the Federal Government in this par-
ticular field and the public will be guided somewhat by the fact that
these safety devices after having been recommended by a proper
department of Government are included on cars as st andard equip-
ment.

We think. too, that this bill will give us a body of statistics as to
the value of these particular devices which we have not had in the
past.

I notice that what you had to say about the problem in reference
to a simulator. 1 wonld like to know if you can tell us what is being
done in that field at the present time.

Secretary Rimicorr. Mr. Chairman, for the purpose of the record,
since you mention the grants, I would like to have inserted in it the
full list of grants and the amounts, which I think would be very inter-
esting to the committee.

Mr. Roperts. Without objection that may be done. That will give
the names of the institutions?

Secretary Rmrcorr. And the people and the type of research grants
that are being carried on across the Nation at the present time.

T think it would be informative and, also, instructive and interest-
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Secretary Risrcorr. I would like to make one further comment on
your statement before Dr. Chapman talks about the simulator.

I think you are absolutely right on the track, Mr. Roberts.

I feel that it is too bad that a bill like this even has to come into
being, because I would hope that the automotive industry, on its own,
wouﬁl automatically, as soon as any safety feature came into being,
put it into the automobile as standard equipment.

I do not think that there is any question that we are engineering
too many fancy frills into automobiles. And there are many other
factors that are safety factors that could go in and are not going in.

We also keep in mind that the best automobile is not the fanciest
automobile, and yet if the automobile industry does not take this lead
I am sure that under a measure such as this, once the Federal Govern-
ment writes it into its specifications for the automobiles it purchases,
as you have pointed out, it will require them to put in the equipment,
and it will be hard for the automobile industry to refuse to put it in
their cars as standard equipment to be sold to every American who
wants to drive an automobile.

That is why, frankly, I am so happy to see what you are doing, be-
cause I think you are breaking important ground. And what you
will accomplish by such a measure could lead to many safety features
for the welfare of all of the people and I am sure will save many lives
of fellow Americans,

You may be assured of my personal, insofar as the Department is
concerned, complete cooperation with your committee in trying to
accomplish the objectives this committee has in mind.

Dr. Cuapman. I can say in answer to your question, that in 1958,
upon the advice of experts, the Public Health Service contracted with
Cornell Aeronautical Research Laboratory to conduct feasibility
studies to determine whether it was feasible to conduct and develop
a “true” simulator. Upon their advice, it was agreed that such a
simulator was feasible.

At that time, however, there was a great lack of appreciation of
what a simulator was. Many people confused it with training
devices. And it was for that reason that, with the cooperation of the
Bureau of Public Roads and under the aegis of the Automotive Sa fety
Foundation, a conference was called last February in Santa Monica,
Calif., where many of the experts who had worked on simulation
devices in the aircraft industry and in other fields met, together with
other research workers who were not so well informed, and discussed
the potentialities of simulation; that is, broad simulation techniques,
rather than merely a true simulator. It was from that conference
that a better understanding of the role of the need, not only for true
simulation, but also for part-time simnlators, came.

In preparation for this conference, we conducted a simulation study
in Connecticut. It dealt with firemen who volunteered to go without
sleep for 24 hours, to compare their performance after the 24-hour lack
of sleep and their ability to perform these tasks prior to that. Of
course, there was a great degradation of ability in performing these
assigned tasks.

They found a conflict in the results with the use of aleohol. They
gave the aleohol in amounts that would raise the blood level to 0.05.
The volunteers did not know who received the intoxicants. We found
a great conflict there.
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Some of those who did not get any aleohol had decreased ability to
do the tasks. They convinced themselves that they were intoxicated,
shall we sayv. And some of those who got the alcohol did not show
the expected degradation of reaction. So this calls attention to the
need for precise research in that area and for not jumping to eon-
clusions.

Other tests were done.

The end result is, I believe, that the beginnings have been made in
simulation devices. And if additional research grants are provided,
the partially developed simulators can become true simulators within
a very short period of time.

Mr. Roperrs. I am glad to have that explanation, because, fankly,
to my knowledge the simulator I felt was pretty well confined to efforts,
I believe. which were under study for some time and the building of one
that could be made available and it should be made available to the
schools throughout the country and to have an adequate course in
driving education.

Those are all of the questions the Chair has. Are there any ques-
tions from the members !

Mr. Scnexck. Mr. Chairman, T would like sincerely to commend
my good friend, Secretary Ribicoff, for the splendid work he is doing
and for his excellent statement, all of which is most encouraging to
the members of thig subcommittee.

I should, also, like to thank him and to commend him for his very
effective statement off the cuff, if you please, to this very fine group
of high school students from Vera Beach.

I notice that on pages 13 and 14 of your statement, Mr. Secretary,
you referred under the caption, “Information Exchange,” to the ad-
vantage of the exchange of information, probably through your
Department, I am wondering if you could explain how the communities
could take advantage of studies made in other communities.

Secretary Risrcorr. 1 have found this, that there is a great, great
interest. sir, in this whole field of highway safety. This is a concern
of every mayor, of every Governor, and of every thinking citizen.
The press is very much interested in highway safety. Highway safety
drives are going on in all of the 50 States. Citizens and public officials
are equally concerned.

Many people are duplicating their work. Community A over a
period of years has tried a method that has either succeeded or failed
and community B decides, on its own, without ever knowing, that it is
going to use this method. It might save a lot of money and time if
it knew that past experience has indicated its success or failure.

Once the Department collates all of this information together we
will invite communities and States, mayors and Governors, etc., who
are interested in highway safety not to hesitate either to come to
Washington personally or to write to us telling us what they are inter-
ested in trying to do, asking for information; and to haye a library
established with pamphlets, with tables, with methods, with pictures,
with experience of what has been done and the results. And, there-
fore, with this clearing house in the Federal Government and accessi-
bility to it, you will find that the good methods will be adopted and
the bad methods will be rejected.

T0706—61——17
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It is something that could do an incaleulable good for every com-
munity in this country because I do not think there is a man or a
woman in America who has not directly or indirectly been affected
by an accident. Many of us have lost close relatives. The papers
each day in every community in America list the highway deaths of
pe’til})lle known to everybody else in the community.

e fantastic cost of insurance each year goes up and up and up, un-
til it gets so that it is becoming economically very, very tough to drive
a car, if you have a sense of responsibility and you want to take care
of a person who is injured. If we are not careful and do not reduce
the cost of highway accidents—if we do not eliminate the deaths, we
are going to find that the automobile, instead of being a boom, is just
a curse. An automobile is a boon, but we must make sure that we
eliminate many of these hazards.

I think, Congressman Schenck, that you have put your finger in a
very simple way on one of the most important phases of the question
of giving information to whoever wantsit. And I think that America
wants it.

I did find in my period as Governor, interested in this field, that
newspaper editors, Governors, mayors, from all over the United States,
used to come to Hartford to talk about these problems, to see what we
wanted to do, what we were trying to do, u.uri where we were success-

ful and where we had failed. There is so much interest in highway
safety that once this gets a boost from the Federal Government—once
the people in whom this committee is interested know that our Depart-
ment is available to help, I think that we would start accomplishing
some plus factors in this whole field.

Mr. Scuexck. I might say that I think the public relations people
in your Department should make sure that these various reports of
studies would go to municipal and State officials and associations of
municipal and State officials so that they may be informed as to the
availability of this information in your Department. I think this
information should be made available when you have had an oppor-
tunity to set up your library and information for them.

Secretary Risrcorr. Of course, we will always work very closely
with the National Safety Council which does an excellent job. I do
not want you to think that the Government will do the whole job.

I think much of the experimentation and research that are being
done will be available to the fullest extent possible. We would want
to continue a cooperative effort with private agencies in this field, such
as the Automotive Safety Foundation, the National Safety Council,
and other groups who are doing an excellent job in this field.

But I think that all of us coordinating our efforts would be very
helpful in this field.

Mr. Scuenck. And, perhaps, the publication of the availability of
this in the so-called trade journal would be helpful.

Secretary Risicorr. And also, the State public health officials and
our own Public Health Service officials are out among the States.
They can be making this information available to all of the State
people. In other words, our public health services, all over the
United States can be helpful. As information is developed, it will be
made available to the Governors of our States and to the municipali-
ties who I know are very anxious to do their part. I have not known
# Governor in the 50 States who is not vitally interested in this field.
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And the mayors of the cities and others are interested in the work
that is being done here. :

Mr. Scaexck. I want again to express my appreciation to Secre-
tary Ribicoff for this very effective and helpful work that he is doing.

Mr. Rocess of Florida. I, too, appreciate the statement of the
Secretary and the interest that you have in this subject which, I think,
will be shown in the work that follows.

1 have a feeling, however, that, perhaps, we could do more than act
as an information center. I realize the importance of that, but I have
the feeling, and I have been in this field and have worked with it, cer-
tainly, for some time. I know that your work has been outstanding
on this subject.

It seems to me that we really are not concentrating enough yet
on safety first in this whole problem.

I notice in your statement on page 9 where you say:

Today the Public Health Service has no facilities for conducting intra-mural
research in accident causation similar to the intra-mural research facilities
that are available to other national research centers, such as the National In-
stitutes of Health.

It seems to me that this research would be a proper thing for the
Federal Government. to do basic research on. We want to find out
what the real problems are, instead of a rather hit and miss program
as it is thus far.

I wonder what the Secretary might think about ex}mnding this
sort of program and, perhaps, developing some facilities for our doing

some research along these lines, rather than putting out a basic grant
here and there which is done in the health field. I know that you place

grants among various colleges and universities and I know that is
very effective and necessary, but I still do not think that we are taking
the leadership in getting to the core of the problem by simply saying,
“We are going to put out some pamphlets and send out some men and
have them talk a little bit about it.” I think we have to meet the
problem head on and actually do some research to solve these problems.

Here are 40,000 people who die by automobile accidents. We do
not vet have any facilities in the Federal Government to research these
pirohlems and to find out the real causes and what can be done about
them.

Secretary Riercorr. I think that you are right. First, may I say
Thave been Secretary only since January 20.

Mr. Rocers of Florida. I realize that. I realize that. I am not
criticizing you.

Secretary Risrcorr. Basically, I would say that I think you are
on the right track. Of course, to be able to do this we will have to
have some more funds, you understand.

Mr. Rocers of Florida. Yes.

Secretary Risrcorr. I think you might be interested in this list
which I have asked to be included in the record. As I run my eye
down the list on the grants, I notice that there are listed Cornell Uni-
versity, Northwestern, Harvard, Michigan State, Public Health In-
stitute, State of California, Michigan State, University of Minnesota,
University of Michigan, Wayne State University, Flight Safety
Foundation, Department of Health, Honolulu, Michigan State, New
York University, University of California-Log Angeles, International
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Association of Chiefs of Police, University of California, Columbia
University, George Washington University, et cetera. In other words,
you will be very much interested in seeing the amount of research
through these grants that we are doing.

Of course, there are many universities and many people vitally
interested in this field, and we should encourage them to do as much
as possible.

I would believe and T would hope frankly, T would want this whole
job to be done to the fullest extent possible that we can and to have
the ountside cooperation with universities and colleges that would like
to cooperate. 1 do think that there is much more that can be done on
an intramural basis, which we would like to do.

Mr. Rocers of Florida. T would not expect everything to be done
here, but in drawing an analysis in the health field, we still have our
facilities here which are developing dynamic progress. At the same
time we are carrying out all of the grants in other universities in
various fields. We have put emphasis upon that matter.

What, for instance, is the budget now for accident prevention re-
search? T think that you said $1 million was allocated in 1961. T am
wondering what the actnal budget for research is.

Dr. Crapamaxn. $1,400,000, approximately, this year. We can place
the exact figure in the record.

Mr. Rocers of Florida. Tt would be helpful to have that infor-
mation.

Dr. Craraan. We can supply the exact amount for the record.

("The information follows:)

Basic research grants in fiseal year 1961 totaled $1,482,000. Of the 33 research
projects supported in 1961, 23 deal directly with various phases of traffic aceident
research.

Mr. Rocers of Florida. We have millions and millions of dollars
being spent for research on health. We have 40,000 deaths with 4
million people injured every vear and our budget is $1.400,000, rough-
ly. T see that you have 122 people in accident prevention. You just
came on the scene, I understand. T was pointing out some of the
things that concern, and how little we have been doing does con-
cern me.

Seeretary Risrcorr. I think in all fairness, let me say this, T do
not think that yon are ever going to find the touchstone, the panacea
to solve this entire problem. In all candor you have a human factor.
And you never know what any man is going to do at any given time
under any given circumstance. There is so much that has to be
done.

There is the question of enforcement. No matter what research
you do here, if the courts will not prosecute, if the police will not
arrest and the arrested people are let out, the people are not educated.
And if you do not take the students that we had here in the room
this morning and give them good driving habits, you will lose much.
You do not take advantage of the way you build roads. After all,
with the amount of traffic, and the types of cars that you have, there
are many factors of engineering that you can put into the roads
themselves.
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There is the question of reciprocity between States, and the question
of what the Roberts bill is aiming at right now, safety devices, at least,
to minimize the severity of the injury in case of accident. There are
all of these factors.

No matter what research you do, you will always have accidents.
I think we should do everything we possibly can to minimize the
accidents. There is no easy way to solve it. I think that we would
be making a big mistake if we let people believe that there is one answer
to accident prevention. We must do everything we can to minimize
and to decrease accidents.

And as fast as these ideas come, whether they come from the States
or come from research or come from this committee, we should try
to put them into effect.

Mr. Rocers of Florida. I agree with that. Certainly, we cannot
find an answer with respect to all of it. The guestion is whether
we are doing enough basie research to find out what we should do to
try to funnel information out and make it available to those who are
interested in doing something. For instance, I think that research
on the safety factors on the cars alone, probably, could do a great
deal. Tt is starting now, I think. Like we say in this bill, this is a
right step in that direction. )

I was glad to see your statement on air pollution, which, I think,
is a very necessary thing. That action has come about from the last
Congress, because we started to assert some leadership in this par-
ticular field.

Mr. Roserts. If you will yield, I should like to have inserted 1n the
record a statement in the Sunday Star of April 16 by Secretary
Ribicoff.

(The statement follows:)

|From the Sunday Star, Apr. 16, 1961)
Rinrcory Asks Fumes CONTROL

Welfare Secretary Ribicoff wants the auto manufacturers to install devices
on new cars to cut down exhaust furmes.

If the auto industry doesn’t act voluntarily to make the device standard
equipment, Mr. Ribicoff said yesterday “then legislation to require it should be
considered.”

Mr. Ribicoff's predecessor, Arthur 8. Flemming, also had said the device
should be made standard equipment. The auto manufacturers, according to
an HEW spokesman, refused to put the device on all cars but agreed to make it
optional.

The device was put on cars to be sold in California, which has been struggling
with “smog” problems for the past 10 years. Some cars with this device have
reached Washington and buyers have paid the extra few dollars for it without
knowing that they were thus contributing to cutting down air pollution in the
Nation’s Capital.

The gadget goes by various names, such as crankcase ventilation control device
or blowby device. It diverts fumes of crankcase back into the engine to be
reburned.

It was reported that a car manufacturer reported in 1959 that crankcase
blowby is responsible for from a quarter to a third of the total pollution from
car fumes. When this report was tested in Los Angeles County and by Publie
Health Service research officials, it was found that a significant portion of
car fumes comes from this source.

_Mr. Rocers of Florida. T wanted for a minute to go into this ques-
tion. According to the statement, 122 people have been assigned to
your accident division. T notice that 34 are engaged, primarily, in
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trafic accident prevention activities. What mainly are the other per-
sonnel concerned with

Dr. Caarman. Traditionally, Public Health has been concerned
with home safety for a number of years. It was not until 195657
that they finally broke through the barrier and became interested in
traffic safety. So naturally, in relating our activities to the current
activties in the States, we are more active, or have been traditionally,
in home safety and in farm safety and in these other types of safety
activity rather than in motor vehicle safety, but the contribution we
are making, percentagewise, is growing much more rapidly in the
motor vehicle field in the last few years.

Mr. Rogers of Florida. What is your budget for these other safety
activities?

Dr. Caapmaxn. That amounts approximately to $1,300,000. We can
insert the exact amount in the record.

Mr. Rocers of Florida. If you will do so.

Dr. Caaryan. We will.

(The information referred to follows:)

For direct operations in fiscal year 1961, including $1,440,300 was allocated,

$643,400 for traffic accident prevention.
Of the 122 full-time employees, 34 are in traffic safety work.

Mr. Rocers of Florida. In other words, you are speaking about
$1,300,000 for other accident work ?

Dr. Cuapman. That is for direct operation, about one-third of which
is on motor vehicle safety activity. About two-thirds of the basic re-
search funds are spent on motor vehicle safety research. About one-
third of the funds for application is spent on the study of highway
accidents, that is, one-third of direct operation funds. Do you see
what I mean?

Mr. Rocers of Florida. Give me that again.

Dr. Caaryman. We have a research budget of $1,400,000, covering
33 projects. About 23 are directed toward highway safety research.

Mr. Rocers of Florida. Yes?

Dr. Caaryanx. We have about $1,400,000 for direct operation. Of
this amount, about one-third is spent on highway safety activity.

Mr. Rocers of Florida. What percentage of the accidents are caused
by automobiles; that is of the total accidents?

Dr. Cuarman, Motor vehicle accidents cause about 40 percent of
the deaths each year, but home accidents cause the great majority of
injuries. In other words, motor vehicle accidents tend to be more
fatal, accident for accident, than home accidents are,

Mr. Rocers of Florida. And there are about 4 million accidents, T
believe, from automobiles each year.

Dr. Caapman. There are 40,000 deaths.

Mr. Rocers of Florida. Yes.

Dr. Crapman. And a little over 4 million injuries from automobile
accidents.

Mr. Roeers of Florida. I just wanted to say that I hoped in this
study you would give some thoughts to increasing your basic research
on these problems.

I am glad that the Secretary has gone into this subject and has taken
a very vital interest in it. With 40,000 deaths a year, this is certainly
one of the major fields that needs research and leadership from the
Federal Government,
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Secretary Risrcorr. At this point, I would like to place in the
record, Congressman Roberts, the statistical summaries that would
give the answers to the questions you just asked. You will have it for
the purposes of the record.

(The document referred to follows:)

ACCIDENT PREVENTION PROGEAM—STATISTICAL SUMMARY
Director of program: Dr. Paul V. Joliet.

Organization (June 30, 1960)
Unit : Employecs
Office of Chief
Operational research
Program gervices_
National clearinghouse for poison eontrol centers

Personnel (as of June 30)

1957 1958 1961 (esti-
mated)

Paild employment__________ ... ... E 128

In District of Columbia ares_.___ 87
Outside District of Columbin area. 41

Funds (fiscal year)

[In thousands]

1957 1058 1950 1961 (esti-
mated)

Total available. ____ e = v o NTh
Appropriations. ... = 34
o R R R S N P S 34
Funds avallable for: Direct operations._.____.__.__ 318 - 1,271

Program statistics (United States; years indicated)

1856 1957 1959 (esti-
mated)

Accidental deaths:

All accidents. s e 03, 443 M, T80 95, 307 80, 350
88, 426 39, 628 38, 702 85,320
22, 935 22, 630 22, 71 23, 80D
82,082 32, 522 33,833 30, 230

Accidental deaths as percent of all deaths by age
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Estimated number of persons injured (July 1957 to June 1958)

[Numbers in thousands]

All ages | Under 5| 5to 14 \ 15t024 | 26to 44 | 451064

|
All accldents 46,919 5, 641 10, 830 7,040
Motor vehlele . 13 4,702 120 33 1,214
While at work. 8, 150 | 1 1, 464
1 Y 19, 137 3, 3 1, 311
Other and unknown 14, 930 8

Mr. Roserrs. Thank you very much.

Secretary Ripicorr. 1 agree with you again, Frankly, I have al-
ways been excited about what the Roberts committee has been doing.
I do not know whether you realize yourself the real impact and im-
portance of the work that you do here—I mean, the leadership in this
field, the nationwide leadership.

This leadership that comes out of this committee, in every phase
in the field that you have touched, in it you affect the life and the wel-
fare of practically every man, woman, and child in America, and you
may be assured of my close cooperation, working together with this
committee to try to work out an effective program in the field en-
compassed by this committee for the future welfare of all of our
people.

I do look forward in the years ahead to working very closely with
this committee.

Mr. Rogerrs. Thank you.

Mr. Nersen. Mr. Secretary, has there ever been any coordination
of some of these recommendations of these various research groups?
For example, has there ever been an attempt made to assemble an
automobile with the maximum of safety factors installed in the ma-
chine? Perhaps the Government could provide leadership by pur-
chasing some of these machines—setting a good example for the pub-
lic. Has there ever been anything like that done?

Secretary Ripicorr. No. A few years ago, I would say 1958, the
Governors’ Committee on Highway Safety of which I was chairman,
went to Detroit and talked not only to the engineers, but to the presi-
dents of all of the major automobile companies. I think it is one of
the few times that they all came together—I mean not only did we
visit the plants and the experimental yards of every major automobile
company, but we sat down with all of their top people to discuss this
problem.

They are all doing work in this field, some very interesting work.

On safety devices, I do not think that any manufacturer wants a
monopoly. He is willing to exchange his information with the other
manufacturers.

I think that they move too slowly in putting these into effect,

My feeling is this, and I would make a prediction, that when
Detroit knows that Washington means business, through the efforts
of your committee and the Congress, that much of this will never
have to get into law, that they, too, will realize the basic interest of
the people of the United States, speaking throngh you gentlemen—
my ?rediction is that when this takes place, Detroit on its own will
do this, because looking back from the standpoint of my research,
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about 10 percent of the cost of every automobile today goes into engi-
neering fl:mt-_\' frills, in the price of a car. They are the so-called
parasitic parts that are not necessary to run the automobile.

Let us say that if you take an antomobile that costs $2,500, that
amounts to $250. You take the safety factors you gent lemen are talk-
ing about; what do they cost 7 About $50, maybe, in the cost of
a car—=S850 or $60.

Once the American people know that for $50 or $60 they can get
come of these safety features, they will be willing to give up the fancy
cadgets.

Let us not kid ourselves. You have them in your car and I have
them in my car, but we get no use from them, although we pay for
them.

I think there is such a realization in the fact that Detroit has gone
into the manufacture of the small automobile. I think that once
they know that this committee means business and is going to push
these things through the Congress, you will find that they will sud-
denly realize the time has come to put these things into automobiles.
It is commonsense: it is good business. And I think that just that
awareness will bring good results. This is my prediction.

And if this takes place, I think this committee is due a lot of credit
from the people of America.

Mr. Nersex. Thatisall. Thank you.

Mr. Tromsox. I have no questions. I have enjoyed hearing the
Secretary again. I thought he sparkled when he talked to the group
from Vero Beach.

Secretary Risrcorr. I am always olad to see one of my former col-
leagues. 1am glad tosee you again, Governor Thomson.

Mr. Taomson. Thank you.

Mr. Roserrs. We are glad to have the chairman of our full com-
mittee with us today. We shall be glad to hear from him. if he has
any comments to make.

Mr. Harris. Thank you, Mr. Roberts.

Mr. Secrerary. I just want to say that T am sorry that I was other-
wise engaged and could not be here for the presentation of your state-
ment this morning. I am pleased to observe, of course, the statement
you have made regarding automobile exhaust fumes and the publicity
given it in the newspapers.

1. too, want to say that I believe that this subcommittee is deserving
of a lot of credit—the major credit—for the progress that has been
made in this field.

I know the difficulties they were having in this work when I first
became chairman of this committee; however, they have labored with
this question hard and long and have been patient, and over the years
have accomplished a great deal.

If, by installing this blowby device, some fumes can be eliminated
as has been done in California, it can be done in Pittsburgh. It can
be done in Washington.

Incidentally, when I read your statement to the press regarding ex-
haust fumes, I wondered if something could not be done to control
these fumes from our buses, as well as passenger cars.

I noticed in connection with this report that these blowby devices
can be installed at the time of manufacture for $4.50 or $5.
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If that can be done, it should be. This committee, over the years,
has emphasized that. It would prevent this condition in other places
in the United States. It would help prevent their experiencing the
same conditions now found in California.

I have been out there the last couple of years and experienced that
condition myself. I thought that it would not affect me, but before
we left, one day it hit me, too.

I think what you are doing in backing up what the committee is
trying to do is of tremendous benefit to the industry itself.

If such an instrument could be put on my car, I would prefer that
they put it on. And I imagine that most of the automobile drivers of
the country would welcome it, too.

I thank you, as chairman of the committee, for your attention to this
and the assistance you have given to the committee.

Thank you, Mr. Roberts.

Mr. Roserrs. The Chair, T am sure, expresses the sentiments of the
members of the subcommittee in thanking you for your continued
support in the work of this subcommittee.

We are always happy to have our chairman sit with us at any time.

Again I want to thank you, Mr. Secretary, for your statement and
to say we especially appreciate your support in the form of the report
on _I‘I.R. 1341 and your offer of support to the committee in its
activities,

We appreciate it very much, and the information you have given
and the time you have given to the work before the committee.

Secretary Rmrcorr. Thank you. It was a pleasure to be here, Mr.
Chairman. May I say that I am as close to you as the telephone in
case there is any question in your mind, Mr. Chairman, or the
committee’s.

As I said, before the chairman of the full committee came in, from
my know]mige of the Department, the various problems that funnel
through this whole committee in various phases, they are some of the
most important and weighty for the internal progress and well-being
of our Nation. And that is why I am so thrilled to be working to-
gether with a group of people so interested, because I think with
coo,}ret‘:ttion between the Congress and the executive branch in this
field, much good can be accomplished for all of our people, not only
back in your own districts, but the people in the entire Nation.

And keep this in mind, that it might be very interesting to know
that when you talk about the problems of highway traflic and the
Eroblgm_s of safety, while the record in the United States may be

ad, it is still much better than the record of any other nation in
the world. You will find that what you do here will not only have
an impact in the United States, but will be followed by every nation
in the world. During the period that I was working in this field
in Connecticut I was also visited and received inquiries from foreign
nations and representatives of the press from all over the world, who
are deeply concerned. The lead that this committee will be takin
not only will be one for the people of the United States, but you wi
find that all over the worlt{) people will be beating a path to your
door to find out what you are doing, So, therefore, you are really
affecting the health of the people and the future people all over the
world, as well as thosein the United States.
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Mr. Roserrs. 1 might say, going back to the effect that this com-
mittee has had in the safety picture, we have been all over this countr:
studying this problem. I have had wonderful help from my col-
Jeagues on this committee. I believe that one of the forward steps
which has been taken by this industry goes back to the hearing on
H.R. 1341 when the industry pledged itself to so manufacture their
cars that seat belts could be attached at a very small cost, that is, in
all the 1962 models. The cars will be manufactured so that these
belts can be placed on them at a very small cost.

I might say, too, that last Thursday afternoon I was advised to
be present at the General Federation of Women's Clubs consisting of,
I believe, 16,000 clubs and 514 million women, who are going to try
to get safety belts on as many cars as they possibly can. And this,
too, is being sponsored, I think, by the Automobile Manufacturers
Association, NADA, and the Auto Industries Highway Safety Com-
mittee, Ine.

I think we had a great deal to do with getting this.

Again, I want to thank you for your appearance here today.

Secretary Risrcorr. Thank you again.

Mr. Roperts. Our next witness is Mr. John L. Moore, Adminis-
trator of the General Services Administration. We are always hap-
py to have you before the committee.

STATEMENT OF JOHN L MOORE, ADMINISTRATOR, GENERAL
SERVICES ADMINISTRATION; ACCOMPANIED BY J. W. FLATLEY,
ASSISTANT COMMISSIONER, OFFICE OF PROPERTY MANAGE-
MENT; S. 0. FARRIS, DEPUTY COMMISSIONER, MOTOR EQUIP-
MENT; AND A. C. McKINNEY, JR., INDUSTRIAL SUPPLIES AND
EQUIPMENT BRANCH CHIEF, NATIONAL BUYING DIVISION,
FEDERAL SUPPLIES SERVICE, GENERAL SERVICES ADMINISTRA-

TION

Mr. Moogre. Mr. Chairman and gentlemen, I have with me three gen-
tlemen, Mr. Flatley, Mr. Farris, and Mr. McKinney, Jr.; I am not
ex\}eriuncccl on the subject of safety as was the Secretary who pre-
ceded me. I have a general statement which is not too lengthy and I
shall endeavor to go through that as rapidly as possible.

I am John L. Moore, Administrator of General Services. I am
here today at your request to discuss with you and your subcommittee
the Federal Government’s responsibility in protecting persons and
property in interstate commerce from highway accidents. You have
asked that I give you the benefit of my views as to what the Federal
Government, and specifically, General Services Administration, can
and should do to prevent such accidents.

First, let me say that I welcome the opportunity you have afforded
me to discuss with you ways and means of combating the tragic
toll of highway traffic deaths and injuries.

Second, I wish to take this means of expressing my appreciation
for the interest you and your subcommittee are taking in protecting
persons and property from highway accidents and the painstaking
study you have been making of highway safety problems. As Admin-
istrator of General Services, I want you to know that I share this
interest and concern with you and assure you of my full cooperation.
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Third, Mr. Chairman, T would like, at this point, to make a brief
comment with respect to your bill, H.R. 1341, to require passenger-
carrying motor vehicles purchased for use by the Federal Govern-
ment to meet certain safety standards.

On March 28, 1961, we submitted a report on this bill to the chair-
man of the House Committee on Interstate and Foreign Commerce.
We took the position that enactment of such legislation would not be
necessary since the General Services Administration already has tech-
nical authority to prescribe motor vehicle procurement standards.
With your permission, Mr. Chairman, we wish, at this time, to submit
a revised report on H.R. 1341. In view of the fact that there may
be a beneficial effect from the enactment of legislation which would
clearly define the responsibility of establishing requirements for safety
devices to be installed in motor vehicles sold to the Federal Govern-
ment, General Services Administration would have no ol ijection to
the enactment of H.R. 1341 if the bill were amended by striking
the words “Secretary of Commerce” in lines 7 and 10 on page 1 and
inserting in lieu thereof the words “Administrator of General
Services.”

The reason we have asked for that specific change—and this I
understand has been completely agreed upon by the Department of
Commerce and the Department of Health, Educat ion, and Welfare—
is that there should be only one agency within the Government pre-
seribing these standards and specifications for the purchase of vehicles.

There is another matter in relation to the change of the statutory
limitation as to the amount of money that we can spend for automo-
biles and station wagons. And if someone else were rescribing
safety regulations we might not be able to comply with those stand-
ards because of the lack of funds.

As you know, the General Services Administration establishes pro-
curement standards for motor vehicles purchased for use by the execu-
tive branch of the Government, which standards must be observed
by other branches of the Government as well. In doing so we have
continually kept safety in mind as one of the major objectives of the
procurement standards. We are, of course, limited to those safety
accessories which the manufacturers provide as standard optional
equipment, since the Government’s purchase of approximately 10,000
passenger cars per year represents only about 0.2 percent of the
new passenger car sales in the United States. The present procure-
ment standards require that each passenger car sold to the Federal
Government has safety glass; dual constant speed windshield wipers;
ash trays: horn ring or bar; dual horns, two sun visors: windshield
washers; fresh air heater and defroster: turn signals; inside rearview
mirror of the elare-reducing type: and an outside rearview mirror.
Furthermore, T am happy to advise you and the members of the sub-
committee that we are now adding a requirement for seat belt anchors,
front and rear, to the procurement standards for passenger vehicles.
Optional accessories which the requesting agencies may order include
seat belts; nylon tires, where the service requirements justify their
use; and in the case of law enforcement vehicles, engines of greater
horsepower; padded visors and dashboard; special tires and tubes:
flasher lights; and power steering and brakes.
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So far, with the exception of law enforcement vehicles, we have been
able to procure vehicles within the present statutory price limitation
of $1.500 for passenger cars and $1,950 for station wagons equipped
with such added accessory items as the agencies have requested. Gen-
erally, the law enforcement agencies are permitted to exceed the price
limitation for the estimate cost of certain optional items. However,
under the existing price limitation, there is very little latitude for add-
ing other safety devices. As such items are proven, the General Servy-
ices Administration will take action to include them in the standards
and to request sufficient change in the maximum price limitation to
permit their purchase. These actions must, of course, be concurrent to
preclude the standards requiring items which cannot be obtained
within the price limitation.

In developing motor vehicle procurement standards we utilize the
standards of the American Standards Association; the Society of Au-
tomotive Engineers; the American Society of Testing Materials; and
the available research findings of the Bureau of Standards and the
Ordnance Tank Automotive Command of the Department of the
Army. We also solicit the advice of the other Government agencies
and of the vehicle manufacturers. As you know, Executive Order
10898, dated December 2, 1960, established the Interdepartmental
Highway Safety Board, which, we understand, is now becoming
operative. In the future in developing standards we will seek the
advice and counsel of this Board. :

During the past 20 years there has been considerable progress in the
area of traffic safety. This is borne out by the National Safety Coun-
cil’s statistics which reflect that in 1941 there were 34,894,000 ve-
hicles registered in the United States. These vehicles operated 334
billion miles and killed 39,869 people—which is a death rate of 12
for each 100 million miles of operation. In 1960 there were 73,000,000
vehicles registered. They operated 700 billion miles and the motor
vehicle accident deaths were 38,200—a death frequency rate of 5.3
for each 100 million miles of operation, a decrease in the death rate
in excess of 50 percent. Admittedly, this is still a gruesome record
and every effort possible must be made to prevent the loss of life and
bodily injury resulting from traffic accidents. This frequently reduc-
tion has come chiefly from improved highways, improved equipment,
and improved law enforcement. During this 20-year period very little
concerted effort has been expended toward improving the skill of the
driver. In General Services Administration, we have developed an
Operator’s Handbook and also a 10-hour training course for our
motor vehicle operators. This course in its entirety, or modified to
meet, local conditions, has been given to each GSA driver. On March
94, 1961, GSA Circenlar 234 advised the heads of Federal agencies of
the availability of the handbook and also of the availability of In-
structor’s Guidelines for the 10-hour training course. I have 2 copy
of each which I would like to submit for the record. It is GSA’s opin-
jon that the next major advancement that must be made in reducing
traffic accidents and traffic fatalities is to improve the defensive driv-
ing skill of not only the Federal vehicle driver, but of all people driv-
ing motor vehicles, To this end, we believe that I‘(.‘S(‘:‘LI'Clll allrmg the
human engineering lines must be expedited and emphasized to the
full extent practicable.
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In concluding my prepared statement, Mr. Chairman, I should
like to introduce the following members of my staff who have accom-
panied me for the purpose of furnishing any additional information
you or members of your subcommittee may desire or answering any
questions you may wish to ask.

I certainly agree with the statement of the Secretary of Health,
Education, and Welfare, who preceded me, that in matters of research
in this field, we in General Services Administration have no research
funds for this purpose, for the purpose of safety, and we will be glad
to assist and cooperate with other agencies engaged in research to the
fullest extent possible.

As I said earlier, we are in full sympathy with the intent of the
committee. We certainly wish to do everything that we can do to
improve the safety of driving on the highways, relieving the painful
and horrible accidents which are taking place today.

I, and the gentlemen who are with me, will be glad to answer any

uestions possible, and I shall submit, if it meets with your pleasure,
this report for the record.

Mr. Roserrs. That may be done. It will be made a part of the
record, without objection.

Thank you, Mr. Moore. T realize that this is a new field. Of course,
I am not asking you to accept the responsibility or to rationalize this
action, but what we are trying to do here is to set up a policy. The
policy is for the Federal Government to protect its employees, and
also, incidentally, to give the Federal Government leadership in the
field of safety devices. This is the type of leadership in aviation
safety, in food and drugs, and in the inspection of meat, in railroad
safety, and in maritime safety.

It will give the people of this country something to pattern after;
therefore it will save many lives and avoid many injuries.

I realize there is a little difference of opinion to the procedure to
be followed. The General Services Administration is a procurement
agency and naturally feels that it must purchase cars from the in-
dustry for the use of various employees of your Department and
other Departments and agencies.

Do you have any sort of technical setup, such as the Bureau of
Standards, for testing devices and equipment? Do you have such a
group in General Services Administration ?

Mr. Moore. 1 will let Mr. Flatley answer that.

Mr. Frarrey. I am one of Mr. Moore's assistants. We have a
Standards Division that is responsible for the promulgation of Fed-
eral specifications under Mr. Moore’s direction. We work coopera-
tively with all agencies of Government, more particularly with the
Bureau of Standards in this specific area.

Mr. Roserts. Is it not true that, as a rule, you adopt standards that
have already been passed on by groups such as the Society of Auto-
motive Engineers?

Mr. Frariey. We serve as the coordinating agency. In order to
arrive at a uniform position for the Federal Government, and under
Mr. Moore’s jurisdiction, we promulgate those standards. We have
no research facilities as such within General Services Administration.

Mr. Roserts. That is the point I wanted to make. Actually what
we are seeking to do here is to find out what devices are lifesaving
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and what devices can be used that have been proved through testing
should be on these automobiles. \

There is one statement you made, Mr. Moore, In your prepared
statement, on page 3, where you say :

There is very little latitude for adding other safety devices.

That follows the gist of the views you have given the committea
as being true with specifications. D

Mr. Frarrey. Under that particular statement, that was pointing
up the present statutory limitations. We are presently paying on the
order of $1,495 for vehicles, and we only have a spread there of $5. We
can, of course, appeal to the Congress to get that raised, if people
like the Department of Health, Education, and Welfare recommend
new standards to us.

Mr. Mooge. It would seem to me, Mr. Roberts, that if we had a
recommendation from some of the other agencies that would be accept-
able to the Congress, then this would give us an op ortunity to have
the ceiling raised. And as has been stated by Mr. Flatley, there is a
85 leeway which would mean that we could not provide very much
in the way of any safety devices for any purposes whatsoever.

Mr. Roserrs. That is correct. There is the fact that many of these
devices can be made at the same cost as those presently on the cars;
in other words, a safety-type lock would not require any more steel,
Qpefrhnps, than one that is being used at the present time that is not
safe.

The same would be true with reference to the steering wheel that
presently is felt to be unsafe by some people who work in research
fields. It would require, perhaps, no more cost or costly material to
build a safety-type steering wheel.

That would not apply to things like crash padding and other devices
that may have to be put on and have to be incorporated in the cars.

Mr. Scuenck. Would you yield there for a question along the line
of the other feature?

Mr. RoBerTs, Yes.

Mr. Scuexck. I am wondering if Mr. Moore would suggest that
the ceiling be raised universally across the board, or whether some pro-
vision be made to pay for the additional safety equipment which is
approved.

Mr. Moore. Well, I would believe that it would need to be raised
across the board, because if we standardize it for all of the agencies,
we would need to have an across-the-board raise.

Mr. ScueNck. Thank you.

Mr. Harris. Who establishes the ceiling at present ?

Mr. Mooze. It is statutory—by Congress.

Mr. Frariey. The Appropriations Committee has always taken the
leadership in establishing it in that particular area. For over 20 years,
the Congress has established the statutory price on passenger-carry-
ing vehicles. It is the only item of supply on which there 1s a statu-
tory limitation.

Mr. Hagrris. What is the statutory limitation, or ceiling?

_ Mr. Moore. On passenger cars, it 1s $1,500, and on station wagons,
1t 1s $1,950. ‘

Mr. Hagris. What kind of passenger car do you get for $1,500?
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Mr. Frarmey. We get the standard six-cylinder Ford, Chevrolet,
and Plymouth. TFor the past 6 months, Plymouth is the only one of
the Big Three that has been bidding to us. But Rambler and Stude-
baker have been successful bidders within the past 3 months.

Mr. Harris. Do you get a special factory price ?

Mr. Framiey. Yes,sir. We buy all of our vehicles f.0.b. factory.

Mr. Harris. Who establishes the standard equipment which you
have indicated here?

Mr. Fratey. General Services Administration establishes the
standard specifications for the invitations to bid under which we buy
this equipment.

Mr. Harris. Asanexample, why have dual horns?

Mr. Frarrey. I will let Mr. Farris tell you about that from the
technical angle.

Mr. Farris. To get a signal which can be heard, to improve the
quality and the loudness of the signal. Horns are not of very much
value unless the person you are blowing it at can hear it.

Mr. Harris. '\{-'hy have more than one horn? You do not have to
have more than one.

Mr. Farris. That is right.

Mr. Harris. Has it been determined that it is necessary to have dual
horns for the other man to hear?

Mr. Farris. That, sir, I cannot answer for a certainty.

Mr. Harris. I have always wondered why it is necessary. I have
them on my car and most all cars have them. It is what the manu-
facturers put on. As a matter of fact, I have a 1959 Buick automobile
that has three cigarette lightersin it. I did not ask for them. Why are
they on there? What is the purpose? I had to pay for all three of
them—it was standard equipment on the car,

Mr. Moogre. I think that the General Services Administration would
certainly agree, sir, that many of these items such as the three cigarette
lighters could be replaced by some safety devices that we ought to be
happy about having.

i find that my car has, I think, two or three cigarette lighters, and I
have no occasion to use them.

Mr. Harris. These standards are not statutory. That is what I
am trying to get at. You say that you have a statutory limitation on
the amount you can pay, but you do not have statutory standards for
equipment.

Mr. Fratey. That is correct, Mr. Chairman.

Mr. Moore. We could, within the money available, change the spe-
cifieations to obtain some new device other than the one that is down
there.

Mr. Harris. Supposing that the State Department would say to
you, “We do not want our cars with dual horns.” Could you over-
ride them and say, “You have to have them™?

Mr. Moore. We probably would not.

Mr. FrarLey. The manufacturer would charge us additional money
if we changed any of the present standards, Mr. Chairman. Every
agency of Government has its own likes and dislikes, of course, but
within the standards that are presently established, each agency of
Government must accept those. They can appeal, and if they have
good and substantial reasons, we will grant individual exceptions on
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individual procurements, but they are intended to be standards that
work across the board and have, in effect, compulsory compliance.

Mr. Harris. In other words, then, if you were to decide to require as
standard equipment safety items that would be provided in this bill,
then you could require that and negotiate with the manufacturers
accordingly? Isthatnotcorrect?

Mr. Fratrey. That is exactly correct.

Mr. Moore. Did you say it would cost additional money ?

Mr, Frareey. It will.

Mr. Harrss. Is it possible that you could leave off some things and
ask for other things?

Mr. FraTrey. That is correct.

Mr. Harris. Would that not be within the ceiling ?

Mr. Fraruey. That is within the Appropriations Committee’s juris-
diction.

Mr. Hagrris, They are not a legislative committee,

Mr. FrarLey. They have always had this particular rider in the
Independent Offices bill.

- B{ir. Harrts. I imagine that the limitation was for the use of the
unds.

Mr. Frarrey. It isspecific. Previously it appeared in the Treasury-
Post. Office when Fct]lerzl] Services was a constituent part of the
Treasury Department. It has been a rider to the authority since
the Treasury Procurement Diyision, back some 20-odd years ago,
carried over into General Services Administration its appropriation
authority and is applicable to all appropriations of the }}overnment,
even including the military.

Mr. Harris. Do you use the Bureau of Standards?

Mr. Fratiey. Yes, sir. We use every facility of Government, in-
cluding Ordnance Tank Research.

Mr. Harris. The Bureau of Standards is available to any other
Federal agency.

Mr. Frarcey. Yes, sir. We were delighted to hear Secretary
Ribicoff stress this particular part of that. We work, very, very co-
operatively with all of the activities, including the Department of
Health, Education, and Welfare.

Mr. Harris. Thank you, Mr. Roberts.

Mr. Roperrs. Thank you, Mr. Harris.

Mr. Scaenck. I have no more questions.

Mr. Roeerts. Mr. Rogers?

Mr. Rocers of Florida. I have a question of two. Who is actually
involved in deciding what standards will be set, so far as the Gen-
eral Services Administration is concerned? What group within
your agency decides this?

Mr. Frariey. The Standardization Division.

Mr. Rocers of Florida. How many people are involved in that?

Mr. Frameey. We have 118 people in that particular Division.

Mr. Rocers of Florida. Anc met. is their competency on this?

Are they engineers?
i g - . m . ~
Mr. Frariey. Yes, sir. They are all engineers. They work co-
operatively with every agency of Government, both big business and
little business—all of the trade associations, and all of the standards
associations.

70706—61——18
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Mr. Rocers of Florida. If you have no research program, although:
you have the benefit, you say, of the American Standards Association,
the Society for Automotive Engineers, and these various other organ-
izations that you list, including the Bureau of Standards, who makes
the decision as to which recommendation will be accepted?

Mr. FratLey. We resolve it in committee conference. We have a
membership made of technicians from all parts of Government. We
resolve this and recommend to Mr. Moore the promulgation of the
specific standards. It becomes mandatory when it is promulgated by
Mr. Moore for the Federal establishment.

Mr. Roperrs. How long have you had this authority ?

Mr. Frariey. This authority is in Public Law 152, under which
the General Services Administration was created. What we call 152
of the 81st Congress.

Mr. Roperts. Of the 81st Congress?

Mr. Fratrey. Yes,sir. That hasbeen for 10 years.

Mr. Roperts. Ten years ago?

Mr. Fratiey. Yes,sir.

Mr. Roeerts. You have, so far as I ean tell, from the testimony,
never made any recommendations of a safety-type lock to be installed
on Government cars, have you?

Mr. Frateey. No, sir; we have not.

Mr. Roserts. Nor have you advocated the elimination of projec-
tions on the cars, have you?

Mr. FraTrey. No, sir.

Mr. Roserrs. Nor have you asked for the elimination of other
interior design features or such matters as sharp-pointed bumpers?

Mr. Frariey. No, sir.  'We have not, although we have watched
with a great deal of interest, both the experiments in the Department
of Health, Education, and Welfare as well as the AAA’s and the
recommendations of the American Medical Association. We are
interested by standards, if T may put it that way, to resolve the rec-
ommendations of the parties at interest.

Mr. Rocers of Florida. Would it be easier for you to let an agency
which has research facilities set the standards which you would apply
in purchasing?

Mr. Frateey. If I may put it this way, we would prefer to have
them do the research and then come to us with the recommendations
that we could resolve with all of the interested parties in the Federal
establishment, including this committee.

Mr. Rocers of Florida. You discussed the changeover to the General
Services Administration and that concerned me. When we look at
the Department of Health, Edueation, and Welfare, we find that they
do some research. When we look at the Department of Commerce we
find that they do some research. Yet here is the General Services Ad-
ministration that has no research, and they do the purchasing.

Mr. Fratrey. The reason for that, Mr. Rogers, is that General
Services Administration buys all of the passenger cars for all of the
executive agencies.

