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TRAFFIC SAFETY

TUESDAY, MAY 4, 1966

HousE oF REPRESENTATIVES,
CommrTTEE ON INTERSTATE AND ForREIGN COMMERCE,
Washington, D.C.

The committee met at 10 a.m., pursuant to recess, in room 2123,
Rayburn House Office Building, Hon. Harley O. Staggers (chairman)
presiding.

The Cramaran. The committee will come to order.

We will resnme this hearing on H.R. 13228 and related bills. The
first witness on our agenda this morning is one of our colleagues, the
Honorable B. F. Sisk of California, who is here only to introduce a
future witness who will appear later in the day.

Congressman Sisk, will you introduce your constituent?

1 might say to your constituent that we have one of our hardworking
Congressmen here is Congressman Sisk. He has always been inter-
ested in the affairs of his district.

We are glad to have you with us, Mr. Congressman. If you will
introduce our guest, he knows he will not testify now, but later in the
day.

STATEMENT OF HON. B. F. SISK, A REPRESENTATIVE IN CONGRESS
FROM THE STATE OF CALIFORNIA

Mr. Sisk. Thank you, Mr. Chairman. I am grateful to you and
members of the committee for having this opportunity here this morn-
ing to introduce this gentleman. I unfortunately have meetings later
on. Iappreciate your making this possible.

Mr. Karl Smith is a constituent of mine from California. He is a
man who has been very deeply interested and concerned for several
years in automobile safety. He has done a great deal of work in this
field. '

I had the opportunity last fall to drive an automobile which he has
designed which I think is worthy of far more consideration than he
has so far been able to receive through his contacts with the various
committees, Mr. Chairman, so I again want to express appreciation
that your committee has made it possible for Mr. Smith to appear—
I understand later in the day, possibly this afternoon—and explain
to you what his approach is and to outline some of the experiences he
has had in attempting to get some consideration through the various
safety committees.

T have been deeply impressed with his sincerity, with what he has
been able to do, with his achievement, and the fact that he has invested
a lot of his own funds in something that I think is really well worth
taking a look at.

780
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Thank you, Mr. Chairman.

This is Mr. Karl Smith, from Fresno, Calif., who has driven across
country at his own expense to be here and to have this opportunity to
present this testimony.

The CramyaxN. Thank you, Congressman. We will be glad to hear
Mr. Smith at the proper time. He is listed in our list of witnesses.

I might say to you, Mr. Smith, that your Congressman has talked
to me at different times about the merits of what you are going to
talk to us about. He is very insistent in his contention that it is
worth while. We are looking to all approaches on this question, so we
will be glad to hear you at the proper time.

Mr. Serincer. May I say that Mr. Sisk has talked to me about this.
We are delighted that you have taken all this time to come at your
own expense all this way to give us some benefits of the thoughts that
you have given to this problem. We wish to thank Mr. Sisk for coming
1ere and introducing you to the committee.

Mr. Sisk. Thank you, Mr. Chairman.

The Cuamman. Yesterday we had before this committee a dis-
tinguished witness, one of our U.S. Senators, the Honorable Paul
Fannin.

Senator, will you take the chair and give us the benefit of your
views? We are glad to have you withus. We are sorry that we didn’t
finish yesterday.

STATEMENT OF HON. PAUL FANNIN, A U.S. SENATOR FROM THE
STATE OF ARIZONA—Resumed

Senator Faxnin., Thank you, Mr. Chairman and members of the
committee. I appreciate the opportunity to have testified before
you. I had a prepared statement which I understand will be entered
in the record.

The Cramryman. Yes.

Senator Faxnin. I can either continue with that, or I can just
answer questions or give you information that I have gathered over
the years.

First, I would like to say that I have been working in traffic safety
in connection with trucking, and also as a members of a sa fety com-
mittee since the Arizona Safety Committee began back in the early
1950’s. Then I served as chairman of the National Governors' Con-
ference on Roads and Highway Safety, and also as chairman of the
Western Governors’ Conference which involved traffic safety. During
the period of time I was in that office, we inaugurated the interstate
compact and followed through including the privilege of chairing
the meeting when this organization was adopted and accepted and
the program started.

So I appreciate very much the opportunity to relate to you the
importance of this compact. The work has been done by the States,
with full recognition that we need a Federal-State program.

The Cramuman. Senator, we are doubly happy to have you because
of your experience. Could you briefly summarize your statement for
us, the essence of it ?

Senator Faxzix. Yes, I will be pleased to.
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The Cramyan. It is in the record and will be available to every
member before we start marking up this bill. A witness with the
background that you have had, if you would care to summarize, we
would appreciate it.

Senator Fansin. Primarily, T wanted to emphasize that the 44
States have accepted the commission, that we feel that with the legis-
latures meeting next year, and the ones that will be meeting this
year, we will have, or there will be, the 50 States involved; also, that
some of the proposals—of course, I covered yesterday the first pro-
posal which was on tires. Their first work was on that endeavor.
They have not been underway any great length of time. The funds
available were limited to start the program. In fact, the history of
previous efforts at the State level to win approval of such safety
equipment, turn signals and seat belts, I think illustrates just what
has been done by the Vehicle Equipment Safety Commission, but I
would like to just cover the tire performance standards.

V-1 is now in the process of being considered by the respective
member States. In this connection, I am pleased to note that several
of the States have speedily adopted this regulation, and I am con-
fident that others will shortly follow suit.

Now, of course, we realize that we will not have the support. of
the industry, nor will we have the overall results until we do have a
number of the States that have adopted this particular regulation.
We could say that if one State, such as California or, say, New York,
would adopt this particular procedure, and the industry tried to oper-
ate without accepting it would be a great problem for them.

Naturally, what I hope will result is that we will have the Fed-
eral Government and the States working together, and the Federal
Government, the agencies, will benefit by all of this work that has
preceded their activity.

When you have approximately 40,000 employees throughout this
country working on what we are talking about, working on these
programs, then I feel that we should take advantage of that great
activity. I realize that we haye not accomplished our objectives until
we eliminate the great hazards that we have on our highways—not
only equipment, but also the highways and the drivers.

T don’t try to take a stand that you are going to accomplish this
objective overnight. We know that the Federal Government cannot,
the States cannot, but we know that a program together will result
in great benefits. So, Mr. Chairman, rather than to go through this
complete statement and to take up your time, it has been filed, I would
just like to say that my objective in coming before you is to empha-
size what can be gained by cooperation with the Vehicle Equipment
Safety Commission group.

They are dedicated people. When we started this program it was
done voluntarily, it was done on the basis that there was a great need.
Senator Collier, the State senator of California, a fine leader in Cali-
fornia, assisted in this program. The two of us worked as cochair-
men at several of the meetings. We were very desirous of trying
to attain an objective that we all have, and that is to save lives and
to prevent accidents and injuries on the highways.
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I had the privilege of coming back here and meeting with Congress-
man Roberts, who was very active in this program. I met with him
several times. We discussed what could be done cooperatively by the
Federal Government and the States. So I have never been against
a Federal-State program; in fact, we have advocated that and tried
to get the Federal Government more involved, the Bureau of Public
Roads.

L would just like to explain that we inaugurated a program in
Arizona. We called it first Highway 66. We made a great number
of inquiries of people traveling through our State. It started with
just the State of Arizona, but to give you an idea as to the extent of
this program and why I say this can assist greatly and the informa-
tion which has been mvolved will be of great benefit to you in your
considerations, T would just like to refer to the number of contacts
that were made.

In June, July, and August of one year, a total of 121,842 contacts
were made in which people filled out the required form. It is a very
complete form. This averaged out to over 1,300 contacts a day. This
information is being correlated and some has already been correlated
and it is a program where the Bureau of Public Roads, the State
highway departments, are working together.

Then we went a little further than that. The State of Arizona had
the cooperation of the State of California, their highway department.
They worked on different factors of safety. One which we are dis-
cussing now is tire failure. So in these investigations of accidents,
they tried to determine just what took place.

Then we had a program that was carried through another summer
and throughont the States on Highway No. 66 all the way from Los
Angeles to Chicago. This was a very extensive program in which
we had the cooperation of the other States through which Highway
No. 66 travels.

So in presenting this to you, I just bring out what has been done. T
can just briefly cover many of the efforts that have been put forth by the
State governments, but to bring to you the advantage of the vehicle
equipment safety compacts where all the States are working together
and coordinating with the Federal Government.

As I stated, the objective was to bring the Federal Government
into this program to a much greater extent. So I would just like to
summarize my recommendations, and that is that yon give full con-
sideration to what can be attained, what can be gained by the Federal
Government, the Bureau of Public Roads, and other agencies work-
ing with the Vehicle Equipment Safety Commission group because
they are representing the States. They have a tremendous reservoir of
power to carry through a program.

I think it would be a great mistake if we started a Federal program
which would take time and realize that the Vehicle Equipment Safety
Commission takes time: but to start a program all over and not to
utilize what has been done in the past, I think, would be a great mis-
take. Mr. Chairman, that is my plea to you.

The Cramaan. Thank you, Senator. The essence is that you do
believe in Federal-State cooperation in trying to get this job done.

Senator Fax~ty. I certainly do.
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The Cramryaxn. Do you believe, then, that someone has to set some
kind of standards, perhaps, that would be nationwide as guidelines?

Senator Faxniy. That was our objective in the equipment com-
pact, to have all 50 States join together and then to set these standards
and to work with the Federal Government on these standards and to
obtain assistance, both from the standpoint of quidance and counsel-
ing of the different agencies, work with the Bureau of Public Roads.
We do that with our highway construction program.

So I am not trying to remove the Federal Government at all. Tam
trying to bring the Federal Government into the proper perspective.

The Cuamyan. And utilize all the State employees that are now
in this business. Some of them are experts.

Senator Faxxiy. Yes, sir.

The Cnoamryax. Because the Federal Government just could not
do the whole job.

Senator Fax~yty. That is right. The many members of the State
legislatures that have given years and years. I can think of some of
them that have been on the President’s Committee that have worked
diligently on this program. I think the results of their efforts should
be utilized.

So as I say, and I put it on the basis of a plea because I think it is
just that, to help coordinate the efforts here and to not just discout
what has been accomplished in the past. I can relate in many in-
stances what has been done because, as you very well know, the equip-
ment has been approved by the different State legislatures as time
has gone on.

We started out with the two-wheel brakes, went to the four-wheel
brankes, went to different lights, and I could enumerate many of the
programs that have been beneficially adopted by the States. We have
raised the standards through State action,

My objective is to save lives. I feel we should utilize every effort
possible and utilize all the facilities available to accomplish that
result.

The Cramyax. Senator, I want to assure you that that is the
objective of this committee, too. We are going to work assiduously
toward that end.

T want to say again, we appreciate your coming over. Now I would
like to ask just one further question.

I notice you brought in all three elements—the car, the road, and
the driver.

Senator Fax~in. Yes, sir.

The Cramyax. That is in this bill. Do you then agree with the
fundamental principles outlined in the bill ?

Senator Faxsix. Mr. Chairman, I have read the bill very carefully.
I know there will be changes made. I would say as far as the bill is
concerned, I do not feel that you have brought the States into the pro-
gram to the extent that I think is advisable. Because of my work
a the State level, and my participation in the compact and all, T just
feel that you could take advantage of that tremendous amount of
service that has been rendered to a greater advantage.

The Caamryman. Thank you very much. T agree with you on this,
that we need the fullest utilization of every agency and group to do this
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job, the best job that can possibly be done. I believe that is the intent
of this committee, to do that.

Mr. Friedel ¢

Mr. Frieper. Senator, I want to compliment you for the very fine
statement you made yesterday and today. I was very much impressed
with your background and your activity in traffic safety.

The first thing you spoke on was tires. The other thing you spoke
on was driver education. I think these are very, very important. You
also said the driver behind the wheel is another aspect of safety. I
fhilnlf{uproper education through these driving schools will be very
e L

ur committee 10 years ago was convinced that 85 to 90 percent of
all the accidents were caused by the human element, the driver.

I compliment you on a very fine statement.

Senator FanNin. Thank you, Mr. Friedel.

The Cramman. We are going to change the procedure for just a
moment. We have a distinguished visitor in the andience, but I am
not going to call on him until after the next Congressman has asked
questions. He has another appointment, so at this point I would like
to call on Mr. Younger, of California, if he has any questions of Sena-
tor Fannin,

Mr. YouNeer. Governor, you remember we were discussing yester-
day the cause. One point I can’t understand is the vehicle equipment
safety commission was created in 1958. This is 8 years ago. The only
action which the records show is that they did approve a tire standard.
I am just wondering how much cooperation we can get from that group
if they have been inactive for so long.

Senator FaxNin. Sir, may I just say this: You are talking about the
Beamer resolution in 1958. But as far as the compact and the com-
mission, that, of course, was not brought about until 1963 and 1964¢. In
other words, we started the compact before that.

The Western Governors’ Conference took the lead, California and
your very prominent Senator Collier was instrumental in getting a
great deal of this underway, but they have not been in operation since
1958. In fact, it has just gotten underway. I would say it has taken
this amount of time for the legislatures to act, but now that they have
acted, 44 of them have acted, then we can look forward to results, I
think, in far greater speed.

I do not think that this is any indication—first of all, we must edu-
cate the different Governors. I have made many talks before the
Governors’ conference on the importance of this program. The Fed-
eral Government, unfortunately, has not really taken a part, an im-
portant part, other than your committee, to my knowledge, until just
in the last few years.

When I met with Congressman Roberts and discussed with him
how the Federal Government could do more, there was great in-
terest from his standpoint, from your committee’s standpomt. But
from the standpoint of other agencies of the Federal Government
there was very little interest until just recently. Now the great
emphasis has come about in the last year.

Mr. Youneer. As of now, though, they do not have a set of stand-
ards to recommend other than the tire standards.
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Senator Faxniy. Of course, they are working on other programs.
They have had just a few months, really, now, to get their organiza-
tional work underway, to get the procedures adopted, whereby they
can go forward.

Mr. Youncer. Dothey haveastafl?

Senator FANNIN. Yes, but, of course, it has been very limited. In
fact, we could not even start out—when we first adopted this program,
we did not have the funds for a staff. This is where all of us should
cooperate. In other words, the funds should come from the States,
and from the Federal Government. The amount of money that should
be spent on this program is fantastic. I notice that the funds that you
have stated in the bill, they are minimum funds as far as I am con-
cerned, compared to what can be done and what should be done.

We have human lives at stake. You just cannot put a price on what
should be spent. At the same time, we realize that it cannot all be in
one area. We could build the most perfect car and have it where it
would protect the driver and he could roll that car over and be safe,
but that is not protecting the other car nor is it protecting the pedes-
trian or the other people who might be involved in an accident.

So we have a great problem in that respect. All I am trying to do
is eoordinate the effort and to answer your question, really this com-
mission has not been underway but a short time.

Mr. Youxcer. I am for cooperation with the States because so much
of this depends on the State work.

Senator Fax~in. That is right.

Mr. Youncer. In other words, the State has the licensing of the
driver, the inspection of your old cars, which is probably the nub of
this whole thing.

Senator Fax~in, Yes.

Mr. Youncer. And that must rest in the States. T just question
whether or not that organization can be of much help to us depending
on what has been the results heretofore.

Senator Fax~ix. Sir, I feel it can be of tremendous help. I visual-
ize just the magnitude of this problem. When we start talking about
what you have brought up, the maintenance of this car, then we could
start falking about retreads. Look at the number of firms that would
be involved that would need to be supervised that could properly be
supervised by, say, the highway department or a division of I'Le high-
way department, whereas, if the Federal Government gets involved,
you would have so much duplication that the cost would be many,
many times over what it will be if we can adopt a Federal-State
program.

Mr. Youxcer. That isright. Thank you very much.

The Cramaan. Mr. Dingell, do you have any questions?

Mr. Dixgern. Noquestions. Thank you.

The Caamryan, Mr. Nelsen ?

Mr. Nersex. Thank you, Mr. Chairman,

I would like to thank the Senator for his very, very good statement
and his broad perspective on the whole problem of traffic safety.

In the hearings up to this point, great emphasis has been placed on
the vehicle on the road and a lesser degree of attention has been di-
rected to the highway and traffic markings which will become a part of
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the total package, as I understand it, and also the Bureau of Public
Roads does direct attention to highway marking,

Only recently some information has come to my attention that I
think you might wish to comment on, and I believe it should be a part
of the record, but the Traffic Review Digest in 1959 in the State of
Iowa showed that 63-percent reduction in improper passing resulted
from better marking.

The Michigan State Highway Department in two different tests
indicated that a reduction of 28 percent and 39 percent respectively in
highway delineators reduced night accidents. In the Virginia study,
it indicates a 57-percent reduction and a 67-percent reduction in acci.
dents by better marking.

Then we go on and we discover that, of course, under the Bureau
of Public Roads, the Secretary of Commerce, under the law of the
land, has the authority to set up some standards, uniform standards,
but then I learned to my surprise that in the road systems of our coun-
try only 13.9 percent of the 576,000 miles of State roads are included
in_some kind of marking standards and 81 percent of the 1,875,000
miles of county roads are included.

It also shows that the accident ratio per 100 million miles of travel
indicates that on State highways that are well marked. there is a 90.4
accident ratio as compared to 164.8 on the secondary and county roads.
I mention this because I am sure that your study of this whole problem
would indicate a similar trend and, of course, to effectuate a program
it seems to me we need to have more emphasis on better marking of all
of our roads to prevent accidents.

I would like to have your comment on it.

Senator Faxnin. I wholeheartedly agree with you that we must
have better markings. T would like fo say that in the report that will
be forthcoming as a result of the extensive studies that were made by
the Arizona Highway Patrol and in cooperation with Clalifornia and
other States along the route from Los A ngeles to Chicago we will have,
I think, some informative data in that respect.

We have made studies in the State of Arizona regarding center
lines, ridged center lines, also what could be done to alert a driver when
they moved too far to the right on the highway where they would be in
danger of running off the highway, especially on our interstates, where
fatigue is a factor. But one of the great problems is to obtain the
amount of money that would be necessary to build this in the highway.
It does increase the cost, so we have tried to est imate what results wonid
acerue in relationship to the amount of money spent in that regard as
compared to what you could do in other types of activity.

Of course, proper markings, uniformity, is tremendously important.
The new devices that they have brought forth as far as your signaling
and all are important. This has all been a part of the study that has
been made not only by our highway department, but will be a part of
the Commission’s work. So these 40,000-0dd people that are involved
throughout the United States that are correlating this effort would
certainly be involved in what you are discussing. Tt is a very im-
portant factor in the cause of safety on our highways.

Mr. Nevsex. It would seem to me that if we are to project the
Federal Government into standards as to vehicle construction, and
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there may be great merit in that respect, it would seem doubly foolish
on the part of the Government of the United States where Federal
money goes into the construction of highways if the accident ratio is
tied directly into proper marking.

It would seem to me there would be greater justification where
Federal dollars do go that a certain amount of this be identified for
proper marking of the road in view of the very sorry record that we
find in some of the secondary roads that may have some Federal money
involved and certainly in almost all State roads or State gasoline taxes
allocated back, from the Federal to State, there could be some interre-
lated incentive program to get better marking.

I am glad that you have made the comment that you have, because
some of these things certainly come asa surprise to me.

Thank you very much for your fine statement.

Senator Faxnin, Thank you.

The Caamryan. Congressman Pickle.

Mr. Pickre. Thank you, Mr. Chairman.

Senator, as one member of the committee, I welcome your view that
we ought to bring our States in on this in establishing these guidelines.
When these hearings first opened about 7 weeks ago in the House, 1
was one who insisted that we get the views of the State.

Finally, the Secretary of Commerce did write to the various States
to get information about the conduct of various traflic laws and safety
laws in their States.

I am shown this morning a preliminary report of a letter written to
Chairman Staggers here from Secretary Connor which lists the re-
sults of the general survey. They have broken it down into some
9 or 10 areas. 1 could not help but observe that the survey with ref-
erence to statistics of a State traffic program and includes such items
as the driver’s performance, vehicle safety, traffic control, survey of
manpower, but does not contain any general comments about how the
States think they can properly fit into this picture.

I mention this because you may want to ask the Secretary of Com-
merce to show to you the result of the survey that they have received
thus far.

Now, I judge from your comments you think the best way for the
States to work would be through the VESC?

Senator Faxnin, Yes,sir,

Mr. Prexie. This would be perhaps after we get the standards es-
tablished as I see it. How can we bring them in at this level, to be a
partner in the consideration of establishing these standards !

Senator Faxxin. Congressman, I would say this is where they could
be of valuable service to your committee and to the Bureau of Public
Roads and to the Department of Commerce in the great studies that
they have made, the research that has been accomplished over the years.
So, if they are not brought in now I am afraid that we will perhaps
adopt a program that is not as comprehensive, not as complete as
would be possible if the Vehicle Equipment Safety Commission is
utilized because this has been their work.

In many respects some of the Federal agencies are starting anew
whereas the States have had years and years of experience. You have
the members of many of the State legislatures that could be of valu-
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able service. But to my way of thinking these should be coordinated
through the Vehicle Safety Equipment Commission. That is the
understanding with now 44 States and I am sure that all 50 will agree
to this arrangement within a very short time.

Mr. Prexre. It may be the proper vehicle, Senator. We will have
to pump new blood into it because they are mostly a paper organiza-
tion thus far, but it might be the vehicle. I do agree with you that
we ought to bring the States in on this in establishing these vehicle
standards. They are the ones who will have to carry this out. Other-
wise, we will have standards with no enforcement.

Senator Faxyin. To answer your question further, if we will take
into consideration what has been accomplished, Federal-State to date,
the Federal Register, it so happened that Congressman John Rhodes
of Arizona was the one who introduced this particular matter, also
our highway superintendent, highway patrol superintendent, Greg
Hathaway, was the one who made a study of it.

They are going forward now with a very extensive program for a
development of information that will be disseminated throughout all
of the States, but the central register, of course, will be under Federal
control.

We feel that this is an indication of what can be accomplished. In
some instances it will necessitate additional work by the Federal
Government. In many instances this work is already underway and
it has been accomplished in the past by the State programs. This
could all be coordinated through the Vehicle Equipment Safety Com-
mission.

Mr. Prexre. Thank you.

Myr. Friepen (presiding). We have a long list of witnesses. We
will have to adhere strictly to the 5-minute rule. Mr. Devine.

Mr. Deviye. Thank you, Mr. Chairman.

Senator, I would like to commend vou on a very fine statement,
particularly your support for the Vehicle Equipment Safety Com-
mission and the continuation of their work. I am glad to see and
I am not surprised that you have joined the emotional stampede that
the Federal Government can solve all problems with another $4 billion
or $5 billion program to save the American people from themselves,

I know you have a very fine record as Governor of Arizona and
you have been interested in highway safety, and it parallels my very
fine Senator Lausche of Ohio when he issued a statement on Monday
of this week in which he apparently shares the same views that you
do that the States should not be lost in this particular role and that
the possibility of some defects at the manufacturers level may be a
problem, but there is a larger overall problem here, particularly
mmvolving the drivers rather than just manufacturing defective
equipment,

I thank you for what you have contributed to the record.

Senator Faxxin. Thank you, Congressman.

Mr. Frieoer. Mr. Mackay ?

Mr. Mackay. Thank you, Mr. Chairman.

I wish to thank you for this fine statement. I would like to com-
ment on two things. One is that in my part of the country there is
not a single employee of any State that I know of that has any legis-
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lative assignment to know anything about an automobile and what
malkes it safe.

I think that we are kidding ourselves to think that there is any
great, resource back in the States that can give us the sophisticated
engineering advice involved here. I think when you talk about the
States arriving at national safety performance standards you are
talking about going back to the Articles of Confederation in terms
of getting a thing done that is fairly urgent for the safety of the
American people.

On the other point, the research and development and the develop-
ment of State safety programs, I am wholly n accord with you that
the States are the ones that have to build the environment because
that is where the environment is, back in the States. But the States
have got to set their house in order. I met with the General Safety
Traffic Committee during the recess in Georgia. I found the picture
there as stated by the members of that committee just as bad as we
find it in the National Government now where there is no assignment
of responsibility, where there is no coordination between the depart-
ment of education and the department of health, and the State high-
way patrol.

I rllnn’t think we can let it go just as simply as saying we need to
consult with the States. The States have to get their house in order
and have a coordinated attack on the subject of traffic safety.

There have been a few Governors like yourself and Senator Ribi-
coff that have done this. But the picture in the States is bleak at the
present time in terms of a coordinated attack on t raffic accidents. I
could not agree with you more that we ought to make the term “crea-
tive federalism” a reality but it has to be creative. There is not some-
thing good there now that we can pick up. There is an opportunity
to do a job, in my opinion.

Senator Faxyin. Congressman, I certainly agree with you that
some of the States have not come forward but that is the reason we
have the Commission, the Vehicle Equipment Safety Commission, that
is the reason it was adopted, to bring the States into the program, to
emphasize to them, and I have made many talks on traffic safety in
Governors’ conferences, to emphasize to them the importance that the
Governors take a lead in this matter, that their highway departments
take the lead.

I can just say this, that our State of Arizona, and I certainly can-
not take credif for this because it was done by the Motor Vehicle
Division, it was done by our highway patrol superintendent, but we
have had extensive surveys. When I say that we took over Highway
66 through our State and assigned for 60 days a patrolman every 20
miles. So, we have performed a service that would be very difficult
for the Federal Government to perform.
~ We were working on safety, we were working on the mufflers; check-
ing carbon monoxide in the car, checking the tires, the condition of the
motor vehicle. When an accident occurred we called our health de-
partment in. They cooperated with us. Our vital statistics depart-
ment cooperated.

So we did have a coordinated plan. California assisted us on this.
Then we brought the other States along Highway No. 66, which is the
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highway going from Los Angeles to Chicago. Those were run on
one program. Now we have the 44 States that are involved. The
50 States will soon be involved.

I would agree with you on one part, then I would disagree with
you on another, that I feel a great deal can be done by the States, is
being done by the States and will be done by the States if the Federal
Government cooperates as I think they should, so that we can have
this Federal-State relationship that will accomplish to the greatest
extent possible the objective we are all interested in.

Mr. Mackay. Mr. Spitz, the chairman of this VESC, testified yes-
terday. He agreed with me that the legal mandate to this compact
group is purely the vehicle. Isn’t that true?

Senator Fan~in. The legal mandate—yes

Mr. Maokay. The vehicle equipment.

Senator Faxyiv. Safety commission.

Mr. Macxay. Don’t we need this State compact approach to deal
with the total traffic environment rather than just the vehicle itself?

Senator Fan~Niy. We are. This is not just the vehicle. In fact,
the vehicle is just one part of it. We are working on as far as the
highways are concerned—when I was in the office the intent of the
Commission, and as I say, I chaired the meeting when this was started
in Montreal, Canada.

Mr. Mackay. The legal definition of responsibility is vehicle equip-
ment. Isn’t that true?

Senator Fansin. I wouldn’t say that the intent is for just vehicle
equipment. Of course, the push was from that standpoint. There is
a great need that existed from the vehicle. I would certainly agree
with that. It is not only the vehicle that comes off the manufacturing
line: it is the vehicle that is on the highway.

We have great problems in that regard of, first of all, we must build
the vehicle properly. Equally important, we must see that the ve-
hicles that are on the highway are safe and that they are inspected
regularly.

It is of no great consequence if we disregard a wornout tire and
we insist on a tire being manufactured properly to begin with. Be-
cause if that properly manufactured tire is worn out it is still a great
hazard.

Mr. Mackay. The only point I am making is that the compact in
the light, of what we now know may need considerable revision to deal
with the total phenomenon rather than just one phase.

Senator Faxzix. I agree that the program should be expanded.
The Commission program, the compact, I don’t mean to put t{:om to-
gether but of course it all came from the compact and now the Com-
mission, we need to bring the Federal Government in to a greater ex-
tent. In fact,that wasthe desire.

Mr. Mackay. Thank you very much, Mr. Chairman.

The Cramyax. Mr. Curtin?

Mr. Curriy. Thank you, Mr. Chairman.

Senator, I appreciate your contribution to this session today. T am
sure you will agree that there are some States that have very realistic
regulations for inspection and also effective enforcement laws.
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[ know in my State of Pennsylvania we have periodic inspection of
all automobiles which, I might add, is a rigorous inspection. Unless
your windshield bears a current sticker, showing that the car complies
with the regulations, you can’t drive that automobile on the highways
of Pennsylvania. If all States had the same, there might not be the
urgency for this legislation.

Senator Fanxziy., Your State can take great pride in furnishing
leadership for this overall program and was the first State to adopt
the safety program, especially the inspection program.

We point with pride and we send our people to your State for a
model as to what should be done.

Mr. Corrin. Thank you, Senator.

The Cramaran., Mr. Gilligan.

Mr. Giurican. No questions.

The Cramyan. Mr. Cunningham.

Mr. Cux~iveaay. No questions.

The Cramraan, Mr. Farnsley.

Mr. Farnsiey. No questions.

The Caamyan. Mr. Broyhill.

Mr. Brovuimn. No questions.

The Cramraan. Mr. Satterfield.

Mr. Sarrerrierp, No questions.

The Crairaax. Mr. Ronan.

Mr. Roxax. No questions.

Mr. Dinaerr. Mr, Chairman, I do have a couple of questions I would
like to ask.

The Cramaaxn. I notice we have another member present. I would
like to call on him. Mr. Moss.

Mr. Moss. Mr. Chairman, I have not had the pleasure of hearing
the Senator’s testimony. I would like to find a copy of it if I could
so that I could benefit from it. I will read the record and apologize
for my not being present when he testified.

Senator Faxyin. Congressman, in my testimony I referred to your
State and to Senator Collier and other senators and members of your
Jegislature that have assisted greatly in this program.

Mr. Moss. Thank you.

The Cramarax. Mr. Dingell.

Mr. Dincenn. Senator, I have had an opportunity to peruse some-
what your comments to the committee. Am I correct in understand-
ing that the thrust of your comment is that we have to leave a large
portion of the responsibility in regard to automobile safety to the
States?

Senator Faxsiy. By the very nature of the problem involved a
great deal of the responsibility is within the States and I felt should
remain within the States.

At the same time I have explained that there should be a Federal-
State relationship and we have worked at the commission level, at
the State level, in fact, the State of Arizona can take pride that we
suggested the Federal Register, carried through, and Congressman
Rhodes introduced legislation. : '

So, I do not maintain that the States can carry this program alone.
It must be a Federal-State cooperative matter. '
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Mr. Dixgern. I agree with you on this point. Was it also your
position that the VESC would be the device and vehicle for accom-
plishing this end ?

Senator Fan~in. From the standpoint of the States they are in the
best position to speak for the States. They have the contacts with
the other States. }‘t would alleviate many problems if the work is done
through the commission.

Mr. Dingerr, I am aware of your fine record in the States. T have
taken the time to study the history of the VESC. T note that it was
created in 1958. T note that it was organized in 1963. This would
appear that they have been proceeding with the greatest of deliberation
and slowness in approaching the problem. Am I correct ?

Senator Fanniy. Congressman, the commission was not adopted
in 1958. The Beamer resolution was passed by the Congress in 1958.
They were given the authority. This took many months of service
by dedicated people such as Senator Collier in California, meetings
all over the country. It wasnot a simple procedure.

This resulted from months and months of dedicated service.

Mr. Dixcern. It took 5 years to get the organization in being. Then
I note that the first meeting was in 1964, 1 year later. I note that the
first executive director who was the individual charged with the con-
duct of the affairs of this State was not appointed until January of
1966,

This, to me, is proceeding with deliberation of the most extreme sort.
As a matter of fact, it would have taken a microscope to observe any
progress at all.

Senator Fax~in. T certainly disagree with you on that. They have
made progress. They did not have any funds to begin with. It took
time for them to get underway. You understand State programs are
not rapidly adopted.

Here when you are trying to bring 50 States in a program—they
have successfully brought 44 States in the program—TI think this is
greaf progress.

If you will compare it with what has been done by the Federal Gov-
ernment over the years with the State government prior to that, then
Ithink it is great progress.

Mr. Dingerr. You wonld say it is great progress when it took them
from 1958 to 1963 to organize and complete the creation of a
commission ?

Senator FaxnNin. You speak just because of their not having a meet-
ing. T would say they have made progress in other ways. They did
not just drop everything. Individually the members of the commission
have been working diligently.

Mr. Dixeenn. I just want to get your definition of great progress
here, if T can. Would you say it was great progress when it took until
January 1966 to select their executive director?

Senator Fax~1N. The money was not available for them to carry
through a program.

Mr. Dixgrrrn. Tt seems to me that the heart and soul of programs
of this kind is the execntive director, is it not? The man who does the
coordination, staff work, and coordinates the program among the
several States. He is probably the most essential person in the whole
organization, is he not?
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Senator Faxxin. I would not say that is always true, but I would
say it is very essential.

Mr. DixeErL. Can you think of anybody who is more essential ?

Senator Fax~in. Let me emphasize to you we were very desirous
of getting the Federal Government involved. We made contacts to
try to accomplish this objective. So it is still the objective. 1 am
not talking about what they have done in the past. I am talking
about the potential that we have, what can be done with this Federal
State cooperation,

So, if we just want to criticize it is very easy to do it. I think we
should look at it objectively.

Mr. Dincerr. 1 don’t propose this simply to be critical. This is not
my purpose at all. I want to work out good legislation. IfIam going
to work out good legislation I want to put it in the hands of people
who have shown both an intention to do something and ability to ac-
complish something. I am absolutely shocked it took this long to get
organized. I am still more shocked to find that it took them 3 years
to select an executive director after they were finally organized.

I don’t call this progress. I call this dragging feet. T call this
rlain].\' outrageous. If you disagree with me on this point I would
be pleased to have you say so for the record.

Senator Faxnix. I refer you to the legislation. How long will it
take you to get this program underway ?

Mr. Dixcerr. We will have this legislation on the President’s desk
before the end of the summer.

T will tell you that when we put it in the hands of the Department
of Commerce I will gnarantee you that this committee will see to it
that the Departmen of Commerce goes forward with a great deal of
vigor, more vigor than I have observed with VESC.

Senator Faxyiy. I refer to the legislation, T hope you will refer to
it from the standpoint of the timing involved in this legislation as to
when the effects come about. So, T just hope that you will refer to this,
when you start criticizing the length of time it has taken the State
governments to get underway. Let me say this: I am not here other
than to plead with you to utilize this great resource of information that
is available through the Vehicle Equipment Safety Commission,
through the State government, this reservoir of ability.

So, T am not here to bring the praises on our State government. I,
many, many times, have made the statement we must do more. I have
pleaded with the State Governors to do more. So I accept your criti-
cism in that respect.

Mr. Divcern. Isay to my friend and colleague that we are in agree-
ment that this does not constitute the kind of progress we want, we
want a great deal more. I hope he does not take my comments to be
eritical of his position or his views. I think clearly if this is the kind
of progress that is going to be made in this area we can figure we are
not going to accomplish very much.

Senator Faxwsiw. I estimate with a Federal-State program tre-
mendous progress can be made. At the same time I feel that if we
just have a Federal program without bringing the States into it com-
pletely, then youn are going to have slower progress.

That is my plea to you, to bring the Vehicle Equipment Safety
Commission mnto your program.
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Mr. Dixgerr. Thank you very much.

The Caamrman. Mr. Springer.

Mr. Serineer. Governor Ifannin, from 1958 when the Beamer res-
olution was passed, neither this committee nor this Congress did one
single thing up until this year. It did not have an organizational
problem of any kind, did it? You were trying to get 50 States
together.

Now I think the answer probably to a great deal of this problem
was simply money.

Senator Fax~in. That is right.

Myr. Seringer. You did not have enough money to hire a director if
you had appointed one. Is that not the truth?

Senator Fan~ix. That is the truth.

Mr. Sprineer. I am not trying to get any answer at all but I think
we have been far more dilatory in this field than the States have. At
least they have tried to go forward. But there is this one that
Senator Ribicoff raised veqterda} This may be a lot of monkey’s talk
in terms of millions of dollars. I don’t know what our committee is
going to do. But he talked, I believe, in the nature of $45 million to
the States.

Do you believe that it would be h(‘]pful in view of what the VESC
has done, and I am convineed that it is a good organization frying to
do what is right, that if we earmark this money to go through the
VESC program, which is a State program, that we w ould immedi: ately
bring all the other six States in who are not in? That would be the first
thing that would happen, would it not?

Senator Faxnix. I feel very confident that the other six States will
come in.

Mr. SerinceEr. Now, if we have a sort of a matching program this
means then that the States will come up with something which will
bring them immediately into the program and this could be the basis
of bringing the State and the Federal info the proper relationship
that we ought to have that you have been trying to tell here for this
last hour. Isn’t that what you have in mind?

Senator Fanx~in. I wholeheartedly agree. This must be a Federal-
State pt ogram.

Mr. Serincer. Since T have had a chance to think about what Sena-
tor R ||11(nﬁ said yesterday, I have been coming back to the VESC
and the program they have undertaken, this is the only way I can see
that we can bring them into this program in this cooperative relation
that I think we ought to have.

There is just one further thing. Is there anything, while you were
Governor of Arizona, in your research that you think is pmlluvnt
to relate to this committee, that you can think ‘of right offhand?

Senator Faxyiy. Congressman, I would like to submit to the com-
mittee some reports on the progress that was made on what I referred
to as the Highway 66 Study. There are several other reports that T
will submit to you and trust that they can be of assistance.

Mr. Serixcer. If they are not too long, Mr. Chairman, could they
be included in the record or at least appended to the record ?

The Cramyan. They will be if they pertain, and I am sure they do,
tothe subject of safety.
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Senator Faxyin. Thank you.

The Cramarax. I wish to thank you again for coming over and talk-
ing to us on this very important subject. 1 know you realize the
importance of it. I know you have other duties to perform on the
other side.

Thank you very kindly.

Senator Fax~in. Lappreciate your courtesy, Mr. Chairman. Thank
}-‘(}l!.

(The full statement of Senator Fannin follows:)

STATEMENT oF Hon, PauL FANNIN, A U.8. SENATOR FROM THE STATE OF ARIZONA

Mr, Chairman and members of the committee, your courtesy in extending to
me the opportunity to appear today is most appreciated, because 1 know how
crowded your hearing schedule is. I am aware that many witnesses want to be
heard on various aspects of this legislation, so I will try not to impose nnduly on
yvour time and theirs,

As a former Governor who was involved with traffic safety problems at the
State level for several years, I share your interest in reducing the appalling toll
of deaths, injuries and property damage accidents on our highways. I'm sure
all of us agree that both the Federal Government and the respective State
governments have legitimate roles to play in helping to bring about a significant
reduction in the number of these tragic occurrences,

The tradition in our system has been one in which the Federal Government did
those things that the States could not do independently, or as well collectively.
When a problem was ¢learly beyond the resources of the States, then Federal
participation and assistance was indicated.

However, T share the concern of many authorities in the field of safety over
what appears to be a growing preoccupation with the Federal role at the expense
of overlooking or down-grading what the States ean and have accomplished. I
most certainly do not agree with those whe say that our State governments have
not demonstrated sufficient awareness or ability to cope with many aspects of
the overall traffic safety problem.

The purpose of my testimony today is to focus your attention on at least one
major area where the States definitely are acting. 1 have a personal interest
in and knowledge of this particular field because the developments now taking
place as a result of collective State action had their origin during my service
as Governor of Arizona.

I refer to the utilization by the States of the interstate eompaet approach to
monnt a more effective attack on accident fatalities and injuries,

During my three terms as Governor it was my privilege to serve as chairman
of the Western Governors and also as chairman of the Committee on Roads and
Highway Safety of the National Governors’ Conference. These assignments
afforded me the opportunity to gain some insight into the complexities of the
vehicle safety problem- il the mueh greater problem of what can be done to
improve human performance at the wheels of the millions of vehicles on our
highways.

I want to take a few minutes to acquaint the committee with the background
of the compact which led to ereation of the Vehicle Equipment Safety Cominis-
sion—an organization which unfortunately has been alimost totally ignored in all
of the current interest and debate in Congress. Far more than is generally
known by the publie has already been accomplished.

This Commission was formed under authority of the Beamer resolution (Publie
Law 83-6%4) of the 85th Congress. As yvou know, by this legislation Congress
gave its advance consent to interstate impacts in the field of highway safety.

In effect, Congress at that time reaffirmed the sound prineiple that primary
responsibility for traffic safety rests with the States and suggested the use of
compacts to achieve more effective cooperation and progress.

Encouraged by this resolution, I joined with several of my Western Governor
colleagnues in exploring how we could best take advantage of this new tool and
put it to work in reducing accidents. In 1060, the Western Governors Confer-
ence took the lead and requested the Council of State Governments to develop
a workable compact for consideration. Many other organizations interested in
safety endorsed this approach.
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Our resolutions urged that interstate attention be concentrated first on two
high-priority items: First, the obvious and compelling need to find better ways
for prompt adoption of uniform yet workable standards for new and improved
vehicle safety equipment; and second, the need to protect the driving public
from the unsafe drivers who are responsible for such a disproportionate number
of accidents. The latter you are acquainted with, and I shall not devote any
time to it because it doesn't relate specifically to the legislation at hand.

I want to emphasize, Mr. Chairman, how quickly the interest developed on
the part of the States. Within a year, a compact had been drafted and was
on its way toward ratification by nearly all of the States. New York State was
the first to adopt it in 1962,

As of today, 44 of the B0 States have adopted the compact, and it is expected
that the remaining six States will follow by next year when their legislatures
will meet. Let me explain more fully just what the compact does.

The compact sets up procedures and machinery for interstate cooperation in
the formulation and adoption of equipment safety standards. The working
body is the Vehicle Equipment Safety Commission, comprised of one member
designed by each party State. This Commission is empowered to recommend
“rules, regulations or codes embodying performance requirements or restric-
tions” for items of automotive equipment.

Althongh it is limited by its by-laws to library-type research, the Commission
does have authority to arrange for testing projects to be performed by qualified
professional and technical groups. It may also hold public hearings and con-
sult with appropriate organizations in drafting its proposed regulations or codes.

Adoption of performance standards developed by the VESC is encouraged by
giving the member States alternative methods. A State may affirm Commission
propos=als by legislative action, or it may elect to leave the decision to the ad-
ministrative authority of its motor vehicle department. Either way, all member
States are obligated by the compact to consider VESC recommendations, and
since each State will have played a role in the development of these recommen-
dations, a high degree of uniformity and acceptance is promoted.

With ratification of the compact approaching the unanimous point, the VESC
was able to get organized with commendable speed. However, it should be
pointed ount that since its financial support comes from member State appropria-
tions, it was not possible to assemble even a skeleton staff and budget until last
year.

Even so, I think the record of what the Commission has accomplished in such
a short time is most encouraging and deserving of your serious consideration in
our common desire to develop Federal legislation that will help rather than
hinder future progress.

Many private and governmental agencies had alreadv done much research
and legal spade work to assist the Commission in getting off to a quick start.
The first objective had already been agreed upon—reasonable but effective per-
formance standards for new tires for passenger cars and station wagons.

Credit is due the American Association of Motor Vehicle Administrators for
the advance work done by its task force to give the VESC a frame of reference
for beginning this task.

The Commission held is first publie hearing on proposed tire performance stand-
ards on Jannary 8 1965, in New York City. Industry and safety representa-
tives gave full and complete cooperation, I might add.

Despite the enormous difficulties and technical problems involved in develop-
ing tire performance requirements, the VESQO was able to come up with its
first regniation by May of 1966, Let me point out that they were able to
issue this important code only nine months after the first annual meeting of
the VESC,

Given the history of previous efforts at the State level to win approval of such
safety equipment as turn signals and seat belts, T think this is a remarkable
effort by the VESC. This tire performance standard, known as V-1, is now
in the process of being considered by the respective member States.

In this connection I am pleased to note that several of the States speedily
adopted the regulation, and I am confident that others will shortly follow
snit. It is my understanding that it has already been adopted as State law
by Maryland, Florida, New Jersey and Kansas. In addition, it is now being
considered for adoption by administrative procedure in California. I'm sure
the witnesses who will appear for the VESC can provide a more detailed and
earrent report on this particular regnlation.




TRAFFIC SAFETY 807

The point is, the States acting through the VESC have moved with com-
mendable dispatch to develop an effective tire performance regulation for the
protection of the motoring public, and there is every reason to believe that
with proper leadership and encouragement, this regulation will soon be in effect
throughout the country.

In many respects this tire performance requirement is a landmark in State
action. It is the result of collective cooperation that demonstrates forcefully
the capability of the States to meet their responsibilities in a field where
neither industry nor government had previously been able to achieve any
agreement.

What can and has been done with respect to tire performance regulation
via the compact approach can also be achieved in many other important items
of automotive safety.

It is one thing to recognize and deplore the disgraceful and shameful aceident
rate on our highways, but it is something else again to do something con-
structive about improving the situation. In my judgment, the work of the
VESC in its very brief life is the most important new development we have
in the entire field of traffic safety. Judged on its performance to date, it
most certainly should be encouraged and promoted.

One of the grave dangers, as I see it, is that in our eagerness to mobilize
the resources of the Federal Government against automobile accidents, we
commit the error of discarding the valuable work that has already been done
and which shows so much promise of becoming still more effective.

In my judgment, we would set back the canse of highway safety with any
Federal legislation which refused to recognize the merit of the VESC ap-
proach and which, either expressly or indirectly, choked off the life of the
compact just at the stage where it is beginning to prove its worth.

Aside from the disservice this would do to the dedicated State officials
who have devoted so many hours to fostering the compact’s work, any such
precipitate Federal action would have the very detrimental effect of dis-
conraging future State interest and cooperation. The temptation to throw
the entire problem into the Federal lap would be very compelling, and Mr.
Chairman, 1 doubt that any of us believe the Federal Government by itself can
handle this problem.

I believe the VESC has a vital role to play in antomobile safety, just as the
Federal Government has its role. They should compliment and not compete with
each other.

I strongly recommend that in your consideration of pending traffic safety
legislation, you include language to clearly protect and preserve the work of
the VESC. Any hasty or ill-advised Federal legislation that rendered the VESC
impotent or preempted its authority would be a tragic mistake.

Finally, Mr. Chairman and members of the committee, let me emphasize my
conviction, based on many years of direct involvement with this problem, that
we cannot hope to make any progress in highway gafety without utilizing all
possihle resources, publie and private, Federal, State and loeal.

All of us know that when we're talking about vehicle and equipment safety,
we're talking only about a very small part of the overall safety problem—at best
mavbe 10 percent of it.

Sensible and workable regulation by government of certain aspects of vehicle
performance, whether at the Federal or State level, or a combination of both, is
surely a part of what needs to be done. But as legislators, we should not deceive
ourselves—or attempt to deceive the public—that developing improved and inher-
ently safer vehicles will make much of a dent in the accident rate.

1t will help some, to be sure, and we ought to do everything we can to achieve
that degree of improvement. Having done that, however, we will still be faced
with the human problem of the driver behind the wheel.

In the final analysis, there is no one-shot legislative cure-all for highway
accidents. Lasting progress and reduction of our accident rate will be achieved
only by constant and continuous application of every weapon we have—from
better driver education through safer cars and tires to improved law enforcement
and highway design.

Thank you very much, again, Mr. Chairman, for the opportunity to present my
views. and I will be happy to try to answer any questions you may have about
the backeround and development of the interstate compact approach.

The Crammax. Our next witness is Mr. George Kachlein, Jr.,
executive vice president of the American Antomobile Association.
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STATEMENT OF GEORGE F. KACHLEIN, JR., EXECUTIVE VICE
PRESIDENT, AMERICAN AUTOMOBILE ASSOCIATION; ACCOM-
PANIED BY MATTHEW C. SIELSKI, DIRECTOR, TRAFFIC ENGI-
NEERING AND SAFETY DEPARTMENT; AND NEAL P. GILLEN,
ASSISTANT DIRECTOR, LEGAL DEPARTMENT

Mr. Kacnrrix. Mr. Chairman, I am George F. Kachlein, Jr., execu-
tive vice president of the American Automobile Association. The
AAA is a motor federation representing close to 10 million motorists
in the United States and Canada.

There now are several bills pending in the Congress which deal
with the subject of highway safety. However, my comments this
morning are directed to the major bills pending in this committee,
H.R. 13228 and H.R. 13666 by the distinguished chairman of this
committee, Congressman Staggers, and H.R. 12548 by Congressman
Mackay.

Before I direct my attention to these bills, I would like to con-
gratulate the chairman and the members of this committee for their
interest in traflic safety. Congressman Mackay and his 29 congres-
sional cosponsors should also be commended for their sincere interest
in this area which is exemplified in their bill to create a National
Traffic Safety Agency.

Praise must also be extended to former Congressman Kenneth
Roberts who is one of the fathers of congressional traflic sa fety legis-
lation. The pioneering efforts of his subcommittee shed the first
light on this critical problem back in 1956. The seat belt and brake
fluid standards laws and the Federal standards for Government-pur-
chased passenger cars are a result of the Roberts subcommittee.

Turning now to the legislation before the committee today, I shall
first discuss the Tire Safety Aect of 1966.

TIRE SAFETY ACT OF 19060

H.R. 13666, introduced by Chairman Staggers, is similar in most
respects to S. 2669, the bill which unanimously passed the Senate
on March 29, 1966, by a record vote of 79 to 0. The American Auto-
mobile Association recommends that the House Interstate and For-
eign Commerce Committee report favorably the Senate version of
the Tire Safety Act of 1966. Mr. Chairman, we feel that the Senate
version of this bill can provide the American public not only with
standards for safe tires, but with the knowledge to purchase a safe
tire without being subject to confusion.

The American Automobile Association has long been on record
in favor of tire performance standards as well as a grading and label-
ing system. Last year we made our views known to the Senate Com-
merce Committee. Following the Senate hearings we submitted fur-
ther recommendations to the Senate Commerce Committee at the re-
quest of the chairman, Senator Magnuson. Our recommendations
were adopted by that committee including :

L. That the Secretary of Commerce be required to set “interim?”
minimum safety standards based on the best features of each of the
existing standards (GSA tire standards for purchased cars: the tire
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manufacturer’s voluntary tire standards; and the Vehicle Equip-
ment Safety Commission’s tire standards).

9. That the Secretary of Commerce in setting tire performance
standards should take into consideration the “skid resistance™ factor.

3. That the Secretary of Commerce be required to develop perform-
ance standards for grading tires and make his recommendations to
Congress within 2 years instead of 5 as originally proposed.

4. That the Secretary of Commerce be required to develop a tire
labeling system, which can be easily understood by the consumer.

The AAA feels very strongly that tire manufacturers shounld clearly
and specifically label all tires asto grade, quality, antiskid, rating, and
load capacity and that terminology used should be the same and mean
the same for all tires so as to afford the purchaser a guide in making
his selection, and to assure him of the quality of the tire.

We support and call for early enactment of all the provisions of the
Tire Safety Act of 1966 as embodied in the Senate-passed S. 2669.

TRAFFIC SAFETY ACT OF 19066

Mr. Chairman, I would like at this time to distribute to you and the
committee members the AAA Traffic Safety Manual which contains
a summary of some of the successful traffic safety programs conducted
by AAA clubs throughout the country, such as the promotion of (1)
driver education; (2) school safety patrols; (3) school safety educa-
tion; (4) pedestrian safety; (5) trafic improvements.

My comments will be specifically directed to the administration’s
proposal as embodied in H.R. 13228 mt roduced by Chairman Staggers.
We do feel that the objectives of H.R. 12548 by Congressman Mackay
are meritorious, but we prefer the approach of the administration
because its coverage is more comprehensive and it includes a majority
of the proposals in the Mackay bill.

TITLE I-—MOTOR VEHICLE SAFETY STANDARDS

Motor Vehicle Safety Standards.—Section 102 requires the Secre-
tary to review existing public and private motor vehicle safety stand-
ards and the degree of effective compliance existing with respect to
such standards. Two years from enactment of this act he may deter-
mine there is a need for a new or revised motor vehicle safety standard
if (1) no motor vehicle safety tsandards exist, or (2) it is madequate
to protect the public against unreasonable risk of accidents or of
death, injury, or property damage, or (3) it is not based upon satisfac-
tory standards of performance, or (4) it is not sufficiently complied
with to achieve adequate motor vehicle safety.

With approximately 75 million passenger cars in use today, auto-
mobile travel accounts for an estimated 85 percent of the country’s
personal transportation activity. By most measurements it also is the
most hazardous form of transportation, especially when you consider
that there are only 5 deaths for every 10 billion miles traveled by
train, 13 deaths for every 10 billion miles traveled by bus, 14 deaths for
every 10 billion miles traveled by air, as against the startling figure
of 570 deaths for every 10 billion miles traveled by automobile.
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The importance of this section was stressed by Congressman Stag-
gers when he introduced this bill. He had this to say:

It is now clear that the Federal Government can no longer avoid responsibility
for assuring that vehicles sold and used in interstate commerce are designed,
manufactured, and equipped to provide optimum safety. We cannot expect the
purchaser to evaluate the design and equipment of a modern automotive vehicle
and determine how safe it might be.

The American Automobile Association shares these views with you,
Congressman Staggers, and we endorse the objectives of this section.
I think it is apparent by now that the average automobile owner has
no way of knowing whether he is buying a safe product or not. He
must, buy it on trust.

One of our affiliated AAA clubs, the Rocky Mountain Motorists,
has reported some cases of Oldsmobile automobiles catching fire be-
cause of a defective carburetor. It seems that the plugs on a quadrajet
carburetor may not have been properly threaded and may fall out after
the car has been driven between 5,000 and 10.000 miles. This can lead
to an explosion and fire. This is not generally known to the public,
though dealers allegedly have been notified of the flaw.

Because of the publicity that has been focused on safety as the
result of congressional hearings, the public for the first time has
learned that there are many more defects in cars sold than heretofore
suspected. In the past month alone, Ford and Chrysler, as well as
General Motors, have publicly admitted that they have notified their
dealers of numerous defeets in different models.

For these reasons, among others, we believe that section 102 can be
strengthened by the following amendments.

(1) The establishment of interim standards by the Secretary of
Commerce which shall be effective during the period when the Federal
Government is conducting research.

There is enough research data available to draw npon in establishing
interim standards. The experience of GSA and the Bureau of Stand-
ards can be utilized as well as that of competent researchers in private
industry and from the engineering departments of our Nation’s
universities.

(2) That the Secretary should be required to issue standards. The
present language of the bill leaves the establishment of standards at
his diseretion. This question shounld be determined by Congress. The
Secretary’s diseretion should only extend to the question of which
standards to require.

(3) That the automobile manufacturers be required to notify the
owner of an automobile and the automobile dealer of any defects in the
design or manufacture of the vehicle.

RESEARCH, TESTING, AND DEVELOPMENT

Section 104 authorizes the Secretary to undertake research, testing,
and development for motor vehicle safety and safety standards.

We support the objectives of thissection. Sound and adequate motor
vehicle equipment safety standards cannot be established without the
type of research spelled out in section 104. We hope the data developed
by controlled research methods will throw new light on the many prob-
lems which we are presently beset with.
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Tt has been pointed out at these hearings that all too often statisti-
cal data is far from valid. A Federal research, testing, and develop-
ment program could provide us with meaningful statistics which can
act as a controlling factor in determining what type of safety equip-
ment will best serve the American people.

The American Automobile Association has long been on record in
seeking a national research program similar to that specified in section
104. In this regard our policy position should be noted at this point:

TRAFFIO SAFETY RESEARCH ProGRAMS (PoLicy)

The AAA ecalls for a national research program giving major emphasis to most

warranted researches including:
1. Basic underlying factors in traffic accidents which are, to an unrealized,

extent, not now known; :
2. Driver and pedestrian responsibilities and attitudes as major traffic accident

factors; and
8. Continued crash injury studies with the objective of safer “packaging” of

drivers and passengers as part of the basic design of motor vehicles.
TRAFFIC SAFETY RESEARCH PROGRAMS (RESOLUTION)

A wide variety of Federal agencies now conduct research in the traffic safety
field, including the Department of Commerce, the Post Office Department, the
Department of Defense, and the Department of Health, Education and Welfare.

In addition, many of the states conduct research programs on traffic safety,
as do many private national organizations.

The AAA calls upon Congress to anthorize and direct the Secretary of Com-
merce to assemble and analyze all traffic and safety research now conducted by
a wide variety of federal agencies, state agencies, and private national organiza-
tions.

COOPERATION AND TRAINING

Section 105 authorizes the Secretary to establish cooperative pro-
grams with federal, state, and local governments, businesses, univer-
sities, and other institutions.

This section may very well prove to be the key to success in an
over-all traffic safety program between the Federal Government and
the States. Lack of cooperation surely will spell failure for a joint
effort is required for a uniform attack against the causes of death on
our highways—the vehicle, the driver, and the highway.

Section 106 authorizes the Secretary to establish training programs
for Federal, State, and local government and those of private busi-
ness and institutions to achieve motor vehicle safety. We think that
the importance of such programs cannot be underestimated, and we
strongly endorse them.