In addition to that, we establish the purchase standards. And we
think that we can be much more effective with our organic authority
in this area to produce the results that the committee is interested in.

Mr. Rocers of Florida. That is one of the things which concerns me.
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I wonder in my own mind whether it is advisable to have the people
who do research, and coordinate research, unable to decide on its use.

That is the point I want to raise. Why should another group have
to come in and go over the whole thing and decide whether it should
be used or not?

Mr. Frarrey. I think that we are in almost the same parallel case
as Governor Ribicoff pointed out in your informational area. You
have got to marry a lot of people and a lot of ideas. .

The research people have to be aware of the practicalities of taking
a recommendation based purely on research as related to both pro-
duction and use. For example, the research people may or may not
have contacts with safety people. They may not have contacts with
people engaged in driver training.

We hit every segment of this in our coordination of the entire
problem. That is the reason we have recommended this to the
committee,

Mr. Rocers of Florida. You have experts in each of these fields?

Mr. FrarLey. Yes.

Mr. Rocers of Florida. Who are working in this division that co-
ordinates everything?

Mr. Frateey. That is correct.

Mr. Rocers of Florida. And they are on your-own staff ?

Mr. Fratey. That is right.

Mr. Rocers of Florida. Thank you.

Mr. Roserts. Thank you again. I have just one short question
and I will be through with my examination.

In the fourth paragraph of the letter sent to this committee by the
Administrator, dated April 14, 1961, it isstated :

In determining safety devices which should be added to the procurement
standards, the General Services Administration will seek the recommendations
of the Interdepartmental Highway Safety Board, established by Executive
Order 10898, dated December 2, 1960, and which, it is understood, is now becom-
ing operative.

Would you think that by waiting to receive the recommendations
from this Board, which is really just getting started, that it would not
serve to delay in getting safety devices on Government automobiles?

Mr. Moore. I am not too familiar with the Interdepartmental
Board. I will ask Mr. Farris to answer. :

Mr. Roeerts. I will tell you that the Chair has the same trouble.
I have not really found out much about it.

Mr. Farrs. I do not believe that it will delay, but as the Interde-
partmental Highway Safety Board becomes operative I think it can
render an assistance to General Services Administration in helping to
determine which safety items should be added to the specifications
and standards, sir.

Mr. Rogerts. Do you know where the personnel of the Board will
be obtained. Is it anadvisory group?

Mr. Farnrs. It is an advisory group, sir. The personnel will come
from the member agencies.

Mr. Roserts. Will there be members from the general public on this
Board ?

Mr. Farris. Not on this Board. They are members on the general
board—on the President’s Committee for Traffic Safety, which is a
consultant to this Board.




258 MOTOR VEHICLE SAFETY STANDARDS

Mr. Moore. The Secretary of Commerce is on this Board, so it is
handled through the Bureau of Standards.

Mr. Roperrs. In Government cireles, does Commerce have the only
membership on this?

Mr. Farris. The Board is composed only of Government agencies.
The Secretary of Commerce is designated as the Chairman of the
Board. Membership on the Board includes both the Secretary of
Health, Education, and Welfare, the Postmaster General, the Admin-
istrator of General Services Administration, the head of the Inter-
state Commerce Commission, and some others.

Mr. Roserts So, it is in all respects at that level ?

Mr. Farris. The agency head level.

Mr. Rorerrs. Do you know if there are any research activities that
will be carried on by the Board, will it be limited pretty well to policy-
making ?

Mr. Farris. I do not believe that the Board would carry on any
vesearch activities as such, but I think the Board could properly
recommend that certain items be the subject of research and testin
by the Bureau of Standards, or by any of the Federal agencies which
have research facilities, or could recommend that certain research
activities be instituted under contract.

Mr. Roperrs. Do you agree that it is rather difficult to know what
the action of the Board will be at this point ?

Mr. Fagris. Yes, sir.

Mr. Scaexck. If you will permit me to make an observation there?

Mr. Roeerts. Yes.

Mr. Scaexck. I do not imagine that the Secretary of Commerce,

the Secretary of Health, Education, and Welfare, personally sit on
this Board. They no doubt delegate that to somebody. And the

Board, probably, means very little.

Mr. Roperrs. Thank you.

Mr. Rocers of Florida. I hope that you would not hold up any of
your consideration waiting on the formation of that particular Board.
It seems to me that there are enough agencies to give your informa-
tion on safety features which could be acted upon now, since this Board
will not conduct research itself. It will act in the capacity that you
are now acting.

Mr. Roperts. Thank you and the gentlemen who have accompanied
you here to the hearing.

Mr. Moore. I thank you.

Mr. Roserrs. Mr. Whitton is our next witness. Would it be con-
venient for you to come tomorrow ?

Mr. Warrrox. Mr. Chairman, I have to go before the Appropria-
tions Committee tomorrow at 10 o’clock.

Mr. Rogerts. We could possibly get to you this afternoon if we get
permission tosit. How long do you think you will be with the Appro-
priations Committee tomorrow ?

Mr. Warrrox. It is rather difficult for me to say, Mr. Roberts, T
expect that it will be for an hour or an hour and a half.

Mr. Roeerts. If T can get permission to sit this afternoon, T will
convey that information to the clerk of the committee, Mr. William-
son, and if you will keep in touch with him, we will meet at 2 o'clock.

Mr. Warrrox. Thank you.
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Mr. Roserts. We will recess at this time to reconvene at 2 o’clock

this afternoon. _
(Whereupon, at 12:10 p.m. the subcommittee recessed to reconvene

at 2 p.m. the same day.)
AFTERNOON SESSION

Mr. Roperrs. We will come to order.

This afternoon our witness is Mr. Rex M. Whitton, Federal High-
way Administrator, Bureau of Public Roads, U.S. Department of
Commerce. Will you identify the gentlemen.

Mr. Warrron. On my right is Mr. E. H. Holmes, Assistant Com-
missioner for Research; and on my left is Mr. Charles Prisk, Special
Assistant on Highway Safety.

Mr. Roeerts. We are certainly glad to have you, gentlemen. Mr.
Whitton, you may proceed.

STATEMENT OF REX M. WHITTON, FEDERAL HIGHWAY ADMIN-
ISTRATOR, BUREAU OF PUBLIC ROADS, U.S. DEPARTMENT OF
COMMERCE; ACCOMPANIED BY E. H. HOLMES, ASSISTANT COM-
MISSIONER FOR RESEARCH, AND CHARLES PRISK, SPECIAL
ASSISTANT ON HIGHWAY SAFETY

Mr. Warrron. Mr. Chairman, I am happy to have this opportunity
to be with you. I, like some of the others that have testified, am rather
new here, having come to Washington in this position the 19th of
January, but I do not think of myself as new in the field of highway

safety.

For 10 years prior to my coming here I was chief engineer of the
Missouri Highway Department, and for 15 years prior to that I was
engineer of maintenance for the Missouri Highway Department. And
in both of those positions I was vitally interested in highway safety.

We claim credit in Missouri for having initiated the safe driving
speed you find posted on curves: those signs that tell you what the
safe speed is for the particular curve.

I, also, was a member of the first committee that tried to standardize
npl-lpassing zones. You may recall that we used to have all kinds of
different types of markings for no-passing zones.

So we have followed highway safety in the use of no-passing lines
and pavement edge lines and many types of signing and many im-
provements of traffic control devices through the years, including re-
flectorizing of signs and pavement lines. We are deeply interested in
highway safety and have been for 25 or more years.

So, again, I am happy to have the opportunity of speaking to you
today and that you and your committee are taking such a deep in-
terest in highway safety.

Mr. Roperts, May I say that we are delighted to have someone with
the background and experience that you have; and certainly in the
items that you mentioned which have made a contribution to the sub-
ject of highway safety.

Mr. Warrron. We have been asked to set forth in some detail the
responsibilities and functions of the Bureau of Public Roads, U.S.
Department of Commerce, in the field of highway safety.
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I have a prepared statement covering these matters. It also at-
tempts to define the working relationship that the Bureau has with
others engaged in this field, both governmental and private, and to
evaluate the real effects of these efforts to achieve highway safety.

The primary task of the Bureau of Public Roads is, and has been
for more than four decades, to develop an adequate highway transpor-
tation system for the Nation, working cooperatively with the States.
Highways are built to serve their users am‘ the total welfare—for no
other reason. The service to users and to the total welfare is adequate
only when highway transportation is both eflicient and safe.

Because traffic accidents are prominent among the inadequacies in
highway transportation, the Bureau of Public Roads is sensitive to
its specific and implied responsibilities in highway safety.

T}m Offic> of Road Inquiry, created by an act of Congress dated
March 3, 1893, was the forerunner of the Bureau of Public Roads, and
a look at that early legislation shows that that agency was created
largely to make inquiries and investigations of the systems of road
management and roadbuilding and to assist college and experiment
stations in disseminating this information.

From this beginning, highway research, testing and investigative
responsibilities have grown to the scale envisioned by the current stat-
utory authority which reads:

The Secretary is authorized in his discretion to engage in research on all
phases of highway construction, modernization, development, design, mainte-
nance, safety, financing, and traffic eonditions * * *,

From this it will be evident that research into highway safety is a
specific obligation of the Department and the Bureau of Public Roads.

cause the national roadbuilding program is a huge administrative
and physical task, and is itself immediately related to the safety of
highway travel, the research program of the Bureau of Public Roads
in safety has been largely highway oriented.

For this reason, some fail to realize that Public Roads has been
active on research projects of immediate concern to safety for more
than a generation. An abbreviated review of some of the typical
safety researches conducted during this period was presented to the
1958 Williamsburg Conference on Highway Safety Research, which
attracted distinguished scientists from many disciplines, and can be
made available with this statement, if desired.

These researches have not been approached solely from the highway
engineering viewpoint, but they have been aimed at the solution of
those difficult, practical problems of a dynamic operating system that
must be understood if we are to improve traffic safety.

Research in the Bureau of Public Roads today is more attentive than
ever to safety needs. Most projects are performed in the realistic en-
vironment. of the vehicle-driver-highway situation, and incorporate
knowledge and techniques from disciplines other than engineering
wherever this is appropriate. Study of traffic accident data alone is
not. altogether satisfactory as a basis for improving highway safety
because traflic accidents are a rare rather than a common occurrence,

This is shown by experience. There are 20 million miles of driving
for every traffic fatality, or some 2,000 years of driving for the aver-
age motorist. For this reason, the Burean of Public Roads has been
engaged continuously in study of driver habits and behavior since the
mj§11930’s, as well as of accident cireumstances themselves.
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The literature of scientific journals in the highway field is gener-
ously marked with the evidence of these contributions to safer
highway design and operating practices, all of them keyed to the
capabilities and characteristics of persons and vehicles that use the
highway.

It will not hurt to repeat that controlled access highways of modern
design have only one-third the fatalities and one-half the accidents
of highways of the type being built a few years ago. That means that
this control of the right of people to come onto the highway has
dramatically cut accidents. That one feature, and the other key
feature of the divided lane pavement makes a greater contribution
to highway safety in the saving of lives and accidents than any other
two features, in my judgment. These features are something we must
never give up by pressure or otherwise from our highway standards.

Accident cost research being conducted cooperatively with the States
will provide a more valid basis than ever before for measuring the
effectiveness of the many approaches to traflic safety.

Much has been said of the highway safety research funetion in the
Bureau of Public Roads because research is the most effective way to
achieve still greater safety progress with minimum cost and resistance
from the public and officials alike. This year’s research program
includes highway safety projects and projects with strong overtones of
safety that are being conducted or supported by Public Roads. While
the Bureau is spending $456,000 of administrative funds on such
projects, it is providing technical guidance and coordination through
its cooperative approach to research efforts with a projected cost
totaling $2.5 million.

It is logical that the Federal Government support a broad, co-
ordinated program of highway safety research. An inventory of the
Federal effort reported to the Congress in 1959 by the Secretary of
Commerce in “The Federal Role in Highway Safety” indicated that
safety research was limited indeed, when compared with the traffic
needs. It was stated then that even a slight reduction in total traffic
accident losses would justify a substantial research expenditure,

The future of highway safety research depends not only upon the
men of talent, skill, and knowledge working in Public Roads or else-
where in the Federal Government, but upon those with official respon-
sibility at all levels of Government, upon researchers at universities,
and others in private organizations.

The Bureau of Public Roads program is tailored to this desirable
pattern of cooperation. Excellent relations have been built with other
researchers, with public officials having traffic safety responsibility,
with the highly ilulaort.ant auto industry, and with the many repre-
sentatives of the public who are able and ready to back an accelerated
safety research program, and to implement its findings.

Moving to another area, the Bureau of Public Roads has been the
rincipal Federal agency participant in the several Presidential con-
erences on highway safety.

I attended that first meeting in 1946, and since that year, Public
Roads has been stafling the general headquarters operation and ad-
ministering those funds (now $150,000 annually) specifically desig-
nated for advancing the President’s action program in traffic safety.
The President’s Committee for Traffic Safety has no Federal officials
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among its membership, but its working body, the Advisory Council,
has two top officials of Public Roads on its roster.

Other Public Roads personnel participate actively in key positions
on technical committees to improve the effectiveness of the President’s
Committee’s work in conferences for legislators, educators, research
scientists, and laymen, to update technical recommendations of the
action program, and to plan with others the long-range objectives and
programs of the Committee.

From the funds available for support of the President’s action pro-
gram, the Bureau of Public Roads established and supports a traflic
safety research correlation service at the National Safety Council,
contributed to a series of training conferences for traffic court judges
arranged by the American Bar Association, assisted the American
Association of Motor Vehicle Administrators in their program to
encourage more widespread adoption of uniform traffic laws among
the States, and sponsored research at Northwestern University Traffic
Institute to determine desirable practices in traffic law enforcement.

Pursuant to Public Law 86-660, the Bureau of Public Roads has
just organized a Driver Register Service which will permit State
motor vehicle authorities to check with a central file and avoid the
inadvertent licensing of any applicant for an operator’s permit when
that individual’s privilege to ({;:ive has been withdrawn or revoked

because of driving while intoxicated or involvement in a fatal accident.

This new program has been favorably received already by nearly
half the States. Public Roads anticipates that, in addition to its pri-
mary objective, the Driver Register Service program may also be an

influence for more uniform driver license administration, which itself
would be a powerful force for safety.

Bureau of Public Roads personnel are continually in demand for
participation in safety activities of national associations and organ-
1zations, To the extent that the workload permits effective service
to undertakings of major significance to saéut.y, these opportunities
are accepted,

Illustrative of these is a top official of Public Roads who serves as
Viee President for Traffic in the federally chartered National Safety
Council, and another who serves as a member of the Executive Com-
mittee of the Council’s Traffic Conference, the principal policymaking
body on traflic safety.

In another instance, a Public Roads official is chairman of the Na-
tional Joint Committee on Uniform Traffic Control Devices, a safety
standards group representing all government levels and interests con-
cerned with uniform and effective traffic signs, signals, markings, and
similar safety devices.

In cooperation with representatives of the automotive industry,
State motor vehicle administrators, traffic engineers, and others com-

tent in the scientific community, including human factors special-
1sts, Public Roads has also been studying means for improving inter-
vehicular communications systems and equipment so that drivers may
at all times have the benefit of information pertinent to safe per-
formance of their task.

As an example of its cooperative work with other Federal agencies,
a Public Roads representative is a member of the Accident Prevention
Research Study g:action and participates in the review and action on
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applications made to the Public Health Service for research grants in
traffic safety.

In another case, a Public Roads authority on truck brake perform-
ance serves as chairman of a brake advisory committee to the Inter-
state Commerce Commission on their safety regulations applicable to
brake equipment. Recently a major national conference was held to
consider the value of driving simulation equipment as a tool for future
highway safety research. This was jointly sponsored by Public Roads,
the Public Health Service, and the Automotive Safety Foundation.

Resulting from this is a group now being created in the Highway
Research Board of the National Research Council for pursuit and best
realization of any potentials for safety through that means. This
liaison activity is important in avoiding wasteful duplication of Fed-
eral research effort in highway safety.

Mr. Chairman, here are the proceedings of that National Confer-
ence on Driving Simulation. I would like to leave it with you.

Mr. Rogerts. Thank you.

Mr. Warrron. As a part of the record, if you want to so make it.

In the international field, a Public Roads official headed the U.S.
delegation to the First International Conference on Scientific Research
into Road Safety held in July 1960. Another is program chairman
for the international sessions at the World Traffic Engineering Con-
ference scheduled in Washington during August 1961. Important
gains in technical knowledge of highway safety developed from re-
search and experience in other countries will help to accelerate im-
provements in the United States particularly through refinement of
engineering and other standards contributory to highway safety.

I have gone into these matters in considerable detail in the hope
that a rather full explanation would be responsive to the subcommit-
tee's wishes.

I am also filing separately a list of current research projects in
safety, classified in four groups, and a brief bibliography of recent
safety articles and publications resulting from direct or cooperative
research of the Bureau of Public Roads.

Mr. Roeerts. That will be made a part of the record.

(Appendix A follows:)

APPENDIX A

GROUP 1., AUTOMOBILE HIGHWAY SAFETY INVESTIGATION BEING CONDUCTED BY
THE OFFICE OF RESEARCH, BUREAU OF PUBLIC ROADS

1. Vehicle emergency braking systems—Laboratory, field, and service tests
of emergency braking systems for combinations of commercial vehicles to de-
termine the effectiveness of systems required by the ICC motor carrier safety
regulations in preventing runaway vehicles and to evaluate the effectiveness
and practicability of emergency braking systems other than those contemplated
under the motor earrier safety regulations,

2. Winter driving hazards—Vehicle performance measures to improve opera-
tion under winter driving conditions with respect to traction, braking, and
maneuverability.

3. Driver and wvehicle characteristics study.—A study of various wvehicle
characteristics such as model, year, horsepower, and various driver character-
istics such as speed, age, ete., as related to accident experience and travel.

4. Effect of small-car operation on traffic safety flow and capacity—A study
to determine the effect of very small and of medinm-sized cars on highway
safety and traffic flow characteristics.
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b. Improved communication between drivers, vehicle to driver, and highway
to driver.—To determine what information the driver obtains from his driving
environment, how he treats this information, reaches decisions and acts, and
to consider methods for improving the total communication process.

6. Survey on intervehicle communication—A thorough survey of the com-
munication needs of drivers by direct interview in questionnaire to develop
priority of communication needs and to develop criteria for measuring and
testing the effectiveness of communication.

7. Effect of speed communication on intervehicle spacing.—A study of feas-
ibility of modifying the safe headways between vehicles through the improved
communication between vehicles by visual means such as improved vehicle
taillights and signals.

8. Road loading mechanics.—A study concerned with the physical effects of
motor vehicle operation and design, especially with respect to suspension sys-
tems, upon vehicle life, vehicle handling capabilities, driver fatigue, road life,
and the interaction of the elements involved in road design.

GROUP 2. OTHEE SAFETY RESEARCH STUDIES

1. Evaluation of traflic safety betterments associated with traffic control
devices and measures, and with more intensive application of accepted uniform
standards for highway design.—To determine the safety value of various traffic
control devices, measures, and traffic design elements, giving particular atten-
tion to the effects of uniformity and standardization.

2. Accident experience related to control of access.—To determine the effects
of accident control on various types of accidents as related to certain design
features of the highway.

3. Accident experience related to traflic control devices.—To determine acci-
dent rates for various types of traffic control devices to develop standards for
the use of and improvement of traffic control devices.

4. Interstate System accident research.—Accidents and relative traffic on the
Interstate System will be related to various design features and to seleet traffie
characteristics in order to refine design standards and to improve traffic opera-
tions on the Interstate System.

5. Speed regulation—To determine and evaluate the factors involved in
regulatiig the speed of vehicles on the highway and to establish procedures for
speed zoning and for obtaining maximum compliance with speed regulations,

6. Economic costs of motor vehicle accidents.—To evaluate in detail the direct
annual cost of motor vehicle accidents to vehicle owners and the indirect annual
cost of motor vehicle accidents to all citizens.

GROUP 3. PROJECTS THAT ARE NOT OF A RESEARCH NATURE BUT WHICH RELATE
DIRECTLY T0 HIGHWAY SAFETY

1. Highway safety and uniform laws.—A cooperative agreement with the
American Association of Motor Vehicle Administrators to provide an active
program to encourage and assist in the adoption of more uniform and effective
State laws and regulations relating to motor vehicles and highway traflic,

2. Traflic court program.—A program of training activities to upgrade the
work of the traffic courts.

3. Traffic safcty clearinghouse—~The development of factual data concerning
all recent current and proposed researches on traffic safety.

4. Safety promotion as related to the uniform vehicle code.—To advance the
cause of safety on streets and highways and to encourage and assist i_n the
adoption of more uniform and effective State laws and regulations relating to
motor vehicles and their operation.

GROUP 4. STUDIES RELATED TO HIGHWAY SAFETY BUT WHICH MAVE A8 THEIR MAIN
OBJECTIVE THE IMPROVEMENT OF HIGHWAY DESIGN, AND TRAFFIC CONTROL AND
OPERATION

(1) Driver performance on surfaces of various width.

(2) Hill climbing ability and acceleration ability of motortrucks.

(3) Effect of width and type of shoulder on traffic safety and movement.
(4) Effect of median dividers on traffic operations.

(5) Driver behavior and safety of operation as related to highway lighting.
(6) Television traffic surveillance on heavily traveled urban facilities.

(7) Variables affecting traffic flow and capacity at intersections.
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(8) Similation techniques for the timing of progressive traffic light systems
in vehicular traffic control.
(9) Rural and urban freeway capacities.
(10) Weaving area operating characteristics and capacities.
(11) Access and exit ramps.
(12) Rural highway capacities as related to geometrie design.
(13) Increasing traffic-carrying capabilities of urban arterials,
(14) Revision of manual on uniform traffic control devices.
(15) Trends in operating speeds on main rural highways.

In addition to the report entitled, “The Federal Role in Highway Safety”
(H. Doe. No. 93, 86th Cong., 1st sess.) which contains references to research com-
pleted by the Bureau of Public Roads prior to 1958, the following is a list of
articles published since then. These references are the result of research con-
ducted directly or in cooperation with the Bureau of Public Roads.

(1) “Traffic Signals and Accidents in Michigan,” by David Solomon, Publie
Roads, volume 30, No. 10, October 1959.

(2) “Two Simple Techniques for Determining the Significance of Accident-
Reducing Measures,” by Richurd M. Michaels, Public Roads, volume 30, No. 10.
October 1959.

(3) “The Economie Cost of Traffic Accidents in Relation to the Human Ele-
ment,” by Robie Dunman, Public Roads, volume 31, No. 2. June 1960.

(4) “The Economic Cost of Traffic Accidents in Relation to the Highway Sys-
tems,” by Bernard B. Twembly, Public Roads, volume 81, No. 2. June 1960.

(5) “The Economic Cost of Traffic Accidents in Relation to the Vehicle,” by
James F. McCarthy, Public Roads, volume 31, No. 2, June 1960.

(6} “The Economic Cost of Traffic Accidents in Relation to Highway Plan-
ning and a Comparison of Accident Costs in Utah and Massachusetts,” by J. E.
Johnston, Public Roads, volume 31, No. 2, June 1960.

(T) “Driver Tension Responses Generated on Urban Streets,” by R. M.
Michaels, Public Roads, volume 31, No. 3, August 1960.

(8) “Traffic Operations as Related to Highway Illumination and Delineation,”
by A. Taragin and B. T. Rudy, Public Roads, volume 31, No. 3, August 1860,

(9) “Digital Recording for Highway Research,” by R. C. Hopkins, Publie
Roads, volume 31, No. 3. Augnst 1960

(10) “Shoulder Occupancy on Rural Highways,” by C. R, Billion, proceedings
88th annual meeting, January 1959.

(11) “Statistical Determination of Effect of Paved Shoulder Width on Traffie
Accident Frequency,” by R. C. Blensly, Highway Research Board Bulletin 240,

(12) “Accidents and the Human Element in Skidding” (First International
8kid Prevention Conference, 1959), Highway Research Board Bulletin 219, -8,
1959,

(13) “Community Study of the Characteristics of Drivers and Driver Behavior
Related to Accident Experience,” by C. H. Billion, Highway Research Board
Bulletin 172, 36-94, 1958.

(14) “Economic Costs of Motor Vehicle Accidents,” by Robie Durman, High-
way Research Board Bulletin 208, 16-28, 19359.

(15) “Traffic Behavior and On-Ramp Design,” by Ichiro Fukutome and Karl
Mockrowitz, Highway Research Board, Bulletin 235, 38-72, 1960

(18) “Effect of Freeway Medians on Traffic 3ehavior,” by Charles Pinnell,
Highway Research Board Bulletin 235, 1-18, 1960.

(17) “Effect of Edge Striping on Traffic Operations,” by L L. Thomas, Jr., and
W. T. Taylor, Jr., Highway Research Board Bulletin 244, 11-15, 1960.

(18) “A Friction Concept of Traffic Flow,"” by Adolph D. May, Jr., Highway
Research Board Proceedings, 38th Annual Meeting, 1959, 493-510.

(19) “Effectiveness of Symbols for Lane Control Signals,” by T. W. Forbes,
Edward Gervais and Terrence W. Allen, Highway Research Board Bulletin
244, 16-29, 1960.

(20) “Driver Eye Height and Vehicle Performance in Relation to Great Sight
Distance and Length of No-Passing Zones; Driver Passing Practices,” by 0. K.
Normann, Highway Research Board Bulletin 195, 1-14, 1938,

(21) “Comprehensive Analysis of Motor Vehicle License Plates,” by Delbert
F. Karmeier, C. Gordon Herington, and John E. Baerwald, presented at 39th
Annual Meeting of the Highway Research Board, January 1960.

(22) “Application of Digital Simulation Techniques to Freeway on-Ramp
Traffic Operations,” by Philip A. Perchonok and Sheldon L. Levy ,presented at
80th Annual Meeting of the Highway Research Board, January 1960.
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(23) “Effect of Pavement Edge Markings on Accidents on Two-Lane Rural
State Highways in Ohio,” by James V. Musick, presented at 39th Annual Meet-
ing of the Highway Research Board, January 1960.

(24) “Effect of Pavement Edge Markings on Operator Behavior,” by Robert
M. Williston, presented at 39th Annual Meeting of the Highway Research
Board, January 1960.

(25) “Shoulders and Accident Experience on Two-Lane Rural Highways: A
Summary,” by R. C. Blensly and J. A. Head, presented at 39th Annual Meeting
of the Highway Research Board, January 1960.

(26) “Sample Size Requirements for Vehicular Speed Studies,” by J. Q.
Oppenlander, W. F, Bunte and P. L. Kadakia, presented at 89th Annual Meet-
ing of the Highway Research Board, January 1960,

(27) “Variability of Fixed-Point Speed Measurements,” by Robert P. Shu-
mate and Richard F. Crowther, presented at 39th Annual Meeting of the Highway
Research Board, January 1960.

(28) “California Median Study—1958,” by Karl Moxkowitz and W. E. Schae-
fer, presented at 39th Annual Meeting of the Highway Research Board, January
1960.

(29) “Cross-Median Accident Experience on the New Jersey Turnpike,” by
John R. Crosby, presented at 89th Annual Meeting of the Highway Research
Board, January 1960.

(30) “Dynamics Full-Scale Tests of Median Barriers” (Motion Picture), by
John L. Beaton and Robert N. Field, presented at 39th Annual Meeting of the
Highway Research Board, January 1960.

(31) “Increasing the Traffic-Carrying Capability of Urban Arterial Streets,”
by A. A. Cartar and Jack Berman, presented at 39th Annual Meeting of the
Highway Research Board, January 1960.

(32) “Application of Police Power and Planning Controls to Increase the
Effectiveness of a Traffic Arterial,” by William H. Stanhagen and John J. Mul-
lins, Jr.,, presented at 39th Annual Meeting of the Highway Research Board,
January 1960,

(33) “Highway Safety—A Primary Challenge to Traffic Engineering,” by
C. W. Prisk, Traffic Engineering, November 1959,

(34) “A Traflic Tale of Two Cities, Science and Technology,” U.S. Depart-
ment of Commerce, March 31, 1959.

(35) “The Motor Vehicle Aspect of Traffic Safety,” by C. W. Prisk, SAE
summer meeting, June 10, 1960.

(36) “Today’s Research—Tomorrow’s Practice,” by E. H. Holmes, North Caro-
lina State Conference, Raleigh, February 4, 1960.

(37) “Safety Features on Modern Highways,” by B. L. Armstrong, 458th Na-
tional Safety Congress, Chicago, October 20, 1959.

(88) “Human Factors in Highway Safety,” by R. M. Michaels, New York
State Teachers’ Association, October 16, 1959.

(39) “The Speed Factor in Highway Accidents,” by C. W. Prisk, Traffic Engi-
neering, August 1959,

(40) “Sign Standards for the Interstate Highway System,” by W. G. Eliot,
Traffic Engineering, May 1959.

(41) “Dictionary of Highway Traffic,” by J. S. Baker, and W. R. Stebbins,
Northwestern University, Evanston, IlL, 1960.

Mr. Warrron. Here is another report I wanted to leave with you,
Mr. Chairman. It is entitled “Case Studies of Traffic Accidents.”
It was prepared by the Traffic Institute of Northwestern University
of Evanston, Ill., as the result of intensive research into accident
causes. It was sponsored by the same group that sponsored the
driver simulation conference, the Automotive Safety Foundation,
Bureau of Public Roads, and U.S. Public Health Service. I will
leave both of those with you.

I would like to say again I do not think that you realize the great
service that your committee is giving the people of this country. As
the Secretary of Health, Education, and Welfare said this morning,
the world is interested in your studies of highway safety. I have
no way of measuring what you contribution will be.
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I do know this. We estimate that when we have completed our
Interstate System of Highways to the standards that have been deter-
mined, and I hope that we get that in 1972, the resulting saving In
lives will be a minimum of 4,000 a year—4,000 lives just on that
one system of highways. s

So, again, I say that such progres is very satisfying to me because
I have spent 25 years or more in this work of highway safety. I am
very pleased that your committee is taking such a vital interest in
this very important subject. ’

Mr, I‘{UBHRTS. Thank you, Mr. Whitton. The Chair appreciates,
certainly, the statement that you made. And we are, of course, pleased
to have it. bk

There is one question that I wanted to get to before going into the
matters in your statement because I am not too sure that you are

repared to answer this completely. But you may supply the in-

ormation for the record if you so desire. And I refer to the United
States Code, 1958 edition, section 307, titles 22-26, entitled “Research
and Planning.” I am reading part of that; I would like for the whole
section to go into the record :

The Secretary is authorized in his discretion to engage in research on all
phases of highway construction, modernization, development, design, mainte-
nance, safety, financing, and traffic conditions, including the effect thereon of
State laws, and is authorized to test, develop, or assist in the testing and
developing of any material, invention, patented article, or process.

T will not read the rest of it because it provides for the delegation of
authority, and so on.

Mr. Reporter, you will have the entire section put into the record.
(The section follows:)
307. United States Code 1958 edition :

RESEARCH AND PLANNING

A. The Secretary is authorized in his discretion to engage in research on all
phases of highway construction, modernization, development, design, mainte-
nance, safety, financing, and traffic conditions, including the effect thereon
of State laws and is authorized to test, develop, or assist in the testing and de-
veloping of any material, invention, patented article, or process. The Secre-
tary may publish the results of such research. The Secretary may carry out the
authority granted hereby, either independently or in cooperation with any other
branch of the Government, State agency, authority, association, institution,
corporation (profit or nonprofit), or any other organization, or person. The
funds required to carry out the provisions of this subsection shall be taken out
of the administrative and research funds authorized by section 104 of this title
and such funds as may be deposited in a special account with the Secretary of
the Treasury for such purposes by any cooperating organization or person.
The provigions of section 3709 of the Revised Statutes, as amended (41 U.5.C.
5) shall not be applicable to contracts or agreements made under the authority
of this subsection.

B. The Secretary shall include in the highway research program herein an-
thorized studies of economic highway geometrics, structures, and desirable
weight and size standards for vehicles using the public highways, and of the
feasibility of uniformity in State regulations with respect to such standards,
and he shall report from time to time to the Committees on public works of the
Senate and of the House of Representatives on the progress and findings with
respect to such studies.

C. Not to exceed 1.5 per centum of the sums apportioned for any year to
any State under section 104 of this title shall be available for expenditure npon
request of the State highway department with the approval of the Secretary,
with or without State funds, for engineering and economie surveys and in-
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vestigations, for the planning of future highway programs and the financing
thereof, for studies of the economy, safety, and convenience of highway usage
and the desirable regulation and equitable taxation thereof, and for research
necessary in connection with the planning, design, construction, and mainte-
nance of highways and highway systems, and the regulation and taxation of
their use (Public Law 58-767, Aug. 27, 1058, 72 Stat.).

Mr. Roperts. What I wanted to ask you was this. I believe that
the amount under the legislation authorized under section 104 of the
title amounted to about 1 percent.

Mr. WinrTeN. 114 percent under section 307 (¢).

Mpr. Ronerrs. 1144

Mr. Roserts, Of the funds under the Highway Act of 1956.

Mr. Hormes. We get about 1 percent for our total administration
at the Bureau, and the actual percentage for research is a good deal
less than that.

Mr. Roeerts. I wanted to get the facts. If 1 percent of the huge
fund is devoted to research; and if you have that much money, we
ought to be making more progress. I would like for you to clarify
that for the record.

Mr. Hormes. For 1961 the Office of Research budget for the Bu-
reau of Public Roads amounts to $3,727,000. That provides for quite
a lot of services, in addition to research. That compares with total
Federal highway authorizations for 1961, which would be somewhere
over $3 billion. So it would be considerably less than 1 percent. It
would be about one-tenth of 1 percent that is available for research. 1
can give you the figures.

Mr. Roperrs, Will you furnish the breakdown ?

Mr. Horaes., Yes.

Mr. Roperts. And give me an explanation of where those funds
are being used?

Mr. WarrroN. We will be glad to give it to you.

(The information follows.)

Hon. OreN HARRIS,

Chairman, Committee on Interstate and Foreign Commerce,
House of Representatives,

Washington, D.C.

DeAr MRr. CramMaN : During our April 17 testimony on the Bureau of Pub-
He Roads highway safety program, Chairman Roberts of the Subcommittee on
Health and Safety asked for more precise information on safety financing in
relation to the national highway program. We are glad to provide this for the
subcommittee.

Sections 104 and 307 of title 23, United States Code, govern the adminis-
trative, research, and planning expenditures for highway purposes. Section
104(a) directs the Secretary to deduct an amount not to exceed 3% percent
of all the sums authorized to be appropriated, as necessary for administering
provisions of the highway law, and also for earrying on the research author-
ized by sections 307(a) and 307(b). Total Federal aid authorizations avail-
able for obligation during 1961 are $3,075.674,000. The administrative, re-
search, and planning funds authorized under section 104 totaled $28,3035,000
or slightly less than 1 percent of the total authorization, and from this comes
the budget of the Office of Research, which totals $3.727,000. Certain nonre-
search expenditures are included in this total, and the funds expended for
research total $3,150,932.

It is important to understand that section 807 (e), in addition to the Office
of Research budget, authorizes a further amount not to exceed 114 percent of
the Federal funds apportioned to the States to be made available for engineer-
ing and economic investigations, for planning, and for studies and research:
and that these 114 percent funds, unlike those authorized in sections 307(a)
and 370(b), are avallable for expenditure upon request of the State highway




MOTOR VEHICLE SAFETY STANDARDS 269

departments, with the approval of the Secretary of Commerce, For fiscal year
1961, the section 307 (¢) funds available totaled $40,466.147.

From the two sources described, sections 104, 307 (a) and (b), and from sec-
tion 307(¢), the funds being expended in behalf of safety during 1961 are
estimated at $425,000 and $575,000, respectively, a total of $§1 million, or three-
hundredths of 1 percent of the total Federal aid authorization. Almost all of
this can be classed as safety research expenditure, the only important exception
being the $35,000 for operation of the newly established driver register service
activity.

The 11%-percent funds authorized in section 307(e) are not only programed
for expenditure by the State highway departments with the approval of the
Secretary of Commerce, but are customarily matehed by State funds in the
same ratio as the Federal aid construction funds. This matching is not a legal
requirement, but an administrative policy considered to have important merits,
and ecan be and is waived where special circumstances exist. Obviously, one
effect of the matching with State fands is to extend the scale and range of the
projects undertaken with the 1l%-percent funds. It also tends to magnify
State interest, technical participation, and responsibility in planning and re-
search work.

In addition to the indicated $1 million for Federal participation during fiscal
1961 in safety research and other work whose total cost is substantially greater,
the Secretary of Commerce administers the $150,000 authorized in section 313
of said title 23 and in accordance with section 104(a) to assist in carrying out
the action program of the President’s Committee for Traffic Safety. Within
this limitation, financial support is given to the traflic court program of the
American Bar Association, and to the continuing work of the National Com-
mittee on Uniform Traflic Laws and Ordinances, and the American Association
of Motor Vehicle Administrators on the development of uniform laws and model
ordinances and encouragement for their enactment in the States and cities.
Funds are provided also for a traflic safety research correlation service at the
National Safety Couneil. Our support of these special projects stimulates
financial contributions from other sources and thus tends to increase the use-
fulness to highway safety. Other funds within the $150,000 limitation are used
to staff much of the headquarters operations of the President’s Committee for
Traffic Safety and for special conferences and meetings periodically scheduled
to advance objectives and programs of the committee.

We appreciate the opportunity the subcommittee has offered for submission
of this information.

Sincerely yours,
Rex M. WHITTON,
Federal Highway Administrator.

Mr. Roperts. First of all, T will ask if you are familiar with the
comment in the Department’s report entitled “The Federal Role in
Highway Safety”? This was the report, I believe, authorized under
section 117.

Mr. Warrrox. I will have to ask Mr. Holmes to answer that.

Mr. Hormes. Mr. Prisk is the author. He will be glad to try to
answer any questions,

Mr. Roperrs. Since we have the author here, let us have him an-
swer. He is familiar with it if he wrote it.

Mr. Prisk, on page 3 of the report it reads as follows:

There are residues of weakness in automotive design and function, however,
to which manufacturers and public officials alike need to give further attention.

You understand that there are certain safety features which are
available and which could and should be included in automobiles as
standard equipment. Would that be a fair statement of what you
meant by that statement?

Mr, Prisk. As a general observation, T would agree; yes, sir.
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Mr. Roeerts. Further, in the same report, referring to standards
set by government, there is this statement:

Many States require certification through their motor vehicle departments
that these standards have been met. An expansion of such standards, and a more
widespread use of the certification process by the States, would lead to quicker
adoption of desirable vehicle safety features.

This question : Do you interpret this to mean that the State should
tighten up their safety requirements and require the adoption of
safety features by law, if necessary ?

Mr. Prisk. The intent of that paragraph, as I understand it, is
that there should be more widespread attention on the part of the
States to certifying equipment which contributes to safe operation
of the vehicle and a broader acceptance of certain design standards
which contribute to safety. This would be desirable insofar as the
actions in the States are concerned,

Mr. Roeerts. That should be installed ?

Mr. Prisk. This is a statement, that applies to all automobiles and
not merely to State purchased automobiles.

Mr. Roserts. Would you say then that if the States could expand
the use of safety devices by the adoption of these standards or by the
insistence that they be incorporated in cars purchased by the States,
would it follow that the Federal Government have the responsibility
for the same type of vehicles used by Government employees?

Mr. Prisg. Yes; I think it would.

Mr. Roserts. Do you believe that if this were to be followed, this
line of reasoning, that the general public, the consuming public, would,
perhaps, look to the Federal Government as an example or as a place
where leadership in the promulgation of safety devices would be
advanced ?

Mr. Prisk. To the extent that the purchase of vehicles for Federal
use can be effectively used as an example, it would have a benefit,
certainly, among the general public, yes.

Mr. Roperrs. Do you think it would serve the purpose of giving
a more accurate body of statistics as to what these devices would do
}p H)ll'-_‘. field of saving lives and prevention of injuries all along the
ine?

Mr. Prisk. This feature I would not be so sure of because of the
difliculty with the accident record system, and the control of the
information. The experience that would be gained in the use of
Federal automobiles would, certainly, make a contribution. And
depending on how the public reacted and the way the records were
reI{orled and processed, it might serve that purpose, yes.

Mr. Roperts. Has the Bureau done any research on the safety
features recommended by the American Medical Association and which
features were included in this committee’s report on H.R. 1341 in
19597

Mr. Prisk. This includes the speed governors——

Mr. Roserrs. If you do not have it before you, I will hand you this
report and give you a chance to see what we have in mind.

Mr. Priss. Thank you. I am not aware of any direct partici-
pation on the part of Public Roads insofar as the details of vehicle
design are concerned, as referred to in this report. We have main-
tained a sharp interest in these features and have witnessed a great




MOTOR VEHICLE SAFETY STANDARDS 271

deal of the crash testing that has been done in the industry and have
kept abreast of it. 'We have not sponsored any research of the type
mentioned.

Mr. Roperts. Has the major part of the work of Commerce been
concentrated in the field of public highways, interstate highways, and
other types of roads, rather than on research in the field of safety
features, safety devices ¢

Mr, Prisk. I think Mr. Whitton’s statement refers to that and
indicates that our research has been largely highway oriented.

Mr. Ropexrs. To get back to Mr. Whitton, I notice in your state-
ment the reference to the work of the Bureau on uniform traffic laws.
Our committee is quite interested in that field, because, as you know,
I think one of the first resolutions which this committee sponsored
was the Beamer resolution which was to promote an interstate compact
in the field of uniformity.

Mr. WarrroN. Yes.

Mr. Roserrs. The Chair is, certainly, glad to know of your interest
in this field, and would like to know if you have any suggestion as to
why there has been difficulty in getting these uniform laws enacted ?

Mr. Warrron. Mr. Chairman, I can only speak from experience
now in my home State of Missouri. Every year we will introduce or
have introduced some legislation having to do with driver safety, like
giving a certain number of points for being caught driving a car in-
toxicated or giving a certain number of points for being in a certain
type of accident ; and then having a certain number of points adding
up to be a specified number, like 18 or 20, the driver loses his license
for a period of time.

But I will swear we just have a terrible time getting anything
assed. That is just the experience in Missouri.

I do know that the Bureau of Public Roads sponsored this meeting

of the traffic lipeo le, traflic directors, and traffic judges. And I would

like for Mr. Holmes to add to what I have said. But there is, cer-
tainly, a pulling back on the part of State legislators, as I envision if,

_from passing legislation that would tend to eliminate poor drivers,
for one reason or another. I do not have the viewpoint of the State
legislators, so I cannot say why.

Mr. Roserts. 1 think that is, probably, a fair statement of the situa-
tion as it is in many States.

Would you have any suggestion as to what the Bureau could do or is
doing to encourage that?

Mr. Warrron. Let me refer that to Mr. Holmes, if I may.

Mr. Roserts. Mr, Holmes.

Mr. Horumes. As I think you know, Mr. Roberts, there is this Na-
tional Committee on Uniform Traffic Laws and Ordinances. That
was not the one Mr. Whitton referred to in his statement. But there is
such a committee.

It has a very limited budget, a part of which is supplied by the
Bureau of Public Roads. And as one of the contributors, we hold
membership on the committee and on the executive committee.

During a recent meeting of the executive committee of that National
Committee, within the last 2 weeks, plans were made to step up the
activity very considerably. That committee has employed a new man
to be its executive secretary which will enhance and enlarge the staff
at its national office.

70706—61——19
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That committee has as its function the job of recommending a
uniform vehicle code, or set of traffic laws, that will be in keeping with
changing times and changing needs.

It, also, has the responsibility to follow the work done in the States,
and to call the attention of State legislators to any proposals intro-
duced in State legislatures that are not in conformity with the
uniform vehicle code. And in that way, by trying to keep the code
current and encouraging the States to follow the code, we hope to en-
courage more national uniformity.

There has been a pretty substantial acceptance of at least some parts
of the Uniform Vehicle Code. One section called the rules of the
road, for example, has had very wide acceptance and most States have
a large part of it included in their laws.

There are still differences, however.

The only way that we could suggest is through continued persuasion
to try to get the State legislatures to follow the code more closely than
they now are following it, and also, to be sure that the code is up to date.

The executive committee instructed the staff to arrange for a meet-
ing of the national committee during this coming year so that there
will be a full-scale review of the code and a republication of the
code with any changes that may be made. We hope that with the en-
larged budget, which T hope we wil get, we will be able to participate
even fo a greater degree next year and thereby help the committee do
a better job.

It is mostly a matter of persuasion because it is a matter of State
jurisdiction and authority.

Mr. Rorerrs. You may prefer not to answer this question. And if
go, very well. TIf we are paying 90 percent of the cost of the roads,
could you say, “In order for you to participate in the program,” why
would it not be required that “you adopt a uniform motor vehicle
code”—and, if so, how long do you think it would take to get it?

Mr. WarrreN. Mr. Chairman, it might be a wise policy for your
committee to express the hope that you do not have to go to that end.

Mr. Roperrs. T certainly would not like to put the pressure on any- -
one or any sovereignty but it does seem to me that the Federal Gov-
ernment would be entirely within its rights if it so chose to exercice it,
in saying that it would be a requirement. We would hope, however,
that it would not be necessary.

I understand that there is an activity now in the compact field that
offers some hope. T was advised this past week one of the large State
government groups has been polled and there is a very fine chance that
the States will shortly enter into a compact with an agreement to
adopt the uniform law.

Mr. Warrron. Isn't that the 11 Western States—those Governors
meeting here now ?

Mr. Ronerrs. Yes.

Mr. Warrrox. Ineidentally, Mr, Holmes, Mr. Chairman, is a mem-
ber of that executive committee that he has been talking to you abont.

Mr. Roperts, We are certainly happy to have him represent the
Burean of Public Roads in that capacity.

That is all T have. Mr. Rogers.

Mr. Roeers of Florida. Thank you, Mr. Chairman.
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Mr. Whitton, I read your statement. I was very sorry that I was
not here when you presented it. And I find it very interesting in the
background of history here, some of the efforts that the Bureau has
made.

However, my concern, after hearing from GSA devoting no money
to research, but works in cooperation with other agencies, and HEW
is devoting about $1.4 million—I am not sure it is all research in this
particular field, however—it may not be devoted to automobile acci-
dents, but it is accident prevention, however.

Your figure of $3,727,000—I wonder how much of that was actually
geared toward vehicle safety other than highway design of safety
features?

Mr. Warrrox. May I refer it to Mr. Holmes!?

Mrt. Rocers of Florida. Yes.

Mr. Houmes. I would say, Mr. Rogers, that very little of ours is
directed exclusively toward the safety of the vehicle itself. We felt
that our responsibility was to the highway and its features, traffic
control devices, and so forth.

Mr. Rocers of Florida. Of course, I realize that highways mean a
great deal to the prevention of accidents.

Mr. Warrron. Divided lane highways: That is the other great
contributor.

Mr. Rocers of Florida. You certainly are to be commended for your
work in that field.

Mr. Warrron. Thank you.

Mr. Rocers of Florida. However, I am concerned and I know the
chairman is, too, about how little we are actually doing in our research
programs to bring about greater safety factors in the vehicle itself. I
wondered what plans you have to approach this problem.

Mr. Warrron. Mr. Rogers, before you came I made the statement
that T have just been here something less than 90 days, so I am re-
ferring those questions like that to Mr. Holmes, with your permission.

Mr. Roaers of Florida. I realize that. It 1s difficult in the short
period of time you have been here.

Mr. Houmes. 1f I might speak to that then, Mr. Rogers, we have had
the feeling that we must know more about the real causes of accidents
than we can learn- from the reports that customarily are made by the
police and even by the police investigations. It was for that reason
that we participated with Public Health Service and the Automotive
Safety Foundation in the study at Northwestern University which we
call the intensive investigation of accidents. That report is that thick
one on the table here.

Mr. Rocers of Florida. How many accidents did you investigate
there? {

Mr. Prisg. Forty-three.

Mr. Houmes. Forty-three accidents, which seems like a pretty small
number of accidents for that size book. But they were investioated
with the hope that in such an approach we could prove whether or not
it would be desirable to extend that type of research toward the deter-
mination of the fact of the extent to which each element of the system,
whether the driver, the vehicle, or the highway, entered into the causa-
tion of the accident. : 1
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We find that there are still differences in interpretation of the extent
to which the vehicle entered into it. But, undoubtedly, there is room,
as was shown in response to a question Mr. Roberts asked—there is
room for improvement in the vehicle as there is room for improvement
in the other elements of the system.

Our plans would not include research into the vehicle itself, but we
do hope to be able to participate with others who are interested in
developing a better understmuliinw of the extent to which each element
does enter in. I think that is the limit to which we feel in our author-
ity we should ge.

Mr. Rocers of Florida. I see. That is what I think we need to get
at. We want to center the responsibility of research on these things.
I feel now that as to the problem of research concerning safety with
the vehicle itself, I am not sure where we would really go at the present
time to have a really effective research program carried on. I think
%mtdis what we need to get to, if you feel it is not the Bureau of Public

oads,

Mr. Warrron. We would like to have a part in that. I think we
can make a contribution.

Mr. Rocers of Florida. I presume in a cooperative way.

Mr. Warrron. Yes; that is right.

Mr. Rocers of Florida. But not the primary responsibility for the
research? You are more concerned with highway design and the
attendant problems there?

Mr. Warrron. I think it is very helpful to get that clear, Mr.
Chairman, so that we can face that problem.

Mr. Rocers of Florida. I do wonder if, since there has been men-
tion of this new commission that the President established—I guess it
was President Eisenhower in December—do you feel that is really
making an effective approach to this problem, or should we go ahead
and try to work through our agencies and place the responsibility for
this type of work on, say Commerce, or Health, Education, and Wel-
fare, or GSA, and such as that?

Mr. Warrron. I have not had an opportunity to talk with Mr.
Hodges about it, but it would seem to me that the Interdepartmental
Highway Safety Board ought to be effective in this business.

Mr. Rocers of Florida. Are you familiar at all with the Board?

Mr. Warrron. I know the agencies that are on there. I would
assume that each Secretary would, possibly, designate someone within
his organization; perhaps the Bureau of Public Roads in the case of

ommerce.

Mr. Rocers of Florida. This has not yet been done.

Mr., Warrron. Not to my knowledge.

Mr. Rocers of Florida. Is there a time schedule for it?

Mr. Warrrox. Not to my knowledge.

Mr. Rogers of Florida. Has any action been taken up at the sec-
retarial level that you know of?

Mr. Warrron. I don’t know, sir.

Mr. Rocers of Florida. You have not been informed?

Mr. Warrron. I have not been so informed.

Mr. Rocrrs of Florida. Probably, yours would be the agency that
would handle it in the Commerce Department.
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Mr. Warrrox. T would certainly think we would have a part of it.

Mr. Rocers of Florida. I notice that you state on page 2 of your
statement that $456,000 of funds have been devoted to certain research
problems, including highway safety projects and projects which have
overtones of safety being conducted by Public Roads. ,

And you state further that you are providing technical guidance
and coordination with another amount.

Where is that type of research going on, the $2.5 million?

Mr. Horames. For the most part that is work being done by the
State highway departments under what we call the 114 percent funds.
Those are funds that are available for purposes of planning and re-
search from Federal-aid funds apportioned to the States.

I might say in explanation to the statement about the overtones, I
think is the word used, that we have a very definite feeling that
most of the things that we do in highway design and in traffic control
to improve the flow of traffic, to increase the capacity of the highway,
are about the same things as we would do if we were concerned only
with improving safety of the highways.

Fortunately, the two go hand in hand. So that we undertake a wide
variety of such projects largely with the objective of increasing the
ability of the highway to move traflic at reasonable speeds and in
reasonable volume and produce as a byproduct improvements in safety
as well. I suppose we could say that we started the other way and had
as an objective the improvement of safety and as a byproduct to im-
prove the capacity and other features of the highway. But the two
we feel are very closely linked. So that the State highway depart-
ments, in the many traffic studies that they undertake with Federal-
aid funds over which we do have the responsibility for technical super-
vision, do provide a great deal of new knowledge and, we feel, ad-
vancement in highway safety.

The majority of that expenditure is in that area, but we have agreed
with Chairman Roberts to present any other available data showing
the breakdown for safety research.

Mr. Warron. For example, on the Interstate System there is a
requirement to pave the shoulders. It protects the pavement itself
and makes it last longer, but a good byproduct is safety.

Mr. Rocers of Florida. Yes. What amount of influence do you
exert, would you say, in various States on speed limits on the interstate
highways!?

Ir. Warrron. Will you speak on that, Mr. Prisk?

Mr. Prisg. In my capacity as secretary of the Committee on Traffic
in the American Association of State Highway Officials, we are associ-
ated with a current study of speed limit regulations on the Interstate
System. This is a committee of representatives from the State high-
way organizations, and the study was initiated because we have some
concern about this problem of different speed limits in different States.
It is a mutnal problem among the States, and the study is now under-
way.

Mr. Wurrron. That would have an indirect effect. That is, the
results of that study would have an effect.

Mr. Rocers of Florida. It is the purpose then to exert influence on
the speed limits?

Mr. Warrron. That is right, to the extent that might be warranted.

Can we talk off the record here? '




276 MOTOR VEHICLE SAFETY STANDARDS

Mr. Roperts. Yes.

( Discussion off the record.)

Mr. Rocers of Florida. I wonder how far you felt the Bureau of’
Public Roads should assume leadership in that field ?

Mr. Warrron. T think we will through Mr. Prisk as secretary of the
committee acquire gradually more uniformity. We acquired uni-
formity in the construction of the Interstate System by such a method,
by getting all of the States to agree that they would build 12-foot lanes
and a certain number of lanes for a certain amount of traffic and
certain grades. Some are crying a little bit about it but most are
complying. That is uniformity.

Mr. Rogers of Florida. I think you did just a bit more than asking,
You said you would not give them the funds unless they did meet it.

Mr. Warrton. They set it up, Mr. Rogers, themselves, the States set
them up. The Bureau approved and the Secretary of Commerce
approved it. Then we said, “You follow the standards you set up.”

Mr. Rocers of Florida. The Bureau of Public Roads wrote that?

Mr. Warrron. Yes.

Mr. Rocers of Florida. You had a fair amount to say about the
standards.

Mr. Wrrrron. That is right, but the States themselves had recom-
mended them. i

Mr. Rocers of Florida. I have enjoyed your statement and appre-
ciate the helpful information. And I must say that my good friend
Bill Hull has spoken most highly of you. '

Mr. Warrrox. Thank you very much.

Mr. Roperts. I would like to thank you, gentlemen, for your action
with reference to the Rhodes’ bill which was cleared by this committee
and which this committee supported in the House which became law.

I would like to commend you for the speed and the efficiency with
which you have entered into that activity and I think it has made a
tremendous amount of progress.

Mr. Rocers of Florida. I know you probably mentioned it, but
we would all like to see the Secretary bring about the installation of
seat belts. '

Mr. Rorerts. I certainly concur in Mr. Rogers’ comment. I feel
that while many of these things, these approaches may not immedi-
ately change the picture, we never know which one will be the eat-
alytie aid. T think we are beginning to see some light in this picture,
particularly this year; and in the years to follow we want to see
this horrible toll of deaths and injuries diminish.

Again, we want to thank you.

Mr. Warrron. Thank you. May T add that T had seat belts put
in my Government car the same day the Secretary did.

Mr. Ronerrs. I am glad you have employees who not only care
about others but themselves.

The committee will stand in recess until 10 a.m. tomorrow.

(Whereupon, at 3 p.m., the committee adjourned, to reconvene at
10 a.m., Tuesday, April 18, 1961.)
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TUESDAY, APRIL 18, 1961

HousE oF REPRESENTATIVES,
SuscoMMITTEE ON HEALAH AND SAFETY OF THE
CodM1TTEE 0N INTERSTATE AND FoRrEIGN COMMERCE,
Washington, D.C.

The subcommittee met, pursant to recess, at 10 a.m., in room 1334
New House Office Building, Hon. Kenneth A. Roberts (chairman of
the subcommittee) presiding.

Present: Representative Roberts (presiding), Rogers of Florida,
Schenck, Nelsen, and Dominick.

Mr. Roperts. The subcommittee will please be in order.

We are meeting this morning to continue our hearings on H.R.
903 and H.R. 1341. These hearings are designed to determine what
the various executive departments are doing on safety, how they are
spending and what results they are obtaining so far as research is
concerned, so far as the overall matter of highway safety is in the
picture.

This morning we will hear Mr. W, E. Albright, who will represent
the Department of Defense. Mur. Albright is the Deputy Director
of Safety of the Department of the Army and is from my State of
Alabama.

He is accompanied by Maj. John Naler. We will be happy to hear
YOu now.

Before the witness proceeds, I should like to take this opportunity
to welcome to our Subcommittee on Health and Safety Mr. Dominick.
We are delighted to have you with us, We appreciate the fact that
you have been selected and have consented to come here. We ap-
preciate your being here.

Mr. Dosixick. I am delighted to be here, Mr. Chairman. I thank
yOou.

Mr. Roeerrs. You may now proceed, Mr. Albright.

STATEMENT OF W. E. ALBRIGHT, DEPUTY DIRECTOR OF SAFETY,
DEPARTMENT OF THE ARMY; ACCOMPANIED BY MAJ. JOHN
NALER, OFFICE OF CHIEF LEGISLATIVE LIAISON, DEPARTMENT
OF THE ARMY, WASHINGTON, D.C.

Mr. Arsricar. Mr. Chairman and members of the committee, my
name is Wilbur E. Albright. I am Deputy Director of Safety for
the U.S. Army. I am here this morning as a witness representing
the Department of Defense, as the result of a letter from the commit-
tee chairman to the Secretary of Defense, asking for comments in
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connection with H.R. 1341 and comments regarding what the Depart-
ment of Defense is doing in the field. of motor vehicle accident pre-
vention and what steps we are taking in the design of safety devices
for Government-owned motor vehicles.

First, I would like to speak not for the Department of Defense, but
as a veteran safety official of more than a quarter of a century. I
would like to express the appreciation of those in the safety field for
the splendid support of the safety movement that we have always en-
joyed on the part of this particular committee. It has always been a
source of satisfaction and consolation to know that we have safety
representation at this level and the benefits that have been afforded
our safety movement cannot be described in words. We appreciate it
very sincerely. :

Concerning the first portion of my presentation it regards the posi-
tion of the Department of Defense on H.R. 1341 which is simply this,
that the position taken by the Bureau of the Budget as outlined in
their letter of the 17th of April, to the chairman of the Committee on
Interstate and Foreign Commerce, House of Representatives, is con-
curred in and endorsed by the Department of Defense.

Their position as stated by the Bureau of the Budget is simply this:
We are in accord with the objectives of H.R. 1341, but are of the opin-
ion that the establishment of standards covering motor vehicle safety
devices and specifications incident thereto should remain under the
authority of the Administrator of General Services. The staff of
the General Services Administration works on a continuing basis with
the manufacturers of motor vehicles, on technical and performance
specifications, and it is not believed desirable nor feasible to separate
standards and specifications of motor vehicle safety devices from the
general standards and specifications responsibility of General Serv-
ices Administration.

In view of this we suggest that ILR. 1341 be amended to substitute
the Administrator of General Services for the Secretary of Commerce
in sections I and II of the bill; and that the bill, so amended, be
enacted.

That is the position exgrpsmd by the Bureau of the Budget and is
concurred in wholeheartedly by the Department of Defense.

In the past the Department of Defense has objected to this bill,
not necessarily objected to it, but we have expressed some concern
as to whether or not it was essential. 1 think, primarly, our past
objections were based upon the fact that we felt as if it was pointing
toward the small end of the problem. We would have been more
enthused had it been more inclusive and taken in privately owned
vehicles as well.

I mention this simply because the fatalities that we experience in
the Department of Defense as a result of Government-owned vehicles
are minor compared to the number we have in privately owned vehicles.
For example, for each fatality that we experience as the result of
Government-owned vehicles we have 13 as the result of privately
owned vehicles.

We would, certainly, be enthused if all motor vehicles could be
included in this specification.

With reference to the second question that was contained in the
letter from the committee chairman to the Secretary of Defense,
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which has to do with what the Department of Defense is doing in
the field of motor vehicle accident prevention, I might mention that
the Department of Defense does not have a safety organization as
such but. it does have one in the various segments of the Department
of Defense, each one maintaining a very active safety organization.

Even though safety responsibility has been delegated to the various.
Secretaries there still is maintained a close coordination on the part
of the Secretary of Defense with a representative in the Defense
Department Personnel Office assigned the responsibility of coordinat-
ing the functions of the various departments. And regardless of the
fact that safety has been delegated out to the various Secretaries there
still is maintained a close coordinated effort on the part of all of
the departments in the field of special interests and of special emphasis.
As an example of the coordinated effort on the part of the services
I call your attention to the Commission on Accidental Trauma which
is a part of the Armed Forces Epidemiological Board and the bene-
fits l.llmt they have furnished in this capacity are legion. The Com-
mission feeds all of the services with information obtained by studies
and research conducted by men who are highly trained and specialized.

Among the many fields of study on accidental trauma is the field
of motor vehicle safety which, perhaps, has received the greatest
emphasis. And as an example of this 1 call your attention to the
automotive crash inquiry research program at Cornell University, the
thinking of which, I believe, has had a great deal to do with the
preparation of this particular bill we are discussing,

This coordinated effort, also, pertains to areas of special weapons
and problems of that nature which require joint safety precautions.

There is at the moment a joint study on the part of the three serv-
ices under the coordination of the Secretary of Defense to determine
what percentage of our military personnel fatalities are caused by the
time they leave on pass and the time they return, looking into that to
see if there may be a way of controlling the time that the individual
serviceman leaves his station in order to go on leave and the time that
he is to report back to eliminate as much night driving as we possibly
can.

In addition there is a joint manual being prepared which contains
chapters on safety, accident prevention, an reporting, and one on
driver selection, training, and licensing and the Department of De-
fense instructions are published placing a requirement on each of the
services to maintain an accident prevention program.

Other activities taken by the military services on an individual
basis that have proved effective, includes such items as an attitude
survey of military personnel which has been conducted to determine
the effectiveness of methods used to combat privately owned motor
vehicle accidents. It was rather revealing, to learn that the majority
of the military personnel did not feel that the usual means used to
promote a safety program, such as posters and memoranda and things
of that nature served a useful purpose. They felt, that is, mdividual
members felt, that the most effective approach would be a get-tough
approach.

n connection with this particular study, it has attracted such at-
tention, that an abstract of the survey has been ublished by the Na-
tional Safety Council in their December issue o¥ their Traffic Safety
magazine.
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Mr. Roperts. Could you furnish that information to the subcom-
mittee ?

Mr. Avericar. Yes, sir, I can do that.

Mr. Roperrs. Thank you.

(The information referred is in the committee files.)

Mr. Acericur. The National Safety Council driver award program
is endorsed by the Department of Defense and plays a major role in
our promotional program. One particular service uses this award

rogram throughont the entire service, and the other services leave
it up to the individual installation or command. This driver award
program includes an annual award for accident-free driving for all
civilian drivers, It contains a code for professional drivers, a mag-
azine on safe driving, a monthly letter containing important seasonal
topics and a poster service,

In addition in the field of training, personnel are not only trained
in the service schools, but we use the services of universities, such as
the Traffic Institute which is maintained by the Northwestern Uni-
versity. We train civilian traffic officials in these schools.

In addition to this, motor vehicle safety is included in the chap-
lain’s character guidance program from the moral responsibility
standpoint, which we think is rather effective.

Our general training for drivers is threefold.

We have a prelicensing training program.

We have a refresher training program, and we have a remedial
driver training program.

Timely ecirculars on motor vehicle safety are published, such as one
that is being published at the present time which calls attention to a
danger which we have been informed of by the Interstate Commerce
Commission concerning drivers of flammable liquid carriers not stop-
ping at railroad crossings. In addition to that, we publish circulars
preceding long weekends and other holiday periods.

DOD supports national programs such as the national vehicle
safety check, the slow down and live campaign, and the Armed
Forces-State traffic safety workshops, which have also paid dividends.

One of our oustanding efforts, T believe, is the fact that the Army
participated in the American Association of State Highway Officials’
study on driver fatigue and performance in a 2-year study which was
conducted at Ottawa, I1l. The study ran for 2 years, and represented
a coordinated effort between the Army, public roads, the truck manu-
facturers, and the data is being processed at the present and we ex-
pect to develop a limitation as to the length of time that drivers can
safely perform their duties on the road from the data that we will
receive from this study.

Reporting procedures for accidents are being converted to the
automatic data procéssing system to insure more accurate and more
immediate information on accidents that we can use in our studies.

Civilian safety management career programs are being established
to improve the quality of the safety personnel who are engaged in
this particular field of work. Promotional material such as films,
posters, and literature are widely distributed and offpost safety pro-
grams have been developed and they have been designed to stress the
motor vehicle phase of the safety program. }

There is at present a policy being established on the use of seat
belts and shoulcl)be forthcoming in the very near future.
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Vehicle inspections are performed on a schedule that will insure
against mechanical failure of the vehicles. .

Regulations have been published on the prevention of Government-
owned vehicle accidents and non-Government-owned vehicle acci-
dents, and in connection with compliance with civil traffic laws.

Fach service was represented on the American Standards Associa-
tion Committee which was established to revise the national traffic and
reporting standards. And each service cooperates so that we have an
interchange system between services in the use of our safety films
that we use in the training programs.

A couple of miscellaneous neidents in connection with this indi-
cates the progress that is being made by the Department of Defense
safety effort. One is the percent of reduction based upon the last 5
years of accident experience. We find that our Government motor
vehicle accident rate, Department of Defensewide, has been reduced
16 percent during the last 5 years, and that our fatality rate—this is
in connection with Government-owned motor vehicles—has been re-
duced 25 percent.

With reference to the privately owned vehicles used by Department
of Defense personnel, the accident rate over the last 5 years has been
reduced 28 percent, and the fatality rate has been reduced 19 percent.

I believe an indication of the progress that has been made on the part
of the Department of Defense in connection with our accident, preven-
tion effort may be illustrated by the fact that b years ago, the Presi-
dent of the United States established a safety award to be presented
for ontstanding safety achievement each year. During the 5 years
that the Presidential award has been in effect, the Department of De-
fense has won it four times. The Army has won it twice; the Navy
has won it once; the Air Force has won it once. We have been in-
formed that all three of the services have again maintained a reduc-
tion in their accident frequency rates to such a degree that we have all
three been nominated for this award again this year, and only time
can tell whether or not one of us will win it again. y

In closing my comments, I would like, if I may, to correct what I
think and what the Department of Defense thinks is a misconception
as to the part played in safety by our military drivers. Itis publicized
by insurance companies and others that the military drivers are per-
haps the worst drivers there are in the world.

This is a statement that T feel is a misconception, and if it is in
order, T would like to go on record before this committee justifying
the position that T take, that it is not a true statement. I base this
primarily on an aricle entitled, “The Case for the GI Driver,” which
was published in the Army Personnel Letter of January 1961, and it
is submitted as a matter of record, if it is appropriate to do so.

T call attention to the fact that although rumor has it that service-
men are among the poorest, if not the worst, drivers on our streets and
highways, we would like to look at the facts. I quote from the article:

As a group, drivers under 25 are more frequently involved in accidents and
show higher accident rates than would be expected on the basis of their
pumbers in the driving population. A very high percentage of servicemen are
in the mader 95 years of age group, who are responsible for the major portion
of the highway accidents. But we would like to bear in mind that soldiers
or military drivers in uniform are easily recognized—umilitary drivers by virtue
of their distinetive uniform and the identification on the bumper or windshield
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of the car which is readily recognized, whereas the millions of other drivers of
the same age are not so easily recognized.

Because of this ease of identification, the servicemen may have become the
scapegoats of an accident-weary public, ready to assign blame for the traffic
accident problem. No other group, ethnic, religious, or occupational, is so
singled out.

That the driving performance of the under 25 serviceman is in need of im-
provement is acknowledged ; that his record is poorer than that of his driving
contemporaries has not been proved.

These servicemen entered the service after 18 or more years in civilian life,
where he was under the influence of his family and the community. He brought
most of his knowledge, skills, and attitudes that relate to driving—and his
driver’s license—with him to the military service. It is the publie, not the mili-
tary, which determines who shall be issued a license, and the requirements an
applicant must meet to obtain this certificate. The Army examines, selects,
trains, and supervises the drivers of its Government-owned vehicles ; however,
controls of this sort are almost totally absent in the case of the serviceman
operating his own vehicle. The result—accident experience for Army vehicles is
one-half that of motor vehicle fleets reporting their experience to the National
Safety Council. Last year, Army motor vehicles were driven some 130,000 miles
for each accident reported.

The serviceman’s private motor vehicle problem is not exclusively a military
problem ; rather it is a part of the total traffic problem of the Nation. Acecord-
ingly, the solution is one which must be shared by the military and the civilian
community. Improved licensing standards and driver controls offer the best
hope for reducing accident experience among all drivers, military and non-
military alike.

As an example of the point that I am trying to stress before the
committee, I mention the fact that there were more fatalities from
motor vehicle accidents in my daughter’s high school graduating class
in Huntsville, Ala., than there were among all of the thousands of

military personnel stationed at Redstone Arsenal during the 9 years
that I directed the safety program there. This is a problem that [
think we all should consider.

This completes the remarks from my notes, Mr. Chairman. If there
are any questions from the committee, I would be glad to attempt to-
answer them.

Mr. Roserrs. Thank you, Mr. Albright. You have been very help-
ful to the committee. You have presented it quite well.

I would like to ask a few questions. As I understand it, the De-
partment of Defense approves the bill with the exception that they
would prefer the bill be amended to put the authority, the power to
carry out the objective of the bill, in the General Services Adminis-
tration, rather than in the Department of Commerce; is that correct?

Mr. Aericar. That is correct, sir.

Mr. Roperrs. Do you think that the General Services Administra-
tion should rely on the Society of Automotive Engineers, the Ameri-
can Standards Association, or set. up a staff of its own, to pass judg-
ment on safety features, after hearing the engineering societies, the
testing associations, the public, and the manufacturers and others in-
terested in the matter?

Mr. Apricur. My personal feeling, Mr. Chairman, is that there
are people in the Government service who are qualified and that they
may be called upon to assist in this particular field. For example, in
the Bureau of the Budget’s comments on this, they state that in fur-
thering the objective of this legislation, it is their understanding that
the General Services Administration intends to solicit advice and
recommendations from the Interdepartmental Highway Safety
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Board, which was established by Executive Order No. 10898, Decem-
ber 2, 1960, in which, among other responsibilities, is required to pro-
vide leadership to and to coordinate the traffic safety aspects of pro-
grams ca 1'1'ic(ﬂ on by the departments and agencies of the Federal
Government, and that advice from this Board which is chaired by the
Secretary of Commerce should be of material assistance to the Gen-
eral Services Administration in promulgating standards covering
safety devices and in the preparation of suitable specifications in con-
nection therewith.

In addition to that, I am sure that all of the agencies of the Govern-
ment who have men specially trained in this field would gladly volun-
teer their services.

Mr. Roserrs. Do you believe, however, that the General Services
Administration, after consulting with the using agencies, should have
the discretion to make the final judgment on the safety feature itself?

Mr. ArerigaT. Yes, sir; I think so. I make this statement because
of the fact that the vehicles are used differently by different agencies,
and they may be required to procure safety devices that, due to the
use of the particular vehicle, would not be necessary in other vehicles.

Mr. Roserts. I suppose you have in mind a situation, for instance,
such as the Post Office Department, in using a particular type of
vehicle, might have a type of vehicle that would not lend itself to use
by another agency or department. They are required to stand most
of the time, and 1)’ cannot conceive that there would be much point in
putting on those vehicles a safety belt, in that type of operation.

Mr. Arericur. That is right, sit.  We have ot]ller classes of vehicles
that are used in different service, such as in the Geodetic Survey in the
Tropics where there is nothing over the top but a piece of canvas. We
would oppose putting safety belts in that particular type of vehicle
because in case of rollover they need to be able to leave these vehicles in
a hurry.

Mr. Roeerrs. And you feel that they would be better qualified to
obtain the particular equipment because it is their job to procure them
in the first instance ?

Mr. Arericar. That is the general opinion expressed by the Bureau
of the Budget, and the Department of Defense endorses that.

Mr. Scaexex. Will you yield there?

Mr. Roserts. I will gladly yield.

Mr. Scuenck. You refer to the fact that in the Geodetic Survey
vehicles, they have only a piece of canvas for the top on their vehicles.
Could you not insist upon rollover bars there?

Mr. AvericuT. That could be an answer, a solution. Rollover hoops
are available and may be procured to be installed on vehicles of that

type.

Rir. Scaenck. Would you not feel that might be important, or
does the record show that it is not necessary ?

Mr. AsriguaT. I do not think that our record would prove it unnec-
essary, sir. However, it is an added safety feature, and we could not
certainly object to it.

Mr. Scnenxck. That is all of the questions T have. Thank you.

Mr. Roperts. You mentioned one thing in your testimony that we
had previously discussed with the commanding officer at Wright Field
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in our hearings that we had in Dayton, Ohio, with reference to the
type of training for servicemen going on leave.

nstead of giving their leave to them in the usual way, having it
occur on the weekends, have any plans been developed in the Depart-
ment of Defense that would stagger that situation so that the service-
man would go out, perhaps, during the middle of the week, or some
other time during t{na week, instead of the weekends, and then have
it changed at the last minute and having him drive night and day, try-
ing to get back in time for his tour of duty?

Ir. AusricaT. A temporary study made in connection with that
problem raises a question as to whether or not it is actually a problem.
However, to determine whether or not it is a problem, we have in
process at this moment a 6-month period of maintaining records of
these types of accidents, to determine for sure whether or not it is a
problem. If it is, we will definitely take action.

The reason I say there is a question in regard to it being a problem
is that the records we have at the moment do not reveal it as a prob-
lem. We have a number of people killed who are night driving
when on leave or on pass, but the indications from our records are
that these people who are being killed are people who live in the
community. They are off for a holiday week at home; they are not
going any place except around their local community.

The major portion of our people who are killed in night driving
in the military services, according to our records that we have at the
present time, indicate that there are very few who are pressing to
get home or to get back to the station on a time limit.

We are concerned with this, and the Department of Defense is
coordinating a study on the part of the three services at this moment
to determine whether there is an actual need for this or whether there
is not,

Mr. Roeerrs. About how many passenger-type vehicles are pur-
chased by the Department of Defense?

Mr. Arericat. I am sorry; I do not have that information with
me. I ean furnish it for the record.

Mr. Rorerrs. We would like to have that for the record.

Mr. Averienr. We will furnish it.

(The information referred to follows:)

The following fizures represent the number of passenger-type motor vehicles
included in the budget for fiscal years 1960, 1961, and 1062

Fiscal vear | Fiscal year | Fiscal year
1960 1961 1062

Sedans. ... - 2,675
Station wagons 1,426
Buses.._.... 3 787

190
5,078 5,800 |

870
153
324
453

2,
1,
1,

Mr. Roeerts. I know you are not in the procurement end of this,
but do you, in your opinion, believe that the addition of reasonable
safety devices, such as seat belt attachments, safety ‘type locks on
the doors, crash padding, roll bars, would appreciably increase the
cost of the vehicles used by the Government ?
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Mr. Acericur. Of course, I know that it would increase it some, but
I doubt very seriously whether the addition of these devices would
increase it beyond the limitations stipulated for the procurement of
the vehicle. I believe that most of the vehicles purchased now are
purchased at a price under the stipulated limit. I do not think it
would increase it more than that limit. If it did increase it, why, the
cost would certainly be off'set by the savings involved.

Mr. Roperrs. Those are all of the questions I have. Do you have
any questions, Mr. Nelsen ¢

Mr. Nesen. No questions.

Mr. Rogerrs. Mr. Dominick?

Mr. Doaixick. I have a couple of questions, Mr, Chairman.

In connection with the safety features mentioned in fairly general
terms, such as the seat belts, and rollover bars, and erash padding, and
safety type door locks, do you have any other thoughts on what types
of devices might be included within this category ?

Mr. ArpricuT. In connection with this legislation, I assure you that
there should be some dividing line be made as to what is considered a
safety device. Definitely a windshield wiper is a safety device; a
horn is a safety device; a windshield washer is a safety device. Yon
can enumerate I do not know how many items on an automobile that, in
the broad sense of the word, would be considered for the purpose of
safety.

The brakes, for example—all of these things. Your sideview mir-
ror, your rearview mirror. But in this particular legislation, I be-
lieve something should be done to specify what the minimum stand-
ards should be in connection with this,

Mr, Dosinick. Let me ask you just a few more questions, if T may.

Has any thought been given in connection with this legislation that
a safety device might include an antipollution device on the exhaust
system ¢ '

Mr. Arerigar. To my knowledge, it has not been considered in con-
nection with this. Some member of the committee would have to an-
swer that, because I do not know what has been included.

Mr. Dominick. Has the Government done any research work on
this particular problem, that you know of, in connection with this bill
or nl]hm'wisc??

Mr. ArerieuT. I do not know. I will have to get that informa-
tion for you. There is research being done in connection with the
control of the poisonous fumes from the exhaust pipe, but I do not
know what role the Government is playing in this research work. I
will have to supply it for you.

(The information referred to follows:)

The Division of Air Pollution of the Public Health Service, Department of
Health, Education, and Welfare has been engaged in research and development
for several years on the problem of emissions of motor vehicle exhausts. The
research covers the exhaust from both the tail pipe and the blowhy from the
crankease. Information is being furnished other Government agencies on a
continuing basis through the Interdepartmental Committee on Air Pollution.

Mr. Dominick. Has the Government, to your knowledge, contem-
plated any research on different types of night lights, as to whether
they would be good or bad ?

Mr. Ausricar. That I cannot answer, either. T believe they have
accepted the research of the outside agencies on that as standard
equipment.
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Mr. Dominicr. Those are all of the questions I have. Thank you.

Mr. Rocers of Florida. As I understand it, you are with the De-
partment of the Army?

Mr. AusricuaT. Yes, sir.

Mr. Rocers of Florida. And the Army has been chosen to be the
coordinating branch for the entire Department of Defense; is that
correct?

Mr. Auprieur. That is right, sir; that is, at this hearing. The
Army, of course, does not control the whole safety program, except
at this hearing 1 am representing the Department of Defense.

Mr. Rocers of Florida. Do you have a coordinating committee?

Mr. Arprigar. I mentioned that in the first part of my statement.
The Department of Defense safety program is decentralized. The
responsibility and the authority is clear.ly delegated to each one of
the Secretaries, However, the Department of Defense maintains
a coordinating agency in their Personnel Division; the Deputy Di-
rector of Personnel for the Department of Defense is the person who
coordinates the general efforts on the part of the services.

Mr. Rocers of Florida. Do you do any research in the Department
of the Army on safety ? '

Mr. Avpriour. Yes, sir. The Department of Defense has the
Armed Forces Epidemiological Board which has a Commission on
Accident Trauma, and they use the brains of the world in this particu-
lar field in doing research and handing it down to the various services,

Mr. Rocers of Florida. That is the only research that you know of ?

Mr. Ausricur. We do other research. I could not tell you for a
fact how much we are doing that would concern this particular bill,

because our special pur;l)ose_ tactical vehicles are excluded from this

bill. When a tactical vehicle is designed for a special purpose, human
engineering plays a major role in the design of that piece of equip-
ment and human engineering is playing a larger role in the design of
the equipment every year.

Mr. Rocers of Florida. I was thinking not necessarily of restrict-
ing it to this bill, but your program of research safety for vehicular
matters.

Mr. Arpricar. We depend on the Armed Forces Epidemiological
Board, and the Commission on Accidental Trauma wEo do that re-
search for us, plus other studies that we make. One I mentioned was
the study of the attitudes of servicemen as to the effectiveness of the
measures that are used in accident prevention. Another one was the
study on the part of the truck manufacturers, the Army and Public
Roads in the E@]d of fatigue and performance of drivers. That was
a 2-year study just completed. They are compiling the data now to
be used in this field.

So we do a great deal of study and research of this nature.

Mr. Rocers of Florida. How many people are there in your office?
What is the size of your staff?

Mr. AsricaT. My staff?

Mr. Rocers of Florida. On this work?

Mr. Arverignr. My staff in the Department of the Army Head-
quarters offices consists of 10; 6 action people and 4 clerical. How-
ever, our Army safety program is decentralized, too.
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We have such organizations as the Nuclear Weapons Coordination
Group for Safety. We have a safety organization in the Continental
Army Command. And we delegate all this responsibility to each
command. We follow the command channel all the way down to
the unit level, if you please. And the other services do the same
thing.

Mr. Rocers of Florida. Thank you very much. That is all.

Mr. Roperrs. Thank you, Mr. Albright. Do you have any break-
down as to fatalities in there, and injuries, broken down by whether
or not they occurred on the base, the installation or outside of those?

Mr. Aisricur. Yes, sir. I have those figures in my office. They
are very revealing. I would be glad to furnish you the figures in
that connection. I do not have them with me today.

Mr. Roperts. If you will do so, we shall appreciate it.

Mr. Arericur. We know that there are far more off post than on
Host.

(The information follows:)

Figures obtained from the Army, Navy, and Air Force indicate that off-post
aceidents are responsible for approximately 98 percent of the motor vehicle
deaths experienced by the Department of Defense.

The latest figures available pertaining to the percentage of on-post as op-
posed to off-post accidents indicate that approximately 60 percent of such
accidents occur on-post and 40 percent off-post. This estimate includes only
those accidents resulting in damages of 825 or more to Government-owned ve-
hicles and does not inelude a number of off-post accidents infolving privately
owned vehicles sinee there is no requirement to report such accidents unless
they result in a disabling injury to military personnel.

Mr. Rorerrs. Thank you again very much for being here and fur-

nishing us with this information.

Mr. Avericur. Thank you.

Mr. Roserts. Our next witness today is Mr. Ernest G. Cox, Chief,
Section of Motor Carrier Safety, Interstate Commerce Commission.
With him, I understand, he is accompanied by Mr. Herbert Qualls,
Director of the Bureau of Motor Carriers, and Mr. Dale W. Hardin,
congressional liaison officer.

STATEMENT OF ERNEST G. COX, CHIEF, SECTION OF MOTOR CAR-
RIER SAFETY, INTERSTATE COMMERCE COMMISSION; ACCOM-
PANIED BY HERBERT QUALLS, DIRECTOR OF THE BUREAU OF
MOTOR CARRIERS, AND DALE W. HARDIN, CONGRESSIONAL
LIAISON OFFICER, INTERSTATE COMMERCE COMMISSION

Mr. Cox. Mr. Chairman, and members of the subcommittee, my
name is Ernest G. Cox. I am Chief of the Section of Motor Carrier
Safety in the Bureau of Motor Carriers of the Interstate Commerce
Commission. I have served as Chief of that Section since December
1951, and prior thereto worked in the field staff of the Commission’s
Bureau of Motor Carriers from 1939. Chairman Everett Hutchinson
regrets that he was unable to be here personally, but, as he stated in
his letter of April 4 to Chairman Roberts, a previously scheduled oral
argument before the entire Commission has prevented his being here.

I am appearing today to discuss the safety activities of the Com-
mission, giving particular attention to (1) driver competency and
physical fitness, (2) vehicle design and equipment to promote safety,

T0706—061——20
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and (3) safety inspections of vehicles. The duties and the jurisdic-
tion of the Interstate Commerce Commission with respect to high-

ay safety are specified in section 204(a) of the Interstate Com-
merce Act (49 U.S.C. 304). Paragraphs (1) and (2) of that subsec-
tion specify it to be the duty of the Commission to establish for com-
mon and contract carriers by motor vehicle—

reasonable requirements with respect to qualifications and maximum hours of
service of employees and safety of operation and equipment.

Paragraph (3) states it to be the duty of the Commission—

to establish for private carriers of property by motor vehicle, if need therefor
is found, reasonable requirements to promote safety of operation, and to that
end prescribe qualifications and maximum hours of service of employees, and
standards of equipment.

Paragraph (3)(a) provides that the Commission shall establish—
for carriers of migrant workers by motor vehicle reasonable requirements with
respect to comfort of passengers, qualifications and maximum hours of service
of operators, and safety of operation and equipment.

The Commission first prescribed regulations governing common and
contract carriers of property and passengers as to qualifications of
drivers, reporting of accidents, and standards of equipment, to be-
come effective in 1937. Maximum hours of service regulations became
effective March 1, 1939. As to private carriers of property, the
Commission made the required finding of a need for such prescrip-
tion and prescribed regulations, approximately equivalent to those
applicable to common and contract carriers, to become effective
October 15, 1940. Thus, as to common, contract, and private car-
riers, safety regulations have been in effect for more than 20 years.

Regulations to establish reasonable requirements as to comfort of
passengers and safety of operation of carriers of migrant workers be-
came effective in 1957, following legislation approved August 3, 1956.

Leadership: The Interstate Commerce Commission has regarded
its responsibility in this field not only as merely prescribing regula-
tions and enforcing them, but also as providing leadership for basic
safety regulations in the commercial vehicle field. In its 69th an-
nual report to Congress, 1955, at page 50, the Commission said :

Our function in the prevention of commercial vehicle accidents is of vital
importance. It is unique, and it complements but does not duplicate the activi-
ties of the States in the attainment of the objective of safety on the highways.
We deal with basie accident cause factors peculiar to highway transportation,
which only a Federal Government agency can effectively control through ex-
amination of records and properties of carriers at places located outside the
jurisdiction of the States through which they operate. By investigation we de-
termine the causes of accidents occurring throughout the Nation, and through
such investigations and knowledge gained thereby develop and improve equip-
ment and driver standards. Every State agency is limited by its own State
borders, whereas we are concerned with highway transportation crossing the
lines of all the States. Our function has to do, for example, with maximum
hours of service, as contrasted with enforcement of traffic regulations by State
and local police. We need the cooperation of State agencies, but it is our obliga-
tion to exert leadership and to establish standards in the interstate field. The
State agencies look to us for this leadership.

This leadership has been exerted in a number of ways, some of
which I shall describe briefly.

As to driver standards, the Interstate Commerce Commission has
Jong maintained a high level of physical qualification requirements.
Although practically all States will license a driver who has lost the
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sight of one eye, or who has suffered the amputation of an arm or
leg, for more than 20 years the Interstate Commerce Commission has
required that, as to interstate commercial driving, a driver, among
other things, shall have sight of a specified degree in both eyes, and
must not have suffered the loss of a hand, a foot, a leg or an arm.
Periodic examinations by licensed doctors are required. Identical or
equivalent regulations have been adopted by the regulatory commis-
sions of a considerable number of States for application to commercial
vehicle operations subject to the jurisdiction of such commissions.
Examples are Arkansas, Arizona, Kentucky, Georgia, and California,
the public service commissions of which have adopted the ICC re-
quirements as to driver physical qualifications verbatim.

Following a series of serious truck runaway accidents in 1954 and
1955, one of which oceurred on the streets of San Francisco involving
an Indiana-based truck, and which resulted in the death of seven
persons, and one near Cumberland, Md., involving an Ohio vehicle,
which killed five, after consultation with manufacturers of vehicles,
manufacturers of brakes, and motor carriers, the Commission in May
1956 adopted a requirement for a warning signal and devices to pro-
vide manually and automatically applied emergency brakes in the
event of loss of air pressure. This requirement has since been adopted
by the Public Service Commissions of Arizona and New York State.
Furthermore, a panel of experts acting as advisers to a subcommittee
of the National Committee on Uniform Traflic Laws and Ordinances,
is in process of recommending to that committee incorporation of a
requirement equivalent to ours in the Uniform Vehicle Code.

Also this Commission has taken the lead in developing regulations
providing greater safeguards, in addition to basic requirements, in the
transportation of explosives and other dangerous articles. The
volume of explosives, liquefied compressed gases, corrosive liquids,
»oisons, radioactive materials, and oxidizing materials transported by
iighway is very substantial. In general, considering the volume of
such transportation, the highway transportation of such materials has
been conducted with reasonable safety, although a good record was
tragically marred by a disastrous explosion at Roseburg, Oreg., on
August 7, 1959. This involved a Washington truck and driver, who
ignored specific Commission regulations by leaving the vehicle on a
city street. To the extent that there are State requirements relating
to the transportation of such materials, they are largely patterned
after those of this Commission. )

Educational effort: In recognition of the fact that the safety regu-
lations of the Commission are applicable to the operations of an esti-
mated 137,000 motor carriers, of which number less than 20,000 are re-
quired to obtain operating certificates or permits from the Commis-
sion, a special effort has been made to communicate the basic require-
ments of the Commission’s safety regulations to these motor carriers.
One phase of this has been the careful investigation of many major
accidents involving interstate carriers and the publication of reports
detailing the causes and consequences of such accidents.

These reports have wide circulation in the motor carrier industry
and are mailed to associations of motor carriers, to many individual
motor carriers, to State regulatory commissions, State enforcement
officials, vehicle manufacturers, labor unions, and insurance firms.
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They are put to various practical uses. Motor carriers often have
commented on their value in the training of supervisory personnel and
drivers. In many cases they request additional copies; and, in other
cases, they reproduce the reports for distribution to their personnel.

To maintain close cooperative relationships with State commissions,
and to assure competence by our own staff, twice each year an orienta-
tion and training course is conducted by the Bureau of Motor Carriers.
It is attended by representatives of State commissions, on invitation,
as well as our own trainees. This month representatives of 11 States
will participate in such a course.

Driver competence and physical fitness: The regulations of the
Interstate Commerce Commission as to driver qualifications are mini-
mum requirements. They are designed on the principle that they are
applicable to carriers who employ drivers and that the carrier is sub-
ject to the jurisdiction of the Interstate Commerce Commission. A
driver, as agent of the carrier, also is subject to the regulations and
must comply with them.

In addition to the specified physical and competence standards, the
regulations require that a motor carrier shall take into account the
following considerations where they exist: (1) Violations of laws or
regulations governing the operation of motor vehicles of which the
driver is guilty: (2) the driver’s accident record insofar as it tends
to establish a lack of concern for, or indifference to, his own or the

ublic safety; and (3) violations of criminal laws of which the driver
1s guilty. The carrier is required, periodically, to review the driver’s
record and, particularly, in connection with serious accidents.

The subcommittee chairman has inquired particularly about the
efforts of the Commission to keep chronie lawbreakers and habitual
users of drugs and alcohol from driving vehicles subject to the safety
regulations of the Commission. First, the clear requirement of the
Commission regulations is that such persons are not eligible under
the minimum qualifications. The Commission does not license in-
dividual drivers. Its regulations are based on the fact that the motor
carrier is subject to regulation, and the carrier is required to see that
the regulations relating to qualifications of drivers are observed. An
example of a Commission expression on this point is found in Motor
Carrier Accident Investigation Report No. 41, which involved the use
of a driver whose background demonstrated his lack of fitness for
employment as an interstate driver. The carrier’s management de-
fended his retention on the ground that terms of the union contract
made it impossible to remove him after they learned of his background.
The Commission’s report said :

We wish to make it clear that we do not consider any carrier to be excused
from its obligations to insure that its drivers are qualified and its vehicles are
safety operated by virtue of any obligation it has assumed in its contract with
an employee union. In the area of safety of operation, the carrier’s obligation
to the public and its ability to abide by the provisions of the Interstate Com-
merce Act and our regulations thereunder must remain paramount.

These reports occasionally have concerned accidents resulting from
the use of amphetamine drugs by drivers. In fact, the investigation
of such an accident which occurred at Fayette, Ala., on July 24, 1953,
and the publication of a report thereon, was a factor in stimulating
the initial drive of the Food and Drug Administration against the
unlawful sale of amphetamine drugs to truck drivers. Other recent
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reports have emphasized the extent to which use of these drugs con-
tribute to the occurrence of serious accidents. One of these was the
collision of a truck transporting cattle with a bus near Tucson, Ariz.,
on December 20, 1959, resulting in nine deaths. We regularly report
to the Food and Drug Administration those cases in which we learn
of the use of such drugs.

Hours of service regulations: The Commission’s regulations re-
Jating to maximum hours of service are fundamentally important.
1t has been particularly difficult to obtain compliance with them
because of the incentive to truckdrivers and carriers to operate n
excess of their limitations. The use of amphetamine drugs, where
it exists, is often for the purpose of defeating these regulations.
Because of the importance of the hours of service rules and the need
for immediate correction of violations, the Commission has proposed
a regulation to authorize its staff to remove from service, on the spot,
drivers found to be operating in violation of these rules. This pro-
yosal has met with opposition from management and union officials.
]lIe:u'in;_rs on this and other hours of service proposals were held in
May. June, and July 1960 and a recommended report of the hearing
examiner is now awaited. However, this is an area in which the
Commission has exercised vigorous enforcement action in the courts
and has prosecuted motor carriers and drivers alike for serious viola-
tions of these regulations. It has recently turned its attention to
prosecution of drivers on a second offense basis and has met with
success in the cases brought in court.