TITLE II—TRAFFIC ACCIDENT AND INJURY RESEARCH AND TEST FACILITY

The American Automobile Association has long been on record
in seeking a national research center similar to that described in title
IT which would conduct the research, development, and testing called
for in this bill. Our policy position was stated earlier in our suppport
for section 104,

We would hope that such a facility could be a reality in due time.
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The lack of basie information as to the causes of accidents has reached
an intolerable point and the construetion of the research facility rates
an emergency priority second to none—the longer we wait, the more
lives we lose,

TITLE TII—HIGHWAY SAFETY

Highway safety programs: Section 301 of H.R. 13228 incorporates
the language of the Baldwin amendment which Congress acted upon
last year in the 1965 authorization bill, Senate Joint Resolution 81.

The AAA supports the objectives of the Baldwin amendment.
Since the enactment of Senate Joint Resolution 81 last August, we
have met frequently with representatives of the Office of Highway
Safety in the Burean of Public Roads of the Department of Com-
merce and have given the support of our organization to the objec-
tives of this worthy proposal. At the request of the Honorable Rex
Whitton, the Federal Highway Administrator, we are now preparing
comments and recommendations on what the standards should cover.

I wish to make it clear at this point that the nature and extent
of the standards or guidelines for a State highway safety program
are unknown at this time. However, the specific language of the
Baldwin amendment, as incorporated in FL.R. 13228, reads as follows:

Such programs shonld be in accordance with uniform standards approved
by the Secretary which standards shall include, but not be limited to, provi-
sions for an effective accident record system, measures calculated to improve
driver performance, vehicle safety, highway design and maintenance, traffic
control, and surveillance of traffic for detection and correction of high or poten-
tially high aceident locations. (Emphasis added.)

This language gives us some indication of the nature of the programs
to be recommended by the Secretary of Commerce. We expect that
the standards or guidelines will encompass the vehicle, driver, and
highway. According to Mr. Lowell K. Bridwell, Deputy Under Sec-
retary for Transportation, 17.8. Department of Commerce, in remarks
made at Chattanooga, Tenn., on March 8, 1966, their potential scope
is extensive covering (1) vehicle equipment, (2) vehicle performance,
(3) vehicle registration, (4) vehiele inspection, (5) driver edueation,
(6) driver examination and licensing, (7) accident records systems,
(8) highway design and maintenance, (9) traflic engineering, (10)
traflic control, (11) trafiie surveillance (to correct potentially hazard-
ous conditions), (12) manpower and training, (13) emergency medical
services, (14) emergency communications, (15) traffic laws, courts and
police, (16) uniform rules of the road, (17) uniform signs, signals,
and markings.

HIGHWAY SAFETY RESEARCH AND DEVELOPMENT

Under section 301 of H.R. 13228, the Secretary of Commerce is an-
thorized to expand the highway safety research and development ac-
tivities under section 307 (a) of title 23, United States Codes, to cover
all aspects of highway safety which shall include but not be limited
to highway safety systems research and development relative to (1) ve-
hicle, (2) highways, (3) driver characteristics, (4) accident investiga-
tions, (5) communications, (6) emergency medical care, (7) trans-
portation of the injured.
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The Burean of Public Roads is to be complimented for the progress
it has made to date: however, its research has been limited in its scope
and the provisions of section 301 of H.R. 13228 will extend its activities
into areas where vital data is sorely needed.

The need for extensive research in the areas enumerated in this
section is demonstrated by the fact that a traflic accident is the result
of the interaction of a number of factors in an all too complex
environment.

When an accident oceurs on a busy roadway, the policeman on duty
must. contend with such problems as medical care for those injured,
maintain the flow of traflic, supervise the removal of debris, and pre-
pare accident report forms. He has little time to be concerned with
the psychological, physical, emotional, engineering, and environmen-
tal factors that led to the accident and little traming to aid him in
identifying them. Without basic data, prepared by highly qualified
individuals or even by teams of experts, true analysis is not possible.

NATIONAL DRIVER REGISTER SERVICE

Section 301 of H.R. 13228 would expand the Driver Register Service
so as to include those individuals whose licenses to operate a motor
vehicle have been denied, terminated, or temporarily withdrawn, with
the exception of a withdrawal for less than 6 months based on habitual
violation,

Since the inception of the National Driver Register Service in 1961,
it. has received the full cooperation of all the States and has proved
to be a vital service in sereening out those who are unfit to operate a
motor vehicle on our Nation’s streets and highways. In fact, there
are over 821.719 names on record of those convicted of driving while
under the influence of aleohol or the commission of manslaughter
while operating a motor vehicle. Over 19,024,719 search requests have
been acted on by the National Driver Register Service, and 112,021
individuals have been prevented from obtaining licenses in another
State because their record was on file with the Register Service. As
recently as February 1966 an average of 44,000 search requests were
received daily and acted upon by the Register Service.

We would hope that this vital voluntary service between the States
and the Federal Government continues as an aid to the States because
driver licensing is a State function rather than one of the Federal
Government. While all 50 States are now participating, if mandatory
participation were proposed in the national Driver Register Service,
this might well lead to fears of eventual Federal control over the
driver licensing functions of the States. Needless to say, this would
seriously impair the cooperative spirit now enjoyed between the States
and the Federal Government as exemplified by the construction of the
Interstate Highway System.

ANNUAL PROGRESS REPORT, TITLES I, IT, AND III

At this point we would suggest that a new section be added to the
bill requiring that the Secretary submit an annual report to the
Congress detailing the results of the research, testing, and develop-
ment programs.

683-481—686—pt. 2—3
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FINANCING

As heretofore pointed out, the AAA supports the objectives of H.R.
13228. However, a traffic safety program of the magnitude envisioned
in this bill and its related proposals will, according to the administra-
tion’s figures, cost $700 million over the next 6 years. The $700 mil-
lion figure has been characterized as “seed money” or “start-up money.”
The question arises : Who should bear this cost ?

The present Federal-aid highway construction program has reached
the halfway mark and the benefits of this great system of highways
already are affecting national defense as well as every segment of
industry, commerce, private development, and individual travel
throughout the Nation. But there is a roadblock ahead. The 1972
completion date of the Interstate System has reached a point of crisis
precipitated by higher costs than envisioned in 1956 at the outset of
the program.

Through no fault of this committee, no serious effort has been exerted
to meet this financial erisis. Several knowledgeable national organi-
zations, including the AAA, estimate the expected deficit of com-
pleting the Interstate System by 1972 to be approximately $7 billion.

The Secretary of Commerce has stated that the financing of the
expenditures proposed in the administration’s bill, as well as the
financing of the Highway Beautification Aect of 1965, would be
financed insofar as possible by the application of 1 percentage point of
the present automotive excise tax to the highway trust fund. That if
and when this tax should prove insufficient, additional funds as needed
would be appropriated from the general funds to the highway trust
fund to finance safety and beauty.

AAA policy is against the use of highway trust fund money for any
{)urpnse other than the acquisition of rights-of-way, the construction of

ighways, and the administrative expenses of the Bureau of Public
Roads.

AAA also is opposed to any Federal excise taxes on private passen-
ger cars, their accessories and parts.

We do not believe that highway safety and highway beautification
programs should be lumped together in one financing package. We
do not see any justification for automatically equating highway safety
with highway beautification.

In this connection, the AA A considers landscaping or highway beau-
tification within the right-of-way as a part of construction and thus a
legitimate charge against the highway trust fund. However, we do
not consider landscaping, acquisition of scenic easements, beautifica-
tion, and so forth, beyond th right-of-way as a proper charge against
the highway trust fund.

Moreover, we submit no one at this time can provide a realistic cost
estimate for financing the proposals of titles I, and I1, and IT of H.R.
13228, particularly the Federal financial assistance to the States under
the Baldwin amendment in title ITI. First we just do not know what
standards will be set forth by the Secretary. Nor do we know what
demands will be made by the States for financial assistance through
50-50 matching grants. '

Thus, the American Automobile Association recommends that
H.R. 13228 be so amended :
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1. That the initial financing be on a 2-year basis—namely, for
fiscal years 1967 and 1968—rather than for a 6-year period;

9. That the financing cover highway safety programs and not high-
way beautification;

3. That the necessary funds be provided from general fund revenues
and not the highway trust fund ;

4. That the Secretary of Commerce be required to make a survgy
of the States regarding their financial ability to meet the standards
to be set under the Baldwin amendment and report his ﬁndlnd;;s and
recommendations to the Congress within 2 years from the date of
enactment. Sufficient funds should be proviged for such survey and

report.
Iépeut-,iﬁcully, the AAA recommends the Traffic Safety Act of 1966 be
financed from general fund revenues as follows:

H.R. 13228 Fiscal year

Title I. Motor vehicle safety standards_. oo eees 1967
Title II. Traflic sceident and injury: Research and test facility .. .
Title IT1. Highway safety:

Highway safety programs (Baldwin amendment) .o i s :
Highway safety research and development. .eee. oo cammarcrmccmaneecn 20, 000, %

R e e e e e ek sl bk i 142, 000, 000

1 Planning and feasibility studies only.

The foregoing are the administration’s cost figures but are limited
to fiscal years 1967 and 1968.

Assuming passage this year, the Secretary would make his report
and recommendations to Congress as to the financial needs of the
States for Federal assistance in 1968.

In 1968 the Congress would have the opportunity to give careful
study to the Secretary’s findings and then authorize the needed funds
for this worthy highway safety program.

We should keep in mind that under existing law the Secretary is
required to submit to Congress, not later than January 1968, the cost
estimate for completing the Interstate Highway System by 1972.
The orginal cost estimate in 1955 was $27 billion for 40,000 miles,
then in 1959 the cost estimate soared to $41 million for 41,000 miles;
and the 1968 estimate may go as high as $50 billion.

It also should be noted that present law requires the Secretary,
not later than January 1968, to submit his recommendations rega:l'g
ing the Nation’s future highway needs following the completion of
the Interstate System.

Thus in 1968 the Congress will be in a better position to evaluate the
cost responsibilities of financing highways and highway safety. Let
us not make the same mistake of underestimating the cost of highway
safety as we did with the Interestate Highway System.

The AAA is not advocating a cutback in spending for highway
safety. The stakes are high—nearly 50,000 lives a year, at the cur-
rent rate more than a quarter of a million lives in the next 5 years,
plus a countless number of injuries and property damage in the
neighborhood of $50 billion. '




816 TRAFFIC SAFETY

Let us make a start during the next 2 years through Federal leader-
ship to encourage the States to develop comprehensive and realistic
traffic safety programs which will adequately cope with the major

causes of death on our highways—the vehicle, the driver, and the
highway.

I]n' Cramaan. Mr. Kachlein, we appreciate your coming here and
giving us your views because, after all, you do represent a great seg-
ment of the men and women who drive on our highways and I am sure
that you have very definite views through your experience and through
your observations.

Mr. Moss, do you have any questions?

Mr. Moss. Thank you, sir. I will defer for the moment.

The Cramryan. Mr. Springer?

Mr. Seringer. All T would like to ask isthis one thing. Tam not sure
that I got the deadlines in the latter part of the statement you read,
as to the division of expenditures of what should be charged to the
highway fund and what should not.

("ould you give that to us again?

Mr. Kacurein. Yes. With regard to the highway trust fund, we
have adhered to the principle all along that it should be used for three
purposes. One was for the acquisition of right-of-ways: the second
was for the construction of highways. The third was for the adminis-
trative cost of the Bureau of Public Roads. That has been the con-
cept of the highway trust fund.

We feel that for the 2-year period in determining the cost and where
we are going to go with the Highway Safety Act, this should come out
of general revenue funds. That during the 2-year financing period
we want to know specifically what the demands and the requirements
will be; because until we have this information we will be inc apable of
forecasting the funding of a long-range program.

Highway beautification and highway safety can be a bottomless pit
unless we specifically know the program and outline what we are going
to do.

Mr. Serivcer. T have two further questions. Did T understand you
to say that beautification as to the right-of-way is properly charged
tothe fund?

Mr. Kacuarein. That is right.

Mr. Serincer. But any other beautification is not properly charged ?

Mr. Kacureix. Going outside the right-of-way.

Mr. Ht-mxt:r.n And highway safety should not be charged to the
fund?

Mr. Kacuanemx, At thistime; yes,sir.

Mr. Serivcer. We are talking about either that which is heard be-
fore this committee or that which is heard before the Public Works
Committee in either instance ?

Mr. Kacurein. That is correct,

Mr. Seringer. Should not be chargeable to the highway trust fund?

Mr. Kacurein. That is correct.

Mr. Seringer. Thank you.

The Caamyax. Mr. Dingell?

Mr. Dixcerr. Mr. Chairman, it is a pleasure for me to welcome Mr.
Kachlein to the committee, and I commend him for a very fine
statement.
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Mr, Kacureix. Thank you very much, Congressman.

The Cramratan. Mr, Devine?

Mr. Devine. Thank you, Mr. Chairman.

I think the approach taken by the American Automobile Associa-
tion is unigue at least among the witnesses we have heard to date,
Specifically, I am encouraged by the fact that you are not wishing to
use the highway trust fund for a purpose other than that for which
it was created.

I think that is particularly significant because when Senator Ribi-
cofl testified here vesterday he pointed out that this is a multimillion-
dollar program that will ultimately amount to $380 million. He
suggested that he had an amendment that would put this in excess of
a billion dollars.

I think your association is on very solid ground when it suggested
that the highway trust fund should be confined to those three purposes
which you have outlined and going to keep the cars moving.

I thank you for your statement.

Mr. Kacurein. Thank yon, Mr, Congressman.

Mr. Moss (presiding). Mr. Pickle?

Mr. Pickre. No questions.

Mr. Moss. Mr. Satterfield ?

Mr. SarrerrieLp. No questions,

Mr. Moss. Mr. Ronan ¢

Mr. Roxan. No questions.

Mr. Moss. Mr. Nelsen?

Mr. Newsen. No questions.

Mr. Moss. Mr. Cunningham?

Mr, Con~Nineray, Thank you, Mr. Chairman.,

Although you have confined your testimony to the trust fund, and
so forth, your organization has been attacked as publicity seeking. I
would like to have your summary of what you do in the field of traffic
safety and what your figures show as to whether or not the great
majority of accidents are caused by factors other than the design of
an automobile, as has been alleged.

Mr. Kacurein. Mr, Congressman, I am glad you asked me that
question, because we have attacked the highway safety matters as a
four-factor or four-prong problem, starting with the pedestrian. We
do know from facts and figures that in properly training the pedes-
trian and calling to the pedestrian’s attention the problems and also
the enforcement of proper pedestrian laws, the death rate of the
pedestrian since 1957 has been reduced by 50 percent even though
there has been an increase in the number of automobiles, the number
of miles traveled. and the population by over 200 percent—not popu-
lation but I am talking about miles traveled.

So that we do know that there can be improvements made and we
have taken a very active part in it.

Second, we know through the school patrols that there has been a
50-percent in total count reduction in the deaths and injuries to the
school patrols since it has been formed and to our schoolchildren.

We do know that insofar as the motorist is concerned, the motorist
actually is the prime factor in any traffic and safety program and the
motorist must be trained, and our youngsters must be trained through
the educational programs that we have.
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We are assisting today, for example, the State of South Carolina, on
a very exciting educational TV program made up of 31 half hour pro-
grams that are going on closed circuits to each of their high schools.
It will be made available to the other States in training our youngsters
to drive properly on the highways. We do know that where young-
sters are properly trained to drive on the highways they acquire
through proper training courses the equivalent of nearly 8 years of
experience that an untrained driver has over his lifetime.

Ve are emphasizing the problem at the driver levels as well as at
the pedestrian level. We do know that the drinking problem is an ex-
tremely serious one. We are hopeful that the research work that
would be created by the Highway Safety Act of 1966 that is before
you will bring out definite figures to prove the things we think are
causing some of our accidents.

On the other hand, we have approached it also with the manufactur-
ers as to proper and better packaging for safety in the automobiles.
We have found, also, defects on new cars coming forth from the
Detroit runways. So, we have met with the manufacturers to point
out, through our emergency road service, the defects that we have
found among our 9 million members.

The fourth factor is the highways, the highway engineering, through
the work with the highway departments, through the spot checks, for
example, through the development of meetings between highway en-
gineers, through ASHO to do a better engineering job.

We look at it as a four-factor problem, not a three, two or one, al-
though today one may be the whipping boy, such as the manufacturer.

We think that these four facets each need to be examined in order
to bring about better highway safety on our highways.

Mr. ConNiNgaad. Any machine, including an airplane, might have
some bugs in it occasionally.

Mr. Kacarein, That is right.

Mr. ConNineaAM. In all of your experience—and I am familiar
with your organization, having been in this field professionally—in all
of your experience, do you say by and large that the fatality rate
and injury rate are due to factors other than the automobile ?

Mr. Kacarein. Frankly, I could not answer that question with any
degree of aceuracy, sir. The reason is that the type of reporting that
is done at the State level or by the local police force is not uniform
enough or in depth enough to determine. T can point out to you,
sir, that several of our automobile clubs operate insurance branches
of their operations and they have a staff of men who do an in-depth
study on every one of their fatal accidents. They have been sur-
prised to find that a number of the accidents, but not the substantial
amount, sir, have been caused primarily by car defeets. But T could
not give you the answer, Congressman.

Mr. ConNixeaam. There are no such figures available are there?

Mr. Kacuvrers. That is correct, sir, and that is the reason we are
interested in having this proposal passed so that we ecan do proper
research work and we can do it on a more uniform basis.

Mr. Coxxineras. We had a table here the other day that showed
Connectient had the lowest death rate per 100 million miles traveled
and then the other States followed on down the line.
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What would your judgment be as to why Connecticut does a good
job according to their figures, and so many of the other States do not
when everybody drives the same type of automobile?

Mr. Kacarery. May I point out to you, sir, that earlier in my
testimony I stated that it was necessary to creale a proper environ-
ment, a proper attitude on the part of the motorists, in their driving
habits, in their responsibilities, in their duties, not only to themselves
but to their family and to the other people on the highways. It is
possible that Connecticut has done a better job in creating a better
driving attitude among its people which would certainly have some
effect.

Mr, Cun~iNGua. You are familiar with the three E’s of traffic
safety ?

Mr, KacHLEIN. Yes, sir.

Mr. CuxninGaas. Then would it be your judgment that Connect-
icut has been applying the three E formula much better than the
other States?

Mr. Kaonres. It could be, sir. I do know that the emphasis has
been placed for a substantial number of years in Connecticut to make
the driver a better driver and a more cautious one and I think one
that is a more polite driver, sir, if T may use that term.

Mr. Cun~iNaHAM. Your organization has done a great deal of
work in this field. Education, for example. You established safety
programs. When I was in this work it was established that there had
never been a child killed where a safety patrolman was on duty. 1
don’t know whether that is still claimed or not. Do you know!

Mr. KacuremN. I could not tell you, sir, on that. I know we have
had some real close calls but we have reduced the number of children
that have been injured and the deaths that have occurred. Asa matter
of fact. the reduction in actual count is better than 50 percent since
the patrols were organized.

Mr. Counxnivemam. And getting back to the attack that has been
made upon you and all the good work you have done in my opinion,
you do furnish the belts and buckles for the safety patrolmen, don’t
you?

Mr. Kacreix. That is right.

Mr. Cux~Nincrax. Hasn't your organization been a leader in driver
training ¢

Mr. KacaueiN, Yes, sir; we have.

Mr. Cunyingras. You have been in the three E field for all of
these years, therefore, you must feel that stressing the three E’s is the
best way to solve this problem.

Mr. KacureiN. We think it is but we also recognize there are other
factors that we must similarly attack or improve in order to bring
about safety on our highways because we see that all four factors are
involved, sir.

Mr. CunNiNeaAM. Your organization has done an outstanding job
and I compliment you.

Mr. Kacurers. Thank you very much, Mr. Cunningham.

The Cramyan. Mr. Mackay ¢

Mr. Mackay. Mr. Chairman, thank you.
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Mr. Kachlein, I have always considered the membership of your
organization to be the elite of the American driving public. “The
presentation you have made has justified that judgment.

I want to thank you for the comment about the bill which many of
us have introduced. It seems you have agreed with some of the points
made in that bill. I hope that you will energetically support our
effort to get a truly national program with a Federal agency, one that
mobilizes the Federal, State and local governmental forces and the
private element that can contribute to improved traffic sa fety.

The greatest threat, it seems to me, now, is that we might do less
than that.

Mr. Kacnrein. I can assure you, Mr. Mackay, that we are 100 per-
cent behind the proposal that will make this a joint venture on the part
of Federal Government and the States but with a centralized place
such as your bill has suggested, sir.

Mr. Mackay. Thank you, Mr. Chairman. I have no further ques-
tions.

The Cuamyan. Mr. Farnsley ?

Mr. Farxsiey. Thank you, Mr. Chairman.

Thank you, Mr. Witness.

The Cuamryan. Tmissed Mr. Broyhill. T am sorry.

Mr. Brovarur. No questions.

Mr. Farnsiey. Tam glad Mr, Mackay considers membership in your
organization some kind of leadership because I have been a member
for a long time.

Have you any information on one-way streets as opposed to two-way
streets?

Mr. Kacurein. I do not have, sir.  Mr. Sielski, if you don’t mind,
may answer that question.

Mr. Siersgi. We have that available.

Mr. Farxsiey. Can you give it to me off the top of your head ?

Mr. Sierskr. Yes, it is definitely

The Cramyan. Would the gentleman identify himsel £

Mr. Sieiskr. Tam Matt Sielski, the director of the Traflic Engineer-
ing and Safety Department for the AAA.

We have made countless studies and surveys relating to one-way
streets. Your question is whether or not they help to reduce accidents.
Yes, they do. They not only reduce accidents among the vehicles, but
pedestrians as well. Most of these will run somewhere about 30 percent.
This depends on the type of one-way streets. Since the number of
conflicts have been reduced, the number of pedestrian accidents can be
reduced substantially, 80 to 40 percent on these streets.

Mr. Farxsrey., Thank you, Mr. Sielski.

I have inquired about the impact of street lighting on erime and
traffic accidents and delinquency. A portion of the information I re-
ceived indicates in the case of highway lighting, according to illuminat-
ing engineers, the lighting cost is generally less than 1 percent of the
total cost of the highway. Installation of adequate lighting is con-
siderably cheaper, if it is done at the time the highway is constructed.
This is from “Nighttime Highway Safety,” Streef and Highway
Safety Lighting Bureau.

The police chief of Gary, Ind., justifies such expenditures this way :




TRAFFIC SAFETY 821

A zood street light is as valuable as a good policeman, and a lot cheaper.

Only in recent years have case histories provided proof positive that proper
street lighting can eut nighttime fatalities by 50 percent. For the entire Nation,
this means a saving of 20,000 lives annually, plus an economic savings estimated
to be £2 billion per year.

Could you comment on that statement ¢

Mr. Sreiskl, Yes. Street lighting is a very important aspect of an
accident reduction program specifically on our major thoroughfares.
Good. modern street lighting not only helps to prevent erime and other
matters of this type, as well as accidents involving pedestrians, par-
ticularly pedestrians in our large cities. Pedestrian fatalities account
for anywhere from 70 percent of the fatalities in our larger cities to
40 and 50 percent in cities over 200,000 lm;:ll]:ll 1011,

Street lighting results in reduction in pedestrian accidents becanse
so many of these people are killed crossing streets at night, particularly
the old persons. Furthermore, in high-accident locations, there are
countless numbers of studies that show the tremendous reduction in
aceidents as a result of modern street lighting.

Mr. Corris. Would you yield?

Myr. Farnspey. Yes.

Mr. Corriy. This morning I and a number of my colleagues saw
some pictures showing a form of luminous paint used on bridges and
on highway signs, even on street markings. Are you familiar with
that ¢

M>. Siskl. Are you talking about the reflectorized material ?

Mr. Currin. That might be what it is called. All I know is that
it is a form of paint. What is your opinion of it

Myr. Sterskr. It has been proven that any sign that is worth seeing
in the daytime for traffic certainly ought to be clear to the motorist at
night, and reflectorized material does t his.

Mr. Currix. How about on the street markings?

Mr. Sterskr. And the pavement marking as well.  Tfitis important
for daytime use, it is just equally important at night. In addition to
this is the tremendous improvement made in pavement line edging,
particularly on our narrow two-way highways.

Mr. Curriy. Thank you, Mr. Farnsley.

Mr. Farxstey. Do I have time left?

You give a guess that one-way streets would cut accidents 30 to 40
percent. My information is that in Virginia and in California they
have some one-way highways where they build another highway paral-
lel, maybe as much as a half mile away, and that this has caused a
great saving in accidents in the country. Is it a good guess that we
could save 30 to 40 percent nationally if we had one-way streets and
highways!

Mr. Smmiskr. Congressman, there are different types of one-way
streets. If it is for a business area, this is one thine. If it is for an
outlying area, this is another type of street that must be considered,
but basically if a one-way street is designed properly, it will move
traffic effectively and reduce accidents, but it depends on where you
are placing it.

.\}1'. Farxstey. Thank you.

The Cramyan. Mr. Gilligan.
My, Giuuicas. Thank you, Mr. Chairman. I have no questions.
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The Craamamax, Mr. Moss!?

Mr. Moss. I have just a few questions.

This matter of what causes accidents, of course, is intriguing. I
assume that we would all stipulate that the driver behind the wheel has
a major burden as a cause in the accident picture, but don’t we have a
responsibility to be concerned about what happens after the accident is
caused ?

Mr. Kacurein. Very much so.

Mr. Moss. The physical environment in which the passengers and
the driver are located at the moment of the accident?

Mr. Kacureiy, Yes, sir,

Mr. Moss. And the concern over design is predicated on the need to
have a safer environment.

Mr. KacnremN, Yes, sir,

Mr. Moss. And your observation of accidents over the years would
{end you to conclude that that environment is far less safe than it could
e,

Mr. KacareiN. Yes,sir. As a matter of fact, Mr. Congressman, we
met with the manufacturers, not in public but at their own head-

uarters, to discuss this with them a year ago, to point out to them the
things that we had seen from our own observations and our own studies.

Mr. Moss. We should emphasize this and bring it into focus because
it seems to me that there are those who would attempt to oversimplify
or to obfuscate the real purpose of these hearings. Certainly we are
concerned with every factor of safety, the highway, the driver, the
vehicle.

Mr. KacnreiN. And the pedestrian.

Mr. Moss. And the pedestrian. Here, again, the vehicle ]I'n]n_vs an

important role in the nature of injuries sustained by the pedestrian;
does it not, ?

Mr. Kacuarein. Yes, sir.

Mr. Moss. Isn't there evidence, rather substantial evidence, of im-
proper regard for the safety or the welfare of that pedestrian once he
comes in contact with the vehicle?

Mr. Kacnrery, From my observations; yes, sir.

Mr. Moss. On the driver licensing, certainly we want safe drivers.
Do all of the States have adequate standards for the licensing of
drivers?

Mr. KacureiN. They do not, sir.

Mr. Moss. Isn’t it time that perhaps we impose minimal standards
requiring the States to license at least through the imposition of those
standards?

Mr, KacureN. This could be, sir. I feel that once you have estab-
lished a center for research and it is brought to the public’s attention,
you will find that a considerable change will be made in your State
laws. Tt may be necessary to put minimum standards in order to
force that, sir.

Mr. Moss. Having diagnosed this malady that affects our society,
should we wait for a comfortable evolution to finally bring about an
acceptance by those States having failed to date to do so, to impose
the kind of standards necessary to protect the American traveling
public? Driving in my State of California, I can see almost any-
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where in that State license plates from virtually every other State in
the Union.

Mr. KacareN, Yes, sir.

Mr. Moss. The ability of the State by the imposition of reasonable
standards to protect its motor vehicle owners is not absolute, is it?

Mr. KacureiN. It is not.

Mr. Moss. Many thousands of intruders are there every day, as they
are here in the city of Washington, or any community across this
Nation. Haven't we a right, where we know there should be certain
minimums at least met in the licensing of a driver, to expect that they
be met and be met now ?

Mr. Kacuuery. Ithink thatisa fair statement, sir.

Mr. Moss. Now, on tire safety, I have become a little agitated on
this point. 1 looked at a cross section of a carcass, one of the most
fragile pieces of equipment I have seen in many years. I don’t cus-
tomarily cross section my tires to find out how strong they are.

You suggest that the Secretary be required to set interim standards,
and one of the standards you would have him adopt would be the
voluntary tire standards. What are those standards?

Mr. Kacureivy. We have stated that there were a number of stand-
ards that have been developed. For example, the Federal Govern-
ment, in its purchasing, has developed a standard. We suggest

Mr. Moss. Are you aware of the fact that GSA’s representative
yesterday finally admitted they really didn’t have much of a standard {

Mr. Kacrrein. I wasn’t here, sir. I am sorry; I didn’t hear that.

Mr. Moss. For all practical purposes, other than to be able to hold
air, there is no standard. When you buy a tire, you don’t really know
what you are buying. Two-ply rated four. Are you buying four or
two? = You are buying two, aren’t you? Isa two-ply tire safe at high
speeds on a vehicle that is loaded to its maximum carrying capacity

Mr. Kacurers. I could not tell you. I do know this, though : that
the average person overloads his car when he goes on vacation. Many
of the tires that have been tested for the so-called maximum are not the
maximum of the driver. We see that very frequently.

We have met with the tire manufacturers. We had them present
some of their ideas 2 years ago. We have cantioned them and advised
them that they must come up with realistic standards. Now we are
hopeful that some of the standards that they have developed may be of
aid to the Secretary in determining the minimum standard require-
ment during the 2-year interim period.

Mr. Moss. Don’t you think perhaps you need a erash program to
develop a standard which the Secretary should adopt?

Mr. Kacnreix. We recommend in the interim that he adopt the
best standards that he can find to set forth so that you are not waiting
2 years, sir.

Mr. Moss. Again, T want to thank you. I have been a member of
the American Automobile Association for many years and find that
they are an excellent organization that performs services I have en-
joyed and I think they are making an important contribution in train-
ing our drivers of the future.

Mr. Kacurers. Thank you very much, Congressman.

The CraryMaN. Mr. Rogers, did you have any questions ?
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Mr. Rocers of Florida. Just one question or two. Thank you,
Mr. Chairman.

What would be your feeling about the President appointing a board
of experts to advise the Secretary on standards for tires?

Mr. Kacurrin. We see many boards of all kinds. We see many
that are volunteers and the like. I don’t think this is a volunteer job.

Mr. Rocers of Florida. I didn’t say it would be volunteer.

Mr. KacureiN. I see, sir.  This would be paid stafl’ people?

Mr. Rocers of Florida. Well, it would be an Advisory Board to
make recommendations to the Secretary for him to set standards.

Mr. KacnreiN. Advisory Board to the Secretary to simply give ad-
vice, but not make the Secretary follow the recommendations of the Ad-
visory Board, is that it ?

Mr. Rogers of Florida. Yes.

Myr. Kacurein. 1 see no objection.

Mr. Rogers of Florida. What do you think about requiring a certifi-
cate of safety to be placed on used cars before they are sold? This
would be the buyer’s assurance from the dealer that the basie standards
of safety, the features of safety that we are concerned with, those
which were established when the car was new, are brought to the
standards which might have been established by the Advisory Board
and the Secretary.

Mr. Kacnrein, Would it not be better, sir, to have an inspection
service with a certificate of inspection rather than a warranty?
Frankly, I, as a car owner, do not know whether my ecar is in a safe
condition unless some expert has gone over it and checked it thor-
oughly.

I refer you to, sir, the type of inspection that is being done in Austria,
where no car may be sold without an inspection certificate. The
inspection that is done is in-depth inspection, not just five or six or
seven items.

Mr. Rocers of Florida. I don’t think you have grasped what I am
saying. What I am saying is that the dealer, before he can sell the
car, by law is required to see that that car meets the standards set,
the minimum standards set by the Federal Government. That assures
the buyer when he goes into a used car lot that the brakes work, that
whatever safety features have been incorporated in the standards
work and are certified to by the man who sells the car.

Mr. Kacurers. I can see no objection to a program like that. I
can see the value behind it.

Mr. Rocers, of Florida. Thank you. I appreciate that very much.

The Craamyax. Mr. Van Deerlin ?

Mr. Va~x Deegrin, No, thank you, Mr. Chairman.

The Cunamman, Are there any other questions by members of the
committee? If not, Mr. Kachlein, on behalf of the committee I want to
thank you very sincerely for coming and giving us the benefit of your
views, inasmuch as you do represent a great number of the drivers of
this Nation. Again I want to ask you: You do agree in principle with
the bills? Perhaps there will need to be some amendment changes but
you do agree in principle ?

Mr. KacouerNy. We do, sir, and we are giving it solid support
through our 238 clubs and our members because this is a very fine for-
ward step that has been longtime needed.
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The Crairaax. Thank you very kindly for coming to the com-
mittee.

Mr. Kacureiy. Thank you.

The Cramryay. The time has come when we have to adjourn. Is
Mr. Ralph Nader in the audience ?

Will you come forward and take a chair for a brief moment? 1
would like to make a statement. I will make it again.

I will say to you before we start that we will adjourn at noon. I
don’t think it is fair that you start for 2 or 3 minutes and then we be
called to the floor. We will come back at 2 o'clock. I want to make
the statement now and I will make it a little bit later when I have more
members here because I think it is important, that as we continue
these hearings I wish to make it clear that 1 consider the matter
which we are dealing with of very great importance, that it is neces-
sary that we maintain a judicial attitude toward every idea that is
presented for our consideration.

Mr. Nader, this is not for your edification alone but this is for our
committee and for all who appear before us. Some, perhaps most of
the speakers, have decidedly pronounced views that may even be con-
sidered biased. Nevertheless, they are entitled to a courteous hearing.
I must insist that they be heard courteously. We cannot produce a re-
sponsible bill on this highly controversial matter without maintaining
the dignity of a great deliberative assembly.

There is a saying on Capitol Hill that men can disagree without
being disagreeable. The reason I make this statement is that once or
twice there have been statements from members of the committee
impugning perhaps the integrity and motives of some of our wit-
nesses.  As chairman, I will not have this. We will try to get to
the bottom of this very important matter in the best way we can.

T will make this statement a little bit later when we do have more
of the committee here. But I wanted to make it now. It is the
intention of this committee to hear all witnesses and to hear them out
and not to impugn any of theirmotives.

Mr. Nersen. Before we do adjourn, do you have unanimous con-
sent of the floor to it this afternoon?

The Criamaray. 1 have asked to have it and I understood we might
have it. It is my intention to come back at 2 o'clock and if we do not
get permission we will come as soon as we can.

Mr. Nersen. Of course you are at the mercy of someone on the
floor who might make a point of order. I just thought it might be
well for you to indicate that because certainly I have no objection and
I intend to be here.

The CramyaN. One member of the committee has stipulated that
he intends to object to our sitting and thwarted the wishes of this com-
mittee while we have legislation on the floor.

I understand that we do not have much legislation this afternoon.
We hope to come back and continue these hearings even if it goes into
the night. I think it is so important that we should continue and we
will go ahead and meet at 2 o'clock or as soon a fter as possible.

(Whereupon, at 12 noon, the committee recessed, fo reconvene at
p.m. the same day.)

o
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AFTER RECERS

(The committee reconvened at 2 p.m.)

Mr. Friepern (presiding). The committee will now come to order.

I understand that Mr. Ralph Nader is to start with his statement.
Mr. Nader, you may proceed.

STATEMENT OF RALPH NADER

Mr, Naper, Thank you, Mr. Chairman, distinguished members of
the House Committee on Interstate and Foreign Commerce, it is a
particular pleasure to have the opportunity to appeal here today. I
would like to briefly explain why.

In a very real sense the public discussion and deliberation of the
traffic safety problem in this country in its concentration on the en-
gineering aspects of the problem began with the House Subcommittee
on Traffic Safety, which was a subcommittee of this committee in 1956,
under the chairmanship of Kenneth Roberts, and I believe that Mr,
Friedel and Mr. Walter Rogers at the time were members of that sub-
committee.

I had a personal attachment with that set of hearings because almost
10 years ago when I was at law school, in the mail came this volume
called “Traffic Safety.” Its message is just as true today as it was
10 years ago, although perhaps we are a little further along. It makes
one recall how long it takes to get matters moving in an area when the
needs are so crystal clear as they were plesented by the handful of
courageous researchers and public servants that filled a substantial
part of this volume.

Many of them are still today trying to communicate the same mes-
sage and I think their words are falling on more fertile ground; that
is, judging by the activity at the congressional level since last vear

Now I realize that there are a trmn! many witnesses who have come
a long way to testify here today. T do not want to take up unnecessary
time.

I think they should have an opportunity, since my views have been
heard, and I can submit the statement which I made before the Senate
committee. Rather than take up time with repetition, with your per-
mission, Mr. Chairman, I would like to file my statement for the record.

Mr. Frieoer. Your full statement will be included in the record.

Mr. Naper. Thank you, sir.

(The statement referred to follows:)

STATEMENT OF RALPH NADER

Mr. Chairman and Members of the Committee on Interstate and Foreign
Commerce, I am grateful for this opportunity to present some of my views on
the automobile safety legislation before this Committee, The following remarks
will be more generally addressed to the contemporary situation as it relates to
the motor vehicle. For the record, I would like to submit shortly detailed
amendments to H.R. 13228 for the consideration of the Committee.

The current ferment over automobile safety reflects a growing recognition
throughout the country that antomotive engineering can provide the most feas-
ible, enduring, effective and least costly remedy to reducing casualties on the
highway. Designing the machine to adapt to the man has marked the most
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1;.-151::_:111(1 mp@d progress in other man-machine inferactions such as the operation
of mines, trains (the automatic ecoupler and the air brake, for example) and
tluj operations of machinery in factories. It took years to abandon the notion that
it is the man who is to blame, the man who must adapt to a dangerous a nd de-
fective machine in running trains and operating factories. This near exclusive
cut!(:vntrzni-:n on the man absorbed years marked by horrible human carnage.
It is now 1966. It has taken so much longer to begin to shift the emphasis from
the man onto the vehicle. And the toll of delay has been much more tragie.

Whatever may contribute to the accident, singly or in contribution—whether
is be vehicle, driver, or highway environment, it is the vehicle which is over-
whelmingly involved in the manner in which the motorist is killed or injured.
Whatever the contributing factors to accidents, a crashworthy vehicle can make
such failures—fail-safe. It is this second line of defense in the accident-injury
sequence that is our first candidate for action because we can best control this
strategically placed vehicle “net” and design it to cateh safely the aberrant in-
puts of the accident episode. Rather than overcomplicate the quest for causes
and search for ways to eliminate them, priority should be given to erecting
remedies which will cut the causal sequence even if we do not understand these
causes, and their relative importance. At what point we inject our resources and
strategies for injury reduction in the accident-injury sequence is crucinl. We
can fritter away millions of dollars and precious years by misplaced strategies.
Or we can attain almost immediate returns in safety by a greater appreciation
of the feasibility and effect of engineering solutions. (Four years of auto pro-
duction amounts to half of vehicle miles traveled).

The engineering viewpoint has gained greater verbal acceptance by Adminis-
tration officials recently. Speaking before the Highway Research Board on
January 18, 1966, Under Secretary of Commerce for Transporation, Allan S.
Boyd, said: “Probably the most promising approach to significant, tangible im-
provements in highway safety in the immediate future lies in the application
of modern technology. * * * Its application, in essence, means that we must
understand the capabilities and limitations of the driver and then design im-
provements in the vehicle-highway system to make his driving more reliable and
more effective. It means we can prevent accidents or mitigate their consequences
by additions or modifications to the vehicle and the roadway.”

Last November, Secretary of Commerce, John T. Connor, was quite emphatic
in drawing upon the findings of the Burean of Public Roads :

“So the Interstate System is getting results. And it is getting them because
highway engineers relied on facts and rejected the emotional and widely held,
but fallacious, belief that almost all accidents are somehow cansed by driver
error or failure, through carelessness or irresponsibility.

“This belief stems naturally enough from our system of accident reporting,
which tends to be in terms of traffic violations, and from our concept of legal
liability, and it has been reinforced by well-publicized safe driving campaigns.
It leads, of course, to the assumption that, if almost all accidents are caused by
driver error, the way to eliminate them is to make all drivers drive better.

“And since most motorists consider themselves good drivers, it leads further
to the assumption that most accidents are caused by a small group of dangerous,
aceident-prone drivers. Therefore, if we could get them off the road we would
not have accidents.

“IInfortunately, these assumptions are not supported by the facts. An analysis
by the Bureaun of Public Roads just last summer showed that almost an entirely
different group of drivers is involved in accidents each year, and removing the
repeaters—those who have two or more accidents in any one year—would have
virtually no effect on the following year's accidents. The facts are that the
great bulk of accidents involve average, normally responsible drivers. No one
is immune. It is the accumulation of rare-accidents, occurring to all too many
generally good drivers, that principally account for our annual traffie toll.

“The fact is that most drivers, most of the time, are driving near the limits
of their ahility—considering the complexity of the traffic situation and of the
driving task. . . . In our pursuit of safety the emphasis on remedial engineering
rather than reprimand represents an important breakthrough.”

This history of safety in our machine age has shown convineingly that the
genius of man in protecting himself from his machines proceeds from his efforts
in designing machines to adapt to human capacities and limitations, so as to
reduce accident risk, and to guard against the consequences of the accident by




828 TRAFFIC SAFETY

preventing or minimizing the severity of the injury. In 1961, General Motors
engineer. Kenneth Stonex repeated in an article a well known precept: “One of
the fundamental principles of safety engineering is to anticipate every possible
type of accident which may oceur because of machine failure or human failure
and then to establish safeguards to minimize the hazards or injury which may
result when such a failure ocenrs.”

A chief thrust of the critical reaction toward the auto industry is that directed
toward applying this principle far more pervasively to the design and construe-
tion of automobiles, Yet to the present day, the industry shows a profound
disregard for it.

To illustrate, in the January 1966 issue of Popular Science, Hubert Luckett,
editor, described the front bumper design of the new Toronado as “insane.” He
wrote: “It shares this monstrous affront to commonsense with several Detroit
cars this year. A massive wedgelike projection on the sides would be murderons
to a hapless pedestrian unfortunate enough to step in its path. And it conld
easily hang up on a guardrail post, turning an otherwise minor mishap into a
disaster.”

Feneral Motors' response to a complaint about this fender bumper design was
traditional. GM President James Roche dismissed a motorist’s complaint in
February 1966 with the statement: “As regards your opinion coneerning the
Toronado front fender design, we have not had any reports of difficulties.” The
point about this attitude is that consumers are expected to prove their conten-
tions with corpses or bloodied bodies. Instead of engineering foresight in design
and testing at the company’s facilities, Ameriea’s highways are the proving
gronnds.

Another example is the carbon monoxide hazard to drivers that results from
the absence of adequate controls on auto exhaust emission. Carbon monoxide
is n tasteless and odorless gas. In high doses, it is of course lethal. In lesser
doges, ranging from 30 ppm to 120 ppm, and depending on the length of exposure,
the driver can become fatigued, drowsy, and nauseous. These exposures exist
on many crowded highways such as those going into and out of our large cities.
Yet the first studies relating to this hazard were done by government and
University scientists on public funds largely, not by the industry that produces
the product. Engineering foresight in the anto companies did not extend to this
hazard.

The current Deluxe pushbutton seat helt, being sold on an extra-cost basis
by General Motors and Ford (over 8 million belts are presently on 1965 and
1966 model cars) presents hazards of opening by an impact on the huckle. not
the pushbutton only. The type of bhlow on the buckle can ocenr in accident
situations where the buckle strikes the steering wheel rim, or one's arm or fist
is shoved onto the buckle or a package is thrown against it. An open buckle
in eollision becomes a deadly, leashed missile which can and has cansed the most
serions injuries. Ford and General Motors know of this weakness in the Deluxe
belt and have fried fo find a “fix” for it. Yet notwithstanding their inability
to do so, they are continning to sell this more profitable belt and the consumer is
continuing to believe that he is getting the safest possible belt on the market by
paying an extra £12 or $13 for a set of four above the cheaper and safer standard
type lift up belt. Anyone with these belts can see for himself the simple
empirical tests such as laying the belt on a table with two people holding either
end tense and one of them hitting the top of the buckle with his fist and having
it pop open. (A flat piece of metal can be placed on top of the buckle to insure
that the fist does not go into the depressed button section). Mr. John Bugas
of Ford Motor Co., representing the industry last week hefore this Committee,
denied that the belts had this weakness on impact to the buckle. He said that
these belts meet federal and SALE standards, enhance increased usage, and that
tests showed that no such problem existed. Mr, Rugas did not provide the
test results. The federal and SAE standards do not have a specific standard
and test for this type of failure. And the front seat retractors. which are
believed to inerease usage, could be placed just as easily on the standard type
seat belt. Perhaps the major supplier of these belts to the auto companies,
Hamill Manufacturing Co., of Washington, Michigan, should explain how it
conld produce a belt that took between 2 and 214 Ibs. of pressure on the push-
button to open and why it very recently stiffened the spring so that it would
take 314 1bs, of pressure.
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About the only things the Deluxe seat belt has to offer the consumer is a
higher price and possibly a more attractive buckle centering around an insignia-
laden pushbutton—a deadly kind of pop art.

The flagrant absence of engineering foresight, to head off avoidable injury, is
spen in a statement by John Swearingen of the Federal Aviation Agency in his
already pioneering and classie study of human tolerances and automobile dash
panels (released by the FAA in July 1965). Mr. Swearingen wrote : “There is
a4 shameful and needless loss of life and facial dest ruction in erash impacts with
transportation vehicles Man. in a vehicle, is surrounded by rigid tubes, angles,
knobs, heavy door posts, sharp instruments, and heavy metal of small radius of
curvature (to name a few ) all designed to impact the face and head on very small
areas,

“Phis study has shown that if this environment were changed to a medinm-
weight deformable metal (without heavy structure directly behind it) with a
radius of enrvature of 6 to 10 inches for energy attenuation and padded with 1 to
2 inches of slow return material to contour to the hones of the face and distribute
the impact load over the available area of the face, it would be impossible to
produce facial and forehead fractures in crash impacts.”

What | increase the exercise of engineering foresight for safety by the anto
companie The requirement that they shoulder the burden of proving their
products safe instead, as is the case present ly, of the motorist having to prove
that it is unsafe. A few weeks ago, Volkswagen representatives arched their
evebrows at assertions that their vehicle displayed serions safety shortecomings.
They hurled back replies of sabsurd.” That is not a sufficient reply, however.
Motorists may wish Volkswagen to be more specifie about the ability of the auto-
mobiles on the road to take collision forces from various vles, the degree to
which its fuel tank is exposed to rupturing, the crash resistance of its door
latehes and its exposed steering column, the quality of its ventilation, the fade
characteristics of its brakes, the visnal enviromment it affords the driver, the
stability of the vehiele in certain expected driving manuevers and conditions,
and its acceleration capability in emergencies. These ¢ha racteristics in the VW
over the vears leave much to be desired, It is common knowledge at varions
University engineering faculties in this country that the VW is an nnstable car
that often places unreasonable strains on the driving task. Studies of actual
aceidents in Indiana, Massachusetts and elsewhere, as well as investigations and
tests by Mr. Alfred Moseley (Trauma Research Institute, Cambridge, Massachu-
setts and former head of the Harvard accident investigation study), and Dr.
Alan Nahum (University of California at Los Angeles ), Professor Thomas Manos
of the University of Detroit and Dr. Merrill Allen of Indiana University in the
fields of collision performance, handling and visibility respeetively, indicate
clearly that this manufacturer should begin spending some of its profits on known
safety improvements available in West Germany that are now denied the Volks-
wagen.,

The same burden of proof concerning the road worthiness and crashworthi-
ness capabilities of their vehicles not met by American cars. Is there any
reason why the buying publie should not be told of the specific qualities of aunto-
mobiles so they can make an intelligent choice in the marketplace? Disclosing
such facts might have a substantially salutary effect on increasing the quality
of competition in the industry. It is easier to be sluggish and technologically
stagnant behind a shield of secrecy that keeps the consumer ignorant of the func-
tional values of new automobiles (even such a basie fact as brake stopping dis-
stance?). Indeed, this contempt for the consumer’s right to know has reached
the point where Buick advertised last year in U.S, News and World Report its
Skylark as a “Howitzer with windshield wipers * * * almost like having your
own. personal-type nuclear deterrent.”

In concluding these brief remarks, I cannot emphasize too much the neces-
sity of preserving and improving a climate that encourages disclosure, candid
expression and diversity of viewpoints both in governmment, industry and other
centers of knowledge and action that relate to auto safety.

This Committee has requested from the Diyision of Accident Prevention of the
Department of Health, Edneation and Welfare a forthright description and anal-

*(The over-rated and over-priced Rolls-Royee has poor door latches. According fto
Derwyn Severy of the University of (alifornia at Los Angeles, at a 20 mph impact, the
tolls Royee's doors, hood and trunk will come open.)

63-481—66—pt. 2
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ysis of its completed research studies that it has funded over the years. It is
highly advisable that the same request be made of the Bureau of Public Roads in
the Department of Commerce. The Bureau has been contracting for many
studies over the past decade in traffic safety. It too has failed to make these
sindies as conveniently available as it should. It too has neglected analyzing
these studies and express publicly what policy significance and recommendations
can be made from their findings. After all, the purpose of these studies is to
advance safety; so their findings should be related to action or recommenda-
tion for improvements in accident-injury prevention measures, TUnless there is
a dynamiec and continuous link between research and action, research is of little
use, and there is very little momentum generated to support further research.
A report by Northwestern University about 5 years ago detailing the findings of
some 100 accident investigations should have told us a good deal about the causes
of accidents. Perhaps it did. But if so, only the smallest number of people are
aware of these lessons. Dissemination of the findings has been very limited:
few people even in the field of traffic safety are aware of them. The Commit-
tee may wish to give close attention to insuring that a process of analysis and
recommendation be normal operating procedure in the agencies administer-
ing traflic safety laws. It is a matter of the highest importance that a com-
prehensive information policy be included in any legislation to provide guide-
lines and safegnards pertaining to the disclosure and use of technical knowl-
edge. An unwarranted partial or partisan use of such knowledge can prove
to be the most serious of obstacles to safety advance.

The auto industry’s performance in safety could have been substantially
improved if the casualty insurance industry had accepted its responsibilities to
its policyholders and the public, Yet the auto insurance underwriters have
chosen to remain silent throughout the years., They rate drivers as to their
characteristics and records but have refused to develop a rating system for auto-
mobiles. (The New York State Imsurance Commissioner, Henry Root Stern, is
launching a study to ascertain the requisites of such a rating policy.) These
insurance companies are proud of the detailed accident data they possess, but
recoil hastily when demands are made to compile them in a way to determine
vehicle differences and make these compilations public for use in prevention
programs. Casualty companies have been quite rigorous in seeing that ships
are built safely and factories are operating with minimum hazards but when it
comes to cars, its “hands off.” Several reasons have been advanced for this
diverted posture. The auto companies comprise large enstomers for casualty
underwriters, the ample investment income and the suceess in obtaining rate
increases from the states to cover rising claims payments, the aversion to publicly
criticizing and attempting to discipline the auto industry for fear that a Pandora’s
box will be opened that will reach back to the auto insurers themselves, and the
restraints flowing from interlocking directorates (See “Interlocks in Corporate
Management, A Staff Report to the Antitrust Subcommittee of the House Com-
mittee on the Judiciary, March 12, 1965) and insurance company holding of aunto
industry equities help to explain why the natural countervailing force for the
auto industry has abdicated its role.

Perhaps another reason, a more generie one, is the absence of husiness states-
manship on the part of casualty company executives. It is tiring for one to be
told again and again in private how delighted these executives are over the publie
pressure for safer designed ears, but that of course one would understand why
such delight cannot be expressed publicly. One does not understand! Such
inhibitions have cost this country dearly.*

It is deplorable, to anyone who appreciates the kind of contribution that the
casualty insurance companies conld make, to note that not a single company, nor
any of the trade associations have come before a Congressional Committee and
shared their experience and information with legislators who are trying to obtain
the fullest information on which to consider traffic safety legislation. (The
Insurance Institute for Highway Safety statement certainly did not meet this

*On July 21, 1965, before the Senate Subcommittee on Executive Reorganization,
Arjay Miller, President, Ford Motor Co., stated on behalf of his company that “We shall
ropose an expanded program of coaperation between onr company and the automotive
nsurance industry, designed to osml])li.-:h a correlation between the safety design and
maintenance charnecteristics of each vehlele and the cost of automobile insurance.” It
wmﬂ'% be instructive to learn what has developed along these lines in the ensulng nine
months.
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need). Such self-censorship amounts to cowardice and irresponsibility—it con-
tributes to a deterioration of the health of the private sector in checking and
balancing excesses by one economic group against the publie interest.

Finally, the auto industry, by appearing through the Auntomobile Manufacturers
Association before Congressional Committees, has succeeded in presenting a
united front on policy issues. This makes it all the more difficult to elicit a
diversity of viewpoint and specific information from the various manufacturers
and encourage individual presentation so msonant with the theory of competi-
tion. Instead, speaking with one voice, little is said. When little is said, there
tends to be even less asked. The record suffers from permitting such a pre-
conceived position of unanimity which in turn allows the unfettered play of intra-
industry power to stifie possible dissent or differences in response. And so do
the people.

Mr. Naper. I would like to make a few short points in addition, how-
ever. which are not covered in the statement. These have no particular
sequence of priority. They are just points that I think ::;'hnul(]l be made,
that have been neglected.

T think we should turn considerable attention to the problem of
motorcycle safety. The sale and use of motorcycles in this country are
skyrocketing. The number of deaths in 1964 reached a thousand. Last
year they soared to about 1,500. The question of motorcycle safety has
been treated extensively in Western Europe and the Parliaments in
some of those countries have come around to a cheap remedy for pre-
venting considerable serious injury and death ; that 1s, the compulsory
wearing of helmets.

The basic research has been done here in terms of trying to determine
how frequently people strike their heads in such accidents. Improved
types of helmets have been developed, and laws exist in Europe re-
quiring all motorcyclists to wear these helmets.

It is significant that in this country there is not a single State that
requires motorcycle riders to wear helmets. I think this is one of the
most clear-cut measures which can be pushed either at the congres-
sional or the State level. At least Congress can give some leadership
in focusing on the problem.

We are getting a tremendous upsurge in sales and the commensurate
fallout in injuries and deaths will continue upward.

There should be a great deal more attention to the p roblem of school
buses. That not only includes the braking problems but also the area
of how do you protect the children, the seat belts, eliminating the hard
metal rods that strike them in collisions or in just simple play while
they are on the bus.

The problem of doors falling open and children being spilled out or
the problem of windows being highly suspectible to popping open or
shattering in a very hazardous fashion are also elements of this
problem.

The problem of cost has come up quite frequently. In the latest
context the manufacturers want to insert a clause in the bill as they
sought, it to be revised, saying that the Secretary shall take into
account costs.

I think that any administrator would obviously have to take into
account cost elements by the sheer necessity of the problem as cost
obviously is taken into account in aviation and in ship safety. But
if the manufacturers are going to insist on a clause in the statute about,
cost then I think it must be insisted in return that they reveal their cost
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figures. They can't have it both ways. They can’t say cost meaning
retail cost and have that taken into consideration unless we realize
and determine how large their actual markup is.

Another area, ill'ioﬂy, is that of inventiveness. T have been im-
pressed over the years with the tremendous number of ideas about
automobile safety that have come from every nook and eranny in the
country. Admittedly, many of these are farfetched but many are not.
In our past, we should have learned to respect the entire volume of
innovative proposals beeause that one out of a thousand or one out of a
million has had such a great impact on the country’s technological
advancement.

What troubles me is not the lack of inventiveness. There seems to
be a good deal of that. What troubles me is the fact there is no process
by which the inventors can have their inventions evaluated fairly.
You see the tremendous frustration building up by inventors who
cannot get proper hearings by the manufacturers. There is the patent
problem. There is the problem of concentration of the industry, re-
luctance of the industry to pay royalties and many other complications.

I think any Federal traffic safety role should include some sort of
institution which can process these and give them a fair evaluation
so that we can reap the full benefit of the population’s genius as well
as encourage more innovative effort because inventors realize they will
be heard if they come up with something.

The matter of advisory committees has come up. 1 think it is quite
evident that there will be advisory committees whether the legislation
mentions them or not. Therefore, the issue rises as to whether the
law should have suitable guidelines for the type of advisory commit-
tee that is set up to advise the administrator. I think this would be
desirable at least to the extent of trying to assure that there is a
viable and substantial consumer representation on the advisory com-
mittee and that the committees’ deliberations are made publie by
having a public record taken of the proceedings.

,\l!\'i.-inl'_\' committees tend to become a minor branch of Government
these days and it is best that their work be more clearly defined, their
representation more precisely delineated, and their deliberations
transeribed for the public.

The problem of information policy is a very erucial one.  You heard
last. week the manufacturers state that they had thousands of stand-
ards dealing with safety. One company had 2,000. Other companies
presumably had a similar number. But there is no offer to make these
standards public. Therefore, it is really not much more than a
numbers game unless we realize that the public should have access to
these if they are going to be taken at their face value, that is if there is
an allegedly serions concern at a high level with safety standards
developed by the companies, themselves.

There are many other questions which will not be answered in the
administration of the bill unless there is a specific information policy
written into it. The problem of disclosing studies, the problem of
making available facts to various parties in interest, the entire overall
and pretty gigantic problem of the partial or partisan use of technical
knowledge I think shonld be confronted squarely because more and
more, of course, he who has possession of knowledge and what he
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does with it is quite related to the type of power, the type of tyranny
perhaps that occurs, over the particular policy area.

This is particularly important in the area of automobiles where
there is such a strong commercial interest in the way a particular study
comes out or does not come ont.

The final point I would like to make deals with the matter of erim-
inal penalties. I think this must be faced, Most of our safety laws
have criminal penalties written into them. Not that these are going
to be imposed with any great frequency or severity but the fact re-
mains that as long as outrageous behavior can be envisioned, however
infrequent, there should be a criminal clause, a eriminal penalty clause
in the act. just as there is in aviation, for example, food and drug, and
many other areas.

You will notice that the administration’s bill does not have 2 erim-
inal penalty elause in it and I think this should be corrected. Too
often people can do rather horrible things behind a corporate shield
and not be culpable for it, not be taken to account for it.

If they did those things as individuals they would be severely
punished. Since there is this type of institutional corporate shield
that has grown up out of corporate law in order to protect business
risks and the tremendous complexity of decisions filtering down, there
should be some residual clause in the bill that says if you do go so far,
willfully, and knowingly obstruct procedures or sell cars with serious
defects and so forth, that there be this criminal penalty.

If an individual did the same thing he could very likely get life
imprisonment, acting on his own behalf.

One final point dealing with the compact which was brought up.
T always thonght that Congress was the suitable compact for a prob-
Jem so national in scope and so persuasively interstate in character.
I think that the attempt to try to have an administrative commission
such as the VESC, which issues safety standards and then sends them
back to all the State legislatures for approval is a very cumbersome
and unpredictable system. There are clearly areas for State action
and there are clearly areas for congressional action, and our Founding
Fathers developed the Federal system for a purpose.

T think it is an unnecessary interlay between the State and the
Federal system and in a sense a violation of the spirif of regional State
compacts to extend the compact principle in the auto safety area over
50 States.

If it can be extended over 50 States it could far more legitimately
be placed in the Congress.

That is the extent of my remarks, Mr. Chairman.

Mr. Frieper. Mr. Nader, I want to commend you for devoting your
time to such a worthy cause as traffic safety. You recalled the Roberts
committee was created 10 years ago. As you state, T was a member
of that committee. We did visit the plants, we saw a lot of research
being done and we knew then of a lot of known safety devices that
were optional equipment. Now they are coming around to where
they are making them standard equipment. Not enough, but they
are coming around.

One of the big problems that we found then was the advertising of
horsepower. Each automobile manufacturer was trying to promote
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more horsepower than the other. Nine persons out of ten that we saw
on the street when you spoke of horsepower would only think of speed.
We mentioned that. They did finally agree voluntarily to stop ad-
vertising horsepower.

The committee has tried not to interfere with States’ rights.

In your comments you mention the penalties but did not say any-
thing about the driver. Do you have any feelings on that end, the
driver or driver education ?

Mr. Naver. Pardonme?

Mr. Frieper. Driver or driver education, is that necessary in your
opinion to have more careful drivers on the road?

Mr. Naper. Yes, of course it is desirable to try to find methods
which will make the skills of drivers in manipulating their vehicles
more effective. 1 make a distinetion between driver education and
driver training. Driver education is largely learning rules and that
kind of communication lecture process,

The more difficult area of driver training is something that we have
hardly begun to perfect in terms of how you actually do it. We have
gotten to the point something like the speed reading classes. You
think you go up very fast the first 3 or 4 weeks but after awhile you
are back to normal. So that the teaching of something is quite dif-
ferent from making it a habit, making it a habitual and instinctive
type of response.

As my remarks would imply, T don’t hold much brief for the exist-
ing driver education treatment and philosophy. I think it has been
largely a waste of time.

Mr. Friepen. Each member is limited to 5 minutes. So T am going
to observe my own rule.

Mr. Farnsiey, I realize that we ought to read his statement before
we ask some questions but T am now to the point that T wear trifocals.
Could he give us a boiled-down version of his statement? T don't
want to delay things.

Mr. Frieoer. Mr. Nader, would you care to do that?

Mr. Naper. Yes. Ithink one of the points which experience brought
out, Mr. Chairman, when you went to Detroit, and looking back on
your experience 10 years ago brings out one of the points which I
would like to make; namely, that there is many an excuse between
research and use so far as the automobile industry is concerned.

The question is clearly we need to do more research but there is also
an ancillary question as to how much can be done now? T don’t think
it takes much new research and we certainly have a good deal of old
and accomplished research to take advantage of, not only in the auto-
mobile field but aviation and other areas of transportation, to make
a significant advance in the safety of the vehicle.

This comes to my major point as to why I emphasize the vehicle.
In listening to the questions by the committee members today T see a
very legitimate interest in trying to determine cause of accidents.

I would like to make two distinctions. One is you can have the
accident and still be safe if you have a vehicle which will protect you
in a collision. More importantly perhaps is this, that while there are
many causes leading to an accident the interaction of the vehicle, the
highway, the driver, weather conditions, and so forth, and there are
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many causes which lead to this phenomenon, the vehicle is overwhelm-
ingly involved in the production of the injury.

The question will be asked: Why worry about preventing injury
because if you prevent the accidents you don’t have to worry about the
injury ?

The reply to that is that the knowledge in terms of preventing the
injury is much closer at hand than the knowledge in terms of prevent-
ing the accident. The causes that lead to accidents are tremendously
complex. They deal with human behavior and with a wide input of
factors. But as they come in, in their hazardous way, and as they
zero into the accident situation, there is a net that can catch them all
and render them fail-safe if that net is a crash-worthy vehicle.

That is one of the principal reasons why I emphasize the vehicle
because I am not so much concerned with cause as I am with remedy.
1t is like, to take an example from the medical field: You have many
causes, speculative or determined for polio but what was the remedy {
It was a vaccine.

The point is that if you can find a remedy that will cut the casual
sequence in a prompt, cheap, enduring, and effective manner, then
you can in a sense simplify the process and not go to the extent which
many of our people working in the field of traffic safety tend to do and
thatis try to overcomplicate it. They try to overcomplicate it because
they look at the issue from their respective discipline.

A psychologist will look at it and be fascinated by the tremendous
range, the great spectrum of psychological abberations that will lead
to an accident situation. But we can avoid these. We can take a basic

ywinciple of engineering safety which is to anticipate the area of
}1:1?,:11'(1 and move in fast strategically and cut the causal sequence
even though we don’t understand all of the causes that lead to the
accident or to the injury.

One of the prime lessons of the advance of safety in the interaction
between men and machines, whether it is in transportation, such as on
the railroads with the antomatic coupler or the air brake, or when it is
in our factories with hazardous machinery or in our mines, the great
progress has come by designing the machines to adapt to the limita-
tions and capacities of the human operator.

So it is easier to design a safer machine than to expect the human
being to adapt to an unsafe machine environment. Perhaps another
way of looking at it is this: Since Paleolithic times, man has not basi-
cally changed his motor and sensory characteristics. He is the same
biological organism. Moreover, his tolerance in terms of his ability
to take blows has not changed.

So which is easier: To try to convince 95 million drivers to habitually
and all the time refrain from panic application of the brake in emer-
gencies, particularly on wet pavements, because this will lock the
brakes and they will lose control of their car; or is it easier to design
an antilocking braking system into the vehicle?

Which is easier: To try to change the biology of the human being
so that he can take tremendous blows which now kill him ; or is it easier
to build a flat and yielding instrument panel that can take tremendous
blows and still not fracture the individual’s face?

Perhaps it is an oversimplification, but I think the choice is eugenics
or engineering. In eugeniecs, even if we know how, we would have at
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leave a 17-year leadtime. The engineering solution is always a more
enduring one, and it is always the one that tends to bring out the more
creative genius of man for safety. That is the whole index of the
progress of our material civilization. We try to improve our instru-
ments so that they do what we want, so even if we fail in operating
them, we don't have to pay for it with our lives.

I will go so far as to say that a humane automotive technology of a
civilized society will even want to protect the drunk from his indis-
cretions, in addition to the people who are driving innocently down our
highway and are struck by this drunk. We have not yet decreed capi-
tal punishment for drunken driving, and I don’t think we should ex-
pose him to preventable death for that one indiscretion, as it so often
1s, after he has made literally hundreds of thousands of appropriate
driving maneuvers safely as, incidentally, most drivers do before
they make that one mistake which over a period of 800 billion miles a
vear and 95 million vehicles pile up to a deadly toll. Even the drunk
should be given a second line of defense, which is a crashworthy car.

That is a good deal of the substance of my statement. I would draw
yvour attention to the comment by Secretary Connor. who was relying
heavily on research in the Bureau of Public Roads. This statement
by him last November indicates the new direction of the research spe-
cialists in what hopefully is going to be a dynamic traflic safety en-
deavor in this country.

I can’t emphasize too much that you do read, when you have time,
both Under Secretary Boyd’s and Secretary Connor’s addresses here
beeause I think they take in very well the role of the driver here and
the role of engineering remedy as contrasted to multiple causes.

I go on to give some examples of the type of attitude by the industry
which T think contradicts basic safety engineering principles of
foresight ; that is, you don’t always have to wait for statistics to prove
a hazard. You don’t have to wait for the bloody returns to note that
a deadly tail fin or a hood ornament or the sharp chopper of a Mustang
is deadly.

The whole idea is to anticipate risk and design around it. We do it
so brilliantly these days in our missile systems and our space endeav-
ors and other areas of industry, I think it is about time that the auto
industry’s management liberates the engineering skill and genius
right in their own companies and tell their engineers to begin design-
ing creative, humane automobiles instead of extruding the same
obsolete type of vehicle year after year. I think three decades ot
obsolescence in this area is enough when you consider what the in-
jurious consequences are.

I then make one final point, just to finish up. I think a good deal
of the problem has arisen because organizations in the private sector
have not met their responsibilities to counteract the excesses of the
auto industry. It is one of the great benefits of our pluralistic system
which unfortunately does not work quite as well as it is often described
that every group is seeking to advance its self-interest.

In the collision of interests we discipline ourselves. We are disci-
plined. This happens in my own profession, the legal profession.
Many of the basic law reform or court reform movements came from
outside. They were laymen, not lawyers, unfortunately.
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In the arvea of the automobile industry, the companies have been
living in a kind of isolated world. They have not had a feedback, they
have not been subjected to systematic criticism, they have not had to
meet external standards of performance, they have kept the consumer
in relative ignorance so as to take away his consumer’s sovereignty.

If you would like some examples of that, try coing down to your
dealer next week and ask him what the break-stopping distance of
that new car you might want to buy is. Ask him anything about the
safety performance of the car and he can’t give you the facts.

He can tell you what acceleration capability is or the horsepower
rating, but he can’t give you the essential quantitative value of how
roadworthy the car is in terms of tires, brakes, and carbon monoxide
leakage, and so forth, and he cannot tell you how erashworthy it is
when or if you are involved in the 10 to 30 million accidents that
oceur every year.

This is the type of consumer ignorance that is so reflected in the
advertising of companies with their appeals to power, style, lust, and
their almost crude, vulgar incitations to aggression, the ad which 1
have cited here, for example, calling a Buick Skylark “a howitzer
with windshield wipers: your own personal type of nuclear deter-
rent.” This is the peddled concept of a machine that kills 50,000
humans a year in this country.

You would think that the better part of business prudence would
be to restrain such advertising unless they had studies showing there
is no transferral effect from the advertising to the behavior, par-
ticularly on teenagers.

The whole area of animal growls and names has grown to such an
extent that when you turn on the radio you think you are about to
hear Tarzan of the Apes or the circus is coming to town. What it
is really is the Pontiac widetrack tiger that you can ride out in tiger
country—formerly known as your Pontiac dealer.

This is the communication process by which the consumer receives
information about his automobile. How can he begin to appreciate
rational and sound engineering innovations. Instead, his whole value
system is oriented to appreciating trite and trivial expensive style
changes. It is like having only four publishers in the country: all
they publish is pornography. When they are asked “Why don’t you
»ublish classics?” the answer is “The public does not demand it.”
& think the automobile industry has been kind of purveying a sort
of automobile pornography of its own.

Mr. Frieper. Mr. Nader, on page 4 of your statement you make
this charge

Mr. Curriy, May I interrupt? Are we going to adjourn to make
the quornm call?

Mr. Fremer. We will recess and come back. Just wait a moment.

On page 4, next to the last paragraph, you state:

The auto industry’s performance in safety could have been substantially im-
proved if the casualty insurance industry had accepted its responsibilities to its
policyholders and the publie. Yet the auto insurance underwriters have chosen
to remain silent throughout the years.

What do you think the insurance companies should have done?

Mr. Naper. I think, Mr. Chairman, that the responsibilities are
to the policyholders and to the public. They are in the following
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categories: The insurance companies are very closely associated with
the traffic safety problem. They have on other occasions asserted
that they have great sources of data here, that they have a great amount
of statistics because people tend to be more frank and more willing to
disclose it when it involves the prospect of being paid an insurance
claim.

My question is: What have they done to this data aside from keeping
them for their own corporate purposes? One would think that the
insurance companies would want to reduce their loss claims if only to
make a greater profit. Unfortunately, there are other considerations
which I pointed out in that paragraph which have tended to make
the insurance industry accommodate its views to those of the auto
industry.

Consequently, there has never been in this era of computerization,
where data can be systematized and processed and retrieved with
great precision, there has never been a pooling of this data by any
msurance trade association. Nor have any of the large insurance
underwriters done it on their own, to determine whether there are
various correlations between new cars and accidents, poorly maintained
cars and accidents, et cetera.

They have even gone to the point of discovering defects, design
defects in cars that have led to injury, paid off the claims, turned
around, gotten indemnification from the auto company, and just set-
tled it right there without informing even their policyholders who had
the type of vehicle that was involved.

That is the first area of responsibility which I think they have not
fulfilled anywhere near as adequately as they could.

Another area would be in the area of exerting pressure and spon-
soring research in automobile safety to try to subject the anto indus-
try to a closer realization of its own potential. Liberty Mutual has
been an exception here. Over the last 10 years, they have been involved
in the creation of prototype cars on a rather crude level. They have
just launched a $500,000 program to build their third prototype car.
At least in terms of trying to establish external standards of perform-
ance and initiative and encouragement, they have done relatively
well.  But the other companies have shown little interest in Liberty
Mutual’s work. They have been, in effect, treating the automobile
as a taboo.

If you will look at the statement of the Insurance Institute for High-
way Safety, which I am sure you heard last week, I believe, you will
see very little reference to the vehicle, although it is well known that
isurance executives are extremely interested in having safer vehicles
produced. They are privately encouraging this growing realization
on the part of the public, but they refuse to do so publicly.

I don’t think that is anywhere near achieving the stature of cor-
porate citizenship and statesmanship that they are entitled to if they
only awaken to their responsibilities. That is basically my criticism
of the insurance industry. It is a classic noncounterveiling force
which could be the elassie disciplining force on the auto industry, cer-
tainly it is big enough to, and if it would only process its data in such
a way to have cars rated according to their accident and injury prone-
ness, the way they rate drivers according to drivers’ accident records
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and whether they are 25, female, unmarried or whatnot, then they
would, in effect, be penalizing unsafe cars by surcharging them and
rewarding safe (.‘:lt‘HH}‘\' reducing the premium and, therefore, serving
as an incentive for the auto industry to avoid in the next year’s mode
such designs and to promote safety features on next year's models.
This has not occurred.

Gratifyingly, the insurance commissioner of the State of New York,
Henry Stern, has begun a study to determine what is necessary to put
such a system into effect. With the advent of the computer, tremen-
dous advances can be made in the refinement of the data which were
never thought possible 10 years ago. I think that is possibly what
Mr. Stern has in mind.

The Cramyan. In conclusion, then, you think that the insurance
groups could do a lot more in being heipful in preventing accidents
and leading the way.

Mr. Napeg. Yes, they could have done a lot more and made it less
necessary for a stronger Government role. They could have if they
had started 30 years ago.

The Cramryan. Do you think that it ought to be the insurance com-
missioner of the different States who takes a lead in this, or the insur-
ance companies themselves, or a combination of both ¢

Mr. Naper. Well, Mr. Chairman, the initiative could come from both
at the same time, like the insurance commissioner of New York is,
in a sense, conducting the study with the three principal rating bu-
reans. 1f the rating bureaus decide to rate cars, the rating bureaus
are groups of insurance companies, they still have to have approval of
the States. So the State insurance commissioners are crucial here, as
well. ;

The Cramaan. The committee will stand adjourned until 3 o’clock
so that we can answer a quorum call.

( A short recess was taken.)

The Cramoran. The committee will come to order, so that the chair-
man might make an announcement—and I very, very reluctantly
make it.

We have had an objection from a member of this committee to sitting
during the markup of the bill which is on the House floor. Accord-
ing to the rules of the House, we cannot continue in session. I do
not know how long this bill will take. I am hopeful that perhaps it
will not take too long and that we might be able fo continue this hear-
ing today.

Mr. Nader, can you be around an hour from now, or maybe an hour
and 15 or 20 minutes?

Mr. Naper. Yes.

The Cramaran. I will say this: that at 4:15 T will know whether
we are going to be able to resume these hearings this afternoon. If
we cannot, we will resume them in the morning. If we can, T would
like to resume. Let us make it at 4 :30.

Mr. MAckAY. Mr. Chairman, there are several witnesses here from
out of the city who have come from some considerable distances who
have the kind of testimony that T think would cause a member of the
committee to want to have an opportunity to cross-examine them.

Are you able to tell us at this time whether there is any possibility
of having any of the additional days of hearing on this subject ?
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The Cuamaan. According to the way we are going now, it looks
like we will have at least 1 day next week, and more likely 2 days.

Mr. Mackay. On thisbill 2

The Cuamyan. On this bill. For the reason that we do have
many witnesses from out of town, I am anxious to continue, if at all
possible, this evening. Some men who are here from different sec-
tions of the country have said they would have to rearrange their
plane schedules and appointments in other places in order to try to
accommocdate the committee,

Mr. Macgay. The reason I asked is that. in particular, Mr. Moyni-
han, here, is a particular type of expert witness qualified to talk about
data and what you do with data. It has run like a thread thre ugh the
whole discussion that we don’t have adequate data. I particularly
would like to hear his testimony concerning what you do with it after
You get it, and what the possibilities are.

I cite Mr. Moynihan as an example of the type of witness that I think
could make a major contribution to our shaping of the final bill. 1
am sure many other witnesses are in the same category.

The Cramyax. T assure you that the ones who have talked to the
chairman have something to contribute. I think it is very worth-
while. I certainly will do everything I can to accommodate them,
but my hands are tied under the circumstances.

I will say at 4:30 this committee will reassemble. If we can con-
tinue then, we will. If not, I will make the announcement and we
will have to go over until tomorrow. Therefore, the committee will
recess until 4 :30.

(Whereupon, at 3:10 p.m., the committee recessed, to reconvene at

10 a.m., Thursday, May 5, 1966.)
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THURSDAY, MAY 5, 1966

House oF REPRESENTATIVES,
CoaiTTeE ON INTERSTATE AND FOREIGN COMMERCE,
Washington, D.C.

The committee met at 10 a.m., pursuant to recess, in room 2123,
Rayburn House Office Building, Hon. Harley O. Staggers ( chairman)
presiding.

The Cuamyan. The committee will come to order.

We have two Members of the Congress whom we will recognize
briefly before we proceed with Mr. Nader.

We had some interruptions yesterday afternoon which we could
not help, so we are delayed and a little behind time in our schedule.
We hope to try to catch up.

We len‘u with us today two Members of Congress whom I would
like to recognize briefly.” First of all, I would like to recognize my
colleague from the great State of Georgia, Phil Landrum, (ongress-
man from Georgia, and an outstanding Member of the Congress.

He has taken the time to come over here with his constituents to
introduce them to this committee and to say a few words in their
behalf.

I would like to say that Phil Landrum has made a great record
in the Congress of the United States and great contributions. I am
sure that all Americans agree with my statement.

Phil. we are glad to recognize you at this time to introduce your
constituents. 1 assume they understand they will have to present
their statements later in the day.

STATEMENT OF HON. PHIL M. LANDRUM, A REPRESENTATIVE IN
CONGRESS FROM THE STATE OF CALIFORNIA

Mr. Laxpruat. Thank you, Mr. Chairman. Of course, I am very
grateful and humble for your most generous remarks, and I am very
grateful to you and the committee members for giving me the oppor-
tunity at this time so that 1 might go to another engagement in my
committee, to bring to your committee this very distinguished group
of Georgians representing the Safety Committee from the Georgia
Legislature.

The committee is made up of four members of the house and four
members from the senate. There are present today to speak on this
legislation seven of the members of that committee, the chairman

541
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of which is Representative Bill Williams, from Gainesville, Ga. Bill
has been an outstanding member of the Georgia Legislature, and he has
been very active in the field of safety legislation.

Mr. Williams will be chairman of this group, and I understand, the
spokesman for them when their time comes. They do understand they
will present their testimony later.

The other members present from this committee are, from the house,
Mr. Roy Lambert, Mr. Bobby Johnson, Mr. Crawford Wair; and
three members from the Georgia State Senate, Senator William
Circe from Savannah, Senator Earl Edwins, and Senator Edward
Hughes.

I am sure the committee will profit by the information that these
members from our Georgia Legislature will bring. T take great pride
in presenting them to the committee.

Thank you again for giving me this pleasure.

The Criarrman. We are very happy to have had you with us this
morning, Phil.

Our next Member is John R. Schmidhauser of Iowa.

Congressman Schmidhauser, you are to be congratulated for taking
the time to come before the committee this morning.

STATEMENT OF HON. JOHN R. SCHMIDHAUSER, A REPRESENTA-
TIVE IN CONGRESS FROM THE STATE OF I0OWA

Mr. Scummuavser. Thank you very much, Mr. Chairman. 1
know you have an exceedingly heavy schedule. I want to take occa-
sion first to commend you and the members of your committee for the
tremendous contribution that you are making to the American public.

I would like briefly to set out a problem that T would ask this com-
mittee to consider while the record is open on the overall problem of
motor vehicle safety legislation. T believe it is imperative that this
problem be recognized and considered fully with your best judgment
on this committee.

I refer to this problem of agricultural tractor safety, which plagues
the many hardworking agricultural people throughout my own State
and in other regions of the Nation.

To underscore the nature of this problem, let me point out briefly
some of the facts of farm tractor safety problems. In 1964 alone
there were 3,200 accidental deaths in farmwork, over one-third of
which involved farm machinery.

In my own State of Iowa, 42 percent of the farm deaths involved
farm machinery. Towa’s tragic death toll is one of the highest in the
Nation in this field.

During 1964, the tipping of tractors was the largest single factor
in the cause of fatalities with 33 percent of the accidents involving the
tipping of tractors resulting in the death to the occupant of the tractor.

These statisties seem to indicate that some type of tractor roll bar,
a device which has been tested in Sweden, would provide additional
protection to the operators involved in such accidents.

There are two suggestions which I have laid out at length in my
testimony and that T would like to stressbriefly.
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One is that I have recommended that the language of your bill be
amended very slightly to include motor vehicles of all types, which
would, of course, include farm tractors.

Secondly, I would like to have permission to include in the record
one of the fine pieces of work done by the National Swedish Testing
Institute for Agricultural Machinery, as an example of the kind of
testing work on tractor safety that should be undertaken as a'national

obligation here. |

I might add that I shall incorporate such recommendations in testi-
mony I have prepared for my own committee, Public Works, which,
as you know, 1s dealing with another aspect of traffic safety problems

in general. > { :
Jith your permission, I would like to include for the record this

articular study entitled “Tractor Safety Cabs, Test Methods and
xperiences Gained During Ordinary Farmwork in Sweden.”
o CHAmRMAN. Without objection, it will be inserted into the

record.
(The document referred to follows:)

TRACTOR SAFETY CABS, TEST METHODS AND EXPERIENCES GAINED DURING ORDINARY
Fary WORK IN SWEDEN

[National Swedish Testing Institute for Agricultural Machinery, Uppsala 7—
Sweden]

(Report prepared by Harald A :Son Moberg)

1. INTRODUCTION

In Sweden. and in fact in all countries with a highly developed agricultural
mechanization the number of accidents involving a tractor overturning sideways
or rearwards has increased sharply. This situation is attracting an ever increas-
ing general attention.

Tractor overturning accidents are generally characterized by their rapid
progress and very often they are fatal to the driver. The purpose of this paper is
not to analyze the causes of these accidents. They have been examined minutely
in both Swedish and foreign treatises.

Experience shows that the number of sideways-roll accidents in Swedish agri-
culture is 3 or 4 times as many as those involving a tractor overturning
rearwards.

The extent of the tractor accidents and their serious nature have led to great
attention being paid from different quarters to the question of providing pro-
tection for the driver. In spite of the rearward accidents being relatively few
they were initially the centre of interest to the general publie, probably due
to the fact that, for the majority of people, rearing backward of a tractor
is a much more dramatic and abstruse event than the fairly natural sideways
roll resulting from the tractor being driven into a ditch, for instance,

The safety devices which have been suggested have often seemed attractive at
first sight, but on closer inspection they have turned out to be out of touch with
reality. Most of them are based on the idea of shutting off or disengaging the
engine automatically at a pre-chosen angle of tractor rearing. In some cases
this has been arranged by electrical means, for instance by fitting a tube con-
taining a column of mercury which, at the pre-set angle of tilt, closes a circuit
which in turn affects the ignition system of the engine (only carburetor type
engines) or the clutch or the fuel pump of diesel engines. In other cases
mechanical pendulum and compression spring devices have been tried for rapid
declutching at a pre-chosen angle of tilt.

These devices must not work before the tractor has reached a tangible angle of
tilt to the ground (at least 30°). Otherwise they will hinder the tractors from
working on steep hillsides.
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A considerable number of designs along these lines have been entered for
test at the National Swedish Testing Institute for Agricultural Machinery (here
called N.T.I.A.M.) during the past years. During the trials it was clearly estab-
lished that the engine shut-off devices were generally ineffective in preventing
a rearing tractor from overturning backwards as the motive energy of the
engine often sufficed to complete the overturning even after the ignition had been
shut off. In this respect, the declntching devices were more adequate but they
were necessarily rather complicated and thus subject to mechanical and func-
tional failures of their several components. And besides, this was true of the
engine shut-off devices too. For both types of device, accidental releases have
oceurred to such an extent as to make the ordinary driver inelined to disengage
the device altogether. The fact that the devices have several delicate parts is
particularly dangerous as periods of perhaps several years may pass without the
device being used. Then suddenly it is required to work, and with split-second
timing. There is then a very real danger that it will not work satisfactorily.

On the basis of these observations and in consideration of the important fact
that they offer no protection against sideways-roll aceidents, these types of
siafety deviees have not been accepted by the National Workers' Protection Board
in Sweden, the authority responsible for supervising measures concerning safety
ete.

The positive experience gained with cars, the bodies of which have often
proved to offer adequate protection to the passengers even during serious ac-
cidents, led to the conclusion that cabs or frames of sufficient strength (hereafter
termed safety cabs) could be expected to provide acceptable protection to tractor
drivers.

2, THE FIRST TESTS

The first test at the NT.LAM. of a cab designed to give anti-erush protection
to the driver during overturning accidents (sideways or rearwards) was made
in 1954—55 (see Report 1215), Fig. 1. No established test procedure existed
at this time. The tests were made as “live” tests by rolling a tractor sideways
and rearwards on level ground as well as on gradients, Fig., 2, It was found
that necessary robustness in cab design could be achieved while still keeping
dimensions within reasonable limits.

However, the procedure employed during this test was not satisfactory, for
two main reasons: (i) the tractor on which the cab was fitted became severely
damaged, making the test an expensive process, (I1I) the test was not directly
reproduceable, as the stress imposed on the cab could vary within wide lmits
depending on how it happened to strike the ground.

3. DEVELOPING A NEW TEST METHOD

As the matter was judged to be of great importance, the N.T.LLAM., in ¢lose
co-operation with the Workers' Protection Board, tried to devise a test scheme
which did not have the above drawbacks and which also otherwise could be
carried out at acceptable cost,

After disenssions and trials it was concluded—

That while being tested it was essential that a safety cab be fitted on
exactly the type of tractor for which it was designed.

That the tractor should not be overturned but rather be anchored in its
normal position.

That the strength of the safety cab should be determined by blows de-
livered by a swinging weight and, furthermore, by application of a static
load.

That the test program must be simple and that the test must not be
expensive,

For this particular case the test program must be devised so that it leads to
a design that will be strong enough withont getting too expensive. Nor must
this design interfere with the normal operation of the tractor.

Naturally these tests are “type” tests. The manufacturer must be responsible
for all the cabs of the series being made identical to the specimen tested and
approved.

To ensure real safety it is a necessity that the attaching brackets of the cab
and the corresponding components of the tractor body have sufficient st rength
to withstand the stresses imposed upon them during an overturning accident.
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A cab that breaks away from the tractor provides no protection for the driver.
Trouble is often experienced with the points of attachment of the safety cab
to the tractor because the existing components of the tractor body which can be
used for this particular purpose arve generally quite thin castings.

If the tractor is adequately anchored to the floor during the test, there is very
little risk of damage being inflicted upon those tractor components that are not
actively involved.

If the strength of the eab is determined by pendulum impact tests the type
and level of energy that would be present during an actual overturning incident
can be applied to the structures in a simple and comparatively natural way.

In selecting data as to pendulum weight, impact energy and static force, ete.
it is necessary to remember that it is not possible to achieve 100% safety with
reasonable outlay. It will be necessary to aim at an acceptable compromise be-
tween safety and expenses, with due consideration to the fact that safety pays.
The tinal decision must necessarily become individual.

At the N.T.LAM. we used the following method in establishing the data as to
impact energy etc. :

A number of series of trial frames were made. Such a frame was similar to
an ordinary safety frame but it was not intended to be used as such under pric-
tical farm econditions. The first frame of each series was very weak: it was
made of thin tube and no reinforcements were used. The second frame was
a little stronger, the third one still stronger ete. The different series were iden-
tical and all the frames were designed for use with one and the same traetor.

Laboratory sideways-roll and rearing tests were then made with the tractor
falling from various heights onto a heavy-gauge steel plate lying on concrete.
This type of contract surface was chosen in order to minimize variation in sur-
face condition. After the fall the degree of deformation of the trial frame was
measured and recorded. Fig. 3 shows the tractor with a trial frame fitted dor-
ing different stages of an overturning test.

On the basis of these test results and by comparing them with those obtained
during actnal overturning accidents it was possible for the parties concerned to
reach agreement as to stresses a safety cab must withstand, according to the
weight of the tractor, in order to provide an acceptable degree of protection.

The next step was to relate the experience and conclusions arrived at in the
overturning tests with pendulum impaect tests. By means of theoretical ealcu-
lationg and, above all, comparative impact tests on trial frames identical with
those used during the overturning tests it was possible to ascertain the line
of impact and the level of energy required to match the stresses occurring
during the definitive overturning tests, A pendulum weighing 1000 kg (= 1
metrict ton = 2205 1b) was used during the intial tests, althongh the weight
could be varied within narrow limits. Fig. 4 shows the general lay-out of the
arrangement. Fig, 5 is taken during a test.

With a view to obtaining further material for estimation of the relationship
between the stresses oeccurring during impact tests and those during actual
overturning, a series of impact tests was also made with motor car bodies,
which are known to provide reasonable protection during overturning accidents.

In continned co-operation with the Workers' Protection Board a diagram was
worked ont showing the impact energy a safety cab should withstand. It was
agreed that the curve should not commence at (0 but that a certain safety margin
should be included even on very light tractors. After a number of confirmatory
tests this margin was set at 250 kilopondmetres (kpm) (approx. 1800 1b ft), and
the final curve was given the values shown in Figs. 6—7. As will be seen
quite different values were established for blows from the rear and for blows
from the side.

It should be noted that the values given in the diagram are valid only on con-
dition that the tractor is anchored to the floor in the presceribed manner and that
the tire inflation pressure is the one used during ordinary field work (as a
rule 1 kp/em*=75 psi).

The tractor weight refers to the fractor without driver and without any type
of ballast. No implements ete, are included in the weight. If the tractor is
intended for use with track or half-track equipment, the weight of this equipment
is to be included, however.

Thorough investigations showed that within reasonable limits it did not
matter whether a comparatively light pendulum and a higher speed of impact
(height of fall) or a heavier pendulum and a lower speed of impact (height of
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fall) were chosen. For practical reasons a pendulum weighing 2000 kg (= 2
metrict tons = 4410 1b) was chosen for the final test equipment.

The pendulum (Fig. 10) which is made up of a welded steel plate box filled
with serap iron and concrete, has a plane impact surface, 68 ¢m high by 66 cm
wide (= approx. 27 by 26 inches). The depth is 78 em (= approx. 31 inches).
The pendnlum is suspended by two chains and can easily be raised or lowered
on them to suit the height of the tractor cab (Fig. 12). The pivot points of
the chains are situated at a height of approximately 6 meters (= approx. 20
feet) above floor level. The pendulum is pulled back by means of an electric
hoist and is released by a quick-release mechanism operated by a rope,

As there is always the possibility of the tractor rolling onto and around the
cab roof or ending up resting on it during an accident, it was considered a neces-
sity to add a compression test in which a statie load is applied vertically to
the top of the cab in such a manner that the erushing force is distributed among
all the supporting members so as to simulate a likely real-aceident situation.
The static load was =et to be equal to twice the weight of the tractor in order to
ensure a fully adequate safety margin. Fig. & shows the lay-out of the test equip-
ment. The beam is pulled down by hydraulic rams. The foree applied is deter-
mined by measuring the oil pressure in the hydraulie system (the equipment must
then be ealibrated so that the relationship between vertical foree and hydranlic
pressure is known) or by placing the tractor on a weighbridge of sufficient
capacity. Both methods are used at the test plants that the NJT.ILAM. has at its
disposal.

The test program stipulates that all three subtests shall be made on one
and the same cab and in the following order:

1. Blow from the rear
2. Blow from the side
3. Statie loading

The eab must not be straightened or repaired in any other way between the
subtests.

During the tests the eab suffers a greater or lesser degree of deformation. No
detailed values of maximum permitted dimensional changes are set down. As
the Swedish tests are always earried out and supervised by one and the same
crew of specially trained persons it has proved feasible to rely on the individnal
judgment of the testing personnel. The general principle used when making the
decision as to whether a strueture is strong enongh is that the deformation must
be insufficient to cause serious risk of injury to the driver. The deflection at the
top of the cab is always measured and recorded after each blow. The forward
deflection seldom exceeds 2 or 3 em (= 1 —13 inches) and a sideways deflection
of less than 20 or 25 em (= 8—10 inches) is generally quite acceptable. But,
naturally, no fractures must occur to the c¢ab frame or to the means of attach-
ment to the tractor.

A complete test includes also a study of factors other than the strength of the
cab, such as, for instance, the visibility from the driver’s seat and the noise.
Certain eabs, particularly those made of sheet steel, have a tendency to raise
the noise level at the driver's seat.

After complementary tests the above test code was established in January
1958 for nse at the NNT.I.LA.M. At this time an inereasing number of manufactur-
ers showed a growing interest in safety cabs and safety frames, which resulted
in an intensive testing activity.

In the conrse of the vears the N.T.I.A.M. has installed three complete testing
plants, one for each of its testing stations in Uliuna, Alnarp and Ribiicksdalen
The plants are all similar in essentials but differ as to some minor details. mainly
owing to the local lay-out of the existing buildings. Figs. 9-24 show views of the
different plants and of test work being carried out.

4. SWEDISH REGULATIONS CONCERNING SAFETY CABS

During 1958 the Workers" Protection Board introduced a regulation to the ef-
fect that all new tractors delivered after 30th June, 1959, should be fitted with
an approved safety cab. In May, 1959, the complete regulations concerning such
cahs were confirmed by the National Roard Board together with the Workers'
Protection Board. As to the test procedure these regnlations follow entirely the
above-mentioned test code employed at the N.T.I.A.M. since January. 1958,
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On the basis of later experience some modifications of these regulations were
introduced in February, 1962, and now they read as follows:

“REGULATIONS CONCERNING CAR oR PROTECTIVE FRAME ON TRACTOR

“According to a resolution, passed by the National Workers' Protection Board
on April 1st, 1958, and the Royal Resolution of July 28th, 1958, new tractors,
delivered after June 30th, 1959, shall be supplied with a cab or protective frame.
For that reason the National Road Board, after consultation with the National
Workers' Protection Board and in virtue of para. 1 in the Road Traffic Procla-
mation, announces the following regulations.

“1. A cab shall have sufficient strength and be adeguately fixed to the tractor
<0 as to provide satisfactory protection for the driver and the passenger inside
the cab against injury, if the tractor overturns sideways or backwards.

“Nore—The strength of the cab is to be considered sufficient if the cab,
without deformation which may imply danger for the driver or the pas-
senger, goes through the following tests carried ont on one of the same
cab and in the order mentioned below :

“(a) Impact test applied with a pendulum in horizontal direction from
behind to that part of the eab which can be expected to receive the bump
when the tractor overturns. The weight of the pendulum shall be at least
1 ton. The impact power, L» kpm, shall be Ly, = 250 4 0.04 G, where G =
the tractor’s weight in kg.

“(b) Impact test applied with a pendulum in horizontal or somewhat
downward-sloping direction from the side perpendicularly to the upper part
of the cab. The weight of the pendulum shall be at least 1 one. The impact
power, L. kpm, shall be L, = 250 + 0.3 G, where G = the tractor's weight
in kg.

“(¢) Static load applied vertically to the upper part of the cab with a
force corresponding to twice the tractor's weight. The load is divided he-
tween supporting components by means of a suitable spacer.

“sThe tractor's weight’ means the weight of the tractor with filled tanks
and half-track equipment, if the tractor is supplied with such equipment,
but without liquid in the tyres and without attachment weights and driver.
During the test the tractor shall be firmly fixed to the ground.

“2_ A cab shall be made so that projecting parts, e.g. iron-bars, angles or edges,
are not likely to eause injury. Covering to reduce danger from bumps may be
necessary e.g. for windshield wiper motor., Attention shall be paid to con-
struction of the roof especially over the driver's head. Furthermore, the Na-
tional Workers' Protection Board’s regulation No. 29 (General Machine Regu-
lations) which can be ordered from Svenska Reproduktions AB, Stockholm 6, as
from No. 4368, shall be observed in relevant provisions.

“3. There shall, whenever possible, be a door on hoth sgides of the cab. When
necessary there shall be steps and handles so as to facilitate ascending and
alighting.

“A cab shall also, in other respects, be constructed so as to make it easy for
the driver and the passenger to get out, if the tractor has overturned or reared
backwards, Escape ways shall be easy to open from inside the eab.

“Instructions prescribed by the National Workers' Protection Board (see Ap-
pendix) as regards driving with tractor on frozen water shall be observed.

Nore.—The requirements in the second section are considered to be carried
ont, if the cab is open or can be opened at the rear and in addition has either
a door on both sides or a door on one side and a door in the roof or removable
roof. The same is the case, if a cab without a side-door is provided with
door in the roof and is open or can be open at the rear and also provides
at least one further possibility of getting out.

“4 A cab shall be constructed, so that it does not prevent applyving on or
attaching to the tractor such machines, tools, trailers ete. which normally are
used together with the tractor. It shall be so spacious, that the driver has satis-
facory freedom of movement when driving and when handling machines, tools,
trailers ete. The driver shall have, at elbow-level, a free space of at least 45 ¢em
at each side, measured from the centre of the steering-wheel. The space between
its loaded seat (about 70 kg), fitted with standard pad, and the lowest part of
the roof shall be at least 1 m. The minimum free space round the periphery of
the steering-wheel shall be 6 ¢m along the longitudinal axis of the tractor and
round the remainder be 8 cm.
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An upholstered seat should be arranged for at least one passenger.
I].m:ilt'- which are es l\I|\ accessible shall be provided,

“6. A cab shall be provided with sufficient windows to give adequate vision.
The window-panes shall be of material that does not give sharp splinters when
broken.

“7. Doors, windows (able to open) or any other movable part shall be of
durable construction.

A cab shall be provided with an electric windshield wiper and direction
indicator,

“9. A cab shall be made so as to prevent the driver and potential passengers
from becoming annoyed by dranght. There shall, however, be provision for
adequate ventilation and the cab must be capable of being quite well aired.

“10. A cab shall as far as possible be so constructed and mounted on the
tractor that annoying noise will not arise inside the cab.

“11. Material used in a welded construction shall be suitable for welding.
Welding shall be earried out only by a competent welder.

“12. The relevant provisions in points 1—11 shall also apply concerning pro-
tective frames.

“13. In a cab or frame there shall be a sign with clear and permanent text
as follows :

“SCAUTION

“‘Keep firm hold of the steering-wheel if the tractor turns over. Do not
jump.

“‘Power-take-off shaft and universal joints shall be enclosed over its entire
length.

“*No room for passenger. (Alternatively: Room for ——— passenger(s)
only.)

“14. For cab or protective frame which meets with the above mentioned re-
quirements and otherwise is suitable, the National Workers' Protection Board
gives type approval. On a suitable place the eab or frame shall be furnished
with stamped manufacturing number and the type marking which the Workers'
Protection Board gives when approving the type. If a eab or frame is furnished
with a sign, intended to replace the certificate in accordance with the National
Road Board's ‘Notification to the supervisors’ No. 03-07-01 (letter T 126-
170/60), the type marketing need not be stamped in the frame.

“These regulations shall ecome into force on April 1st, 1962 and shall substitute
the Board's notification No. T. 2/59, dor T 2377-170,/59.

“Approval previously issued by the Workers' Protection Board iz held in force
until the Workers' Protection Board has otherwise announced.

“NATIONAL Roap Boarp.'

In Sweden, tractors are often driven across frozen lakes and rivers during
winter logging operations. In the event of the tractors going through the ice.
it is evident that the driver runs a serious risk of getting trapped if the cab has
no suitable ways of escape. Therefore the Workers” Protection Board has issued
special regulations concerning tractor operation on frozen areas of water. They
are as follows:

“SPECIAL REGULATIONS CoONCERNING OPENARLE Roor ox Cars Frrrep 1o TRACTORS
WaicH Are Usep For TRANSPORT WoRK ON FrozEN LAKES oR WATERCOURSES

“During wintertime a certain amount of transport work is carried out on
frozen lakes and waterconrses which involves the risk of tractors going through
the ice. It is therefore a vital necessity that both the driver and the potential
passengers can readily leave the cab in the event of the fractor becoming sub-
merged.

“For this purpose a eab fitted to a tractor which is operated on frozen lakes or
witercourses, must be designed in such a way that the roof can readily be opened
or removed, partly or entirely, from inside the cab.

“Inside the cab, well in view of the driver, there shall be a notice stating that
the roof must be open w]niv- the tractor is operated on frozen areas of water,

“NATIONAL WORKERS' ProTECTION BOARD."
The Swedish regulations concerning safety cabs contain no directions as to

designs to prevent tractors from continuing to roll down a long slope. The reason
iz that the probability of such events ocenrring in Sweden is very slight,
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The energy level chosen for the impact tests will very probably ineclude a
safety margin, If the initial diagram giving the relationship between tractor
weight and impact energy is applied to very heavy tractors it seems to lead to
excessively clumsy cab designs, Lately it has been discussed whether a reduc-
tion in impact energy would be justified econcerning the heaviest types of tractor,
for instance those exceeding 6 or 8 tons.

5. THE DEVELOPMENT SINCE 18T JULY, 1950

Since 1959 more than 60,000 tractors have so far (May 19G4) been fitted with
safety cabs or safety frames. The experience is that most farmers and foresters
prefer safety frames with detachable covering to complete safety cabs. During
the colder part of the year, the frames are usnally fitted with window panes and
canvas covering for weather protection. There are several reasons for this
development. The heat generated in a cab, especially during hot summer days
ean be excessive, the noise is often quite unpleasant and the range of vision is
more confined. Furthermore a cab is usually more expensive than a frame.

At first quite a number of firms took up the manufacture of cabs and frames.
Since then the number of manufacturers has decreased but the productive ca-
pacity remains high.

Frames designed for use in the forest are often made extra strong and rigid.
This additional feature is actually no advantage from the point of view of safety,
especially because the requirements as to the strength of the tractor body and the
means of attachment become very severe. The advantage is that the frame can
be used for supporting a speciallized piece of mounted equipment, for instance a
loader.

Figs. 25—33 show some recent models of Swedish-made safety cabs and safety
frames,

The positive experience has resulted in a new regulation to the effect that all
tractors, including old ones, which are operated by employed personnel, must be
fitted with a safety cab or a safety frame as from 1st October, 1965.

Since January, 1958, approximately 500 safety cab tests have been made at the
N.TULA.M. in accordance with the test program related above,

6. EXPERIENCE IN PRACTICE

Ever since safety cabs came into use in Sweden, the Workers' Protection
Board and the N.T.LLA.M. have collected information on accidents involving trae-
tors fitted with an approved type of cab, with a veiw to gaining knowledge on
the effectiveness of test regulations in force.

It has not been possible to get detailed information on all accidents occurring,
but some 40 cases have been more or less thoroughly examined. In some of these
cases the eab had been exposed to very severe stre :: in other cases the stresses
imposed were less serious. Not a single eab or frame had become distorted or
damaged to such an extent that it was unable to provide the required degree of
protection for the driver, alt hough, in several instances, the tractor itself suffered
considerable damage. In all the accidents studied the drivers escaped being
injured, with the exception of one driver, who was killed beneath the tractor when
trying to jump clear,

Firs. 3443 show examples of accidents involving tractors fitted with an
approved type of cab.

The observations to date indicate all that the present test mel hod and the
standards of acceptance required produce designs strong enough to provide a
hizh degree of safety. But this fact does not exciude the possibility of further
experience justifying modifications in the future. For instance, the addition of
a compression test has been considered during which the force should be applied
to the rear section of the roof. The reason of this is that certain types of cab
in other countries, but not in Sweden, are provided with a roof the rearmost
section of which is either free-bearing or only partly supported. It cannot be
taken for granted that such a roof will withstand collapse when hitting the
ground during a rearing accident,

Finally, as a general observation, it should be mentioned that the demands
npon a cab concern not only its st reneth but also many other factors such as
roominess, provisions for easy entering and alighting, vigibility, noise and venti-
lation. Most likely the cabs will not be genuinely adequate until they are de-
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signed and manufactured at the same time as the tractors and from the very
beginning form an integral part of them,

The Cuamsan. Are there any questions from any members of the
committee ?

If not, we wish to thank youn for coming before the committee today.
We know you are very much interested in this subject. As you say,
you are conducting another series of hearings which are alined with
these.

Thank you.

Mr. Scaummuavser. Thank you, Mr. Chairman.

The Coamman. \ealeul‘u. when this committee adjourned, Mr,
Ralph Nader was answering questions.

Mr. Nader, would you resume the stand, please ?

Mr. Nader, we certainly couldn’t control the interruptions. We
are going to start all over again this morning with eac h member of
the committee being given briefly a chance to ask questions. There
are some present, who were not present yesterday.

I am going to start with Mr. Rogers of Texas. 1 will say that each
member will be allowed 5 minutes. T will be compelled to watch the
clock on the first go-round and on each go-round to limit the question-
ing to 5 minutes.

1 hope the committee will keep their questioning down. I hope
when we get the information we seek, it will be sufficient for the record
to help L]ns committee in its deliberations when we go to mark up the
bill.

Mr. Rogers!?

STATEMENT OF RALPH NADER—Resumed

Mr. Rogers of Texas. Mr. Nader, where are you from originally?

Mr. Naper. Winsted, Conn,

Mr. Rocers of Texas. What age are you now ?

Mr. Naper. Thirty-two.

Mr. Rogers of Texas. And w here did you go to school ?

Mr. Naper. Princeton University and Il.u\.ud Law School.

Mr. Roeers of Texas. Did you have any engineering during your
studies?

Mr. Naber. No, sir.

Mr, Rocers of Texas. Did you go to a precollege or prenniversity
school from high school

Mr. Naper. Yes, I did.

Mr. RocErs of Te\.h Where was that ?

Mr. Naber, In Winsted.

Mr. Rocers of Texas. You had no engineering background at all?

Mr. Naper. No.

Mr. Rocers of Texas. Where did you first get interested in auto-
mobiles?

Mr. Naper. At Harvard Law ‘ﬁr'lmr}]

Mr. Rocers of Texas. Was that in connection with personal injury
(‘ﬂIlI“nP»-.'?

Mr. Napber. Yes. Medical-legal as well.
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Mr. Rogers of Texas. And you studied or you started out on your
investigation from that point?

Mr. Naper. Yes, sir.

Mr. Rocers of Texas. How long has that been going on?

Mr. Naper. Since almost a decade. Not continuously but with
orowing intensity in the last few years.

Mr. Rocers of Texas. Did you start this in 19551

Mr. Naper. Beginning in 1956.

Mr. Rocers of Texas. Were you familiar at that time with the Traf-
fic Safety Subcommittee hearings that were held by a subcommittee of
this committee?

Mr. Naper, Very much so.

Mr. Rogers of Texas. Were you in Detroit at any time during those
hearings, or in that general area where we were going into this matter?

Mr. Naper. Atthattime?

Mr. Rocers of Texas. Yes.

Mr, Naper. No, I wasnot.

Mr. Rogers of Texas. Have you studied those hearings?

Mr. Naper. Very carefully.

Mr. Rocrrs of Texas. You have devoted most of your time, then, to
these studies?

\[r. Naper. To the congressional hearings, do you mean?

Mr. Rocers of Texas. No, to the studies of the problems which you
are undertaking now to address yourself.

Mr. Naper. Yes, I have.

Mr. Rocers of Texas. What else have you done?

Mr. Napeg. Do you mean during the decade?

Mr. Rocers of Texas. Have you been practicing law?

Mr. Naper. Yes, I have practiced law, and I have done a good deal
of writing in various areas of the law, in addition to automobile ac-
cident injury law.

Mr. Roaers of Texas. Where is your law office now ?

Mr. Naper. It isin Connecticut.

Mr. Rocers of Texas. Have you discussed these matters with the
people involved in the manufacture of automobiles?

B}:'. Naper. Over the years? Yes,

Mr. Rogers of Texas. I mean recently.

Mr. Naper. Yes, I have.

Mr. Rogers of Texas. What has been their reaction to your dis-
cussions?

Mr. Naper. It has been primarily an exchange of views. I spent
some time at the General Motors Technical Center in January, with
some General Motors executives. It was primarily an exchange of
Views.

At the time I didn’t realize that they were also investigating me.
They toured me around the Tech Center and we had a rather candid
exchange of views.

Mr. Rocers of Texas. Well, you were investigating them, were you
not? Wouldn’t they have the same right as you did ?

Mr. Naber. Except that I did it in the open, and was not interested
in the personal life of Mr. James Roche, but in the company’s per-
formance.




852 TRAFFIC SAFETY

Mr. Rocers of Texas. Who is Mr. James Roche ?

Mr. Naper. The president of General Motors.

Mr. Rocers of Texas. You didn't go into his personal life?

Mr. Naber, No.

Mr. Rocers of Texas. You say he went into yours?

Mr. Naper. Well, it was his company that went into mine. yes.

Mr. Rocers of Texas. You have concluded, then, from your investi-
gations, that the door locks on the Rolls-Royce—well, first, how did
you get to Engand ?

Mr. Naper. That reference to Rolls-Royce was the one T made ves-
terday, Mr. Rogers. My source for that was a very longtime collision
researcher at the University of California in Los Angeles, Derwyn
Severy, who has done a considerable number of crash studies with
Federal funding.

Mr. Rocers of Texas. I noticed the paper said that you said a 20-
mile-an-hour impact would cause the doors to spring open.

Mr. Naper. Yes. Thatis his statement.

Mr. Rocers of Texas. A 20-mile-an hour impact is a pretty sizable
impact; is it not ?

Mr. Naper. Tt could be a fatal impact, yes.

Mr. Rocers of Texas. And usually is, is it not? Asa matter of fact.
many cars slow down to the point. where they are not going over 20
miles an hour when the final :-nhisirm oceurs.

Mr. Naper. It depends on the type of impact.

Mr. Rocers of Texas. But I mean a 20-mile-an-hour impact is a
pretty serious impact.

Mr. Nabver. Yes, except that there are impacts regularly occurring

that are far higher than that, and one would expect a car of a price
range from $19,000 to $32,000 and that reputation to be able to have
door latches that wouldn’t pop open at speeds higher than that.

Mr. Rocers of Texas. Do you feel that you have answers to all of
the problems, that if they listen to you they can build a car that will
be safe?

Mr. Naber. Of course not. My entire effort is to insure that there
is sufficient. publie support and an adequate climate so that we get the
answers to all of these problems.

Mr. Rocers of Texas. Tsee my time is up.

The Crarryan, Mr. Springer?

Mr. SerinGer. Mr, Nader, you are a lawyer?

Mr. Naper. Yes, sir.

Mr. Serinaer. Do you do any personal injury business?

Mr. Naber. Not now, sir.

Mr. Serincer. Do you represent any casualty companies?

Mr. Naper. No.

Myr. SeriNcer. Have you had any experience in the collision of anto-
mobiles one against another, or the collision of an automobile with a
solid u])j(‘{'i?

Mr. Naper. Do you mean personal experience?

Mr. Serineer. No, I mean have you had any experience or back-
ground in your legal profession where you have seen some of this?

Mr. Naber. Yes. I have observed both in experimental sifuations
and on test grounds, and also have had many occasions to observe
it on highways.
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My, Serivaer. With human beings?

Mr. Naper. Yes,

Mr. Serincer. How many cases would you say, 10, 20,301

Mr. Naper. In terms of how many accidents I have observed?

Mr. SeriNGER. Yes.

Mr. Naver. Many dozens.

Mr. Serincer. In those, how many were involved at high speeds?
By high speeds, I am talking about killing somebody from 40 miles
an hour or upward.

Mr. Naper. I haven’t tabulated them in terms of what speeds the
various categories occurred.

Mr. Seringer. Do you have any idea that speed has much to do
with this?

Mr. Naper. That ean be answered in two ways. What available
data there are indicate that over three-quarters of all motorists’ deaths
and serious injuries oceur at impact speeds under 50 miles an hour.

The Bureau of Public Roads conducted an analysis of accidents
which they published in 1964 which indicated that it wasn't speed, per
se. It was the differentinl speed in the traffic flow that led to a higher
accident rate.

For example, you have a traffic flow of 55 miles per hour. It is the
person who goes 35 and then up to 45 and back to 30, t hat leads to high
risk situations.

Mr. Sprincer. Wasn't it in Connecticut that Senator Ribicofl got
the speed set and he enforced it ?

Mr. Naper. He enforced the speed limit.

Mr. Serivcer. And didn’t he get a reduction in both the injury and
the death rate in Connecticut ?

Mr. Naper. No, he did not, Congressman.

Mr. SpriNGER. Are you positive about that ?

Mr. Naper. Taking the years 1956 to 1960, averaging out the deaths
and comparing them to the years 1950 through 1954, you will see that
they are quite comparable. The accident and injury rate actually
went up in those latter years.

Mr. Serixger. That could be due to the fact of the number of auto-
mobiles in circulation; isn’t that true? But the average rate went
down?

Mr. Naper. No, the injury and accident rate went up. I think Mr.
Moynihan has specific figures on that in his statement, which would
indicate just what I have said.

Mr. Springer. I know this specifically. If you have those figures,
we will accept them. If you will take Pennsylvania in the 1930, it
went down astronomically, when they set the 50-mile rate. The Gov-
ernor got himself reelected. The rates plummeted. He got the back-
ing of the public in Pennsylvania.

The reason I raise this is because just the day before yesterday one
of my best friends was killed. He was not going very fast, probably
50 miles an hour, but the car went off the road and the other fellow
pulled back and hit him head on. I did a large personal injury busi-
ness with casualty companies by the hundreds. I can hardly remember
a single death that didn’t result as a result of high speed. It didn't
make anv difference as to the condition of the car. You could have
had padding all over the place.
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A doctor testifies, you go into a certain condition of shock which
kills you instantly. I am net trying to find a difference with your
point, but I am trying to be sure that we have our facts straight, that
what you are proposing will do the job.

I read your article in “The Progressive” the night before last. It
is rather a philosophical approach with not many facts in it. But I
still don’t get your point as to exactly what all of this will do.

You are talking about door locks on certain cars, but speed and
brakes seem to me, at least from my knowledge of this problem, to have
more to do with this than any two things you can have. If you want
to take these, and I will be willing to go into all of the facts and figures
with you, State by State, you will find that these deaths on the highway
occur at terrific speeds. T doubt if there is a car that wouldn’t have an
accident that would result in death in most of these instances.

Mr. Naver. Except that the figures show that the large proportion
of deaths and serious injuries occur at legal speed limits, Mr. Springer.

Mr. Serineer. Legal speed limits, my dear fellow, on the Interstate
System is 65 miles per hour. That is pretty fast. In the State of
Illinois, there is none, you go as fast as you want to.

Mr. Naber. These are legal speed limits that are under 50 miles per
hour. T am not saying they go to the upper limit of the legal speed
limit. But the sizable majority of all deaths and serious injuries oceur
under the 50-mile-an-hour level.