Regulations relating to vehicle design: The Commission’s safety
regulations specify minimum requirements which must be mef with
respect to lighting devices, reflectors, and electrical equipment, brakes
and brake components, glazing and window construction, fuel systems,
coupling devices and towing methods, miscellaneous parts and acces-
sories, and emergency equipment.

The regulations specify that additional equipment and accessories,
not inconsistent with requirements of the Commission, may be used,
provided they do not decrease the safety of operation of the motor
vehicles on which they are used. We have previously mentioned the
improved requirements for combination vehicle braking equipment
established by the Commission order of May 21, 1956.

We found, from accident reports filed by motor carriers, that a

large number of accidents resulting in substantial property damage
and, in some cases, in fatalities, resulted from vehicles rolling away
from parked positions at such locations as restaurants and truck
service stops. Therefore, in 1959 we substantially strengthened the
regulations requiring adequate parking brakes.
_ Another major revision of our equipment requirements relates to
lighting devices, On September 30, 1960, the Commission adopted
an order completely revising the lighting regulations for commercial
vehicles. These revised regulations are to be effective July 1, 1961.
They contain a requirement that vehicles must be equipped with a
switch or combination of switches for causing the simultaneous flash-
ing of front and rear signals as a vehicular traffic hazard warning.
This is the first time that any legal requirement has been established,
on a mandatory basis, for providing the means and for making use
of this type of signal.
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These lighting requirements go beyond the provisions of the Uni-
form Vehicle Code. However, a panel of experts, even before the
regulations have become effective, is already proceeding with the
development of recommendations to incorporate these requirements
in the Uniform Vehicle Code in the hope that individual States will
see fit to adopt them for application to intrastate operations.

For many years we have advocated, and have consistently en-
deavored to encourage, State adoption of regulations identical to or
the equivalent of those of the Commission.

Similarly, we are convinced that our requirements for fuel systems
and the components thereof are of vital importance. We preseribe
a severe test for side-mounted gasoline tanks. In addition, they must
be certified as meeting the requirements of the Commission. A study
of the accident reports filed with the Commission by motor carriers
shows that accidents which result in fire are more than five times
as costly, as to property damage, on the average, as nonfire accidents.
Ours is the only Government agency to prescribe such regulations,
except to the extent that some States have adopted our rules.

Safety inspections of vehicles: Since the beginning of the Commis-
sion’s safety regulation of motor earriers, it has carried on, to the limit
of its facilities, inspections of vehicles actually operating on the
highways and inspection of maintenance practices, hours-of-service
records, and other records of motor carriers at carriers’ headquarters.
For much of the period between 1939 and 1955 our ability to do this
was limited by an extremely small staff. In 1956 and 1957 Congress
voted additional funds to enable the Commission to increase its staff
for this work.

Beginning in 1956 we began an intensive program of vehicle inspec-
tion. This was oceasioned by conditions found in investigation of
serious truck runaway accidents. Our published report on an accident
of July 24, 1954, at Liberty, N.Y., described the badly neglected condi-
tion of brake chamber diaphragms, a hidden component. Our reports
on the accidents of May 27, 1955, in San Francisco, and October 19,
1955, at Cumberland, Md., contain pictures of badly deteriorated air
hoses leading to brake chambers. With this background we not
only made the regulation modification referred to previously but
instituted a program of vigorous and very thoroughgoing vehicle in-
spections with much of it carried on on the highways in the form of
nationwide road checks, with our entire field staff participating. Since
1957 we have made detailed inspections of about 60,000 vehicles per
year, with about 40,000 of these being inspected in the course of nation-
wide road checks. Vehicles found to be imminently hazardous are
removed from service on the spot and may not be operated until repairs
are made.

Each year we have conducted a separate road check relating to
buses. In 1960 we made inspections 011 8,786 buses. Of this number
174 vehicles were taken out of operation until hazardous mechanical
conditions had been remedied. The 174 vehicles taken out of service
constituted 2 percent of the total number inspected, a marked improve-
ment compared with the 3.2 percent removed from service in the in-
spections of 1959.

Late in 1960 we instituted a program of vehicle inspections on major
turnpikes. We have been convinced that many vehicles operating over
the turnpikes were escaping adequate inspection because of our in-
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ability to reach them on such highways. However, through arrange-
ments with the Pennsylvania Turnpike Commission we made an
inspection for 3 days in November 1960. We already have completed
arrangements for such inspections on the Pennsylvania, Ohio, and
Indiana toll roads in the near future. "

With respect to the nationwide road check of property-carrying
vehicles in June 1960, we published data to show that there had been
a progressive improvement in the percentage of vehicles removed
from service insofar as authorized carriers and private carriers of
property are concerned but that there had been a worsening in the
percentage of vehicles of exempt carriers removed from service be-
tween 1959 and 1960. Our en%ormment program has continued to
emphasize all types but much more attention is being given to exempt
;1111"[ private carriers in recent years than previously was the case.

The Commission has also had a major responsibility in the ade-
quate regulation of carriers transporting explosives and other dangers
commodities. Substantial volumes of these materials move by motor
transport. We have continued to give the utmost attention possible
to such carriers and their compliance with the safety regulations. In
a number of cases, the fitness of authorized carriers has been chal-
lenged when they have applied for extension of operating rights.
Applications which have been denied by the Commission for lack of
compliance with the safety regulations have, we believe, had a pro-
found and far-reaching effect. The Commission also has directed
that attention to the safety compliance of motor carriers shall be taken
into account whenever carriers apply for temporary authority to ex-
tend their operations on the basis of an immediate and urgent need.

During 1960, 378 criminal or civil cases were filed in the Federal
courts against motor carriers and drivers for violations of our safety
regulations. The investigations from which these cases resulted were
made by our staff.

Our study of accident reports frequently results in our communi-
cating with the Bureau of Public Roads and, through it to State
highway authorities, regarding the need for highway design, mark-
ing, or signaling improvements. We also have communicated to
manufacturers of vehicles and components conditions which have ap-
peared to us to warrant changes in design. These suggestions and
recommendations have been on a cooperative basis, but have met
with considerable success in obtaining design changes in vehicles and
also in highway improvements.

The Commission has no facilities with which to carry on research
and no funds with which to finance research by other Government or
private agencies for it. However, recognizing the vital need for re-
search and the knowledge gained thereby, we have availed ourselves
of the facilities of other agencies of the Government to some extent
and have obtained the cooperation of privately financed technical
associations. When the Commission adopted its regulations relating
to emergency brake functions in May 1956, it took note of the differ-
ences of opinion between the proponents of different systems. As a
consequence, we arranged with the Bureau of Public Roads to carry
on brake research in its laboratory and in field experiments. We
obtained the advice and assistance of an industry advisory committee.
We supplied the service of a mechanical engineer. The manufacturers
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of vehicles and the Department of the Army furnished vehicles for
the conduct of actual highway tests. Manufacturers of brake com-
ponents loaned equipment for use in the laboratory. We expect to ob-
tain valuable information from this work. Industry sources also, at
our request, are now conducting experiments looking toward the
development of a portable light intensity measuring device to fill a
long existing inspection need.

In conclusion, we invite the attention of the subcommittee to in-
formation contained in the Commission’s 74th Annual Report to
Congress, concerning the results of our safety work insofar as they
can be measured by information available to us. We obtain accident
reports only from for-hire carriers—about one-seventh of the total
number of carriers subject to our regulation, but who, we believe, carry
on the largest proportion of the interstate business. A chart on page
138 of the annual report shows that in the 5-year period ending with
1959, property carriers reporting data to the Commission operated
3814 billion vehicle-miles, 25.2 percent more than the miles for the
preceding 5 vears. In the later period, despite the mileage increase
and despite the increase in total use of the highways, carriers report-
ing accidents to the Commission reported 2.1 percent less fatalities
than in the earlier 5-year period. In the case of buses, in the 5 years
ending with 1959, miles decreased by 15 percent but fatalities de-
creased by 30.1 percent under the previous 5 years.

Beyond and in addition to the results shown by these data, we are
convinced that our work has produced far-reaching beneficial safety
results not capable of demonstration by statistics. Thousands of
carriers subject to our safety jurisdiction do not report either acci-
dents or mileage data, so any improvement in their experience is not
reflected. The effect we have had on truck and bus design has been
felt far beyond the vehicles operated in interstate and foreign com-
merce, as once a vehicle design or component design is changed the
increased safety resulting therefrom benefits all users. So, also, is
the effect of our driver standards carried to those governed by State
agencies which adopt them. Yet, although excellent results have been
achieved, we recognize that much vitally important work still remains
to be done to continue to prevent loss of lives, avoid injuries, and cur-
tail property losses. I am sure it will be the purpose of the Commis-
sion vigorously to press toward this objective to the fullest extent
of its powers and facilities.

Mr, Chairman and members of the subcommittee, we appreciate this
opportunity of appearing here today to discuss this important subject.
If there are any questions, I shall be glad to answer them.

Mr. Rogers of Florida (presiding). Thank you very much, Mr.
Cox, for your statement. I will ask Mr. Nelsen if he hasany questions.

Mr. NerseN. No questions.

Mr. Rogegs of Florida. Mr. Dominick?

Mzr. Dosminick. No questions.

Mr. Roerrs of Florida. I think it is encouraging to the committee
to find that you are making progress in cutting down the damage
from accidents. The figures you give us are very encouraging. Imay
have just a few questions that I would like to ask.

First of all, can you give us an idea—maybe you do not have the
figures offhand—as to the number of vehicles controlled by the Inter-
state Commerce Commission that fall under your jurisdiction?
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Mr. Cox. Yes; that figure appears in the latest annual report of
the Commission at page 134. X

The total number of vehicles—this is based, of course, upon an esti-
mate—is 1,714,556 operated by 132,851 different motor carriers.

Mr. Rocers of Florida. What personnel do you have that actually
devote their time to the question of safety ?

Mr. Cox. We have 80 field offices.

Mr. Rocers of Florida. How many

Mr. Cox. 80. There are employed 101 safety inspectors whose time
is devoted substantially entirely to safety matters. There are also
123 district supervisors who devote varying portions of their time—
one-third, approximately—to safety matters.

There are 13 district directors, 2 assistant directors, and 13 rate
agents. That isa total of 252,

These latter 28 devote a very small portion of their time to safety.
Mr. Qualls points out that here in the Washington headquarters we
have 43 people dealing with safety matters, including receiving field
staff reports, evaluating them, analyzing accidents, preparing reports
for publication and in the development of regulations, considering
{)mlmsnlf—' for regulations, consulting with the people who are affected
yy and interested in the regulations and the like.

Mr. Rocers of Florida. Do you have any personnel, who are devot-
ing their time to research in this field ? If so, how many ?

Mr. Cox. Unfortunately, no. We have on our staff here two me-
chanical engineers. We did take the time of one of those men for a
portion, a major portion, of 1959, and also a portion of 1960, in con-
nection with the brake study which I described, being carried on for
us by the Bureau of Public Roads.

Mr. Rocers of Florida. In other words, you have no research pro-
gram?

Mr. Cox. We have no facilities and no arrangements for research,
although 1 would like to emphasize that there is a need for it.

Mr. Rocers of Florida. How do you decide on a change in design?

Mr. Cox. We consult very extensively with technical sources, par-
ticularly those maintained by the associations of motor carriers who
are subject to regulation, and those technicians available to us through
the automobile manufacturers associations. We consult extensively
with engineers in the Bureau of Public Roads. We also draw heavily
upon the advice of specific manufacturers of components and groups
of such manufacturers of components, but in the last analysis, after
taking into account, all of the views of these people, it boils down to a
determination on the part of our own staff and our representations to
the Commission as to the propriety, the reasonableness, and the need
for these changes.

Mr. Rocers of Florida. Have you met much opposition from the
manufacturers when you have selected a certain device to be included
or certain suggestions as to vehicle design?

Mr. Cox. Ordinarily, sir, we have had what I can properly describe
as substantial cooperative assistance from them. They, at times, do
take issue with specific proposals we have under discussion, but in the
main I think it is fair to say that they have been decidely cooperative
and have been very willing to supply us with the data and informa-
tion to enable us to arrive at a proper judgment.
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Mr. Rocers of Florida. You feel probably it would be helpful to
you if you had some research staff working specifically in this field?

Mr. Cox. I think it would be very helpful, not only in the field of
the vehicle and its design, but also in the field of human engineering.
Basically, sir, one of the tremendous problems we must cope with and
recognize as a fact is that we are responsible for driver qualification
standards, driver background standards, and we ought to know more
about the effect of physical and mental conditions and fatigue, use of
drugs, ete., to guide us in this work.

Mr. Rocers of Florida. Have you had much difficulty getting in-
formation on driver permits?

Mr. Cox. By this you mean driver licenses?

Mr. Rogers of Florida. I was thinking, perhaps when the driver
himself applies——

Mr. Cox. You mean the operator?

Mr. Rocers of Florida. Applies for his permit, gives false informa-
tion—have you had any opportunity to make a study of that, or is
that a problem?

Mr, Cox. In some of our published reports we have emphasized the
unsatisfactory background of drivers who have been involved in
accidents, but I cannot say affirmatively to you that we have encount-
ered many cases of falsification or improper use of a license. We did
give quite a good deal of emphasis to that involving the operator of
an exempt commodity vehicle that collided with a firetruck in Hyatts-
ville, Md., a few years ago. This man was operating under a stolen
license. But in terms of the total problem, there is much to be desired
with respect to the methods of evalulating background and the selec-
tion of drivers, Yet, I cannot say to you that we have had much
experience with respect to falsification or the stealing of licenses.

Mr. Rocers of Florida. I was wondering if you required an ap-
plicant to sign a statement as to his experience or submit to physical
examination in order to be licensed.

Mr. Cox. No.sir. The licensing is a State function. The Commis-
sion does not license anyone, other than authorizing the carrier to
perform service.

The issuance of the license to the individual to drive is in the hands
oflthe States. The carrier must see that the driver complies with our
rules.

Mr. Rocers of Florida. Yes, I realize that, but here is what T was
concerned about. It seems to me that you might give it some thought.
Here you provide the license for a company to operate interstate, do
you not ?

Mr. Cox. That is true only with respect to the carriers who perform
service for hire, and not even all of them require a certificate. Of
approximately 132,000 carriers we know of or believe are in operation,
less than 19,000 require a certificate or a permit from the Commission.
The others are private carriers of property who may go anywhere
with anything at any time—except as a carrier for hire—and others
are transporters of so-called exempt commodities which need no
certificate.

Mr. Rocers of Florida. You have the authority to check on the
safety of their vehicle?

Mr. Cox. Yes, sir, and we do.
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Mr. Rocers of Florida. So far as they are in interstate work ?

Mr. Cox. Yes, that is true. -3

Mr. Rocers of Florida. That is a factor. Yet, I presume 1t 1s one
of the greatest factors that will influence safety work, that is, it would
be the driver himself, the operator.

Mr. Cox. That is true.

Mr. Rocers of Florida. I will not say that we make no attempt,
but, we have no procedure to check an applicant’s background or med-
ical history, so far as I can determine. y

Mr. Cox. May I say again what is in my statement, sir? We do
require the carrier to do this. Under the Commission’s regulations, a
person may not drive in interstate commerce without obtaining a med-
leal certificate from a licensed doctor of medicine or osteopathy, hav-
ing the certificate with him while he is driving, and having a copy
on file with his employer, even though he himself may be the carrier.
Such a certificate must be not more than 3 yearsold. .

Furthermore, the carrier is required by our regulations to examine
the driver’s background, how often he has been arrested, what crimes
he has been convicted of, and particularly to examine his record of
traffic arrests and his accident record. So I think, sir, that regula-
tionwise we have provided for this as to the interstate carriers.

Mr. Rocers of Florida. Do you feel that the Interstate Commerce
Commission would have authority to require an operating certificate
if you so desired ¢

Mr. Cox. Yes, I believe that the basic legislation is broad enough.

Mr. Rocers of Florida. And it gives you that authority ¢

Mr. Cox. I think so.

Mr. Rocers of Florida. I refer you to page 6 of your statement.
What about the company you mentioned there that could not get rid
of a driver because of a union contract? What was the outcome of
that case?

Mr Cox. The Commission published a report on the accident, stat-
ing its position as to the carrier’s obligation to see that its drivers
are qualified as required by regulation.

The Commission also instituted an enforcement action in court
against not only the driver who was driving the vehicle when it left
the highway, but also the codriver—they are both named in the report.
Both of them pleaded guilty to violations of the Interstate Commerce
Commission regulations, and each was fined $150 in Federal court at
Council Bluffs, Iowa.

In addition, there has been a tremendous amount of interest in this
particular report from management, from labor unions, and we have
done everything we can to emphasize this expression on the part of
the Commission.

Mr. Rocers of Florida. Let me ask you one last question: Can the
Commission do something about this air pollution problem of buses
and trucks? Have you gone into that problem at all? It seems to
me that it is building up very rapidly as one of our major problems,
so far as air pollution is concerned, according to reports from Cali-
fornia and from many of our cities.

Of course, as we urbanize, it becomes a more important problem. 1
personally find it obnoxious to get behind one of these big trucks.
Every time they move out, you are covered with a cloud of smoke com-
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ing out of their exhaust pipes. I would hope that the Commission
would do something to he{p this problem.

Mr. Cox. I should like to be careful in making this response, to be
sure that my intent is not misunderstood. In the past, we have con-
strued the Commission’s responsibility as directing it to impose regu-
lations with respect to safety. There always have been a lack of clear
distinction between safety and nuisance in this area. This is not, in
any sense, minimizing the importance of your statement. But I also
should like to say that because of the absence of well established and
documented technical information in this field, and also because we
have been so deeply concerned with other safety matters that we be-
lieve demand a higher degree of priority, we have not looked into
this problem.

I wish to be cautious and not to commit the Commission to a course
of action. I think there is a question as to our legal authority here,
but I can certainly, and shall be glad (and I am sure in this statement
Director Qualls and Mr. Hardin will join with me), to bring your
observation to the attention of the Commission and to seek an instrue-
tion from them.

Mr. Rocers of Florida. I think it would be helpful for you to do
that, and to let the committee have a written statement as to whether
you have a stand in the field, from the health and safety standpoint,
and you could perhaps coordinate it between some of the other agen-
cies that are working on the problem. You might find that you have
sufficient authority. If not, I think that the committee would like to
know of it, because we are very much interested in that field.

Mr. Cox. This is an area, of course, in which the full question of

research is tremendously important. And, to the extent we have had
an interest in it, we have been awaiting the development of more
factual information.
(The information referred to follows:)
INTERSTATE CoMMERCE COMMISSION,

OFFICE OF THE CHAIRMAN,
Washington, D.C., May 29, 1961.

Hox. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

Dear CHAIRMAN RoperTs: On April 18, 1961, Mr. Ernest Cox, Chief of the
Section of Safety of the Bureau of Motor Carriers, appeared before your sub-
committee to discuss, generally, the motor carrier safety activities of the Inter-
state Commerce Commission. During the course of his testimony, Mr. Cox was
asked whether, under the present statutes, the Commission is authorized to
require that motor vehicles, subject to its safety jurisdiction, use devices that
would eliminate or reduce the air pollution caused by fumes and other sub-
stances discharged from such vehicles, Mr. Cox suggested that he would prefer
to submit this question to the Commission for consideration and for a subsequent
expression of the Commission’s views with respect thereto. This matter has
been considered by the Commission, and I am authorized to make the following
comments in its behalf :

Except for authority conferred by the Transportation of Explosives Act, the
Commission’s safety jurisdiction over motor vehicles operated in interstate or
foreign commerce is derived from section 204(a) of the Interstate Commerce
Act. Under this section it is the duty of the Commission to regnlate motor com-
mon and contract carriers, and to that end the Commission may establish rea-
sonable requirements with respeet to qualifications and maximum hours of
service of employees as well as safety of operation and equipment. The Com-
mission is also authorized therein to establish for private motor earriers of
property, if need therefor is found, reasonable requirements to promote safety
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of operation, and in connection therewith to prescribe qualifications and maxi-
mum hours of service of employees and standards of equipment. It has recently
been held in United States v. Pacific Power Company, U.S. District Court for
the District of Oregon, that the Commission’s authority to regulate private motor
carriers extended only to maximum hours of service of employees and standards
of equipment, and not to safety of operations. Nevertheless, since the question
of eliminating air pollution involves standards of equipment, the Commis-
sion’s anthority would be the same for all three groups of carriers.

In view of the Commission’s authority under section 204(a) to establish “rea-
sonable requirements' with respect to “gafety of operation and equipment,”
we are of the opinion that the Commission is empowered to require that motor
vehicles subject to its safety jurisdiction be equipped with devices to eliminate
or reduce air pollution resulting from emissions of the exhaust or crankcase.
Moreover, we are also of the view that, although the principal thrust of the
safety regulations heretofore prescribed by the Commission has been directed
toward the prevention of injury to persons or property On or near the highways,
the Commission’s authority is not so restricted, but extends to the protection
of persons and property substantially beyond the highway.

However, in order to prescribe a protective device under the authority of sec-
tion 204(a), it wounld be necessary for the Commission to institute a proceeding
to determine the reasonableness of the requirement; that is, whether it is
reasonably related to the promotion of the health and safety of persons, or the
safety of property, and reasonably adapted to the accomplishment of that end.
For example, it is not very meaningful to say that a substance is poisonous un-
less the amount required to produce toxic effects and the form of ingestion are
specified. A third question of fact for determination is whether the safety de-
vices are needed only in certain densely populated areas having a large amount
of motor vehicle traffic, accompanied by certain geographic and climatie condi-
tions, or whether they are needed throughout the country on the theory that
harm is being done in all areas, even though it is not generally known.

In this connection, the Air Pollution Division of the Department of Health,
Eduecation, and Welfare and the Motor Vehicle Air Control Board of the State of
California are presently conducting extensive research into the questions of
whether the discharge of fumes and gases from motor vehicles do, in fact, sub-
stantially affect the health or safety of persons or property and whether there
now exists, or ean be devised, practicable devices which will reduce or eliminate
such emissions. We are informed that few definite conclusions have been
reached at this time. It is understood, however, that the California Board has
required, beginning in 1962, that all vehicles offered for sale in California shall
be equipped with approved devices to eliminate pollution caunsed by substances
discharged through the crankease. It is further understood that the California

3oard has not prescribed any device to eliminate exhaust discharges, which, to
our knowledge, are the principal source of air pollution by motor vehicles, be-
cause an efficient and economical one has not as yet been developed.

We are also informed that in 1960, and again in 1961, the Department of
Health. Education, and Welfare requested automobile manufacturers to install
a device that destroys crankease fumes on all new cars. To our knowledge
there was no additional request for the installation of devices fo eliminate ex-
haust f]unu.-s, This wonld seem to confirm that no such practicable device is
available.

The testimony being received by the subcommittee together with the results of
the research being conducted by the Air Pollution Division of the Department
of Health, Edunecation, and Welfare and the California Motor Vehicle Air Control
Board will, when made available, probably provide more definite answers to
the questions hereinabove raised. We are of the opinion, therefore, that an in-
vestigation by this Commission at this time would serve only to duplicate sub-
stantially those investigations already undertaken. Moreover, in view of the
small percentage of registered motor vehicles subject to the Commission’s safety
jurisdiction, approximately 1.7 million out of a total of approximately 70.4 mil-
lion, we feel that the imposition of safety devices to combat air pollution, if
found to be desirable and practicable, should be prescribed by the Congress which
has authority to require such devices on all motor vehicles sold in interstate
commerce.

Respectfully submitted.

EveErert HurcHINSON, Chairman.
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Mr. Rocers of Florida. Mr. Dominick, do you have any questions?

Mr. Dominick. This is a most important point. It is true, is it not,
that at the present time some States have regulations on buses and
trucks as to the placement of their exhausts? And secondly, de-
vices which would eliminate air pollution from the exhausts? Some
States already have that. It would seem to me that the Commission
could certainly coordinate that information and determine whether it
is effective, whether it is worthwhile to try to have some require-
ment of this type.

Mr. Cox. May I respond?

The Interstate Commerce Commission in its safety regulations, for
many years has had and still has a requirement with respect to the
location of the exhaust. It must be at a location behind the occupants
of a bus. It must either be above the cab of a truck or behind the
compartment in which the driver rides. We have that definite
regulation.

It is for the protection of the passengers and the occupants of the
vehicles.

Mr. Doyinick, Thank you. That isall.

Mr. Roperrs (presiding). Do you think the Commission at the
present time would have the authority to require that devices be
Biac-ed on the trucks for that purpose, or the blowby device which is

inﬁ required on passenger cars, that it should be required on trucks
and buses?

Mr. Cox. You are speaking now about function and location of the
exhaust as the discharge therefrom will affect other users of the
highways?

Mr. RoeerTs. Yes.

Mr. Cox. Rather than the occupants?

Mr. Roperrs. That is right. Would you want to supply that in-
formation for the record ?

Mr. Cox. I think I ought to reserve a reply on that. Director
Qualls and Mr. Hardin concur in my statement that this is a mat-
ter that we ought to make inquiry about, and to obtain a Commission
mstruction on.

Mr. Roserrs. I missed some of your testimony, I am sorry, but I
have been concerned with the fact that many of the States have not
adopted a part of the uniform traflic code which requires a physical
examination for relicensing of drivers. Do you believe that the Com-
mission would have the authority to require that all operators in
interstate commerce must have a physical examination, where they
are licensed by the States: that is, before they can be relicensed, which
have adopted the Uniform Motor Vehicle Code provision as to the
physical examination ?

Mr. Cox. In reply to that may I say, first that the Commission’s
safety regulations for several years have required a physical examina-
tion. They specify the standards of physical qualifications. They
re(}utre an examination by a licensed doctor of medicine or osteopathy
before the driver goes to work as an interstate commercial driver.
The examination must be repeated at intervals of not more than 3
years.

This requirement is in effect and has been for some years. The
requirement extends to those drivers who drive in interstate or foreign
commerce,
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Unless T have misunderstood your question, I believe that is the
extent of our legal ability in this field.

Mr. Roperrs. Does that mean by any private physician?

Mr. Cox. That is true—a licensed doctor of medicine or osteopathy.

Mr. Roperts. You say that it is a requirement that must be met
every 3 years?

Mr, Cox. Yes, sir. The Interstate Commerce Commission does not
license any person to drive a vehicle. The States do that. The Com-
mission issues certificates, or permits, to authorize motor carriers to
operate a transportation business when they transport for compensa-
tion in interstate or foreign business. However, with respect to more
than 100,000 businesses which operate trucks in interstate service, no
certificates or permits are required. Such firms are private carriers or
carriers of so-called “exempt” commodities (livestock, fish, and agri-
cultural commodities). Their operations are subject to the Commis-
sion’s safety jurisdiction but not subject to its economic regulation.

The Commission requires in its regulations that any driver, whether
he is working for a carrier licensed by the Commission or for a carrier
not, requiring a license by the Commission, to be examined physically
and to have in his possession a certificate, signed by a doctor, that
must not be more than 3 years old.

Mr. Roperts. Even if he holds a license from the State, which does
not require a physical examination—if he holds a license there under
his grandfather rights, and he has been driving for some time, and
he has been renewing that license every 2 or 3 years?

Mr. Cox. This is true. Speaking now of the driver, let us assume
that the driver has been licensed by a particular State to drive, even
though he has lost a leg or has lost the sight of one eye. This is not
uncommon. Kven though he has been so licensed, he may not drive
in interstate commerce unless he has sight in both eyes of a specified
degree, and unless he has not suffered the loss of a hand, a foot, a
leg, or an arm, and has been examined by a licensed doctor of medicine
or osteopathy. If he has not, he may not drive in interstate commerce,
regardless of what the State in which he is a resident permits him to
do.

Mr. Roeerrs. Here is another subject having to do with the vehicle.
How frequently do you conduct inspections of the equipment ¢

Mr. Cox. This varies a great deal with respect to carriers and locali-
ties. I said in my statement that we have for years paid particular
emphasis to carriers whose vehicles transport explosives, flammables,
compressed gases, poisons, radioactive materials, and other dangerous
1tems.

Mr. Roserrs. What is it with respect to braking systems!?

Mr. Cox. We make inspections—carefully detailed inspections—of
about 60,000 vehicles a year on a spot check basis. We do not have a
prescribed schedule as to how often we will see the vehicle, say of
carrier X. It depends on where he is, how far it is from our location,
but in the course of time we encounter a very sizable sample of these
vehicles.

Mr. Roserrs. What percent of the total number of vehicles upon the
roads are there of those 60,000 at the present time that cannot pass!
hMr. Cox. A very small percentage. Director Qualls will compute
this.
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Mr. Quares. 1 will have to have a slide rule for this. It is about
three-hundredths of a percent, but do not hold me to that as being
exactly correct.

Mr. Cox. May I add to that reply? The fact is that the funda-
mental basis upon which our regulations are based is that we regulate
the carrier. We require the carrier to establish an adequate inspection
and maintenance system and to keep records with respect to it. It
i¢ inconceivable that we, with our small staff, could undertake to do
the inspection ourselves on any basis that would be really adequate in
relation to the usage that these vehicles get.

Mr. Roserrs. In other words, if you allow the safety record to get
into jeopardy, so far as the Commission is concerned, you do not grant
the carrier new licenses?

Mr. Cox. That is true, but only with respect to a portion of the
carriers for whom we have 1'esﬁ)o:1sibiiit}'. Of the 132,000 carriers,
less than 19,000 are required to have a license from the Commission.
We must supervise and spot check the balance. And if they violate
our regulations, we must take them into court.

It is a fact there are some of these of whom we have no record, but
we continue to identify them and serve them with the regulations.

Mr. Rogerts. Is all of this inspection work carried out by the Motor
Carrier Bureau, or carried out in the Bureau of Motor Carriers? Or
do you have a separate department ¢

Mr. Cox. It is carried out in the Bureau of Motor Carriers.

Mr. Roperrs. How many people do you have in that Bureau?

Mr. Cox. In the field offices there are a total of 252 men. These
are distributed throughout 80 field offices. Director Qualls can answer
that more specifically.

Mr. Quarts. We have a total of 524 employees in the Bureau; 102
of them are in Washington and 420 of them in the field staff. This
ineludes clerical personnel.

Mr. Roeerts. That is pretty thin,

Mr. Quarrs. That is right. 'We have 80 offices, and in many of the
States we only have 1 office in the State, and we may have 3 peo-
ple there. The supervisor, a safety inspector, a clerk, and so forth.
Of course, in some States we have more than one office.

Mr. Roserts. It would appear to me that you could use additional
personnel.

Mr. Quarrs. Yes, sir, we could do a better job, of course, with ad-
ditional people. We have not been doing too good a job with the
migrant workers. We got into that question of the transportation of
migrant workers rather late,

Mr. Roeerts. What type of vehicles are represented there?

Mr. Quarrs. Thave no idea how many there are there. Do you have
any idea ?

Mr. Cox. This would be a wild guess.

Mr. Quarts. We have not been able to find all of them yet.

Mr. Roeerts. That is all. Thank you.

Mr. Cox. Thank you.

Mr. Roserts. In connection with the testimony regarding the re-
sponsibility of the Interstate Commerce Commission for the promo-
tion of safety, a press release dated February 8, 1961, and two letters
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addressed to me, one under the date of August 30, 1960, and the other
dated September 27, 1960, will be of interest.
These are as follows:
INTERSTATE COMMERCE COMMISSION,
Washington, D.C., February 8, 1961.

CHANGE 1IN Mortor CARriER FITNESS LAwW SOUGHT BY ICC 1N T4TH ANNUAL
RePorRT; CARRIER REVENUES REACH RECORD HicH

The Interstate Commerce Commission asked Congress today for authority to
deny, revoke or suspend motor carrier operating rights if used in the commis-
gion of a felony or if perjury is committed in applying for the rights and con-
viction of the erime affects the fitness of the carrier.

In its 74th annual report to Congress, the Commission said it does not believe
it should be the “keeper of the morals” of the transportation industry but should
lend its weight to efforts to stamp out crime wherever it arises. The 1CC added,
however, that its efforts “must be relevant to the conduct of the transporta-
tion business."”

As part of its program to expedite disposition of cases and to free the Com-
missioners from the burden of considering the thousands of cases of a relatively
routine nature, the report renewed a recommendation for authority to delegate
additional work to staff employees. Under the proposal the Commission would
delegate to employee boards for decision all proceedings cases except those of
general transportation importance. At present only those cases of minor im-
portance that have not been the subject of a hearing may be delegated to em-
ployee boards.

Chairman Everett Hutchinson stressed the importance of the amendments re-
lating to motor carrier fitness and delegation of additional decisional authority
to staff boards and expressed hope for early consideration and enactment of these
proposals.

“The report’s legislative recommendations were drafted after lengthy study
in an effort to provide more equitable and efficient regulation of interstate
transportation and to improve internal organization of the Commission,” the
Chairman said.

Six of the 14 proposals were new; 8 were renewed from previous annual
reports,

One new recommendation would make more definite the Commission’s au-
thority to regulate the safety of operations of private motor carriers of prop-
erty—trucking operations of business firms not conducted for hire but privately
for the companies themselves. The Commission’s authority in this field was
conferred by Congress initially under the Motor Carrier Act, in 1935, but was
limited recently by a court ruling.

Other new legislative recommendations presented in the report would—

Made common carriers by motor vehicle and freight forwarders liable for
payment of damages in repara tion awards;

Authorize voluntary establishment of through routes and joint rates
between motor and water common earriers subject to the Interstate Com-
merce Act, and common carriers subject to jurisdiction of the Federal
Maritime Board on traffic between Alaska or Hawaii and the other States;

Eliminate the mandatory requirement that certain reports, applications,
and complaints be filed under oath ;

Provide protection against assaunlt for certain ICC personnel engaged in
their official duties, such as is afforded other Federal personnel engaged in
investigatory and enforcement matters.

An earlier legislative recommendation renewed in the 1960 annunal report
would permit prescription of railroad freight car per diem rates which would
provide an economic incentive to carriers to maintain an adequate supply of
CATS.

Another earlier recommendation would amend as obsolete those provisions of
the Railway Mail Service Pay Act directing the Postmaster General to request
from the Commission information as to revenues received by the railroads from
railway express and the rates, as ascertained, for the transportation of express
matter.

The eight carrier groups subject to the Commission's jurisdiction had record
high revenues of $19.53 billion for the 12 months ended June 30, 1960, which
compared with $19.4 billion for the previous 12 months. This gain was more
than offset, however, by rising costs, the report stated.

70706—61 21
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Railroad income continued to acconunt for the largest portion of total operating
revenues, amounting to over $10 billion, This was a decrease, however, from
the previous 12 months' rail revenues. Water carrier revenues also declined.
Motor carriers of property revenues reached a record high of $7.3 billion, more
than one-half billion dollars above the previous year’s amount. Motor carriers
of passengers and oil pipelines also registered gains in revenues compared to
the previous 12-month period.

Operating revenues in the comparable years for the carrier groups regulated
by the ICC follow :

[In thousands]

Fiscal yveur ! Fiseal year

1660 | 1959

£10, 064, 085 $10, 434, 281
244, 668 255, 881
57, 324
24, 163
— 405, (00
ot M e - 700, 441
Motor carriers of passenge e 647, 143 i
Motor carriers o! property s 7,817, b4 6, 810, G2

19, 530, 117 16, 410, 930

Intercity ton-miles of all agencies of transportation were higher in ealendar
1959 than in 1955, The 1959 total of 1.312 billion ton-miles compared with 1,215
billion in 1958 and the high record of 1,360 billion in 1956,

The railroads’ share in the ton-mile total was down to 45.44 percent in 1959
compared with 45.98 percent in 1938. The share of motor transportation of
property was 21.98 percent compared with 21.03 in 1958, Carriers on the inland
waterways and Great Lakes had 15.24 percent of the total, a decrease from the
15.55 percent of 1958. The oil pipelines’ share declined slightly from 17.39
percent in 1958 to 17.20 percent in 1959. The airways recorded 0.0492 percent of
the total in 1959, compared with 0.0476 in 1958.

The private antomobile continued to transport the major share of intercity
passengers, recording 89.53 percent of the total intercity passenger-miles for
calendar 1959. This compared with 89.36 percent for the previous year. The
airways' percentage for 1959 was 4.39, a gain from the 4.05 of 1958. The rail-
roads’ share dropped from 3.35 to 3.04 percent in 1959. Motor earriers of
passengers declined to 2.76 from the 2,95 percent a yvear earlier. Inland water-
ways' passenger-miles decreased from 0.29 percent in 1958 to 0.28 in 1959,

In the Commission’s railroad safety appliance inspection program 1.7 million
units were inspected in fiscal year 1960, a 35-percent increase compared with
fiscal 1959.

In the field of motor carrier safety, 61,000 vehicles were inspeected in fiscal year
19G0. The number of vehicles found fo be unserviceable decreased 2.2 percent
compared with the previous yvear.

The 74th annual report of the commission may be purchased from the Superin-
tendent of Documents, U.S. Government Printing Office, Washington 25, D.C,

INTERSTATE COMMERCE COMMISSION,
Washington, August 30, 1960.
Hon. KENNETH A. ROBERTS,
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

Dear CoNerEssMAN RoperTs : Chairman Winchell requested me to reply to
your letter of August 22, as stated in his acknowledgment of August 23. You
refer to evidences of serious deficiencies in commercial driver training and
licensing programs. You have offered suggestions designed to strengthen our
rules and ask for our reaction.

It is true that many traffic accidents involving interstate commercial vehicles
have resulted from the use of drivers who were incompetent, had bad traffic
arrest records, were fatigued, or had used drugs as stimulants. In a number
of cases a combination of these factors existed.

You may be interested in some of the accident investigation reports we have
published as a means of educating and stimulating motor carriers to adopt
better procedures and controls as to driver selection and supervision. I en-
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close a few of these reports in which the factors you mention appeared as major
causes. Reports 9 and 37 are examples of the use of amphetamine drugs to
offset excessive hours of duty. Reports 18, 22, 24, 36, and 38 illustrate cases in
which the commercial drivers responsible were seriously fatigued, were incompe-
tent, or had bad accident, arrest, or suspension records.

In administering its responsibility for motor carrier safety under provisions
of section 204 of the Interstate Commerce Aect, the Commission has adopted
regulations preseribing minimum driver qualification standards. These stand-
ards include physical, experience, and traffic arrest provisions. I enclose a
copy of them, published in part 191 of our safety regulations (49 C.F.R. part
101).

Responding to the question in the fourth paragraph of your letter, I believe
that our present physical fitness requirements basically are adequate. They
are stated in section 191.2, They contain specific standards as to eyesight and
hearing ability. They prescribe no amputation of foot, leg, hand, or arm. They
provide that drivers shall not have diseases or impairment of extremities likely
to interfere with safe driving. These are minimum requirements, as stated in
section 191.2, and as emphasized in section 191.12, shown on sheet 7 of the
enclosure.

To require management diligence in the matter of recruitment and subse-
quent supervision of drivers we have preseribed section 191.13. This places
responsibility on the carrier to observe the qualification standards. There are
serious problems in defining qualification standards related to the number and
types of offenses for which a driver has been convicted. There are differences
among the States as to the classification of serious traffic offenses and we believe
that great care must be exercised in adopting a regulation which can result
in disqualifying a man from pursuing his livelihood. Another basis for con-
cern is the possibility that the adoption of a preseribed standard by Government
regulation may result in labor union pressure to prevent management from
exercising discretion with respect to drivers who may be unsuitable but who
would not be disqualified under a Government standard.

The Commission has not considered adoption of a regulation which would
require a commercial driver to furnish his driving history on a prescribed form.
It does, however, require carriers to ascertain and to retain a record of all driver
acts, violations, and offenses which demonstrate fitness or lack of it. This
requirement, stated in section 191.13, applies both in the employment and the
subsequent use of drivers.

We have pursued a policy of vigorous enforcement with respect to our present
safety regulations, There has been substantial disregard of the hours of service
limitations. There is now pending a proposed revision of our hours of service
regulations, including a proposal to authorize our staff to remove from service
drivers found to be working in excess of our preseribed maximum limits.
There have been substantial industry and labor union opposition. Hearings
have been held and the examiner has fixed a date for the filing of briefs.

1 assure yvou of our deep concern with respect to the matters you have dis-
cussed. If you believe a conference with officinls of our Bureau of Motor
Carriers will be helpful, I shall be glad to arrange it at your convenience.

Sincerely yours,
Rurert L. MurenY, Chairman, Division 1.

INTERSTATE COoMMERCE COMMISSION,
Washington, D.C.

Moror CARRIER SAFETY REGULATIONS—REVISION oF 1952
(49 Code of Federal Regulations—Part 190-196)
PART 101. QUALIFICATIONS OF DRIVERS

Section 191.1. Compliance required. Every motor carrier, and his or its offi-
cers, agents, representatives, and employees who drive motor vehicles or are
responsible for the hiring, supervision, training, assignment, or dispatching of
drivers shall comply and be conversant with the requirements of this part.
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Section 191.2. Minimum requirements. No person shall drive, nor shall any
motor carrier require or permit any person to drive any motor vehicle unless
such person possesses the following minimum qualifications :

(a) Mental and physical condition:

(1) No loss of foot, leg, hand or arm ;

(2) No mental, nervous, organic, or functional disease, likely to interfere with
safe driving ;

(3) No loss of fingers, impairment of use of foot, leg, fingers, hand or arm,
or other structural defect or limitation, likely to interfere with safe driving.

(b) Eyesight, Visual acnity of at least 20/40 (Snellen) in each eye either
without glasses or by correction with glasses; form field of vision in the hori-
zontal merjdian shall not be less than a total of 140 degrees; ability to distin.
guish colors red, green, and yellow ; drivers requiring correction by glasses shall
wear properly-prescribed glasses at all times when driving provided, however,
that until January 1, 1954, a visual acuity, either without glasses or by correc-
tion with glasses, of at least 20/40 in one eye and 20/100 in the other eye will be
acceptable under this Section with respect to any person working as a driver
on the effective date of this Section or who was working as a driver at any time
within six months prior to such effective date.

(¢) Hearing. Hearing shall not be less than 10/20 in the better ear, for con-
versational tones, without a hearing aid.

(d) Liquor, narcotics, and drugs. Shall not be addicted to the use of narcotics
or habit-forming drugs, or the excessive use of aleoholic beverages or liguors.

Section 191.3. Driving Exzperience. Every driver shall be experienced in
driving some type of motor vehicle (including private antomobiles) for not less
than one year, including experience throughout the four seasons,

Section 191.4. Driving Skill: Every driver shall be competent by reason of
experience or training to operate safely the type of motor vehicle or motor
vehicles which he drives.

Section 191.5. Knowledge of Regulations: Every driver shall be familiar with
the rules and regulations established by the Commission pertaining to the driv-
ing of motor vehicles.

Section 191.6. Age: Every driver shall be not less than 21 years of age, pro-
vided, however, that a person not less than 18 years of age may be permitted to
drive a motor vehicle controlled and operated by any farmer and used in the
transportation of agricultural commodities and products thereof from his farm
or in the transportation of supplies to his farm, if such vehicle does not exceed
a gross weight, including the load, of 10,000 pounds.

Section 191.7. Knowledge of English: Every driver shall be able to read and
speak the English language.

Section 191.9. Original Physical Examination of Drivers: No person shall
drive nor shall any motor carrier require or permit any person to drive any
motor vehicle unless such person shall have been physically examined and shall
have been certified by a licensed doctor of medicine or osteopathy as meeting
the reqnirements of Section 191.2, except that a motor carrier may continue
to use as a driver until January 1, 1954, any person for whom it has on file o
valid certificate of physical examination or who was qualified as a driver with-
out such examination under the regulations of the Commission in effect im-
mediately prior to the effective date of this Section: Provided, however, that
this Section shall not apply to drivers of motor vehicles controlled and operated
by any farmer when nsed in the transportation of agricultural commodities or
products thereof from his farm, or in the transportation of supplies to his farm.

Section 191.9. Periodic Physical Ezamination of Drivers: On and after January
1, 1954, every driver shall be physically re-examined at least once in every 36
months and no person shall drive nor shall any motor carrier require or permit
any person to drive any motor wvehicle unless such person shall have been
physically examined and certified by a licensed doctor of medicine or osteopathy
as meeting the requirements of Section 191.2; Provided, however, that this Sec-
tion shall not apply to drivers of motor vehicles controlled and operated by any
farmer when used in the transportation of agricultural commodities or products
thereof from his farm, or in the transportation of supplies to his farm.

Section 191.10. Certificate of Physical Examination: If a physical examination
is required by Sections 191.8 or 191.9, every motor carrier shall have in its
files at its principal place of business for every driver employed or used by it
a legible certificate of a licensed doctor of medicine or osteopathy, based on a
physical examination as required by Sections 191.8 and 191.9 or a legible photo-
graphically reproduced copy thereof, and every such driver, if a physical exami-
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nation is required with respect to him by Sections 191.8 and 191.9, shall have in
his possession, while driving, such a certificate or a photographically reproduced
copy thereof covering himself.
Section 101.11. Doctor's Certificate: The doctor’s certificate shall certify as
follows :
DOCTOR'S CERTIFICATE

This is to certify that I have this day examined
accordance with Section 191.2, and the physical examination procedure pre-
seribed by the Motor Carrier Safety Regulations, Revision of 1952, of the Inter-
state Commerce Commission, and that I find him

Qualified under said rules =

Qualified only when wearing gla

I have kept on file in my office a completed examination form for this person

(Date)

Signature of driver
Address of driver—---coe—--

Such certificate shall be based on a physical examination made and recorded
generally in accordance with the following instructions and examination form,

JENERAL INSTRUCTIONS FOR MAKING PHYSICAL EXAMINATION AND RECORDING
FiNpINGs

(Be sure to record an answer in each question. When negative or positive
S0 state.)
MEDICAL HISTORY

The purpose of this physical examination is to detect the presence of physical
and mental defects of such a character and extent as to affect the applicant’s
ability to operate safely a motor vehicle. The examination should be made
carefully and at least as complete as is indicated by the attached form. Defects
may be recorded which do not, because of their character or degree, indicate that
a certificate of physical fitness should be denied. The presence, however, of
these defects should be discussed with the applicant and he should be encouraged
to take the necessary steps to insure correction particularly of those which if
neglected might lead to a condition likely to affect his ability to drive safely.
Careful inguiry regarding past illness, the character and date of such illness,
may reveal cause for defects found upon physical examination. Lack of knowl-
edge concerning the etiology of certain defects may result in the rejection for
employment. Such data also may indicate the need for making certain labora-
tory tests.

Gieneral appearance and development.—Note marked underweight or over-
weight : any posture defects; perceptible limp, anemia, tremor or other form of
nervousness such as might be caused by chronic alcoholism, thyroid intoxication,
or other illness, The regulations of the Interstate Commerce Commission pro-
vide that mo driver shall be addicted to the use of narcotics or habit-forming
drugs, or the excessive use of alcoholic liguors or beverages.

Head-Eyes: The telebinocular, Snellen chart, other approved tests may be
used to meansure visual acuity. It is desired, however, when other than the
Snellen chart is used, that the results of such test be expressed in values com-
parable to the standard Snellen fest. If applicant wears glasses, these should
be worn while applicant’s visnal acuity is being tested. Indicate on record by
striking the inapplicable phrase on form “without glasses” or “with glasses if
worn.” In recording distance vision use 20 feet as normal. Report all vision
as a fraction with 20 as numerator and the smallest type read at 20 feet as
denominator. Note ptosis, discharge, corneal scar, exophthalmos or strabismus
uncorrected by glasses,

Ears: Note evidence of mastoid or middle ear disease; discharge. In record-
ing hearing, record 20 feet as normal distance for conversational voice and
record deviation from normal as fraction with 20 feet as denominator and actual
distance as numerator.

Mouth: Note evidence of infection, pyorrhea.

Throat: Note evidence of disease, enlarged or infected tonsils.
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Thorax-Heart: Stethoscopie examination is required. Note murmurs and
arrhythmias, Electro-cardiogram is required when other findings indicate de-
sirability.

Blood Pressure: May be recorded with either spring or mercury column type
of sphygomanometer,

Pulse: Normal pulse taken after being seated at least two minutes, then have
applicant stand and placing one foot on the seat of an ordinary chair raise his
body to an erect position 20 times in 30 seconds. Pulse rate should return to
normal after two minutes’ rest. Because of abnormal conditions, some ap-
plicants will be unable to do this. This test has been found helpful in ascer-
taining physical ability for work.

Lungs: 1t is necessary that the auscultatory cough be used. Tuberculosis, if
suspected, state whether active or arrested, and if arrested, your opinion as to
how long it has been quiescent. Sputum to be examined for tubercle bacilli
in all suspected cases,

Abdomen: Scars: If present, state whether recent and if abunormally tender
or if there is any evidence of hernia at the site of scar.

Abnormal masses: If present, note tenderness and whether or not individual
knows how long they have been present.

Tenderness: When noted, state where most pronounced and cause suspected.

Hernia: Note whether no hernia, but impulse on coughing; no hernia or im-
pulse, but abnormally large rings. Any hernia should be noted, and if present,
state whether it is retained by well-fitted truss.

Genito-Urinary: When scars or urethral discharge are present, indicate pa-
tient’'s reason for same and when indicated, submit smear of discharge to
laboratory for examination.

Reflexes: If positive Rhomberg is reported, indicate degree. Pupillary re-
flexes should be reported for both light and accommodation, Knee jerks are to
be reported absent only when not obtainable upon reinforcement and as increased
when foot is actually lifted from the floor following light blow upon the patella ;
otherwise as normal.

Extremities: Be sure to record loss of foot, leg, fingers, hand or arm, or
impairment of use thereof, or other structural defect or limitation, likely to
interfere with safe driving.

Upper: Note deformities and limitation of motion.

Lower: Note deformities, limitation of motion ; varicose veins,

In case of hand deformities, note particularly whether or not sufficient grip
is present to enable driver to secure a grip on the wheel. Record chronic ulcers.
Note any atrophy or paralysis.

Spine: Note deformities and limitation of motion.

Laboratory Findings: Urine analysis is indicated whenever systolic blood pres-
sure is over 150 and diastolic over 100 and such other times as medical history
or findings upon physical examination may indicate that they are necessary. A
serological test should always be taken in case of those giving history of luetic
infection or present physical findings upon examination presenting possibility of
latent syphillis.

Upon completion of the examination, physician should always date and sign
his record of the same.
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MINIMUM REQUIREMENTS OF SECTION 191.2

(a) Mental and physical condition;

(1) No loss of foot, leg, hand, or arm ;

(2) No mental, nervous, organie, or functional disease, likely to interfere with
safe driving ;

(3) No loss of fingers, impairment of use of foot, leg, fingers, hand, or arm,
or other structural defect or limitation, likely to interfere with safe driving;

(b) Eyesight: Visual acuity of at least 20/40 (Snellen) in each eye either
without glasses or by correction with glasses; form field of vision in the hori-
zontal meridian shall not be less than a total of 140 degrees ; ability to distinguish
colors red, green, and yellow ; drivers requiring correction by glasses shall wear
properly prescribed glasses as all times when driving provided, however, that
until January 1, 1954, a visual acuity, either without glasses or by correction
with glasses of at least 20/40 in one eye and 20/100 in the other eye will be
acceptable under this Section with respect to any person employed as a driver
on or within six months prior to the effective date of this Section.

(¢) Hearing: Hearing shall not be less than 10/20 in the better ear, for con-
versational tones, without a hearing aid.

(d) Liguor, Nareotics, and Drugs: Shall not be addicted to the use of narcotics
or habit-forming drugs, or the excessive use of aleoholic beverages or liguors.

PHYSICAL EXAMINATION OF DRIVERS

Date
Name
(Please print)
Present Address

(Soclal Security Account No.)
BT L L i s g S O S e B e Age _
(Month) (Day) (Year) (Place)

HEALTH HISTORY

Head or spinal injuries (severe)

Convulsions (fits, epilepsy)

Encephalitis (sleeping sickness)

Ever confined as chronie invalid

Heart disease

Tuberculosis

Syphilis

Gonorrhea

Diabetes

Stomach ulcer

Rhenmatic fever

Asthma

Kidney disease

Suffering from incurable disease

Permanent defect as result of disease or accident
Other Niness or T ee. o e o e et e
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PHYSICAL EXAMINATION

General appearance and development :
Good i

Height

Head :

Eyes: For distance
Right 20/
(With glasses if worn)
Evidence of disease or injury :

Color vision

Ears: Hearing 20 feet :
Right ear

Disease or injury.-
Mouth

Thorax :

If organic disease is present, is it fully compensated?
Blood pressure (sitting) :
Systolie
Pulse : Before exercise_ ...
Two minutes’ rest after
Lungs:
Abdomen :
Bears. oe.-- ) Abnormal masses__.____
Tenderness :
Hernin: Yef - covoe—- N I g0, where ) e T e
Is truss worn? ___
Genito-Urinary :
Py e S SR SR IS Urethral Discharge
Reflexes :
Rhomberg
Pupillary
Accommodation R
Knee Jerks:
Right: Normal Increased Absent
Left: Normal Increased Absent
Extremities:

Laboratory Findings:
Urine: Sp. C
Blood Serology
et Ay e e

(Date)
(Address)

Section 191.12. Carriers Right to Regquire Additional Qualifications. Nothing
contained in Parts 190-197 of this subchapter shall be construed as to prevent
a motor carrier from requiring additional or more stringent physical, mental,
or intellectual gualifications or age requirements than prescribed in this part
as minima: or to require more frequent or more stringent physical or mental
examinations than prescribed in this part, notwithstanding that a driver may
have in his possession a doctor’s certificate as herein required.

Section 191.13. Driver's Past Record: In addition to the other qualifications
required by this part, motor carriers shall in the employment and use of drivers
and from time to time thereafter in continuing drivers in their service give due
consideration to the following factors where they exist :

(a) Violations of laws or regulations governing the operation of motor
vehicles of which the driver is guilty, especially as to those violations which
tend to establish a disregard for regulatory requirements and for the public
safety.
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(b) The driver's accident record insofar as it tends to establish a lack of
concern for or indifference to his own or the public’s safety.

(e) Violations of eriminal laws of which the driver is guilty, especially with
respect to those offenses which tend to demonstrate his unfitness in the public
interest to be a driver of a motor vehicle in interstate or foreign commerce,

Motor carriers shall maintain and preserve as part of each driver's personnel
record a summary of all driver acts and offenses which are within the purview
of this Seetion. In addition to the periodic review of such records as contem-
plated by the regulations, mofor carriers shall specifically review the individual
record of a driver when he is involved in a serious accident to the end that reck-
less or accident-prone drivers may not continue to drive vehicles as a hazard to
the public safety.

INTERSTATE COMMERCE COMMISSION,
Washington, D.C., September 27, 1960.
Hon. KENNETH A. ROBERTS,
U.8. House of Representatives,
Washington, D.C.

My DeAR CoNGRESSMAN RoperTs : This will respond to your letter of September
19, 1960, regarding the sanctions available to the Commission for enforcing its
regulations prescribing vehicle safety standards and asking what action was
taken against motor carriers who did not meet such standards.

The motor carrier safety regulations are prescribed by the Commission under
the authority delegated to it by section 204(a), paragraphs (1), (2), (3), and
(3a2) of the Interstate Commerce Act (49 U.S.C. 304).

Failure to comply with the Commission’s safety regulations is subject to the
penalty provisions of section 292 (49 U.8.C. 322) of the act.

The Commission is empowered under the authority of sections 204(c¢) and
212(a) to institute proceedings looking toward suspension or revocation of the
operating rights held by motor carriers for violation of the safety regulations.

Under the provisions of sections 207 and 200 the Commigsion may issue
certificates or permits to common and contract carriers if it finds the applicant
fit, willing and able properly to perform the service, Under section 210a(a)
the Commission may, in its discretion, deny applications for temporary operating
authority.

During the ealendar year 1959, principally as the result of investigations con-
ducted by the Commission’s field staff, eriminal proceedings were instituted
which resulted in 186 motor carrier defendants being prosecuted in the Federal
courts for failure to properly equip vehicles as prescribed by part 193 of the
safety regulations and for failure to maintain systematic inspection and mainte-
nance records as provided by part 196, and fines totaling $160,565 were assessed
against such defendants. This was in addition to cases based on other safety
violations,

In the first 7 months of 1960, 83 defendants were prosecuted and fines totaling
$74.250 assessed. In addition, permanent injunctions were issued against two
defendants and one was placed on probation.

From January 1, 1959, through August 1960, 223 applications for temporary
authority were denied by the Commission, and 74 were limited in duration, based
on the unsatisfactory safety record of the applicants concerned. This is approxi-
mately 8 percent of the applications considered.

In recent years, a number of proceedings have been instituted by the Com-
mission under sections 204 (¢) and 212(a) based on safety violations. Evidence
of safety noncompliance has been introduced into the record in many application
proceedings. 1 enclose copies of two reports in which this action resulted in
denials of such applications.

In 1959 we enlarged our programs of considering sa fety matters in application
proceedings. A considerable number of such cases are now pending, or are
awaiting hearing, on the issue of the fitness question.

I assure you we are deeply conscious of the far-reaching importance of our
motor carrier safety work. We intend to administer our responsibility in this
field with the maximum possible effectiveness.

Your interest is deeply appreciated.

Sincerely,
RuperT L. MURPHY,
Chairman, Division
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Mr. Roeerrs. The next witness is Mr. Peyton Ford, general counsel
for the National Auto & Flat Glass Dealers Association, 1000 Connec-
ticut Avenue, Washington, D.C.

We shall be glad to hear from you now.

STATEMENT OF PEYTON FORD, GENERAL COUNSEL, NATIONAL
AUTO & GLASS DEALERS ASSOCIATION; ACCOMPANIED BY E. H.
SIESEL, ST. LOUIS, CHAIRMAN, LAMINATED SAFETY GLASS COM-
MITTEE; HENRY RICHARDSON, DeBELL & RICHARDSON, HAZ-
ARDVILLE, CONN.; AND ROBERT BOUCHARD, GLASS DISTRIBU-
TORS, INC.,, WASHINGTON, D.C.

Mr. Forp. Mr. Chairman and members of the committee, I am Pey-
ton Ford, general counsel for the National Auto & Flat Glass Dealers
Association. Iam accompanied by Mr. E. H. Siesel of St. Louis, who
is chairman of our laminated safety glass committee; Mr. Henry Rich-
ardson of DeBell & Richardson, an engineering consulting firm of
Hazardville, Conn.; and Mr. Robert Bouchard of Glass Distributors,
Inc., Washington, D.C. They will answer any technical questions you
may have.

We are appearing on behalf of the association to urge you to include
laminated safety glass in H.R. 903. On March 28, Mr. James R.
Turnbull, program director of the laminated safety glass committee
of our association, appeared before you and presented our position
with regard to the use of laminated safety glass and argument in sup-
port thereof. He urged and I again urge that H.R. 903 include a pro-
vision which would require motor vehicle manufacturers to use lami-
nated safety glass in all windows forward of seated passengers.

The popular conception of safety glass remains to this day in the
minds of most Americans as consisting of two pieces of glass laminated
together with a tough layer of plastic. There has been the popular
conception of what safety glass is. It is still thought of in terms of
laminated glass.

And beginning in 1956, as Mr. Turnbull pointed out, the motorcar
manufacturers began a sizable switch, b:lsi:_'all[_\' for reasons of economy,
into tempered glass. So it’s our contention that tempered glass is
not safety glass in the true sense of the word.

There is testimony before the Federal Trade Commission, in
Federal Trade Commission versus Libby-Owens-Ford and General
Motors, docket No. 7643, that would establish this completely to the
committee’s satisfaction. T would respectfully recommend to the com-
mittee that they ask the Federal Trade Commission if there has been
such an order, or if there has been a consent filed or a compliance
report as the result of this case.

“xperience has proved and is continuing to prove that tempered
ﬁlass is far from being safety glass. We have seen hundreds of acei-
ent reports involving it. Many people are surprised to find out that
they do not have laminated glass when they have assumed that they
have it, since this so-called silent switch in 1956.

At page 3 of my statement I cite several letters. T will not burden

the committee with reading them.
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The Interstate Commerce Commission 25 years ago considered this
question, and an examiner made an exhaustive finding that laminated
safety glass is still the only safety glass that can be knocked out with
your hand, elbow, shoulder or foot. And the Commission adopted
that finding, and it is still in effect.

As to this preliminary report in 1958 made by Cornell University,
it has been asserted to indicate that tempered glass causes fewer in-

juries than laminated glass. An examination of this report reveals
that it is wholly inadequate. Without going into too great detail, but
to summarize this, around 70 million motor vehicles are on the high-
ways of this country and out of that number the experiment involved
715 cars. That, certainly, is not a very scientific research, at least, so
far as I am concerned.

In 1958 at the Atlantic City meeting of the Society of Automotive
Engineers, Dr. Ryan of Libbey-Owens-Ford made 2 statement at
that meeting. In reading his st atement to this committee it appears
that he changed his mind. Unfortunately, we have not been able to
get, a copy of that report of Dr. Ryan’s, the one made in 1958.

I would respectfully again suggest to the committee that they
request Dr. Ryan to furnish that statement and to compare it against
his testimony given on Friday, I believe.

To go back to another statement of Mr. Richards, with relationship
to the hearing before the Missonri House of Representatives, the chair-
woman of the committee asked, “How many of those cars,” speaking
again of the Cornell report, “had laminated glass in the side win-
dows?” Mr. Richards, who testified here before you last week, an-
swered the question, “It was a case of both tempered and laminated—
but the tempered had fewer lacerations, fewer injuries than the lami-
nated.” The chairwoman replied, “Now, Mr. Richards, isn't it a fact
that it was the other way #”

That is the way it is.

In connection with that testimony—and I am skipping to another
part of my prepared statement—it comes in better here—I would
hardly say that they threatened. but they issued veiled statements to
the State of Missouri that if they do not maintain uniformity which
the association places a good deal higher value on than it does safety,
that they might pull out of Missouri. Then also this is one statement
that is made on page 5 of the transeript of that hearing. And it reads

as follows:

, Now this ig an introduction, and let me add one other point. In this bill
it is provided that any vehicles assembled in the State of Missouri would
have to have this type of glazing material. Well now, this is very important to
motor vehicle manufacturers because St. Louis in your State has now become
the second largest antomobile motor vehicle seetion in the United States and
!hr-rv-_ is the possibility of repercussions on whether vehicles would be assembled
in a State that made such a deviation from uniformity or whether the assembly
wonld be in some other State where there wasn't that deviation. X

_ Leaving that, and going back to a statement concerning the 14-
inch thickness of tempered glass, it had to be made that way to be
safe at all. It now appears that the manufacturers are thinning
down the one-quarter inch. According to the glass industry, the tech-
nieal mannal, glass thinner than one-quarter inch cannot be safety-
tempered, and that is a quotation from PPG. '
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Also, I have a letter that I wish to place in the record. It only
came into my possession this morning. 1t is addressed to Mr. Yuden-
friend, who has a statement, too, that I would like to have placed in
the record. It is by a representative of Libbey-Owens-Ford.

(The letter dated January 27,1959, follows:)

Lispey-Owexs-Forp Grass Co,,
Ardmore, Pa., January 27, 1959,
Mr. H. YUDENFRIEND,
Stott-Hecht Glass Works,
Philadelphia, Pa.

Dear Mg. YUbENFRIEND : Ever since we introduced Libbey-Owens-Ford Tuf-
flex tempered plate glass as an available product, we have always limited its
availability and our manufacturing to basically furnishing one-fourth inch
thickness or heavier plate glass processed by the tempering method.

It has been the opinion of both our company and our technical staff that
only by using one-fourth inch or heavier glass, ean we offer fully tempered
Tuf-flex products that will measure up to the trade and users requirements.

Yours very truly,
Geo. E. HiLy, Jr., District Manager.

Mr. Forp. I would like now, if the Chairman will indulge me, to
have Mr. Siesel explain to you two exhibits we have here.

Mr. Sieser. Mr. Chairman, this is a piece of tempered glass which
is made by PPG. This glass was in stock in one of our dealer’s
place of business. This glass, while it was not being used in any
automobile, exploded to this extent. We want to present it as an
exhibit.

Mr. Foro. How did it explode?

Mr. Steser. Nothing struck it or anything else—it just merely was
setting there and for no reason at all this glass just exploded.

Mr. Forp. Isthat tempered glass?

Mr. Sieser. It is tempered glass.

Mr. Roeerrs. Where did this occur?

Mr. Stesen. This happened in Chicago, 111, in the place of the
Globe Glass Co.

Mr. Roperrs. Wasit in their stock in the store?

Mr. Sresen. It was in their stock, in their building.

Mr. Foro. Would that happen with laminated glass?

Mr. Smeser. This did not happen with laminated glass.

Mr. Rogerrs. I did not get the point.

Mr. Stesern. It was in stock, in his place of business. There is no
apparent reason. Mr. Richardson here is a technical man., and he
can give you more of the technical point on it. Nobody can tell.
That is the point 1 wanted to bring out. That is, they cannot tell
when it will break or explode. It could be broken by hitting or it
could be broken from a change of the elements, the weather, or any-
thing else. This could not happen with a piece of laminated safety
glass. In other words, if this was in a car and it happened to be sit-
ting on the streets, and nothing struck it, it could explode.

This is another one, Mr. Chairman. The name of the party that
the car belongs to is Mr. H. F. Bartholomew, 9016 Livingston A ve-
nue, Whitehall, Mich. This is a quarter window in a 1959 Mercury
station wagon. Shall I read the comments that this man sent in with
this report ?
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Mr. Roserrs. The Chair is of the opinion that this kind of testi-
mony is rather far reaching. The committee has no way of bringing
these witnesses here to testify as to the conditions under which these
things occurred. I would much prefer that you have your expert
testify as to the qualities of the glass, because I think we are getting
a little far afield by bringing in exhibits that we cannot really tie
down. I am not doubting the authenticity of this, the fact that there
may be good evidence on it, but I think that it is a mistake for us to
o0 too far on this in this record.

" Mr. Steser. May I ask Mr. Richardson to comment? Thank you,
Mr. Chairman.

Mvr. Forn. Before that is done, we ask the dealer members of this
association to pick at random various samples that have been sent
in to them. It was no selected pick. We just picked at random.
For that reason I do think that it has some relationship to the inquiry
that the committee is making.

I am not putting their admission into evidence. I am pointing out
that it is the way that it was obtained, to show that it could happen with
tempered and not with laminated.

Mr. Roperrs. 1 think that so long as we have the expert before us
to testify as to the quality of the glass and as to the difference, the
record will be served, but I do not think that we can get into these
isolated instances in this record.

Mr. Forp. I agree.

Mr. Roperts. It is going too far afield, I think.

Mr. Ricrarpson. 1 am Henry M. Richardson of the firm of DeBell
& Richardson, of Hazardville, Conn.

My field has been largely that of plastics and resins over the last 35
years, Of course, that is related in a way to the subject at hand, be-
eause in the case of laminated glass the inner layer is a plastic mate-
rial, polyvinyl butyl.

Currently I am working on the American Standards Association
technical committee which was mentioned by Dr. Ryan, I believe, last
Friday. And among the various tasks that are being taken by the six
task groups there is one on the durability of glazing and on the matter
of the control of the quality and uniformity. I happen to be looking
after that one as chairman of that task group.

In the course of these studies there will be brought together as much
as possible of the available information, both as it now exists and from
objective tests which will be made under the auspices of the task groups
to submit that to the whole technical committee and to the American
Standards Association for possible modification of the Z-26.1 1950
code.

I mention that as a background, because one of the things which must
be taken into account is these unexplained spontaneous breakages of
tempered glass.

Mr. Forp. In that connection, if I may interrupt you, I would like
to lead the witness a little bit.

Mr. Roserrs. All right.

Mr. Forn. Is this the way tempered glass breaks? Is that a fair
example of it (indicating the exhibit previously mentioned by Mr.
Siesel) ?
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Mr. Ricnaroson. Tempered glass breaks with fractures which are
substantially perpendicular to the surface of the glass. To that extent
this displays that. Usually, the tempered glass, for the purpose of the
code for automotive glazing, should break into much smaller individual
pieces than this. A limit is put on the size which is stated in the code.

Mr. Forp. Here is another exhibit sent in by one of the members of
the association. Will you just tell the chairman the difference in the
breakage in that ?

Mr. Ricrarpson. A portion of this exhibit which I am showing you
now, which is in the center, consists of a very large number of small
pieces having an area, I would judge, on the average of about one-
fourth inch each. That is the type of break which is expected of well-
tempered glass. The larger pieces are outside the range which is now
specified in the code.

Mr. Forp. That would go to the point of the thickness, too, would
it not ?

Mr. Roserts. Are these explosions typical of tempered glass or are
they exceptional ?

Mr. Ricuarpson. They occur in a very small percentage of cases.
However, they do occur with rather dramatic eflect. Our general
understanding of the reasons for such breakage is that within the
structure of the glass there may be a flaw or a discontinuity, either
visible or invisible, so small that it cannot be seen. That gives a stress
concentration. I think it has been pointed out previously before the
committee that tempered glass is a glass which has been first heated
to a high temperature approaching the softening point, and then is
quickly c]:il]m]l by means of air jets over the two faces of the glass
which cause them to chill and to solidify. As the inner portion of the
glass later cools; in its contraction on cooling, it pulls the two surfaces
of the glass into a high degree of compressive stress which is balanced
by the tensile stress that occurs in the inner portion of the glass.

Mr. Forp. Will you please deseribe that ?

Mr. RiciarnsoN. Thus the glass is under a very high stress. It is
well known that if a stress concentration occurs within glass which is
under tension, that is, within the interior of the glass, which is above
its breaking point, a fracture will start, and once a fracture has
started in tempered glass, no matter where within the glass, it quickly
propagates itself throughout the entire piece. This is instantaneous,
causing it to break into a large number of fragments. A highly tem-
pered piece of glass will break into very large numbers of very small
more or less granular pieces, with 90-degree angles on most of them.

Mr. Roserrs. What are some of the other uses of tempered glass,
other than being used in automobiles ? '

Mr. Ricaarpson. Tempered glass is used where glass is required
to be extremely strong and to have a large impact resistance to with-
stand rough handling. It is often used in the swinging glass doors
in architectural construction. :

Mr. Roserts. Do they use tempered glass in show windows, in store
fronts? '

Mr. Ricuaroson. Ido not believe they do.

Mr. Bouecnarp. That would not be the normal application of tem-
pered glass.

Mr. RicaarpsoN. On account of the size of it.
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Mr. Roperrs. What about showease glass in stores ?

Mr. Ricuarpsoy. I am not aware of that. There may be some in-
stances. I think that Mr. Bouchard, probably, would know better than
1 on that point.

I was about to say that it is used in telephone booths

Mr. Forp., Before you finish that, let Mr. Bouchard answer the
question.

Mr. Bouvcuarp. As to showecases I would say that would, also, be
an unusual application for tempered glass. :

Mr. Roeerrs. What is that glass that is used there?

Mr. Boucaarp. Normally plate or erystal, one-fourth inch or larger.

Mr. Forp. Please proceed.

Mr. Ricuarpson. The outdoor telephone boths have recently been
brought over to tempered glass, as a result of the experience that the
telephone company in Canada had with it.

Mr. Roeerts. You say that it is being used in that application?

Mr. Ricuarnson. It has recently been brought into use in this coun-
try in that application.

Mr. Roperts. What is the experience there ?

Mr. Ricrarpson. The experience was outlined to me by the people
at the Bell Telephone Laboratories. They stated that when t]he or-
dinary tools of vandalism that are used, often used, on these outdoor
telephone booths, the tempered glass will have much less replace-
ment than laminated glass. They have found that to be the case.

Mr. Roserrs. You mean it is less in cost or less of it is destroyed ?

Mr. Ricaaroson. They arve both lower in cost and less likely to have
to be replaced, with lesser breakage.

Mr. Forp. Why isthat?

Mr. Ricrarnson. Because it will resist the impact of the ordinary
tools of vandalism. Someone comes up and throws a rock at it or
hits it with a stick or something of that sort, it is much more difficult
for him to break it, and for that reason they have found that their
replacement is less.

Mr. Forp, What if this vandal got into the telephone booth and be-
came locked in it—would he have the same chances of getting out?

Mr. Ricuarpson. I have never had any trouble getting out of a
telephone booth.

Mr. Forp. Suppose you are locked up, would the tools of an ordi-
nary vandal be enough to get out of the tempered glass booth ?

Myr. Ricnarnson. It would be more difficult to get out of it.

One point which was brought to my attention was that at the time
when one of the telephone companies on the Pacific coast was consider-
ing the use of tempered glass in telephone booths, a shipment of
tempered glass was obtained and was stacked in a warehouse. It was
stacked under a space heater which blew a hot blast of air onto the
surface of it. Without warning the two top pieces of tempered glass
spontaneously broke. As the result of that one happening I was
told in this interview that it delayed somewhat the Mioption of tem-
pered glass by that telephone company.

Mr. Roperrs. In the beginning safety glass was required on auto-
mobiles being sold in a particular State by State legislation. How
many States at the present time require laminated glass in cars?

Mr. Ricmarpson. It is my understanding that all States require
laminated safety glass in the windshields.
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Mzr. Roperts, But they do not require any in the side windows or
in the back window?

Mr. Ricuarpson. I think, perhaps, Mr. Siesel has that information.

Mr. Siesen. There is one State that did require laminated glass in
the automobiles. That was the State of Washington. The Auto-
mobile Manufacturers Association went in there and they have now
had that law changed. There is no State today that has a law on
the statute books that requires laminated glass in the side lights or
in the rear lights.

Mr. Forp. That is why the association has been pushing legislation
on this.

Mr. Sieser. We have some statements here that will bring you right
up to that point later.

Mzr. Roperts. While on that subject, do all States require laminated
glass in the windshields?

Mr. Forp. Yes.

Mr. Sieser. I would say that there are only a few States that have
it on their statute books, that is, making it a law, but up until now all
of the car manufacturers have complied with the code of the ASA
which stipulates that it should be laminated glass in the windshields.

Mr. Roeerrs. Does that code still stipulate laminated glass in the
windshields?

Mr. Steser. Yes, sir; it does.

Mr. Forp. Yes,sir.

Mr. Sieser. As you know, the ASA isnot a law-enforcement agency.

Mr. Roserts. I recognize that.

Mr. Forp. 1 think, too, under State regulatory commissions, regula-
tions issued under the authori ity of the statute would bri ing ¢ about tlmt

Mr. Roserts. That is as to State-purchased cars?

Mr. Forp. As to State-purchased cars;yes.

I would like to ask Mr. Richardson one more question.

You explained about the tensions and what happens by virtue of
temperatures, et cetera, to tempered glass. Will you tell what hap-
pens to laminated glass?

Mr. RicuarvsoN. The experience with laminated glass is that its
properties are uniform and predictable. Laminated glass can be
relied on to perform as it is expected it will perform; in other words,
to break at a moderate impact which is, we hope, below what will
damage the individual and which will still allow the individual vision
thmugh the windshield and through the glass after it has been broken,
and which will allow egress of the occupant of the car without diffi-
vnlrv, in case he should be trapped, in case of fire, and so forth.

*. Forp. Thank you.

\[r Roserts. Would you go into this cost matter?

Mr. Forp. I have that next.

Mr. Roperrs. All right.

Mr. Forp. In Mr. Richards’ testimony representing the Automobile
Manufacturers Association, I believe he said it would cost between
$100 and $250 per vehicle. Our figures, particularly with the refer-
ence to Chevrolet, indicates that it is $3.80, and in an overall picture
it indicates it is $1.50. This is set forth in the Wall Street Journal
by an article by Mr. Hanicke, which the chairman inserted in the
Congressional Record on April 11. We are not too sure of that $1.60
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figure in my statement. We think, in all candor, that it would go
higher than that—maybe up to $4 or $5, but certainly not the figure
that Mr. Richards presented.

As to the desire for uniformity and standardization, mentioned by
the Automobile Manufacturers Association, their very production of
automobiles would seem to deny that. In Time magazine of March
94. 1961, it states—and I am sure with some aceuracy—it is possible
to buy a Chevrolet in more than 100,000 different combinations. Cer-
tainly that would not indicate much uniformity in the business.

The Automobile Manufacturers Association also stated to this com-
mittee, I believe, that legislation, when proposed in all of the States,
be defeated. That is not correct; that is, that it has been defeated.
As a matter of fact, these bills are pending in various States in one
stage or another.

I think, also, there is some testimony with reference to safety devices
and that tempered glass does not have features that laminated may
have. We have been in touch with Dr. Hedwig Kuhn, of the Society
for the Prevention of Blindness, and she states that not a single—that
there is not a single recorded instance of a loss of an eye due to lami-
nated goggles in the last 87 years.

In concluding, T would Tike to make three points very briefly : Our
opposition to tempered glass is not motivated by an economic reason.
Our dealers are very small: to them it is a very small part of their
business in replacement. They would be in better position if lami-
nated were exclusively used. That is in accordance with our sug-
gostion on H.R. 903, but that is not our primary consideration.

We think that the safety factor very definitely is the overriding
factor, regardless of what happens to the members of this association.

The Automobile Manufacturers Association also makes a point on
the use of tempered glass in Canada, Europe, and so forth, but Mr.
Richards neglected to mention that legislation requiring laminated
glass was recently passed in Italy, France, and Japan.

Also in Europe the injury rate, compared to the United States, is
very unfavorable—one-third of the number of cars and they have 50
percent more injuries,

And finally, someone appeared before you and tried to emphasize the
fact that laminated glass would break, and by so doing implied that
such breakage constituted danger. This is what the Cornell report
covered, but I would like to remind the committee that laminated glass
is designed to break for the purpose of the safety factor, but not to
break and shatter as tempered glass does.

Also there is in the laminated glass field—I do not want to say a
movement, but there is some great improvement that will be an added
safety factor.

In conclusion, T think probably the best-informed man in the
country both on tempered and laminated glass is Mr. Case, presi-
dent of the Shatterproof Glass, Inc., at Detroit. I would like to
ask the chairman to have him testify under subpena.

Mr. Roeerts. I am not sure about that.

Mr. Forp. For certain reasons, Or is that a matter for the full
committee to decide?

Mr. Rogrerts. In its legislative capacity the subcommittee does not
have subpena power.

70706 O—61——22
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Mr. Forp. The reason I am requesting the subpena I thought was
obvious to the Chair. '

Mr. Roeerrs. Is that the end of your statement ?

Mr. Forp. Yes. ;

Mr. Roserrs. You have a statement that you want to place in the
record by Mr. Yudenfriend, as well as your own statement?

Mr. Forp. Yes, sir. ;

Mr. Roserrs. Do you want that included in the record?

Mr. Forp. Yes, sir.

Mr. Roeerrs. It may be included, as well as your prepared state-
ment.

(The prepared statement of Mr, Peyton Ford and the prepared
statement of Mr. Herbert Yudenfriend follow:)

STATEMENT OF PEYTON [Forn, GENERAL COUNSEL FOR NATIONAL AuTo & FLAT GLASS
DEALERS AssoctrarioN, Arrin 18, 1961

Mr. Chairman and members of the committee, I am P'evton Ford, general
counsel for the National Auto & Flat Glass Dealers Association. I am accom-
panied by Mr. E. H. Siesel, of St. Louis, who is chairman of our laminated
safety glass committee; Mr. Henry Richardson, of DeBell & Richardson, an
engineering consulting firm of Hazardville, Conn. ; and Mr. Robert Bouchard, of
GGlass Distributors, Ine., Washington, INC. They will answer any technical
questions you may have,

We are appearing on behalf of the association to urge you to include laminated
safety glass in H.R. 903. On March 28, Mr. James R. Turnbull, program director
of the laminated safety glass committee of our association, appeared before you
and presented our position with regard to the use of laminated safety glass and
arguments in support thereof. He urged and I again urge that H.R. 903 include
a provision which would require motor vehicle manufacturers fo use laminated
safety glass in all windows forward of seated passengers.

I will not repeat Mr. Turnbull’s statement at this time, but I would like to
summarize the points he made, to refresh your memories, It is the convietion
of the National Auto & Flat Glass Dealers Association that tempered glass is
not as safe as laminated safety glass for use in the windows of automobiles,
Until recent years tempered glass was rarely used in the side windows of antomo-
biles. The popular conception of safety glass remains to this day in the minds
of most Americans as consisting of two pieces of glass laminated together with
a tough layer of plastic. This identification has made the word “laminated”
literally synonymons with “safety” in connection with auto glass. Because of
this confidence the motoring public had in laminated safety glass, the auto
manufacturers began a “silent switch” for economy reasons from the true safety
glass to ease-hardened tempered glass in 1956. Testimony in F.7T.C. v, L-0-F
and General Motors, No. T643, established this and this committee should re-
quest the FTOC to report its findings to yon on the reasons for the switch by the
major auto makers and its conclusions as to the suspected false advertising in
connection therewith.

Experience has proved and is continuing to prove that tempered glass is far
from being safety glass, The association has accumulated hundreds of aceci-
dent reports involving tempered glass. One of the meaningful incidents in this
compilation is the number of car owners involved who are surprised and shocked
to discover that they did not have the kind of glass they had always considered
as safety glass, that is, laminated glass. Besides providing statistics of glass
breakage, this continuing compilation is a valuable source of auto-owner com-
ments. A few typical comments are these: (1) Mr. Raymond Brosius, of
Huntingdon, Pa., =aid of tempered glass: “I don't call it safety glass and it
certainly is not fit for installation in ears or any licensed vehicle,” (2) Mr,
George Frey, of Philadelphia, whose tempered sidelight shattered while the
car was in motion, posed a very simple question: “Is this safety glass?" (3)
Mrs, Fred LaCour, of Alexandria, La., made this statement: “I have three small
children and I feel that laminated glass is a must for them. I must be one of
millions who want laminated safety glass.” All three of these people had
dangerous experiences with tempered glass.
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The yuestion of whether tempered glass was as safe as laminated glass was
considered by the Interstate Commerce Commission 25 vears ago. The findings
made at that time, which Mr. Turnbull read to yon 2 weeks ago, are still valid
findings, despite attempts by the Automobile Manufacturers Association to assert
the contrary. Laminated safety glass is still the best protection against a smal
hard missile. Laminated safety glass is still the only safety glass that prevents
pieces of hroken glass from flying through the interior of the auntomobile. Lami-
nated safety glass is still the only glass that does not become opaque when
eracked. Laminated safety glass is still the only safety glass that can be
knocked out with the hand, elbow, shoulder, or foot of a trapped motorist. The
Interstate Commerce Commission examiner making those and other findings
recommended the use of laminated safety glass in interstate carrier vehicles.
The 1CC concurred. A regulation was promulgated to that end, which is still in
effect.

In 1958 a preliminary report on antomobile side-window glass was prepared at
Cornell and read to the Society of Automotive Engineers at their summer meet-
ing. This report was prepared by Boris Tourin, John W. Garrett, and John O,
Moore. It has been used in support of the use of tempered glass, It has been
asserted to indicate that tempered glass causes far fewer injuries than laminated
safety glass. Examination of the report reveals it to be woefully inadequate for
the study of a problem of such vital importance. In a nation that has approxi-
mately 70 million motor vehicles on its highways it would seem to me that a
report involving only 715 automobiles is fantastically remote from accuracy. Be
that as it may, examination of the report itself which concluded that “When
glass damage occurred, observed injuries were associated with laminated rather
than tempered glass,” shows that conclusion to be based upon 713 antomobiles
which had laminated glass in the full side windows and 2 automobiles which
had tempered glass in the full side windows. Many of the automobiles had
tempered glass in the small vents and quarter windows, but only two had tem-
pered glass in the major side windows. Tempered glass is much more durable
in the quarter and vent windows while the greater area of the major side win-
dows renders them more susceptible to shattering. The report found only 1
tempered glass injury and 26 laminated glass injuries, and proceeded to enumer-
ate startling statisties showing how much safer tempered glass was than lam-
inated. Such a report is an insult to scientific research.

The startling differences in the equipment of the cars used are traceable to
the fact that only 1946-56 vehicles were utilized. As Mr. Turnbull pointed out
to you, the “silent switch’ began in 1956.

As T said, this report was given at the 1958 summer SAE meeting in Atlantic
City. It was not delivered without challenge. Dr. J. D. Ryan, of Libbey-
Owens-Ford, althongh he now seems to have changed his mind, made a very ef-
fective rebuttal of the findings and gave a strong endorsement to liminated glass.
Unfortunately, the SAE, contrary to their usual policy, did not publish Dr.
Ryan's statement and we have been unable to obtain a copy. It might be useful
for this committee to request that statement from the SAE or from Dr. Ryan
himself.

This report was presented at the hearings held by the motor vehicles and
traffic regulations eommitiee of the Missouri House of Representatives. The
chairwoman of the commitee asked, “How many of those cars (in the report )
had laminated glass in the side windows” Mr. Richards, who testified before
you last week, answered the guestion: * * * it was a case of both tempered
and laminated * * * but the tempered had fewer lacerations, fewer injuries
than the laminated, This seems to be the evidence that is mounting, that the
tempered is less apt to cause injury than the laminated.” The chairwoman of
the committee expressed her doubt: “Now, Mr. Richards, isn't it a fact that it
was the other way?"' It is our contention that the chairwoman of the Missouri
committee was correct.

We believe that we have provided much information about the dangers of
tempered glass and we can provide more, as reports come in to us. Most of this
information concerns tempered glass of one-fourth inch thickness or greater.
1t now appears that the auto industry is using tempered glass thinner than one-
fourth inch. that is, three-sixteenths of an inch and seven thirty-seconds of an
inch. According to glass industry technical manuals, glass thinner than one-
fourth inch cannot be safety tempered, and I quote from a PPG technical manual,
section C-2, page 6G: “In general, glass which is one-fourth inch thick or more
can be tempered fully, or to any other less degree, while glass which is less than
one-fourth inch thick can be tempered only in smaller dimensions and lower
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degrees of temper. In other words, thin tempered glass will be even more
dangerous than that presently utilized. Now I would like to present to you a
few random samples of shattered tempered glass sent to our association by
various auto owners. These are all one-fourth inch or thicker. None of them
show the widely claimed characteristics of breakage into small cnbical, dull-
edged fragments. How much more dangerous will be the even thinner tempered
glass which the manufacturers contemplate installing,

We have here three typical samples of tempered breakage. Two are from
auntomobiles. One, on the small cars, is a PPG Herculite that broke in stock.
Obviously, what you see on these samples are not granules.

It may be said that these three samples represent just isolated cases of unusual
tempered glass breakage, but in the past year our association has received scores
of such samples, which can be made available to you if you desire. I might add
that we also have samples of what appears to be ordinary window glass installed
by the manufacturer as tempered glass in motor vehicles, One such sample has
been submitted to the Federal Trade Commission to aid it in its investigation
of the “silent switch.”

Just recently in the same mail we received three samples of fempered glass
which had shattered into slivers or large pieces rather than granules. These
three samples were from three different automobiles but they were sent in by
the same auto glass dealer. This tends to indicate that such tempered breakage
is common.

I would like to mention another aspect of the AMA presentation before the
Missouri Legislature’s Motor Vehicle Committee. Judging from what Mr.
Richards testified to there, it seems clear to our association that the AMA is
not concerned with safety so much as it is concerned with the profitmaking of
the automobile industry. In addition to an almost veiled threat to take the
auntomobile assembly operations out of Missouri if tempered glass were outlawed
by the State legislature (transcript, p. 5), the AMA witness time and again
emphasgized the AMA's desire to have uniformity in all the States. For example,
Mr. Richards stated, “We would certainly warn any State against deviating
from uniformity because of the cost and the problems it might entail” (tran-
seript, p. 9). That association does not ignore safety, but it is definitely a sec-
ondary consideration.

The cry for uniformity and standardization by the AMA was repeated time
and time again before the Missouri committee. 1 call this committee's atten-
tion to the AMA's stand on standardization taken at your March 28 hearing
here. In addition, I ecall this committee’s attention to the fact that the auto
industry is probably the least standardized in the Nation. According to Time
magazine, March 24, 1961, “It is possible to buy a Chevrolet in more than 100,000
different combinations.” This is neither uniformity nor standardization. This
argument should be ignored.

Mr. Richards' testimony in Missouri misrepresented the relative cost of the
two types of glass. He stated that a changeover from tempered glass to lami-
nated glass wounld cost on present cars between $100 and $250 per vehicle. This
is not true, as ecan be shown by a Chevrolet pricelist which lists a laminated
side window for a Corvair at $3.80. This, of course, does not represent the
truoe cost to the manufacturer. An optional accessory always has a higher price
than the standard equipment because (1) far fewer are made, (2) a charge
must be made for the trouble of providing the substitute and (3) a profit inere-
ment is included. A far more accurate estimate was made in Jack Hanicke's
front page Wall Street Journal article of April 7, 1961, placed in the Congres-
sional Record of April 11, 1961, by Mr. Roberts (p. A2382), Mr. Hanicke re-
ported that the cost differential is 10 to 12 cents a square foot, or about $1.50
per auntomobile. 1 do not think that any motorist would hesitate a second to
pay $1.50 for safer glass in his $2,000 to 85,000 automobile, I might add with
reference to the preposterous statement made to the Missouri committee that
examination of the auto pricelists of 1956 to date will not show any price
reductions of £100 to $250 per vehicle.

At this point I would like to call your attention fo some statements made to
this committee by AMA representatives which are not true. First of all, in
connection with the efforts to have various States amend their automobile laws
with regard to safety glass, the AMA told this committee that attempts had
been made in 10 States and all had failed. The fact of the matter is that bills
are still pending in six States and in one State listed by AMA, to our knowl-
edge, no bill was ever presented.
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AMA’s anxiety to prevent laminated glass from being used again for greater
automobile safety has led their representatives to make several ahsurd state-
ments. One of these was a remark last week stating that tempered glass
safety goggles replaced laminated glass safety goggles becanse of the great
number of eye injuries eaused by the latter. This statement was reported to
the Society for the Prevention of Blindness which referred our association to
Dr. Hedwig 8. Kuhn, an ophthalmologist, and head of the Kubhn Clinic, Ham-
mond, Ind. Dr. Kuhn states that there is not a single recorded instance of a
loss of an eye due to laminated goggles in the last 87 years. Dr. Kuhn has
agreed to put her comments in writing and will send them to this subcommittee.

I have three points to make as a conclusion to my statement. First of all,
the opponents of laminated safety glass will accuse our association of advocat-
ing laminated glass because its use provides more replacement business for
our members. It is true that universal use of tempered glass will hurt the
business of our members because it takes a very rich glass dealer to store what
will be literally thousands of different shapes and sizes for various automobiles,
But this factor does not in any way preclude our group or its members from
letting the public and the Congress know how dangerous and how ill-advised is
the use of this cheaper substitute which will also cause financial hardship for
the auto glass replacement business., I have given you earlier in my statement
three samples of the attitude of the motorists who do not have the special inter-
est that our association and the auto manufacturers have in this controversy.
I think a nationwide poll of automobile owners would prove that the arguments
against tempered glass are true and valid and demand action to prevent
tempered glass from adding to our national highway carnage.

Secondly, I was surprised to hear Mr. Richards of the AMA last week recom-
mend the use of tempered safety glass because of its widespread use in Canada
and Europe. We have learned many things from the old world, but none of
these had anything to do with automotive safety. Tempered safety glass is
used in Europe for the same reason that Detroit wants to use it here. It's
cheaper. If Mr. Richards would have us use tempered safety glass, perhaps
he would also have our cars equipped with some of the other equipment used
in Europe. These include no sealed beams, mechanical brakes on many, many
cars, small, limited-visibility windows, three-wheel motor vehicles and a turn
signal that is so hard to see that our service people overseas refer to them as
“idiot sticks,” among other features of European cars. Moreover, Mr. Richards
neglected to mention that legislation requiring laminated safety glass in wind-
shields has recently been passed in Italy, France, and Japan. These countries
are looking to American practices to help reduce their auto accident injuries.
In Europe the injury rate they are trying hard to reduce compares to the
United States very unfavorably. With one-third the number of cars they have
50 percent more injuries than the United States.

Finally, some witnesses before you may try to emphasize that laminated
safety glass will break and by doing so to imply that such breakage constitutes
danger. This is what the Cornell report which I have mentioned attempts to
do. I would like to remind you that this glass is designed to break. The fact
that it breaks easily prevents concussions and also affords easy escape from
wrecked automobiles,

These safety advantages are enhanced by the inner plastic layer which prevents
the broken glass from flying around. It also preserves the visibility required
for safe motoring. Therefore, the fact that laminated safety glass breaks is
not a disadvantage, but an engineered advantage. Furthermore, the National
Auto & Flat Glass Dealers Association believes in and advocates the improve-
ment of laminated safety glass. We advocate the development of a stronger,
better, inner layer. We advocate, if it is scientifically possible, the improve-
ment of the glass itself. We believe such improvements, certainly the first one,
can be achieved. It shounld be remembered that today's laminated safety glass
was designed originally for automobiles of 25 years ago. Relatively few plastics
were available then. There have been hundreds of plastic discoveries since that
time. We do not believe that tempered glass, which is not now safe, can be made
safe. Perhaps it can be made harder, but this would make it more dangerous.
It would make escape from a wrecked automobile even more difficult. It would
make the explosion of the glass nupon penetration that much greater. Laminated
safety glass can and should be improved. We recommend that all cars in
America be required to have laminated safety glass in all windows forward of
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the passengers and that every effort be made to improve laminated safety glass.
If science cannot make laminated safety glass even safer than it is now, perhaps
it can discover why it cannot be made cheaper by $1L.50 per automobile, since
that is the price the automobile industry is demanding for our safety.