Mr. Serinaer. What T want to try to get at is what this question of
speed and braking has to do with it.

Mr. Naper. It is very important. There is no question about it.
As vehicle speeds go up, you have to have better braking, you have to
have better handling characteristics so that the driver can take proper
evasive maneuvers in an emergency. There is no question about that.

Mr. Seringer. Thank you,

The Caamman, Mr. Friedel ?

Mr. Frieoer. No questions.

The Cramyan. Mr. Younger?

Mr. Youncer. No questions.

The Cratryan. Mr. Macdonald ?

Mr. Macpoxarn. I don’t really have any questions, Mr. Chairman.

I would like to compliment you, Mr. Nader, on what appears to he a
good deal of time and effort put in for the public welfare.

In reference to a question asked of you by Congressman Rogers, 1
don’t feel it is necessary to be an engineer to be able to observe the
fact that an infant child has had its head pierced by a blunt instrument.
I don’t think it would be necessarv for yon to have a degree in auto-
motive engineering to be able to follow slides such as we saw here in
the committee, given bv Dr. Gikas.

Are you familiar with Dr. Gikas’ work ?

Mr. Naver. Yes, Iam.

Mr. Macponarp. Have you ever worked with him?

Mr. Naper. I have consulted with him: ves.

Mr. Macpoxarn. Have you ever consulted with other people in the
medical profession on safety measures?

Mr. Naper. Yes.

Mr. Macpoxarn. Would you care to elaborate a little bit on that ?
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Mr. Naper. Yes. The judgments which T have made in my writings
and testimony concerning the facts of the accident injury sitnation
have proceeded from a reading, a close reading and analysis of the
various engineering, medical, and statistical studies that have been
made.

In effect. what I have done is to bring these together, to try to deter-
mine, as my function of a lawyer would imply, what these facts mean
for sound public policymaking and specifically for legislative policy-
making. This is what every legislator is presumed to do.

The upshot of it is that there are certain questions that have to be
asked which have not been asked and which have not been answered.
It does not take an engineering skill to know that anybody who pro-
duces a product has a certain obligation to disclose facts about that
product.

If he doesn’t disclose facts about that product, he is not fulfilling his
own burden of proof that that produet is adequate for the use for which
it is intended.

Another issue which came out of an analysis of these studies is the
degree to which the automobile companies are investing in research
and development in order to implement a greater innovative product,
instead of producing the same one, basically, year after year.

The answer to that also was not forthcoming directly from the man-
ufacturers, but it became quite clear from an analysis of all other
evidence that they were not doing very much at all.

Another inquiry relates to the issue of secrecy. Why the secrecy
throughout the industry concerning the safety of the produet, concern-
ing the vehicle defects that were discovered by the manufacturer after
the automobile was sold, concerning even so basi¢ a process as com-
municating with other scientists and engineers ontside of the industry
in the time-honored way that scientists have communicated with one
another to further progress?

These are the kinds of policy issues and questions which come ont
of an analysis of the available studies and the policy positions taken
by the industry over the years.

It is within the fullest function of anybody in the legal profession to
pursue such issues to determine what can be done to increase the law’s
contribution to the public safety. That is the key point.

Mr. Macpoxarn, I don’t have much time, but I did have a close
relationship with the Harvard Law School for some 3 years, and I
never heard of a course called legal medicine. Is that something new?

Mr. Naper. Yes. Tt isabout 10 yearsold.

Mr. Macponarp. Thank you.

The Crarman. Mr. Devine?

Mr. Devine. No questions.

The Crramaan, Mr. Kornegay ?

Mr. Korxreay. Thank you very much, Mr. Chairman.

Mr. Nader, T regret exceedingly that I was not here yesterday to
hear your testimony. I happened to be out of the city. I have tried
to hastily sean over your statement this morning. I note your erit-
icism of the insurance industry and your suggestion or in effect say-
ing that if the insurance industry had refused to insure defective
antomobiles, it would have been of assistance to this problem of high-
way safety. Isthatinsubstance what your contribution was?
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Mr. Naper. That was part of it, yes.

Mr. Korneeay. In my State of North Carolina, we have a compul-
sory insurance law. Before you can get your automoblle license, you
must prove to the State that you have a minimum liability policy,
5-10-5, T believe, or it may have been increased. It is compulsory.
You must carry liability insurance before you can get your license.

What happens in the case of a State that way under your plan? In
other words, the insurance company doesn't have the option as under
the assigned risk plan, where you have drivers with bad records.
Those cases are apportioned among the scattered companies doing
business in the States and they, of necessity, have to insure those auto-
mobiles and drivers if they are going to continue to do business in the
State of North Carolina.

What is your suggestion as a means of remedying that situation?

Mpr. Naozer. This is in a State where there is compulsory insurance?

Mr. Korneeay. Yes.

Mr. Naper. First of all, let me say that because of the regulatory
scheme of the States over the insurance companies, the insurance com-
panies can take the first step, but, as you implied, they have to have
approval by the Stae insurance commission, in terms of their rating
policy

I wasn’t directly pointing to the desirability of refusing totally
to insurance a particular vehicle, but to rate it according to its char-
acteristics and surcharge if it is shown to be more hazardous than the
norm.

This would be perfectly possible in a State with compulsory insur-
ance. It would require, of course, as any rate change policy requires,
the approval of the State insurance commissioner.

Mr. Kornecay. So you bring the State into the picture there.

Mr. Naper. Yes, most dvﬁmteh’

Mr. Kornecay. They would come in in determining what the charge
would be,

Mr. Naper. Yes.

Mr. Kornecay. It would be a matter of State involvement as well
as insurance company involvement.

Mr. Naper. Yes, with the initiative coming from the insurance in-
dustry as it most often does in any rate change proposal. My point
was that they have never taken that initiative.

Mr. Korxecay. In other words, you feel that they ought to take
that initiative?

Mr. Naper. Yes. I think that is what contributes to the health of
the private sector in this area of traffic safety. If they all pursue
their clear economic interests in terms of reducing the lost claims, they
would tend to provide a counteracting force to the excesses of the auto
industry. The point is that they have found other economic interests
and restraints which overbalance this desire.

Mr. Korxecay. I assume most of them would like to go up on their
rates anyway. There is usually an effort to raise the rates on the
contention that the losses have been so substantial.

Mr. Naver. Yes.

Mr, Korxecay. In fact, Senator Ribicoff testified this week before
this committee and if I recall his testimony correctly he said that the
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casualty insurance companies were experiencing a loss on their under-
writing operations, that the only way they were able to stay in business
was from the profits they were making on their investments,

Is that an accurate statement ?

Mr. Naper. 1t dependson what group of companies he was referring
to. Some companies are losing on their underwriting experience,
their underwriting losses, and other companies are not.

There are very complex accounting definitions here that can malke it
go one way or the other.

Mr. Korxeaay. He was speaking from his experience with those in
the State of Connecticut, which is known as the Insurance State, so
I assume they have more than their fair share of companies situated
there.

Mr. Naper. Those companies seem to be the healthiest of all.

Mr. Korxecay. In Connecticut ?

Mr. Naber. Yes.

Mr. Kornecay. Have you ever conferred with Senator Ribicoff on
this highway safety business?

Mr. Naper. Have I conferred with him?

Mr. Korvecay. Yes.

Mr. Naper. Yes, I have appeared before his subcommittee.

Mr. Kornecay. Thank you.

The Caammax. Mr. Nelsen.

Mr, Nersen. Thank you, Mr. Chairman.

I noted by a reading of the paper that they characterized your testi-
mony as continuing your vendetta against the automobile manufac-
turers. I might say that I am disappointed that in your statement
you make no reference, really, to highway markers and things of that
kind, which, obviously, are a very, very important part of the accident
oceurrences.

I hope that the terminology of vendetta is somebody’s interpreta-
tion of your attitude and not your objective.

You made some mention of anti-locking brakes on a wet road. An
antilocking brake in this case would be a very gentle brake that would
not even hold the wheels still on a gravel road. How would you engi-
neer a brake that would not lock on a slippery pavement yet would be
adequate on a dry pavement ?

Mr. Naper. There is already in existence, sir, an antilocking braking
system in England. It is the Ferguson antilocking braking system.
It is already incorporated in one higher priced British car. It has been
shown to work under all these conditions.

Mr. Nersex. Usually we find that the pressure to the brake by the
driver. if he understands a machine, causes the driver to apply the
brake more gently in keeping with the condition of the road on which
he is driving.

Another point that comes into testimony all the time is horsepower.
T drive a car with 105 horsepower, which is very low horsepower, but
that car would exceed any speed limit if T would press the accelerator
down,

1 do find sometimes that lack of horsepower is as risky as too much.
T am sure you would agree. I noted that you made reference to the
appetite for glamorizing speed. For example, you used the term of
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naming the cars Mustang, Toronado, all of this. I was wondering if
you thought the driver would slow up if we named the automobile “Bo-
Peep” or something like that. It seems to me this is going a little too
far,is it not?

Mr. Naper. No, this is quite important, actually, The concept of
an automobile which people have comes from the way it is considered
in the advertising literature and promotion to not an insubstantial ex-
tent. This type of appeal tends to tailor the appreciation and appetite
of the motorist toward the nonfunctional, trivial, stylistic or agares-
sive features of an automobile instead of trying by a sensible pro-
motion program to get him to appreciate the functional aspects of the
automobile and to demand improvements in that area, as well. It is the
old story, well known to economic students of an oligopolistic industry
producing a consumer product.

In the fashion industry, actually, you try to orient the consumer
toward the highly visible stylistic features instead of toward the more
functional areas such as the quality of the fabric.

Mr. Nersen. T noticed your reference in here to the Volkswagen,
implying that the accident situation might be extensive, quoting some
other authority. Wouldn't you admit that some of these very small
cars are more dangerous to ride in than the larger ones?

Mr. Napber. Certainly in a collision situation I think it has been
shown without a doubt.

Mr. Nrusen. Are you suggesting that we do something about malk-
ing it illegal to have a small car that, without any question, no matter
how you pad it, would be more dangerous? Are you suggesting that
we take them off the road?

Mr. Naper. I think eventually, sir, we will have to have what is
called an overall crash velocity standard. If a small car can meet
it. it can stay on the road. If it cannot meet it, perhaps it will be taken
off the road.

The matter of the motorist’s choice of automobile can no longer be
simply a personal one. It has to be a social decision, primarily be-
cause he is not only endangering himself but he is endangering other
people on the highway.

In a sense, it 1s like a person who has a disease that is contagious.
I'f people want to smoke, they are endangering themselves. When you
are in an automobile, you are endangering others, so there is a social
decision to be made.

Such a social decision is being made now by Government in the
aren of automobile pollution.

May I say one word concerning the use of the word “vendetta?
I do not have a vendetta against the auto industry. My endeavors can
be characterized in one sentence. I think the automobile industry’s
promise is much greater than its performance. I disagree with any-
one, both in the industry and outside, who asserts that the largest
industry in this country is incapable of protecting people in collisions
up to 50 miles per hour. :

I think that is an insult to the engineering profession and to anyone
who knows the capabilities of science and engineering today as well as
a few years ago.

Mr. Nerson. Thank you.
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My, Vay Depreay. I acquired a new constituent a short time ago,
a Mr. Racine. He came to San Diego from New York State, where
he had been with a corporation called Protectomatic Corp. This was
built around a proposed safety device which would automatically, upon
impact in a front-end collision, spring a release which brought the
forward seat up, and tilted back at the same time.

It was not as a successful corporation executive that Mr. Racine
came to San Diego. As many have found out, while you can be just
as hungry out there, you are a little warmer in the winter. He was
broke. Ie says that the reason he was broke is that although he
staged successtul demonstrations of this device before many safety
conferences and before leading manufacturers, he just couldn’t get
anvone to lay money on the line and incorporate it in new car design.
Heé has provided me with a sheaf of letters of approval from the Na-
tional Safety Council, the Cornell Aeronautical Laboratory of Cornell
University, the corresponding Auto Safety Investigative Department
at UCLA. He has some most impressive pictures, slow motion movies,
showing a demonstration at Soldiers Field in Chicago in 1958.

Yet he also has a lot of letters on the letterheads of the leading
auto manufacturers saying that while they are interested, it is not
feasible for them to go into this. One that caught my eye was on the
letterhead of Chevrolet Motor Division of General Motors. The letter
is signed by a staff engineer, Mr. C. H. Jepson, which says among other
things, that:

We do feel that at the present time we cannot spend time in engineering the
anit into our cars since the parts and accessories group does not feel that they
can do a big job of merchandising, as was explained to you on your visit to the
GM Building.

Do you know about Mr. Racine’s invention, which is apparently
something that he conceived 13 years ago? Are you aware of these
demonstrations?

Mr. Naper. Yes, I am.

Mr. Vax Deeriy. Would you evaluate them for the committee?

Mr. Naper. I would like to say that this is an example of the
type of travail which an inventor has to go through in order to
{ry to get his system or device evaluated.

Mr. Racine is, in some ways, a little different from most inventors,
because he is willing to get into a car, as I understand it, and crash
it into another car at 50 miles per hour with this seat, without a seat
helt. The principle, of course, is that the seat moves during a col-
lision impact and stops the individual from plummeting forward
into the steering assembly or the windshield.

What strikes me as unfortunate about his experience and those
of many other inventors is that there is nowhere they can go and
have their invention evaluated. This is a highly unfortunate
situation.

The interactions with industry are not very productive for a lot
of reasons. not the least of which are commercial. But the interesting
thing about his experience, and others, is that they have shown it at
various independent research institutes, and at a national Safety
Council Congress, and other places, and have gotten a generally en-
thusiastic response, though there are bugs to be ironed out, obviously.
But it has never gone any futrher.
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If we establish in this country a system whereby these inventions
can be processed, we will have opened up a tremendous source of ideas
and ingenuity to improve the safety on the highways. Let us just
take an assumption here that Mr. Racine’s device worked. Tnei-
dentally, it is primarily useful for front-end collisions only, not for
lateral collisions.

Let us say it worked and was in production 10 years ago. This
could have saved thousands of lives. We don’t know whether it could
have or whether it would not have. The unfortunate thing is that
we never tried to find out. This is occurring all over the country in
minor, major, types of inventions, and the frustration of inventors
today is such that one has stated that a patent is nothing more than
the right to a lawsuit, that it is more trouble than it is worth.

One of the problems is that it is no longer, if it ever was, sufficient
just to invent a better mousetrap. The economy is far too complex.
The problems of merchandising, promoting and otherwise, are far
too intricate. So we need much more than the usual myth that all
you have to do is invent a better device. It just doesn’t work that
way. We have to have a process that takes it a lot further along.

Mr. Vax Deervin. Mr. Chairman, I don’t want to intrude on the
committee’s time, but I would like the members of the committee to
know that Mr. Racine is in the city, and has this film, and will be glad
to show it in any members’ office.” It runs about 5 or 10 minutes.

The Cramyan. Thank you.

Mr. Curtin?

Mr. Corrin. Thank you, Mr. Chairman.

Mr. Nader, I heard that you do not drive a car. Tsthat correct ?

Mr. Naper. No, it isincorrect. T donot own a car.

Mr. CurtiN. You do not own a car. Have you ever owned an
aytomobile ?

Mr. Naper. Yes, I have.

Mr. Corriy. When was the last time that you owned an automobile?

Mr. Naper. In the mid-1950’s.

Mr. Curmin. You, I understand, are a practicing attorney. Do you
specialize in any particular field of the law?

Mr. Naper. I suspended my law practice a little over 2 years ago, sir.

Mr. Currin. Up to the time you suspended, did you specialize ?

Mr. Naper. No, I had a general practice.

Mr. CurriN. Where did you practice?

Mr. Naper. In Connecticut.

Mr. Corrin. Mr. Nader, you have emerged as sort of a crusader in
this field of safety in vehicles. T am not critical of that crusade, of
course, but I am curious as to what triggered it. Why did you get
into this particular field and apparently started devoting most of your
time to it?

Mr. Naper. Because T was concerned over the lack of application
of engineering remedies to our highway safety problem. Anybody
who has seen the dimensions of the problem can only be shocked by it.
It is by far the greatest manmade ]ll:tz:lrd this country has ever seen,
I am sure you are aware of the figures comparing it to the deaths in
battle. They are far greater on the highway than thev are on the
battlefield.
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My, Currin, If I may interrupt you, that is all true, but why did
you all of a sudden give up the practice of law and devote all of your
time to this particular thing? There must have been something that
triggered that particular interest in it.

Mr. Naper. What triggered it was an awareness that the law was
not fulfilling its potential in protecting the public safety, first; that,
second, we had been going through, in recent decades, tremendous
advances in science and technology which could be applied to this
problem ; third, that the idea of letting George do it didn’t work be-
cause (Feorge was never around: and, fourth, my own sense of per-
sonal values which leads me to feel that there is no greater endeavor
that one can engage in in this country of ours than to try to save
human life and limb. It is assimple as that.

Mr. Courrin. Mr. Nader, yesterday you were talking about drunken
driving and I am afraid I didn’t get all of your sentence. What I got
was you did not think that those persons who were guilty of this offense
should be subjected to something, and I don’t know what it was they
should not be subjected to.

Would you tell us what you said on that particular point?

Mr. Naper. Yes. I am sure you have heard, as we all have, people
say this gentleman was killed in an auto accident and somebody
would say “but he was drunk.” The response is often, you know, It
serves him right.”

My point is we should have rigorous laws and they should be en-
forced to curb drunken driving, which is highly irresponsible and
criminal in some of its aspects.

However, it was my point that a person who is drunk and who drives,
and who exposes others, innocent people, to his deviations on the high-
way, should not have to pay the ultimate penalty of dying because
the car will not protect him. That is what I am saying.

In this country, we are moving toward the abolition of capital pun-
ishment on the principle that if A kills B, society should not turn
around in retribution and kill A. I think there is a good deal of
humanity to be put into our automobile and its design so that people,
even if they do become intoxicated and drive on the highway, they
don’t pay the ultimate penalty for it. I want them to pay a legal
penalty. Perhaps they should be curbed in terms of their driving
maneuvers and privileges, but not be sent to the cemetery.

Mr. Currin. Would you agree that an observance of the existing
laws on operating a motor vehicle, drunken driving and things like
that, that a strict observance of those laws would cut down on accidents
on the highways today ?

Mr. Napeg. That is very difficult to say. In Connecticut last year
the State Police Commissioner, Leo Mulcahy, stated arrests were up
70 percent, yet fatalities increased by 20 percent in Connecticut.
There are no studies that I know of that would indicate that the fallout
would be that beneficial. But I would like to say this, that many
times our scholars in the traffic safety area look at things in too great
an aggregate sense. They will say, “No matter what you do here,
there, or there, at the end we are still going to have this number of
accidents and injuries.” But I also prefer to look at it in the specific
sense.

63-481—66—pt. 2-
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We might still have the same number, but X man who was drunk,
would not have killed Y, who was coming down the road.

Mr. Corrin. But I think you can certainly see that a person who
is sober is a safer driver on the highway than one who is not.

Mr. Naper. Yes, there iz no question about it. But I would not
accept the general figure that fatal accidents involve 50 percent
drunken driving. I think the best study yet done in this area in
terms of the size of the sample and its control group procedures was
the study by Robert Borkenstein, at the University of Indiana, under
Federal funding, which came up with the conclusion that the accident
rate involvement differential was about 7 percent. That is, if you
took out your drunken drivers above a certain level of blood alcohol,
you would reduce your accident rate involvement by T percent.

In terms of fatality reduction, the extrapolation from the figures
would indicate about 13 or 14. That is pretty substantial even there,
a 13 or 14 percent reduction in fatalities. But to go on and give fig-
ures like 50 percent while not defining the terms is not going to get
us anywhere. Sometimes if a person is stopped at a red light and
he is drunk and somebody rams into him from the rear, that is consid-
ered an aceident involving drunken driving.

Mr. Cormin. I am not talking altogether about drunken drivers.
I mean any type of law violation which would seem, in my opinion, to
lead to hazards on the highway. For example, if you have a 50-mile
speed zone and somebody is going down it 75 or 80 miles an hour, 1
would consider him a more hazardous driver than one obeying the
50-mile limit, wouldn’t you?

Mr. Naper. Not necessarily. It depends on the highway. If you
put a 50-mile limit on the New York Thruway I don’t think it would
be hazardous to go 75 though it might be illegal. Tt would be less
hazardous than going 15 miles per hour.

Mr. Courriy. Wouldn't you concede that most of the speed limits
put on the different highways are geared to the safety of that high-
way? For example, on turnpikes in Pennsylvania, we have 65 and
on the secondary roads we have 50. They change the speed limits to
the types of roads.

Do you still think that any type of speed is not a possible cause of
aceidents?

Mr. Naper. I would agree with you, you certainly have a point
there. It is not that simple a deduction to equate speed with accident
rate involvement.

Mr. Curtin. Thank you.

The Caamman. Mr. Pickle?

Mr. Pickire. I haveno questions, Mr. Chairman.

The Caamyan. Mr. Cunningham?

Mr. Cos~zineaam. Thank you, Mr. Chairman.

According to the press, I have been saying some things about the
witness that would indicate that I am opposed to everything he says.
I want to state that my main criticism of the witness is that he is not
an authority or a professional in this field. I like to hear testimony
from people who know what they are talking about.

Mr. Naper. Isthata question?

Mr. Cox~NincHaM. No.
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In answer to Mr. Curtin, you said you had suspended your law
practice. What do you live on? Where does your income come from ?

Mr. Naper. A quaint institution called savings plus some return
from my writings.

Mr. Cunyineaaym. You have written a book that is quite sensa-
tional, and particularly its title. How many printings have you had
on that?

Mr. Naper. Ithink itisin its fifth printing.

Mr. Cunnineiad. Have you written any other books for profit ¢

Mr. Naber. Yes, I have written many articles over the several years
in magazines and newspapers.

Mr. CunnNiNeaad. 1 know you have written three recently, one for
the Progressive, one for the Nation, one for the New Republic, all left-
wing liberal magazines.

Mr. Naber. 1 didn’t write anything for the New Republic, and the
Progressive simply reprinted some material without my knowledge.

Mr. Cun~izeaam. And you wrote something for Consumer Re-
ports. Was that for profit?

Mr. Naper. Which article are you veferring to?

Mr. Conyinauam. You wrote an article for Consumer Reports.
didn’t you?

Mr. Naper. T have written more than one, yes.

Mr. Coxninaaas. Were you paid for those?

Mr. Naper. Yes, I was,

Mr. Conyizaiaym. Why is it in all of your wild charges you do not
mention anything about law enforcement !

Mr. Naper. Are you referring to my writings or my testimony? I
have mentioned it.

Mr, ConxizeuaM. In your writings.

Mr. Naper. I have mentioned the subject of enforcement. I am
particularly concerned with enforcement dealing with the automobile
manufacturers. But before we have enforcement, we have to have
laws. That hasbeen my principal provinee of interest.

Mr. Coxxivarnam. We have plenty of laws, but somehow or other
vou fail to dwell on the enforcement of those laws. Is this a clever
way of representing the trial lawyers or ambulance chasers who, by
picking on this great big industry, are going to be able to get their cli-
ents off easy? If this publicity of yours is to put the onus on big in-
dustry and say the design of the car is responsible for accidents, it is
more likely that you would get a drunken driver off, is that true?

Mr. Naper. I am not concerned with ambulance chasers. T am con-
cerned with the people in the ambulances. I have no concern with
representing any group of lawyers for whatever purpose.

Mr. Coxxinguay. That may be what you are going to testify here.
but I have another view of it.

Getting back to your investigation, so called, in one of your articles
in one of these magazines, you were quoted as saying you were in a

5 L R

supermarket, I believe it was Safeway, and there were 33 single men in
that store who didn’t recognize vou. How did you know they were
single men? )

Mr. Naper. I am not familiar with the quotation at all. Can you
read it and tell me where it came from? '
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Mr. Cunninaguay. I have so much material here I do not have time
to look up the source becanse we are working under the 5-minute rule.

Mvr. Naper. Ifitisa quotation, it is a false quotation.

Mr. Cux~xineaan. It is in one of these magazine articles. The
Nation or the New Republie, or some other one.

Mr. Naper. It never appeared in one of those magazines, I would
believe a citation like that is so inflammatory and so inaceurate that
you would have the citation immediately before you.

Mr. Convinguam. Well, I have the material here, but I have a
whole suitease full of material on you and I don’t have it at my finger-
tips. I thought if it was in one of these magazines and was attributed
to you, then surely you would have knowledge of it.

Mr. Naper. It is a false quotation as you read it.

The Crammax. The gentleman’s time has expired.

Before we start more questioning I would like to say again that this
committee is sitting as a judiciary body to hear the |mh|1c witnesses
here. We are not acting as prosecutors or defendants. Wearesitting
here as a judge and jury to make up our minds when all the ev idence
is tll

I think we can determine our belief in these things. T don’t want
to impugn the integrity or the motives of any member of the public
who comes before us. I think we have enough judicial sense to judge
for ourselves.

Mr. ConNingaaym. Mr. Chairman, may I respond for a moment ?

The Cramyman. You surely may.

Mr. ConnNiNeHAM. In the morning paper you are quoted as saying—

In the committee room, Mr. Staggers, the usually mild-mannered chairman,
also issued a warning clearly directed at Cunningham.,

The Cramman, I am sorry that was in the paper. T have not seen
the paper. It was not aimed at you. There are other members, 1T
am trying to keep the proper decorum in this body. After all, we
u-;n'own! America, great segments of it, and I hope I can still keep my
mild manners. I didn’t read the article.

Mr. ConyineaaM. I am glad to know that the reporter for the Post
in his usual way would smear us.

The Cramryan. I am sorry, Mr. Cunningham, you put it that way.

Mr. Murphy ?

Mr. Murpay. I have no questions.

The Caamasan. Mr. Mackay ?

Mr. Mackay. Thank you, Mr. Chairman.

Mr. Nader, I feel sure that history and the American people will
honor you for your contribution to the cause of traffic safety. I think
you did have some assistance, though, from Detroit in stimulating pub-
lic interest, as I said, and I was g lad that you led such a blameless
life for you might have gotten into more magazine writing of a differ-
ent sort.

I have 28 questions for which Congress must find answers to write
good legislation. T would like to ask you just these questions: The
Administration bill does not require the fixing of safety performance
standards, mandatory safety performance standards. They leave it to
the discretion of a Cabinet officer.
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As I understand your position, you believe that the Congress should
require the fixing of safety performance standards for automobiles, for
all vehicles.

Mr. Naper. Yes; most definitely.

Mr. Mackay. I believe Mr. Bugas for the Automotive Manufac-
turers Association said they now concur, that this should be done.

It seems to me that the real difficult job for Congress is to define
what a standard is and how you arrive at those standards compatible
with the idea of a free competitive economy.

Would you try to define what a safety performance standard is,
to illustrate it, and say how you think it can be arrived af in fairness
to the total picture as briefly as you can? I have two other questions.

Mr. Naper. I think that the establishment of the safety perform-
ance standard is an administrative function and should not be stimu-
lated in the legislation. It should be a performance standard that
allows any number of design alternatives to meet it so that the Gov-
ernment doesn’t find itself in a position of telling the industry to use
one type of metal as contrasted with another type, for example.

It is the ultimate performance that is involved.

You could take the area of door latches and set a performance stand-
ard that all door latches have to take so much stress, longitudinal force,
before they open.

This could be done in terms of very precise technical values, and in
order for it to be enforced adequately there would have to be a suit-
able inspection or other enforcement procedures so that we know that
the cars that come out do meet the standards.

That. would be the process. Very briefly, then it. would involve a

hearing process, a full exchange of views between the public and the
Government, and the right to challenge the particular standard if a
group feels that it is outrageous.

Mr., Macgkay. In all of your stuides, have you found any place in
any, government, Federal, State, or local, or in any {n‘i rate place, where

you feel that now all of the research has been pulled together in one
place, touching on every element of the traffic accident phenomenon ?

Mr. Naper. No; of course not. There ave certain States that have a
level of proficiency higher than others. But against the requirements
that are needed in this bill, there is not the remotest proximity in any
of our States or in any group that has a public function to do the job.

I think anybody who says that the States have had a lot of exper-
ience here and a lot of knowledge that has been built up, and that is
why they should have a discrete and explicit share in the same decision-
making process with the Federal Government can only be commended
for a forensic performance.

It just does not exist.

Mr. Mackay. We have attacked the Administration bill for being
weak in that then it only authorizes research. Do you think that
Congress should direct comprehensive research or that all research
be pulled together by the Federal Government ?

Mr. Naper. Yes. There is no question about it. The function
of Congress is to pass laws. It can only go so far in delegating a
congressional authority to an administrative agency. So there is a
areat necessity for there to be guidelines in the legislation and di-
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rectives in the legislation so that Congress can know to some extent
what can be expected of an administrative agency, and so that in
ensuing years there can be an appropriate review by Congress of the
agency’s performance against the guidelines in the legislation.

Mr. Mackay. That leads to the third point. Mr. Boyd objected
to our view that we need an FAA type agency, that is, an agency set
up by Congress to do certain things, on the ground that this did not
give the Administration enongh flexibility.

You have been around the Government quite a bit as well as in the
practice of law. You have a good legal education. Do you think
that the simple assignment of certain responsibilities to a large de-
partment of Government will assure us a tight enough focus of at-
tention on this problem? That is Mr. Boyd’s view, that all we have
to do is give the responsibility to the Cabinet officer.

Our view is that we have to legally assign the responsibility to an
agency- Would you speak to that?

Mr. Naper. T would agree fully. One of the greatest ways to as-
sure a delay in Government is to separate out the responsibilities,
have them diffuse, and have them crossing various agencies. The only
thing this does is shift responsibilities from one area to another al-
most incessantly and lead to the establishment of dozens of coordinat-
ing committees with all the wasted energy that goes through there.

What is needed is not only to aseribe the function to a department.
whether it is the Department. of Commerce or Transportation, but
in the organization of a Department of Transportation that there be
a discrete agency within this Department that has the responsibility
to administer the law.

Mr. Mackay. Mr. Chairman, I would like to hand these questions to
Mr. Nader and ask him to respond to them by letter, if he would.

The Caamman. He can respond to the committee if he wishes.

(The reply to Congressman Mackay’s questions will be found in
the committee files.)

The Cramrmax. Mr. Harvey.

Mr. Harvey. T happen to be a lawyer, Mr. Nader, and T would
like to state that I personally have been very proud of the effort
that has been made in the last decade among all lawyers in this par-
tieular field, not only the American Trial Lawyers Association, but
also the American Bar Association. as T am sure vou are familiar with,
has a section that has been working in this field for several decades
now.

In modernizing reports, in directing efforts at the field of enforce-
ment, primarily.

We also had the American Medical Association in here. The thought
occurred to me, in looking at it very materially, that both of these or-
ganizations would naturally tend to lose financially, if anything, by
their efforts, because T think both of them have such a close proximity
to accidents.

I personally commend those organizations very much as T commend
vou for your interest in this particular field. I can’t help but think,
however, that then it has only been in the last year or 18 months, pos-
sibly 2 years, that this awareness has been directed at the vehicle, it-
self, and at the injury caused rather than the accident.
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Would you agree with me that up until now the two leading organi-
zations in the field of safety in the country, the National Safety Coun-
cil, and the American Automobile Club, directed at automotive safety !
Would you feel that, as I do, or not? Are they the two leading ones!

Mr. Naper. They are two of the leading ones. There are others.

Mr. Harvey. Certainly nothing in their past efforts has been directed
at this aspect of highway safety whatsoever, has it ?

Mr. Naber. They have been heavily oriented toward the driver fac-
tor, as, in fact, the law has. As you know, the law concentrates heavily
on the driver in the way it controls the highway traffic system, with
yenalties and enforcement. This is what struck me very early as being

righly unfortunate and as T see it, a function of the law is to try to
malke operational science and technology for the safety of the highway
system.

That is, it translates, you may have all kinds of innovations and in-
ventions, but it is the law that finally translates them into application
at a faster rate than ordinarily would be the case if we waited for the
industry.

The National Safety Council and the American Automobile Club,
up until recently, have been heavily stressing the human factor.

Mr. Harvey. And they stress public education awareness, driver
education, and enforcement really, those aspects of it. So really it is
not surprising, when you look at it, that the automobile manufacturers
have not done some of these things in the past that they now see pub-
lished and that they wished they had done, as Mr. Ford said yesterday
in a speech, for example.

Mr. Naper. Itisnotsurprising at all. The automobile and the manu-
facturer have been outside the rule of law and that has all the pre-
diectable consequences of anarchy.

Mr. Harvey. They have really been trying to satisfy the tastes and
whims of the American publie. After all, it is the American people
that does go for these names, such as Mustang, that does go for
speed, for the new car every year.,

Mr. Naper. Their tastes are certainly cultivated by the manufacturer
toa very large extent.

Mr, Harvey. Let me ask you one question that would be of interest.
If the committee were to enact compulsory standards, what effect
would that have on the model year. the change in models every
vear? Have you thought that through ?

Mr. Naper. Yes. I think the effect on the annual model change by
continually upgraded safety standards established by the Federal Gov-
ernment would be a very healthy thing. It would perhaps become a
true annual model change in the engineering innovation sense, in-
stead of now so heavily being an annual stvle change. Perhaps it
would be an annual engineering change. That is what we should
aim for. The customer is paying at least 700 extra for the cost of the
annual model change today when he goes down and buys a new ear.

Most of this change is style change and it is very expensive and is
passed on to the customer. If over the years he received a significant
increment of safety every year for that $700 we would have a much
safer car today. Since that did not happen, we have to make up for
lost time, and it is this type of pressure on the industry which will
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trigger some of its engineering talents into building safer cars instead
of spmulmrr tremendous amounts of energy, time, and money, trying
to decide whether a grill pattern one year should have a grin or a
grimace,

Mr. Harvey. I have no further questions, Mr, Chairman.

Mr. Rocers of Texas (presiding). Mr. Farnsley.

Myr. Farnseey. Mr. Nader, T am very grateful for what you are do-
ing. T realize the problem we have now before us. As a father
of three sons who are of an age in which they are very active, I am

very grateful to you. The chairman of our Automotive Safety Com-
mittee in Kentuc ky is a close friend of mine. We have worked to-
gether on this. When it came out that you had been investigated, T
asked him what he thought, and he said, “That means they are fight-
ing. People don’t do things like that unless they are fighting.”

I talked to him the day before yesterday about calling these cars
in, and he said the manufacturers are in a state of panie. I think
we are going to get results. 1 think we are going to get a safer ear.
I have not much time, but T have three boys I am very fond of. Can
you give me some quick information on what are the safest cars
available, no matter where they are made?

Mr. Naner. No, I cannot. That is one of the problems. The con-
sumer can go to no authoritative sonrce and find out which cars are
safer. In faet, he can’t even find out whether the tires he is getting
on the car, the two ply, are safer than the four ply he used to get
2 or 3 years ago.

There is no way to judge. The letters that T have been receiving
every day all have a common theme of “Where do we go?” “How can
yvou tell if one feature is hazardous or not 2 “What are the remedies?

There is no place to go. The letters that they send to the industry
uniformly come back with the public relations gloss that can infuriate,
and quite properly so, the motoring public.

Most of the change is style change and it is very expensive and is
to use a three-point seat belt properly installed and properly en-
gineered, and he can go down to the dealer and ask him to put on the
table all these safety options which they charge extra for. The safety
options are extra cost unlike styling features which are standard. He
should try to take advantage of these options. They may cost him
more, but he should be willing to pay more for the added safety.

In terms of guidelines, it is quite chaotic. Talk to people who know
tives, for 1\.1111[1](' and almost uniformly they will put a larger size
tive on their own car, not only because the tire will perform ho[lpr bt
because it will take contingencies such as heavy loading of the station
wagon. This quest ion was asked of the auto manufacturers, I believe.
Inst year in the Senate, and they denied flatly that a larger size tire had
anv advantage under any conditions.

The question at hand is: Who can give an authoritative determina-
tion so that the consumer knows what he is buying and under whai
conditions he has to buy additional safety ?

Mr. Farxsuey. Thank you.

Mr. Rocers of Texas. Mr, Carter.

Mr. Carrer. I take it that some of the smaller cars are possibly not
as safe as the larger ones. Is that true of the more compact cars?
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Mr. Napek. Generally speaking in a collision situation, yes.

My, Carrer. Which would you say was the unsafest, or would you
want to say that?

Mr. Naper. Do you mean American cars or cars generally ?

Mr. Carrer. Generally.

Mr. Naver. Then I think the leading candidate for that designation
would be the 1960-63 Corvair on several counts.

Mr. Carrter. I was referring particularly to the foreign-made cars.
Would you want to state which ones of those are the unsafest !

Mr. Naper. We have not full tests to determine the entire range of
the literally dozens of European models. My comments on the Volks-
wagen came from the fact that by far it is the small car most sold in
this country.

Mr. Carrer. Yes. I take it also that you deplore the use of the
names Mustang, Toronado, and Barracuda for our cars, is that true?

Mr. Naper. Yes, I do, because it reveals an attitude and a priority
given to the type of concept that is peddled to the consumer. It is not
responsible. "I don’t know what the implied warranty of a Barracuda
is.  When you are dealing with a product that involves the chewing
up of so many people every year, it is just the better part of prudence
not to name it with such inflammatory terms.

It is the better part of prudence at least unless the auto makers can
show studies to the contrary, for instance, that it does not have a trans-
ferral effect on teenagers.

Mr. Carter. And I notice that the Volkswagen chews up quite a
few, as you say, and yet there are those who call it the Pussycat.

Thank you, sir.

Mr. Cunyineaam. Will the gentleman yield ?

Mr. CarrER. Yes.

Mr. Cuxyineuam, Actually, you don’t have any figures to sub-
stantiate your claim that the design is the cause of accidents?

Mr. Naper. The design of the vehicle?

Mr. CuNNINGHAM. Yes.

Mr. Naper. Let me explain that, Mr. Cunningham. In terms of
the available statistics as to how many accidents are caused by the
vehicle or primarily caused by the vehicle, we do not in this country
investigate the role of the vehicle in the accidents.

We have had pilot projects where accidents have been investigated
intensely. One of these is the Harvard team which completed its work
about 2 years ago and investigated accidents in the Boston area.

The coneclusion from that series of investigations is that the vehicle
was the first cause of the accident. Let me make just one point elear,
if I may. When we start talking about what is the caunse of the acei-
dent, driver, vehicle, or highway environment, we have to remember
that there are interactions here,

If you want to say that the vehiele as it is now, keep that constant,
you could very easily show a high proportion of driver error causing
the accident. If you want to say about the driver, let’s keep him as
is and expect more of the vehicle, then you eould show that the vehicl:
is, by default or negligent input. the cause of the aceident.

Mr. Cun~ixeaay. I have been in traffic safety work professionally
for many years. You have not been in this field professionally, and
you have no real competence. '
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Mr. Naper. On the contrary, I do.

Mr. ConNineuam. I would like to have you present for the record
the professional experience you have had full time in this field.

Mr. Rocers of Texas. The time of the gentleman has expired.

Mr. Adams.

Mr. Apams. T haveno questions.

Mr. Rocers of Texas. Mr. Watson.

Mr. Warson. Iam sure, Mr. Nader, every American shares your de-
sire for having a safer automobile and as I read in one of the current
issues of Life by one of the engineers invloved in studies at UCLA,
said he was apprehensive about what might result if he created the
psychology that we are building a safe automobile, that you can erack
it up and do everything you wish, practically.

He is rather apprehensive that then it might cause more careless-
ness on the part of the driver. Would you care to comment on that?

Mr. Naper. I think the survival instinet and the overwhelming good
sense of the majority of people would militate against such a conse-
quence. If you put forth the proposition that by making cars safer
vou will increase the likelihood of drivers driving more dangerously,
then I think we must also accept the converse that if we make cars less
safe they will drive more carefully.

I don’t think either is true, and T think we can’t stop the process of
improving the safety of cars because there may be a handful or a tiny,
tiny percent of wild teenagers who might want to play chicken by
slamming their car into a brick wall instead of over a cliff, as they do
now in some instances.

Mr. Warson. You were not trying to give the impression earlier
that the cause of a lot of wrecks was the fact that we name these be-
cause the romantic names such as Mustang, were you ?

Mr. Naper. No,thisisa type of American merchandising policy that
strives to direct the consumer to concentrate on these whimsical, lust-
ful, or stylistic features of an automobile instead of trying to stimulate
an appreciation and demand for engineering and other functional im-
provements from year to year in the automobile.

Mr. Warson. You would not advocate the prohibition of any mark-
ing or competition in automobiles, that they would all be named A, B,
or C, would you ?

Mr. Naber. No. As I said, the namings that are involved, sir, are
symtomatical of the attitudes. There may be findings some day that
this does have a transferral effect in the sense of charging up some
of these teenagers. As I say, it is the better part of business prudence,
and in this respect T am happy to say that General Motors executives
are in full agreement, it is the better part of business prudence not to
indulge in such inflammatory advertisements unless it was shown that
thev did not have such an effect.

The General Motors people explained ads such as calling the Buicks
“get behind this Buick and you ean start labeling yourself as the
human cannonball,” they explained such ads as necessary because “if
we don’t do it the competition will do it.”

They don’t try to justify on the merits. They agreed that it is
undesirable,

Mr. Warson. A little better than a year ago, T wrote to some of
them—some of the major manufacturers of automobiles—and sug-
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cested that it might be helpful to put some little safety reminder on
the dash of an automobile.

[ can remember perhaps 10 or 15 years ago they had something on
either side of the light bright signal of drive safely on one of the cars.
I forget what it was.

I suggested to them that it might be advisable to put something as
a reminder that wrecks kill. I know I have been to a good many of
these safety lectures and I have seen these cars bashed up, heads
bashed in, and I go away with the determination to drive safer, but at
the same time, after a few miles, I tend to forget it.

[ thought this little reminder might be helpful. Frankly, I did not
oet much response from the manufacturers. Do you think it might be
helpful in reminding the driver?

Mr. Naper. There is no way of saying, sir. Professor Malfetti, at
Columbia University, who has done some work in this area, tends to
conclude that scave techniques, warning techniques like that, may
have a negative effect on some people.

There is just no way of saying.

Mr. Warson. Thank you.

Mr. Rocers of Texas. Mr. Rogers of Florida.

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

Mr. Nader, it seems to me that this legislation we have before us
really could be called the 10 percenters bill, because the bill is really
to about 10 percent of the problem that we see before us as far as safety
is concerned.

Mr. Naper. In the first year. In 4 years you would take care of
half of your vehicle mileage, however,

Mr. Rocers of Florida. Except that they would become used cars
and you would agree that they could have defects.

Mr. Naper. Yes, it would be a steadily decreasing problem, how-
ever important it might be right now.

Mr. Rocers of Florida. I am not sure that I would agree with that,
necessarily. You might put on some improvements, and I would hope
we would, and I would agree that this needs to be done. But the con-
cern 1 have is that we are not really looking at the full problem. I
wanted your comments and your feelings about, say requirements for
a certificate of safety for the 90 percent of the problem that exists to-
day, or doing something, anyhow, about the resale of these cars to try
to bring them back to a safety standard that would be safer.

Mr. Naper. You are quite right, Mr. Rogers, that even if we start
building much safer cars, not only in terms of their collision perform-
ance but in terms of their reduced need for maintenance because of
their better quality, there still is the problem of the cars that are on
the road today.

According to the Bureau of Public Roads, 4 years of car production
will account for half of the vehicle miles traveled. So we can turn
over fairly rapidly certainly much more rapidly than we can our
highways.

Mr. Rocers of Florida. Might I say there I am not sure that really
oets to the problem, simply to say that more cars would be traveling.
Wonld that be most of the traveling in the 4 years?

Mr. Naper. Yes.
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Mr. Rocers of Florida. There may be a lot of cars that will not
travel very far, the older cars.

You would agree with that?

Mr. Naper. Yes.

Mr. Rocers of Florida. I am not sure that would be a good statistic.

Mr. Naper. In terms of the vehicle mile exposure. T am restricting
it to that, because that is what our rates are based on now.

But your problem is obviously quite an important one, what do you
do with the cars on the road today, particularly when you see the re-
sults of the inspection of cars, and this is an area where we could hope
to get much more data on.

New Jersey, for example, rejects about 25 percent of the new cars
that they inspect. These are new cars. So you could imagine what
would happen after the car is out on the road for a few years.

Mr. Rocers of Florida. Exactly. You would think that the new
car had the less difficulty as far as the safety factors are concerned than
the old cars, which would have more trouble with the safety features.

Mr. Naper. That is correct.  Now my main problem with the sug-
gestion that cars be inspected every time they are resold and certified,
1s how do you do it so it just doesn’t become pro forma and become
very political. The history of inspection in many States is not a very
heartening one.

Mr. Rocers of Florida. We are not leaving it to the inspection
This is for the man who sells it, who would have to certify the safety
just as the new car dealer does. How will you get the new car dealer
to do it except by law?

Mr. Naber. You are putting the burden on the dealer who sells it.
so that he is responsible.

Mr. Rocers of Florida. That is correct.

Mr. NapEr. I think that is a very commendable suggestion.

Mr. Rocers of Florida. T am glad to have your feeling on that. 1
do think it is important for us to do something about it.

As I understood in your testimony yesterday, yvou felt an advisory
committee could be developed but you felt the consumers should be
represented on such a committee.

Mr. Naper. I think it is absolutely a necessity that that be so.

Mr. Rogers of Florida. One last question. You state now that there
are no places where a person can go to and get his new invention evalu-
ated. We have appropriated for some yvears now money to FHEW and
Commerce to carry on these safety programs. In fact, many of the
university centers such as Harvard—well, T think they have a grant
of §900,000—such as Cornell and various other universities, and right
here they have an in-house program. But it has not been possible,
you say, for people with these safety designs to come to the depart-
ments and get them evaluated ?

Mr. Naper. You have really hit on an exceptionally important point
which I think the legislation will have to take into aceount. Tt is not
enough just to support research, although T would agree that the
amount in terms of research and development, $10 million proposed
in the administration’s bill. is grossly madequate compared to the
problem. Tt is not enough simply to have new research studies, unless
you have a system whereby when they are completed and sent back
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to the agency sponsoring them they are processed for their policy sig-
nificances that is, you should be receiving recommendations from the
executive branch as a result of these studies.

Mr. Rocers of Florida. That would be such as for seat belts?

Mr. Naper. Yes, and also to process them in some way that the con-
sumer can be informed better.

We have known all along, for example, that tinted windshields in-
volve a reduction in visual levels in automobiles. Tinted windshields
are now being sold as extra cost options, or they come with the car
priced higher accordingly. You pay more to see less.

Mr. Rocers of Texas. The time of the gentleman has expired.
The Chair recognizes Mr. Keith.

Mr. Kerra. Thank you.

My question has to do with road design. The Federal Government
frowns upon three-lane highways. Now, in my district we have built
a new road which, prior to its becoming doubled, had just a center
strip down the middle. Tt is actually about 48 feet wide. There are
many roads in this country 48 feet wide but four lanes. The Govern-
ment insists, however, that this road must remain a two-lane road and
cannot be three or four.

They are worried, perhaps, about the shoulders. But they will not
build another section of tllm highway paralleling the present road
until the traffic count gets up to where, in their view, it will support it.

Do you have any information as to whether or not it is safer to
make this 48-foot roadbed four lanes now or whether it is best to
leave it at two lane, where we have occasional mopes who come along
and force people to take a chance and have head-on collisions.

Mr. Naper. I do not have information on that point, sir. These
would have to be very careful studies of the traffic flow. You would
have to compare one type of highway with another to get a determina-
tive conclusion.

The principle that a one-way road is safer, such as on our new
turnpikes. I think is quite well established.

Mr. Kerrin. We are now running into many areas of the country
where they build these new roads with one barrel at a time, and the
roadbed is sufficiently wide for four lanes, but in order to be economieal
they have a two-lane road with a very large apron. Then they wait
until the traffic load is sufficient to build the other lane.

I maintain that in the interim period we should make it a four-lane
road even as we are doing right now in Rock Creek Park. The time
lag which is now prohibitive could be extended.

Do vou have knowledge about a possible system of signs which could
be developed that would improve communications so that, say, if the
road narrows ahead, a driver, noticing someone overtaking him would
pull over to the right ?

Mr. Naper. The whole area of improving the communications to the
driver as he is driving down the highway as to conditions that either
precede him or follow him is one that I think will undergo great study
and considerable investment in the next few years. : '

Whether a particular feature improves the safety of travel on the
highway, I have no information. These questions should be answered,
to the extent they can be answered, by tllw Bureau of Public Roads,
which is involved in this.




874 TRAFFIC SAFETY

Mr. Kerrn. I have one further question dealing with the swaying
of large cars, particularly big station wagons. We finally disposed
of our station wagon because of the swaying. We invested in a sway
bar, which did not help at all. Have you any comments as to what
causes that?

Mr. Naper. The problem in station wagons, and it is one which is
plaguing the manufacturers to this day, is the problem of handling
stability. Ford, for example, in 1965 and 1966, in its station wagons,
went to the coil spring, and it has been having considerable trouble
with the operation of this rear suspension.

There are other station wagons that have exactly the problem which
yon mentioned. I don’t know why this can’t be solved unless the
priority of ride runs roughshod over the priority of handling safety.

Sometimes in order to achieve a smoother ride they will sacrifice
many improvements in their handling features, such as maneuverabil-
ity, minimum vibration at high speeds and so on. This emphasis on
ride is something that consistently erodes the optimum construction of
tires as well as the suspension system of automobiles.

There can be a book written on what this penchant for a smooth
ride again has done to engineering discretion in the auto companies.
It is a very erosive priority.

Mr. Kerrn, Thank you, Mr. Chairman.

Mr. CuxyiNeuaym. Will the gentleman yield?

Mr. Kerrr. Yes.

Mr. ConxNingaam. You mentioned the Bureau of Public Roads.
Mr. Clonnor testified the other day. First of all, those of us in track
safety professionally know we have to have figures, and particularly
in order to know best to do about this problem.

So T asked Mr. Connor what the accident rate is among Federal
vehicles.

The reason I asked that was because they have said that they have
recommended or demanded many safety features in Federal vehicles.

I said T am wondering what the accident rate is among Federal
vehicles. T asked what reporting system they had to determine what
the cause of these accidents were.

Secretarv Connor said as far as he knows the Federal Government
does not have a reporting system. He went on to say, Congressman,
I don’t have such control.

Then it is presumed that the Federal Government has no renorting
svstem that includes the reporting of all accidents involving Federal
automobiles,

Thev have all of these so-called safety features that they demand
in their automobiles and yet they don’t even have a reporting system to
know what causes these accidents.

Mr. Chairman, may I have unanimous consent to include in the re-
cord at this point two articles, one by Roscoe Drummond, who says
in his article, “Good data not available. We should not rush in legisla-
tion on hasis of emotional pressure and unreliable information.”

And also an editorial from the Omaha Evening World-Herald ona
paracraph of which says:

“We seem to recall that a vehiele completely designed built, and in-
spected under Government supervision, at a cost of no one knows how
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many million dollars, was obliged to come down out of outer space
a few weeks ago after very nearly incinerating its occupants.”

Here the Federal Government has a vehicle that the Federal Gov-
ernment, itself, has complete control over and they nearly had an
accident.

The Cuamman. Without objection they will be included in the
record.

(The documents referred to follow :)

[From the Detroit Free Press, May 2, 1966]
Mokre DATA NEEDED FOR AUTO SAFETY Law
( By Roscoe Drummond )

There is no doubt that Congress will pass some needed legislation on auto and
highway safety this year.

What is in doubt is whether it will limit any new law to what the present facts
justify and not rush into measures on the basis of emotional pressure and
unreliable information.

The antomobile industry has said it is willing to work with Congress on new
and improved Federal standards for the building of safer cars. That's good.
There iz no need for delay.

But Rep. James A. Mackay, Democrat, of Georgia, himself a member of the
Interstate Commerce Committee which has held long hearings on the subject,
makes a valid case that no new Federal legislation trying to set out uniform
national highway-and-driver safety measures should be based on the limited
and unscientific data now available,

The reason good data is not available is that there has been no adegquate
research into the eauses of highway accidents,

This is why Representative Mackay, who has applied himself more thoroughly
to these matters than most and who is in no way interested in delay for its own
sake, is urging that Congress establish a research center to examine every facet
of traflic accidents and report back soon.

The more testimony Congress has taken, the clearer it has become that the
data on the causes of highway accidents is woefully incomplete and often
superficial.

The Highway Safety Council offers Congress a great deal of information, but
when Mackay checks into the police and highway departments he finds so many
loose practices in gathering the information that it is simply not a good enongh
base for new legislation.

He contends that it would be a grievous mistake to attempt to frame a uniform
highway safety measure until more full and more competent research can be
completed.

Ten years ago there were exhaustive congressional hearings into highway
safety and they produced the same kind of information which has emerged
during the past few weeks.

Publie apathy then caused Congress to do nothing.

Today, fortunately, apathy has disappeared and public demand has exploded
all over the country in a chain reaction of controversy and concern.

And very rightly. At least 4,100,000 persons were killed or injured on the
highways last year. Deaths increased 1 percent over 1964 ; injuries, 7 percent.
Last December was the most murderous month of all—4,940 died. Casualties
were up 6 percent in January and February of this year.

There is no reason to believe this mounting spiral will be arrested and reversed
unless there is an unprecedented effort to establish a truly national traffic safety
program with much more specific assignment of responsibilities than now
exists in the Federal and State governments.

Traflic accidents are the greatest killer of youth from the ages of 15 to 25—
they are the most reckless drivers—and the fourth greatest killer of Americans
of all ages.

We have national eancer research, national heart research, national ecerebral
palsy research. A solid beginning toward safer antos is practical, but before we
attempt to draft a national safety law, fuller and more scientific nationwide
research into the causes of accidents is imperative.
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[From the Omaha (Nebr.) Evening World-Herald, Apr. 11, 1965]
DgrroIT AND IS CriTIics

The automotive industry clustered around Detroit is unquestionably the
largest and finest manufacturing complex on earth.

The cars produced there are the greatest. Almost anywhere on the globe,
the man who can afford to own an American automobile (duty and shipping
costa make the price almost prohibitive overseas) counts himself the luckiest
of mortals.

Perhaps the most important factor in ereating this success has been competi-
tion. Dog-eat-dog competition between some of the toughest industrialists on
earth. Competition that has caused the motor-makers to bring out new models
every year, embodying every improvement in motor, mechanics and style that
they think the publie will welcome,

Now politicians are trying to get into the act.

The Administration in Washington has demanded that the bureaucracy be
allowed to set mandatory safety standards for cars (standards which might
affect every part of the vehicle), and a Senate Committee has been holding hear-
ings,

This inquiry has turned up two principal allegations:

(a) That automobiles are not as safe as they might be, and

(b) That faults in design have been found occasionally in some models,
faults so grievous that the makers have been obliged to call in cars already
sold and make corrections.

Let's take a look at those two charges, starting with safety.

Unguestionably the automobile is not a completely safe machine. It is involved
in the deaths of some thousands of people every year. Anybody who places his
own safety and security above all other considerations had better buy himself a
General Sherman tank or better yet, stay in his own basement,

If the American public ever shows a genuine interest in safety, and demands
that the automobiles it buys be equipped with the most advanced safety devices,
we rather surmise that somebody in Detroit will comply, and the others will
have to follow suit. But lacking any such widespread demand, we doubt if
Government regulations or Government design of automobiles would do much
zood.

We seem to recall that a vehicle completely designed, built and inspected under
Government supervision, at a cost of no one knows how many million dollars,
was obliged to come down out of outer space a few weeks ago after very nearly
incinerating its occupants.

The trouble? A simple short circuit. To the safety-minded it would seem
elementary that a device operated by the electricity should be protected against
short circuits.

Now, as to the second count, that motor cars sometimes develop trouble caused
by faulty design. Undoubtedly that is true. It can happen with any piece of
machinery.

Last week the engines of an Atlas-Centaur rocket fired from Cape Kennedy
failed to ignite while reaching toward upper space, The Atlas-Centaur is the
showpiece of America’s billion dollar attempt to put men on the moon. The
incident does not prove that the Atlas-Centaur won't ever work. But it does
suggest that sensitive machinery does not always work as well as its designers
hope, and that sometimes changes have to be made.

If Detroit's auto makers keep on selling defective cars after they know they
are defective, they certainly should be whaled. But if the complaint simply
reads that they have made mistakes, and acknowledged them, and made restitu-
tion, then we can't see that any one in Washington has reasonable grounds for
getting into the act.

We are not here entering a blanket defense of the automobile industry. Pos-
sibly, on occasion, some of its tycoons have been guilty of sharp practices and
even law violations. If so, the Department of Justice certainly should crack
down.

But law enforcement is one thing, and Government-dictated design of auto-
mobiles is another. We rather surmise that if the latter practice had been
followed for the past half-century, we would all still be riding around safely
at 20 miles an hour in Model T°s. And black ones, at that.
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The Cuatrman. Is there anyone who has not had an opportunity
to question this witness?

Mr. Warson. If the committee would indulge one comment, I would
appreciate it.

In response to the last question I propounded to you, you, as I
understood, said that you were afraid that the warning to a driver that
an automobile kills might have more of a detrimental than beneficial
effect.

I hope that you will clarify that. That goes against all of our traffic
safety, all of what we have been trying to de. %’[ am inclined to give
credence to every man, but if a man will make that statement, then I
am inclined to discredit everything he said.

Mr. Naper. I didn’t make that statement. I referred to Professor
Malfetti who has done more work in this area than anyone else.

Mr. Warson. Do you agree or disagree with the statement that a
warning that an automobile will kill you would be beneficial or detri-
mental

Mr. Naver. There are two questions here.

Mr. Watsox. Do you agree or disagree with the gentleman?

Mr. Naper. He didn't come to a final conclusion because this is a
very different area to conclude about, the impact on human behavior.
What he did say was the type of poster showing, in England

Mr. Warsox. Mr. Nader, do you agree or disagree that a warning
to the driver that a wreck will kill you is beneficial or detrimental?

Mr. Naper. I cannot conclude either way.

Mr. Warson. You cannot conclude either way. Then I am inclined
to discredit a good bit of what the witness says.

Thank you, Mr. Chairman.

The CratryMaN. Mr. Friedel has one question.

Mr. Frrepen. Mr. Nader, I remember about 5 years ago when Mr
Roberts was chairman of this subcommittee we had a demonstration
on a spaceometer. That would remind the driver how many car
lengths he should be behind another car. In other words, it would
stop tailgating.

I was greatly impressed by that demonstration, and I think all the
members of the committee were greatly impressed. Since that time,
I have watched tailgating and I have kept a proper length from other
cars.

We have an inventor in Baltimore who gave this invention to the
State of Maryland free. I think if they are put on by the manufac-
turers at the factory they would cost about 25 cents. There might be
a little bit for the royalty, but that would go to the State of Maryland
for traffic safety.

I don’t know if you are familiar with that spaceometer or not.
That gentleman has invented many safety devices. He gave the
spaceometer to the State of Maryland. I would like to see the industry
use it and see whether it would stop tailgating, which causes so many
accidents. Are you familiar with the spaceometer ? 3

Mr. Naper. No, T am not.

Mr. Frieper. That is all, Mr. Chairman.

Mr, Seringer. This is personal, Mr. Nader. Did I understand you
to say a moment ago that you thought the 1960 to 1963 Corvairs were
the most dangerous or the least dangerous?

G3-481—66—pt. 2 7
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Mr. Naper. I said they were leading candidates for the most dan-
gerous car.

Mr. Serixger, I am driving a 1960 Corvair with 53,000 miles on it
as of this morning. What is wrong? What should I be watching
out for?

Mr. Naper. There are various problems with the Corvair. With-
out going into much detail, T will list a few briefly. Under certain
conditions of driving, particularly cornering, certain combinations
of cornering angle and speed, the vehicle’s rear suspension is so de-
signed that there is pressure on the rear wheels to begin to tuck under.
As the rear wheels begin to tuck under you begin to lose greater con-
trol over the vehicle and there is a rear-end breakaway phenomenon
where, in effect, the rear end, not the driver, will begin to direct the
vehicle.

You may have a Corvair with accessory equipment to stabilize it, 1
don’t know. You may drive this car within its limits of controllabil-
ity. You may not push it to limits where it would not be controllable,
but on other cars the same situation would be controlled.

Mr. Seringer. What do you mean by pushing it to limits? T am
driving it every day and have been for quite a while. I want to be
sure that I haven’t got the wrong thing here. What do you mean by
pushing it? Do you mean speeﬁ, or going around a corner?

Mr. Naper. It is a combination of many factors. Even crosswinds
are involved. But the two primary factors would be the cornering
angle and the speed at which which you are going. The car has been
shown to go out of control, for example, at a speed around 25 miles
per hour at a sharp cornering angle.

Mr. Seringer. Do you mean when I go around a sharp corner?

Mr. Naper. Going around a sharp corner for considerable yard-
age. not just going around, say, for 10 yards.

Mr. Serinaer. 1 go around a lot of corners at fairly good speeds
between here and Chevy Chase every morning. I must make at least
a dozen corners. I just bought an ordinary Corvair, as far as I know,
which has been very satisfactory at the first 50,000 miles.

I was trying to find out what problems you might think I might
run into.

Mr. Naper. What tire pressures do you keep?

Mr. Sprixcer. I think they tell me 28 to 32. I forget whether it is
98 in the front and 32 in the back or 28 in the back and 32 in the front.

Mr. Naper. The recommended tire pressures are 15 pounds per
square inch front and 25 pounds per square inch rear.

Mr. Seringer. Then am I more dangerous or less dangerous?

Mvr. Naper. That is what people have been asking. It is very hard
to get the answer as to the best differential tire pressure for front and
rear. There are other aspects of the Corvair, such as the steering col-
umn facing you every day on a low front collision ramrods back
much more easily than other cars. The gas tank which is close to you
has been known to rupture and incinerate occupants in otherwise
survivable accidents. It is in an exposed position. This was recog-
nized by a leading General Motors engineer, Maurice Olley, before the
Corvair was built: that is, the risk in putting the gas tank in front
in that exposed position.
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The instrument panel, as you can see, can concentrate tremendous
forces on your head if you strike it. Those are some of the other
aspects.

Mr. Serincer. Thank vou.

The Caamaran. Mr. Mackay ?

Mr. Mackay. Mr. Nader, some of your critics have said that you
have distorted the overall traffic safety issue, that you have been un-
balanced. I have read your book and your articles. If I understand
what you are doing, you have just elected to discuss the vehicle as a
factor in the total picture and really have not written about traffic
safety generally, and you don’t discount the other elements in the
picture. You have chosen to concentrate on this particular aspect ;
is that correct ¢

Mr. Naper. I chose it because it was the most neglected in my judg-
ment, and in my judgment, and the meaning of the evidence I have
produced in my book, it is the most important remedy to reduce the
accident-injury toll.

Mr. Mackay. And in order to focus attention on that, you simply
have not gotten into other areas of traflic safety ; is that correct ?

Mr. Naver. Yes. If I may take asimple analogy, it is like shaving.
We want everybody to be careful when they shave so they don’t cut
themselves. But quite obviously the first step in safe shaving is not
to get a jagged razor blade,

Mr. Macgay. Thank you. That isall, Mr. Chairman.

Mr. Rocers of Florida. You said there was no university in the
United States where a person could get an automotive engineering
degree ?

Mr. Napber. There are aeronautical and mechanical engineering de-
grees but not automotive engineering degrees. '

Mr. Rocers of Florida. I was under the impression that North-
western and the University of Michigan and Cornell had such.

Mr. Naber. You might be referring to traflic engineering degrees.

Mr. Rocers of Florida. No, auto engineering. !

Mr. Naber. Not to my knowledge.

Mvr. Rocers of Florida. Thank you very much.

Mr. Farnseey. Mr. Chairman ?

The Cramsan. Mr, Farnsley.

Mr. Fagnsrey. Iam up to my ears in Corvairs. Is there any advice
you can give me on those early Corvairs? You said there was some-
thing you could do to help that rear suspension problein.

Mr. Naber. Yes. In a study made by Suspensions International of
Long Island, they recommended three improvements that could be
applied to the Corvairs that are now on the highways which would
cost. the Chevrolet Division, labor and materials, no more than $20
maximum per vehicle. These three are stitfer springs, rebound st raps,
and a front antisway bar. Those components would measurably im-
prove the stability of the automobile.

Mr. Farnstey. Thank you so much.

Mr. Naper. Every dealer should be able to do that for YOI

Mr, Farnsiey. Thank you very much.

The Cramaran. Dr. Carter?

Mr. Cagrer. I know we are all very much for greater sa fety in our
ars on the highways.
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The Cuamyax. Thank you, Doctor.

Mr. Cunningham?

Mr. Prexre, Mr. Chairman, I would like to insist on regular order,
if that is the term. I have a witness I want to present. We have had 2
days now on this witness. This man has been waiting in town for 3
days. He came 2,000 miles. This could go on interminably. I hope
we can conclude these questions and come back to this gentleman some
other time.

The Cramrmax. Iam trying to finish off as soon as we can.

Mr. Cunningham, did you have a question ?

Mr. Cux~ixeuam. I would like to ask the witness how much money
has he made on his book and other writings since he has quit the
law.

Mr. Naper. I can’t supply you with that information now, however
relevant I might wish it would be to auto safety issues.

Mr. Cunxiyeuay. Will you supply it for the record ?

The Cuamyan. Would the witness for a moment please suspend?

I don’t believe we are going into his record of what Illi:-i earnings are.
We are trying to find out about automobiles. I will agree with the
gentleman from Nebraska that we want to know everything that we
can and should know as much about every witness as we can. Certainly
he wrote his book for profit. That should be sufficient.

Mr. Cun~inerax. Then T have another question, Mr. Chairman,

We were talking about graduate engineers. You are familiar with
the fact that there are graduate engineers in traffic safety engineering,
are you not.?

Mr. Naper. Yes; there are degrees in traffic engineering.

Mr. Cun~incuay. Just one final question. In the New York
Times it states you have written magazine articles, letters to the
editor and so on, and you took auto negligence cases through the
courts. Isthat true?

Mr. Naper. I have represented claims in a variety of cases which
have included automobile negligence cases.

Mr. Cun~iveaad. And it is also true that by putting the blame
on the automobile design you have a better chance of getting your
clients off the hook?

Mr. Naper. No, that isnot true at all.

Mr. Cux~ingaasm. You don’t have any figures to show how many
accidents are cansed by faulty design.

Mr. Naber. The only way

Mr. Cun~ineaaM. If you can put the blame on the manufacturer,
the jury would be more apt to let the clients off the hook.

Mr. Naper. If you had the facts, yes. I don’t see anything wrong
with bringing forth the full facts in any adjudication. That is the
way justice is done.

Mr. CuxNingHAM. You are very clever in your answers and you
skirted around all the things I have tried to bring out.

Nevertheless, Mr. Chairman, that is all I will have now.

Mr. Naper. If 1 may assure Mr. Cunningham, most of the returns
from my writing these days, Mr. Cunningham, are going for the
program of auto safety and to further my work in auto safety.

Mr. Cun~yiveaay. I didn’t hear that.

The CramaaN. Do you want him to repeat it ?
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Mr. Cun~iNeHaM. No. .

The Cuamax. Are there any further questions that are pertinent
which have not been asked and which need to be?

If not, I will say thank you, Mr. Nader, for coming and giving
us the benefit of your views. We understand these are your views,
and we understand, too, that we have many, many other witnesses that
will give perhaps opposing views before we are through.

We have many to hear from and we have heard many in these 3
weeks. We will take all views under consideration when this is
summed up.

Thank you so much for your kindness in coming today.

Mr. Naber. Thank you for giving me this opportunity. ‘

The Cramman. The Congress is due to have a vote immediately.
Perhaps Mr. Murphy would like to introduce his group and let them
start—would you like to do that?

Mr. Mureay. Yes.

The Cramyman. I would like to say that in order to accommodate
our colleague from New York, who does have constitients here who
are next in line, I will ask him to introduce them. One is Mr.
Liebowitz, of New York.

Mr. Murpry. Mr. Chairman, the witness is State Senator Simon J.
Liebowitz, who is the chairman of the Joint Legislative Committee
on Motor Vehicles, Highway, and Traffic Safety of the Legislature of
the State of New York.

Senator Liebowitz started hearings in New York City on Septem-
ber 10, 1965, on the very issue we are conducting hearings on. He has
conducted hearings throughout the State of New York. He con-
cluded his hearings and filed a report with the New York State Legis-
lature. He has also testified before the U.S. Senate Committee on
Government Operations on this same subject. That committee is
headed by Senator Ribicoff.

As a result of his proposals, 31 bills were introduced in the New
York State Legislature on automotive traffic safety.

It is a pleasure for me to introduce Senator Liebowitz.

The Crammaxn. I would say, Congressman Murphy, we are very
happy to have this introduction.

I would like to say, Mr. Liebowitz, that Mr. Murphy is a very
valuable member of this committee and works very hard on the
committee.

We will recess at this time until 2 o’clock. I just wanted Mr. Murphy
to have the opportunity to present you. I know before we get
started we will have to recess.

We will be in recess until 2 o’clock.

(Whereupon, at 12:05 p.m. the committee recessed, to reconvene
at 2 pan. the same day.)

AFTER RECESS

(The committee reconvened at 2 pan.)

Mr. Rocers of Texas (presiding). The Committee on Interstate
and Foreign Commerce will come to order for further consideration
of the pending business.

Senator Liebowitz is the witness before the committee at this time.
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STATEMENT OF HON. SIMON J. LIEBOWITZ, A STATE SENATOR
FROM THE STATE OF NEW YORK

Mr. Rocers of Texas. You may proceed, senator.

Mr. Lizsowrrz. Thank vou, Mr. Chairman.

Mr. Chairman, Representative Staggers, Representative Murphy,
and members of this wonderful committee that appears to be doing
a most excellent job, on behalf of the New York State Legislature, and
as the chairman of the Joint Legislative Committee on Motor Vehicles,
Trafic and Safety, of the State of New York, T am honored by the
invitation that you have extended to me. So that the record will be
clear, we in New York have our joint legislative committees expire on
March 31 of each year. This was on the theory that we would be
adjourning on that date.

However, the system has changed somewhat and we are still in
session. So no new committee has been appointed. I am therefore
assuming that I am still acting in that capacity.

I am extremely grateful to Representative Murphy, who represents
a good part of my home Borough of Brooklyn, and who has shown keen
interest in all matters affecting the public good, but particularly in
che field of automobile safety.

I have exchanged ideas and information with Congressman
Murphy, and I admit his keen insight in the problems which we are
faced with.

Fifty thousand American lives were snuffed out last year as a result
of motor vehicle accidents. During the next 10 years, unless we do
something about it, at least 600,000 lives will be lost and millions of
permanent crippling injuries will take place.

Although my formal statement does not relate the accident to its
initial cause, that in most cases is driver failure. Although my state-
ment does not deal with that subject, I do not mean to derogate from
the importance and the consideration of a program national in scope
for the education of a driver.

If T had my way about it, every high school in the United States
of America would have a course in driver education. This has proven
to be a very excellent method of approaching the subject. Asa mat-
ter of fact, as you know, insurance companies will rate, at least in the
State of New York, the family insurance premium at least where the
young man has taken a high school education course approved by the
Motor Vehicle Burean of the State of New York.

AsTsaid, 50,000 lives have been snuffed out.

The problem is acute and it requires no further explanation from
me. This is my second trip to Washington. T testified before the
Ribicoff committee. Senator Speno, former chairman of the joint
legislative committee on motor vehicles, traffic and highway safety,
testified before your committee last week and T am sure that he made
a very adequate and detailed presentation of the prototype automobile
study. I heartily endorse his viewpoint.

My committee has held extensive hearings and rather than elaborate
on many recommendations made, T ask that the 1966 report be made
part of and incorporated in this record.

I have delivered several of these reports. I think they were placed
at your desk, Mr, Chairman. There are two or three of them around.
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I may refer to them.

Mr. Rocers of Texas. I think the proper place for those reports
will be in the files. Without objection, they will be received for the
file and if appropriate to be placed into the record, they will be placed
into the record.

Mr. Lizsowrrz. If you desire more copies of these reports, I will be
glad to supply additional copies.

Mr. Rocers of Texas. Thank you, sir.

Mr. Liesowrrz. I urge Federal support for New York's prototype
safety car. However, this is a long-rang program. The program is
associated with the disassociation with the automobile industry and
the idea is that it be a completely impartial one.

We need results now. We can’t wait for completion of the proto-
type project. We must convince the manufacturers that safety can
be built into automobiles now.

I may say in connection with this I think they are getting around to
it. There are many points of legislation which I will pomnt out that
we passed in New York, or are ¢ bout to pass, which have been passed
with the cooperation of the industry.

Dr. Gikas is from the University of Michigan, and I don’t know
whether this committee has seen any of his slides or had his presenta-
tion, so when I wrote my statement I did not know that. But I see
that one of the gentlemen is nodding and from that I assume that you
know much about it.

One thing about his reports is that the American-made cars retain
adequate interior survival space for passengers. He referred to this
very much before our commitiee. Therefore, we must reach the con-
clusion, and I am not an engineer but I don’t think one has to be one,
and sinee our committee saf in a minor role compared to your com-
mittee we must form a judicial judgment, and we say the automobiles
that most of our public uses are not fundamentally unsafe.

1t is the boobytraps in the cars that cause the fatalities. The booby-
traps built into our automobiles are killing more people than bombs,
bullets, and rockets. The boobytraps include rigid steering wheels,
shift levers, protruding instruments, door lul:ulT@s, sharp-edged in-
strument panels and coat hooks.

There are other metallic protrusions. In other words, the American
car is not padded up enough, as it should be. I will also speak about
the hydraulic bumper. I believe that can be handled very easily.

Professor Ryan, as you will see in my statement, from the University
of Michigan, has developed a bumper. The automobile industry knows
about all these things. This hydraulic bumper would more or less
cushion the impact of the collision so that the interior of the car
would not get the same jolt or the same momentum of force as it does
at the present time.

Dr. Paul Gikas of the University of Michigan Medical Center
showed that fatalities in hundreds of anto accidents were directly at-
tributable to boobytraps built into the automobiles. Crash vietims
are stabbed. cut, erushed when they come into contact with these
boobytraps.

The assertion by the auto makers that eliminating these boobytraps
is too costly has no foundation in fact. Thet rouble is that style reigns
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supreme rather than safety. The very fact that safety devices are
offered as optimal equipment is appalling. All safety features should
be standard items.

I urge that the 17 safety features required by the Federal Govern-
ment on passenger cars it purchases be included as standard equip-
ment on all cars,

I think under those circumstances we will have beaten to a very
]p(-.rr_-eplibIe and definite sense, and I can back it up based on facts T
1ave In my possession, we will have beaten the matter of the dangerous
interior design of the automobile.

The general motoring public should be given the same protection
to be alfm'ded Federal employees. The myth that a safe car is an ugly
car has been exploded. The auto industry knows what is neded to
produce a safe car, but it must be badgered—perhaps that should be
modified ; perhaps they have come to the realization—prodded and
reminded that safety is their responsibility.

Adoption of the 17 safety features would go a long way in drasti-
cally reducing the highway ﬁealh toll.

My report which has been submitted indicates that in New York
State with the consent of the industry—and this was after much trial
and tribulation—we have, almost by consent, passed a dual-braking
bill, which creates a secondary stopping force in the automobile, itself.
The Governor signed this bill this year. It will be effective on every
1968 model.

We have passed a bill which should be more scien tifically deseribed
as the padded instrument panel, which had all the gimmicks and all
the metallic substances that caused these great injuries removed.

We have passed in the Senate Jast week, with me as the sponsor, the
padded visor bill, and we have passed the safety tire standards bill in
the Senate. It is interesting to note on the safety tire standards bill
that the industry went along with the specifications of the Vehicle
Equipment Safety Compact Commission, and so did the rubber manu-
facturers. But we are always faced with these gimmicks.

After the rubber manufacturers approved it, they came back and
said, “It should be changed.” This was after they gave approval to it
at a committee hearing. This is the kind of thing we have had in this
industry.

I have also suggested heretofore that because of the seriousness of
this problem this Congress give serious consideration to a motor
vehicle compulsory reliability insurance law. We protect our aged
citizens through social security and medicare. We should have auto-
care for the protection of all motorists. Compulsory reliability in-
surance woul(]i be no more than an extension of the social security and
medicare philosophy.

]I(g upon questioning, you wish me to elaborate on that, I shall be
ad to.
¢ Thousands of people are killed and injured every year and they or
their survivors have no protection, except in the few States like New
York which have their own compulsory insurance laws.

I will add North Carolina to the States that have their own com-
pulsory insurance laws.

I urge that criminal liability we attached to auto manufacturers who
disregard their responsibility to the motoring public. In the State of
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New York, I introduced a bill, and I think this really comes within the
realm of national legislation, to point this problem up. I introduced
a bill that where the automobile company discovers a defect, and I can
see where a defect through some error can develop, where it discovers
the defect which has a safety angle to it, the obligation for them, by
registered mail or certified mail, should rest upon them, to notify the
motorist. who has purchased that car. This is relatively simple.

The dealer is the person who sends the name of the purchaser to the
manufacturer. They should be notified, in addition to what the dealer
would do, to come back and get their car serviced to make the car safe.

I am hoping that a bill now in the New York Legislature, and spon-
sored by 20 other State senators which requires that the Federal Gov-
ernment’s 17 safety features be included as standard equipment on all
carssold in New York State will be enacted.

I hope it will be enacted because I am impatient about this thing.
I hope it will be enacted because we know now that these standards are
sound, that they are minimal, and that they have been adopted by the
Government,

I hope it will be enacted because New York State consumes 10 per-
cent of the sale of automobiles in the entire Nation. This is an ap-

yroximate figure T have. I know if it becomes law in New York, it is
f}mmd to take on national significance.

I would like to bring another point to your attention.

I am delighted that Senators Ribicoff, Kennedy, and Javits have in-
troduced a bill which provides eriminal penalties for the introduction
or manufacture for introduction into interstate commerce of master
keys for motor vehicles and for other purposes.

“he importance of this legislation is reflected in the statement made
in the Congressional Record on page 7030:

Mr. Riercorr. Mr. President, during a recent hearing of the Subcommittee on
Executive Reorganization on the subject of traffic safety, State Senator Simon J.
Liebowitz of New York pointed out the growing menace to life and property from
automobile thefts by the use of master keys.

It is important, of course, that the public close their automobiles, be-
cause most of the automobile thefts occur because the automobiles are
left open.

He told me that since these keys are ordered and sent through the mail there
is no way a single State can effectively prohibit their purchase and receipt by
one of its residents. Senator Liebowlitz urged us to reconsider introducing legis-
lation to exert Federal control over the traffic in master antomobile keys.

After studying this problem, Senators Javits and Kennedy of New York, and
I have concluded that there is a need for a Federal law to regulate the advertise-
ment and sale of this type of key. We found that for less than $30 any person
can buy a complete set of keys to fit all makes of cars.

Police records show that these keys are frequently used by juveniles to take
cars for joyrides. Such youngsters are usually inexperienced drivers and hence
are more likely to be involved in serious accidents. By forbidding juveniles to
acquire these keys, we can prevent many serious injuries and deaths and reduce
one of the leading categories of youth erime.

We were successful in New York State in passing a law that a master
key used illegally is in the same category as any other illegal tool.

Mr. Chairman, as part of our public hearing, it was possible for
somebody to take a set of these keys and open up my car with the
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first key in front of city hall. Of course, the individual had my license
identification so that he wouldn’t be subjected to any embarrassment.
But this is what happened with my automobile.

General Motors has the worst key of all of them, although I think
there is a realm of cooperation. I had the officials of General Motors
at my office and they have told me how that they are tooling up for a
better key. I hope this will come to pass with the 1967 and 1968 auto-
mobiles, for them to have a better lock.

Again, I am grateful to you, Mr. Chairman, and T am particularly
grateful to Congressman Murphy, for this opportunity to reflect the
viewpoint of the committee and myself which I represent.

Mr. Rogers of Texas. Thank you, Senator Liebowitz.

Let the Chair make this observation, that we are going to strictly
adhere to the 5-minute rule, and all witnesses will be requested to speed
their testimony as much as possible. We have a great number of
witnesses and we have to make some headway.

Mr. Kornegay?

Mr. KorNecay. It is nice to have you before the committee, Senator.
I want to echo your sentiments with Representative Murphy. He
has a keen insight into all of these problems, and he is doing a tremen-
dous job with respect to this bill and the other bills we have under
consideration.

1 was interested to learn that New York does have a compulsory
insurance law. You have heard, of course, from my statement this
morning, that North Carolina has, and has had for some 12 years this
liability insurance.

How many States in the Union do have laws that require compulsory
insurance ?

Mr. Liesowrrz. I wouldn’t say this with any definiteness, but I think
there are about five States that have these compulsory insurance laws.

Mr. Kornpcay. Only five States?

Mr. Liesowrtz. That is right, sir.

Mr. Korxecay. I am really amazed to find out that that.is the situ-
ation. This requires a great deal of consideration, not only by the
Federal Government but by the individual States involved.

I was interested in your approach to it, if I understand it. That is
that you think we should have a national system of liability insurance
coverage through Medicare or through the social security system;
is that right ?

Mr. Liesowrrz. I have coined the word, and I don’t know how good
it is, perhaps you can create a better one, the word of “Autocare” that
I have used in this connection.

Mr. Korxecay. Each citizen would contribute a portion of his
social security tax to go into a special fund to provide for the cost of
liability insurance?

Mr. Liesowrrz. I must confess that the thought never occurred to
me, but it seems to be something that deserves investigation, the
thought that you have just expressed. I did not go into the details
of it. I know this thing cannot be done overnight.

Nevertheless, I think that might be one of the methods. I don’t like
to say it, because there are insurance men in this room, I am sure, but
I know you have looked into the entire realm of insurance law. I
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don’t know how that will eventually come out, whether it has to be
uniform in character.

Mr. Kornecay. Ihaven’t looked into this.

Mr. Liesowrrz. T don’t mean you personally, but I am sure the Con-
gress has studied the situation.

Mr. Korxgcay. I know at the time Medicare was under considera-
tion, there was a great deal of talk about many things that might
eventually come under the same type of thing, but I don’t believe
automobile and liability insurance was one of those that I heard dis-
cussed.

Mr. Liesowrrz. It could be possible that since it involves interstate
commerce, that the Federal Government would require that everybody
carry a certain minimum amount of insurance, which the States would
have to enforce through their different departments.

That would create, within the different States the assigned risk
program, and the MVATIC that we have in New York, the Motor Ve-
hicle Accident Indemnification Corp., which is a pooling of the pre-
mium of the different contributors to the insurance program.

Mr. KorNecay. I have one other question. Does New York have
a compulsory automobile inspection law ?

Mr. Liesowrrz. Yes. T am very proud to state, although it seemed
to be unpopular at first, that we passed the new car inspection bill,
which is a fundamental thing. It was pointed out by one of the
eminent gentlemen seated here that 25 percent of new cars under ex-
amination have been found to be defective. These are statistics from
New York. The Governor signed that bill and it will be effective this
coming October. '

We also have for the first time an annual inspection bill. Hereto-
fore we had an inspection bill which related only to automobiles that
were 4 years or more in age. Now we have an annual inspection bill.

Mr. Korxgeay. It provides for an annual inspection of all
automobiles.

Mr. Lizsowrrz. It has many interesting facets. I noted that one
of the gentlemen, quite rightly so, made the observation that people
may be inclined to sell stickers and just put them on the automobile.
However, in the last year, in the State of New York, and my figures
are not. exactly accurate, there have been thousands of revocations of
inspection stations who have not used the proper equipment or who
have just been careless about the way they lInmd out. stickers, or who
have imposed additional automobile bills upon people which they
shouldn’t do.

Mr. Korxecay. That is the only way you can make that system
work.

Thank you very much.

Mr. Rocers of Texas. Mr. Younger?

Mr. Youneer. Thank you, Mr. Chairman.

I am sorry I came in on the latter part of your colloquy. Are you
advocating government insurance ?

Mr. Lresowrrz. No, sir.

Mr. Youncer. How do you get it tied in with social security ?

Mr. Lresowrrz. This was a suggestion that was made.

Mr. Youncer. By whom? i¥;
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Mr. Ligsowrtz. Let's put it this way, sir: It was expressed as a
possibility. I had never heard of it before. I thought it might have
some reason for investigation. But this is not what 1 contemplate
at all. '

We have compulsory insurance in the State of New York, and we
do not have such a thing as government casualty insurance.

Mr. Youncer. The insurance companies are doing a pretty good
job, are they not?

Mr. Lresowrrz. I think that would require another hearing, sir, and
I would rather not elaborate on that.

Mr. Youxeer. I thought the insurance companies were doing a
fairly good job on the casualty end.

Mr. Ligeowrrz. Do you mean in the providing of insurance?

Mr. YoUNGER. Yes.

Mr. Ligowrrz. Yes. We have a very strict insurance law in New
York.

Mr. You~cer. In other words, there is no reason that would cause
the Government to step in on that private industry and take it over,
is there?

Mr. Lizsowrrz. I would say definitely not as far as the State of
New York is concerned. I have heard some things about other States,
but I don’t want to take a chance about commenting on them. I don’t
know enough about them.

Mr. Rocer of Texas. Mr. Van Deerlin?

Mr. Vaxy Deerax. I yield to the gentleman from North Carolina.

Mr. Kornecay. Perhaps I didn’t make my point a moment ago when
the Senator was referring to people cutting corners on this inspection.

When I interjected, I meant that you have to cut the cheaters out,
you have to disenfranchise them and have a rigid system and see that
the people who have a responsibility for this, carry out their responsi-
bilities seriously.

Mr. Liegowrrz. Mr. Chairman, we had quite a discussion in the
Senate on this inspection bill. As a matter of fact, the first time it
came up it was defeated and it was saved by being recommitted. We
got it back on the floor and passed it with much discussion. That was
the big point of opposition, will the little garageman, the little in-
spection man, do the right job?

We finally came to the conclusion that the little garagemen and
little gas station owner fellow, private industry, the little man that
we need in this country, is fundamentally an honest fellow and when
he is impressed with the need and importance of a good examination
of the car we will get it.

Mr. Rocers of Texas. Mr. Van Deerlin, you have 3 minutes re-
maining.

Mr. Vax Derruin. I was interested in your informing the commit-
tee of the New York State law which makes it illegal to possess master
keys. Wonld you agree that no such laws on a State basis can be truly
workable if the mail order business in master keys is allowed to con-
tinue and flourish ?

Mr. Liesowrrz. Without a doubt I agree with that most heartily. It
cannot be done through a State measure. That was why I asked the
Senate, your Senate committee, to introduce a bill which has been in-
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troduced and which has a number. You have such a bill now in the
hopper. 1 don’t know whether you have it in the House or not.

Mr. Vax Deeruin. For about 9 months on the House side there has
been a bill carrying my name, which provides for making illegal the
mailing of master keys into any State which has a law making their
possession illegal.

I hope that if I am successful in persuading my chairman to con-
duct hearings on this bill, that we can expect you back again.

Mr. Lisowrrz. I would be very happy to come back any time. I
have received & wonderful reception here. I thank Congressman
Murphy. I have been treated very nicely.

Mr. Vax Deeruan. 1 will bring Congressman Murphy into this as
an additional author of the legislation 1f it will bring you back.

Thank you.

Mr. Rocers of Texas. Mr. Cunningham.

Mr. Coxyixciay. I am very pleased, Senator, that you took your
time and money to come down here. I agree wholeheartedly with what
d about our good friend Congressman Murphy. He is not only

vou sai
job all the time, but he is very sincere, very honest, and we are

on the ]
very proud of him.

I don’t suppose you have written any books on this subject, have you?

Mr. Liesowrrz. Well, I haven't yet, but I intend to in the future.

Mr. Cuxnineiay. I noticed many good points in your presenta-
tion. You brought out that the design of the automobile has been im-
portant and, of course, I think we all agree to that.

Do you have any figures as to how many accidents are caused by
the design of the automobile?

Mpr. Liesowirz. 1 don’t have figures, but I would like to tell you
what I base my conclusions on, if you will permit me. I have some
figures.

Let's divide the automobile into different categories. You have
operational defects and then you have the interior design. In the State
of New York, 2 percent of accidents are due to brake failures, This
resulted in the passage of the dual braking bill, and which the industry
has known about, they have had it on the Cadillac and on the Ramb-
Jer, and which they resisted for years—they finally consented to it—2
percent of the brake failures have been serious accidents. Two per-
cent of the aceidents have been due to brake failure. It is not close to
100 percent, of course, but that is one factor.

Mr. Cunyineuam. That is not quite my point.

Mr. Lizsowrrz. You asked me about figures.

Mr. Coxyineaaym. We have 50,000 deaths on the highways. I am
wondering if you have any figures that would indicate how many of
those were caused by the design of the automobile.

Mr. Lisowirz. We have to divide the accidents into two features.
First there is the accident itself, what caused the accident. We will
concede in most accidents it is driver or human failure. We will start
with that.

Mr. Cuxyizeaaym. I want to interrupt you there and say that is
exactly what causes these accidents.

Mr. Lizgowrrz. However, I haven’t finished my answer. That is
the beginning of the accidents. But the severity of the injury depends
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to a great extent on the interior of the car, not again discounting the
cooperation of the publie,

In New York State I was the sponsor of a bill on safety seat belts.
It is important that the public use these safety seat belts, because the
most serious aceidents oceur because of the ejection from the automo-
bile. These are generally fatal accidents or erippling injuries.

Mr. Rocers of Texas. I am sorry, senator, but the time of the gentle-
man has expired.

Mr. Lizsowrrz. What I say is counted into his time ?

Mr. Rocers of Texas. Yes, sir.

Mr. Liesowrrz. That is interesting, We will adopt that system in
New York.

Mr. Rocers of Texas. Mr. Murphy ?

Mr. Mureny. Senator, I want to congratulate yYou on a very fine
statement. How many years have you been in the State senate?

My, Liesowrrz., Since 1959.

Mr. Mureny. How long have you been associated with this com-
mittee ?

Mr. Liesowrrz. When we were fortunate last year under the plan
A bill, the majority came in and I became chairman of this committee.
Prior to that time I had been on it for several years, on the standing
committee, but I became chairman of the joint legislative committee,

Mr. Mureny. Did you have the automobile manufacturers’ testify
before your committee ?

Mr. Liesowrrz. Yes, I have had a number of them testify. I have
had them before my committee several times.

Mr. Mureny. Were they cooperative in their testimony and in as-
sisting the committee to arrive at the conclusions the report delineated ?

Mr. Liesowrrz. I would say at the last hearing where they came
through with the acceptance of the padded dashboard, as I called it.
they offered an amendment to the bill, and as a result of it we have
the padded instrument panel. That is zoing to take a lot of serious
injuries and fatalities away from the accident arena.

So to that extent, I wonld say that T have noted in the last several
months a change of attitude but, nevertheless, I don't think we can
just rely on that. I think they still must be prodded and it must be
pointed up to them that this is a serious public problem. They have
been very wrong in their public relations.

They know exactly what a safe ear is, but since what I say con
sumes your 5 minutes, I will hold that and perhaps someone else will
ask the question.

Mr. Mureny. Did they address themselves to the 17 GSA
standards?

Mr. Liesowrrz. At the hearing, per se, no, they did not. But there
is a little statement in here by Professor Ryan, one page, and 1 give
him credit for brevity, I think page 127 of this record, which I think
is the answer to this entire safety program. He took a 1959 Plym-
outh and made it a reasonably good, safe car.

If there are any other questions, I will not elaborate on that.

Mr. Mureny. Did they address themselves to the increased cost
of the vehicle?

Mr. Liesowrrz. Not particularly in the last hearing, but that has
been the hue and cry of the industry. The fact is, if they take out all
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these fancy trimmings, all these gimmicks that they have in the car—I
own an Oldsmobile 98, and if they take out all the metallic features
in there—and put some padding in there, I think the car will be
cheaper, and some of the professors have said so, men who have studied
this problem.

I can’t quote some of them, really, because I won't be backed up on
it. but some of them have told this to me privately. I would rather
not be asked who or what because they are not exactly the top echelons.

Mr. Murery. With the inclusion of things like hydraulic bumpers
and so forth, I was concerned whether people would be priced onto
Honda motoreycles and small, flimsy cars, and not have the standard
ar of today, and maybe wind up with this legislation with a more
difficult accident problem because of the lightness of the vehicle.

Mr. Liepowrrz. Your concern is indeed important, because the con-
sumer is an important factor. But without the hydraulic bumper,
I think if they put a good padding of rubber in between the bumper
and the body, I think you would have some diminution of the impact,
but T think the important part is the interior of the car. As I said,
Dr. Gikes did say there is survival space in these cars.

Mr. Rocers of Texas. The time of the gentleman has expired.

Mr. Cunnineaa. I watched the clock, and there are still 2 minutes.

Mr. Rogers of Texas. I have my fast eye on the clock today.

Mr. Mackay. Senator Liebowitz, I have just come to the Congress
from the Georgia Legislature, and I am very delighted to see you here.
I welcome Senator Speno and representatives of five other legislatures
who appeared the other day. 1am also very pleased that we have with
us today the Georgia General Assembly Committee on Traffic Safety.

I observed the other day that I had found 10 times as much vitality
on the subject of traffic safety evidenced here by State legislators than
from the executive branch of our National Government.

Mr. Liesowrrz. Thank you, sir.

Mr. Mackay. I feel that you are making a great contribution to the
record. ]

First, do you agree that the Federal Government, however, should
establish mandatory safety performance standards for all vehicles?

Mr. Liesowrrz. 1 do. 1 do agree on the 17 standards immediately.
I don’t think we have to do much investigating. This thing has been
investigated.

Mr. Mackay. You agree we don't need to have any kind of joint
decision by the States and Federal Government ; that the States ought
to be consulted, but informally ?

Mr. Liesowrrz. I think some mechanism should be developed to
make sure that these things are done within the States, such as the
periodic examination of the automabile.

Mr. Mackay. In your study of traffic safety, have you found any
public or private place where all information touching on the caunses
of accidents and resulting injuries has been brought together?

Mr. Ligpowrrz. The greatest deficiency we have in this countr is
that, and somehow it is difficult to convince legislatures to pass these
bills. I am referring to the accident investigation procedure. It is
only men like Dr. Gikes, who made this study, under the grant at the
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University of Michigan, where he goes out as the accidents occur and
looks into it who really knows these facts, That is one of the greatest
deficiencies that we have in this country and in the different States.

Mr. Mackay. You would support a mandatory assignment of the
res%mnsibilit y that the Federal Government at least know what is going
on?

Mr. Liepowrrz. Absolutely.

Mr. Mackay. And that it support some specific projects in the
States, such as your New York prototype car?

Mr. Liesowrrz. Yes.

Mr. Mackay. Your able Congressman, Mr. Murphy, has joined as
co-sponsor of a bill to establish an FAA-type agency which would pin
down the place where this responsibility would be in our Federal Es-
tablishment. The administration bill does not create any agency, by
law. Tt simply assigns to a Cabinet officer certain authorizations.

Do you see any objections to having a national traffic safety agency
that would be the point of contact for every citizen in this country who
was concerned about any facet of the traflic safety problem?

Mr. Liesowrrz. No, 1 don’t. May I say this most respectfully and
caution you gentlemen, that one of the big problems we have is the dis-
agreement that exists among legislatures in getting something done.
We have some definite things that we know about. We know there are
certain minimal standards that should be put in the car.

I would say let’s get them in the car and then let's argue out the
centralization of it. There should be a central agency where we know
just why these accidents are occurring.

Mr. Mackay. One other thing: Are you familiar with the VESC?
Have you had any contact with it ¢

Mr. Liesowrrz. Yes, I have had contact with them. I have a view-
point with respect to them.

Mr. Mackay. Would you express it ?

Mr. Lmpowrrz. Well, this is where we disagree on some features
with some of our State legislators. I think, per se, this is a wonderful
organization. It consists of the commissioners and the motor vehicle
executives of the different States. Fundamentally, it is a wonderful
organization. They have come up with some wonderful things, such as
the tire standards. I think they have a reasonably good tire standard
bill now.

I know our commissioner, although he is of a different political
faith-—we have to give these fellows credit when they are entitled
to it—has done a good job with upping the standards with respect, to
tires, but the automobile manufacturers have used that as a vehicle for
holding up certain things.

They say, “We can’t take this because the Federal Government has
to do it.” When they come to you, they say, “We can’t take it from
you in this State unless the Federal Government does it,” and vice
versa.

Mr. Mackay. Thank you, Mr. Chairman.

Mr. Rocers of Texas. Mr. Macdonald.

Mr. Macpoxarp. Just for the record, it is 16 minutes of the hour,

Mr. Rocers of Texas. The Chair will let you know when your 5
minufes are up, Mr. Macdonald.
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Mr. Macponarp. It is nice to have yon here, senator, and I want to
compliment the people of your district for sending you to Albany and
for sending our colleague, Mr. Murphy, here to the Congress. He does
a great job for you. y

I just have one question, because Massachusetts, the State from
which I come, is one that has compulsory insurance. I don’t think
compulsory insurance has proven to be the entire answer to the
problem.

I was going to ask you if in your State, under the compulsory insur-
ance provision of your State, do you reward people who don’t have
aceidents by giving them lower insurance rates?

Mr. Ligsowrrz. Fortunately, and I hope it continues, I know I have
gotten a reduction in my rate and others have, too, with a good accident
record. I don’t think it comes by State law, although I think it is
approved of by the State insurance department. It comes through
the compaines themselves, I believe.

Mr. Macpoxarp. We have an insurance commissioner who estab-
lishes rates for various cities and towns in Massachusetts and the Com-
monwealth, but not to individuals. If you live in a certain area you
have to pay a certain amount, whether or not you have had an accident
ornot. Ithasalwaysseemed to me rather unfair for a safe driver from
an area where the incidence of accidents is high is not rewarded for his
lack of having accidents.

Mr. Liesowrtz. We have the same differentials in the different com-
munities. In Brooklyn, I think we have probably one of the highest
rates, in the Borough of Brooklyn.

Mr. Macpoxarp. Once again 1 would like to compliment you.

I yield to my colleague from New York.

Mr. Mureny. Senator, in discussing the GSA standards, did the
automobile manufacturers say that they would lose the identity of
their individual models or vehicles ?

Mr, Ligsowrrz. I have never heard that said by them, and I don’t
think it is possible. T don’t think it is possible. You take a hook that
is on the car, the metallic hook T just pointed out. Why would there be
much difficulty in having a plastic hook there? How would that affect
desien? How would the receded dashboard affect design? How
would the padding of the visor affect design? How would the seat
belt affect design ?

Mr. Mureny. We would still have our panthers and pussycats on
the road?

Mr. Liesowrrz. 1 think this is healthy. T think otherwise we wounld
eliminate the competition. T think there should be an appeal to the
public. But I think the public now, because of the work of commit-
tees of this kind, are becoming aware of the need for safety, and I
think safety plus appearance will be the keystone of the purchase
of an automobile in the future.

Mr. Murpny. Senator, did your committee get into electronie con-
trols on highways as far as spacing and speed of vehicles, automatic
controls of vehicles?

Mr. Liesowrrz. No, we did not. We had so much to do we just
couldn’t make it. As a matter of fact, I have practically given up
my law practice, although I haven’t gotten to the book yet, but this
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is an intriguing subject and one of the most important subjects
before the committee today.

Mr. Mureny. I had in mind a vehicle not too long ago that was
completely automatically controlled, where the radius of curve, the
slope of the roadbed, the wind velocity of the wind at the time, the
seismographic readings, so far as earthquakes are concerned, the slow-
ing of the vehicle going through tunnels and other things, were auto-
matically taken care of, and the vehicle driver sat there with a brake
in one hand and the accelerator in the other. The entire thing was
completely controlled.

I think he was pretty safe. He only took control of the vehicle
when he got down to 5 miles per hour.

Mr. Lizgowriz. You are young enough to see that come through.
I don’t know whether I am.

Mr. Mureny. Senator, I want to congratulate you on your testi-
mony before the committee and urge that before you come down the
next time that you become an author and we will be sure to get you
on in the morning session.

Mr. Ligsowrrz. I don't know. I wouldnt want to be subjected to
bitter cross-examination, I may wait until after that.

Mr. Mureny.I yield back to Mr. Macdonald the balance of his time.

Mr. Macpoxarp. I may have time for one quick question.

That question is, How effective do you think the State legislative
process has been in bringing safety to New York?

Mr. Liggowrrz. 1 think it has done an excellent job. I don’t say
this by way of conceit, but I think we started the ball rolling, I really
do. We started with the prototype automobile. We have had this
legislation in for dual braking, padded dashboards and instrument
panels, we have had many things in the hopper for many years and
have held a lot of public hearings.

We have focused a lot of attention on this problem, but we are
handicapped, I think States are handicapped, and I think the
National Government must do something to accelerate the solution
of this problem.

Mzr. Macpoxanp. Thank you,

I will yield to Mr. Friedel.

Mr. Frigoern, Just a brief question.

Did your committee recommend directional signals on cars?

Mr, Liesowrrz. We have passed the bill. We have that. It is part
of our New York State law.

Mr. Frieper. I notice in Maryland a lot of taxicab companies buy
stripped cars. They don’t have directional signals or backup lights.

Mr. Liesowrrz. This would be impossible in New York.

Mr. Rocers of Texas. The time of the gentleman has expired.

Mr. Cunningham. '

Mr, Con~iveram. Thank you, Mr, Chairman.

I again want to congratulate the senator because, based upon deaths
per 100 million vehicle miles traveled New York State ranks 12th out
of all of the States in the Union, and I think that is quite a tribute
to New York State.

I noticed in your testimony you have a pretty good grasp of this
whole situation, and that is refreshing.
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There is one thing more I wanted to ask: You say in your statement
on page 2, when you are talking about the 17 a.if('t\ features that the
Government has required, that adoption of the 17 safety features
would go a long way in drastically reducing the highway toll.

Do you have any figures that ‘would indicate that these features
have reduced the death toll ?

Mr. Lizsowrrz. Do you mean particularly with reference to the
Federal Government’s operations?

Mr. Cun~NiNeaaM. Yes,

Mr. Liesowriz. I couldn’t have them, certainly, if you couldn’t get
them.

Mr. Cux~inguam. They have certain safety features that are re-
quired by the Government. Have they decreased accidents on the
Federal scene?

Mr. Liesowrrz. If you couldn’t get the figures, I assume as a Con-
gressman, if you couldn’t get llwm. I vell‘unl\ could not get them.
But we do have facts to support the theory. We have factual infor-
mation, rather, to support the philosophy that it will reduce the sev-
erity of the accidents, the fatalities. Perhaps not the accident itself,
except in those operational defects that we talked about.

Mr. Cosyinguas. I would like to have that information.

Mr, Lizpowrrz. If you will look at my report, and I am sure it is
available to you, Professor Rhine, who has no axe to grind whatsoever,
I assure you, a professor in Minnesota who has gone into this subject,
and other people with technical knowledge, who has studied this,
along with Dr. Gikes, I think they have iil‘illii[l‘]\ shown this.

Mr. Conyizeiay. With your long experience in this field, you
know the causes of the accidents should pinpoint what should be done
about them.

Mr. Liegowrrz. I know of two lives that I know of recently, two
young men, which would have been saved if they had utilized the
safety belt in the car.

Mr. Cunyizeuam. We have what we call high accident locations,
and when we have that, our traffic engineers do something about it.
You recognize that.

Mr. Lizsowrrz. Surely. I don’t say they are not an important part
of this thing. I am not decrying or minimizing the significance of
traflic safety, traflic safety education. I know that question was asked
today. I thinkthat isa very important thing.

Mr. Cux~iNeuan. Getting back to the Federal fleet, I asked Secre-
tary Connor about that, and it was amazing to hear him say that they
have no reporting system. That is in the record.

Mr. Liesowrrz, I am certainly not the man for you to talk to about
that.

Mr. CunyiNeaam. No, I know you are not, but you mentioned the
17 safety features and that they would go a long way in solving the
problem. )

Mr. Liesowrrz. Isn't it simple——

Mr. ConNingaam. Excuse me. You ean’t know whether these are
working or not unless you have a reporting system, and the Federal
Government itself doesn’t have it.

Mr. Liesowrrz. I don’t know that that is completely true. Isn't it
simple to know that if the steering wheel isn’t collapsible or padded and
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it pierces the chest of a person, that the severity of his injury has been
increased? Isn't it simple to know that when a child is in an automo-
bile and hits the mt‘.l:llht! radio knob, and that knob becomes lodged
in the child’s brain and the child dies as a result of it—isn’t it simple to
know that if these things were padded and recessed we wouldn’t have
as many severe accidents? That is the point.

Mr. Cux~ivaaam. The only thing is, there are no statistics that
support that.

Mr. Ligsowrrz. Life isn’t made up of statistics, sir.

Mr. Rocers of Texas. The time of the gentleman has expired.

Are there any other members who desire to be heard for a second
round #

If not, thank you very much.

Mr. Lizrowrrz. Thank you.

Mr. Rocers of Texas. Our next witness is Mr. William I. Stieglitz.

STATEMENT OF WILLIAM I. STIEGLITZ, OF WILLIAM I. STIEGLITZ
ASSOCIATES, CONSULTANTS IN AVIATION AND AUTOMOTIVE
SAFETY

Mr. Stiecrrrz. Thank you, Mr. Chairman and members of the Com-
mittee on Interstate and Foreign Commerce. I consider it a privilege
to have the opportunity to appear here today.

I wish to express my appreciation to the committee for this oppor-
tunity. Iam William I. Stieglitz, a member of the firm of William I.
Stieglitz Associates. We are consultants in aviation and automotive
safety.

I am an engineer. I hold the degree of bachelor of science in aero-
nautical engineering from the Massachusetts Institute of Technology,
which T received in 1932. Since 1946 I have specialized in safety and
reliability engineering, accident prevention, crash injury prevention,
and aceident investigation.

T have in the past served as a technical consultant to the New York
State Joint Legislative Committee on Motor Vehicles and Traflic
Safety. At the present time my firm has a contract as consultants to
the State of New York, Department of Motor Vehicles.

Mr. Roaers of Texas. Mr. Stieglitz, your statement is a rather long
statement. Without objection, it can be inserted into the record, if
you like, in full.

Mr. Strecrrrz. 1 would like to do that. I have no intention of
reading the statement.

Mr. Rogers of Texas. We would appreciate if you could summarize
it for us.

Mr. Strecrirz. I thought perhaps my background would be of inter-
est to the committee. 1 have no intention of reading the statement.

Mr. Rocers of Texas. Without objection, your full statement will
be included in the record. You may proceed to summarize if.

Mr. Stieerrrz. Thank you.

In summary, I think there is no question of the need for Federal
standards on motor vehicles covering both acecident prevention and
erash injury prevention. T believe the standards must be mandatory.

We cannot rely on voluntary standards, nor can we wait for 4 or
5 years to have standards become effective. The problem is with us
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now. It is getting more severe every year, and I think we must take
action now.

My comments are going to be devoted primarily to the aspects of
the bill dealing with vehicle standards. Tt is not that I do not believe
that the highway, the driver and the ot her aspects are important, but
I feel that my own experience, my own competence, has been primarily
in vehicle design, and therefore, I feel this s the area to which I should
devote my attention.

It has been frequently charged lately that the critics of the auto-
mobile are trying to blame all accidents on the vehicle. Personally,
I don’t know who these critics are. I have not heard or read any such
statement. But if there are such critics, I want it clearly understood
that I am not one of them.

I do not believe that the automobile causes all accidents. On the
other hand, neither do I believe that the driver does or the highway
does. These three elements act together in an environment. They
are interrelated. Any time any one of them is incompatible with the
other two an accident results.

This is where the role of automobile design comes in. When the
automobile conflicts with basic human characteristics, when it places
demands on the human operator that conflict with normal habit pat-
terns, or with basic responses and reflexes, and there is an accident,
even though the driver made a mistake and precipitated the accident,
the automobile is causally related to that accident.

It is the type of thing that in aviation is referred to as design-
induced pilot error. These things exist in antomobiles. Our big step
in automobile accident prevention and safety must be to get these out,
to make the car easier for the average person to drive, to make it more
difficult for him to make a mistake, and then by sound erash injury
measures minimize the consequences when he does make a mistake.

This can be done. I have investigated aireraft accidents, and one
in particular I want to refer to. It was of a fighter aircraft which,
on takeoff, at a speed of around 175 to 190 miles an hour, went nose
first into a 6-foot-high earth embankment.

The airplane cartwheeled, caught fire, and broke up. By the time
the crash crew got to the scene, the pilot was out of the cockpit, had
rolled on the ground to put out the fire in his flying suit, and was
sitting watching the wreckage burn.

Except for burns, his only injury was a cut little finger. I have to
admit we did not find out what caused the cut to his litle finger. But
we know he climbed out of that airplane alone. 1 suggest that if we
can design a fighter airplane cockpit in which a man can crash into
a 6-foot-high earth embankment at 175 miles an hour, we can protect
the ;)ame.nger of an automobile at 30 or 40 miles an hour.

We know how to do it, and I think we need standards and regula-
tions to get it done.

There have been many arguments about the voluntary standards,
about letting the industry do it. The administration bill proposes
waiting 2 years to allow this to be done before the Federal Govern-
ment even makes a start. This would be 2 years wasted.

The automobile industry, in my opinion, has proven by the record
their inability or unwillingness to establish adequate standards. They
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have worked for the last 2 years now as an advisory committee to
the General Services Administration in setting up the standards for
Federal automobiles.

These are standards that were developed by a Government agency
with the advice of industry, and in my opinion they are woefully and
totally inadequate to provide the level of safety they are intended to
provide.

I will take up one example, the requirement on dash panels. Here
is a case where we had research data performed by a Government
agency, the Civil Aeromedical Research Institute of the Federal Avia-
tion Agency, which had run a long series of tests. They were trying
to determine the tolerance of the human head to impact in order to
establish criteria for aireraft design.

In order to get the data, they used automobile dash panels, work-
ing in conjunction with the Oklahoma State Police. The agency is
located in Oklahoma City. When there was an automobile accident
in the Oklahoma City area in which there was head injury and a
damaged dash panel, Mr. John Swearingen of the Agency was advised
and the police 'l]m-nishet_l him with the dash panel.

They also got him the medical records of the injured. He then went
out and from salvage yards bought undamaged panels from the same
make and model of car and set them up in a laboratory under con-
trolled conditions to reproduce the damage.

These data were furnished to the GSA in March of 1965, with the
recommendation that the impact force on the dash panel should not
exceed 40 g. at 44 feet per second, which is 30 miles per hour. When
this was proposed by GSA at a meeting held in May of 1965 the in-
dustry contended they could not possibly meet this standard in time
for 1967 cars,

Instead, according to the minutes of the meeting, they proposed the
standard be written around the dash panels then being produced.
After further meetings with industry, the standard as published per-
mits 80 g. at 20 feet per second, in other words twice the load recom-
mended by the FAA at half of the speed.

This was the advice of the industry. If they come up with some-
thing like this in advising a Government bureau, what are they going
to come up with on their own? How can we trust them to come np
with sound data? What are they going to arrive at? In November
of this year they announced again in a meeting that for 1968 cars
they could not improve on the standards for 1967 cars.

In other words, we now have a proposed standard for 1968 cars
which, on the industry’s recommendation, is written around what they
had in 1965 cars.

We have improved nothing. We have applied a label, we have
spread some whitewash, we have said, now it is safe. But we have
not changed a thing.

We cannot get safety this way, gentlemen. We cannot protect peo-
ple by just giving a blessing to what already exists, and which we
know hurts people or kills people. There is no reason we eannot write
these standards. It is argued that standards stultify progress.
Gentlemen, we have had standards on design of aireraft, Federal
standards, that have been in existence since the Air Commerce Act of
1926,




TRAFFIC SAFETY S99

I ask any of you to look at the present day air transport and com-
pare it to what we had flying in 1926. Tf this s st ultifying—stultifica-
tion of progress maybe this is what we need in the automobile indus-
try. The general aviation airplane has progressed the same way. The
present law, incidentally, which was acted upon by this committee and
passed in 1958, does not say that the administrator may establish
standards.

It says he is empowered and it shall be his duty to establish stand-
ards. I don’t think anyone would propose that that law should be
rewritten to say that the administrator at his discretion may write
standards or may revoke them all.

Why should we in automobiles? We kill almost 50 times as many
people in automobiles as we do in airplanes.

The other argument is that we don’t know enough to write stand-
ards today. Gentlemen, this is not true. I admit we probably cannot
write perfect standards today in all phases of automobile safety in
which we need them. But we will never reach that stage.

Man has never done anything perfect in history. We cannot wait
for ultimate answers. Research is a continuing, endless process. We
always learn something new. There is always a new program being
started or a program in process. If we always wait for the results
of the next bit of research, we never do anything.

The medical profession does not wait until it has an ultimate, ab-
solute, perfect cure for a disease before it uses the remedies that it has
at hand. On dash panels, we have the data I spoke of from the FAA.
The FAA report, incidentally, was given the Met ropolitan Award by
the National Safety Council last fall as the outstanding research re-
port in the field of safety published during the year.

Yet the industry says that this isn’t enough, that we have to run
more research, that we need more data. GSA has given a contract to
Wayne State University practically to repeat this work. Meanwhile
we say that until we know the results of this program, it is perfectly
all right to subject people to twice as high a load as the existing data
shows is safe.

[ will not subscribe to the philosophy that for a st andard to be
good it must permit subjecting people to the maximum load they can
endure. If we don’t know whether it is 40 or 80, and we design to
40, we are not going to kill anybody. But if the limit is 40 and we
design to 80, we are going to kill them. We are looking for safety.
We don’t need ultimate answers.

There are many, many areas that I can enumerate, which T have
covered in my statement, where there are ample data.

On brakes, I know of tests on two automobiles, 1965 cars, driven by
srofessional test drivers, in an emergency stop from 60 miles an hour.
One of them stopped in 138 feet and the other one took 238 feet. There
is no excuse for this.