A PRESENTATION IN BEHALF OF AN AvprrioN To H.R. 903 Requirine THE USE IN
Moror VEHICLES OF LAMINATED SAFETY GLASS FORWARD OF SEATED PASSENGERS

My name is Herbert Yudenfriend. I am the assistant manager of the Stott-
Hecht Glass Works, 418 North Sixth Street, Philadelphia, Pa., distributors of
flat glass products of major domestic producers including Libbey-Owens-Ford
and Pittsburgh Plate glass.

In my opinion there is one danger which has not been listed and is the most
insidions of all. I refer to the fact that tempered glass when used as an auto-
motive glazing material tends to, in effect, wear ont without any warning to the
car owner or its occupants, and without any obvious damage to the glass itself.

The underlying technical theory behind this incredible danger is quite well
known, and has, in fact, been reaffirmed by the recent writings of some of the
most respected authorities on glass technology including several on the research
staffs of hoth the Pittsburgh Plate Glass Co. and Libbey-Owens-Ford. This
theory was substantiated by laboratory studies conducted by one of the largest,
most important companies in the world. It merely remained, then, to see if these
findings could be verified in a field study : that is, to see if tempered glass really
wedars out after it has been in automobiles under normal driving conditions over
a period of time. 1In order to test this theoretical and laboratory data I gathered
37 tempered front door glasses (all from the same year, make, and maodel)
which had been in use for from 18 to 30 months and were free from such obvious
damage as deep scratches or chipped edges. These were tested by the United
States Testing Co. using procedures ontlined in the ASA code. The data was
then compared to the results of the same test made on new front door glasses of
the same type made by the same manufacturer, The results confirmed the
theory and the laboratory findings beyond a shadow of a doubt. After only 18
to 30 months of use under normal driving cenditions and with no obvious
damage, these 37 door glasses were from 33% to 40 percent weaker than the new
glass, As 18 o 30 months represents considerably less than one-half the average
life expectancy of an American-built automobile, an extension of these findings
seems to indicate that little or none of the original strength of tempered glass
will be available when it is needed most, since the overwhelming majority of
accidents occur to older cars. The picture seems grimly clear, and the implica-
tions are obvious.

We have been asked by the Automobile Manufacturers Association (AMA)
not to disturb the ASA code because of the importance to the manufacturers of
conformity to a national standard. But are we to protect conformity at the
expense of safety? Without safety, of what use is conformity? Is it not the
right of the people to expect that our first concern be conformity to safety ?

It has been often stated by the AMA that the ASA code was written by repre-
sentatives from some of our most respected engineering organizations among
others. However, a careful analysis of the payroll affiliations of the represen-
tatives of these respected engineering societies indicates that the automobile
manufacturers and their prime suppliers have substantial control of the commit-
tee which wrote the code. This became so obvious that despite the overwhelming
25-to-8 vote to reaffirm the present code, the safety standards board, sitting in
review of this decision, ntterly repudiated it and, for perhaps the only time in
history, ruled that the vote did not represent a true consensus. As a result, a
new technical committee has been formed to investigate the objections which
have been raised concerning tempered glass.

Spokesmen for the Automobile Manufacturers Association when naming the
National Bureau of Standards, the ICC, and other Government agencies as par-
ticipants on the ASA committee have implied that this indicates Government
support for the code. A careful examination of the record shows that repre-
sentatives of Federal agencies take pains to have the minutes of hearings show
them as not voting. Their function seems to be that of impartial consultant and
resource personnel and their presence on this committee does not per se indicate
either agreement or support on the part of themselves or the Federal Government.
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A careful analysis of the present ASA code indicates how inadequate it is in
the light of modern day automotive glazing. Sinee this code was adopted we
have seen the glass area in automobiles increase so sharply, and the nature and
type of glass being used has changed so radically that many of the tests in the
code are either obolete or totally inadequate. To be specific, I cite briefly the
following examples:

(1) There is not a single quality control requirement covering the manu-
facture of tempered glass.

(2) At the time the present code was approved only one (ype of tempered
glass was in general use. At the present time at least four different types of
tempered glass are being used as original equipment by the various car manu-
facturers. Each of these types has a somewhat different set of properties, and
there is actually a considerable difference among them in terms of the amount of
protection which they might afford. Yet there is nothing in the code to clarify,
define, or restriet the type of tempered glass being used.

(3) Because of the considerably increased size and compound bends of
many of today's windshields and backlights, we are faced with a problem of
visual distortion and acuity which was unimaginable in 1950, In addition, we
are to assume that the tests applied to 12 by 12-inch samples give us a true
picture of the safety performance of automobile glass parts as large as 32 inches
by 84 inches which operate under stresses unknown in 1950,

(4) Not even the Automobile Manufacturers Association will deny that the
mounting of automotive glazing materials has undergone a radical change
since 1950. The advent of new models, such as the hardtop, have presented
entirely new problems for mounting glass. Yet the current ASA code does not
have a single standard relating to mountings or the application of the various
approved types of glazing in these mountings,

A more detailed analysis woulil undoubtedly reveal many other areas of weak-
ness in the present code.

The automobile manufacurers have continnously pointed to the fact that in
Enrope tempered glass has been used for many years. From this we might
draw the conclusion that the European experience relating to traffic safety must
be vastly superior to ours, since we are being asked to emulate them with re-
gard to tempered glass. The record, however, belies this conclusion. Accord-
ing to a recent United Nations Economics Commission report, in 1960 more than
60,000 people lost their lives in traffic accidents in Europe. In the same year
less than 39,000 lives were lost due to traffic accidents in the United States. This
is despite the fact that there are more than three times as many cars on the
road in he United States than there are in Europe.

1 have attempted to describe a small part of the data and facts which are
available and which bear directly on this controversy. Everything presented in
this statement ean be fully documented if it is deemed necessary at some future
time: however, all of this material ean be best summed up by a quotation from
Prof. C. J. Phillips’ book “Glass: The Miracle Maker” in which he says, “It
[tempered glass] must not be confused with laminated glass and is not intended
to replace that type in the fields for which the latter was developed.” There is
universal agreement that laminated glass was developed as the automotive
glazing material we know as safety glass,

Mr. Forn. We could put on a further demonstration for the Chair
in this area, but I think that enough of that has been done.

Mr. Roperrs. We will have to conclude, because I have a quorum
all I must answer.

Mr. Forp. May I ask this of the Chair? Could we leave the record
open? Therearea few more points that I would like to make.

Mr. Roperts. We can leave it open for your statement—I am not at
all sure that I can hear it, however.

Mr. Forp. I do not mean to hear from me. I wish to submit other
material.

Mr. Rogerts. Yes, sir; I will be glad to have you do so.

Mr. Forp. Thank you.
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( The information referred to follows:)

STATEMENT oF HExRY M. RicHarbgox oF DE BeELL & RicHARDSON, INc., HAazARD-
VILLE, CoxN., REPRESENTING THE NATIONAL AUTO & Frar Grass DEALERS
ASSOCTATION IN THE TECHICAL ACTIVITIES CONNECTED WITH THE ASA Z-26.1,
AMERICAN STANDARDS SAFETY CODE FOR SAFETY GLAZING MATERIALS FOT (GraZ-
ING MoTor VEHICLES OPERATING ON Lanxp HIGHWAYS

I would like to emplify somewhat the statement as made by Dr. Joseph D.
Ryan in the hearing of April 14, 1961, before this subcommittee in regard to
the investigations to be made by the six task groups of the ASA Z-26 Techni-
cal Committee,

The programs which have been assembled by these various task groups are
designed to supply the necessary technical data concerning both laminated
safety glass and tempered glass as used in automobile glazing, and to provide
a basis by which to review the present ASA Z-26.1 code for the purpose of
removing the objections which were stated in the negutive votes. If this infor-
mation is made available it should provide some numerieal gunidance to your
committee to clear up some misconceptions and conflicting statements which
may have gotten into the record.

I believe that each of the particular task groups will make its own contribu-
tion. In the first place, gronup 1 is covering the statistical studies, literature,
and technical reports which bear on the controversial issues.

Task group 2 is making a study of the fracture characteristics of both lamin-
ated and tempered glass in all of the varieties which are being used or proposed
for automotive glazing and will correlate these characteristics with the injury
studies coming through the efforts of group 1.

In line manner, group 3 will restudy the visibility properties of glazing ma-
terials of all of the types used or proposed, both intact and fractured.

Group 4 will study the amount of energy that it takes to break glazing ma-
terinls of all types as well as the energy absorption and penetration of the
glazing.

Under group 5 there will be a study of egress or the ability to escape through
the window or windshield openings of cars when glazed with the various types
of automotive glazing.

Lastly, group 6 will study the durability and permanence of the physical
properties of glazing materials as they are exposed to normal use and also en-
deavor to establish reliable non-destructive methods of determining the quality
of both tempered and laminated glazing.

I would like now to point up the statement in Mr. Peyton Ford's presentation
of April 18 on page 4, that out of the 715 automobiles in the sample included
in the 1958 preliminary report by Tourin, Garrett & Moore, that only 2 of these
automobiles were equipped with tempered glass in the full side windows.

On reading the transcript of the hearing of April 14, page 240, 1 think Mr.
Rugg must have said that tempered glass must be cut to size before it is tem-
pered because once it is tempered it cannot he recut.

On page 248, Mr. Richards made reference to “u peculiarity of medical science
that we have papers from Germany and Switzerland that indicate that the
possibility of brain concussion is less with tempered glass than with the lamin-
ated glass because when the tempered glass does give there is no resistance.” 1
think it would be well if the actual references were cited so that they could be
studied and judged on their content. Likewise, on page 250, Mr. Rugg's state-
ment, “Now, your question in regard to laminated and tempered glass, with
regard to fracture and concussion, we have found indieations that there is
more chance of concussion with laminated glass than there is with tempered
glass. We are running more (ests on that.

“The reason is that to produce concussion you nave to have a time in which
pressure is held on the head, and for the brain to funnel back to the back part.”

1 think this, too, should be documented for clarification.

Mr. Roserrs. Recently, I had the pleasure of meeting and visiting
with Mr. Walter C. Jerome, president of Hollow Boring Corp., of
Worcester, Mass., a good frien(ll and constituent of our colleague, Con-
gressman Harold D. Donohue.

Mr. Jerome, who has given a great deal of thought to the problem
of highway safety, has developed his own safety automobile which he
calls Sir Vival.
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My Jerome has a statement for the committee, describing his safety
auto, which I am sure members will find very interesting.

STATEMENT OF WALTER C. JEROME, PRESIDENT OF HOLLOW
BORING CORP., WORCESTER, MASS.

Mr. Jerome, Mr. Chairman and gentlemen, I am particularly
pleased to be here today because a crash-proof, or safety car, has been
a goal of mine for decades. In fact, I believe I have succeeded in
transforming vision into practical reality. The time is past when we
can afford the luxury of wondering if we Americans should bend our
minds and backs to the task of mass-producing safe automobiles.

[ submit that if we don’t move on this frontier, the United States
will be on the outside looking in. Reliable reports, with which you
gentlemen are familiar, I'm sure, indicate the Soviet Union is even
now moving toward mass-producing a safety car.

If Russia introduces safety vehicles this year it will take our auto-
mobile industry at least 3 years to eatch up. This would be a stag-
gering blow to the private enterprise system in America, to say
nothing of the Nation’s loss of world prestige.

As constituted, our automobile industry is a sterile proposition.
The entire framework resembles the old multipatched innertube. It
is significant that, while all roads in America’s multibillion-dollar
highway system are designed for the eye level of cars of the 1920 to
1950 era, our cars of today have been deliberately lowered to reduce
vision to a dangerous level.

Windshields are slanted so they retain vision-impairing debris and
dirt, interiors are perfectly designed to project occupants through the
windshield. This has been the story, year after year, with monoto-
nous regularity.

All our safety efforts, or virtually all, have been to fit the Nation to
the vehicle. with restrictions concentrated on that much-maligned
whipping boy, the American driver.

Despite the skill drivers have acquired, they need help and will

need it in larger doses as the private automobile fleet increases each
."I‘ill'.
I believe that you gentlemen can strike a smashing blow for auto-
motive safety, and for our Nation, by recommending that all the
Federal Government purchases of passenger vehicles be of an ap-
proved crash-proof type.

I sincerely believe that we can’t afford to wait any longer for the
automotive industry to put its house in order. We are waiting for
something Detroit will never provide of its own volition.

Yet. the Government could obtain action in this field overnight by
requiring that all its passenger vehicles be of crash-proof specifica-
tions. 1 believe a trend in this direction would soon develop into a
tidal wave that would sweep the Nation.

And perhaps the most interesting facet of the plan is that genuine
safety cars could be delivered in 1962. The industry would scramble
to tool up to meet the Government’s requirements as if does to meet
military contracts. My own safety auto, “Sir Vival,” is adaptable
to mass production, and might well be used as a st andard for imlluﬁh'_\'
to equal or better.
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In addition to demonstrating to the world this Government’s con-
cern for human life, Federal action in the automotive safety field
would help meet three vital national problems.

In the next 10 years, our economy will have to expand to make
room for 26 million youngsters who will be looking for jobs.

This will require a 40 percent increase in the Nation's payroll

First : Four million inexperienced drivers of this group will be
ficensed each year. Increased numbers of collisions must be antici-
pated. At the present accident rate, more than 100,000 youngsters
are marked for annihilation. One out of two will be injured in their
first 10 years of driving.

Second : Our railroads are now on the tracks to oblivion and need
increasing Government aid to halt their downward slide. National
security, as well as our economy, demands a healthy railroad system.

Third : At today’s rate of consumption, America’s 660,000 oil wells
contain only 10 years' supply of petroleum. Should our oversea sup-
plies be eut off, rationing of ui] would be inevitable. In contrast,
Russia with double our resources is pumping from only 40,000 oil
wells, equivalent to a 200-year supply as compared to America’s
10-year.

SOLUTIONS

First: I propose that “crash-proof™ cars be produced at an 8-million
per-year rate. lLet the Government finance the sale of 4 million of
these vehicles to new drivers. In effect, the 26 million youngsters
who need jobs in the sixties would be employed producing their own
transportation. This action would spark the economy to new heights

for decades, and use of the safe vehicles might well produce such a
saving in lives, injuries, and accident costs * * * as to erase our
staggering national debt in our children’s lifetime.

Second : To preserve petrolenm supplies I suggest removing over-
land truck traffic from erowded highways by routing it over the rail-
roads’ right-of-way: to be towed in convoys on special tracks or in
“piggyback™ fashion. Eleetrify the locomotives. Both the rail-
roads and the trucking industry would benefit and our highways would
be safer and spared the terrific abuse of heavy truck traflic.

Third: T propose that the Nation's dwindling oil supplies be con-
served by prohibiting the manufacture of new vehicles after 1965 un-
less they are powered by nonpetroleum engines. The inefficient in-
ternal combustion engine, which delivers 5 cents® worth of motion for
every dollar’s worth of gas, should be replaced by bottled gas, steam,
electric, or nuclear-powered engines. The conversion would preserve
our national lifeblood of petroleum and boost our economy. Il’m‘llups.
gentlemen, these proposals seem too drastic for our slow moving
economy. But we exist in the rocket era that was created in my home
city of Worcester—I well recall the raised eyebrows when Professor
Goddard predicted that rockets would one day reach the moon. Fan-
tastic, we thonght. Yet today we are in a grim struggle to outdo the
Communists in a field where we might well have captured a command-
ing lead. We lost because America was just emerging from the horse
and buggy era and was not ready to digest Professor Goddard’s
science. Today, America is alert. Motorists are ready for a change.
To a man they would welcome security from highway slaughter,
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The struggle of this committee to persuade the automotive industry to

yromote seat belts reminds us that the famous (Concord l'El!']'i:l,‘_‘:i‘H made
i New Hampshire during the Civil War were equipped with these de-
vices, It is important to recall that when the Russians startled the
world with their sputnik, President Eisenhower went on record before
the world, stating that America was not competing in rockets.
Rather, he said, we are producing peacetime goods. Automobiles are
considered America’s major product.

Over 100 million of these vehicles have been manufactured in
this Nation. Yet the automotive industry has failed to produce even
one prototype crash-proof car for public approval. In addition, to-
day’s vehicle is basically the same as produced at the time of Pro-
fessor Goddard's first homemade rocket. The fact is that private
enterprise is completely defaulting in the field that may win or lose
the cold war The Congress, by taking decisive action, would propel
the automotive industry into the rocket era overnight. It is important
to note that this program only requires governmental financing, sim-
ilar to FHA programs. Funds would return to the Government al-
most as fast as expended, and the increased prosperity of the Nation
would result in substantially larger Federal tax income return.

T submit to the Congress that it is poor economics to allow an in-
dustry that has only $3 billion invested in production facilities to
foster dangerous aufomotive designs on the Nation when losses from
traffic damage will exceed the total national debt during the average
driver’s eareer.

By using the God-given abundance of labor that is now idle, to de-
velop and produce “crash-proof™ ears, this Nation would assert moral
and economic leadership of the world.

We would be on our way toward “new frontiers,” riding proud
and with clear conscience because the “dignity of man™ would have
been restored and our “national purpose” clearly defined.

Mr. Roserrs. We appreciate your appearance and testimony, Mr.
Jerome.

Mr. Jeroye. Thank you, Mr. Chairman.

Mr. Harran V. HavLey (manager, Washington Office, Automobile
Manufacturers Association). May I ask that the record be kept open
for the purpose of the Automobile Manufacturers Association to
submit further testimony to counter these rather extravagant claims
and allegations made by the laminated glass witnesses today !

We would like our safety engineers and glass scientists to read the
transeript and to see if there is anything that they care to answer.

Mr. Roserrs. Yes, sir.  The record should not be kept open indefi-
nitely. We will try to keep it open for 10 days.

Mr. Forp. I want the record to show that I am not an expert.

Mr. Roserts. Dr. Fletcher D. Woodward, clinical professor of
otolaryngology, University of Virginia Hospital, Charlottesville, Va.,
nationally known for his work in highway safety, has been of great
assistance to this subcommittee.




330 MOTOR VEHICLE SAFETY STANDARDS

The following address by Doctor Woodward, printed in the March-
April 1961 issue of Police, published at Springfield, Ill., by Mr.
Charles C. Thomas. will be of interest in connection with the legisla-
tion under consideration in these hearings:

AN Arorocy 1o THOSE WHo ARE Apour To DiIe
(By Fletcher I). Woodward, M.D.)

(Eorror’'s Nore.—Dr. Woodward is clinical professor of Otolaryngology at
the University of Virginia Hospital, Charlottesville, . and a member of many
national ear, nose, and throat organizations. In addition, he is president of the
American Laryngological, Rhinological, and Otological Society and past chair-
man of the American Medical Association Committee on Medieal Aspects of Anto-
mobile Injuries and Deaths. Dr. Woodward is also a member of various State
and national conferences on automobile accidents and their prevention and a
frequent contributor of papers on this subject in various medical journals,

(One of the major bright spots on the horizon of human welfare today is the
increasing interest of the medical profession in the problems of traffic safety,
traffic accidents and the prevention of this needless toll of tragedy on our streets
and highways.)

As a physician who has been a student of automobile accidents and deaths for
many years, I wish to apologize to those 20,000 Americans who will needlessly die
on our highways this year and also to those 216 million Americans who will
needlessly be injured. If the remedies presently available had been adopted, 50
percent or more of our highway deaths and injuries would have been prevented
this coming year.

These remedies would not only have prevented many crashes but would have
offered protection to many of the car ocenpants at the time the erash oecurred.
The reasons for the nonadoption of these remedies are:

(1) The public is not yet interested enough in highway accidents and injuries
to demand their employment.

(2) Their legislative representatives are certainly not going to do anything
until an aroused public makes this demand. When this time will come is, of
course, unknown.

Since the number of cars on our highways will increase from 70 million this
year to 114 million in the next 15 years and by that time nearly every family
will have experienced tragedy, perhaps the adoption of these remedies is not
too far distant.

In the meantime, physicians are busily preparing an outline of what these
remedies are to be. They fall mainly into two classes.

CRASH PREVENTION REMEDIES

In addition to all the slogans, police patrol, vehicle and highway improvements
and the indefatigable work of the many fine local, regional, State, and national
safety organizations the traffic toll will continue until these fundamental remedies
are adopted,

Education

Driver training courses should be provided for all our teenage youngsters as
well as for adults. This course should be a required one, and if time is a factor
in a crowded curriculum such courses as physical education, home economics, art,
musie, and shop instruction should yield time to driver training. A certificate
from such a course should permit a youngster to apply for a driving permit at
the age of 16 instead of 18, which otherwise should be the legal minimum limit
Such a certificate could also result in lower insurance preminms. These
courses are invaluable in teaching safety from all approaches such as the danger
of driving while drinking, the danger from speed and recklessness, and the value
of safety features in design as well as safety belts and shoulder harnesses.

Aleohol and driving safety

Since the average individual suffers impairment of driving skill at a blood
aleohol level of five one-hundredths of 1 percent, let us make this the eritical
level for conviction instead of fifteen one-hundredths of 1 percent, a far too
generous figure.
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A chemiecal test of the breath or blood should be mandatory in all cases in
which driving while drinking, but not intoxieated, is suspected. This test
would free the innocent as well as help convict the guilty and should be ad-
ministered by a properly qualified testing officer who has been trained both in
the care of his equipment and the technigque of its use, or by a physician. The
alternative to such a law is the implied consent law as has been provided in
New York and other States.

The result of the chemiecal test should be accepted as prima facie evidence,
and mandatory laws for the various zones of intoxication should be provided.

The present laws exonerating a driver of drinking and driving with a blood
alecohol level of less than five one-hundredths of 1 percent are proper. The
present laws punishing those with a blood alcohol level of fifteen one-hundredths
of 1 percent or higher are often proper but are not enforced. These laws
should be subjeet to study and revision, and should also be striet and mandatory.
The greatest problem is in the twilight zone from six one-hundredths to fifteen
one-hundredths of 1 percent. For this zone a new set of laws should be enacted
following the suggestions of Mr. William M. Plymat of the Preferred Risk Mutual
Co. of Des Moines, Iowa. These laws should be less strict than those for people
with a blood alcohol level of fifteen one-hundredths of 1 percent or higher but
should be severe enough to control the average drinker, for this is the range of the
social drinker.

These laws, as I have previously said, should be mandatory and strict enough
to stop a driver who is not drunk and thinks he is perfectly capable of handling
a car in our modern high-speed traffic. The results consistently prove him wrong.
Many States have found a point or demerit system to be the best solution to
the problems of suspension or revocation of license for drinking and driving.
However, if testing of the breath or blood could be made mandatory, its results
accepted as evidence and mandatory laws provided, this would be the simplest
method of handling this whole problem.

In answer to the many arguments, pro and con, in this complex problem, the
physician is not interested in whether the degree of intoxication iz reached
on an ascending or descending curve of intoxication. He is not concerned with
the type or rapidity of consumption of the alcoholic beverage or whether it is
consumed on a full or a fasting stomach. He is not concerned with whether the
individual is a beginner or an experienced drinker. He is only concerned with
the fact that no one should operate an automobile in our modern high speed and
complex traffic patterns with an alcohol blood level higher than five one-
hundredths of 1 percent.

The laws concerning the punishment of these offenses should not be left to
the discretion of the judge or consulting physician, for they have both failed
miserably in the past. As a citizen, a physician should urge that full-time traffic
court judges be appointed with a salary commensurate with the importance of
their function. Also, proper and dignified quarters should be provided for this
most important court.

SPEED AND RECKLESS DRIVING

Since speed and reckless driving are causative of some 30 percent or more of
deaths resulting from crashes, 1 suggest that more State police be ntilized, that
the public be educated again to support them and to cease playing cops and
robbers on the highways, and that proper laws be enacted and made manda-
tory. We should endorse and enforce the uniform adoption of the speed limits
suggested by the National Safety Couneil. These limits are 60 miles per hour
for day, 55 miles per hour at night, and 35 miles per hour in urban zones, all with
a 5-miles-per-hour tolerance. Dual lane and other modern highways shonld like-
wise have a minimum limit of 40 miles per hour.

These limits may seem somewhat low to many readers, but until the manu-
facturers provide us with safer machines from the standpoint of hnman engi-
neering, I believe that these limits should be considered the maximum nnder
present conditions. If and when the day comes that manufacturers provide cars
employing the many safety suggestions previously offered by the medical pro-
fession, then these limits can be raised accordingly. Again, the laws governing
speed and reckless driving should also be mandatory and striet enough to deter
these individuals from excessive speed and recklessness, for the public must
realize that driving a motor vehicle today is a privilege and not a right. Nor
should sympathy be wasted on the so-called “hardship case,” for you may be
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his next vietim. He knows the wages of each offense, whether set by mandatory
law or as a result of the point or demerit system, and no deviation can be al-
lowed if the naomber of deaths and injuries is to be curtailed.

CRASH INJURY PREVENTIVE REMEDIES

Automotive design and safety

Since some crashes are unavoidable and others inevitable, it is important that
the machine itself be designed and safety features provided to protect the
occupants. At the present time the destiny of thousands rests in the hands
of a comparative handful of men, the designers and engineers who plan next
years cars without benefit of medical advice or consultation. It is also astound
ing as to how little money is spent on research for safety features compared
to the large sums received from the sale of their produets.

The Committee on Trauma of the American College of Surgeons has been
concerned with the importance of safety design of the vehicle and the provision
of safety features as standard rather than optional equipment. Their efforts
have the wholehearted support of all physicians, particularly the American
Medical Association’s Committee on Medical Aspects of Automobile Injuries and
Deaths. Although this committee is primarily interested in the medical aspects
of the problem their studies and the reports of research groups, such as the
Cornell study group, has convineced them that design should occuply a high place
on the list of objectives,

This decision is based apon the fact that 12 miles per hour seems to be the
eritical speed, for at this point the average steering wheel collapses, leaving
the steering post as a lethal projection: no one can protect himself from death
or injury, and if thrown out of the car the chances of getting killed or hurt
are five times greater than if One had remained inside the protective shell of the
vehicle, The seat belt, or, preferably, the shoulder harness is the best safety
feature than can be provided at this time and, if worn, will prevent some 60
percent or more of deaths and injuries. The belt should be anchored to the
floor of the car, and must meet the safety specifications of the Society of Auto-
motive Engineers, If belts are not provided as standard eguipment, provision
should at least be made for their attachment.

Many suggestions have been made which would contribute to passenger
safety at little extra cost Tor the manufacturer. Among these suggestions are:
a collapsible steering assembly; Ford's deep dish steering wheel with a broad
steering post covered with protective crash padding; the same type of padding
over the dashboard, the back of the front seat and other dangerous areas in
the car; seating the passengers in the front seat farther away from the dash-
board ; firm anchorage of seats, visual or audible speed signals; and additional
small red lights on the top of the car to flash when speeds of 70 miles per hour
have been obtained. The latter would serve as a warning to the police as well
as to other motorists that a car is driving at excessive speeds.

In addition to these signals, the following devices are recommended: Safety
door locks; polarized headlight lenses and an oppositely polarized spot on the
windshield to prevent headlight glare and blinding at night: better designed
windshields from an optical standpoint; high extensions of the seat backs to
prevent whiplash injury to the neck; a recessed shelf behind the back seat to
prevent injury from secondary missiles; less chrome and other reflecting sur-
faces to eliminate glare especially in night driving: elimination of projecting
knobs, buttons, and levers; shock absorbers for bumpers or energy absorbing
material in the front end, and many other features,

If the front seats are firmly anchored to the floor and if the backs of these
seats will not tip forward then small accessory seats for children can be made
to hook over the top of the seat and secondary belt extensions will go around
the waist of the very small youngsters. Older children should be made to ride
standing back of the front seat or, if riding in the front seat, in cases of impend-
ing crash, they should be instrueted to dive to the floor with their backs to the
front floor area or back of the front seat, wherever they may be.

Most of this extra cost could be compensated for by less chrome, the omission
of hood ornaments, clocks, and radios and many other accessories as standard
equipment. As I have previously said, one is astounded as to how little has
been spent on safety research by the manufacturers compared to the vast sums
which they receive from the sale of their products.
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I am sure that consultation with the medical profession on the aspects of
human engineering as related to auntomotive engineering would soon establish
many related facts; these would bear fruit by reducing deaths and injuries at
the time of a crash and converting many of the potentially severe to critical in-
juries to those of relatively minor nature.

Licemsing of the driver

The suggestion has been made that three classes of driver permits be granted :
one for private vehieles, another for commercial vehicles, and a third for pas-
senger-carrying vehicles, Each person could thus acquire one or more such per-
mits depending upon his vocation and desire. If suspension or revocation of a
permit is ordered by the court it could apply to all three categories or to one
or more depending on the offense or series of offenses. For instance, a truck
driver could continue to drive his truck but would be barred from driving his
private car.

As physicians we also believe that on each driving permit a space should be
provided to state the blood type of the individual, his allergies to various drugs
if any, and whether he is taking anticonvunlsive or anticoagulant drugs or is a
diabetic taking insulin. This information would be of tremendous value in
the care of unconscious patients bronght into the emergency rooms of hospitals.

Re-examination should be required every 3 years for drivers of private vehicles
but every year for those who wish permits in the other two classes. This would
also apply to drivers of school buses and those past age 65. The automatic
reissne of driving permits every few years should cease, for under this system
the only requirement for reissue of a permit is to be alive.

It has also been suggested that referral medical clinies be established by cities,
towns, or counties to be staffed by doctors appeinted by local medical societies,
with consuitants available in psychology and the medical specialties. It would
be the duty of this referral medical group to pass on the physical and mental
fitness of those people referred to it by the courts, the police, or other physicians.
Their opinion would be particularly valuable in the consideration of the licensure
of repeated offenders.

State medical societies are appointing traffic safety committees to serve as
consultants to State legislatures and licensing authorities on the medical aspects
of this problem.

The American Medical Association has recognized its responsibility in this
field and through its commitiee on medical aspects of antomotive erash injuries
and deaths has prepared two pamphlets. One entitled, “Are You Fit To Drive?”,
is written in lay language and illustrated for the instruction of patients whose
condition may pose such a query. This little pamphlet is attractively illustrated
with color and line drawings, It briefly discusses many problems in subjects
such as: “Before You Take the Wheel,” “Emotional Upsets,” *“Drowsiness,”
“The Taking of Medicines,” *“The Drinking of Cocktails,” “The Importance of
Vision,” and other interesting features. This booklet may be obtained from
the Association of Casualty & Surety Companies, G0 John Street, New York,
N.Y., and is particularly suitable for distribution to the patients in the doctor's
office. If wide distribution of this pamphlet ¢an be secured we believe it will be
of considerable help in the solution of this problem. A second pamphlet is en-
titled “*A Medical Guide for the Physician to Determine a Patient’s Fitness to
Drive” (J.AMA, 169: 1195-1207, 1959). This pamphlet covers the medical
aspects of the problem for the first time and serves as a reference to the
physician when confronted by the patient who has a problem concerning a
physiological state, a pathological condition, an emotional disturbance, drug
therapy or aleohol.

The committee iz at present beginning the preparation of a “Guide to State
Licensing Authorities.” This will be more comprehensive and detailed, and
will set certain physical standards for certain conditions. It is hoped that
the State medical societies will make the conditions of patients with convulsive
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seizures, mental, or severe emotional disease, and those diabetics taking insulin,
reportable to the the State health department. These names would then be
furnished by the State health department to the motor vehicle licensing authority
of each State and would serve as a guide and double check to them in the li-
censing of these individuals, The publication of this guide is somewhat in
the future, but the need is great and its preparation will be carried out as rap-
idly as possible,

Of course, the physician’s first duty is to render adequate definitive treat-
ment to the injured and of these results he is justifiably proud. He is likewise
interested in seeing that first aid care and emergency transportation are ade-
quate and available and that properly trained and equipped rescue squads are
established in each community. These squads should be a part of the Civil
Defense program.

SUMMARY AND CONCLUSIONS

In spite of the physician's accomplishments in the care of the wounded, his
main interest, as in all other major medical problems, is in the prevention of
disease. To attain this goal I would like to present the following summary of
the aforementioned recommendations.

1. New laws to curb drivers who have been drinking.

2. Proper and uniform speed laws.

3. Minimum safety features in design and equipment standard, not
optional, features.

4. Referral medical elinies.

5. Three classes of driving permits for private, commercial, and passenger-
carrying vehicles.

6. Driver education courses in all publie, private and parochial schools,

7. The consideration of a point or demerit system.

8. More State police.

9. Further engineering studies of highways and all related factors as well
as of the machine itself,

10. More time and money spent on basic research.

The physician is proud of his definitive care of the injured but does not believe
that his duty as a citizen and a physician has been fully discharged until pre-
ventive measures have become facts and are reflected in the daily automotive
statistics.

FEDERAL STANDARDS FOR MOTOR VEHICLES

Mr. Roeerrs. For information of members of the committee, Fed-
eral Standard No. 122, applicable to the purchase of certain motor
vehicles for Federal agencies, referred to in these hearings, will be
included in the record at this point :
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Fed. Std. No. 122
JULY 1, 1957
(KKK-T-00811 (GSA-FSS),
KKK-A-845, KKK-A-851,
KKK-T-716, KKK-T-T19,
Issues in Effect)

FEDERAL STANDARD

AUTOMOBILES, STATION WAGONS, AND LIGHT
TRUCKS; STANDARD UNITS, STANDARD PERMISSIBLE
OPTIONS, AND JUSTIFIABLE OPTIONS

Authority.—This standard is issuwed pursuant to the Federal Property and

Administrative Services Act of 1949, as amended, and its application to the pur-

chase of commodities referred to herein is mandatory on all Federal agencies,

except that effective date for the Department of Defense ia Oectober 1, 1957,
unless a later date in provided by amendment.

S1. Purpose and Scope. — This Federal
standard limits the procurement of Govern-
ment automobiles, station wagons, certain
light trucks, and carryalls to the smallest
number of vehicle types (and appurtenances)
required to adequately perform the services
required. These standard units have been
adopted for use in consolidated purchases to
afford suitable vehicles, procured with short-
est delivery dates, at the lowest prices ob-
tainable.

§2. Classifieation.—Equipment standard-
ized hereunder is classified as Standard Units,
Standard Permissible Options, and Justifiable
Options.

S82.1 Standard Units. — Standard Units
specify in detail the vehicles and appurte-
nances which may be reyunisitioned.

822 Standard Permissibie Options. —
Standard Permissible Options include optional
equipment or accessories to be furnished as
determined by the purchaser.

§2.3 Justifiable Options. — Justifiable Op-
tions include deviations permissible with jus-
tification to the activities listed.

S3. Application.—Purchases under the fol-

#02176/37/Kea 411

70706 0—61

lowing Federal Specifications, of the issues
in effect on the date of invitation for bids,
shall be limited to standard units prescribed
herein under Standard Permissible Options,
Justifiable Options and Standard Units. Ex-
isting Government units with other charac-
teristics shall be utilized until exhausted.

Interim Federal Specifications:

KKK-T-00811 (GSA-FSS) — Automo-
bile (100- to 149-Inch Wheelbase).

Federal Specifications:

KKK-A-845—Automobile, Station Wag-
on, b-, 6-, or 7-Passenger, 4 x 2,

KKK-A-851—Automobile, Station Wag-
on, 8-Passenger, 4 x 2.

KKK-T-716—Trucks; Gasoline Engine,
Four Wheels-Two Rear Wheel Drive,
G.V.W, 4,200 Pounds.

KKK-T-719—Trucks; Gasoline Engine,
Four Wheels-Two Rear-Wheel-Drive,
G.V.W. 6,400 Pounds.

84, Options, standard characteristics and
item identification.—The standard items with
their applicable Federal Stock numbers
(FSN) shall conform to the characteristics
listed in Standard Units described herein.
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MOTOR VEHICLE

STANDARD UNITS

Item No. 1 FSN 2310-554-T168

Automobile ; 4-door sedan; 6-passenger; Type
I, Class A, in accordance with Interim Fed-
eral Specification KKK-A-00811 (GSA-FSS8);
with 6.40 x 15, 4-ply tires, left outside mirror,
left front door arm rest, cigar lighter, horn
ring, fresh air type heater and defrosters,
windshield washers and painted any standard
production color or to match any single color
of Federal Standard 595 specified on the pur-
chase order.

Item No. 2 FSN 2310-541-4516

Automobile ; 4-door sedan; B-passenger; Type
L. Class C. in accordance with Interim Federal
Specification KKK-A-00811 (GSA-FSS);
with 7.50 x 14, 4-ply tires, left outside mirror,
1eft front door arm rest, cigar lighter, horn
ring, fresh air type heater and defrosters,
windshield washers and painted any standard
production color or to match any single color
of Federal Standard 595 specified on the pur-
chase order.

tem No. 3 FSN 2310-541-4518

Automohile : 2-door sedan; b and 6 passenger;
Type 1, Class C, in accordance with Interim
Federal Specification KKK-A-00811 (GSA-
FSS) : with 7.50 x 14, 4-ply tires, left outside
mirror, left front door arm rest, cigar lighter,
hern rinz, fresh air type heater and de-
frosters, windshield washers, and painted any
standard production color or to match any
sipgle color of Federal Standard 595 specified
on the purchase order.

Item No. 4 FSN 2310-541-4520

Automobile: coupe or business sedan; 3-pas-
semmer: Type 1. Class C, in accordance with
Interim Federal Specification KKK-A-00811
(GSA-FSS) except that rear ash tray is not
required; with 7.50 x 14, 4-ply tires, left
outside mirror, left front door arm rest, cigar
lirhter, horn ring, fresh air type heater and
defrosters, windshield washers and painted
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any standard production color or to match
any single color of Federal Standard 595
specified on the purchase order.

Item No. 5 FSN 2310-541-4522

Station Wagon; 4-door, 8-passenger, Type 1,
in accordance with Federal Specification
KKK-A-851: also equipped with ash trays
front and rear, dual constant speed wind-
shield wipers, self-cancelling electrical direc-
tional signals front and rear with audible and
flushing indicator; left outside mirror, left
front door arm rest, cigar lighter, horn ring,
fresh air type heater and defrosters, wind-
shield washers, and 8.00 x 14, G-ply tires;
painted any standard production color or to
match any single color of Federal Standard
595 specified on the purchase order.

tem No. 6 FSN 2310-541-4524

Station Wagon; 4-door, B-passenger, Type
111, in accordance with Federal Specification
Y KK-A-845, with ash trays front and rear,
dual constant speed windshield wipers, self-
cuncelling electrical directional signals front
and rear with audible and flashing indicator,
left outside mirror, left front door arm rest,
civar lighter, horn ring, fresh air type heater
and defrosters, windshield washers, 6.70 x
15 or 7.50 x 14, 6-ply tires and spare tire and
wheel, painted any standard production color
or to mateh any single color of Federal Stand-
ard 595 specified on the purchase order.

Item No. 7 FSN 2310-541-4526

Station Wagon; 2-door, G-passenger; Type
111, in accordance with Federal Specification
YKK-A-845; with ash trays front and rear,
dual constant speed windshield wipers, self-
cancelling electrical directional signals front
and rear with audible and flashing indicator,
left outside mirror, left front door arm rest,
cigar lighter, horn ring, fresh air type heater
and defrosters, windshield washers, 6.70 x 15
or 7.50 x 14, 6-ply tires and spare tire and
wheel ; painted any standard production color
or to match any single color of Federal Stand-
ard 595 specified on the purchase order.
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Item No. 8 FSN 2310-541-4528

Station Wagon; 4-door, Type I, in accordance
with Federal Specification KKK-A-851, ex-
cept that a 6-passenger capacity body will be
acceptable; also equipped with ash trays
front and rear, dual constant speed wind-
shield wipers, self-cancelling electrical direc-
tional signals, front and rear, with audible
and flashing indicator; left outside mirror,
left front door arm rest, cigar lichter, horn
ring, fresh air type heater and defrosters,
windshield washers, and 7.50 x 14, G-ply
tires; painted any standard production color
or to match any single color of Federal Stand-
ard 595 specified on the purchase order.

Item No. 9 FSN 2310-541-4530

Station Wagon; 2-door.—Same as above.

12-TON PICKUP — LIGHT DUTY
Item No. 10 FSN 2320-541-4532

Truck; pickup body; 4200 minimum GVW;
in accordance with Federal Specification
KKK-T-716a: also equipped with dual con-
stant speed windshield wipers, dual sun
visors, inside and left outside mirrors, built-
in-dash type ash tray and cigar lighter,
fresh air type heater and defrosters, wind-
shield washers, rear bumper, self-cancelling
electrical directional signals (front and rear)
with operator's audible and flashing indicator,
6.70 x 15, 6-ply tires, and side-mounted spare;
painted any standard production coler or to
match any single color of Federal Standard
595.

13-TON PICKUP — HEAVY DUTY
Item No. 11 FSN 2320-541-4533

Truck; pickup body ; 4800 minimum GVW: in
accordance with Federal Specification KKK-
T-716a; also equipped with dual constant
speed windshield wipers, dual sun visors,
ingide and left outside mirrors, built-in-dash
type ash tray and cigar lighter, fresh air
type heater and defrosters, windshield wash-
ers, rear bumper, self-cancelling electrical
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directional signals (front and rear) with
operator’s audible and flashing indicator, 4-
speed transmission, 1l-inch clutch, rear
springs suitable for model offered when carry-
ing 1500 pounds payload, 6.50 x 16, 6-ply
truck-type tires, and side-mounted spare:
painted any standard production color or to
match any single color of Federal Standard
595.
3,-TON PICKUP

Item No. 12 FSN 2320-541-4534

Truck; pickup body; 5600 minimum GVW;
48-inch minimum CA; in accordance with
Federal Specification KKK-T-T16a: also
equipped with dual constant speed windshield
wipers, dual sun visors, inside and left outside
mirrors, built-in-dash type ash tray and cigar
lighter, fresh air type heater and defrosters,
windshield washers, rear bumper, self-cancel-
ling electrical directional signals (front and
rear), with operator's audible and flashing
indicator, 4-speed transmission, 11-inch
clutch, tires 8-17.5, 6-ply tires, side-mounted
spare, painted any standard production color
or to match any single color of Federal Stand-
ard 595.

1 TON PICKUP — LIGHT DUTY
Item No. 13 FSN 2320-541-4535

Truck ; pickup body ; 6400 minimum GVW; 58
inch minimum CA; in accordance with Fed-
eral Specification KKK-T-719; also equipped
with dual constant speed windshield wipers,
dual visors, built-in-dash ash tray and cigar
lighter, fresh air type heater and defrosters,
windshield washers, rear bumper, self cancel-
ling electrical directional signals (front and
rear) with operator's audible and flashing in-
dicator, 8-19.5 6-ply tires; painted any stand-
ard production color or to match any single
color of Federal Standard 595.

1 TON PICKUP — HEAVY DUTY
F8N 2320-541-4536

Item No. 14
.
Truck, 9 foot pickup body; 7500 mini-

mum GVW; in accordance with Federal
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Specification KKK-T-719; also equipped with
dual constant speed windshield wipers, dual
visors, built-in-dash ash tray and cigar
lighter, fresh air type heater and defrosters,
windshield washers, rear bumper, seli-can-
celling electrical directional signals (front
and rear) with operator’s audible and flash-
ing indicator, 8-19.5 8-ply tires; painted any
standard production color or to match any
single color of Federal Standard 595.

¥; TON PANEL — LIGHT DUTY

Item No. 15 FSN 2320-541-4537
Trock; panel body ; 4200 minimum GVW; in
accordance with Federal Specification KKE-
T-716a; also equipped with dual constant
speed windshield wipers, dual sun visors,
inside, right and left outside mirrors, built-
in-dash type ash tray and cigar lighter, fresh
air type heater and defrosters, windshield
washers, rear bumper, self-cancelling electri-
cal directional signals (front and rear) with
operator's audible and flashing indicator, 6-
ply tires (6.70 x 15); painted any standard
production color or to match any single color
of Federal Standard 595.

1, TON PANEL — HEAVY DUTY

Item No. 16 FSN 2320-541-4538
Truek; panel body; 4800 minimum GVW; in
accordance with Federal Specification KKK~
T-T16a; also equipped with dual constant
speed windshield wipers, dual sun visors, in-
side, right and left outside mirrors, built-in-
dash type ash tray and cigar lighter, fresh air
type heater and defrosters, windshield wash-
ers, self-cancelling electrical directional sig-
nals (front and rear), with operator’s audible
and flashing indicator, 4-speed transmission,
11 inch clutch, rear springs suitable for model
offered when carrying 1500 pounds payload,
and 6.50 x 16, 6-ply truck-type tires; painted
any standard production color or to match
any single color of Federal Standard 595.

1 TON PANEL

Item No. 17 FSN 2320-541-4539
Truck; panel body ; 6400 minimum GVW; 60
inch minimum CA: in accordance with Fed-
eral Specification KKK-T-T19; also equipped
with dual constant speed windshield wipers,
dual sun visors, inside, right and left out-
side mirrors, built-in-dash ash tray and cigar
lighter, fresh air type heater and defrosters,
windshield washers, self-cancelling electrical
directional signals (front and rear) with op-
erator’s audible and flashing indicator, 8-19.5,
6-ply tires; painted any standard production
color or to match any single color of Federal
Standard 595.

SEDAN DELIVERY — STANDARD
Item No. 18 FSN 2820-541-4540

Truck: sedan, delivery type; 4100 minimum
GVW ; 800 pounds approximate load capacity;
in accordance with Federal Specification
KKK-T-716a except that a l-pint oil bath
air cleaner is acceptable; also equipped with
dual constant speéd windshield wipers, dual
sun visors, inside and left outside mirrors,
built-in-dash type ash tray and cigar lighter,
fresh air type heater and defrosters, wind-
shield washers, self-cancelling electrical direc-
tional signals (front and rear), with oper-
ator’s audible and flashing indicator, full
width split back seat, and 7.50 x 14, 4-ply
tires: painted any standard production color
or to match any single color of Federal Stand-
ard 595.