The question was raised on how I would write a standard. This is
a good example and it would not dictate a thing in design. The limit-
ing thing in stopping an automobile is the friction of the tires on the
pavement and we know what that is. All T would do, is say that
the braking system of a car must be adequate to develop the full avail-
able coeflicient of friction of the tires, relating that to stopping dis-
tance, and be able to stop the car in a straight line.
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This is all it takes. One manufacturer did it and the others can.
It is within the state of the art. We don’t need research. All we need
is a standard, and to make sure that people comply with it.

We have, as I said, ample data to permit this.

Mr. Macpoxarp. Could I ask a question at this point?

On page 14 you say, reference was made previously to the research
work done at the Research Institute of the 'l?etipl':ll Aviation Agency
on the tolerance of the human face to impact.

You also add the fact that the results of this research are not being
applied to automobile safety.

While T am 100 percent in accord with you that we should have a
strong bill about automotive safety, I don’t quite get the relevance of
that. We are not going to test the human body to see how much im-
pact it can absorb. Specifically, how would you put the results of
this test into legislation concerning an automobile?

Mr. Stiearitz. I would not put it into legislation, sir. This is the
type of thing that must be handled by the administration in establish-
ing the standards. The reason for bringing it up here in my statement
is the fact that the argument has been advanced that we can’t write
standards now, that we need 3 or 4 or 5 years, according to people,
for research to find out a basis for writing the standards.

I refer to this Mr. Macdonald, purely as an example of a case where
the research has been done, and the data are available.

Mr. Macponarp. The research does not go to the automobile indus-
try. It goes to how much impact & human body can stand. There-
fore, T would think it was completely irrelevant. If it is not, I wish
you would point out where this is relevant,

Mr. Srrecrrrz. Because what this now says is that you have to de-
sign an instrument. panel so that in tests with a block—you don’t test
it with a human being—with a given impact velocity the loads do not
exceed those which are tolerable for the head.

This is a criterion for testing and for designing the panel to absorb
the energy.

Mr. Macponarp. If you were a legislator with the duty of coming
up with a bill, how could you translate what a human body can stand
by way of impact into legislation ?

Mr. Stiecrrrz. I don’t think you should, sir.

Mr. Macponawp. Then why do you discuss it ?

Mr. Stieerrrz. I discuss this merely as an indication of a case where
there are sufficient data for writing standards new, so that the commit-
tee does not feel that it can’t write a bill which says the Secretary shall
develop standards within the next year because there are not enough
data to permit doing something.

I am merely using this as an example of a case where there are ade-
quate data on which the Secretary of Transportation or the Secretary
of Commerce, whoever is entrnsted with the law, could write a firm,
valid standard. That isall.

Mr. Roaers of Texas. Are you about through with your statement,
Mr. Stieglitz?

Mr. Stiecrrrz. I would like very briefly to touch on one or two
other points, if I may.

I wanted to mention the differences between Congressman Mackay’s
bill and the administration bill on the organizational setup. The
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administration bill calls for placing it within the Department of
Transportation.

If that legislation is passed, I should certainly prefer seeing this
activity in the Department of Transportation than in the Department
of Commerce. I think it is advisable that it be given identity as called
for in Congressman Mackay's bill.

Looking back at the history of the CAA, in and out of the Depart-
ment of Commerce, if there is not a Department of Transportation,
there is a question whether it should be in the Department of Commerce
or be an independent agency.

The other thing is that I feel we need in this act a provision for
definite provision for training in accident investigation. We need
competent investigation to provide adequate information on ecauses
of both accidents and injuries.

Accident investigation is a highly skilled occupation.

just the average policeman and send him out to

You cannot take [| _ .
investigate an accident and expect to get a valid report. I think

there should be firm provisions in the bill for the Federal Government,
in conjunction with the States, to establish a training program in ac-
cident investigation techniques.

Thank you.

(The full statement of M. Stieglitz follows:)

STATEMENT BY Wirtzam I. Stiecrirz oF WILLIAM 1. STIEGLITZ ASSOCIATES

Representative Staggers and Members of the Committee on Interstate and
Foreign Commerce :

I appreciate the opportunity of appearing before you to testify in favor of
the establishment of Federal motor vehicle safety standards.

My name is William I. Stieglitz. I am a member of the firm of William I.
Stieglitz Associates, consultants in aviation and automobile safety. I am an
engineer, with a degree of B.S. in Aeronantical Engineering from the Massachu-
sefts Institute of Technology, which I received in 1932. For the past twenty
years, 1 have specialized in safety and reliability engineering, including aceident
prevention and investigation, and crash injury protection. I have worked closely
with the Federal Aviation Agency, and with the Burean of Safety of the Civil
Aeronautics Board, and have served as consultant to both of these organizations.
I have also served in the past as a technical consultant to the Joint Legislative
Committee on Motor Vehicles and Traffic Safet ¥ of the State of New York, and
at the present time my firm has a contract as consultants to the Department of
Motor Vehicles of the State of New York. In 1959, I had the privilege of testi-
fying before the Subcommittee on Health and Safety of this Committee, in favor
of H.R. 1341, which was enacted in 1964 as Public Law No. 88-515, calling for
safety standards for antomobiles purchased by the Federal Government.

My remarks today will be addressed to bills H.R, 12548 and H.R. 13228, and
will be limited to those aspects of the bills which I believe fall within the areas
of my experience and competence. There is, in my opinion, no guestion as to
the need for Federal safety standards for motor vehicles, covering both acei-
dent prevention and crash injury protection. Such standards. to be effective,
should be mandatory and shounld be established as soon as possible,

We cannot rely on voluntary standards or on discretionary authority, nor
can we wait four or five years for standards to become effective. The problem
is with us now, and is growing worse each year. We have the technical knowl-
edge now on which to base sound standards in many areas,

Spokesmen for the automobile industry charge that the eritics of the indns-
try blame all accidents on the antomobile. I do not know who these eritics
are; I have not heard or read any such statements. If there are such eritics,
however, I am not one of them. I do not believe that the automobile is respon-
sible for all accidents, but neither do I believe that drivers or roads cause all
accidents. All three are involved, not independently but in their interaction




0902 TRAFFIC SAFETY

with each other. When any one is incompatible with the other two, accidents
result. When the design features of an automobile interfere with its being
driven properly, or conflict with human characteristics, such as reflexes or nor-
mal habit patterns, the car is causally related to any accident that results.

Mr. Rex Whitten, Federal Highway Administrator, Bureau of Public Roads,
said last year, “It wonld appear that the majority of drivers most of the time
are performing as well as we can reasonably expect. Much too often the driver
faces a combination of road and traffic situations, and vehicle operation re-
quirements that is beyond the capacity of his senses and reflexes.” Accident
data cited by spokesmen of the Automobile Manufacturers As ociation show
that 96 percent of the drivers are involved in 85 percent of all accidents. These
are the ordinary, careful drivers who occasionally have accidents, not the
reckless accident repeaters. If we are fo achieve any real improvement in
safety, we must help these drivers by eliminating features that induce errors,
by making it more difficult for them to make mistakes, and by affording essen-
tial erash protection so as to make the consequences of their normal human
mistakes less catastrophie.

As Dr. Ross McFarland said last year, in his speech of acceptance of the
Arthur Williams Memorial Medal of the American Museum of Safety, “Any
control or lever that is difficult to reach or operate, any instrument that is dif-
ficult to read, any seat that induces poor posture or discomfort, or any unneces-
sary obstruction to vision may contribute to an accident.” Such contributing
factors must be eliminated by improvement in the automobile. As I stated
above, I believe there is need for mandatory standards and mandatory com-
pliance. H.R. 13227, as written, merely provides for the establishment of stand-
ards at the discretion of the Secretary, after a two year wait for the industry
to prepare voluntary standards. H.R. 12548 requires the establishment of
standards, but makes compliance purely voluntary. Neither approach is
adequuate,

There is no other field of transportation in which there are not mandatory
Federal safety standards, yet automobile acecidents account for over 90 percent
of transportation accident casualties, In aviation, there have been mandatory
safety standards ever since the enactment of the original Air Commerce Act of
1026. The Federal Aviation Act of 1958 is very specific in its wording, and
states in Title VI, Section 601(a) that “the Administrator is empowered and it
shall be his duty” to prescribe such minimum safety standards as may be re-
quired in the interests of safety. The Act further sitates that standards shall
be established governing design, material, workmanship, construction and per-
formance of aireraft, and governing appliances. I do not believe that anyone
would propose that the langunage of this bill be revised to miake the establish-
ment of standards discretionary with the Administrator, or give him discretion-
ary power to revoke any and all standards, as proposed in H.R. 13228, Yet in
1965 the total number of fatalities in eivil aviation was slightly over 1000, as
compared to almost 50,000 in automobile accidents. While there are more people
using automobiles than there are flying, a concern for public safety must take
into consideration the total number of lives involved.

The record of the role of the industry in the development of standards issued
by the General Services Administration for automobiles purchased by the Fed-
eral Government, and the many cases of non-compliance by automobile manu-
facturers with industry standards, such as those of the Society of Auntomotive
P]mitineers, offers little hope of any real improvement in safety through voluntary
action.

Considering first the General Services Administration standards, many of
those issued last year for 1967 cars, and those now proposed for 1968 cars, are
woefully inadequate. These are standards that have been developed hy a govern-
ment agency with the advice of industry. The standard for energy absorbing
dash panels illustrates what this advice has been, and the inadequacy of the
standards that have resnlted.

That standard as adopted last year stated that in tests with a dummy the
deceleration of the head should not exceed a maximum value of 80 g's when
striking the panel at a velocity of 22 feet per second (15 miles per hour). These
same figures are contained in the proposed standard for 1968 automobiles, as
published in the Federal Register of Tuesday, March 8 1966, Part IIL

Prior to the adoption of this standard, an extensive research program had
been conducted at the Aeromedical Research Institute of the Federal Aviation
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Agency, to determine the tolerance of the human head to impaet, in order to
establish eriteria for use in airplane design. This program was conducted by
Mr. John Swearingen, who used automobile dash panels and automobile ac-
cident data in his tests because of the greater availability of the material. Work-
ing with the Oklahoma State Police, he obtained dash panels that had been
struck by occupants' heads, and also the medical history of the accident victims.
He then obtained identical, undamaged dash panels from automobile salvage
yvards. Under controlled laboratory conditions, he reproduced the damage that
had oceurred in the aceidents, and correlated the impact deceleration with the
injury patterns.

Based on these tests, Mr., Swearingen recommended in a letter to the General
Services Administration, in March 1965, that the permissible impact decelera-
tion should not exceed 40 g's, at an impact speed of 44 feet per second (30
miles per hour). He also submitted with his letter the actual curves of over
thirty of his tests, identifying the automobiles by make and model. The
G.S.A., at a meeting in May, 1965, proposed a standard corresponding to Mr.
Swearingen’s recommendation. The automobile manufacturers objected to
such a standard, claiming that they could not comply with it in time for 1967
models, and advising, according to the officinl minufes of the meeting, that
the standard “be written around the type of instrument panel now available.”
In other words, the industry advice was that a standard be adopted endorsing
the status guo, with no improvement in safety. The final result, after further
discussions with the industry, was the standard issued on 30 June 1965, per-
mitting 80 g’s at 22 feet per second, that is, twice the impact force recommended
by Mr. Swearingen, at one-half the speed.

The results of Mr. Swearingen’s tests were published in Federal Aviation
Report AM 65-20, “Tolerance of the Human Face to Crash Impact,” dated
July 1965. This report was later selected by the National Safety Council
for the 1965 Metropolitan Award, as the outstanding research report in the
field of safety published during the year.

In the published report, Mr. Swearingen stated that blows in excess of 30 g's
produced unconsciousness for periods ranging from fifteen minutes to ftwo
hours, with or without fracture. Doctors with whom I have diseussed this
say that such periods of unconsciousness probably indicate a concussion, and
possible permanent brain damage. Despite this, at a meeting held by the
General Services Administration in November 1965, industry spokesmen again
said they could not meet any decrease in the impact forces below those of
last year's standards in time for 1968 models. In other words, they could do
no better in 1968 than they did in 1967, or they had been doing in 1965 and
1966. This claim, incidentally, is made despite the fact that in Mr. Swearin-
gen's tests, unpadded panels from automobiles as early as 1954 models pro-
duced lower impact forces than those permitted by these standards. In other
words, the position of the industry is that for 1968 models they cannot produce
a padded panel having as high a level of energy absorption as an unpadded
panel in a 1954 model.

It is my opinion that this negative attitude, the lack of any improvement
between 1967 and 1968 models, and the suggestion that standards should be
written around existing practices, clearly demonstrate that little, if any, im-
provement in safety would result from a bill based on voluntary standards.

Many other examples of inadequacy exist in the G.S.A. standards, but the
one cited above should be sufficient to illustrate the situation.

A further weakness in H.R. 13228 as written that there is no provision for
the establishment of Federal standards where industry standards exist. Indus-
try standards, such as those of the Society of Automotive Engineers are recom-
mended practices, which may or may not be adhered to, at the discretion of
the individual manufacturer, Front turn signal lights are required by many
states as a safety measure, to warn oncoming cars of a driver’'s intention to turn.
The S.A.E, standards call for a minimum area of 12 square inches. Very few cars
ineet this standard: neither do they comply with a specifications for brightness
contained in the same standard. Furthermore, these standards are developed
by industry with no impartial review of their adequacy. There is no objection
to the use of industry standards where such standards exist and are adequate
to the purpose. There is no need for the Federal Government to write new
standards in such ecases. It is, however, essential that compliance with such
standards be mandatory, as in the case of Federal aviation standards. This can
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be accomplished by a procedure gimilar to the Technical Standard Order system
used by the Federal Aviation Agency. Under this system, existing government
and industry standards are reviewed and a Technical Standard Order is issued
listing those standards deemed to be satisfactory. Compliance, however, is
mandatory ; the manufacturer of an airplane must furnish evidence of compliance
with pertinent standard orders to have his aireraft certificated,

Both H.R. 13228 and H.R. 12548 are inadequate as regards assurance of com-
pliance with standards. Qection 111 of H.R. 13228 requires the manufacturers
to maintain records which may be examined, and authorizes the Secretary to
examine these records, and to conduct testing and inspection, but does not require
him to do so. H.R. 12548 is even wed ker in this regard ; the only provision touch-
ing on compliance is to give a manufacturer permission to label and advertise his
car as meeting Federal safety standards if he desires to do so. This, it appears
to me, puts compliance with safety standards on the basis that a mannfacturer
may offer the public safer cars if he considers it to his economic advantage to
do 0. If such an approach is to be followed, I should prefer a requirement that
any manufacturer building a car that does not eomply with the standards be
required to label the car, and state in all advertisements, in large bold face type,
“this automobile does not meet the Federal Safety Standands.”

I do not, however, believe that labelling cars is a proper approach to assuring
public safety. I believe that compliance with safety standards should be manda-
tory, and that demonstration of compliance by the manufacturer should be re-
quired before the automobile may be offered for sale.

Two main argnments have been advanced against mandatory standards; that
they will stultify progress and that they will dictate design. As to the claim
that standards would stultify progress, one need only look at the development
that has taken place in aviation since the legislation calling for mandatory safety
standards was enacted in 1920, to see how spurious the argument is. The first
through cost-to-coast travel using aireraft was inaugurated in 1929, Passengers
left New York at dinner time by train. The next morning, somewhere in the
mid-west. they boarded a Ford trimotor, flew all day, and in the evening hoarded
a train again. The next morning they gof on an airplance and flew to Los
Angeles ; the schedule was 48 hours. Thirty years later, in 1959, there was non-
stop jet service taking little over five hours. Is this evidence that safety stand-
ards stultify progress? A similar but somewhat less dramatic comparison can
be made in General Aviation airplanes. The present generation of private owner
airplanes bears little resemblance to those of thirty yvears ago.

Properly written, safety standards should not and will not dictate design. The
purpose of minimum standards is to define safety objectives ; the means of achiev-
ing the objectives can, and should be, left to the designer, except in cases such
as standardized loeation of controls, arrangement of gear shift quadrants, ete.,
where the safety objectives can be met only by uniformity.

The time table proposed in H.R. 13228 for making standards effective iz not in
keeping with the urgency of the problem. Under this bill as now written, Federal
standards could not become effective in less than two and a half yvears, and need
not be effective for four years or more. I say four years or more because the bill
specifies that the Secretary may not determine the need for standards for at least
two years, and that standards may become effective as long as two years after
they are issued, but the bill does not specify how long the Secretary may take to
establish and issue standards after defermining the need for them. This could
easily consume one to two years. Thus under the proposed provisions of H.R.
132928, the effective date for Federal safety standards could be as late as 1972 or
1973 models, even if the bill were passed immediately. It is my opinion that we
cannot wait that long. We must start to improve the situation now. H.R. 120648,
which would require the establishment of safety standards within six months, is
more realistie, but unfortunately, as stated above, this bill lacks any requirement
for compliance or enforcement.

The principal argument advanced against establishing standards now is that
there are not suficient data on which to base standards. This is not true. There
are many areas in which there are ample data to permit writing standards now.
It may be that the available data will not permit the drafting of perfect stand-
ards, but the present situation of having no standards is certainly not perfect, as
demonstrated by over 49,000 fatalities and 1.800,000 disabling injuries last year.

1t is probable that we will never have sufficient data to permit writing perfect
standards. Man has never achieved perfection in any endeavor. We will
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continue to learn more, and standards can be revised as knowledge grows, just
as the standards in aviation have been revised. Research is a continuing proe-
ess ; waiting for end results is merely an excuse for doing nothing now.

Two main reasons are offered to support the claim of inadequate data. One,
that there is no scientific proof that specific design features cause accidents ; the
other, that the results of research not specifically directed to the automobile are
not applicable to automobile problems. The term “geientific proof” in the above
context means statistical data, However, there are many times when statistics
are not necessary. As Dr. A. L. Moseley, of the Harvard Medical School, stated
at the Tth Stapp Car Crash Conference, *. . . one does not have to attempt
to accumulate a random sample on the toxicity of potassium cyanide. A single
case is ample to establish the phenomenon.”

The refusal to accept and use research data from other technical diseiplines
has no rational basis. Despite repeated claims that no one outside of the auto-
motive industry knows anything about automobiles, the autemobile is not unique.
It obeys the same basic physical laws as any other moving body. Furthermore,
automobile drivers do not differ from airplane pilots, or army personnel, or test
subjeets in a laboratory, in their basic characteristics, the size of their bodies or
the ability of their bodies to withstand impact forces. The fact that research
was not specifically directed toward the automobile does not invalidate it, nor
require that it be repeated.

Reference was made previously to the research work done at the Aeromedical
Research Institute of the Federal Aviation Agency, on the tolerance of the human
face to impact, and to the fact that results of this research are not being applied
to automobile safety standards even by the General Services Administration.
The automobile industry has challenged the conclusiveness of the results so
strongly that the General Services Administration has given a contract to
Wayne State University to conduct a similar program.

Meanwhile, we have data from a recognized Government laboratory that pro-
vide a sound basis for the establishment of standards now. There is no excuse
for continuing to allow passengers in antomobiles to be subjected to loads of
twice the magnitude indicated as the tolerance limit by these dafta, while we do
more research. There are other areas involving injury producing mechanisms
in which the situation is gimilar. There are data on known safe forces. Per-
haps the absolute tolerances are higher than some of these values, but I refuse
to accept the philosophy that a standard must permit of subjecting people to
the maximum forces they can endure. If there is to be error, let it be, for once,
on the safe side. We are dealing with human lives and human suffering.

There is also ample knowledge to permit establishing valid standards today in
many areas of potential aceident prevention. For example, reference was made
above to design features that induce driver error. One such error is that of a
driver's inadvertently turning out the headlights when intending to close an air
vent or push in a cigarette lighter. There are known cases of this having
happened. Many aireraft accidents resulted from pilots using the wrong control
knob, and it was found, through extensive Air Force and Navy Research, that
such errors could be prevented by the nse of standard locations for controls, and of
distinctive coded knob shapes that could be identified by feel alone, even when the
subject was wearing a heavy winter glove. Eleven knob shapes were developed
which conld be identified in this way, without error, by a large number of blind-
folded subjects. This research was done in the 1940’s, and the standard knob
shapes which were developed were published in college text books as early as
1949, and in a report on motor vehicle design issued by the Harvard School of
Public Health in 1953, yet these data have been rejected out of hand by the anto-
mobile industry as being irrelevant. There is the problem of brakes. In actual
tests of two 1965 cars reported by Ocee Ritch, editor of Road Test magazine, one
car required a 70 percent sreater stopping distance than the other, under the
same conditions. The car with the shorter stopping distance stopped in a straight
line. The other required constant effort by a professional test driver to keep it
from spinning out of control. There is no possible excuse for such variation. The
limiting factor in stopping a car is the coeflicient of friction of the tires on the
pavement ; we know what that is. The tendency of a ear to swerve results from
locking of the rear wheels because of improper halance of pressure between the
front and rear brakes. We can write a standard right now. The braking system
should be adequate to develop the full capability of the fires and to stop a car in
a straight line. The fact that one car was capable of doing this proves that it

can be done.
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There is a wide variation in the force required on the brake pedal to stop a
car. Data in Consumer Reports showed that in a 1966 Ford Galaxie with power
assist disk brake option, only 3 pounds on the pedal is needed for a gentle stop,
and 25 pounds on the pedal will skid the wheels, while on the standard Ford V8
without power brakes a 65 pound force is required for a normal stop. Just con-
sider the driver owning these two cars and the difficulty he faces in applying
proper braking when he switches back and forth between them. There are pub-
lished test data to show that a 3 pound foree is too low to be applied acenrately
by the average person, and even 25 pounds is too low in an emergency situation.

In case of loss of the power assist on the Galaxie, the force goes from 3 pounds
to 240 pounds, beyond the capability of many people. A standard is needed that
will specify both minimum and maximum forces, and there are published data to
provide a basis for such standards.

There is the problem of glare and reflection in windshields.

Dr. Merrill Allen, of Indiana University, in a program sponsored by The Amer-
ican Optometric Foundation, has found that a reflectance of over 10 percent pro-
duces serious interference with vision. Most of the cars being produced at
present by two of the three major manufacturers have less than 10 percent reflec-
tance. One manufacturer, who apparently thinks that high gloss improves stvl-
ing, insists on maintaining a reflectance close to 30 percent, and has argued for
it so strongly that the G.S.A. standards permit this, but we have the necessary
data on which to base a safe standard.

Many other examples can be given. There is the inadequacy of signal lights
which do not comply with SAE standards and which violate the principles set
forth in the National Bureau of Standards Handbook No. 95, “United States
Standards for Colors for Signal Lights.” There is the problem of the short
driver who ecannot see over the steering wheel or, in some cases, over the dash
panel, without perching precariously on extra cushions. There is the problem
of automobile stability. On these, and many other problems, we know enough
to prescribe minimum standards.

There are unquestionably areas in which more data are needed before sound
standards can be written, but this is no reason for not writing adequate stand-
ards now covering those problems on which we do have knowledge.

There have been reports in the newspapers of proposals to use the present
General Services Administration standards as interim standards, applicable to
all automobiles. In my opinion, this would be a serions mistake. As I have
previously said, many of these standards are totally inadequate to provide any
real level of safety. It is frequently claimed that safety standards would result
in prohibitive increases in the cost of automobiles. Extra devices added to a
finished automobile do add to costs. Adequate safety incorporated into the origi-
nal design often does not. Considering some of the examples nsed previously,
shape coded control knobs in standard loeations would cost no more than knobs
all of the same shape which are shifted from place to place every yvear. Dull
non-reflective paint costs no more than high-gloss finish. An energy-absorbing
instrument panel properly designed need cost no more to build than a rigid
one that is lethal. Al that is required is more careful engineering. Leaving
off ¢chrome trim that reflects the sun into drivers' eves will not add to cost.
Some things probably will inerease costs, but on the other hand, the dollar cost
of automobile accidents last year has been estimated at $8.5 billion, or nearly
$1.000 for every automobile produced during the year.

H.R. 12548 proposes establishment of a National Traffic Safety Agency in the
Department of Commerce, while H.R. 13228 would place the activity in the pro-
posed Department of Transportation. If legislation establishing such a depart-
ment is enacted, I think the latter the better approach, as I believe it wonld
facilitate coordination of research effort and interchange of information between
the automobile safety activity and agencies working in other fields of trans-
portation, such as aviation.

If the Transportation Department is not established, and the traffic safety
activity is placed in the Department of Commerce, I think separate identification
of the National Traffic Safety Agency would be highly desirable, to keep it from
being submerged in other functions of the Department.

There are two provisions in H.R. 12348 which are not included in H.R. 13228,
and which I believe should be incorporated in the final bill. The first is the
requirement of an annual report to Congress. 1 believe this is essential in order
that Congress and the public may know of progress being made in this program.
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The second is the transfer of the motor vehicle safety funetion from the Gen-
eral Services Administration to the Traffic Safety Ageucey. There could be no
justification for different sets of standards for vehicles owned by the Federal
Government and those offered to the general public.

Neither bill deals adequately with accident investigation, the only reference
to this subject being in general terms in Title 11T of H.R. 13228. In order that
we may have continued progress in safety, we need more accurate data on ace i-
dent cause factors, which ean be obtained only from better accident investiga-
tion. There is a need for a body of investigators trained in the special tech-
niques of this fleld of endeavor. It is therefore believed that provision should
be included in the final bill for a program of training in aceident investigation,
either by the Federal Government or in ¢ onjunction with the States,

In summary, I am fully in accord with the intent of the proposed traffic safety
bills. However, the following recommendations are respectfully submitted :

1. Establishment of Federal safety standards for motor vehicles and pro-
visions for assurance of compliance should be made mandatory.
2 Standards should be established as soon as possible; it is suggested that

the bills require the promulgation of standards not later than 1 July fol-
lowing passage, to be effective at the latest on vehicles of the model year intro-
duced in the ealender year after adoption.

3. Specifie provisions be added for training in accident investigation, either
by the Federal Government or in conjunction with the States.

4, There be a requirement for an annual report to the President and the
Congress, as proposed in H.R. 12548.

Mr. Rocers of Texas. Mr. Younger.

Mr. Younaer. Could you furnish us with any of the standards that
you have in mind ¢

Mr. Strecrarz. I don’t think I would be thoroughly competent to
do so, sir.

Mr. Younaer. Could you furnish what you can for the committee?

Mr. Stiecrrrz. Yes, sir.

(The information requested appears on p. 909.)

Mr. Youneer. Thank you.

Mr. Rocers of Texas. Mr. Pickle.

Mr, Progre. No questions, Mr. Chairman.

Mr. Rogers of Texas. Mr. Cunningham.

Mr. Cun~ineaaym. Thank you, Mr. Chairman. T think the witness
Lias given very worthwhile information.

There has been testimony here that some automobiles have been
withdrawn and taken back to the factory for changes. Isn’t that same
thing true in the aireraft industry ?

Mr. StrecritTz. Yes, sir.

Mr. Cuxxineaam. Haven’t some models of airplanes been
grounded ?

Mr. Stiecrirz. Yes, sir.

Mr. Cuox~ineaam. It is also true that in 1963, 1,294 people were
killed in aireraft accidents; is that right ?

Mr. Stiecrirz. It is approximately that. It runs slightly over 1,000
per year.

Mr. Cosxiseaaym. Do you have any suggestions as to how these can
be prevented ?

Mr. Stiecrirz. There are a good many ways, sir. There is a great
deal of work going on. In faet, I am working right now as a con-
sultant to the Civil Aeronautics Board on a study of general aviation
accidents, to try to get more information which will be constructive
in this way.
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There is work going on in this field all the time. Not only in Gov-
ernment but in industry, in the manufacturing plants, there is a con-
stant effort being made to improve the level of safety. I do not think
it is perfect. I do not think tﬁ'mt safety standards will make the auto-
mobile perfect.

I do not think we will prevent all accidents. But after all, Mr. Cun-
ingham, man has been walking for over 100,000 years and has not yet
mastered that simple mode of transportation to the point where it is
completely accident free. I don’t think we will succeed in anything
as complex as this.

Mr. ConNingaam. You don’t have any suggestions for improving
man, do you?

Mr. Stiecrirz. No, sir. I have not even figured out how we can get
an annual model change in man.

Mr. CunnNineaay. I believe you said you are an aeronautical en-
gineer with a degree?

Mr. Strecrrrz. Yes, sir.

Mr. CunNiNgaAM. And yoursisa private organization.

Do you know of any improvements you would like to see in aircraft?
so that we can prevent these aircraft crashes?

Do you know of any improvements you would like to see in aircraft

Mr. Cun~ineram. Both public and private. 'We have these crashes
and I cited the figures. You are an aeronautical engineer. Arve there
things that you think ought to be done that are not now being done in
the building of those planes?

Mr. Stiecrrrz. I think we keep learning. The problem we have with
many aireraft, unfortunately, is that the airplane is a comparatively
long-life item. We have many airplanes that fly for 10 or 20 years or
more. It is never feasible to go back and apply the latest state of the
art to every airplane that is in existence.

The record shows that many accidents, unfortunately, are happening
to older airplane types. There is a highly significant statistical differ-
ence in the frequency of accidents between the newer airplane types
and the older ones.

In other words, we have learned and we have improved but we can’t
go back and we can’t outlaw and throw out all the old airplanes. We
cannot redesign and rebuild them all.

We have this mixture from which we are drawing our statistics.

Mr. Cuox~ineuas. I understand that, sir.

If an airplane were built today and you as an engineer in that field
felt that every safety feature was built into that plane, would that
eliminate all airplane accidents?

Mr. Stmerrrz. No, sir.

Mr. Cux~ineaaym. In other words, there is a human factor in-
volved.

Mr. Stiecrrtz. It wounld not even prevent all the accidents resulting
from design, sir.

Mr. Rocers of Texas. The time of the gentleman has expired.

Mr. Mackay.

I think Mr. Macdonald wants you to yield.

Mr. Macpoxarn. Would you yield for a short question?
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Mr. Macray. I will yield.

Mr. Macooxarp. I want to get clear in my own mind and the record,
too, when we have been discussing deaths on the highway, the figures
that have been used, and the ones used in your ~t.1tt'm(‘nf tht‘\ deal
with the U.S. deaths on the highways, here in the United States?

Mr. Strecritz. Yes, sir.

Mr. Macpovarp. When you answered Mr. Cunningham’s question
concerning deaths ll?'-slllflll"‘ from airplane crashes, you said 1,000
people were killed yearly?

Mr. Stiegrirz. Yes, sir; in the United States.

Mr. Macooxarp. This is in the United States and not worldwide?

Mr. Stiecurz. No, sir.  But this is all types of flying, private fly-
ing, crop dusting, gener ral aviation, as well as airline. This is the
total picture in civil aviation.

Mr, Macpoxarp. Thank you.

Mr. Mackay. I want to thank you for appearing and I think what
you have had to say has been very illuminating.

\\ hen the |v]:wwm atives of the auto manufacturers were before
us, I asked them to submit what they considered to be safety stand-
ards. Semantically we did not tie down what we mean, what is a
standard and how do we illustrate the standards.

Dr. Gikas said he would work up such a list.

You have said what Dr. Gikas said and that is that the automobile
industry has been strong in the GSA forum, that they opposed many
things that Dr. Gikas thought were important safety standards.

Mr. Strecrrrz. Yes, sir.

Mr. Mackay. I would find it helpful, T believe, for you to try to
work up a rough list of what you think are apparent safegnards now,
and then, based on your knowledge, compare that with whatever list
the antomotive manufacturers come up with. Would you be willing
to do that?

Mr. Srirerarz. Yes, sir. I have also, and would be glad to furnish
to the committee if you desire, submitted written comments and
analysis on the GSA st: andards.

If the committee desires, I would be glad to send them copies.

Mr. Mackay. Thank you very much, Mr. Chairman, T would re-
quest. that.

I have no further questions.

(The information requested follows:)

TYPICAL PROPOSED AUTOMOBILE SAFETY STANDARDS
1. DASH PANEL

All portions of the dash panel within the range of the head of any occupant
of a seated height equal to or less than 38.2 inches, corresponding to the 95th
percentile male driver, shall have sufficient energy absorbing capability to limit
the impact deceleration to no more than 30 g's, at an impact speed of 44 feet
per second (80 miles per hour). This requirement shall apply to all surfaces,
horizontal or vertical, in the impact area, and all such surfaces shall be free from
rigid or sharp-edged moldings and rigld reinforcements, and shall be covered
with energy absorbing padding not less than one inch thick, and shall be free
of rigid projecting knobs or levers.

With the seat at the extremes of its adjustment, the impact area shall be de-
termined on the basis of the occupants’ being seated not less than 3 inches for-
ward of normal sitting position against the seat back, to allow for belt stretch.

63—481—66—pt, 2——9
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2. BRAKING CAPACITY

All motor vehicles shall be capable of stopping on a dry concrete pavement in
a distanee of not more than 160 feet, from a speed of 60 miles per hour, and shall
stop in a straight line without corrective steering wheel action. In order to guar-
antee against brake fade, this requirement shall be met in 10 consecutive stops.

3. BRAKE PEDAL FORCES
The pedal forces required to stop the vehicle with a mean deceleration of 14 g
shall not be less than 25 pounds, and shall not exceed 150 pounds under any
cirenmstances, including failure of a power assist system, if provided, or during
10 consecutive stops from GO miles per hour.
4, REAR SIGNAL LIGHTS
All rear signal lights, including both stop and turn signals, shall be independent
of the rear running lights (tail lights), and of each other, and shall be clearly
distinguishable from other rear lights. The arrangement and color of lights

shall conform to the recommendations of the National Bureau of Standards
Handbook No. 95, “U.8. Standards for the Color of Signal Lights.”

CoMMENTS 0% Prorosep Revisep FEDERAL STANDARD No, 515
(March 15, 1966)

INTRODUCTION

The following comments are submitted on the proposed revised Federal Stand-
ard No. 515, “Standard Safety Devices for Automotive Vehicles.’
ments are in general based on the draft proposal nsed for discussion at the meet-
ing of February 2, 3, and 4, 1966, but are applicable to the proposed standard as
published, except as the published version may have incorporated revisions

These com-

recommended here.
Fed. Std. 515/1a

§2: The limitation of application of these standards to busses designated as
school busses is a definite reduction in scope from the standards adopted last
year, which excluded only those busses that are without built-in padded head-
rests, Even this exclusion was objected to by many people, including the under-
signed, at the meeting on 19 May 1965. It is difficult to see any justification for
now excluding all busses but school busses.

§3.2.23.21: The reduction in the strength of anchorages to 1500 pounds for all
seats except the driver’s seat, for which the requirement is 2500 pounds, is not
reasonable. It cannot be assumed that the weight of any passenger will not
exceed 60 percent of the driver's weight, nor can it be assumed that there will be
suflicient load attenuation to justify this large a reduction in anchorage strength
Certainly the loads on the seats immediately behind the driver's seat will not
vary appreciably from those at the driver’s seat, and load atienuation at seats
further back will occur only if there is structural collapse of the passenger com-
partment, which certainly cannot be considered an acceptable sitnation.

§2.2.3.3: Design of seat attachments for twenty times the seat weight will not
assure that the seat will remain attached to the structure in a 20 g crash. The
vertical component of the belt pull causes an extremely high friction force be-
tween the ocenpunt and the seat cushion during the forward motion of the
occupant, which occurs as the result of belt stretch. In addition, the seat is
subjected to impact loads from the occupant in the seat behind, This is true
not only for unbelted occupants, in busses other than school busses or on folding
jump seats which are excluded by Para. 82, but also for belted occupants, as
shown in the article “Kinematic Behavior of the Hnman Body During Decelera-
tion,” by J. J. Swearingen et al., published in Aerospace Medicine in February
1962. This standard should be revised to include the effect of these additional
loads.

Fed. Std. No, 515/2a
831+ The revision of this standard to include a range of seated height, in con-
junetion with the extreme range of seat adjustment, is a major improvement over
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last year's standard. Nevertheless, the range of seated heights given is still in-
adequate. SAE standard J826 shows the “H” point as being 3.84 inches above
seat level, so that the range of height of 33 inches to 29 inches above the “H"”
point corresponds to a range of seated height of 36.8 to 32.8 inches, as this dimen-
sion is given in anthropometrie data. This covers a range from approximately
the 75th percentile male driver to approximately the 25th percentile female
driver, thus excluding 25 percent of the male driver population, 25 percent of the
female drivers, and an undefinable number of children, who are frequent front
seat passengers, Furthermore, no allowance is made in the standard as written
for forward displacement of the occupant as the result of belt st retch, This ecan
vary considerably, depending on the characteristics of the webbing material, but
test data from various sources would indicate that an allowance of at least 3
inches is necessary. Allowing for this, the forward limit of the impact area
required to be protected would not accommodate any male driver above approxi-
mately the 5th percentile, nor woman drivers over the 50th percentile.

It is recommended that this standard be re-written to define the impact area as
the entire area between the lip nearest to the passenger and that point which
would be struck by the 95th percentile male, with an allowance for a 3-inch for-
ward motion of the hip point. This would correspond to a dimension of 34.4
inches from the “H” point to the top of the head, with a hip peint 3 inches for-
ward of its normal position, with the seat in full-forward position. The require-
ment should also be extended to include those areas on the vertical face of the
panel which may be struck by the head of any passenger.

83.2.1: The allowance of 80 g’'s at 22 feet per second impaect velocity will not
provide any meaningful protection. Federal Aviation Agency Report AM 65-20,
“Tolerance of the Human Face to Crash Impact,” dated July, 1965, states that
blows to the fact in execess of 30 g's produced unconscionsness for periods of from
15 minutes to two hours, with or without fracture. Medical experts with whom
the undersigned has discussed this state that such a period of unconsciousness in
all probability indicates the existence of a eoncussion. With such information
available, a value of 80 g's is totally unacceptable,

Any statement by the automobile manufacturers that they cannot do better
than the 80g requirement is not borne out by the facts. In the tests conducted
by Mr. Swearingen, it was found, for example, that the unpadded panel of a
1954 Dodge showed a peak acceleration of only 50g's. and the load exceeded
40g’s for only 5 milliseconds, at the 181 feet persecond impact. Almost the
same numbers apply to the tests of a 1959 Pontiac, also with an unpadded panel
at the same speed. The unpadded panel of a 1955 Pontiac showed a maximum
value of approximately 76g’s at an impact velocity of 20.1 feet per second. It
should certainly be possible for the manufacturers to provide a higher level of
energy absorption with paddéd panels in 1968 models than they were able to
provide with unpadded panels in 1954 models,

In addition to the above, the 22 feet per second veloeity is too low. In a 20g
crash the occupant’s head will reach a speed of 22 feet per second during 414
inches of forward motion, and will then continue to accelerate up to the speed
of the vehicle. Therefore this standard offers no level of protection in any 20g
crash with a car going faster than 15 miles per hour. It is therefore recom-
mended, again, that this standard be re-written to require not more that 40g’s
at an impact velocity of 44 feet per second, and preferably only allow 30g's at
this speed. No lesser standard will provide real safety.

Fed. Std. No. 515/3a
83.1.1.

As the nndersigned pointed out at the meeting of 19 May, 1965, the phrase
useontrols not essential to controlling a moving vehicle” iz ambiguous and in-
adequate, and should be replaced by “controls not likely to be used by the driver
of a moving vehicle.” For example, a cigarette lighter or car radio cannot be
considered as essential to controlling the vehicle; nevertheless, they are nsed
frequently by a driver while the car is in motion.

83.1.2.

As pointed out in the discussion of Standard 515/2a, Para, 83.1, the range of
seated heights is considered inadequate. The range of seated heights should be
revised as recommended in the comments on that standard.

§3.1.3.

During the meeting on May 19-20, 1965, medical experts objected to the 40
pound force which was proposed at that time. Despite this objection, the allow-
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able force was inereased to 90 pounds in the standards as issued, and this value
has been retained. The allowable foree should be reduced fo an acceptable value.

Fed. Std. No. 515/4a
83.2.

As was brought out by the undersigned in the meeting of 19 May, 1965, this
requirement as written is virtually meaningless. The structure of the mannikin
is not controlled, and the spring rate is measured only during the first 14 inch
of deflection, with no control of the variation of spring rate beyond that point.
1t would be possible to design a dummy that would permit compliance with the
requirement of this paragraph, and have the dummy absorb 7714 percent
of the energy, while the steering wheel absorbed only 2214 percent. This could
be achieved with a 75 pound dummy with a constant spring rate of 600 pounds
per inch. With such a dummy, the steering wheel could have a spring rate of
over 2000 pounds per inch, and would deflect only 1.23 inches, while the chest
of the dummy would deflect 4.17 inches. The contact area of the chest with the
rim of the wheel is not controlled, and it is believed that serious injuries could
result with a steering wheel which could meet the specifications under these con-
ditions.

In addition, the 22 feet per second velocity is considered fo be too low. As
pointed ouf in the discussion of Standard No. 515/2a, Para. S3.2.1, this impact
speed would be exceeded in any 20g crash at a vehicle speed above 15 miles per
hour, if the driver is more than 4.5 inches from the steering wheel, which is
quite likely with any driver who has the seat back of mid-position.

S3.4.

The report in the New York Times of 9 March indicates that the collision
speed has been increased to 30 miles per hour from the 20 miles per hour given
in the proposed draft. Even so, permitting a 5-inch rearward displacement of
the steering column under these conditions is not adequate for driver protection.
The recent announcement of a collapsible steering column to be installed in 1967
models of General Motors and American Motors Automobiles is proof that the
industry can better these requirements. It seems almost unnecessary to point
out that industry spokesmen, including the representative of General Motors,
said last vear that it would be impossible to do any better than the 5-inch dis-
placement at 20 miles per hour for 1967 ears, although the collapsible steering
column should have appreciably less displacement than this. There is no reason
that all manufacturers eannot do better by 1968. In a letter dated 8 March,
1965, the undersigned recommended that the permissible rearward displacement
should not exceed 2 inches at 30 miles per hour. It is again recommended that
this standard be adopted.

Fed. Std. No. 515/6a

As pointed out in the discussion of Standard 515/1a, Para. S3.2.3.3, the require-
ment for seat anchorages able to resist only 20 times the weight of the seat is
inadequate, as it does not allow for the forward load applied to the seat by the
occupant as the result of the vertical component of the belt load and the forward
motion of the occupant resulting from belt streteh, nor for the loads imposed
on the seats by occupants of the rear seats. These latter loads must also be
applied to the seat back frames.

83.5.3.2.

As brought out in discussion of Standard 515/1a, Para. 83.2.3.2.1, the reduction
of belt loads to 1500 pounds is not considered justifiable.

Fed. Std. No. 515/12a
83.1.

The addition of a definition of the wiped area is an improvement in the stand-
ard, but the definition is not considered adequate. The use of a fixed, single
eye level line would be valid only if vertical seat adjustment were provided,
together with some reference mark to permit the driver to adjust the seat prop-
erly. The fixed value given of 28 inches from the “H” point corresponds to the
eye line of approximately the 50th percentile male driver, and is above that for
the 95th percentile female driver.

Fed. Std. No. 515/13a
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83.2.
The reduction in permissible specular gloss from 30 units to 15 units m‘uxi-
mum is a definite improvement, although there is some question whether it is

adequate even so.

S3.3.

The allowance of 30 percent luminous directional reflectance is excessive, as
shown by a comparison to Standard 515/17a, Para. 83.3, which requires only 55
percent reflectance for a mirror. According to specialists in this field, the value
should not exceed 10 percent. Paints are available that meet this requirement.

83.6.

The addition of limitation on the specular gloss on the items called out in this
section is a definite improvement in the standards, It is believed, however, that
the limit in this case should be the same as that recommended for instrument

panels in Para. 83.2,
Fed. Std. No. 515/17a

88.1.2,
The requirement for the location of the mirror should be based on eye height,
and not on seated height, and should be based on the 95th percentile male, not

on the 75th percentile.
Fed. Std. No. 515/18

83.

As brought out in previous discussion, the range of heights from 33 inches to
29 inches above the “H” point is not considered adequate. See discussion of
Standard 515/2a, Para. 83.1.

Fed. Std. No. 515/19
S53.2,
The 90 pound allowable force is considered excessive. See comments on
Standard 515/2a, Para. 83.1.2,
Fed. Std. No. 515/20

S3.
The phrase in the first sentence “in such a manner as to minimize or spread
the area of contact” is contradictory and ambigous. This should be re-written.
Fed. Std. No. 515/21
S3.1.
The allowance of 80 g's at 22 feet per second is totally unacceptable. See
diseussion of Standard 515/2a, Para. S3.2.1.

83.2.

The mannikin heights specified do not cover an adequate range. See com-
ments, Standard 515/2a, Para. 83.1. The minimum height given of 20 inches
above the “H” point, corresponding to the 25th percentile adult female, is un-
realistic when applied to school busses.

Fed. Std. No. 515/22
S53.3.1.

The 29.5 inch height requirement does not appear to be adequate. Protection
should be provided for the 95th percentile male. In addition, a forward limit
should be placed on the position of the front surface of the headrest relative to
the head of the occupant seated in normal position, in order to prevent the
driver from placing his head against the rest during normal driving, as this
may induce undue relaxation and possible resultant drowsiness. As a criterion
for the location it is recommended that reference be made to the headrest loca-
tion in Air Force and Navy specifications for ejection seats, in which the head-
rest is so located that the pilot can place his head against the rest by sitting
erect and pressing his head back, but cannot do so in normal seated position.
An alternative would be to require tilting the driver’s headrest in the manner
used in the Italian “Secura” safety car, as described in Medical Tribune, Vol. T,

No. 26, February 28, 1966, p. 2.
Fed. Std. No. 515/25

83.1.
The.limi}atiun of the area of critical encroachment based on a mannikin with
an “H" point to top of head dimension of 33 inches, corresponding to the 75th
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percentile male driver, is inadequate. Protection should be provided for at
least the 95th percentile, and preferably the 99th percentile, male. For the
95th percentile male, the dimension from the “H™ point is approximately 34.5
inches, and no smaller dimension should be considered adequate.

Fed. Std. No. 515/26
S3.1.

This paragraph specifies that fuel tanks and filler pipes shall withstand the
longitudinal and/or lateral acceleration during an SAE JS850 barrier collision,
However, SAE J850 states that the collision shall be head-on or at the angles
specified. The proposed standard does not call for an angular impaect, so no
lateral forces will be imposed in the test. A direet front-end impact can
hardly be considered the most critical condition for a rear mounted fuel tank,
and very few actual accidents ocenr squarely head-on, with no rotation of the
automobile. This standard as written provides no protection against side or
rear-end impact, both of which should be covered. In addition, it should be
specified that in a rear-end eollision at 30 miles per hour, deflection or failure of
structure adjacent to the fuel tank will not cause puncture or rupture of the
fuel tank.

COMMENTS ON PROPOSED REVISION oF FEDERAL STANDARD No. 515
(March 235, 1966)
INTRODUCTION

Comments on the proposed revised Federal Standard 515 were submitted on
March 15, 1966, based in general on the draft proposal used for discussion at the
meeting of February 2, 3, and 4, 1966, Presented here are revisions to these
comments, based on a review of proposed revision published in the Federal
Register, Vol. 31, No. 45, Tuesday, March 8, 1966, Part I11.

Comments are made only on those sections which have been changed, and on
which comments were previously submitted. With these exceptions, the com-
ments of March 15, 1966, still obtain.

Fed. Std. No. 515/1a
8.3.2.2.2.1.

The comment on this Section was numbered 8.3.2.3.2.1, in accordance with
the numbering in the draft proposal for discussion purposes at the February 2,
3, and 4, 1966, meeting. The strength of anchorages has been increased to 2500
pounds, corresponding to our recommendation in our March 15 comment. This
change is endorsed and should be retained.

Fed. Std. No. 515/6a
S5.3.5.2.2.

The comment on this Section was incorreetly numbered in our March 15 com-
ments as 5.3.5.3.2. The load has been increased to 2500 pounds, and this in-
creased value is concurred in.

Fed. Std. No. 515/12a
S5.3.1.

The change to place the center of the wiped area at the eye level of the 95th
percentile male is completely illogical. The eye level of a large percentage of
women drivers and of some men drivers could be below the bottom of the area
s0 defined. The wiped area shonld be defined =o as to assure adequate clear
vision for all drivers.

Fed. Std. No. 515/13a
85.3.2.

The increase in permissible specular gloss from 15 units back to 30 units is
not concurred in. As noted in our comment of March 15, reduction to 15 units
is considered a definite improvement, although a question remained as to whether
it was adequate even so. 30 units is considered entirely too high to meet visual
requirements of the driver, in the opinion of experts on physiological optics.
8.3.6.

The increase in permissible specular gloss to 40 units renders the addition of
this Section to the standards virtnally meaningless. This should be reduced
to 15 units, the same as the values specified in 8.3.2,

Fed, Std. No. 515/19
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85.3.3.

The specification of a maximum permissible force was in 8.3.2,, of the discus-
sion draft, and our Mareh 15 comments carried this number. The reduction from
90 pounds to 60 pounds is an improvement, but even the 60 pound foree is con-
sidered excessive, in view of the medical opinion expressed at the May 19, 1965

meeting, that 40 pounds was too high.
Fed. Std. No. 515,/22

8.331.

The reduction in the minimum acceptable height of the top of the head-
rest to 25 inches above the “H” point makes this standard meaningless. A check
of anthropometric data shows that this will be below the center of gravity
of the head for most male drivers, and will be only slightly above the base of
the neck (cervicale for the 95th percentile male. The top of the headrest should
be above the center of gravity of the head for the 95th percentile male, It is
also noted that limits on fore and aft positions of the headrest have been
deleted, and it is again recommended that a forward limit be placed on the
position, to prevent the driver from resting his head against it in normal seated
position, for the reasons given in our March 15 comments.

Mr. Rocers of Texas. Mr, Farnsley.

Mr. Farxstey. We have not heard very much about brakes and the
drum brakes, the disc brakes, the compensators that keep them from
locking. Can you give me 4 minutes and 36 seconds 1fiscu;'~:sinn on
that?

Mr. Strecrrrz. Taking the second part of the question first, aircraft
have been equipped for years with what are called antiskid brakes.
The transport aireraft do and most of the big military aircraft have
them. This can be done, but it is a fairly complex system. This an-
swers the question as to how you stop on a wet pavement without skid-
ding and still have any stopping control on a dry pavement.

The way this works is Ilh:n you put a sensing unit on the wheel
which senses when the wheel stops rotating. In other words, when the
wheel starts to skid, this sends an electric signal to a valve which
dumps the pressure on the brake. '

That releases the brake and lets the wheel turn back up to speed.
Then when the wheel comes back up to speed the brake pressure is re-
applied. It cycles the brake automatically. This type of thing cer-
tainly could be developed for the automobile and it would give this
kind of control.

There is another problem that is more serious. I made reference
before to a car being able to stop in a straight line. There are many
cars on which the brake pressure is not properly balanced between the
front and rear wheels, so that in an emergency stop the rear wheels
tend to lock and skid while the front wheels are still braking properly,
and the rear end of the ear wants to skid around.

It takes a very highly competent driver to maintain control of a
car under those conditions. There are proportioning valves avail-
able, there are ways of proportioning pressure, to avoid this. Some
cars are properly designed. The one I mentioned that would stop
at 138 feet did that.

The one that took 238 feet locked its rear wheels and the test
driver was fighting the steering wheel the whole time, trying to keep
the car from spinning out of control. So this can be done but un--
fortunately it has not been.

Mr. Farnseey. Isitvery expensive?

Mr. Stiecrirz. No.
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Mr. Farnsrey. Those are all the questions I have.

Mr. ConnNingaaM. Mr. Farnsley, would you yield for a moment ?

Mr. Farnsrey. Yes.

Mr. CunNiNgam. What is the source of your figures, Mr. Stie-
glitz? Were these tests or actual accidents?

Mr. Stiecritz. These were on tests, and the figures on them were
cited by Mr. OCee Ritch, the editor of Road Test magazine, during
his testimony at the hearings on automotive safety held by the
attorney general of the State of Towa in Des Moines, in January.

Mr. ConNiNgaam. Did you say these were official figures from
accident reporting agencies ¢

Mr. Stiearitz. No, sir. These were figures from tests which were
conducted by Road Test magazine, and were reported by Mr. OCee
Ritch, the editor of the magazine, during his testimony at Des
Moines during the hearings held by the attorney general of the State
of Towa, a few months ago.

Mr. Cun~ixegaam. Do they have similar test reports for the
aviation industry ?

Mr. Strecrrrz. Yes, sir. Incidentally, in airplanes, any airplane,
to get certification, you must demonstrate the safe stopping distance
of the airplane and the capability of the plane meeting the require-
ments to stop that airplane. This is part of the certification process,
that you must demonstrate the braking ability and safe stopping
ability of the airplane.,

Mr. Coxnineuanm. T thank the gentleman for yielding.

Mr. Roeers of Texas. The time of the gentleman has expired.

Thank you very much, Mr. Stieglitz, for your presentation and
courtesy in answering the questions.

Mr. Rocers of Texas. Our next witness would appear to be Colonel
Garrison, director of the department of public safety of the State
of Texas, who, in the opinion of the Chair, has had about as much ex-
perience in traffic matters and associated subjects as any man I have
ever known.

Is Mr. Schwan here?

I notice associated with you a Mr. Charles Schwan.

Mr. Garrisox. No, sir. He is with the Council of State Govern-
ments.

Mr. Rocers of Texas. The Chair at this time will recognize the
gentleman from Austin, Tex., in whose district the gentleman re-
sides, Mr. Pickle.

Mr. Prckre. Thank you, Mr. Chairman. I won’t add much to the
title you have already given to the gentleman. I would like to ask
the permission of the Chair that State Senator Charles Herring
might come to the table with Senator Garrison. He is my State
senator from Austin.

The next witness, Mr. Chairman, is perhaps one of the most ex-
perienced men in America in the field of law enforcement and traffic
safety.

He has received the Paul G. Hoffman National Award in traffic
safety. He is past president of the International Association of
Chiefs of Police. In the Southwest we have a legend that Judge
Roy Bean was the law west of the Pecos.
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In Texas Colonel Garrison’s word is the law. He is experienced.
He is able. He is firm and fair and he is factual whenever he makes
a comment.

I believe he is the most experienced man in America today. I am
delighted to present him to this committee.

Colonel Homer (Garrison.

Mr. Rocers of Texas. It is nice to have you.

STATEMENT OF COL. HOMER GARRISON, JR., DIRECTOR, TEXAS
DEPARTMENT OF PUBLIC SAFETY, AUSTIN, TEX.; ACCOMPANIED
BY HON. CHARLES F. HERRING, STATE SENATOR, AUSTIN, TEX,,
ON BEHALF OF HON. JOHN CONNALLY, GOVERNOR, STATE OF

TEXAS

Colonel Garrisox. May I express appreciation to my Congressman
for that introduction. I am grateful. I realize this committe has
been meeting long and has been patient and fair and time is growing
short. May I make this opening statement, sir. 1 have a statement to
read from the esteemed and able John Connally, the Governor of our
State which he asked me to present to this committee. Then I have
a short statement of my own. If it is permissible with the committee
T would rather read the Governor's statement and file my statement
with the committee.

Then if you wish to ask questions I will answer them.

Mr. Rocers of Texas. Youn may proceed.

Colonel Garrisox. Mr. Chairman and members of the committee,
highway safety has long been one of the most challenging problems
faced by State and local governments. While much remains to be
done, accomplishments in this field by the 50 States and their com-
munities are considerable.

In Texas, for example, our fatality rate in 1935 per 100 million miles
was 16.6 while last year it was 5.8, or only about one-third the rate in
1935.

Nationwide the rate has steadily decreased also, although in latter
years, it has tended to stabilize somewhat.

Moreover, no major increase in these rates has occurred in spite of a
spiraling increase in the number of vehicles. Last year, for example,
over 90 million automotive vehicles traveled an estimated 880 billion
vehicle-miles on our streets and highways. Air travel is only a small
percentage of automotive travel and [lmssenger travel by railroad is
now so limited that comparative fatality rates by rail are virtually
meaningless. The fatality rate in the United States is only about one-
half the European rate and considerably less than other foreign coun-
tries.

Nevertheless all of us agree that more must be done. Heretofore,
this responsibility has been almost ent irely that of the States, counties,
and cities. Perhaps it is appropriate for the Federal Government to
indicate a national interest in this subject, but I submit that the pro-
osed bill as written virually supplants State local decisionmaking
or highway safey and gives that role to the Secretary of Commerce,
while leaving the responsibility for such safety on the shoulders of
State and local officials. y
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This is contrary to sound management principles. This is done spe-
cifically in the several sections of the act. Section 402 of the act reads:
The Secretary is authorized and directed to assist and cooperate with other
federal departments and agencies, state and loeal governments, private industry,
and other interested parties, to inerease highway safety.

State and local governments are lumped with all other interested
parties—their 1)0]!(‘\‘!11&]\111;1 role in this act would hinge on the inter-
pretation which the Secretary gives to the word cooperate.

Section 402 directs the Hecreturv to encourage and assist each of
the States to establish a hltrhwqy safety program by establishing
uniform standards for a wide variety of functions of highway safety,
including, but not limited to, provisions for an effective accident
record system, measures calculated to improve driver performance,
vehicle safety, highway design and maintenance, and traffic control.

Is traffic law enforcement a logical inclusion in this list on which
the Secretary will establish uniform standards? The section spe-
cifically provides that the Secretary may establish standards on addi-
tional functions not listed—there is no langnage in the act which
would prohibit the Secretary from establishing uniform standards
on every facet of highway safety, including law enforcement, speed
limits, control of driver licensing and others.

Very importantly, no fvm[hnce is given to the Secretary in this
section as to the criteria for the establishment of these standards.
Such gunidance can best come from those with long experience in the
field. Paragraph (c) of section 402 states:

The Secretary may make arrangements with other federal depariments and
agencies for assistance in the preparation of uniform standards for the high-
way safety program contemplated by subsection (a) and in the administration
of snch programs.

This section thus provides for other Federal agencies to be involved
in the pr (‘lhll‘lflt)ll of standards, but gives no recognition to the 50
States and 3,000 communities who, in “the past 40 years, have saved
more than a Illl]]iml and a half American lxw.«- by It-duemg the nation-
wide traflic toll from 19 per 100 million vehicle-miles in 1925 to the
present, level of 5.6.

State and local governments annually spend billions of dollars of
their own on hmlm ay and street construction. maintenance, and law
enforcement. Some of this money is used as matching money. How-
ever, most of it is spent in State planned and administered safety
programs.

These programs have successfully caused the annual motor vehicle
death rate to decline. This legislation as proposed will tell the States
that to receive Federal money—only $40 million in the next fiscal
year—for traffic safety programs, they must subscribe to safety stand-
ards unilaterally established by a Federal officer.

To say it another w ay, the\ must sacrifice any say they hm-e in the
administration and establishment of traffic safety standards in order
to make themselves eligible as recipients of Federal grants.

We earnestly believe that the vast experience accumulated by State
and local officials should be utilized in any act which is passed by the
Congress and respectfully request your committee to consider a par-
ticipating role for the States, counties, cities, and technical organiza-
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tions in the formulation and administration of standards which are
developed.

Such a role would afford recognition of the long-time experience of
these officials and agencies, and the inescapable relationship of high-
way safety responsibilities of such governments and officials to the
performance of overall police, engineering, education and other gov-
ernmental functions.

Specifically we suggest that the standards nsed in the implementa-
tion of this act be developed and administered by a compact or com-
mittee-type organization.

Responsible organizations of state and local officials could be re-
quested to nominate membership on such committee, to augment mem-
bership by Federal officials.

Such a procedure is already in effect in the development of highway
design standards and traffic signing. As Mr. . M. Johnson, first vice-
president of the American Association of State Highway Officials,
testified this committee on March 23, development of the above stand-
ards has for 50 years been a joint State-Bureau of Public Roads co-
operative effort, utilizing the vast amount of experience and talents in
the States and the Bureau.

These standards are cooperatively developed and formally balloted
upon and approved by State highway departments.

We suggest this same procedure for the standards relating to other
aspects of highway safety which are covered in this act. We further
believe that this procedure should be provided for, at least in general
terms, in this basic act, and not left entirely to rules and regulations
of the Secretary.

In June of this year there will be held a national conference of State
and local governments to prove the traffic safety problem and to deter-
mine courses of action. The conference will be cosponsored by the
four major organizations of State and local officials—the National
Governors’ conference, the National Association of Counties, the Na-
tional Leagne of Cities, and the U.S. conference of mayors.

Federal officials have assisted in planning the conference and will be
invited to participate. This conference would be an appropriate place
to discuss the related role of the Federal Government and the States
and local units in establishing and implementing highway safety pro-
gram policies.

Tt would be an excellent opportunity to clarify the roles of the vari-
ous levels of government.

In this connection, I would like to emphasize that we are at the
State level not merely marking time on this matter of traflic safety.
For example, in our State of Texas, I am recommending to the legisla-
ture a broad program designed to cut into the losses being sustained on
our streets and highways.

This program will include :

1. Additional police personnel, accompanied by incr sased sal-
aries and benefits to attract and retain qualified men.
9. A new code of traffic laws complying with the uniform traf-
fie code.
3. The establishment of courts of record for the trial of traffic
offenders.
4. Provisions of driver education for all young drivers.
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5. Strengthening of our state coordinating body for more effec-
tive coordination of all State programs relating to traffic safety.

I give you this report to illustrate that under the present system,
we have not only made much progress through the years, but are con-
tinuing to hammer away in an attempt to forge even better tools with
which to fight the menace of traffic accidents.

Finallyj wonld like to make a few comments about the term crea-
tive federalism. I have not seen an official definition of creative fed-
eralism, the term used by our able and distinguished President and
by others in the Federal Establishment. I am sure there are a variety
of opinions about the meaning of the term. As for me, I feel creative
federalism connotes recognition of the dignity and importance, yet
interdependence of all three levels of government—Federal, State, and
local.

To recognize the dignity of the levels of government is to recognize
their worthiness to act in their respective capacities.

To recognize the importance of each of the three levels without
weakening the whole is to recognize that no one level can successfully
absorb the role of another without weakening the whole fabric of our
democratic process. Each level must retain its independent respon-
sibility and although each level will share an interdependence with the
others, that interdependence must not become total subservience or the
basie framework, !Lp practical funetioning, and even the philosophy
of the system is threatened.

Creative federalism is thus a partnership of mutual trust and re-
spect. It is a union of participants—each bringing his talents and re-
sources to bear in an imaginative, productive role. & d

In this proposed act, in any proposal affecting responsibilities
which have been traditionally S]mul(llm‘od by the States and their
communities, I believe creative federalism would avoid unilateral ac-
tion by the Federal Government, and endorse bilateral or trilateral
agreement and action to achieve mutual objectives. In so doing, it
would recognize that the creativity called for in creative federalism
comes from the length and breadth of our land and is not the exclusive
property of any one group of individuals.

This is the kind of creative federalism I whole heartedly support.

Mr. Rocers of Texas. Now you also have a statement of your own,
Colonel Garrison?

Colonel Garrisox. Yes, sir, I will file my statement in the interest
of time.

Mr. Rocers of Texas. Without objection your statement will be in-
serted in the record.

(The statement referred to follows:)

STATEMENT oF CoLoNEL HOMER (GARRISON, JR., DIRECTOR, TExAS DEPARTMENT
oF PUBLIC SAFETY, AUsTIN, TEX.

Mr. Chairman and members of the committee, at times such as this, when af-
forded an opportunity to present my views before a legislative committee dealing
with a vitally important piece of legislation, T am not only filled with a deep
feeling of responsibility but I am proud to live in a country where ordinary
citizens, such as I, ean voice their views on subjects of such transcendent im-
portance. I am Homer Garrison, Jr., Director of the Texas Department of
Public Safety. T have been Director of this Department for over 27 vears and
actively engaged in the field of traffic safety over 35 years.
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The Texas Department of Public Safety is charged with the responsibility of
formulating plans and policies for the enforcement of traffic and safety laws of
the State of Texas and for the education of the citizens of the State in the pro-
motion of public safety and law observance in addition to its law enforcement
activities in the eriminal law field. In discharging our responsibilities, we cur-
rently employ a total of 2,600 employees, 1,260 of which are uniformed personnel,
on a budget of $20,000,000 a year.

Texas, in 1963, enacted the Uniform Act creating the Vehicle Equipment Safety
Commission. The Governor of the State in implementing this legislation
appointed the Chief of the Inspection and Planning Division of eur Department
as the Commissioner representing the State of Texas on the Commission. Chief
George W. Busby is currently a Director of the Commission and is also serving
as Chairman of its Lighting Standards Committee. He has been active with the
Commission since his appointment in 1963. Chief Busby has been with the Texas
Department of Public Safety over 30 years and has been Chief of the Inspection
and Planning Division sinee its organization in 1957. He has served as Chair-
man of the Engineering Sub-committee of the American Association of Motor
Vehicle Administrators and is now General Chairman of the Engineering and
Vehicle Inspection Committee, He is also a member of the Executive Committee
of that organization. This is an example of the State personnel whose experience
makes them particualarly qualified to serve in any capacity where safety stand-
ards in traflic safety are concerned. The work of the Vehicle Eqiupment Safety
Commission is commendable because it brings into play on an extremely com-
plicated problem the experience of professionals who are in daily contact with the
problems involved and have the background of many, many years of directly
working with the equipment and factors under consideration.

My experience has taught me that the problems involved in the field of traffic
safety are so complicated that their solution reguires the combined efforts at
iall levels of Government. This is one of the reasons I am deeply gratified that
Congress and the President are using the prestige of their offices in an effort
to achieve realistic approaches in this area of traffic safety. However, I have
a deep feeling that any legislation enacted should not lose sight of the progress
already achieved and should not bypass the human resources available in the
many years of experience of State and local officials dealing in this field.

As I have said before, the many factors involved complicate a picture over-
generalized by many. It is easy to say that three factors lead to accidents,
namely, drivers, vehicles, and roads. Such a generalization begs the question.

In any one accident, for example, all three may be contributing factors. I might
also add that ontside factors may be involved. For example, we know that in my
home State of Texas 649 of fatal accidents on rural highways are one-car
accidents. No one can say for a certainty what all the primary ecauses of these
accidents are. While our officers are highly trained in accident investigation,
we have neither the resources nor the manpower to intengively investigate even
accidents involving fatalities. You are aware that such intensive investigative
efforts might require many man-hours of work reconstructing the actual accident,
the efforts of many experts analyzing in detail all parts of the equipment in-
volved, as well as a complete auntopsy of the victim. Until accidents are thor-
oughly investigated in this manner, most conclusions listing aceident cause or con-
tributing factors must be tested for their validity in terms of the experience of
those drawing the conclusions as to cause. This “experience” can only be found
among the thousands of professional employees of State and local agencies who
daily and for years have dealt with traffic safety. Inasmuch as there is a direct
relationship between accident cause and accident prevention, it appears alinost
axiomatic to me that the Congress consider “tapping” this vast reservoir of com-
bined experience in adopting standards leading to improved traffic safety.

I have the feeling that unless the Federal Government is willing to adopt a
crash program involving billions of dollars for research, any adoption of stand-
ards at this time must necessarily be tentative. For my part, I would prefer
to rely on standards recommended by a Commission such as the Vehicle Equip-
ment Safety Comiuission becanse such Commission has used the experience of
the many State officials who are the recognized professionals working daily in
this field. I recognize that this process takes time. However, it is the demo-
eratic process at its best and I am convinced in the long run will do an effee-
tive job.

The Federal Government, I feel, does have a responsibility in the field of traffie
safety. This could be satisfied by granting to these Commissions and other
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existing organizations, such as the American Association of Motor Vehicle Ad-
ministrators, the International Association of Chiefs of Police, the National
Highway Users Conference, the American Association of State Highway Officials,
ete., sufficient money to undertake adequate research projects so that solutions
and standards could be sought selentifically. The Federal Government could
insure adoption of such standards resulting from such research and agency action
by proper legislation.

As Senator Ribicoff has pointed out, we can spend a billion dollars to assure
the safety of three men oceupying a space capsule going to the moon. And I
might add, many billions in a research program which will put them there. This
country spent over two billion dollars in developing the first atomic bomb. This
is the kind of money involved in any real research program which seeks effectually
to insure traffic safety on our highways. Without such an effort any solution
or standards are, at best, guesses or makeshifts.

It has been the experience of mankind that hasty moves sometimes impede
instead of accelerate progress. The calm deliberation of Commissions formed
under the Beamer Resolution, supported by adequate research resources will
undoubtedly, in the long run, produce a more salutary solution to the adoption
of standards that will solve the problem of slaunghter on our highways.

Mr. Macdonald?

Mr. MacpoNarp. Yes.

Colonel Garrison, it would have been nice to have had the benefit
of being able to take a look at the statement made by your Governor
or your own statement. I was not quite clear whether he supported
the administration’s bill, opposed it, wanted a stronger bill or less
strong bill. T could not quite follow.

Colonel Gagrrison. May I say this,sir: Of course, I do not presume
to speak for the Governor.

Mr. Macpoxarp. You just read his statement.

Colonel Gaxrrison. I read his statement, yes. I do say he is sup-
porting, T am sure, the intent of the whole thing here with the idea
of being a cooperative effort between the Federal, State, and local
operation.

Mr. Macpoxarp. We are all for that.

Colonel Garrison. Yes, sir.

Mr. Macpoxarp. Does he support the bill? T could not follow,
truthfully, the statement very carefully, but I tried to. I wasn’t sure
whether he supported this administration bill or did not support it.

Colonel Garrrsox. I would say he supported it, sir, with the thing
that he said about being a compact, may I say, or the three agencies
of the Federal Government getting together on handling the problem.

Mr. Macponarn. When you used the word compact, do you under-
stand the previous testimony given by the automotive industry?
They want it all set up by a thing called the Vehicle Equipment Safe-
ty Commission, which the Congress authorized. Is that also Gov-
ernor Connally’s view ?

Colonel Garrrsox. I can’t answer that specific question. As far as
compact is concerned, the vehicle equipment safety compaet, much was
said about it this morning, said about the fact that it had not gotten
off the ground, had not moved, which is true. However, it seems the
mills of legislation and mills of justice slowly.

May I make a statement of my own at this point? T think the
very fact that the administration and this Congress is holding these
hearings has done more to alert the American people, and I am talking
about not only my State, but other States, to the extreme necessity of
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doing something about this problem. 1 think it is the greatest thing
that has happened and I have been in this business now fm 47 years.

I think it is the greatest thing I have ever seen of the renew ed inter-
est—may I not say renewed mlt'lt“:t but the new interest in the
problem.

Mr. Macpoxarmn. Both distinguished members from your State of
this committee have sung your praises, Colonel Garrison. You have
read the Governor's position. What is your position ¢

Colonel Garrison. My position would be very close to his. May
I make the further statement that I am not a dirvect employee of our
Governor under our system of government in Texas. As Mr. Pickle
said, I have been there 27 years, and I have seen many Governors
operate under the |-<:mmlw«lml—ty]:e of government. My commission
is made up of appointees who serve 6-year staggering terms. So I
am not exactly an employee of the Governor of the State.

Mr. Macponarp. Thank you very much.

Mr. Rocers of Texas. Mr. Younger.

Mr. Youxcer. One question, Colonel: Do you believe that the li-
censing of the drivers should be made a Federal program !

Colonel Garrison. No, sir: I do not.

Mr. Youncer. The investigation, the examination of cars, should
that be a Federal program or should that be left to the State?

Colonel Garrisox. If you speak of State programs such as we have
in our State, where the State does have an inspection program, I
think definitely it is a State responsibility.

Mr. Younger. Thank you.

Mr. Rocers of Texas. Mr. Pickle?

Mr. Pickre. Colonel, T was glad to see you make the statement for
the Governor. It seems to me that the question in this whole problem
is who is and how are we going to assess standards, and who is and
how are we going to administer the standards?

That is not altogether so much in point according to the question
of the gentleman from Massachusetts, what are the Governor’s spe-
cific ideas on this legislation. I think we all support the proposition
of automobile safety standards. No one witness has come out neces-
sarily very strongly for it, speaking in reference to the bill itself.

It seems to me we can do it several ways; either let the Secretary of
Commerce set the standards or we can Jet the Sec retary set it in con-
nection with some kind of advisory committee, and I must say that
the Department of Commerce does not have much respect for ad-
visory committees that the Congress sets up. They kind of take it
as a ]lll\i‘ it looks like.

We could set up some kind of commission, much as on the lines
of an FAA, a fully, legally constituted commission that votes to es-
tablish these standards. We could work through the VESC of the
State or we might even say to the States, “We give you 2 years to set
these standards,” much as or iginally the bill introduced by the chair-
man has said, because after this period of time the Secretary would
then have a period to set the standards.

How do you feel about any one of these particular approaches?

Colonel Garrisox. The Baldwin amendment, as we read it, gave
about a 2-year period for the States to comply with certain standards
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set up by the Federal Government. If they did not, there would be
no matching funds coming to the States. Congress very wisely took
the penalty provision off, but it did leave the law that 1t shall deter-
mine whether or not we comply.

To this day we have not had standards adopted by that law. We
don’t know what they are yet. They said they will be out in the next
month or so. I am not too opposed to that, that they say to the States
“Iere are some standards that have been developed.” Incidentally,
may I say, too, that the Burean of Roads, in working in this area,
called in the organization of the International Association of Chiefs
of Police, American Association of Motor Vehicle Administrators,
traflic engineers, and highway officials and ealled them in and they did
sit down with them and developed these standards.

If it would come to that, I would be very much in favor of saying
to the States, “Here the standards have been developed. Your legisla-
ture will be meeting and you can take them or leave them,” and if we
don’t, of course, we could not ery very loudly if they said “You failed
in your responsibility.”

Mr. Prcere. At the last session of Congress, we passed a measure,
the water pollution bill, which said to the States, “We will give you
until 1967 to set the standards. If you don’t we are going to.”

In view of your comments, I would like to also ask the State Senator
Herring what he thinks about that, if that was given to the States along
the same lines as the water pollution measure. Are you familiar with
that?

Mr. Hegrinag, T am familiar with the Mundt-Blatnik bill, the water
quality bill of 1965: Yes; it gave to the States a deadline until July
of 1967 to come up with acceptable water criteria in all interstate
streams, streams over which the Federal Government has jurisdiction,
and if they did not come np with acceptable standards, it is subject
to review by Mr. Udall, after the agency is transferved there. Then
the Federal Government would set standards of its own.

I can see a great deal of merit in that and T think it might work in
the area we are talking about here. The State of Texas, I think, and I
speak only as one member of the senate, would respond gladly, and I
think with a great deal of cooperation in trying to meet the problem.
This committee has done so much to bring it to the attention of the
people, so much more than we can in the State legislature. You have
done a great service.

Give us a chance, if we are worthy of it, to try to establish some
standards. Tf we don’t do it, then authorize someone to do it. I would
rather this Congress set the standards rather than giving broad, un-
limited rulemaking power to some agency.

Mr. Rocens of Texas. The time of the gentleman from Texas has
expired. The gentleman from Nebraska.

Mr. Coxyixgaam. Thank you, Mr. Chairman.

By the way. do you know Mr. Werner in Austin ?

Colonel Garrisox. Werner? THe works for me.

Mr. Cuxyixeuay. He is a good friend of mine from Omaha, Nebr.
I think highly of him.

C'olonel, like you, I have been in this work professionally, not as long
as you but quite a few years.
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May I ask you, are there any figures available as to how many deaths
are caused by auto design?

Colonel Garrisox. No, sir; not to my knowledge. May I make a
quick statement? I know your time is limited. I actually believe—
somebody said before here, a gentleman from the Aeronautical Engi-
neering, you have to have skilled people investigate accidents. I don’t
think you can ever investigate every accident with the completeness we
are talking about unless you have men, material and money to recon-
struct the scene of an accident.

You have engineers go over the automobile at that time, have a psy-
chologist talk to the family and see what the attitude of the man was
when he left home, go over his medical record and then perform an
autopsy.

I don’t think you can ever really pinpoint exact ly what even
caused an accident.

Mr. CunyinNGHad. Your testimony has been like a breath of fresh
air. I believe you to be a qualified witness and we have not had too
many of those.

Now you know from your long years of experience what we in traflic
safety know are the things that have to be at tended to. And that is the
three E’s. education, traffic engineering, and enforcement.

Colonel Garmson. Yes, sir.

Mr. Cuxxinaiay. Aren't those the real points that have to be
stressed ?

Colonel Garrisox. Yes, sir. Tome I would think they are the major
points.

Mr. Cun~inguay. You have to build better highways and you
have to have money. You have to do better traffic enginering so far
as red and green lights, stop signs, hedges that obstruct your vision,
all those things.

You have to have more money for more patrolmen because enforce-
ment is the weakest link of those three. So, aren’t those the three
things that if they are properly implemented and if you had enough
money would reduce this toll ¢

Colonel Garrisox. We think so, yes, sir; we think it would.

Mr. Cunniseaam. Of course, as you mentioned, there are other
things such as uniform signs and sgnals between the various States
and license revocation—say someone in Maryland has his license taken
away from him, he can go into Virginia and drive again if he passes
the test.

Don’t you think it would be wise if a man’s license were taken
away he should not be allowed to drive in any other State?

Colonel Garrison. Yes,sir; that is correct.

Mr. Conninaiay. Would that not do a lot toward alleviating this
problem ?

Colonel Garrison. Yes, sir. However, you know in cooperation
with the Federal Government, there is a Federal Driving Register.
Of course it is not mandatory but we are one of the participating
States. When we revoke a license we send it in and when we issue
a license out of State we check with the register, a service which has
been very beneficial.

We have been able to get information on people far removed. How-
ever, it does not prevent that party from coming in under an assumed
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name and reapplying because there is no identification such as finger-
prints.

Mr. Conningaad. As I said, your testimony is like a breath of
fresh air because you know what has to be done to reduce this aec-
cident toll. Anybody who has been in this field professionally will
agree with you and that is the point I have been frying to get across
in all of these hearings.

I am delighted that you came. If my time were not limited T would
say some complimentary things about Congressman Pickle but I am
afraid I will be shut off so I will reserve my time.

Mr. Rocers of Texas, The gentleman’s time has expired. He may
insert his complimentary remarks in the record. {

Mr. Mackay?

Mr. Mackay. Thank you, Mr. Chairman.

Colonel, it is a very reassuring thing to encounter a person like your-
gelf that we can turn to. T want to say how completely T agree with
your Governor’s statement about the need for Federal-State-local co-
operation in methods which dignify each unit of the government in
their respective roles.

T would like vou to go back to the Governor who is a very experi-
enced political leader and ask him to put some meat on the skeleton
and suggest what specific methods or processes we might use.

I find it very satisfying to have legislators here from Texas and
Georgia and other States that have been represented. T believe the
frequent consultations of committees of Congress and State legisla-
tures having similar jurisdietion may be the best method.

Now T think we have a little tangle in our discussion. There are
three titles in all of these bills. The first one has to do with safety
performance standards for motor vehicles. T think we have to distin-
gnish between the fixing of standards for motor vehicles and fixing of
criteria for programs.

Would you agree?

Colonel Garrisox. T agree. sir.

Mr. Mackay. It is not feasible for 50 State legislatures to define
safety performance standards when it appears that these must be
dynamic standards which will be tightened up and improved with
experience.

Will yon agree with that?

Colonel Garrisox. Yes,sir: T will. However, may T add something
here. In establishine those standards I think, too, it would be advis-
able fo take the benefit and experience of many people in various
branches of government, consult them, at least. )

Mr. Mackay. You would also agree this does not require 24 months
but conld be done very expeditiously ?

Colonel Garrisox. Yes,sir.

Mr. Mackay. The second title has to do with comprehensive re-
search. Tt is nndisputed that nowhere, in or out of government, has
complete data been gathered or really complete research done on every
asnect of the traffic aceident phenomenon.

Colonel Garrison. T agree.

Mr. Mackay. It is true that 50 States cannot carry on comprehen-
sive research, isn't it ?
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Colonel Garrisox, That is right.

Mr. Mackay. It seems to me that the States have a contribution to
make in the area of research on selective projects. Would you not
agree to that?

Colonel Garrison. Yes, I would.

Mr. Mackay. Title I1I has to do with the grant-in-aid programs.
I just want to second what the Governor said and what I know to be
vour view, that for anyone in Washington to undertake to fix eriteria
Tor driver training without consultation with State and local officials
would be folly.

Colonel Garrisox, May I add and policing.

Mr. Mackay. And training of accident investigators.

Colonel Garrisox. Yes. !

Mr. Mackay, I wan to appeal to you to ask the people in your State
to help us think about reasonable mechanics that should be written
into this legislation because it rankles me to read something like the
Baldwin amendment that says if you don't do what the Secretary
wants you will get your money cut off. It burns up everybody in
State and local communities.

T think we can eliminate that displeasure on the part of people in
the local communities by working out the practical mechanics. No-
body has suggested that the term “creative federalism” is not a nice
term. It is a fresh term, but it has not been spelled out as the Gover-
nor said.

I just want to thank you and your legislator, for your presence
here. It has meant a lot to use for you to come up here and express
approval of what we are trying to do.

(Colonel Garrison. Thank you very much.

Mr. Pickie. When the hearings were conducted last month I
pointed out under title IT through the grant program it seemed to
me like we were giving to the Secretary or to the Federal Govern-
ment a pretty heavy hand over the States and it might lead, as the
gentleman from Georgia pointed out, to very strong FFederal control.

I want to simply point this out to you and to the committee. In my
opinion, title IT ought to be considered fully by this committee. It is
being considered at this point, title IT and IIT, over the Public Works.
Perhaps Public Works with respect to highway design should remain
there but when we talk in terms of programs 1 don’t know why juris-
diction should not be in this committee and not over there.

[ just point that out to the gentleman from Georgia.

Mr. Mackay., Mr. Chairman, I would like to add, though, that I
think the States ought to avoid coming to Washington and implying,
and you have not done this, that their house is in order. I think the
Georgia legislators here would agree that there is a plain lack of
coordination by the professional people in government in looking at
the total problem. :

Mr. Rocers of Texas. The time of the gentleman has expired. Mr.
Farnsley ?

Mr. FARNSLEY. The man from Texas says you know more about
this than anvbody else in all of the world. You told me what the
Governor from Texas thinks about it.

Take 2 or 3 minutes and tell us what you think about it.
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Colonel Garrisox. I may not know exactly what you have under-
stood. T have been known as one of the voices crying out in the
wilderness, since 1946. I attended the President’s first Highway
Safety Conference. I got on a train because I could not get a plane
reservation going home. There in my hand I had the best thinking
of 2,500 people that the President called, the action program, to go
back with. We put this in and we immediately stopped dancing. X
was delighted until I got back home and faced reality. No one in
Texas was concerned about the program I brought back from
Washington.

I made many speeches on it. Some of our legislative friends stood
with me and we lost a lot of battles and we rose slowly. I think in
our legislative process, the only way for us to do anything in this
country is to alert the people in the States and, thank God, we have
a country like this today and if something is going to be done it is
going to be done immediately.

The fact is that they don’t know what they want because it has not
been explained. I think, sir, that that explains the very fact that
the things that you are saying here today in this commiftee on this
proposed legislation. T believe that back in my State, and I hope
my good friend Senator Herring will concur—I think we can move
on a program that will accomplish the objective.

That is the great thing to me that has been happening,

Mr. Farxstey. Thank you, sir.

Mr. Macvoxarp. Would you yield ?

Sir, I think the questions that Mr. Pickle and the other people have
asked you go to the root of the whole thing. I am not from Texas.
I am not from the South. I don’t always ery about States rights as
some of the people do up here, not members of this committee, of
course, but T have heard them on the floor sometimes. T would like
to ask you how you can reasonably expect to have Federal standards
set up, and you, yourself, said they could not be set up by the State
individually, they had to be set up by the Federal Government, you
have Federal money involved in support of this program, and yet after
all this is done you don’t want any Federal control.

That always leaves me blank.

Colonel Garrison. T don’t quite understand that, sir. Let me inter-
ject this, that with Federal control, if we went to policing, if we had
Federal driver licensing, if the State did not pass legislation, it would
mean you would have Federal policing enforcing the driver’s law.

Mr. Macponarp. T am not talking now about a Federal driving
license. I don’t think we should have them. What I am talking about
is specifically the bill before us dealing with highway safety and put-
ting in mandatory Federal standards. That is what I am talking
about. Tt has to be done according to all the testimony that I have
heard from the people from the various States and State representa-
tives and State senators. Each one has said they can’t deal with it as
an individual problem, it is too big to be handled by any one State,
even Texas or Alaska. !

On the other hand, you say that while the problem is too big to be
handled by a single State and it needs Federal money there should
not be this so-called czar that is going to be set up by the Federal Goy-
ernment.
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Colonel Garrison. I think you missed my point, sir. What I in-
tended to imply was that I agree on the standards. Shall we take the
benefit of the years of experience of people at the various levels of
government cooperatively getting together to set the standards?

I would be violently opposed to take a group of pseudoexperts and
say here are the standards we are going to set and then find it would
not be workable.

I have attended many meetings over the years. Someone will come
up with something that looks real good and then we say yes, what
about this? I didn’t know that was a factor. I am talking about get-
ting together the knowledgeable people at any level, sir, the Federal
Government, the State government, the local government, and outside,
too.

Mr. Macpoxarp. But you would agree that in the months that this
evolved that this ought to have a responsible agent, either the Congress
itself or someone appointed by the Congress to run the entire show ?

Colonel Garrison. Yes, sir. I would say the Congress, sir.

Mzr. Rogers of Texas. The time of the gentleman has expired.

Mr. Macpovawp. And without calling them a political or Federal
CZAT.

Colonel Garrison. That is right.

Mr. Macponarp. Thank you.

Mr. Rocers of Texas. Thank you very much, Colonel Garrison, and
Senator Herring, for your contribution to the record.

Colonel Garrison. Thank you, sir.

Mr. Roaers of Texas. Our next witness is Mr. Karl E. Smith, of
Auberry, Calif.

STATEMENT OF KARL E. SMITH, AUBERRY, CALIF.

Mr. Sarrrrr. Mr. Chairman and members of the ecommittee, I have
come here today to try to prevent needless death and misery on our
streets and highways, and 1 am most grateful that you have given me
the opportunity to do so.

First, I would tell you how I came to be a safer automobile expert.

I have sight in only one eye. Several years ago I was driving the
Los Angeles freeways and discovered that for a one-eyed person it
was a harrowing experience trying to change lanes, for I needed to
turn my head further than most people do.

I nearly caused a wreck because my head was turned when condi-
tions up front changed and I did not see it happen. All drivers, how-
ever, look to the sides because they cannot trust their mirrors and I
suddenly realized that I could do something not only for myself, but
for all motorists, if I could devise a better mirror system than the
one on present cars.

It took me 3 years, but I built the car I now drive. I have in-
vented a perfect over-the-fop auto vision mirror that is full sweep-
ing both to the rear and sides, and completely undistorting. It is of
such effectiveness for lane-changing that even the rear end of a car
can be seen through this device while the front end protrudes ahead
of my car. This situation exists simultaneously on both sides. It en-
ables me to make safe lane changes on a busy freeway no one driving
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a conventional car could possibly achieve without having sideswipe
accidents,

If you will sit in my car—which I drove to Washington from Cali-
fornia so that you might—you will find that you have never seen such
panoramic, undistorted rear and side viewing in an automobile.

I also brought a film, which I will show, which was taken from
inside my car, being driven down an expressway, with the camera
focused on the panoramic mirror. It is quite exciting to watch the
film and realize that this is the kind of auto safety everyone is talking
about, but no one has found.

(Film presentation.)

There is simply not a blind spot in my mirror system. You need not,
for instance, look to the side to enter an expressway for the viewing is
nearly 180 degrees in full sweep. You look forward at all times for
all driving conditions.

T would also like to add that this mirror provides 75 percent greater
rear and side vision, during a heavy rain, especially at night, than you
have on a “rainbeaten” front winshield. My device does not increase
rear vision headlight glare. On the contrary, it slightly polarizes
normal glare seen through other rear vision mirrors.

But, gentlemen, this is only the beginning of what I offer to save
lives.

This mirror is so effective that I can block out all glass except the
front windshield and drive the most crowded freeways with total
safety. Nothing inside my car is view-obstructing, not anyt hing—not
the passengers, not the seats, not auto top braces, nothing that could
be installed for passenger safety.

Imagine, gentlemen, what this means for auto safety. It does not
mean that we should eliminate rear and side windows. It means that
all seats can be built to prevent whiplash neck and be of a wraparound
type to keep people from being thrown out of a car in a side crash.
Also, it allows for center supported roll bars to keep car tops from
erushing in and killing and injuring passengers.

Thus, when you add it all up, I have eliminated two major causes
of accidents from happening, and three major causes of death and
misery when accidents occur, all of which were not possible to correct
without over-the-top viewing.

May I point out what I really did? T changed the basic concept of
antomobile and found far bigger, more important, more effective solu-
tions than those who try to keep the auto as we know it and approach
auto safety from that point of view.

I have come before you today, then, to discuss this important safety
advance and to do my utmost to have this new concept of an auto-
mobile incorporated into the minimum standards required for auto-
mobiles in the United States.

I think all should know, too, that T am principally here today be-
cauge Congressman B. F, Sisk from California was willing to drive
my car and write a report about it, whereas, safety experts for two
years would in no way concern themselves with what I offer. T want
to tell you that I, too, know something of the enormous, yet in some
cases inexcusable, problems confronting those who are sincerely trying
to accomplish effective auto safety. For example, it has taken the
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automobile industry years to correct the steering post, even though it
has long been known that this is a needless killer. |

My experience with this kind of apathy are these files you see before
me. They represent one effort, and one man’s failure to get one safety
official to look at a new safety concept. I have written more than 250
letters to varied safety experts I could discover in the auto industry,
safety councils, both Federal and private, varied States that have
safety programs, universities being given research grants, certain in-
surance companies, the U.S. Senate Subcommittee Investigating Auto
Safety, and such specialty groups as the Physicians for Auto Safety
and the Highway Visibility Bureau, as well as the American Trial
Lawyers Association, Inc.

Moreover, my rebuff was in the face of my having received pub-
licity twice through international news releases, national publicity
four times through magazine and auto trade paper coverage, local
publicity in the cities of Los Angeles, San Francisco, Oakland, and
Fresno, a total of nine times, TV publicity in Fresno, Calif., Phila-
delphia, Pa., and Providence, R.I., and national radio coverage once.

These files, then, are the basis for my writing my report, entitled
“The Safer Automobile Farce,” as of April 5, 1966, which I request
become part of my testimony. I report these files to you as a basis
to recommend that a bureau be organized to evaluate and make known
effective new safety ideas,

What is obviously wrong is that with our great scientific advances
of today, it is thought that advance can only come through the team-
work of a large corporation exploring a problem. Seemingly, we
have forgotten that it was the lone inventor of a few years ago who
produced much of what we use today.

You should also be made aware of the fact that for all of the
enormity of the search for a safer automobile, most auto safety orga-
nizations have even made certain that no private inventor be recog-
nized by making it illegal to endorse private invention. I feel, how-
ever, I have far too much to offer in the constructive mechanical prog-
ress than to confine myself to an exposé. My contribution is the safety
device on the car I built which the public needs immediately. Nothing
should be more important than this.

Gentlemen, the worst mistake anyone could possibly make for
auto safety is to demand placement of two outside mirrors on auto-
mobiles, as is now being done by experts. These mirrors do not
solve the viewing problem. They perpetuate the problem and, there-
fore, can never be a solution. By no stretch of the imagination,
then, could such recommendations be called progress.

Moreover, proponents of outside mirrors do not realize that their
concept of viewing keeps the seat at shoulder height, which causes
whiplash neck injury. Their mirror concepts allow car tops to be
braced only at the corners and edges, causing tops to be crushed
when aceidents occur. {

Further, these same proponents recommend only pads behind
seats to prevent whiplash. As you well know, when this is done,
it prevents whiplash, but creates greater viewing obstruction. More-
over, such pads can only be mounted on front seats because of view-
ing problems. It can’t be called progress by recommending the
solution of one problem by creating another problem of viewing.
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I close my report with the following: The auto industry must
stop needless highway carnage. I challenge their insistence that
everything possible is being done to make a safer automobile.

If they have a mirror as good as mine, why is it not manufactured
on present automobiles?

1f they do not have a mirror as effective as mine, why is it that
they will not look at mine and install it immediately on experi-
mental cars as a prelude to mass production ?

Obviously, either they do not know how to make my mirror, or
they have one of only limited effectiveness or they deliberately are
retarding auto safety. There is only one way to find out, and be-
cause this involves needless highway slaughter, we must find out.

I will drive my car to Detroit with the open challenge that one
and all of the auto industry show their mirror concepts alongside
mine. With impartial judges such as you, or anyone you care to
name, and the press, the matter can be decided.

Thank you }or allowing me to be here.

The car is located in space 3G169 of the Rayburn Building Garage
for those who wish to see it.

(The article “The Safer Automobile Farce,” as of Apr. 5, 1966,”
follows:)

THE SAFER AUTOMOBILE FARCE AS OF APRIL 5, 1966

(By Karl E, Smith)

The search for a safer automobile, despite the publicity such receives, the
money being spent, and the investigations being conducted, is a farce.

Where the auto is concerned I have discovered how to eliminate two major
ecauses of accidents from happening and three major causes of death and misery
when accidents occur, but no safety expert I can find is even slightly interested.

Moreover, I prove I ean do this by having constructed a profotype safety car
encompassing my discovery. Hundreds of people have tested my car with
complete elation about its performance.

I first wrote to every safety expert I eould discover in the auto industry safety
counecils, both federal and private, varied states that have safety programs, uni-
versities being given research grants, certain insurance companies, the T.S.
Senate Subcommittee investigating auto safety, and such specialty groups as
the Physicans for Auto Safety and the Highway Visibility Bureau, American
Trial Lawyers Association, ete.

For all of this I have yet to get one safety official to appraise my car.

I then went to the press and have received publicity twice through inter-
national news releases, national publicity four times throngh magazine and auto
trade paper coverage, local publicity in the eities of Los Angeles, San Francisco,
Oakland and Fresno, a total of nine times, and TV publicity in Fresno, California,
Philadelphia, Pa., and Providence, R.1.

Having received marvelons reviews with pictures, deseriptions and elated
testimonials, still no safety expert will look at my car.

It is my charge (with proof I ean furnish, not only from my large reject file,
but with the prototype safety car I have built) that throngh mechanical incom-
petence, scientific mechanical advances are deliberately kept from being
recognized and manufactured, both by the investigators and the industry they
would admonish,

Mindful of the enormity of the safer automobile search and the dire need
for a safer antomobile, guch a situation is a disgrace fo the mechanieal ingenuity
by which America once again could surpass all the world.

The tragedy of what is to come in auto safety is that whereas the auto indus-
try suppressed mechanical ereativity to make a safer automobile, so are the
political leaders searching for a safer automobile now doing the same thing,
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Men without mechanical ability or background are now making recommen-
dations, some of which are totally wrong. The mechanically creative person is
parred completely from today’s search for a safer automobile. To build an
automobile that exceeds, in safety concept, all automobiles in the world, to
receive publicity about it and to challenge anyone fo show a better potential, as
I have done, is not considered sufficient reason for auto safety testimonial or
recognized expertism. Thus the mechanically skilled are at the mercy of the
unskilled and the mechanically unskilled make the car safety decisions.

That I have created something remarkable cannot be denied, witness the fol-
lowing :

A, Congressman B. F. Sisk
“ConerESS OF THE UNITED STATES,
“HoUSE 0F REPRESENTATIVE,
“Washington, D.C., December 23, 1965.
“Mr. Karn E, SarH,
“Post Office Box 167,
“Auberry, California.

“Dear Me. SmitH. I want to express my gratitude to you for the opportunity
of examining and driving the automobile equipped with your ingenious and prac-
tical over the top antomobile vision mirror.

“1 want to let you know that I was greatly impressed by the practical utility
of this device and I will do all I properly can to assist you in its development and
presentation as a new approach to the automobile and traffic safety we so
urgently need.

“My actual operation of the automobile in traffic revealed that the arrange-
ment of mirrors gives a clear, undistorted view of the entire street and surround-
ings to the rear and on both sides of the vehicle, with greater effectiveness than
ever experienced. I am additionally most impressed by the opportunity that in-
corporation of your invention into the design of automobiles will afford in revis-
ing the entire structure of the body in the interest of safety. The full over the
top rear and side vision eliminates any need for rear window or other vision, and
would make possible higher front seats to avoid whiplash injuries, greater
strengthening of top and door structures to reduce injuries from roll-over or open
door accidents and other desirable features.

“I will certainly urge all organizations and groups dedicated to highway safety
to carefully consider and asgist in publicizing and advancing the obvious merits
of your device,

“Sincerely,
“B. F. Sisk, Member of Congress.”

Having driven my car thousands of miles under many varied road condifions,
I submit it as having a perfect over the top auto vision mirror that is full sweep-
ing both to the rear and sides, completely undistorting and of such effectiveness
for lane changing that even the extreme exists where the rear end of a car can
be seen through my device while the front end protrudes ahead of my car. This
situation exists simultaneously on both sides enabling me to make safe lane
changes on a busy freeway at a pace no one driving a conventional car could
possibly achieve withont having “side swipe” accidents.

With my mirror I can safely enter freeways on an approach ramp without
looking to the sides, for my mirror is nearly 180° in “full sweep’ rear and side
view.

My mirror system provides 750, greater rear and side vision during a heavy
rain, especially at night, than one has on a “rain beaten” front windshield. My
device does not inerease rear vigion headlight glare. On the contrary, it slightly
polarizes normal glare seen through rear vision mirrors.

B. Wrong ecxpertism

Experts must stop expounding the need for two outside mirrors on automo-
biles as a national standard. To do so is not facing the fact that these mirrors
don’t solve the viewing problem. Such mirrors continue the problem and there-
fore cannot ever be a solution.

Moreover, such proponents of the outside mirrors don't realize that it is their
concept of viewing that is keeping auto backrests of seats only at shoulder height
which causes whiplash neck injury. Nor do they realize that their mirror con-
cepts are keeping car tops being braced only at the corners and edges, which cause
car tops to erush in when accidents oceur.
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With my over the top mirror there is also no logic to support the idea that we
must choose between safety and style. 'We can have both.
Nor is there any reason why we must accept head on collisions the way we do.

O. The automobile industry

It is my charge and challenge that the auto industry does not know how to
build my mirror which is the key to eliminating much that is wrong with present
automobiles and which could be installed immediately.

I have written many letters to the auto industry explaining what my over the
top vision is, and its potential to other safety problems. The proof of how little
they know is evident when public statements are made coming from the auto
industry, such as “The only safe ear is a tank” and my receiving the following in
a letter from Chrysler Corporation.

“Our information does not indicate that there would be any significant drop in
the traffic accident situation even if the rear view mirror system were nearly
perfect.”

I reply publiely asg follows:

“Mr. J. R. Lexox, Chairman,
“Engineering Improvement Committee,
“Chrysler Corporation.

“Dpar Mr, LEyMox : You are misinformed by your own inadequacies to know
how to make correct over the top vision. On your new experimental car you
treated ‘over the top vision' as a gadget to install, where on a limited scale you
wonuld have an image appear on the instrument panel.

“1 grant that this will not make a significant drop in accident toll, but as you
know, you refuse to sit in my car and see that I have exceeded every concept
you hold about over the top vision.

“I have such perfect vision on my car that I can block out all rear and side
glass and using only the front windshield and my mirror device, I ean make safe
lane changes on a busy freeway at a pace no one with a conventional car could
possibly achieve without having side swipe accidents. Thus my vision would
prevent side swipe accidents and certain rear end erashes that oceur when driv-
ers take their eyes off the front road to lane change.

“But this is only the beginning. Can't you imagine that if I ean block out
all glass except the front windshield that my viewing becomes the key to building
all seats to the roof to prevent whiplash and that these seats could also be
partial wrap around to keep people from being thrown out of a car in a side
collision?

“Mind you, Mr. Lemon, nothing inside my ear is a viewing obstruction {ineclnd-
ing the passengers and anything I can install for safety protection). Can’t you
then imagine further that along with such high seats, I can install roll bars with
hidden center braces in the high seats to keep tops from crushing in when cars
roll over?

“You know very well that if you were to take your present Chrysler automobile
and install high wrap around seats and center supported roll bars (as Republic
Aviation now proposes on their car) you could not possibly drive it down an
express way, for there would he so many blind spots from inside your car, you
wonld have to give up the idea.

“Your error in indicating perfect over the top vision eonld not cause a signifi-
cant drop in traffic accidents, and your refusal to find out that you are wrong
is worse than shameful. It is murderous,

“What are you going to do about being so wrong? Will it be your method
to try to protect vonrself hy frving to diseredit me as s0 many have done when
I show them to he wrong. or will you drive my car and if found toe be all T say
it is, will yon immediately build a number of display models to test and show
the pablic?

“What has happened to your creativity, your ability to lead the world in your
produet? You deserve your predicament. The motoring publie does not and
therefore it is unfortuate for all that you have to meekly take recommendations
of G.8.A. There is nothing elever or original about any of their ideas which are
only what the mechanical unimaginative would propose for auto safety. Yon
are too weak to stand no and sav so. T grant that some of what they say shonld
have been on antomobiles long ago, but some things recommended are nonsense.




TRAFFIC SAFETY 935

“You have two vears, as I understand pending legislation, to do something
realigtic about anto safety or the government will build a car.
“Why don’t you take what I offer which would make amateurs out of those who
would tell you how a car should be built? Thus the investigations would die.
“Karr E. SMITH,
“Rop 167, Auberry, California.”

D. Federal and private agencies searching for auto safety

It is my charge that not one of the 16 Federal Agencies and the 20 or more
private ones given credit for searching for a safer automobile will look at a new
safety discovery, no matter what proof is given of aunthenticity and scientific
advance.

It is further my charge that the 16 safety recommendations the General Serv-
ices Administration considers a priority list for auto safety {and recommended
by Senator Ribicoff) are in some cases poorly conceived and in the case of mirrors
completely wrong, I grant some of their recommendations should have heen
on automobiles long ago, but from a priority standpoint and with exception of
doors and steering posts, none of the recommendations show any knwledge of
what the most pressing problems for a safer automobile are. I point out the
following :

1. Auto teps are now so flimsy that if the car rolls over people will be killed
or badly injured.

2. 1t is also obvious that seats are only shoulder height so that a rear end crash
results in a whiplash neck.

3. There is no protection for head-on collision originating from the basic crash.
Attention now centers on what to do with people violently being thrown around
inside a ear after a crash cecurs.

4. There is no protection for side collision.

5. If one drives such a car the first thing noted is that there are blind spots
in the rear and side vision.

Anyone who cannot recognize these obvious faults and realize that predomi-
nantly such is cansing our horrible death and injury toll should not be the ones
to make up priority lists for auto safety changes.

Anyone who thinks there are no known immediate solutions to the above and
recommends lesser safety features in lieu of not getting at the real problems
is hardly a credible expert,

Anyone who deliberately suppresses solutions to the above and also is not
interested in a solution that would prevent certain accidents from ever occur-
ring, should be eliminated from auto safety programs.

The following received is typical of the apathy most of my efforts to have
the 16 Federal agencies appraise my invention receive :

“NATIONAL SAFETY COUNCIL,
October 21, 1965.
“Mr. Karr E. SyarH,
“Diamond Dude Ranch,
“Lakeshore, California.
“DEAR MR, Smrri: T have a copy of your October 19 release concerning your
traffic safety suggestions and developments containing your penciled note to me.
“It is always nice to hear from you and to learn of your development in the
traffic safety field.
“Thank you for your interest in traflic safety.
“Sincerely,
“Danie. G. Rey~NoLp,
Director, Trafiic Operations Division."

Also my files contain the series of events wherein when I first wrote to Sen-
ator Ribicoff he asked General Services Arministration to appraise my car.

General Services not only did not do so, but gave the Senator completely false,
misleading advice about what could be done about it.

I not only proved GSA wrong, I accused them of knowingly misinforming a
senator when life and death was the outcome and sent Senator Ribicoff copies
of all my correspondence,

When GSA finally admitted their misinformation, the damage had been done
and Senator Ribicoff has refused to correspond with me in nearly a year.
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GSA also admits in a letter to me that they, like many others, cannot endorse
private invention. Why not, I would ask, for hasn’'t the highway tragedy be-
come serious enough that all solutions should be sought instead of ruling out
private invention? Was it not the private inventor of a few years ago who
solved much of what we use today? Is only corporate teamwork the recognized
authority ?

E. The U.8. Senate subcommittee investigating auto safety

It is my charge that Senator Ribicoff, members of the U. 8. Senate Sub-Com-
mittee investigating auto safety, and Jerome Sonosky, Chairman of the Senate
Sub-Committee, know that I have an extremely effective device, know that no
safety expert will look at it and yet won't allow me to testify concerning it.
I was by-passed at the auto hearings last year and I quote the following letter
as proof of what is to happen for the present.

“UNITED STATES SENATE,
“Committce on Government Operations,
February 15, 1966.
“Mr. KARL SMITH,
“Box 167,
“Auberry, Calif.

“Dear Mer. Smrra: Thank you for your recent letters to myself and Mr.
Jerome Sonosky, Chief Counsel and Staff Director of the Senate Sub-Committee
on Executive Reorganization,

“Let me assure you that I have examined the copies of your correspondence
with Senator Ribicoff, etc. I have also been in touch with Congressman Sisk
who confirmed the fact that he had tested your specially equipped automobile
and found it measured up to all your claims.

“Because of the heavy demands of the legislative schedule, Mr. Sonosky
doubts that there would be an opportunity to schedule your appearance as a
witness before the Subcommittee this year. If you wish, you might submit a
statement in writing which we would be happy to include in the printed record
of our hearings,

“Sincerely vours,
“Pamrr 8. Coox,
“Profession Staff Member.”

It is my contention that if I were allowed to testify I could electrify the
country with a new safety idea. I believe further that having done this, the
auto industry could not longer insist everything possible is being done for auto
safety, many government sponsored programs would not continue searching for
solutions to problems that are already solved, and the federal government
would not require outside mirrors as a standard for the auto industry to com-
ply with. The search for a safer automobile therefore would be a lesser
problem.

Having received the above letter, however, it becomes obvious that Senator
Ribicoff will not act now on present solutions being ignored to advance auto
safety. I realize he has a plan to malke it possible for inventions such as mine
to be recognized in the future, but I charge him to face the following reality:

If there are 16 Federal and 20 or more private agencies, plus universities and
others who are now committed to investigate new concepts and won't do it, by
what logic is one supposed to believe that creating new agencies is going to
be any better or that they will act upon new concepis even if they review them?

I propose the idea that past mistakes in the search for a safer automobile
also occurred in deciding who and what constitutes an auto safety expert.

F. The New York legislative aulo safcty program

The San Francisco Chronicle, on February 4, 1966, printed a drawing of pro-
posed car submitted by Republic Aviation in which it is said New York would
like the Federal Government to share in the estimated cost of four million dol-
lars to perfect and build the prototype. To quote the “Chronicle”: “Ribicoff
welcomed the New Yorkers as ‘real pioneers’ in the field of traffie safety publie

olicy."
o I charge that Senator Ribicoff, who refuses to look at my prototype car al-
ready built to prove what is mechanically possible in aute safety, has no logical
reason to call people safety pioneers who can produce only theory in the form
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of a drawing. By what I have produced in actuality I am a safety auto pioneer
who should be allowed to testify as to what I have produced.

I contend that anyone can draw a sketeh of a car as Republie did with seats
to the top and roll bars with center braces, but to propose such a car and not
know why such proposals have failed in the past cannot be called pioneering.

I contend that over the top vision Republic sketched on their car unworkable.
It is entirely wrong to give money to try to develop a periscope and not look at
a solution that far exceeds a periscope. Republic Aviation also refuses to look
at my car and learn of my safety advances.

Because Republie Aviation has submitted a drawing of a periscopic mirror
on top of a ear or possibly because my mirror invention was erroneously labeled
“periscopie”, 1 now find some of the very experts who have publicly stated we
need two fender mirrors now stating publiely that we need a periscopic mirror.
A periscopic mirror is the wrong idea. Such cannot possibly give enough side
vigion to do the things my mirror does. What we need is a full-sweeping, pano-
ramie, undistorting rear and side vision mirror so effective that a passing car
ean protrude ahead of a vehicle while the rear-end can still be seen in the back-
ward mirror. We need this, not only for the vision, but for what such perfect
rear and side vision makes possible in other safety features deseribed.

7. State of California auto safety program

California has a large Auto Safety Research Program. Knowing Governor
Brown personally, I suggested that he could gain national publicity for himself
and help anto safety if he would have a picture taken of himself driving a new
auto safety discovery. 1 also asked him if he would not have the California
Safety Council give my car a thorough test. I was completely refused in both
requests, Not having received Governor Brown's backing, I drove my car to
Sacramento to see his traffic safety engineer and was told he would not endorse
a private invention.

One of Governor Brown's newly appoinfed safety counecil members lives less
than thirty miles from me and will not look at my car.
H. Universities receiving grants of money to investigate anto safety

It is my charge that the auto safety reserach departments of Cornell, M.1.T.,
University of California, University of Minnesota, University of Michigan and
Wayne State, who receive grants of money to investigate anto safety will not
look at my safety discovery, regardless of the proof I send them that it merits
serutiny, and because they will not, I charge that they are not diligently search-
ing for a safer automobile. As such I feel their research amounts to no more
than their own inadequacies to the problems of a safer automobile.
I. Randolph Hearst, Jr., president of President’s Committee on Traflic Safety

I suggested to Hearst that since Nader had unmercifully “spanked” him and
his safety committee for nearly 15 pages in his recent book “Unsafe at Any
Speed”, Hearst, by driving my ecar and ascertaining it is all 1 say it to be, could
redeem himself, help me, help humanity, by arranging for me to testify at the
Senate hearings., He refused.

J. Auto safety being second in importance to Victnam

President Johnson has said auto safety is second in importance to Vietnam.

Since T have been so completely rebuked by every safety official, I felt it
was not pretentious to write to the President and tell him of my plight.

All direct approaches either through telegram or letter seemingly get inter-
cepted by subordinates and are kept from him. i

My latest attempt to reach the President was through Bill Moyers, Presidential
Press Secretary. The following ensuned :

“U.S. DEPARTMENT OF COMMERCE,
“BUREAU oF PUBLIC ROADS,

_ “Washington, D.C., March 22, 1966,

“Mr. Karr E. SMITH,

“Rox 167,

“Auberry, California.

“DeEAR Mr. SyiTH: Mr. Bill Moyers has asked me to reply to your March 16
ll—‘l]l_‘[: concerning your ‘over the top vision’ device for automobiles, ;

“We are aware of no agency in the Federal Government 11:1\'in{.:'rhe means or
anthority to evaluate or otherwise assist in the development of your device.
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“Proposed legislation presently before the Congress deals in part with the
establishment of safety standards for automobiles and equipment. Whether it
will offer any assistance to your situation and others of similar nature in the
future is not known at this time.

“Sincerely yours,
“Rex M. WHITTON,

“Federal Highway Administrator.”
K. Senator Kennedy
Senator Kennedy refused my many requests to look at my mirror concept, yet
wrote for the need of outside mirrors on autos in Popular Science magazine,
Thus he becomes still another to retard auto safety from a mechanical stand-
point by ignoring new scientific advance and demanding the archaic.

L. Ralph Nader

The proof of my files with actual letters from many prominent men concerned
with auto safety would not only substantiate much of Ralph Nader in his book
“Unsafe at Any Speed” but would prove in some cases he did not go far enough
in his expose. Many he lauded, by proof of my files, should also have been
discredited.

As remarkable and needed as Nader's testimony was, one must not forget,
however, that his forte is only as a critic and not as a creator of mechanieal
solutions for auto safety. In his book he, as 80 many do, also recommends more
outside mirrors for autos which not only is not a solution to anything but is the
very cause of keeping auto safety progress from advancing as it should. I've
tried also to tell this latter to Nader, but he won't answer me.

M, Personal

1. T have worked for four years on this without salary and have spent
$16,000.00 of my own money to develop, pay legal fees and try to get someone to
appraise my work.

2 T believe I have done everything possible within my resources to try to
interest some official to look at my invention. Yet for all the publicity received,
more than 250 personal letters to every safety official I eonld find, a challenge to
all safety people to show a car with greater safety potential than mine, I have
vet to get anyone in the antomobile industry or safety research field to even
look at my car.

3. For two years I have been denied the opportunity to testify before our
Senate Safety Hearings where my invention could get the publicity it so right-
fully deserves.

4. Without safety officials looking at my car, I have, in some cases, been dis-
credited and made to appear foolish. (One highly recognized authority who
will not look at my car even wrote that T was “sick” and should apologize to
everyone for my attempts to be recognized.)

5. Since the ahove constitutes our search for a gafer automobile as it affects
my contribution, in order to save lives, geemingly I must do the only thing left,
which ig to see if automobile industry in other countries are interested in
appraising my ideas.

In the meantime, I hope political investigating committees realize their
correct job is to make certain creativity for a safer automobile is possible in-
stead of being a part of the opposition that ereators of something new must
alwavs encounter and the automobile industry realizes that the era of forcing the
publie to drive unsafe cars and the excuses given why we must, is about over.
If they cannot build an effective safety car, someone else will.

Mr. Rogers of Texas. Thank you, Mr. Smith.

Mr. Macpoxarp. No questions.

Mr. Rocers of Texas. Mr. Younger.

Mr. Youncer. Thank you Mr. Chairman. Mr. Smith is from our
oreat State of California. I think this committee will furnish a ve-
hicle by which advances such as yours can be brought to the attention

of the public.
Mr. Rocers of Texas. Mr. Mackay.
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Mr. Mackay. The bill which we have to establish a national traflic
agency envisions a specific point in the Federal Establishment where
you can bring such an invention. That is our case for the agency.
I think your experience today has been helpful.