SEDAN DELIVERY—WITH GLASS SIDE
PANELS

Item Nc. 19 FSN 2320-541-4541
Same as above except also equipped with
safety glass window(s) installed in each
side panel of body not less than 49 x 12
inches, or equivalent area, for maximum
visibility.
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CARRYALL — LIGHT DUTY

_[Rear doors FSN 2320-541-4544

1tem No. 20 |End gate FSN 2320-541-4545

Truck; carryall; end gate or panel type rear
doors (as specified); 8 passenger capacity:
removable center and rear seats; 4200 mini-
mum GVW; in accordance with Federal Spec-
ification KKK-T-T16a; also equipped with
dual constant speed windshield wipers, dual
sun visors, left outside mirror, built-in-dash
type ash tray and cigar lighter, fresh air
tyvpe heater and defrosters, windshield wash-
ers, self-cancelling electrical directional
signals (front and rear) with operator's
audible and flashing indicator, 7.10 x 15, 6-
ply tires; painted any standard production
color or to match any single color of Federal
Standard 595.

CARRYALL — HEAVY DUTY

[Rear doors FSN 2320-541-4542
|End gate FSN 2320-541-4543

Item No, 21

Truck; carryall; end gate or panel type rear
doors (as specified) ; 8 passenger capacity ;
removable center and rear seats; 4800 mini-
mum GVW; in aceordance with Federal Spec-
ification KKK-T-716a; also equipped with
dual constant speed windshield wipers, dual
sun visors, left outside mirror, built-in-dash
type ash tray and cigar lighter, fresh air
type heater and defrosters, windshield wash-
ers, self-cancelling electrical directional sig-
nals (front and rear) with operator’s audible
and flashing indicator, 4-speed transmission,
11 inch cluteh, rear springs suitable for model
offered when carrying 1500 pounds payload,

SAFETY

STANDARDS

and 6.50 x 16, 6-ply truck-type tires, painted
any standard production color or to match
any single color of Federal Standard 595.

S5.. Deviations and changes.—Deviations
and changes shall be as follows:

§5.1 Deviations,—This standard is man-
datory in all respects. No exceptions to its
requirements will be granted for individual
or collective purchases. Change in require-
ment can only be accomplished as preseribe
in 85.2.

85.2 Changes.—When a Federal agency
considers that a Federal Standard does not
provide for its essential needs, written re-
quest for adding to or otherwise changing
the standard, supported by adequate just-
ification, shall be sent to the Administration.
This justification shall explain wherein the
standard does not provide for essential needs.
The request shall be sent in duplicate to the
General Services Administration, Federal
Supply Service, Standardization Division,
Washington 25, D. C. The Administration
will determine the appropriate action to be
taken and will notify the agency.

S6. Conflict with referenced specifications.
—Where the requirements specified in this
standard conflict with any requirements in
a referenced specification, the requirements
of the standard shall apply. Nature of con-
flict between the standard and the referenced
specification shall be submitted in duplicate
to General Services Administration, Federal
Supply Service, Standardization Division,
Washington 25, D. C,

Single copies of this standard are available without charge at the GSA Reginnal Offices in Boston, New
York, Atlanta, Chicago, Kansas City, Mo., Dallas, Denver, San Francisco, Los Angeles, Seattle, and Washing-
ten. D, C. Additional copies may be purchased for 10 cents ench from the General Services Administration,
Rusiness Service Center, Region 3, Seventh and D Stroets, SW., Washington 25, D. C.
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Fed. Std. No. 119a

JANUARY 19, 1960
(JJ-B=185, Issue in Effect)

SUPERSEDING
Int. Fed. Std. No. 00119 (GSA-FSS)
April 8, 1958

FEDERAL STANDARD

BELT; SEAT, PASSENGER TYPE, AUTOMOTIVE,
METHODS OF INSTALLATION

Authority,.—This standard iz issued pursuant to the Federal Property and Ad-
ministrative Services Act of 1949, as amended, and its application to the pur-
chase of commodities referred to herein iz mandatory on all Federal agencies.

81. Purpose and scope. — This standard
establishes the methods for installing pas-
senger seat belts in motor vehicles to achieve
the highest degree of uniformity and stand-
ardization for the Federal Supply System
consistent with the conditions which will be
encountered.

S82. Application.—Purchases from commer-
cial sources under Federal Specification JJ-
B-185 of the issue in effect on date of invita-
tion for bids, shall be installed in accordance
with the applicable method described herein.

83. Standard characteristics.—The stand-
ard methods of installation shall conform to
the characteristics listed below:

(a) General (applicable to all methods)

1, Installation of seat belts shall be
made only after full consideration
has been given to the following: The
top and underside of the wvehicle
floor panels or frame members or
frame members and panels of stor-
age compartments, in the case of
rear seat installation, shall be care-
fully examined for corrosion or
other weakness caused by deteriora-
tion, accumulation of moisture or
salt air. If there is evidence of ex-
cessive corrosion or other weakness

521454/39/227

which has or could eventually
weaken the structure or sheet metal
of the floor or compartment panels,
method 1 below, shall not be used
and either method 2 or 3 will be ac-
ceptable. Periodic inspection shall be
made at intervals of not greater
than six months to insure that de-
terioration of the structure has not
occurred and to guard against weak-
ening of the attachment structure
after installation.

. The free or attachment ends of belts

ghall be passed from the front to the
rear of the vehicle seat back at the
junecture of the seat back and seat
cushion. The belt half to which the
release mechanism buckle part is at-
tached shall be installed inboard of
the opposite belt half to prevent
buckle from falling into door open-
ing when belt is not in use. The out-
board belt half may pass around the
outside of the seat providing no
chafing of the belt webbing will re-
sult from door movement or other
action. The webbing ghall be wrap-
ped or threaded to the anchorage as
shown in the instructions accom-
panying the belt. No belt webbing
shall be exposed to the weather or

FSC 2540
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exposed to sharp metal edges when
installed. Anchorage brackets shall
be aligned so that force applied to
the webbing will be distributed
across the full webbing width to
minimize the possibility of the
bracket edge tearing the webbing.

The number of seat belts which
shall be installed on one vehicle seat
shall be not greater than the num-
ber of passengers the seat is de-
signed to normally accommodate, All
holes made in the metal of the vehi-
cle for purposes of installation of
belts, shall be drilled and shall have
all burrs removed, The diameter of a
drilled hole shall be not more than
14a-inch larger than the diameter of
the bolt or cable it accommodates.
Maximum security of anchorage
hardware shall be provided for by
using special locknuts, standard nuts
and locknuts, nuts and lockwashers,
drilling and wiring, or upsetting of
the bolt threads.

(b) Method 1, panel bolted anchorage
(with belt webbing threaded directly
to point of anchorage or extended by
cable to point of anchorage) —Each
of the points of belt anchorage shall

be accomplished as shown in figure 1
or 1-a, The location of the anchorages
shall be such that when the seat is at
the furthest rear position of adjust-
ment, if provided, and the belt is in
tension, the belt shall not be inclined
at an angle greater than 75° above the
horizontal as measured on the forward
side of the point of anchorage. The re-
inforeing plate shall be mounted over
the anchorage bolt and shall have the
greatest surface feasible of one side
bearing upon the outerside of the
panel.

Method 2, frame anchorage (with belt
webbing secured indirectly to the
frame through a bear and cable).—
Each point of anchorage shall be as
shown in figure 2. The bar shall be

secured to a rigid metal member of the
seat frame. Hole locations for anchor-
age shall permit full travel of the seat
with the cable tight when the seat is
at the furthest point of forward ad-
justment. This can usually be accom-
plished by making the cable hand tight
when the seat is at the midpoint of
travel.

Method 8, frame bolted anchorage
(with belt webbing secured directly to
anchorage bolted through the frame or
indirectly through a bar and/or cable
to anchorage bolted through the
frame) —Each anchorage shall be as
shown in figures 3-a or 3-b. Holes
drilled in the frame shall have their
centers located at least one diameter
from any exposed edge of the frame
member. Frame bolted anchorages
with belt webbing secured directly to
the anchorage (see figure 3-a) shall
conform to the requirements of method
1 as to location with respect to the
vehicle seat. Frame bolted anchorages
with belt webbing secured indirectly
through a bar and/or cable (see figure
3-b) shall conform to the requirements
of method 2 and the anchorage bolt
shall pass through the floor panel and
a frame member. No reinforcing plate
is required.

5S4, Changes.—When a Federal agency con-
siders that a Federal Standard does not pro-
vide for its essential needs, written request
for adding to or otherwise changing the
standard, supported by adequate justification,
shall be sent to the Administration. This
justification shall explain wherein the stand-
ard does not provide for essential needs. The
request shall be sent in duplicate to the Gen-
eral Services Administration, Federal Supply
Service, Standardization Division, Wnshi_ng-
ton 25, D. C. The Administration will deter-
mine the appropriate action to be taken and
will notify the agency.

85, Conflict with referenced specifications.
—Where the requirements specified in this
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standard conflict with any requirements in a

rd shall apply. Nature of conflict
e standard and the referenced

specification shall be submitted in duplicate
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to the General Services Administration, Fed-
eral Supply Service, Standardization Division,
Washington 25, D. C.
MILITARY INTERESTS:

Navy—Y.
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Note.—Figures illustrate general design of typical
installations required and are not intended to pre-
clude installations which are otherwise in accord-
ance with the detail requirements of the specification

FIGURE 3-b.

Single coples of this standard are available without charge at the GSA Regional Offices in Boston, New
York, Atlanta, Chicago, Kansas City, Mo., Dallss, Denver, San Francisco, Los .-\nxnles._Sentt]e, and W 1_sh-
ington, D. C. Additional copies may be purchased for 5 cents each from the General Services Administration,

Business Service Center, Washington 25, D. C.
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JJ-B-185a

JANUARY 19, 1960

SUPERSEDING
Int. Fed. Spec. JJ-B-00185 (GSA-FSS)
April 8, 1958

FEDERAL SPECIFICATION

BELT; SEAT, PASSENGER TYPE, AUTOMOTIVE

This specification was approved by the Commissioner, Federal Supply Serv-
ice, Gemeval Services Administration, for the wuse of all Federal agencies,

1. SCOPE AND CLASSIFICATION

1.1 Scope.—This specification covers re-
quirements for automotive, passenger type
seat belts, complete with necessary compo-
nent parts for installation in motor vehicles
having covered, rigid, passenger and operator
compartments,

1.2 Classification.

1.2.1 Types and styles. — Seat belts fur-
nished under this specification shall be of the
following types and styles as specified (see
6:1):

Type I.—Front seat installation

Type II.—Rear seat installation

Style 1.—One belt
Style 2.—Two belt
Style 3.—Three belt

2. APPLICABLE SPECIFICATIONS,
STANDARDS, AND OTHER PUBLICA-
TIONS

2.1 Specifications and standards.—The fol-
lowing specifications and standards, of the
issues in effect on date of invitation for bids,
form a part of this specification.

Foderal Specification:

CCC-T-191—Textile Test Methods.

Federal Standards:

Federal Standard No. 102—Preservation,
Packaging, and Packing Levels,

Federal Standard No. 119—Belts; Seat,
Passenger Type, Automotive, Methods
of Installation.

Federal Standard No. 123—Marking for
Domestic Shipment (Civilian Agen-
cies).

Federal Standard No, 761 — Stitches,
Seams, and Stitchings.

(Activities outside the Federal Government may
obtain copies of Pederal Specifications, Standards,
and Handbooks as outlined under General Informa-
tion in the Index of Federal Specifications, Stand-
ards, and Handbooks and at the prices indicated
in the Index. The Index, which includes cumulative
monthly supplements as issued, is for sale on a sub-
scription basis by the Superintendent of Documents,
U. 8. Government Printing Office, Washington 25,
D. G

(Single copies of this specification and other prod-
sations required by activities outside the
Federal Government for bidding purposes are avail-
able without charge at the General Services Admin-
istration Regional Offices in Boston, New York, At-
lanta, Chicago, Kansas City, Mo., Dallas, Denver,
San Francisco, Los Angeles, Seattle, and Washing-
ton, D. C.

(Federal Government activities may obtain copies
of Federal Specifications, Standards, and Handbooks
and the Index of Federal Specifications, Standarda,
and Handbooks from established distribution points
in their agencies.)

uel sped

Military Specifications:

MIL~T-7807—Thread, Nylon.

Military Standards:

MIL-STD-105 — Sampling Procedures
and Tables for Inspection by Attri-
butes.

MIL-STD-129—Marking for Shipment
and Storage.

(Copies of Military Specifications and Standards
required by contractors in connection with specific

FSC 2540




346

MOTOR VEHICLE

procurement functions should be obtained from the
procuring activity or as directed by the contracting
officer.)

2.2 Other publications. — The following
publication of the issue in effect on date of
invitation for bids, forms a part of this speci-
fication:

American Society for Testing Materials

Publication:
ASTM B-117-54T Method of
Spray (Fog) Testing, Tentative

Salt

(Copies of ASTM Standards may be obtained up-
on application to American Society for Testing
Materinls, 1916 Race Street, Philadelphia 3, Pa.)

3. REQUIREMENTS

3.1 Qualification.—Seat belts furnished un-
der this specification shall be a product
which has been tested and approved in ac-
cordance with the qualification tests described
in section 4. (See 4.3.4 and 6.3.)

3.2 Materials.—All metals shall be of a cor-
rosion resisting type or protected to resist
corrosion as required in 8.3.5 and 8.4.5.

3.3 Design and construction.

3.3.1 General —The seat belts shall be de-
signed for single occupancy. No rivets shall
be used in the belt webbing. Each belt end
shall be attached to an individual anchorage,
except that center belt of types I and II, style
8, may have each of its belt ends attached to
a common anchorage with the adjacent belt
end. When the belts are secured indirectly
through a bar and cable, each point on the
bar through which a single belt is threaded
or wrapped shall be considered an individual
anchorage. Belts shall be designed to be at-
tached directly to the point of anchorage as
shown for a two occupant installation in figure
4 or the belts shall be secured indirectly to
the point of anchorage through a bar and/or
cable as shown for a two occupant installation
in figure 5, The ultimate anchorage with a bar
and cable shall be around or through a sub-
stantial vehicle frame member and not more
than three belt ends may be supported by
each of these anchorages. (See 3.4.2.)
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3.3.2 Webbing.—Webbing used in the belts
shall be of woven nylon, “Dacron”, nylon and
“Dacron”, or nylon and rayon, and 1-1%, to
2-5; 4 inches wide under no load. The finished
length of webbing on type I belts shall be
such that at greatest length adjustment with
buckle latched and webbing ends threaded to
attachment hardware in accordance with
manufacturers instructions, the overall
length of the belt assembly shall be not less than
78 inches, Webbing lengths may be less than
specified when ends of webbing are extended
by cables to point of anchorage and webbing
lengths in this instance shall be sufficient to
assure that when belts are installed the web-
bing end fittings shall remain hidden between
seat cushion and seat back. Type II, rear seat,
and bar and cable belt webbing may be less
than the above lengths by 10 inches for each
belt half. Provision shall be made with metal
to metal type buckles to prevent the adjust-
able belt end from pulling out of the buckle.
Cut ends of webbing shall be treated to pre-
vent ravelling.

3.3.2.1 Color—Webbing color shall be as
specified in bid invitations. Colors and dye
stuffs used shall not cause deterioration or
damage to weaken the fibers of seat bhelts
under normal storage or use conditions.

3.3.3 Sewing.—Sewing used on webbing
ghall be with 7 to 9 stitches per inch in ac-
cordance with Federal Standard No. 751,
type 301.

3.3.3.1 Thread.—The thread used for sew-
ing shall be three-cord nylon, machine twist
or twisted nylon polymer bonded multicord,
low-stretch, with maximum elongation of 22
percent (see 4.4.7). The thread shall be made
from bright, high tenacity, continuous fila-
ment nylon yarn. (See 6.5.)

3.3.1 Hardware,

3.3.4.1 Buckles. — The buckle shall be a
metal to metal type with a positive latch or
a metal to webbing type designed to lock by
friction at any desired place on the webbing.
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The metal to metal buckle ghall have a fric-
tion type length adjustment on at least one
side which shall not require that the buckle
be released to adjust the belt length. Buckles
shall be capable of being released with either
hand.

3.3.4.2 Attachment hardware—The belts
gshall be furnished complete with suitable
hardware and fittings to permit installation
in a vehicle in accordance with Federal Stand-
ard No. 119,

3.3.4.3 Panel-bolted anchorage. — An an-
chorage designed to be bolted through a
vehicle panel only shall be secured through a
formed steel plate similar to that shown in
figure 4-a, an eye bolt, or a “U" bolt. Panels
shall include metal floors, wheel wells and
rigid, fixed, metal parts other than seat parts.

3.3.4.3.1 Reinforcing plate. — The panel
bolted anchorage shall have a flat steel re-
inforcing plate, see figure 4-a, at least 4~
inch thick by 4 square inches in area with the
bolt hole located at the center. “U” bolt plates
shall have holes located as required. Rect-
angular plate corners shall be removed or
rounded. The plate may be continuous be-
tween anchorages and may also be embossed
or otherwise reinforced on one side.

4.3.4.4 Frame anchorage.—An anchorage
designed to be secured to a vehicle frame
member by a cable around the member shall
be similar to that shown in figure 5-a. The
cable shall be of one piece fastened by at least
two “U” bolt cable clamps equipped with
nuts and lockwashers.

3.3.4.5 Frame-bolted anchorage.—An an-
chorage designed to be bolted through a
frame member of the vehicle shall be secured
through a formed steel plate similar to that
shown in figure 4-b, an eve bolt, or a “U" belt,
or through a cable loop similar to that shown
in figure 5-b. A cable loop passing around the
anchorage bolt shall be served with wire or
clamped by metal to prevent its slipping over
the bolt head and there shall be a reinforcing
plate at least 14, inch thick by 114 inches in
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diameter directly between the bolt head and
the cable loop.
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3.3.4.6 Belt anchorage bar—The bar pro-
vided with belts designed to be secured in-
directly to the point of anchorage as shown in
figure 5, shall have provision for securing to
a rigid metal member of the seat frame, The
bar shall not extend beyond the edges of the
seat and exposed corners shall be rounded
and have all sharp edges removed.

3.3.5 Finish of metal parts. — All metal
parts shall be free from burrs and sharp
edges and shall be of a corrosion resistant
material or finished to prevent corrosion with
plating, anodizing or a baked enamel. (See
8.4.5 for corrosion resistance of exterior
metal parts.)

3.4 Performance,

3.4.1 Webbing.

3.4.1.1 Breaking strength.—The breaking
strength of the webbing used in the belts
shall be not less than 4000 pounds when
tested as specified in 4.4.2.1.

3.4.1.2 Elongation. — Elongation of web-
bing shall not exceed 25 percent under a 2500-
pound load when tested as specified in 4.4.2.1.

3.4.1.3 Colorfastness. — Colorfastness of
webbing used in seat belts shall be at least
“Fair” to light and laundering when tested as
specified in 4.4.2.2 and 4.4.2.3, respectively.

3.4.1.4 Abrasion resistance. — After the
webbing is subjected to the abrasion specified
in 4.4.2.4, the breaking strength shall be not
less than 90 percent of the breaking strength
given in 3.4.1.1.

3.4.2 Tensile strength, common anchorages.
—Belt assembly parts used for each common
anchorage as described in 3.3.1 shall with-
stand without failure a load equal to the
number of belt ends anchored times 2500
pounds for 8 seconds when tested as set forth
in 4.4.3.
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' 3.4.3 Loop strength, (each occupant) belt
assembly.—When tested as specified in 4.4.4,
the assembled belt shall withstand a mini-
mum loop load of not less than 5000 pounds
applied for 3 seconds. The release mechanism
of the buckle shall be operable after this test.
Damage, such as broken sewing thread with-
out complete separation, broken or frayed
webbing without complete separation of the
webbing, deformation but not rupture of the
hardware or metal parts, is permitted, Total
slippage of webbing through the adjusting
device or attachment havdware shall not ex-
ceed 1 inch,

MOTOR VEHICLE

3.4.4 Buckles.

3.4.4.1 Release mechanism, under load.—
When tested in accordance with 4.4.5.1 the
force required to open the buckle shall not
exceed 456 pounds.

3.4.4.2 Release and latching mechanism,
under no load—When tested as specified in
4.4.5.2, the movement, by hand, of buckle re-
lease and latching parts through their maxi-
mum travel shall not produce any galling or
wearing of buckle parts, cause any failure or
malfunction, or change buckle unlatching
force by more than 5 percent.

3.4.5 Corrosion resistance, exterior metal
parts.—All metal parts of the belt assembly
intended to be installed through or outside of
the passenger and operator compartments of
a vehicle shall be capable of completing the
tests specified in 4.4.6 without corrosion.

3.5 Instructions.—Each belt assembly shall
be furnished with printed instructions which
clearly and concisely set forth installation di-

tions, including anchor mounting instruc-
tions, location and dimensions for mounting,
threading of webbing between cushion and
back of seat, wrapping of webbing at attach-
ments, reinforcing of floor; general directions
for use, cleaning, cautions to installer as to
sharp or rough edges and warnings against
bleaching or dyeing. To emphasize and clarify
wrapping of webbing at attachment hard-
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ware, the instructions shall include schematic
or other clearly understood drawings depict-
ing the proper method to be used.

3.6 Marking.—Each half of the belt assem-
bly shall be permanently marked to provide
identification of the manufacturer and belt
model.

4. SAMPLING, INSPECTION, AND TEST
PROCEDURES

4.1 Inspection lot.—All belts and attach-
ments of one type and style offered at one
time shall be considered a lot for purposes of
acceptance, inspection, and tests.

4.2 Sampling.

4.2.1 Design and construction inspection.—
A random sample of complete belts with at-
tachments shall be selected from each lot
offered for inspection of design and construc-
tion characteristics in accordance with Mili-
tary Standard MIL-STD-105, inspection level
L—4.

4.2.1.1 Thread.—Not less than 75 feet of
sewing thread in lengths not less than 3 feet
shall be selected from each lot of material
used in the manufacture of the seat belts of-
fered for inspection. This thread shall be used
to conduct the thread elongation test speci-
fied in 4.4.7.

1.2.2 Visual inspeetion.—A random sample
of complete belts with attachments shall be
selected from each lot offered for inspection
of visual characteristics in accordance with
Military Standard MIL-STD-105 at inspec-
tion level II.

1.2.3 Lot tests.—Two sets of random sam-
ples of complete belts with attachments shall
be selected from each inspection lot. The
samples shall be selected in accordance with
Military Standard MIL-STD-105, inspection
level L-4.

1.2.4 Qualification tests. — The manufac
turer shall submit the following from his
rezular production for qualification testing:
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(a) Bix complete assemblies of seat belts,

including a hments, of each type
and style to be qualified.
One-fourth pound of thread, on spool,

as used for stitching of the belts,

4.3 Inspection and tests.
4.3.1 Design and construction inspection.—
Each specimen in the s
cordance with 4.2.1

selected in ac-

for
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compliance with the design and cor
characteristics (see 8.8) of this ¢
applicable specifications or referenced stand-
Any deviation therefrom shall consti-

ards.
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tute a defect and one or more defects shall

cause rejection of the lot.
1.3.2 Visual
the iple selected in accordance with 4
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4.3.2.1 Acceptable quality levels (AQL'S).
—The acceptable quality levels for the visual
inspection expressed in defects per hundred
units shall be as follows:

MOTOR VEHICLE

Defect AQL
e S e e S S 0.1
Al e

Tohi) o coue

4.3.3 Lot tests—Each specimen of one ran-
dom sample set selected in accordance with
4.2.3, shall be tested as specified in 4.4.4 and
4.4.5.1. Webbing and hardware specimens
shall be taken from the second random sam-
ple set to be tested as specified in 4.4.2.1,
4422 4423, 4424, 443, 4452 and

4.4.6. The number of speciments of webbing
and hardware to be subjected to each test
shall be equal to the number of belts in one
random sample set. Failure of any specimen
to pass the tests specified shall cause rejec-
tion of the lot represented by the specimen.

4.3.4 Qualification tests. — Qualification
tests shall consist of the design and construc-
tion inspection, the visual inspection, and the
tests specified in 4.4, All belts submitted in
accordance with 4,2.4 shall first be inspected
in accordance with 4.3.1 and 4.3.2. Three of
the belts submitted shall then be tested as
specified in 4.4.4 and 4.4.5.1. Webbing and
hardware test specimens ghall be taken from
the remaining three belts and three each of
such test specimens shall be tested as speci-
fied in 4.4.2.1, 4.422, 4423, 4.4.24, 443,
4.4.5.2, and 4.4.6, Tests for qualification shall
be conducted at a Government laboratory or
a commercial testing laboratory approved by
the Standardization Division, Federal Supply
Service, General Services Administration. Ap-
proval of a commercial testing laboratory for
qualification testing shall be obtained from
the Standardization Division prior to the
tests, Application for approval ghall include
the following information:

(1) Name and location of laboratory.
(2) Extent of laboratory's experience in
the testing of this and other products.
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(3) Statement that laboratory is equipped
to make the tests listed above. At the conclu-
sion of the qualification tests in an approved
commercial laboratory, copies of the test re-
port certified by an executive of the manu-
facturing concern, shall be submitted to the
General Services Administration, FSS, Stand-
ardization Division.

4.4 Test procedures,

4.4.1 General.—Tests shall be conducted
under prevailing atmespheric conditions.

4.4.2 Webbing tests.

4.4.2.1 Breaking strength and elongation.
—Specimens of webbing used in the belts,
shall be subjected to the following test: The
specimens shall be mounted in a testing ma-
chine when the heads are 10 inches apart and
the heads shall separate at the rate of 4
inches per minute maximum under no-load.
Each test specimen of the webhing shall with-
stand a load at least equal to the minimum
breaking strength specified in 3.4.1.1 for at
least three seconds without failure. Elonga-
tion shall be determined while webbing is
loaded as specified in 3.4.1.2.

4.4.2.2 Color fastness to light.—Specimens
of webbing shall be exposed for 20 Standard
Fading Hours, as specified in method 5660 of
Federal Specification CCC-T-191, to deter-
mine compliance with the requirements of
3.4.1.3.

4.4.2.3 Color fastness to loundering.—The
webbing shall be tested in accordance with
method 5614 of Federal Specification CCC-T-
191, to determine compliance with the re-
quirements of 3.4.1.3.

4.4.2.4 Abrasion resistance.—The webbing
shall be tested for abrasion resistance on the
device shown schematically in figure 8, The
webbing shall have a 5.2 pound + 2 ounce
weight attached to one end and the webbing
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shall pass over a hexagonal bar and be at-
tached to the oscillating drum. The drum
shall oscillate so that the webbing is given a
13 inch traverse over the bar at the rate of
60 = 2 strokes per minute. After 5000
strokes, the webbing shall be removed and
the breaking strength ascertained by testing
as described in 4.4.2, to determine compliance
with 8.4.1.4

4.4.3 Tensile strength test, common anchor-
age.—Specimens of each part of the belt as-
sembly designed as a common anchorage ghall
be subjected to the load given in 3.4.2. The
anchorage assembly shall be attached between
the heads of the testing machine as described
in 4.4.2. The manner of attachment shall as-
sure that all parts of the assembly are sub-
jected to the load specified and that insofar
as practical the manner of attachment shall
be the same as when the parts are installed
in a vehicle, Pieces of webbing or other suit-
able items shall be substituted for complete
belts in this test.

4.4.4 Loop strength test, belt assembly.—
Specimens of the belt assembly shall be tested
to determine the loop strength. The belt as-
sembly shall be attached in the testing ma-
chine in a manner which will assure that all
parts of the assembly are subjected to the
load specified. It is intended that attachment
to the heads of the testing machine shall
simulate insofar as practicable the method of
attachment to be used when the belt is in-
stalled in a vehicle, The belt assembly shall be
attached in the testing machine basically as
shown in figure 1. (The belt ends shall be ad-
justed at the attachment points so that the
buckle is midway of the overall length of the
belt loop). The buckle shall be closed with the
belt passed over the test block. The test block
shall be of a material, such as wood, which
will not be deformed appreciably by the test
load. The dimensions of the block shall be as
shown in figure 2. The surface of the block
on which the belt bears shall be padded with
not more than a 1 inch thickness of medium
density sponge rubber covered with a fabric
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to simulate normal clothing. The heads of the
testing machine shall separate at the rate of
4 inches per minute maximum under no load.
Load shall be applied until the testing ma-
chine indicates the load specified in 3.4.8.
(Examination of the belt for compliance with
8.4.3, shall be withheld until completion of
the test described below in 4.4.5.1.)
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4.4.5 Buckle tests,

4.45.1 Release mechanism, under load.—
This test shall be a continuation of the test
in 4.4.4. The load on the testing machine
shall be reduced from the 5000 pounds re-
quired in 4.4.4 to 100 pounds, which shall be
held during this test. The release mechanism
of the buckle shall then be operable at no
more than a 45-pound force. The load shall be
removed and the belt examined for compli-
ance with the requirements of 3.4.3.

4.45.2 Release and latching mechanism,
under no load —Specimens of buckle parts
which incorporate the release and latching
mechanisms, with webbing in place, shall be
attached or firmly held against a plane sur-
face so as to permit movement of parts
through their full travel. The force to move
the buckle release from the latched position
shall be measured. Then with metal mating
plate (metal to metal buckles) or webbing
end (metal to webbing buckles) withdrawn
from buckle, the release mechanism shall be
moved by hand through the maximum pos-
sible travel 200 times at a rate not to exceed
30 cycles per minute, The force to move the
buckle release from the latched position shall
again be measured and the buckle examined
to determine compliance with the perform-
ance requirements of 3.4.4.2.

4.4.6 Corrosion-resistance test.—Exterior
metal parts of the belt assembly shall be sub-
jected to a salt spray (fog) test in accordance
with ASTM-B-117-54T for a period of 50
hours, consisting of two periods of 24 hours
exposure and one hour drying time each. Im-
mediately after completion of this exposure
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and drying, the parts shall be examined for
compliance with the requirements of 3.4.5.
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4.4.7 Thread elongation test.—When tested
as specified in method 4102 of Federal Speci-
fication CCC-T-191 the percent elongation of
the thread at break, shall not exceed the value
stated in 3.3.8.1,

5. PREPARATION FOR DELIVERY

5.1 For civil agency procurement the levels
of preservation, packaging, and packing used
are defined in Federal Standard No, 102,

5.1.1 Packaging.

5.1.1.1 Levels A, B, and C—Belts shall be
individually packaged with all necessary
hardware and attachments for each style and
shall conform to manufacturer's standard
practice,

5.1.2 Packing.

5.1.2.1 Levels A, B, and C.—Belts shall be
packed in standard commercial containers, so
constructed as to insure acceptance by com-
mon or other carrier for safe transportation
at the lowest applicable rate to the point of
delivery.

5.2 Marking.
5.2.1 Civil agencies.—Shipping containers

shall be marked in accordance with Federal
Standard No. 123,

5.2.2 Military agencies. — Shipping con-
tainers shall be marked in accordance with
Military Standard MIL-STD-129.

6. NOTES

6.1 Ordering data.—Purchasers should ex-
ercise any desired options offered herein and
procurement documents should specify the
following :

(a) Title, symbol, and date of this speci-
fication
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(b) Type (see 1.2.1)
(c) Style (see 1.2.1)
(d) Color (see 3.3.2.1)

{e) Limitation in methods of attachment,
where justified (see Federal Stand-
ard No. 119, paragraph 83 (a) 1.)

(f) Level of packaging and packing re-
quired (5.1.1 and 5.1.2)

6.2 Intended use. — The automotive seat
belts covered by this specification are in-
tended for use in motor vehicles as an aid in
reducing injuries and accidental deaths re-
sulting from accidents.

6.3 In the procurement of products requir-
ing qualification, the right is reserved to re-
ject bids on products that have not been sub-
jected to the required tests and found satis-
factory for inclusion on the Qualified Prod-
uets List. The attention of suppliers is called
to this requirement, and manufacturers are
urged to arrange to have the products that
they propose to offer to the Federal Govern-
ment tested for qualification in order that
they may be eligible to be awarded contracts
or orders for the products covered by this
specification. Information pertaining to quali-
fication of products covered by this specifica-
tion may be obtained from the Standard-
ization Division, Federal Supply Service, Gen-
eral Services Administration, Washington
25, D..C.

6.4 Transportation description.—Transpor-
tation description applicable to this item is:

Belts not otherwise indexed by name, other
than chain belts,
Carload minimum weight 30,000 pounds.
Belts not otherwise indexed.

Motor volume minimum weight 30,000
pounds, subject to Rule 34, National
Motor Freight Classification.

6.5 Nvlon thread, types I or II, class 1, as
covered by Military Specification MIL-T-
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7807, meets the requirements specified in
333.1.

6.6 “Dacron” is the registered trademark
of the E.I. Dupont deNemours Corp. for a
polyester fiber.

Notice. When Government drawings, speei-
fications, or other data are used for any purpose
other than in connection with a definitely related Gov-
ernment procurement operation, the United States
Government thereby incurs no responsibility nor any
obligation whatsoever; and the fact that the Govern.
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Int. Fed. Std. No. 00122c(GSA-FSS)
Jaruary 1, 1961

Revision of

Int. Fed. Std. No. 00122b(GSA-FSS),
October 13, 1959

INTERIM FEDERAL STANDARD
AUTOMOBIIES, STATION WAGONS, AND LIGHT TRUCKS;
STANDARD UNITS, STANDARD FERMISSIBLE OPTIONS,

JUSTIFIABLE OPTIONS AND STANDARD LAW ENFORCEMENT OPTIONS

This Interim Federal Standard will become effective Jamuary 1, 1961.
It was developed by Standardization Division, Federal Supply Service,
Genreral Services Administration, Washington 25, D. C., based upon
currently available technical information. It is recommended that
Federal agencies use it in procurement and forward recommendations for
changes to the preparing activity at the address shomn above.

S1l. Purpose and scope. - This Federal Standard limits the procurement
of Governmant automobiles, station wagons, certain light trucks, and carry-
alls to the smallest number of vehicle types (and appurtenances) required to
adequately perform the services required, These standard units have been
adopted for use in consolidated purchases to afford vehicles of the type and
weight-class covered, procured with shortest delivery dates, at the lowest
prices obtainable.

S52. C(lassification. - Equipment standardized hereunder is classified as
Standard Units; Standard Justifiable Options; Standard Permissible Options;
and Standard Law Enforcement Options.

S2.1 Standard Units. - Standard Units specify in detail the vehicles and
appurt.em)meea (accessories and equipment) which may be requisitioned (see
table IV).

S2.2 Standard Justifiable Options. - Justifiable Options include
deviations from the Standard Unit, permissible for the intended service or
application when substantiating justification is submitted with the requisition
(see table I).
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Int. Fed. Std. No. 00122c(GSA-FSS)

82,3 Standard Permissible Options. - Permissible Options include
optional equipment or accessories to be furnished with Standard Units,
as determined by the using activity (see table II).

S2.l; Standard Law Enforcement Options. - Standard Law Enforcement
Options include special equipment required for law enforcement activities.
These options are limited to the equipment provided for in the agency's
legislative suthority (see table III).

$3. Application, - Purchases of vehicle types covered by the items of
table IV shall be limited to the Standard Units prescribed therein or as
modified by the Standard Justifisble Options, Permissible Options and Law
Enforcenent Options, as applicable. Except as modified herein, the items
are to be as specified by the latest issue in effect of the following
specifications and standards:

Interim Federal Specifications:
= KKK-.\mI'GS—AE-%}_-'M' Tomobile (100- to 149-Inch Wheelbase).
KKK-A-00850(GSA-FSS) - Automobile, Statiom Wagon, (Lx2, 100- To
118-Inch Wheelbase).
KKK-T-00723(GSA-FSS) - Truck, (Casoline Engine, LX2, L,000 To
10,000 Pounds G.V.W.).

Federal Standard:
. . . 595 = Colors.

(Activities outside the Federal Government may obtain copies of
Federal Specifications, Standards and Handbooks as outlined under Oeneral
Information in the Index of Federal Specifications,Standards and Handbooks
and at the prices indicated in the Index. The Index, which includds
cumlative monthly supplements as issued, is for sale on a subscription
basis by the Superintendent of Documents, U. S. Government Printing Qffice,

Washington 25, D. C.

(Single copies of this specification and other product specifications
required by activities outside the Federal Government for bidding purposes
are available without charge at the General Services Administration
Regional Offices in Boston, New York, Atlanta, Chicago, Kansas City, No.,
Dallas, Denver, San Francisco, Los Angeles, Seattle, and Washington, D. C.

(Federal Government activities may obtain copies of Federal Specifica-
tions, Standards and Handbooks and the Index of Federal Specifications,
Stmdaxﬂs)md Handbooks from established distribution points in their
agencies.

Mli Specificationst:
[~5-10379 - Suppression, Radio Interference General Requirements
for Vahicles(and Vehicular Subassemblies).

(Copies of military specifications and standards required by contractors
in connection with specific procurement functions should be obtained from the
procuring agency or as directed by the contracting officer.)
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Sh. Standard Options and Standard Units,

8h.] Standard Options. - Standard Justifiable Options, Law Enforce-
ment Options and the justification required, and Permissible Options shall
be as itemized in tables I, II, and III,

Sk.2 Standard Units. - Standard Units with their applicable Federal
Stock MNumbers ( s be requisitioned as listed in table IV under
items 1 through 70.

Table I. - Justifiable options - (for all agencies when Justified).

Vahicle Option Justification pecessary

Trucks, carryalls, Engine of minimum 259-cubic (a) Where 20 percent or more of
and sedan deliv- inch displacement, 150 hp., the operation is off-highway
eries - Items 21 and 235 ft./lb. torque use, or
thru 23; 32 & 33; (b) Where operation is at alti-
LO thru 42; 50 thru tudes of 10,000 feet and
53; & & 70. over.

(a) Law enforcement wehicle,
For vehicles with automatic
Sedans - Items 2, B8—cylinder engine transmissions if 20 percent
3, and L. or more of operation is on
8 percent grade in mountain
terrain.

(a) Where operation is desert
or equivalent conditions;
(b) Where operation is at alti-
A1l types vehicles Heavy duty cooling tudes of over 6,500 feat;
herein. system (¢) Where vehicle is used primarily
as a tow unit, or
(d) Where operation is in ambient
air temperatures at 125°F,

All types wehicles LO-amp. generator re connected load has a demand
herein. or sof over 350 watts, use and load
S50-amp. alternator shall be stated.
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Int. Fed. Std. No. 00122c(GSA-FSS)

Table I. - Justifiable options - (for all agencies when justified), cont'd,

Vehicle Option Justification necessary

F—a) Fire fighting;

i O (b) Ambulance service;
All types vehicles Nylon tires (e)

Where 20 percent or more of
herein.

operation is off-highway use;
(d) Law enforcement

All wvehicles Overseas package Where mandatory for legal
for expert lvehicle operation.

Table II. - Standard permissible cptions - (permissible to
all agencies except as indicated in table”™)

Vehicle Option

Station wagons (items 12, 13, and 1L) « « « = « « =« B-cylinder engires.

1 type he e O e S E‘“‘"‘dm transmission.
A1l types yehiclss rein Automatic transmission.

Light trucks; sedan deliveries; or carryalls (items i'l‘ires, tubeless;
20 thru 233 30 thru 33; LO thru 42; 50 thru 53; <Tires with tubes; or
60 thru 623 and 70) e « « o s o o s s a o s s s s @ lz‘iras,:nldamjsno'.

Painted any single standard
All wvehicles herein . . « « . . e 4pﬂrmt.;c\hion color or to match
any color of Fed. Std. No.
|595.
-
[(Special traction differential
All types vehicles herein . (Int. Fed. Spec., KEKK-D-
00350a(0SA-F33).

Sedan deliveries (item 62) 8.00 X 1k, 6-ply tires;
Heavy duty rear springs.

All wehicles herein . . . « . Seat belts,

6.70 X 15, L-ply tires;
TV 2] o o o o ¢ 00 o s @ e b‘_w‘}é“.
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Table II. - Standard permissible options - (cont'd)

Vehicle Option

Ttems 21, 32, 50 and 70 v + v « o « = s s = =« » & » Four-speed transmission.

All types vehlcles herein . « « « « « « ¢ o « + » «» (Undercoating.

Radio-interference suppression
#For Department of Defense only, in accordance with Military
all nontactical vehicles . . . . . « Specification MIL-3-10379.

Table IIl. - Law enforcement options - (permissible to agencies
to the extent provided for in their legislative
authority)

Vehicle Option

[Special tires and tubes,

Low cut-in generator - LO ampere.
Low cut~in alternators - 50 ampere.
High performance engine - 300 hp.,
minimum,

Special paint.

Padded visors and dashboards.
Sedans, station wagons and sedan Heavy duty police-type seats with
deliveries - (items 2, 3, L, 12, 13, vinyl or equal upholstery.

Uyand 62) 4 o o s s s e s s s = s s+ s « Qieavy springs and shock absorbers.
Heavy duty cooling system,

Built-4in radio antenna.

Flasher light and special switchesa,
Fower trakes.

{Fower steering.

'Radio-interference suppression

|_as specified.
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Table IV. - Standard units

4=DOCR SEDAN

Item No. 1

Automobile; L-door sedan;
Type I; in accordance with Int. Fed. Spec.
KKK-A-00811(GSA-FSS), equipped with:
&9 ¥ 1% IRy Hise; mnimm
heater and defrosters, fresh air type;
lj0-amp. hour minimum battery.
l=DOCR SEDAN

Item No. 2

Automobile; L-door sedan;
Type II; in accordance with Int. Fed. Spec.
KKK-A-00811(GSA-FSS), equipped with:
6.70 X 15, L-ply tires, minimum; or
7.50 X 1, L-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp,. hour minimum battery.

2-DOCR SEDAN
Item No, 3

Automobile; 2-door sedan;
Type II; in accordance with Int. Fed. Spec.
KKK-A-00811(GSA-FSS), equipped with:
»70 X 15, h-ply tires, minimum; or
7.50 X U, L-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp, hour minimum battery.

COUPE OR BUSINESS SEDAN
Item No. I

Automobile; coupe or business sedan;
Type II; in accordance witn Int. Fed.Spec.
KKK-A-00811(GSA-FSS), equipped with:
6.70 X 15, L-ply tires, minimum; or
7.50 X 1y, L-ply tires, minimum;
Beater and defrosters, fresh air type;
70-amp,. hour minimum battery.
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2-DOCR STATION WAGON

Item No. 10

Station wagon; 2-door;
Type I; in accordance with Int. Fed. Spec.
KKK-A-00850(GSA-FSS); 100-inch minimum
wheelbase; equipped withs
6.50 X 13, L-ply tires, minimum;
6.70 X 15’ L-ply tires, minimum;
heater and defrosters, fresh air type;
LO-amp. hour minimum battery.

L-DOOR STATION WAGON

Item No. 11

Station wagon; L-door;
Type II; in accordance with Int. Fed. Spec.
FKK-A-00850(GSA~FSS); 100-inch minimum
wheelbase; equipped with:
6,50 X 13, L~ply tires, minimum;
6.70 X 15, L-ply tires, minimum;
heater and defrosters, fresh air type;
LO-amp. hour minimum battery.

L4~DOOR STATION WAGON

Item No., 12

Station wagon; Li-~door;
Type III; in accordance with Int. Fed. Spec.
KKK-A-00850(GSA-~FSS); 108-inch minimm
wheelbase; equipped with:
6.70 X 15, 6~ply tires, minimum;
7.50 X 14, 6~ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

L-DOOR STATION WAGON

Station wagon; L-door;
IV; in accordance with Int. Fed. Spec.

Type

KKK-A-00850(GSA-FSS); 118-inch minimum

wheelbase; equipped with:
8.00 X 14, 6-ply tires, minimum
heater and defrosters, fresh air type;
70-amp. hour minimum battery.
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L4~DOOR STATION WAGON
Item No. 1L

Station wagon; L-door;
Tyoe V; in accordance with Int. Fed. Spec.
KKK-A-00850(GSA-FSS); 118-inch minimum
wheelbase; equipped with:
8,00 X 14, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

1/2 TON PICKUP (FORWARD CONTROL)

Item HNo. 20 FSN

Truck; pickup body;

Type I; 4000 minimum GVW; in accordance

with Int. Fed. Spec. KKK-T-00723(GSA-FSS);

90-inch minimum wheelbase; equipped with:
6.50 X 13, L-ply tires, minimum;
heater and defrosters, fresh air type;
lj0-amp. hour minimum battery.

1/2 TON PICKUP
Item No. 21

Truck; pickup body;

Type IV; L80O minimum GVW; in accordance

with Int. Fed. Spec. KKK-T-00723(GSA-FSS);

110-inch minimum wheelbase; equipped with:
6.50 X 16, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

3/ly TON PICKUP
Ttem Ho. 22

Truck; pickup body;
Type IX; 5800 minimum GVW; in accordance
with Int. Fed. Spec. KKK-T-00723(GSA-FS3);
118~inch minimum wheelbase; equipped with:
8-17.5, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.
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1 TON PICKUP
Item Ho. 23

Truck; pickup body;
Type XII; 7000 minimum GVW; in accordance
with Int. Fed. Spec. KKK-T-00723(GSA-FSS);
125-inch minimum wheelbase; equipped with:
8-19.5, 8-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

1/2 TON PANEL - WITH METAL SIDE PANELS (FORWARD CONTROL)
Ttem No. 30 FSN

Truck; panel body - with metal side panels; forward controlj;
Type II; LOOO minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-F3S);
90-inch minimum wheelbase; equipped with:
6.50 X 13, L-ply tires, minimun;
heater and defrosters, fresh air type;
LO-amp. hour minimum battery.

1/2 TON PANEL -~ WITH GLASS SIDE PANELS (FORWARD CONTROL)

Item No. 31 FSN

Truck; panel body with glass side panels; forward control;
Type IIT; LOOO minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS);
90-inch minimum wheelbase; equipped with:
6.50 X 13, L-ply tires, minimum;
heater and defrosters, fresh a.iJ' type;
L4O-amp. hour minimm battery.

1/2 TON PANEL
Item No. 32

Truck; panel body; Type V3 L4800 minimum GVW;
in accordance with Int. Fed. Spec. KKK-T-00723
(GSA-FSS); 110-inch minimum wheelbase; equipped
with:

6.50 X 16, 6-ply tires, minimum;

aeater and defrosters, fresh air type;

70-amp. hour minimum battery.
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1 TON PANEL - 9-FOOT BODY, MINTMUM
Item No. 33

Truck; 9-foot panel bodyy; minimum;
Type XIII; 7000 minimum GVW; in accordance
with Int. Fed. Spec. KKK-T-00723(GSA-FSS);
125-inch minimm wheelbase; equipped with:
8-19.5, B-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

3/l TON STAKE
Item No. 4O

Truck; stae body; Type X;

5800 minimum GVW; in accordance with

Int. Fed. Spec. KKK-T-00723(GSA-FSS);

118-inch minimum wheelbase; equipped with:
8-17.5, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp, hour minimum battery.

1 TON STAKE - LIGHT DUTY
Item No. L1

Truck; stake body; Type XIV;

7000 minimum GVW; in accordance with

Int. Fed. Spec. KKK-T-00723(GSA-FSS);

125-inch minimum wheelbase; equipped with:
8-19.5, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

1 TON STAKE - HEAVY DUTY

Item No. L2

Truck; stake body; Type XV;
8500 minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS);
12lj=inch minimum wheelbase; equipped with:
6-19.5, 6-ply tires, minimum; or
8-17.5, B-ply tires, minimum, dual rear wheels;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.
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1/2 TON CAB AND CHASSIS ONLY

Item No. 50

Truck: cab and chassis only; Type VI;

L4800 minimum GVW; in accordance with

Int. Fed. Spec. KKK-T-00723(GSA-FSS);

110-inch minimum wheelbase; equipped with:
6.50 X 16, 6-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

3/l TON CAB AND CHASSIS ONLY
Item No. 51

Truck; cab and chassis only; Type XI;

5800 minimum GVW; in accordance with

Int. Fed. Spec. KKK-T-00723(GSA~FSS);

118-inch minimum wheelbase; equipped with:
8-17.5, 6~ply tires, minimum;
heater and defrosters, fresh air type;
70-amp. hour minimum battery.

1 TON CAB AND CHASSIS ONLY - LIGHT DUTY
Item No. 52 FSN

Truck; cab and chassis only; Type XVI;
7000 minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS);
125-inch minimm wheelbase; equipped with:
8-19.5, 4-ply tires, minimum;
heater and defrosters, fresh air type;
70-amp, hour minimum battery.

1 TON CAB AND CHASSIS ONLY - HEAVY DUTY
Item No. 53 FSN

Truck; cab and chassis only; Type XVII;
8500 minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS);
125-inch minimum wheelbase; equipped with:
8-19.5, 6-ply tires, minimum; or
8-17.5, B-ply tires, minimum, dual rear wheels;
heater and defrosters, fresh air type;
T70=-2mp. hour minimum battery.
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SEDAN DELIVERY - WITH METAL SIDE
Item No. 60

Truck; sedan delivery body with metal side panels;
Type VIIa; LOOO minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS); 90-inch
minimum wheelbase; equipped with:

6.50 X 13, L-ply tires, minimum;

heater and defrosters, fresh air type;

j0-amp. hour minimum battery.

SEDAN DELIVERY - WITH GLASS SIDE
Item No. 61

Truck; sedan delivery body with glass side panels;
Type VIIb; LOOO minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FSS); 90-inch
minimum wheelbase; equipped with:

6.50 X 13, L-ply tires, minimum;

heater and defrosters, fresh air type;

Lj0-amp. hour minimum battery.

SEDAN DELIVERY = WITH GLASS SIDE
Item No. 62

Truck; sedan delivery body with glass side panels;
Type VIII; L4200 minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00723(GSA-FS3); 115-inch
minimum wheelbase; equipped with:

8.00 X 1, L-ply tires, minimum;

heater and defrosters, fresh air type;

LjO0-amp. hour minimum battery.

CARRYATLL

Item No. 70 FSN

Truck; carryall body; Type XVITI; L4800 minimum
GVW; in accordance with Int. Fed. Spec. KKK-T-00723(G5A-FSS);
11)-inch minimm wheelbase; equipped with:

6.50 X 16, 6-ply tires, minimum;

heater and defrosters, fresh air type;

70-amp. hour minimum battery.

TO0T08 O—1 -




368 MOTOR VEHICLE SAFETY STANDARDS

Int. Fed. Std. No. 00122¢(GSA-FSS)

S5. Deviations and changes.

S5.1 Deviations.

55,1.1 Minor deviations. - This standard does not prohibit minor
total expenditures for alterations or modifications after receipt of
vehicle under the following conditiona: (1) alterations and modifications
shall be for unusual service requirements of the using activity; (2) the
expenditure shall not exceed 5 percent of the total cost of the wehicle
or $75 whichever is less; and (3) the total cost of the vehicle, plus
alterations or modifications, shall not exceed the statuatory limitations.

85.1.2 Major single purchase deviations. - When an agenoy feels that
because of operating conditions peculiar to a particular vehicle a deviation
from the standard item is required other than as provided under Minor Devia-
tions (see 85.1.1), and the options of tables I, II and III, complete
Justification should be submitted to the procuring activity. This justifica-
tion should accompany the requisition and should include detailed information
describing the type of operation involved and any special physical conditions
to be encountered.

§5.2 Changes. - When a Federal agency, other than as provided in
S5.2.1, considers that a Federal standard does not provide for its
essential need, written request for adding to or otherwise changing the
standard, supported by adequate justification, shall be sent to the
Administration. This justification shall explain wherein the standard
does not provide for essential needs. The request shall be sent in
duplicate to the General Services Administration, Federal Supply Service,
Standardization Divislon, Washington 25, D. C. The Administration will
determine the appropriate action to be taken and will notify the agency.

S5.2.1 Military services. - When any Military agency considers that
this Federal standard does not provide for its essential needs, desired
changes shall be requested in accordance with established Department of
Defense procedures. If the military agency responsible for purchase of
the vehicle(s) concerned concurs in the requested changes, they will be
forwarded to the Ceneral Services Administration, Standardization Division,
with appropriate recommendations.

86, Conflict with referenced specifications. - Where the requirements
specified in this standard conflict with any requirements in referenced
specifications, the requirements of the standard shall apply. Nature of
conflict between the standard and the referenced specification shall be
submitted in duplicate to Standardization Division, Federal Supply Service,
Regional Office Building, General Services Administration, Washington 25, D. C,

Single coples of Lhis standard are available without charge at the GGA
ReEinrml Offices in Boston, New York, Atlanta, Chicago, Kansas City, Mo.,
Dallas, Denver, San Francisco, los ingeles, Seattle, and Washington, D.C.
Additional copies may be purchased for 10 cents eaca from the General
Services Administration, Business Service Center, Region 3, Seventh and D
Streets, 5. W., Washington 25, D. C,
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Int., Fed. Std. No. 001220(0SA-FSS)
Amendment-1
January 1, 1961

INTERIM FEDERAL STANDARD

AUTOMOBILES, STATION WAGONS, AND LIGHT TRUCKS;
STANDARD UNITS, STANDARD PERMISSIBLE OPTIONS,
JUSTIFIABIE OPTIONS AND STANDARD LAW ENFORCEMENT OPTIONS

This amendment forms a part of Interim Federal Standard No. 00122c(GSA-FSS),
dated January 1, 1961.

Page L, table II: Delete and subatitute:

Table II. - Standard permissible options - (permissible to all
agencies except as indicated in table*)

Vahicle Option

Station wagons (items 12, 13 and 1k) . & « 8-cylinder engines.

tandard transmission.

All types vehicles herein . « « » « «o « o » Atomatio: Granstasion,

Iight trucks; sedan deliveries; or carryalls Tires, tubeless;
(items 20 thru 23; 30 thru 33; LO thru L2; Tires with tubes; or
50 thra 53; 60 thru 62; and 70) « . « « « & (ires, mud and snow,
Painted any single standard
All vehicles herein . « « « = + <= production color or to match
any color of Fed. Std.M. 595.

{pﬁci&l traction differential
(

All types vehicles herein , Interim Fed. Spec.

KKE-D-00350a( GSA-FSS). )

.70 X 15, or 8,00 X 14,
Sedan deliveries (item 62) 6~ply tires; and heavy
duty rear springs.
All vehicles harein . . . Seat belts.

ta} 105 B.H.P; and
46,70 X 15, L-ply tires.

Item 21 & o ¢ o ¢ s 0 o &

(b) Rear bumpers.
Items 21, 32, 50 and 70 . . « & Four-speed transmission.
All types vehicles herein . . . Undercoating.

Radio-interference suppression
'?011‘15‘3“1)‘:-2““29“- g!‘wﬂeég??e only, in accordance with I’iifrtary
e i oy & Specification MIL-8-10379.




MOTOR VEHICLE SAFETY STANDARDS

AMENDMENT-1
Int. Fed, Std. No. 00122¢(0SA-FSS)

Page 6, Item No, 1, fifth line:; Delete “6.50 X 13, L-ply tires,
minimun" and substitute "6.00 X 13, L-ply tires, minimum",

Page 7, Item No. 10, sixth line: Delete "6,70 X 15, L-ply tires,
minimum" and substitute "6,50 X 15, L-ply tires, minimum",

Page 7, Item No. 11, sixth line: Delete 5.70 X 15, L-ply tires,
minimum® and substitute "6.50 X 15, L-ply tires, minimum",

Page B, Item No, 20, first line: After "truck; pickup body;"
add "forward control;".

Page 12, Item No. 60, second line: Delete "LOOO" and substitute "32000.
Fage 12, Ttem No. €1, second line: Delete "LO0O" and substitutep n3200",
Page 12, Item No. 62: Delete and substitute:
SEDAN DELIVERY - WITH GLASS SIDE PANELS
Item No. &2 FSN
Truck; sedan delivery body with glass side panels;
Type VIII; L200 minimum GVW; in accordance with
Int. Fed. Spec. KKK-T-00T JSA=FSS); 108-inch
minirum wheelbase; equipped withs
8,00 X 1, L-ply tires, mirimum;
6.70 X 15, L-ply tires, minimum;

heater and defrosters, fresh air type;
LO-amp, hour minimum battery.
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Mr. Roserrs. The following quotation, to be found on pages 5 and
6, of a recent publication of the New York State Automobile Associa-
tion, entitled “How Our State Can Measure Up to Its Traffic Safety
Needs” will be of interest in connection with the proposed legislation:

II. THE VEHICLE

“Vehicle and vehicle equipment design and condition are obvious considerations
in accident ecausation, and the State has long been concerned with them."—
Interdepartmental Traffic Safety Committee Report, November 1959.

Safety equipment

As a matter of fact, the history of safety improvements in the American
motor car is characterized by the initiative of State legislatures in mandating
what are now considered to be basic safety measures—stop lights, directional
signals, wipers, shatter-proof windshields.

It is no secret that tire blowouts continue to result in serious accidents. Yet,
blowout-proof tires can be produced commercially. Just as no motor vehicle
may be sold, today, in New York State without a windshield wiper, it would
seem possible that the legislature could mandate the use of blowout-proof tires.

Beyond this step is an entire series of “safe packaging” devices, including
seat belts, dashboard padding and poesitive door locks. It is evident that much
can be done to reduce the severity of injury through the use of these devices.

The need

The State of New York should examine claims for devices to make vehicles
safer and, if the claims appear to be valid, should mandate the use of these
devices.

(The following information was submitted for the record:)

GENERAL SERVICES ADMINISTRATION,
Washington, D.C., April 26, 1961.
Hon. KENNETH A. ROBERTS, J
Chairman, Subcommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

Dear Mr. CHAIRMAN : In response to your request of April 10, 1961, for the
views of the General Services Administration on the eight safety recommenda-
tions made by the American Medical Association, we wish to make the following
comments.

The General Services Administration is in full accord with the AMA recom-
mendations. Of these recommendations, implementation of one through seven
could reduce the severity of injury in motor vehicle accidents. Recommenda-
tion 8, as it pertains.to standard signals and improved signaling devices that
more clearly indicate the driver's intent, could help to prevent certain types of
accidents.

In keeping with the recommendations of the AMA and proven research, the
General Services Administration is revising Federal standards and specifications
for motor vehicles to require anchors for two seat belts in the front seat and
three belts in the rear seat of sedans, and anchors for seat belts for all passengers
in station wagons, ambulances, and buses.

In determining the inclusion in the standards of dash and visor padding, which
is presently available as a manufacturer’s option, we will await the research
findings of the Department of Health, Education, and Welfare. If these find-
ings prove the value of padding, we will include it in the procurement standards
concurrent with obtaining any needed increase in the statutory price limitation.

Recommendations two through eight will be discussed with both sales and
engineering representatives of the vehicle manufacturers. In these discussions
we will stress to the full extent possible the desirability of incorporating these
safety suggestions into the vehicle design.

We wish to thank you for the opportunity of commenting on the AMA recom-
mendations, and assure you that we will continue to cooperate with your
subcommittee.

Sincerely yours,
JouN L. Moore, Administrator.
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THE SECRETARY OF COMMERCE,
Washington, D.C., June 1}, 1961,
Hon, KENNETH A. ROBERTS,
Chairman, Subcommittce on Health and Safety, Commitiee on Interstate and
Forcign Commerce, House of Representatives, Washington, D.C.

DEArR Mgr. CunamRMAN: This is in further response to your letter of April 10
requesting my views on specific safety recommendations made by the American
Medieal Association in its letter to you dated March 28, 1961,

My comments are in the order of the points set out in the letter from the
American Medical Association.

(1) I agree that our motor vehicle manufacturers are to be commended for
their announced decision that attachments for seat belts in the front seat will
be standard equipment on all 1962 vehicles.

(2) I think it would be good if all automobiles could come equipped with
some kind of padding on the dashboard as well as some appropriate padding on
the roof of the car and other impact areas. As you can realize the term “crash
padding™ is a very broad one and what one person or one company would
consider adequate in that respect conld very well differ from the opinion of
others.

{3) I would certainly favor any safety improvement that can be developed for
steering wheels. It is of course a question of what is practical and workable
and at the same time economical enough so that its use in mass production
of automaobiles is possible.

(4) Safety door locks in all motor vehicles to guard against doors coming
open in event of a crash would seem to be generally desirable. In this con-
nection, however, one must keep in mind the accidents which involve an auto-
mobile’s plunging into a river or some other body of water—and in those cases
it will be highly desirable to have a door assembly and locking mechanism
which will enable one to get the doors open rather than keep them shut. The
same would of conrse apply in the event a vehicle caught on fire as a result of
an aceident. Again, I am sure there are questions of cost as well as practical
workability which would simply have to be thought through very carefully
before a particular device should be adopted for all motor vehicles.

(5) In my opinion, it is definitely desirable to design and construct the in-
terior of automobiles so as to eliminate or hold to the very minimum protruding
knobs, handles, and sharp edges. 1 personally feel that considerations of ap-
pearance dominate to a great extent the decision as to how a dashboard will be
constructed as well as door handles, and other features of the interior of an
automobile.

(6) The use of the term “improved anchorage of seats” implies that there is
both a present need for improvement as well as a feasibility for improvement.
While as a theoretical matter I would assume that improvements conld be made
on this point I am not prepared to make a wholesale condemnation of the pres-
ent general situation nor to state firm conclusion as to what changes, if any,
ought to be made. Neither am I prepared to conclude that seats in an auto-
mobile should be high enough to reach the back of a person’s head, which would
be necessary—I suppose—to prevent the so-called neck-snap injury.

(7) Offhand, I don't think much of the suggestion about providing storage
space behind the rear seat so as to protect the passengers from “flying missiles.”
People are going to be people and a hat, the baby's milk bottle, an apple, or
most any other item which a person might have in an automobile will likely
be deposited on the seat beside the passenger even though storage space equiv-
alent to that contained in a good-sized pickup truck was available behind the
rear seat.

(8) I don’t understand the full significance of the suggestion that there be an
improved system of “intercommunication between drivers of moving vehicles."”
I don't know by what practical means this could be done—except possibly by
some radio device whereby every car's loudspeaker was wide open on the same
channel—or perhaps with the use of a large and efficient megaphone carried on
the top of cars or protruding out of the car windows. I don't mean to be
facetions on this particular point but I quite frankly fail to see any solid sub-
stance in this particular suggestion. In fact, I think we would be promoting
safety more if we emphasized to drivers that they should communicate less—
either with their fellow passengers or with the drivers of other vehicles.

I would like to offer this overall observation concerning the many specific (and
often very constructive) suggestions that might be offered as improved safety
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features of motor vehicles. First, the greatest and most effective safety feature
in an automobile cannot be installed at the factory. I refer to the driver.
Highway accident statistics demonstrate conclusively that driver faults—both
deliberate and unintentional—account for the overwhelming majority of high-
way acecidents. Second, no single safety design or feature of an automobile
is likely ever to do quite as much as that particular feature's enthusiastic
backers wonld suppose. For example, safety belts, even when securely fastened
around the passenger, constitutes no 100-percent gnarantee ; and such gunarantee
as there is dwindles to zero when the driver or the passenger does not have
the safety belt fastened around his middle. I mention this simply to emphasize
that as a practical matter we always come back to the people who ride in
auntomobiles.,

Next, I would like to emphasize my personal opinion that the theoretical
value of a particular device or design in a motor vehicle must be analyzed
carefully in terms of the reasonably expected net practical value, including
consideration of the human factor in using the equipment involved and the
economic cost involved,

In the final analysis, the people of the country who buy automobiles must
pay for any improved safety features which are built into the antomobile at
the factory—to the extent that such safety features add to cost. I doubt
seriously that the average automobile purchaser will want to increase the cost
of his purchase any considerable amount unless the safety case is very clearly
and overwhelmingly made. I do think that the continuing challenge which con-
fronts our automobile manufacturers is to find ways of improving safety fea-
tures and introduring new safety features in our motor vehicles, at a cost which
is reasonable in the marketplace. Also, I am equally convinced that there are
some things which could be done in the manufacture of motor vehicles which
would contribute to greater safety and which could be done at little or no
extra cost to the manufacturer or to the purchaser. For example, I see no reason
why the interior of automobiles can’t be designed so as to eliminate most sharp
edges, protruding knobs, handles, ete.

You asked in yvonr letter whether in my opinion some or all of these safety
features should be required for the motor vehicles purchased by the Federal
Government. The only one of these specific items that I would suggest, as of
right now, be required for motor vehicles purchased by the Federal Government
is No. 1, regarding adequate anchorage points for seat belts—and the manu-
facturing companies will be meeting this next year.

1 hope these comments will be helpful to you and the members of your sub-
committee.

Sincerely yours,
Luraer H. Hobges.

THE SECRETARY OF COMMERCE,
Washington, D.C., June 6, 1961.
Hon, KENNETH A. ROBEBTS,
Chairman, Subecommittee on Health and Safety, Committee on Interstate and
Foreign Commerce, House of Representatives, Washington, D.C.

DeAr MR CHAIRMAN : Further reference is made to your letter of April 10
asking our views as to whether tempered glass now bheing used in side and vent
windows of automobiles is more hazardous than laminated glass.

The Bureau of Public Roads has not undertaken any seientific research on
vehicle safety glass itself but has some knowledge of existing practice and trends.
State laws have required laminated glass windshields for many years, but
tempered glass has been coming into increasing application for other glass areas
in the vehicle. Laminated glass is generally thought to pe superior for wind-
shields because it remains reasonably clear even when cracked or broken, in
contrast to the clondy appearance often presented when tempered glass is
broken. The latter is stronger, however, and will withstand forces that fracture
laminated glass. In much of Europe, tempered glass is used for windshields
as well as for side glass.

A study based on scanty data from the antomotive crash injury research
project at Cornell dealt with the relative effects of laminated and tempered
glass in side and vent windows as an injury factor. This analysis is regarded
inconclusive because a total of only 27 persons were injured by contact with
side window glass. Nearly all injuries were cuts and, although these were
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associated more with laminated than with tempered glass, the exposure to injury
by the two types of glass does not appear to have been controlled sufficiently
well to make any real judgment as to their relative value, safetywise.

Glass replacement suppliers, dealers and distributors, and others have been
active in creating recent interest in the controversy between the two types of
glass. We are informed that the American Standards Association has begun
a review of the situation, and that additional analyses of the Cornell accident
data may be undertaken.

The pospects for definite resolution of this particular question from study of
existing accident experience seem less bright than the chance for better under-
standing and fulfillment of the glass structure safety needs through an inten-
sification of research and development work. The variety of automobile col-
lisions make unique and widely differing demands on safety glass, but the ideal
glass for a crash impact probably would have controllable deformation and
failure characteristics more appropriate to its application. We believe that
the automotive industries and the various levels of government working co-
operatively can meet the problem, and the Department of Commerce and the
Burean of Public Roads would naturally assist in any area where its available
compentence and facilities permit,

We hope that this information will be helpful to you and to the Subcom-
mittee on Health and Safety.

Sincerely yours,
Lurner H. HobGEs,
Seeretary of Commerce.

Kunaxy CriNie,
Hammond, Ind., April 19, 1961,
Congressman KENNETH ROBERTS,
House Office Building,
Washington, D.C,

DeAR CoNeressMAN Roeerrs: Have just returned from an annual meeting
of the National Society for Prevention of Blindness, where I gave a paper
on Modern Industrial Eye Programs. At this meeting and at a previous meet-
ing of the Industrial Advisory Commitiee of this national organization of which
I am a member, the question of glass in automobiles was brought up.

While the official stand of the National Society for Prevention of Blindness
will depend on the findings of the American Standards Association, they being
equipped to do experimental work, we did see some films which were very
important indicating the impact resistance of tempered glass, plain glass, and
laminated glass. There was no question, in my mind at least, that the lami-
nated glass was the only sure protection, especially in the windshicld but also
for passengers riding near the windows on the side.

My attention has been called by several people to the fact that comments are
being made indicating that industry is using tempered lens for safety glasses,
therefore it must be better for automobiles. There are special reasons why a
case-hardened (Le., tempered) lense is used in industry. The particles that a
worker is being protected from are very tiny and come very fast. The tem-
pered lens has proven to be, by endless and expensive experimentation, the best
protection possible for the worker's eves,

Laminted glass used to be used for protection, before they had the modern
knowledge of tempering glasses for eye protection advanced as far as it is now.
It is a facetions statement for anyone to make that because tempered lens chosen
for tiny areas of glass in safety goggles, for fast moving tiny particles where
the impact is certainly different than on a windshield or in a car, has any
relationship to the automobile.

In all the investigations that I have known, I cannot see (and I'm speaking per-
sonally not officially as a member of the NSPB Advisory Committee) how there
can be any question about the importance of the continued nse of laminated
glass in windshields. Not only does the other fracture and if you have seen
the film put out by the Monsanto Chemical Co., the demonstration will prove it
very definitely for you. All other types splinter into many loose pieces.

It would seem too bad when the effort is being made by everyone including
your committee, to increase safety in automobiles that this backward step should
be taken. If your hearings are later published, I should very much like to have
a copy.

Sincerely,
Hepwic S. Kury, M.D.
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TaE CoLuMBUS MEDICAL CEXTER,
Columbus, Ohio, April 13, 1961.
Hon. KEXNETH ROBERTS,
Houge of Representatives, Washington, D.C.

DeAr CoNGrRESSMAN RorerTs : I note that you are chairman of a subcommittee
which is deliberating legislation authorizing the Federal Government to require
safety features on autos purchased by the Government.

I am writing to endorse such legislation, with particular emphasis on safety
belts.

You have, I am sure, heard much of the authoritative reports on the reduced
mortality in auto accidents when safety belts are worn. I would like to empha-
size two points which may perhaps have escaped emphasis previously.

Having worn a safety belt myself for the past year, I can report that it is
more comfortable for the driver to employ a safety belt than to go without.
This was a bonus, for I expected to put up with discomfort in order to achieve
greater safety.

Another point is that occasionally, relatively minor mishaps may cause the
auto driver to be shaken'away from the steering wheel. For example, if a car
runs off the road onto the shoulder, a sudden bumpiness may cause him to be
jostled about and thereupon loses control of the steering wheel. If he uses a seat
belt, however, the driver is much less likely to be thrown about and thereby
suffer a major accident.

I hope that the Congress passes this legislation.

Yery truly yours,
WARREN W. SMIT™ a.D.

STATEMENT OF THE AMERICAN PUBLIC HEALTH ASSOCIATION BY BERWYN I,
Marrison, M.D., Execurive DIRECTOR, MARCH 27, 1061

The American Public Health Association, 1790 Broadway, New York, N.Y,, is
appreciative of this opportunity to present to this committee its views on H.R.
1341 introduced by committee chairman, Mr. Roberts of Alabama, and H.R.
903 introduced by Mr. Bennett of Florida, both relating to the problems of auto-
mobile safety. It was my pleasure to appear before this subcommittee in July
1959 to present testimony on similar legislation, The APHA believes that the
activities of this congressional committee in the area of accident prevention
and highway safety are most commendable and that the people of this Nation
iare indebted to the committee for the concern and attention that is focused on
this problem as a result of these hearings.

As I stated in my previous appearance, we in public health are much concerned
over the alarming increase in aceidental injury and death, a large portion of
which results from motor vehicle accidents. In the past 4 to § decades, we have
seen a dramatic reduction of morbidity and mortality from the communicable
diseases. On the other hand, there has been a terrifying increase in deaths and
in disabling injuries due to motor vehicle and other accidents. We believe that
the cooperation which brought about the aforementioned reduction in communi-
cable diseases might be used to some degree as a pattern whereby similar ad-
vances could be made against motor vehicle aceidents. This cooperation was
affected between medicine and allied professions, private research laboratories,
university laboratories, and the Government through health agencies at the
Federal, State, and local levels. Would it not be possible to accomplish the
presently desired end by a similar cooperative arrangement involving medicine,
research, the automobile and allied industries and appropriate private and
governmental agencies?

The American Public Health Association, in a policy statement adopted only
last November, urged that research efforts in the field of accident prevention
be significantly increased in number, scope, and depth so as to embrace the
study and control of all types of accidents regardless of the place of occurrence.
It appears to us that this is the weakest point in present efforts. There is, as
of the moment, no entity adequately financed and staffed to even coordinate
individunal efforts to say nothing of conducting adeguate research on this prob-
lem. In the aforementioned policy statement, the APHA urged additional funds
for both the Public Health Service and the Children’s Bureaun, Department of
Health, Education, and Welfare, to encourage and support additional research
efforts to assist State and local health departments in developing more effective
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accident programs. Greater attention must be directed to identifying the human
factors involved in accidents and in the developing of effective methods to cope
with them. There should be a marked increase too in educational efforts de-
signed to dispel the ignorance about the basic¢ causes of accidents and the role
which people play in their causation. There appears to us to be entirely too
much of an attitude of fatalism in regard to accidents rather than a frame of
mind which would emphasize a positive approach toward human endeavor to
prevent accidents.

The activities of this committee and the interest of its several members has
played no small part in some of the advances which have already been made in
the field of motor vehicle accident prevention. Certainly the now rapidly ad-
vancing acceptance of the installation and use of seat belts should bring a deep
sense of satisfaction to this committee. Even after the submission of scientific
evidence that the proper use of seat belts would materially rednce injuries and
death from motor vehicle accidents, it has taken years to accomplish a common
acceptance of the need for this device, The APHA, as this committee must cer-
tainly also be, is most gratified to know that beginning with the 1962 models our
major American manufacturers will install, as standard equipment on every
car manufactured, the monnts to which seat belts can be attached.

The acceptance of directional signal lights provides a similar story of slow
but steady progress. First, directional lights were available on the most ex-
pensive models of American automobiles, then they became available as optional
equipment at an increased cost to the purchaser, and now they are accepted as a
necessary and integral part of the equipment which belongs on every car rega rd-
less of cost. In certain of our States, as the committee knows, directional signal
lights are legally mandatory.

Without question every reasonable step should be taken to reduce injury and
death producing automobile accidents. The most frequently cited contributors
to such accidents are excessive speed, drinking and driving, driving with faulty
automotive equipment such as brakes, lights, or turn signals, and the lack of
adequate observation by pedestrians. Those portions of the bills being consid-
ered which might effectively control speed, assure the proper functioning of
the automobile and the greatest measure of protection to its occupants, and
provide to the driver the greatest opportunity to convey his intentions should
serve a useful purpose in the preventing of accidents, As I stated in my pre-
vious testimony, a study published by the American Journal of Public Health
in November 1958 indicated a sharp increase of the percentage of occupants
receiving dangerons or fatal injuries when the accidents involved impacts at
speeds of more than 60 miles per hour. The occupants of cars traveling at this
rate of speed or more received dangerous or fatal injuries at a ratio three times
as great as among the occupants of automobiles traveling at less than 60 miles
per hour.

We believe that considerable additional research is required in respect to the
interior design of automobiles and the development of standards for these and
other safety appliances. It would appear to our association that a sizable in-
erease in the research on ways to diminish injury and death as the result of
motor vehicle aceidents should be an immediate function of the Federal Govern-
ment through the U.8. Public Health Service. We believe it essential to de-
velop proven standards for safety appliances; and when such standards have
been developed and then utilized on vehicles purchased by the Federal Govern-
ment, this would serve as a most useful guide for the similar equipping of other
cars.

Relating again to my previons statement, we believe that there remains a
major question as to whether or not our present knowledge is sufficient to estab-
lish the proper standards in the safety design of motor vehicles and in the appli-
cation of the most effective control measures. As in 1959, I believe still that it is
vital that there be a major extension of testing and experimentation in such
standards and their application before control measures can be really effective.
We believe that the Department of Health, Education, and Welfare through the
Public Health Service has proved its competence in the field of general health and
that it has further proved its competence in the field of accident prevention
within the limit of finances and personnel. We urge again the consideration by
this committee of the establishment of a National Accident Prevention Center

where basic research and applied research would lead to the development of
safety standards and new technigues of reduncing death and injury.

The American Public Health Association is grateful for this opportunity to
present our considered judgment to this committee.
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StaTE CoLLEGE, PA,, May 9, 1961.

Hon. JAMES E. VAN ZANDT,
House of Representatives,
Washington, D.C.
DEAR CONGRESSMAN VAN Zaxpr: Thank you for your letter of April 26.
In accordance with your suggestion I have prepared a statement specially for
the House Interstate and F ‘oreign Commerce Committee Subcommittee on Health
and Safety, and which I enclose in duplicate.
Please excuse my delay as I have not been too well.
Yours very sincerely,
R. K. Y. DusiNBERRE, M.D.
P.8.—Also enclosed is a copy of my editorial for the committee,
R.E.X.D.

A STATEMENT, CONCERNING THE RELATIVE SAFETY OF TRUCK AND RATL FREIGHT
TransrorT, FROM A MEDICAL PREVENTIVE PoINT OF VIEW

1. Personal. Before retirement from the Navy in 1954, the author wrote a
book, “Safety in Driving,” designed to reduce the deplorable traffic mortality
in that service, Since retirement he has studied the traffic mortality problem,
with view to making contributions or improvements not previously recognized.
Some brief articles were published in the Williamsport Sun Gazette, and some
resolutions were sponsored by the Centre County Medical Society.

2, The problem. A current political problem is the question of the growth of
pu._.g_\luu k freight. The trucking industry complains ( Harpers magazine, March
1961) that the railroads are unfair, in that the railroads offer indiscriminately
low rates for piggyback freight, while the trucking industry must charge higher
rates, according to the value of the cargo. Both industries are here to stay and
both may be expected to compete without mercy. Both claim to work in the
public interest, and demand legislative support, so to an extent their claims
must be spurious or in conflict, or else the public interest has not yet been fully
clarified. Upon what basis, not heretofore recognized, can the legislator base
a policy of support for or discouragement of, piggyback freighting? I submit
that the public interest in mortality is the first and most important determinant.

3. The public interest. The word “safety,” is an exasperating word, meaning
what the user intends it to mean, usually in his own interest. But when General
Quesada wrote in the Harpers magazine of the “public interest” in air safety,
he obviously meant safety to life and limb almost exclusively. Air transport
measures its “safety” in deaths per passenger mile of travel. Whereas prop-
erty interest in airplanes is not an insignificant interest, it is a negligible one,
in the public mind, Further, an air disaster, unlike an auto or truck accident,
carries a relatively negligible injury component. Passengers are usually all
killed, or walk away from the wreck, unharmed. Finally, to the public, simple
property damage carries little interest whatever. In the coal industry, safety
has been for years measured by deaths per ton of coal mined, and is so listed in
the World Almanae. Contrariwise, the trucking operation is characterized by
a large number of simple property damage accidents, and a truck may even be a
total loss without even any injury to the truck driver. Trucking safety pro-
grams consequently emphasize prevention of accidents, and the prevention of
death is secondary. The industry compares its accident safety record with
that of the automobile, since from that view it can gain by comparison. Finally
it emphasizes accident prevention because that is the conventional line of effort
of the safety expert, so it has not occurred to anyone to challenge this viewpoint
in measuring their safety program. Since the accident comparison makes the
truck look good, little restriction is put on the truck except a somewhat lower
speed limit. The Garden State Parkway of New Jersey, carrying only cars, has
a uniformly lower death rate than superhighways carrying mixed ecar and truack
traffic, but no particnlar use of this fact is made in restrieting truck perform-
ance,

4. The basis for comparison. The only basis for comparison of the safety of
truck and rail transport is by deaths per ton-mile of freight hauled, because
those are the only elements they have in common outside of property loss, which
from the medical preventive view is not irrelevant, but negligible in the public
interest, compared with fatalities. On June 12, 1956, the Williamsport Sun
(Gazette published my first comparison of truck and rail fatalities on a ton-mile
basis. Since then 1 have continually attempted to verify the estimate with
other statisties, and the last computation was as follows :




378 MOTOR VEHICLE SAFETY STANDARDS

5. Computation of deaths per ton-mile of freight for the truck and rail indus-
tries. Below is a verbatim copy of the Pennsylvania Department of Highway
Safety study.

Study of commercial car highway deaths, in 1951 :

Total deaths in trafficaceidents - e 1, 643
Total deaths in accidents involving commercial cars_.___________ 433
Percentage of commercial car deaths to total deaths_____ . ____ 26
Commercial car deaths in rural areas. oo e i R e 321
Commercial car deaths in urban areas______ __________ - 112

Rural area deaths caused by collision of commercial car with-

Motorvehicle

Pedestrian__

Fixed ohject

Railroad

N.B.—Commercial car covers all true l\\ including both tzz:vtnrrrnivr and
smaller trucks. It also covers ambulances, fire engines, and similar service
equipment.

THEODORE CHANDLER, JT.,
Ntatistician, Burecau of Highway Safety.

From this we can charge trucking in Pennsylvania in 1951 with a rockbottom
minmum responsibility for 49 single-truck aceident deaths (24 and 25). The
Interstate Commerce Commission classifies such accidents and deaths as “preven-
table” and also includes truck-train collisions. Doubtless that Commission be-
lieves that in such accidents only the driver or truck can be charged with the
blame. In fact, in such accidents only the truckdriver gets killed. Since respon-
sibility for other type accidents may arguable, we arbitrarily dismiss them for
the moment in spite of their number. Nevertheless we do not finally dismiss
the probability that truckdrivers were responsible for some of the two-vehicle
collision deaths, and certainly for the two-truck collision deaths.

Forty-nine truckdriver deaths are 3 percent of the total deaths, 1,643, for the
State that year. For the Nation, in Accident Faets (National Safety Couneil)
we learn, however, that fatalities involving “motor-scooters, motorized bicycles,
fire-equipment, ambulances, ete.”, account for 1 percent of the national fatalities.
Therefore we again arbitrarily reduce the minimum trucking responsibility
from 3 percent to 2 percent, ignoring the absurdity of lumping all these desperate
vehicles in one eategory by the statisticians for any purpose, because we have
no other statistics available. Taking 2 percent of the national traffic kill for 1954
of 36,000, we get the figure 720 as the minimum fatalities chargeable to truck-
ing, or rural routes, in only single-vehicle accidents, and involving probably
only truckdrivers themselves.

Next we determine the minimum railroad fatalities from Aeccident Facts for
1954,

e T | R S R o e L e s S s g B o e 860
Persons in grade- grnssim., Secidents. ol e e ani i n s e 1, 377

Total ez 237

Passengers on trains P ]
Travelers not on train 6
Employees on duty___ . 228
(35T g e e et SRS IS S S S S SR, SRR L 131

Total

Total 2, 625

We absolve the railroads from responsibility for deaths to trespassers who
evade the police, and ride the rods. We excuse the railroads from responsibility
in grade-crossing deaths, fault of the truck or car driver, in the view of the
Interstate Commerce Commission. But we charge them with all the other
deaths, to he fair to trucking, even though many nf the 388 deaths were in no
way connected with the actual hauling of freight, i.e., shop employees. To re-
peat, we charge the railroads, but excuse the trucker from responsibility for
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deaths about which there may be any element of debate, in order to lean over
backward to be fair to trucking. We charge the railroads with responsibility for
388 deaths that year, due to hauling freight.

Next, we learn from Statistical Abstraets of the United States for 1957 that
trucks hauled 214 billion ton-miles of freight in intercity routes of over 1 mile,
while railroads hauled 556 billion ton-miles of freight (BTM). By division we
get our answers:

388 deaths
;%;—-‘fg,i!;-:]--:(t? death per BTM for railroads.
rad) x
-'—;1':) ‘ii:t;-f;:'lh-—"ﬂi deaths per BTM for trucking.

Thus trucking kills about four times as many truckdrivers alone, per ton-mile
of freight, as do the railroads. Reverting now to the original statistic, we note
that in Pennsylvania, 214 deaths on rural routes alone involved ftrucks or com-
merecial vehicles, or about four times the minimum fatalities for trucks. So if we
were to charge trucking with responsibility for only one-fourth of the deaths
in two-car accidents, we would more than double our estimate of the minimum
chargeable to trucking.

6. Verification: Since making these estimates, I have tried by correspondence
to get figures that would serve to make them more accurate, These efforts have
failed in most directions. But that failure is most significant itself. Of all the
national organizations to which I have written, presumably interested in the
safety of trucking, not one, except the ICC, could give me the number of truck
drivers that were killed in the course of their work, even to the extent that they
could be expected to ascertain that figure in their own organization. Only those
firms in interstate commerce are required to report to the Interstate Commerce
Commission, so their figures are limited. In one quarter of 1960 40 truckdriver
deaths were reported to the Commission, of which 20 were from “preventable”
single-truck accidents (running off the road, collision with fixed object). From
this we may presume that from 80 to 160 truckdriver deaths are reported to the
ICC alone, exclusive of other driver and nondriver deaths justly chargeable to
trucking, if each accident were closely analyzed. In New York State in 1960
there were 42 single-vehicle fatal truck accidents of which 21 were fixed object
and 21 noncollision. In California in 1960 there were 96 fatal single-truck col-
lisions. It is easy to see how limited is the reporting to the ICC, and that a
national survey would produce a figure for truckdriver deaths much nearer to
my estimate,

The Bureau of Labor Statisties cannof tell how many truckdrivers lose their
lives each year in the course of their work. The National Safety Council cannot
tell. It gets its figures from the States, which do not break down their figures
into significant subdivisions. A national insurance association cannot tell, nor
tell where the figure might be found ; the occupational hazard is unknown.

A startling failure is that of the trucking industry to keep track of the number.
But the objective of their safety program is to reduce accidents primarily, and
death and injury only incidentally. The industry compares its accident record
with its own former record, to its eredit. Naturally, it prefers a comparison that
puts it in the best light. It is unable, if it would, to compare its safety record
wth that of the railroads on a ton-mile basis respecting fatalities. Consequently
when the trucking industry challenges railroad practices, including piggy-back
freighting, in Harpers magazine, March 1961, no mention whatever is made of
the relative risk of life of the two forms of transport. Obviously the word
“gafety” to the trucking industry is a spurious name for a property conserva-
tion program. Well may it omit mention of fatalities in complaining over
piggy-backing.

Probably the most startling failure is that of the truckdrivers union to keep
track of their own share of the mortality, Perhaps the union insures its mem-
bers, but this is not prevention. The union cannot be said to have a safety pro-
gram in the public interest in mortality. This omission was called to the
attention of the president of that union, but to date only acknowledgement of the
letter has been received.

7. Conclusion : The only realistic criterion of safety of the trucking industry,
compared with that of the rail freight industry, is presented and analyzed—
deaths per ton-mile of freight hanled. The assumption is made that safety pro-
grams should be primarily life protection programs, as in the field of air
transport, and not primarily property protection programs, as in the trucking
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industry. A justification is made in the public interest in mortality, for the
vigorous promotion of piggy-back freight, in order to get off the highways as
much as possible, the freight of the Nation.

The author of this statement is ready to answer criticisms of this analysis, and
answer questions about it.

REDPUCTION OF TRAFFIC MORTALITY

There is hardly a field of mortality that eries for attention by the profes-
sion 20 much as the reduction of traffic mortality through prevention. To the
extent that the problem is political, involving conflicts of interest, the profes-
sion appears to take little interest. The need of the moment is for medicine
to formulate medical traffic policies of its own and take an explicit stand on
current issues—the use of radar in enforcement, for example.

An illustration of action in this field is in order. The Centre Connty Medical
Society introduced a resolution at the 1958 annual meeting of the house of
delegates of the Pennsylvania Medical Society calling for the elimination of
sirens and bells from ambulances, and for prohibition of excess speed by am-
bulances. The resolution passed unanimously. It now remains for the leg-
islature to bring the operation of ambulances in line with medical interest in
public health.

This year the Centre County Medical Society has submitted to the delegates
two resolutions concerning alcohol and speed limits. Medicine could support
other projects such as legislation for radar, the use of speed governors on all
cars including trucks, selective restriction of different categories of drivers,
and the submission of controversial questions to the electorate for referendum,
and thereby accelerate the reduction of traflic fatalities.

The reasons for the support of all these measures are beyond the scope of
this paper. The failure of current measures to control the speed of irresponsible
and immature drivers and the abuse of power and speed by commercial vehicles
are matters for serious concern and vigorous action by the profession.

Consider one medical guestion in point—whether truckdriving is “safe” for
truckdrivers themselves irrespective of the menace of trucks to others. No
one, not even those who profess to take an interest in trucking safety, can tell
how many truckdrivers lose their lives each year in the course of their work.
The Bureau of Highway Safety does not know. Presumably the figure could
be obtained from the reports of fatal aceidents if it had any significance for the
current safety viewpoint. The National Safety Council, which obtains its
figures from the States’ reports, cannot tell, nor can the American Trucking
Association. The truck drivers' union, on being interrogated, also cannot tell
either. Why not? Is not the occupational mortality of their chief workers
of as much concern to the latter organizations as it is to the United Mine Work-
ers? How can the premium rates for their welfare funds be computed scienti-
fically when mortality rates are nonexistent? A national insurance association
not only cannot tell what the occupational risk is but cannot tell where the in-
formation can be found. The Bureau of Labor Statistics does not have the
figures, so how can public health authorities know? My own computations from
available figures indicate that about 1,000 truckers a year are killed in the
United States in noncollision accidents alone, for which only they are respon-
sible. But it is impossible to verify the estimate from any organization pre-
sumably interested in highway safety or in truckers.

The significance of this is startling. In the clamor of authority and opinion
in traffic safety affairs, the voice of medicine is not heard. Even medicine does
not have the figures on mortality of truckdrivers. Yet the maximum speed
of trucks was advanced in this State recently from 30 to 50 miles per hour, and
according to the bill, “for the protection of public safety.” The vote on the bill
was 196 to 2 in the house. It is impossible to suppose that the viewpoint of pub-
lic health was represented in the hearings on the bill when we have no mortality
figures on truckers, and when only two members were found to oppose the bill.
Trucks were involved in one-quarter of the traffic deaths in Pennsylvania in 1951,
though withont doubt not all were chargeable to the truckdrivers. It is a medi-
cal and legislative paradox that mortality should be completely overlooked or
ignored in a bill designed to protect life (safety).

The reason is not hard to find. The word “safety” has come to mean the
reduction of accidents, not of traffic deaths, The secretary of a safety council
writes: “We are not interested in mortality reduction per se. Our philosophy
is, through our myriad of operations, to prevent the accident in the first place
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and then death and injury reduction will automatically be taken care of.”
Doctors who will flinch at the idea that death and injury reduction will ever
be taken care of “automatically” will find on closer study that it has not in
fact been so taken care of. Over the years accident reduction programs have
been made to serve as the justification (plausible enough from the figures
furnished) for the advancement in the power, weight, and speed of vehicles, ir-
respective of their killing power. The increased death rate for the remaining
accidents is obscured by the reduction in the mere number of accidents. Trivial
accidents and monetary losses are reduced, but not mortality. Thus, in reality,
a materialistic, not a humanitarian, concept of safety dominates public thinking
and the development of traffic.

A policy of emphasis on accident reduction, with secondary interest in the
mortality potential of the remaining - accidents, works like the misdirection
movements of a magician. It only appears to reduce mortality, being coinei-
dental with a general diminution in deaths per vehicle-mile. Actually, it does
not serve this purpose because it is designed to offer not the slightest impedi-
ment to the relentless advance in the speed and weight of vehicles. How can
it, indeed, when these factors are none of the business of safety authorities?
The weight of vehicles is the concern of the Bureaun of Labor and Industry,
while the speed limits are the province of the department of highways. This
leaves to the bureau of highway safety the promotion of good driving.

Further to insure that no impediment is offered to the unending and unnec-
essary advance of speed and weight of vehicles, the irrelevant dogma is widely
reiterated that speed “of itself” does not cause accidents. Neither does aleohol
“of itself” cause accidents, It is a gross error to suppose that we can go on
forever having as much speed-as anyone wants or thinks he needs simply
because all accidents have more than one cause, and when the importance of
the various causes varies with the interest of the observer.

To conclude, medicine has a preeminent responsibility, secondary to none,
in traffic mortality, since the political problem is common between the selfish
and commercial interest of drivers on the one hand and the public interest in
health on the other. Evervone is concerned with the risk of death, whether
he drives or not, since everyone must ride. Millions of women who can only
ride have no influence on the advance of speed. It is the delinquent driver
that determines the ceaseless advance of speed limits by contributing to their
progressive destruction. If the back-seat drivers could vote, they might well
alter the pattern of traffic for the better.

Participation by the whole electorate in traffic policy determination would
produce an entirely different order of interest by the public, in contrast with
the apathy of which the safety people complain and seem not to be able to under-
stand or improve. Not since the birth of the automobile has anyone ever been
allowed to vote on a speed limit. If people had any voice in the traffic poliey
with which they have to drive, they might be expected the better to support
enforcement,

In the interest of public health, it remains for medicine to develop explicit
policy in all current controversial traffic questions, including the submission
of these questions to the people for decision by referendum. If the people
want to kill each other at 60 miles per hour, let them vote on the question
and accept the responsibility —Ropert K. Y. Dusinserge, M.D., State College, Pa.

Mr. Roeerrs. The subcommittee is adjourned, subject to the call

of the Chair.
(Whereupon, at 12:25 p.m., the subcommittee adjourned, to re-

convene subject to the call of the Chair.)

O
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