Mr. Smrra. May I comment on that, sir, to this extent. Realizing
that I am a private inventor who has very limited finances, I have no
way to contact these people other than to write. I am trying to save
lives as quickly as I can. Therefore, I have made this challenge. It
takes a lot of nerve, but I feel my mirror is this good, and it is for
this reason that I make this challenge, trying to bypass the process of
waiting for someone to create an agency that can look at this device,

Mr. Farnsrey. Is there a clear window behind it ?

Mr. Sarrra. There eould be a window behind the car. I left it out
on purpose. Just as I could block out all the side glass. I was only
proving a point. That is what this particular device does; it proves a
point. I wish that I had the money to do another one and to do it
more perfectly or that someone could go ahead with what I have. I
have done as much as I could. I have spent $16,000 on this of my own
money. For me I have done as much as I can possibly do.

Mr. Farnstey. Thank you.

Mr. Rocers of Texas. Thank you very much, Mr. Smith, for your
contribution.

Our next witness is Mr. Haskell B. Schultz, of Fort Wayne, Ind.

Do you have a written statement, Mr. Schultz?

STATEMENT OF HASKELL B. SCHULTZ, FORT WAYNE, IND.

Mr. Scaurrz. No. I want to thank you for this opportunity to
talk to you on traffic safety. I have sat here for almost 2 days. 1 am
almost brainwashed to the extent that I almost forgot what I am
here for.

I am president of the Fort Wayne Safety Cab Co. We have been
operating for 37 years. Thirty years ago we adopted an accident pre-
vention program which has been in existence since then, very success-
fully, and it has been adopted by many other taxicab companies in the
industry.

The taxicab industry is an exact proving ground for accident pre-
vention methods because the exposure is great and the concentration
of miles is high, and it does not take very long to prove an accident
prevention program. '

The fact that the Federal Government has found it necessary to take
on the responsibility of trying to regulate traffic is indicative that the
traditional concepts cannot be correct because if the traditional con-
cepts of accident causes are correct, there wounldn’t be a problem.

Here are three components of traffic safety, trafic accidents. One
is the driver. Two is the car. And three is the authority. From the
standpoint of the general problem, the driver’s mentality, his emo-
tional makeup, his skill, his judgment are of very little consequence
to the problem of accidents. As he is today he is satisfactory and no
change is necessary. By that, I mean I disagree with any concept of
driver error, driver weakness, driver frailty.
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From the standpoint of accidents in general, there is nothing wrong
with the car. There may be an argument about intensity of injury,
but from the standpoint of accidents, it has very little value.

The driver has been subjected to heat for many years. The manu-
facturer until just recently seems to have been exempt. If there ever
is a successful accident prevention program, it has to come from the
authority. The fleet operation authority is management. In gen-
eral the authority has been the safety professionals. To date the
record indicates that they have not been too successful. So the au-
thority has to be the Government. When you have the responsibility
of 100 million drivers, the responsibility has to be Federal Govern-
ment. Since 1936 T have been trying to convince authorities, safety
authorities, of a reliable accident prevention program without success
for two reasons. '

One is that most safety people with whom I have spoken are so con-
vineed in their own concepts, they believe that they know the answers
to accident prevention, but the driver just does not cooperate.

The other is that the principles that I have advanced are an over-
simplification, they are too simple.

In 1945, with due respect to Mr. Cunningham, I published a book.
T want to just read something in this book :

Contrary to general belief, reckless or careless driving is not a major cause of
automobile accidents.

Much unwarranted discredit is directed at the motorist in this regard. By
far the greatest percentage of motorists are experienced drivers and good
drivers, They do not drive around the streefs intent on maiming the innocent.
On the contrary, they take great pride in their ability as automobile drivers.

Last year T had a minimal of success in trying to interest author-
ities in my program. I went to the Safety Division, to the people
of the Safety Division of HEW and convinced them enough to
secure an appropriation for an independent investigation of my pro-
gram. They commissioned Professor Perloff from Purdue Univer-
sity, professor of psychology at Purdue University, to make an investi-
aation. He made several trips to Fort Wayne and studied our
program. He went to Philadelphia three times and investigated the
program there which we had introduced several years ago, and wrote
a very favorable report of this program.

In addition to the investigation in Philadelphia, he checked on a
control test we had conducted there. Ome thousand drivers who
had been driving taxicabs in Philadelphia 1 year and less who were
the lesser experienced drivers, were instructed in the method of our
program. The two thousand drivers who were more experienced
were not instructed.

Historically, the less-experienced drivers were responsible for
higher claims than the more experienced drivers. After 20 million
miles of driving under, of course, the same driving conditions, the
same time, the less experienced drivers reduced their claims by 57.9
percent and the older drivers increased their claims by 30.6 percent.

Mr. Rocers of Texas. Mr. Schultz, how much longer is your state-
ment ?

Mr., Scnvnrz. Not very long.

Mr. Rocers of Texas. You will have to finish it in a very few
minutes because the Chair does not wish to violate the rules. Under
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the rules you are supposed to file statements with the committee in
writing when you appear. I presume you did not know that, so if
vou will; hurry along with your statement.

Mr. Scunurrz. Here is a pamphlet which has been published by
the American Trial Lawyers Association. It states here that:

It is an undeniable fact that the Federal Government has no plan in existence
to cope with this problem which constitutes a major national detriment to our
economy.

It saysagain:

The radio-television, national magazines, and all of the media which publish
information owe a duty to educate the public and to disseminate the facts of
safety.

On the other hand it says there isn’t any plan. On the other hand,
it says there is.

Now our program that we have adopted concentrates on accidents
that can be prevented. I want to read here from Accident Facts.
The principal kinds of improper driving in 1963 were in fatal acci-
dents, speed driving, driving left of center line, and failure to yield
right-of-way. Injury accidents, speed, failure to yield right-of-way,
and following too closely. All accidents, failure to yield the right-
of-way, speed, and following too closely.

Now here we have five accidents that amount to the most serious
problem. Speed is not a cause of accidents. Neither is crossing the
center line. There are other causes for accidents other than speed.

To rush, I have a written statement here. I want to elaborate on
three kinds of accidents that can be prevented that account for 65 per-
cent of all the accidents in a city. Intersection accidents. Intersec-
tions in residential areas are mostly from 25 to 30 feet wide, stopping
distance charts show at 20 miles an hour it takes 50 feet to bring a car
to a stop. This is a typical traffic incident. A driver is approaching
an intersection at 20 miles an hour and reaches a point 25 feet from
the corner. Now it is going to take 50 feet to stop and the street is 25
to 30 feet wide.

He cannot possibly bring his car to a stop until he practically crosses
the intersection. Another car approaching from the left or right un-
der the same circumstances also would be unable to stop and there
will be a collision.

Similarly at 10 miles an hour it takes 25 feet to bring a car to a stop.
If two cars reach the intersection at the same time, neither one will be
able to stop in time. The question is how do we prevent these
collisions.

Referring again to the stopping distance chart, we find at 20 miles
an hour one-half of the stopping distance of 50 feet is consumed in
transferring the foot from the accelerator to the brake pedal and the
other half applying the brakes. All the driver has to do to prevent
this kind of accident is to transfer his foot from brake pedal 50 feet
from the corner. When he reaches a point 25 feet from the corner,
when the other car comes into view, his foot is on the brake and he is
one-half stopped. Depressing the brake pedal he completes the other
half of the stopping distance to the corner yielding to the other ecar to
pass in front of him.

Mr. Rocers of Texas. Mr, Schultz, we have been over so much of
this. Could you not file the written statement with the committee for

63-481—66—pt, 2——11
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consideration so that we can move along? We have been here quite a
while. I think we had better let the committee members ask you
questions at this time.

Mr. Scaurrz. I have been 2 days here, too.

Mr. Rocers of Texas. We have been here several days. T have sat
here until 7 o’clock some nights. I certainly don’t want to impose on
any witnesses nor keep them from being heard. I don’t think we ought
to have repetition of a lot of things that the committee has already
heard. We have a lot of witnesses from all over this country. Some
of them have been here for a lot more than 2 days.

Mr. Macdonald, do you have any questions ?

Mr. Macponarp. I wish to make one observation, Mr. Chairman. T
have said some perhaps unflattering things about the automobile
industry not spending some money for research on safety in autos, but
I hardly believe you have put much thought, even if you did write
a book, Mr. Schultz, into this when you say that the drivers of auto-
mobiles don’t cause accidents. It would seem to me perfectly clear
that the majority of accidents are caused by a careless driver. The
degree to which he is hurt perhaps is due to the automobile, itself.
But for you to say that neither the driver nor the automobile is to
blame and that the authorities by some reason I have not been able
to figure out yet are to blame, seems to me to be highly doubtful.

Thank you, Mr. Chairman. That isall I have.

Mr. Rocers of Texas. Mr. Younger.

Mr. Scnurrz, Let me answer his question. Many records by statis-
ticians, by the National Safety Council, indicate, and here is one right
here, 8 out of 10 people who have had accidents have had no previous
accidents. Four out of five were obeying street lights. Over 90 per-
cent of the drivers were average, good drivers, and they had 85 per-
cent of the accidents.

Mr. Macponarp. Let me respond to your question—to your reply
to my question by saying to you if you want to make an experiment
you come out to Route 1 in my district in Massachusetts. If you go
over that halfway line that you say does not cause an accident I will
guarantee you within 2 months you will be in the hospital some place.

Mr. Scaurrz. 1 am not saying that there are other cases. Momen-
tary distractions may cause you to go over the line. An act on an
impulse may cause him to go over the line and he may get sleepy.

A man does not drive over the line just to run into someone else.
There are causes which cannot be prevented. Momentary distractions
cannot be prevented.

Mr. Macooxarp. I have no further questions, Mr. Chairman.

Mr. Rocers of Texas. Mr. Farnsley.

Mr. Farxsiey. Just right quick, you mentioned the No. 1 thing.
What was your No. 27

Mr. Scuurrz. No. 2, at stop streets, one of the major causes at
stop streets is stopping at the crosswalk. Easing into the intersec-
tion, looking both ways before he crosses is wrong. At a stop street
the driver should be out beyond the curb line, in the parking lane as
far as he can get.

Our drivers have traveled almost 4 years, 12 million miles and
have not had one of these accidents because he is out far enough where
he can see. The law that requires the person to stop at the stop street
again is dangerous.
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The other is following too closely. That is not a reason for not hav-
ing an accident. That is a rule. People don’t follow rules. The rea-
son is that when a driver is too close, the front driver starts to stop,
his foot is on the brake.

At the moment the rear driver takes his foot off the accelerator.
When a man’s foot is on the brake he is half stopped. That is the rea-
son why a driver should not be too close. When they just make rules
of staying one car length for every 10 miles an hour, that is not enough.

Then if the Federal Government undertook a program to intelli-
gently advise every driver about following too closely and the reason
for that—for not following too closely, that alone can reduce the
accidents.

Now there are three accidents that can solve the entire problem.
Interaction accidents, the stop street accidents, and front-end acci-
dents. These three are 65 percent of the total accidents. Crossing the
highway, every single day people are killed crossing a highway be-
cause they are conditioned to stop too far back. '

If they learned to stop close enough to the highway they would see
both ways. This way they are so far back they think they have a good
view but they have not. A car going 60 miles an hour cannot stop
within 200 or 300 feet. In the highway the front-end accident is the
No. 1 cause.

Between these three accidents, the front-end accident, tail gate, in
the city and unregulated intersections, at stop streets, crossing high-
ways, these are enough to make a big difference in the total.

If the Federal Government adopted a program of instructing and
educating people that would be sufficient to reduce the totals from
what they have been. But this business of—I don’t see how you are
going to change by licensing rules, standards of procedures, mandatory
physical license examinations, those are all right but they are not the
answer.

The answer is in accident prevention methods, and the people don’t
know these methods and we have probably employed 10,000 drivers
in our company and others in the country and they don’t know how to
safely drive in intersections.

Mr. Rocers of Texas. The time of the gentleman has expired. If
vou have anything you desire to file with the committee clerk you may
do so and it may be received for the files of the committee as may be
appropriate.

Our next witness is Mr. C. Stivers, president of the Motor &
Equipment Manufacturers Association accompanied by Mr. Earl

Kinter.

STATEMENT OF H. C. STIVERS, PRESIDENT, MOTOR & EQUIPMENT
MANUFACTURERS ASSOCIATION; ACCOMPANIED BY EARL W.
KINTNER, GENERAL COUNSEL, AND WILLIAM A. RAFTERY,
EXECUTIVE SECRETARY

Mr. Stivers. Mr. Chairman and members of the House Interstate
and Foreign Commerce Committee, my name is H. C. Stivers. T
have been actively engaged in the automotive industry since 1935
and am presently vice president of the AP Parts Corp., a major
manufacturer of automotive parts.
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The parts we manufacture include mufllers, tail pipes, various
exhaust system accessories, shock absorbers, piston rings and related
parts for the automotive industry. We manufacture these parts
for both the replacement and original equipment fields.

I am also president of Motor & Equipment Manufacturers Asso-
ciation, an association of some 580 independent manufacturers of
parts and equipment for the automotive industry. Collectively, the
association represents a major portion of the automotive service
industry which manufactures the automotive replacement parts
distributed through hundreds of thousands of service stations, ga-
rages, and other related outlets.

It is in this capacity I am here today. I am accompanied by
Mr. W. A. Raftery, executive vice president of MEMA and Mr.
Earl W. Kintner, general counsel.

If a comparison in this multibillion-dollar service industry were
made between the participation of the new ecar industry and the
independent parts industry, the figures would show that 70 to 75
percent of all vehicle repairs and parts distribution are handled
through the independent channels of distribution.

The balance, or less than 30 percent of the Nation’s automotive
replacement parts, are supplied through the new car manufacturers
and their individual dealerships.

We mention these figures to emphasize the independent manu-
facturer has achieved an important role in our total transportation
industry and is accepting the major responsibility of keeping the
70 million ears on our highways in safe operating condition.

The very nature of our business has kept us keenly aware of the
Nation’s highway safety problems and many of our members, indi-
vidually and through our various associations, are making major
contributions to many safety programs.

Indeed, we feel we can say with some pride that our segment of
the industry has been in the forefront in developing many of the
important innovations in the safety area.

I am pleased to have this opportunity to present the views of our
industry, because we feel our experience and knowledge can contribute
materially to this investigation.

First let me say that I think the present investigation of automobile
safety is one of the most hopeful and constructive developments in
our industry in many years—possibly in its lifetime.

1f the automobhile is to maintain its position as the major method
of transportation in these United States, then we must do everything
to keep the motoring public operating swiftly and safely.

Unfortunately in the past several years the need for speed and
economy often in the minds of the motorists has seemingly superseded
any real regard for safety.

On the other hand, no one can conceive of the millions of ecars in this
country moving at a snail’s pace in the interest of safety alone. This
in itself would undo the progress the American transportation system
has made in the past 50 years.

Since there is no going back. increased safety must be attacked on
the realistic levels set forth in the Traffic Safety Act of 1966.

Within the act we see a great deal of wisdom in asking for a step-up
of safety engineering, on the premise that improvements are indeed
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!)0:55111](' and a great many lives can, and undoubtedly will, eventually
e saved by their inclusion in new car design.

The importance of new car design features to highway safety is
undoubted. But we want to bring to the attention of Congress the
perhaps even greater importance of safety performance standards in
used cars keeping pace with the intent behind the present new car
safety legislation.

Specifically, proper attention must be given to maintaining older
cars in line with appropriate safety needs. Therefore, to the extent
that safety features are necessary, these features should apply with
equal stringency to the maintenance of the cars on the road.

In short, we believe that every car on the road should be brought up
to performance standards of safety which will prevent accidents. We
believe over 50 percent of the cars presently on the road do not come
up to those safety standards—due to normal wear and debilitation
during the car usage which are not properly corrected as they develop.

Ever since President Johnson released his original transportation
message, the entire Nation has been faced with the most amazing mass
of headspinning statistics we have ever seen in our lives.

These statistics—the best we have available and all gathered from
a hundred sources—have been calculated to prove the point that safety
is needed, and in as many different directions.

Some, for example, have attempted to prove that the vehicle should
be made safer so that the tragedy of an accident can be minimized.
This is to assume, and perhaps correctly, that a great many accidents
are inevitable because of the vast numbers of automobiles traveling on
our highways and the speed at which they travel.

However, attacking the problem of vehicle safety solely from the
standpoint of built-in features to minimize the intensity of impact, is
in itself a passive and certainly a long-range approach to the problem.

It assumes that accidents are inevitable and directs energies toward
making them Jess tragic.

As logical as this approach may be, the evidence we have available
is far from conclusive, too, as to how each specific feature will con-
tribute again to the overall problem, and exactly on what basis stand-
ards could be established.

This approach also neglects the problem of the nearly 30 million
cars already on the highways with worn parts and dangerous safety
defects.

Our lack of information may also lead us toward misconeeptions in
other areas of safety. 1 cite figures released by the International
Bridge, Tunnel & Turnpike Commission, which states that 11 percent
of the accidents were due to vehicle failures.

A more recent report from the Harvard Medical School suggests the
figure may be as high as 50 percent—significantly close to the percent-
age of cars found with defective parts in State compulsory inspec-
tions. The real point, I think, is that vehicle defects are important
but to the exact extent we just don’t know.

‘ The same is true when we consider the often quoted National Safety
Conneil report that 90 percent of all accidents involve driver error.

T'o accurately define these accidents it would be necessary to know

how many were compounded by faulty vision because of a poorly op-
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erated windshield wiper, or a dirty wiper blade, or because of worn
brakes that failed to respond when the driver needed extraordinary
quick action to correct his misjudgment.

How many of these accidents were caused by the drowsiness of the
driver from carbon monoxide seeping throu the floorboards from
a rusted mufller that made his responses inadequate and then were
written off in the statistical column as “driver error™?

The lack of standard investigating and reporting systems makes
each of these figures suspect and of little value in determining the real
cause of our increasing fatality rate.

For this reason, we must heartily endorse that part of the President’s
1966 transportation message asking for research testing and develop-
ment and for the etsablishment of a traffic accident and injury research
test facility.,

It would seem this may well be your first legislative business in order
to serve as the guide for whatever performance standards may be
required.

Our final recommendation deals with the third section of the act
and the more specific area of State mandatory vehicle inspection pro-
grams. I previously made mention of the estimated 30 million cars on
our highways with worn parts and vehicle safety defects.

This estimate is taken from the reports of the 21 States now enfore-
ing mandatory vehicle inspection laws that state nearly one-half of
all ears fail their safety inspection the first time through.

The success of these States in detecting and correcting these defects
before they become accident statistics, clearly indicates the importance
of vehicle inspections to our total highway safety program.

The need for Federal attention and assistance to the States is indi-
ated by the fact that 29 States still do not have inspection laws.

In fact, despite all the evidence presented to these 29 States, there
has been no single program that has met with more constant resistance
by local legislators.

This attitude is understandable, perhaps, but hardly justified when
vou consider the sacrifice being made in human lives.

It is not a popular idea to be required to bring your car in periodi-
cally to assure the State and society at large that you are not driving
a potential lethal weapon. It is also almost academic that every motor-
ist thinks he knows his own car. He thinks he knows exactly how it
will respond in every situation, and not until that tragic second of
decision does the realization burst upon him that his car was not in top
condition.

Brakes wear out and greater pedal pressure is needed without the
driver being aware of it—shock absorbers lose their effectiveness and
the ear wanders so gradually that the car becomes almost out of control
without the driver becoming aware of it—exhaust systems can fail,
and lethal, odorless, colorless gases can begin to permeate the vehicle
without the driver becoming aware of anything beyond the fact that
he is not feeling particularly well that day and has a touch of a head-
ache.

After many thousands of miles of hard driving an automobile
becomes an entirely different vehicle from the one that was delivered
by the original manufacturer. This will happen regardless of addi-
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tional safety features, and when it does, gentlemen, I suggest the re-
s-'{ums_:il.)ilil'\f&msses from the original manufacturer to you, as legisla-
tors, to our State legislators, and certainly to the motorists themselves
to insist that each State enact a uniform mandatory inspection system
that will maintain the vehicle at optimum safety levels.

To illustrate what results we might expect should all States join
an inspection program, let me cite a report of the Harvard Medical
School describing their studies in States that already have inspection
underway.

When presenting the report to the American College of Physicians,
Harvard’s Dr. Robert Buxbaum stressed that the inspections in these
States “exert a preventive effect on mechanical failure.”

He then offered statistical evidence that these same States actually
have considerable lower death rates than do States without inspection
programs. His figures proved that the reduction in deaths ran from
one-half to one-third of those in the rest of the Nation.

In your own District of Columbia in the 5-year period before a com-
pulsory inspection law as enacted, there were 491 fatal traffic accidents.
In a 5-year period immediately following the inspection law, this was
reduced to 380—a 22 percent decrease in fatalities—while the average
population was increasing 34 percent during the same period !

An here, gentlemen, is a more startling figure. In the 18 years
between 1946 and 1964, the percentage of vehicles failing to pass on
first inspection has never been less than 42.58 in 1964 and ranged to a
high of 67.71 in 1946,

Two-thirds of the cars on your highways in the District of Co-
lumbia in 1946 were unsafe and were potential accident causers.

In the State of New Jersey in the 5 years before the inspection law,
the deaths per 100 million vehicle miles averaged 16.67.

After the inspection law, deaths were reduced the first year to 8.21,
less than half, and has continued to reduce. By 1962, the average was
only 3.05. That same year the vehicles failing to pass on intial in-
spection were ranging from 53.40 on models manufauctured prior to
1953 to 24.55 of automobiles manufatured in the current year of 1963.

In the State of Pennsylvania, a statistical summary of motor vehicle
inspections as of August 30, 1965, covered 1,084,360 inspections. Fifty-
four percent of the vehicles inspected needed repairs that would keep
them in safe operating condition !

Required repairs were brakes, 55 percent; exhaust systems, 16 per-
cent ; steering, 11 percent ; wipers, 7 percent, and so on.

The average cost of these repairs, adjustments and inspection fees
for all vehicles tabulated was only $7.71. This, gentlemen, leads up to
another point I would like to make—in practically every State legis-
lature when the subject of compulsory vehicle inspection has come up,
the huge resistance has been on the basis of private profit—that all
motorists would be subjected to a gouging—that unnecessary and un-
needed repairs would be forced upon the motoring public.

I am sure that there were some cases that would justify this sort of
complaint, but they were so isolated and sensationalized that in many
States the sincere need for highway safety was completely obscured
and lives were unnecessarily sacrificed.

The $7.71 figure per automobile to put them in safe driving condi-
tion in the State of Pennsylvania points up better than anything I
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could say how very cheaply, how very economically, we can take a
great stride toward making our highways safe.

It is my very strong feeling that a uniform code of car maintenance
and vehicle safety should be endorsed by the Federal Government, to
the end that the same standards of safety be observed throughout the
United States.

Strongly indicative of the need for Federal encouragement in such
State inspection programs is the fact that in 1965, of the 29 States
which did not have compulsory motor vehicle inspection laws, all but
two (Tennessee and Washington) considered such legislation.
Twenty-seven of these States refused to enact legislation. Only in
North Carolina did the program pass.

The need for Federal assistance in promoting vehicle inspection
can also be illustrated by looking at the results of the voluntary na-
tional vehicle safety check sponsored nationally by the Auto Indus-
tries Highway Safety Committee and Look magazine, in cooperation
with the Association of State and Provineial Safety Coordinators.

The safety check was held in States which do not have inspection
Jaws. During these checks almost 3 million (2,882,321) vehicles were
checked: 408391 were rejected, or a percentage of 1 out of T being
found unsafe.

We must assume that since this check was voluntary, that these
motorists were in the highest bracket of safety-conscious motorists.
I think it would be safe to also assume that the percentage of 1in 7
failures would rise very sharply among the vehicles which were not
checked in those same areas.

T see no method other than a federally endorsed inspection program
to establish safety standards that will allow people to drive with the
same relative safety throughout the United States.

The nature of the defects found in this voluntary check were also
most revealing. They were parts which could contribute tragically to
highway accidents and which, in many cases, are of a type the motorist
would least likely be aware of.

A Numher of
defects

Renr Nrhte . et e g L L S s e e e 104, 406
Front lights 3 71, 511
Stop lights__.___ L N T PR e 3, 494
Front turn signals. e ccee e e 48, 132
Renr turn Hlenale. e Al s B s10 5 5, 536
Rrakes .. . o oo L LT i e 5064
Exhanst systems o ccne e

Windshield wipers. -
LD R oot A Al L N R

Steering
‘Windshield washers_ . cmmaaas
ReAr View DUETOrS . e RS —— e o o

All inspections were conducted during the peak driving months of
May and June. '

In summary, these are onr major recommendations:

First, we believe that new car safety standards are important and
necessary but when considered in terms of immediate savings of lives
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and the interest of true safety to all motorists, they do not carry the
urgent importance of proper maintenance of cars already on the road.

Second. we believe that Federal legislation governing automotive
safety standards should be based on careful empirical studies of this
complex subject, with maximum attention to the maintenance of ve-
hicle performance once the car is on the road.

To the expeditious attainment of this end, we offer the enthusiastic
assistance and cooperation of the manufacturers of automotive parts.

Third, and in keeping with the previous statement, it is our belief
that an immediate savings of lives can be achieved through mandatory
State vehicle inspections. We urge Federal support of the various
States in establishing a uniform inspection program.

We also believe that the Federal Government should encourage, by
all possible means, State legislatures to enact an inspection program
into compulsory motor vehicle inspection laws for the protection of
all motorists.

As an industry, we arve fully capable of responding to the challenge
of providing automotive products which will make America’s cars
safe. As a nation, we do need guidance and assistance to help us rec-
ognize and enforce the responsibilities of the individual motorist.

Thank you.

Mr. Rocers of Texas. Thank you, Mr. Stivers.

Mr. Macdonald?

Mr. Macpoxarp. No questions.

Mr. Rocers of Texas. Mr. Younger? Mr. Mackay?

Mr. Stivers, if you have any further information you want to sub-
mit, yon may do so.

Thank you very much for your presentation.

Mr. Stivers. Thank you, Mr. Chairman.

Mr. Rocers of Texas. The next witnesses on the list are from the
Automotive Service Industry Association. They had to leave and
they have been rescheduled and their place has been given to Repre-
sentative Bill Williams of the Georgia General Assembly Committee
on Traflic Safety, as I understand it. The Chair will recognize Mr.
Mackay to introduce him.

Mr. MackAy. Thank you very much. We also have our colleague,
Congressman Stephens, here, who is interested in their appearance.

Mr. Williams, will you take your place there? I will ask your as-
sociates if they will come up and sit with you while I make a few
remarks.

STATEMENT OF HON. W. M. WILLIAMS, CHAIRMAN, TRAFFIC
SAFETY COMMITTEE, STATE OF GEORGIA GENERAL ASSEMBLY
ACCOMPANIED BY HON. WILLIAM A. SEARCY, MEMBER OF THE
GEORGIA STATE SENATE

Mr. Wirriays. Mr. Chairman and gentlemen of the committee,
I sympathize with you gentlemen for the long hours which you are
putting in. We, too, in Georgia have public hearings to a lesser de-
oree, Since the Colonel from Texas snllm]ittml proposals which were
very similar to ours, I see no point in reading ours. If you will per-
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mit, we would like to give it to someone to distribute. It is a state-
ment from the interim study committee on traffic safety in Georgia,
composed of four representatives, four senators, and four lay mem-
bers who are not members of the general assembly, who are appointed
by the Governor.

Our committee wishes to go on record as supporting the matching
plan. In Georgia and in other States, we have the highway road-
building funds and your Interstate System is financed 90 percent by
Federal funds and 10 percent State matching funds.

In our deliberation over the years we have come to realize that
there are three factors contributing to highway accidents, the road
over which we travel, the human element involved, and the vehicle in
which we are traveling. In Georgia we are not as fortunate as the
senator from New York, who says that they have arrived. You
know, we are in a peculiar situation. We have to go before the peo-
ple every 2 years and be elected. We, too, passed the motor vehicle
mspection law in 1964, which was according to the uniform code, but
I don’t think any member of the general assembly understood what
the uniform code means.

When the people began to holler, with all due respect to the gentle-
man who preceded me, they felt they were being sold things that they
did not actually need. So to salvage what part we could, we amended
it in 1965. It is progessing.

What we need in Georgia, in our opinion, is someone to evaluate
wrecks, to say what causes a wreck. Say the average officer, if he
smells alcohol at the time on either the deceased or injured when he
is rushed to the hospital, they say “driving under the influence.” It
could have been a fault of the vehicle.

We feel if the Federal Government, through grants-in-aid to the
individual States, using the police forces, both municipal and State
patrols, could give us the reasons why the wrecks are caused and we
would have something then that we could sell our people back home
and they would buy it because in Georgia last year, even with the motor
vehicle inspection law, our accident rate jumped several thousand.

There were 1,361 people killed on the highways of Georgia last year.
If it had been an epidemic of any kind that had killed 500 people,
there would have been headlines in the Georgia press and everyone
would have become alarmed. They take it for granted. I think an-
other thing, the newspapers on holidays make the prediction that so
many people are going to be killed. They have grown to accept it.
We earnestly plead, we are not trying to sell you anything, we plead
to make some Federal funds available.

The Georgia General Assembly accepted the highway beautification
F]a.n on billboards because we were getting a bonus from the Federal
rovernment, or we thought we would. We have approached on our

committee the three E’s—engineering, education, and enforcement. In
Georgia we have ordinary county courts that try traffic cases, We
have municipal court judges, recorders of superior court and local
county courts. The insurance companies have been very generous.
They have made money available. We have continuing adult educa-
tion in the University of Georgia and they have helped finance it to
where we can get the different trial judges of the State to meet where




TRAFFIC SAFETY 951

we can come to some uniformity on the nolo contendere plea where a
man driving under the influence can keep his driver’s license.

We have also compacts with all the surrounding States. If the
driver’s license is revoked in Georgia, South Carolina is made aware
of it.

All the way through our deliberations, we have come upon the word
“uniform.” As I say, in Georgia we have the motor vehicle inspection
code, but up until this year North Carolina had none. But the inter-
state commerce being such, I think if I have to inspect my car to ride
over the highways of Georgia, the gentleman from North Carolina
has the same right. They are Federal roads. I think he should have
to have his car inspected.

I think it presents to you gentleman a wonderful opportunity be-
cause I feel that the people have become alarmed at the increasing
death on our highways. I think thisis a question that transcends party
lines. In Georgia we don’t have many good Republicans, but us Demo-
crats even join with them on this.

Gentlemen, I hate to take up your time, but we appreciate the op-
portunity to appear before you.

Mr. Rocers of Texas. Without objection, Mr. Williams, your state-
ment will be received in the record the same as if you had read it in
full.

(Mr. Williams’ statement follows:)

STATEMENT oF Hox, W. M. WrLLiaMms, CHAIRMAN, HOUSE AND SENATE INTERIM
COMMITTEE ON TRAFFIC SAFETY OF THE (GEORGIA GENERAL ASSEMBLY

Mr. Chairman, for the past three years under the leadership and direction of
the Honorable Carl E. Sanders, Governor of the State of Georgia, Lieutenant
Governor Peter Zack Geer, Presiding Officer of the State Senate, and Honorable
George T. Smith, Speaker of the House of Representatives, the General Assembly
of the State of Georgia has created a joint, interim study committee which has
been charged with the responsibility of formulating for Georgia a legislative pro-
gram designed to reduce the ever increasing number of traflic accidents which
have ocenrred within Georgia. Pursuant to the direction of this committee, there
appears before you today a special subcommittee appointed by its chairman for
the purpose of urging upon your committee the need for the United States Con-
gress to create a national agency charged with the responsibility of formulating
a plan designed to reduce the number of traflic accidents and the resultant tragic
loss of life, limb and property which oceurs daily within these United States.

The problem simply stated is that there are entirely too many traffic accidents
oceurring within the United States each year. I am sure that the committee is
well aware of the astounding statistics which are available asthey relate to traffic
safety which dramatically illustrate the truthfulness of this statement. These
statistics present tangible and irrefutable evidence that a problem of staggering
proportions confronts the American people. No responsible individual will refute
the argument or conclusion that something must be done to reduce the shameful
loss of life, limb and property. Reasonable men, however, will disagree as to the
correct and appropriate approach to solving this problem.

Without question, the existing structure of state and local government best
provides the necessary vehicle and machinery whereby a concerted attack upon
this problem might be utilized. However, the various state and local govern-
ments, although coming to grips with this staggering problem with varying de-
grees of intensity over the past forty years, have not been able to reduce or curb
over-all the ever increasing veloeity of the rate of increase of these astonishing
statistics. The problem is not confined to the community, county or state level.
It is truly a national problem of such vast proportions that, in the opinion of
the committee, it requires at the national level an immediate and concerted effort
to place into motion a resourceful and uniform plan for utilization by the states
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whereby the reduction of the national loss of manpower and wealth, resulting
from the death and destruetion oceurring upon our highways, might be drastical-
ly reduced.

The committee feels that with the proper assistance and leadership emanating
from the national level, the existing machinery provided by the structure of state
and loeal governments will be more efficiently utilized in a concerted effort to
reduce traffic accidents.

It is incredible that the voice of the American public has been so calloused
and complacement as to permit the slaughter and waste caused by traffic acei-
dents to run unchecked for these many years. In the fields of communicable
diseases, national defense and air safety, to mention only a few, dramatic and
impressive results have been achieved by the ereation of a national agency
charged with the responsibility of providing effective leadership and direction
to an all out effort to combat and solve the basic evils which these problems
have presented to the American public.

The committee feels that now, at this time, the 80th Congress has a unique
and unusnal opportunity to furnish the necessary leadership and machinery for
an unprecedented assault upon the complex problem of traffic safety which may
not for sometime again present itself. As has occurred rarely in the past, the
attention of the American people has been focused upon the staggering propor-
tions of the problem ; and it is the judgment of this committee that the Ameri-
an publie will demand some attention to this problem from the national level.

Notwithstanding the invaluable assistance of private foundations, agencies
and organizations and the expenditure of impressive sums of money, both pub-
lic and private, which have been committed to the effort to reduce traffic acci-
dents, the fact remains that the job is simply not being done by the present ap-
proaches to the problem. Nowhere do the statisties present a semblance of hope
that, if matters are left to pursue their present course of events, the rate of traffic
accidents will be checked, not to mention the crying and pressing need to have an
immediate and drastic reduction in the number of traffic accidents. The com-
mittee feels that if the individual states and communities are left to fend for
themselves, with a few commendable exceptions, the present trend of ever in-
creasing traffic accidents will continue.

The committee feels the need for the creation of a nationally recognized agency
to act as a clearing house for the collection, analysis and dissemination of data
relating to traffic safety. The committee feels the need for the creation of such
an ageney with all of the financial backing, influence and persuasive ability which
only a truly national agency might provide.

It would be premature at this time to prejudge the wisdom of the exact me-
chanics which might be employed as to how such an agency could be created,
funded and administered. However, the committee would be unalterably op-
posed to the formulation of a national agency on traffic safety which would nof
function in concert and within the frame-work of the existing structure of
state and loeal governments and which would not afford to these governmental
entities an opportunity to discharge their inherent responsibilities in this area.
What is most urgently needed at this time is the effective leadership and diree-
tion of purpose from the national level down to the state and loeal level in a
uniform and concerted approach to the problem of traffic safety. The states
cannot go it alone. Their efforts in this behalf can only be judged by past per-
formance as a dismal failure.

The experience of this committee leads it to believe that with the assistance of
the leadership which would be available through a national traffic safety agency
there might be commenced the collection of the necessary data required for any
intelligent and meaningful analysis of any problem of such vast proportions.
Through such an agency, this data conld be analyzed, evaluated and certain con-
clusions arrived at where there might be commenced a meaningful program in an
effort to correct the more pressing problems immediately. Throughout the work
of the committee in the gathering of background material, the committee has con-
tinually met with the repeated use of the word “uniform”. The need for a uni-
form approach to the problem is an established fact. There is no need for, and
indeed, there is no place for fifty different traffic safety standards in this day and
time in which the motor vehicle has become truly a vehicle of interstate dimen-
sions. There must be national, uniform traffic safety standards which can be
prepared and advoeated only from a truly national agency.
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Finally, the committee is impressed with the fact that unless some incent ive is
offered whereby federally collected tax dollars might be funneled back into the
individual states on an incentive basis the effectiveness of any nationally formu-
lated plan of attack on traffic accidents will not be fully realized. To accomplish
this end, the committee recommends that a national traffic safety agency be per-
mitted to administer a system of grants-in-aid to those states which have adopted
and conform to the national standards of traflic safety developed by such a na-
tional agency to financially assist such states in their programs directed toward
reducing the number of traflic accidents. ! i’

The one most impressive fact with which this committee has Ill'(‘Il‘ impressed
during their investigation is that because of the staggering proportions of the
problem, there can be no one panacea which, if adopted, will magically reduce
traffic accidents. However, the committee feels that out of the hundreds of
possible remedies available to combat fraffe accidents the creation of a national
traffic safety agency along the lines embraced within H.R. 12548, offers the most
practical and efficient means of commencing a meaningful program to reduce
traffic accidents and is an approach which is available to your committee and
which directly addresses itself to your responsibilities here today.

Gentlemen, the enormity of the burden which befalls your task is appreciated
by this committee, and perhaps more keenly so than by most others for we share
your responsiblity, to a much lesser degree, to the people of the State of Georgia.
The problem transcends party lines, community lines and state lines, IFraction-
alism has no place in the consideration of possible solutions to this problem.
This committee of the General Assembly of Georgia is desperate. We recognize
the need for help and assistance of herculean proportions, and its immediate
need ; and while we may prefer one approach to the problem as opposed to an-
other, we as a group and as individuals are committed to lend whatever sup-
port we may command to any effective, workable and meaningful plan which
will reduce traffic aceidents within our several states.
~ Mr. Rocers of Texas. The Chair will now recognize Mr. Macdonald
for any questions.

Mr. Macponawp. I don’t have any questions. I just would like to
compliment the gentleman from Georgia for his presentation.

Mr. Winttanms. I would like to say to Mr. Macdonald, about 8 or
10 years ago we journeyed to Massachusetts on your compulsory in-
surance. Your man told us you don’t want it; it costs too much. We
have the uninsured motorist clause and we also have the driver’s re-
sponsibility.

In Georgia, of course, we are trying to be an industrial State, but
we are very much agriculture. We need the Federal funds. We had
1,361 people who were killed last year. God knows we want to do
something about it. We feel that the Federal :lpllama_(-.h which would
give some incentive to the States is our only salvation. We would
like to urge you gentlemen to pass it.

Mr. MacpoNarp. Just to correct the record, the gentleman you
spoke to was not very well informed, because we have had compulsory
insurance for a long time.

Mr. Searcy. 1 would like to make one statement in response to Mr.
Maecdonald’s question of a witness previous to us with regard to Fed-
eral control.

I realize when we make a statement about Federal control we are
talking about a I:illht‘l‘ broad area of controversy -aging in this coun-
try today, sometimes, unfortunately, in certain areas of the country.

We in Georgia, and I think I can speak for my constituents in the
southern part of the State, are not fearful of Federal control. The
States today are in a position where we need to do a great number
of things, not only in traffic safety, but a great number of problems
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that confront the States just like a great number of problems con-
front you gentlemen at the national level. . _ {

There will never be any end to problems. We will have to live with
those as long as this country continues to grow and become great.
We are not fearful of Federal control. We do need the money from
outside the State’s borders to assist us with programs we simply can-
not afford to take on ourselves.

My personal view of traflic safety in general conforms to the state-
ment that Mr. Williams has just summarized for you as our position
in this matter. That is that primarily we need an intensified program
of driver education governmentally administered. We have had vol-
untary associations, the National Safety Council. I think they do a
good job, but we need governmental programs of driver education.
The States are capable of doing this if we can get additional financing
to do it.

I think I speak for my constituents in southern Georgia. I don’t
come to Washington and ask for Federal money and say don’t come
down and check on us to make sure that we are using Federal funds
for the purpose that the funds are supposed to be expended for. I
don’t say don’t come down and check on the highway program. We
are trying to do what I believe you are trying to do in Massachusetts,
to retain our State police jurisdiction. We want that. We want to
keep that. We think we are doing a reasonably good job with the
number of patrolmen on the road and the salaries they are being paid.

If we get some grants in setting up a Federal program that does
not hamstring us or tie us or restrain us, we are capable in our State
of doing it. We need a little financial assistance. We don’t mind
being audited and checked and that kind of thing. We are afraid
ultimately if we get too far afield in this thing we will have a Fed-
eral police force in the State. I don’t think you want that in Mas-
sachusetts, either.

Mr. Macponarp. That is a good point. I think you understand the
point I made with the previous witness, which you have just answered.

Mr. Rocers of Texas. Mr. Younger.

Mr. Youncer. Yon said you had some good Republicans. What
other kind have you? I didn’t know there were any other kind.

Mr. Witniams. Sir, your hair is about as gray as mine. We in
Georgia remember the good old Hoover days, regardless of who was
responsible.

Mr. Youneer. With the automobile industry stock off today, we
may be facing the same situation again.

Mr. WirLiams., All my savings are in automobile stock and T am
really hurting.

Mr. Younaer. They certainly took a beating today.

Mr. Rocens of Texas. Mr. Mackay?

Mr. Mackay. I am proud to have this committee here and also
Congressman Stephens. This is another evidence of the vigorous in-
terest of the people of our State in this problem.

This committee invited me to come down during the Easter recess
and it is great to have them up here. We appreciate their presence
very much.

Mr. Rocers of Texas. Thank you, gentlemen, for your contribution
to the hearings.
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Those will be the last witnesses today. It is 5 o’clock. If anyone
who is scheduled today desires to file his statements he may file them
and they will be included in the record. Otherwise, contact the clerk
and try to get scheduled some day next week.

STATEMENTS OF ERLE COCKE, JR., VICE PRESIDENT, SAFETY
SYSTEMS, INC.; AND OLIVER W. BOBLITZ, PRESIDENT, SAFETY

SYSTEMS, INC.

Mr. Cocke. Mr. Chairman, we will be glad to file our statement.
We have it here.
(The statement referred to follows:)

STATEMENT OF ErRLE CoCKE, JR., FOR SAFETY SYSTEMS, INC.

Mr. Chairman and Gentlemen of the Committee, I am Erle Cocke, Jr. I ap-
pear here as Vice President of Safety Systems, Inc. We have patent application
pending for an automatic safety belt adaptable to vehicles and airplanes that
will enforce the use of seat belts. It will alert the individual with a buzzer
and indicate to the enforcing policeman with a blue light. Mr. Boblitz, the in-
ventor and President of Safety Systems, Inc., is here with me and we both will
be glad to answer questions after I read the following statement.

We are here to register our endorsement of H.R. 12548 since under it, the
Secretary of Commerce would be authorized to establish national safety stand-
ards for motor vehicle equipment and hence could order the Safety Systems de-
vice for making sure seat belts are used.

1 testified in favor of the Senate bills first before the Sub-Committee on
Executive Reorganization and later before the Senate Commerce Committee,
There, too, I pointed out that we are in favor of national standards established
by the Secretary—either of Transportation or of Commerce—becanse the Sec-
retary could then order the Safety Systems device for making sure seat belts are
used.

In developing our Safety Systems device, we found :

1. Safety devices must be made automatic and foolproof; they must be made
a part of the vehicle.

2. Seat belts—the safety device which holds the immediate promise of sav-
ing the greatest number of lives—can be made automatic and foolproof.

The American motoring public has a distinet aversion to the voluntary use
of safety seat belts. Safety Systems has conduected a number of statistical
surveys to determine the percentage of motorists actually using seat belts
installed in automobiles, These studies have revealed that less than 15%
and, generally less than 109, of the seat belts installed in automobiles are
actually used by the motorists and passengers riding in these vehicles. In
other words, 85 to 95% of the seat belt equipment contained in automobiles
goes unused while the occupants of the motor vehicles continue to ignore
the added margin of safety which “proper use” of the seat belt equipment
would afford.

It must be emphasized that a seat belt must be “properly used” if it is to
provide the measure of safety to the occupant of a motor vehicle. Merely
buckling the seat belt about the vehicle passenger is not adequate. A safety
seat belt which is not snug around the pelvis of the passenger may cause
serious injnry to the passenger upon collision. In an address in Atlantic
City, Dr. Elliott 8. Hurwitt of Albert Einstein College of Medicine in New
York City, reported that there have been numerous belt-related injuries to
passengers of motfor vehicles due to leaving a seat belt loosely adjusted rather
than having it “snug.” Ruptured spleens have been frequently incurred by
automobile passengers who have merely buckled a belt across their lap but
have failed to pull the belt snug across the pelvis.

The requirement for a seat belt to be “snug around the pelvis” in order for
it to be used properly is emphasized in a number of pronouncements by safety
organizations. For example, the Washington Post for Sunday, January 30,
1966, reports statements to this effect by the auto industries highway safety
committee. The article contains the following statement:
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“Maximum seat-belt protection is obtained when the belt is snug around the
pelvis, says the ATHSC. Seat belts with retractors should have no slack left
on the reel after the belt is fastened.”

If all of the seat belts which have been forced to be installed in motor
vehicles by legislature fiat are to serve a useful purpose, there must eventually
be some way to enforce their use and this in a “proper manner.” The proper
fastening of a seat belt requires that it be “snug” and this will necessitate
eventually the setting of some standards which may be used as a guide to
signify to passengers of motor vehicles that they have their seat belts “proper-
ly fastened.” A “snugness” standard will specify a tension in pounds or
ounces, or a permissible amount of slack in inches, or both. To supplement
this, there must be provided some device which will automatically signify
to the passenger of the automobile that there is such “snugness” of this seat
belt. Without this, the present seat belt program of enforced installation of
equipment might as well be abandoned. It has been definitely proved that
attempted “education” of the motoring public alone is useless. Iiven if educa-
tional programs were able to get a majority of automobile passengers to fasten
their seat belts, there wounld remain the equally serious problem of gefting
a large percentage of such people to fasten the belt with the correct “snugness”
to obtain adequate protection from the belt and prevent ruptured spleens and
similar internal injuries of the type that are being experienced today by a
portion of the small percentage of automobile passengers who are buckling
geat belts about them.

The Safety System device provides a safety seat belt which not only anto-
matically signifies to passengers of automobiles that their seat belts are fastened
but also that they are “properly fastened,” i.e., that the seat belt has been drawn
across the pelvis with a proper degree of snugness for maximmm protection.
This new device permits functional operation of the seat belts by allowing the
passenger to move to a limited extent without “triggering” the signal device
control cirenit. The seat belt device may also provide for the indication of such
fastening to law enforcement personnel.

3. The Safety Systems device can be installed in all existing cars as well as
{n all new cars to be manufactured and can be incorporated into and used with
existing seat belts.

This feature in making the use of all present seat helt installations a “part
of the ear” will salvage the expense of the existing installations and for the first
time make them serve the purpose for which they were intended—to save lives
and reduce the seriousness of injuries.

4. The Federal Government can lead the way by causing the Secretary of Com-
merce to prescribe the installation of the Safety Systems deviee on all motor
vehicles in order to meet United States traffic safety performance standards,

If the Secretary is convinced—as I am—that seat belts, if properly used, con-
stitute the single best step forward in highway safety, and

If the Secretary is convinced—as I am—that a simple, inexpensive device which
will insure the nse of seat belts is in the publie interest,

Then, under the authority of H.R. 125348, the Secretary can prescribe the Safefy
Systems device and rest assured that as far as seat belts are concerned, the Safety
System device will take the “if” out of “if used.”

Gentlemen, I could talk fo you all day about the need for this device and ahout
how it will help solve the traflic safety problem, but one demonstration to yon
is worth a thousand of my words. Mr. Boblitz has set up an indoor demonstrator.

Assume this is the front seat of a car equipped with roll-up seat belts and the
Safety Systems device. If T get in and do not fasten my seat belt and turn on
the ignition, the buzzer buzzes until I do fasten my seat belt properly, then the
blue light lights. If T get in and fasten my seat belt and furn on the ignition,
the blue light lights.

If T am driving along and my seat belt becomes loose, the buzzer buzzes until
I re-smug my seat belt, and then the blue light lizhts,

It is as simple at that. It works for the driver's seat and it waorks for all
occupied passengers’ seats. If any seat belt is not properly fastened, the huzzer
buzzes. If all seat belts are snugged, the blue licht lights. If any seat belt
becomes loose, the huzzer buzzes. If all seat belts stay snug, the blue light
stavs lit.
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IN BUMMARY, AND TO CONCLUDE

If we permit the present rate of traffic accidents to continue, at least one out
of every two living Americans will be killed or seriously injured in a traffic ac-
cident. Yet, almost everyone knowledgeable in the traffic safety field agrees
that a seat belt, if “properly used.” would reduce traffic deaths by over one-third
and would reduce serious traffic injuries by approximately 50 percent. Specific-
ally, last year over 12,500 deaths and about 2 million serious injuries could have
been prevented by seat belts, if “properly used.”

It is true that seat belts are installed in about 40 million cars and between
& to 10 million will be installed in new ears during 1966. Buf, the advantages of
seat belts have not been realized. Instead, 1965 was the worst year we ever had
for death and injuries due to traffic aceidents.

Can this be explained? Yes, it is simply because seat belts are not being used
and because seat belts are not being “properly used.” There never has been and
there is not now much interest on the part of the motoring public in fhe voluntary
nse of seat belts. Safety devices which do not require voluntary cooperation are
more effective than those which require it. The Safety Systems device does nof
require voluntary cooperation. It is part of the car. It is automatic and
fdolproof.

So the questions arise—ecan the use of seat belts be made “automatic and fool-
proof” and can the “proper use” of seat belts be made “automatic and foolproof 7"
The answer to both questions is yes. The Safety Systems Seat Belt device makes
sure the seat belt for the driver and for each passenger is being used and is being
“properly used” or the warning system automatically alerts the driver and con-
tinues to alert the driver until the seat belt of the driver and of each passenger
is being used and is being “properly used.”

Why the emphasis on “proper use?’ Because, it has been proven that a loose
geat belt is of little or no value in restraining the passenger when the car comes
to a sudden stop; but instead, in some cases, a loose seat belt can itself caunse
internal injuries in addition to the probability of the passenger being thrown
against the interior of the car and thereby causing death or serious injuries.
Indeed, it is this “second collision”—the passenger being thrown against the in-
terior of the car—which is the eause of the death or injury and which can be
prevented or minimized by the “proper use” of seat belts,

Safety Systems Seat Belt device automatically guarantees that seat belts are
fastened and snugged and kept snug.

When and how is a seat belt “properly used?’ A seat belt must be fastened
snugly around the pelvis of each person in any car before it starts moving.
There is no way to tell when a car must slow down quickly or stop snddenly—
whether it is going half a city block or 100 miles. The act of simply connecting
two seat belt straps together does not constitute the “proper use” of a seat belt.
Seat belts must be fastened and “snugged” at all times to insure the protective
value brought about by holding the person firmly in the seat.

Can the safety system seat belt device be used with existing seat belts or only
installed on new cars? It can be used with existing seat belts, which can be
incorporated into and made a part of the Safety System Seat Belt device and
their use will then be “automatic and foolproof” and, for the first time, their
owner ean be sure they are being used and are being “properly used.”

Can the Federal Government lead the way for the immediate use of the safety
systems device? Yes, the Secretary of Commerce can prescribe the installation
of the Safety Systems device on all motor vehicles in order to meet traffic safety
standards.

And, therefore, we sincerely endorse H.R, 12548,

Note.—Sketch of “seat belt devices” may be had upon request from Safety Sys-
tems, Inc, 454 Washington Building, Washington D.C., 20005, Phone: 73-0979.

Mr. Cockr. We do also have a quick demonstration that would not
take but. 1 minute to look at if you would like to see it.

Mr. Rogers of Texas. Yes.
‘f}h‘- Borprrrz, This is a safety belt situation that seems to take the
1f out.

I think the biggest problem we have all been talking about is how
to prevent the death and injury due to second collision. There is a
second collision. That is a law of physics.

63-481—66—pt. 2——12
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Our statement will indicate that if seat belts had been used by every-
body, 40 percent of the deaths would not have occurred and 50 percent
of the injuries would have been reduced or eliminated.

( Demonstration.)

This buzzer would remind you to use your belt. You don’t need to
have the noise. Imagine this is a seat in the car and this is the floor
and this is your ignition up here. If yvour ignition switch was turned
on after you fastened your seat belt you would have no noise. But
there is another problem that faces everyone who uses a seat belt
which is that about 50 million cars have seat belts and 8 percent are
using them.

The seat belt does work loose. This device will tell you it is loose.
You can then reach down and snub.

Mr. Rocers of Texas. Mr. Hoffa said seat belts were no good for
truckdrivers.

Mr. Borrrrz. Mr. Hoffa can have his opinion but everybody else
says they are.

Mr. Rocers of Texas, He did not say that. I misquoted him. He
said it is 50-50,

Mr. Boerrrz. The Public Health Service just sent some of my money
making a research at Michigan State. They did a very good job. In
fact, they stated it is the best job that has been done to date since
the birth of the automobile.

I am stating some of their facts. Forty percent of the people would
be alive today of the 50,000 that died last year. Forty percent of
them would be alive if the seat belts had been used and used properly.
This applies to each and every seat in the car. Only in the seat that
is occupied would it be activated.

Mr. Cocke. This could also apply to airplanes, buses, or anything
else.

Mr. Rocers of Texas. Tt would eliminate the girl walking up and
down the aisle asking you if your seat belt is fastened.

Mr. Bosrrrz. That is right., If the light is on it tells you to fasten
your belt. Fifty million vehicles with seat belts in—most of it is a
compulsory purchase. Only 2 percent of the cars had them prior to
this compulsory purchase. With only 8 percent of the people using
them I don’t think this is really good use of the money they are spend-
ing and it is not saving any lives.

Mr. Cocxe. For the record, this is Oliver W. Boblitz, who is the
inventor of this particular project. We would appreciate your put-
ting our statement. in the record.

Mr. Rocers of Texas. Your statement has been included in the ree-
ord as though read in full.

STATEMENT OF TOM TRIPLETT, CHESTER, S.C.

Mr. Trreeerr. Mr. Chairman, T have a statement which I should
like to present at this time for the record.

Mr. Rocers of Texas. Thank you, Mr. Triplett.

Your statement will be inserted in the record in full at this point.
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(The statement referred to follows:)

STATEMENT oF Toa Triererr, CHESTER, S.C.

I am Tom Triplett of Chester, S.C. Gentlemen, the magnitude of this oppor-
tunity is overwhelming. It is a privilege to strive with you. May the Lord
direct our striving.

Let me assure you that I fully appreciate the seriousness of our problem. At
times, my natural vernacular of communication may appear humorous, but I am
completely serious.

Picture with me for a moment the White House. Secretary McNamara is
seated across the deck from the President and he is saying something like this,
“(*hief, 1 am willing to give it my all, but frankly I really don’t think that we
can defend this country.” What a ridiculous picture. We all know that under
these circumstances, Mr. MeNamara would be replaced immediately. Picture
again the Secretary of Agriculture seated across the desk and saying, *Chief,
I'll give it my all, but I am afraid the farmer has had it.” Again a ridiculons
picture. An intolerable picture. Yet in the field of safety, almost every safety
official admits to failure in his acceptance speech and we permit it.

There were many soldiers in the armies of Israel who would have been willing
to go out and die in the attempt to kill Goliath but magnificent martyrdom was
of no service to the nation. It was imperative that David not only be unafraid
and willing but that he believed that he could do the job at hand. As head of
our National Traffic Safety Agency, we need such a man now.

As all good lawyers know, it’s human nature to build up a problem before
we solve it. We take a problem and before we actually attack it, we go to the
people involved and explain to them just how great and how complex this
problem is. Then at the last minute, we pull the chestnuts out of the fire. Let me
say this—we’ve built this problem big enough, and its time now for the solution.

Let's start with the seed of the system. The automobile is the seed of our
transportation system. This is the seed that has produced our great material
wealth—our great economy—our wonderful nation—and the many good things
which we have. However, at the same time, this is the seed that has produced
the death and destruction, crippling and maiming which we are experiencing
at this time. There are many lesser areas of this problem which also need
adjustment. However, in revamping the system, we must necessarily start
with the seed.

Now, what approach should we take to assure success? We live in the world
and we made it not—and we make not the laws of the world—but seek out the
laws that were made. One of these laws is as follows:

Belief is necessary to success. We have already mentioned this. Another
of these natural laws states thusly : The sane driver with or without insurance
is in fact two distinctly different drivers. But the main law that we should
consider here is this law—Collective cooperation in our antomobile industry is
no match for the competitive striving of our free enterprise system. People
simply don't produce when they don’t compete. Yet we in this great nation of
free enterprise and competition, fully realizing the great power of our system
have been content to attack the traffic safety problem with collective slumbering.
“Mama, our son is dead” 50,000 times a year. We cannot continue on this path.

Our problem lies in the incompatibility of our machines with our people who
use them and the compounding of our problem is in the cry of “redesign the
people who drive”, and the compounding of the compounding of the problem will
be in the cry of “redesign the people who make them". We need a traffic safety
agency and we need to research our problem from end to end but we don't need
to relieve the manufacturer of his natural responsibility for the performance
of his product. You may think that the manufacturer is afraid of government
regulation but the ery you are hearing is “Brer Fox, please don’t throw me in
the briar pateh”. If the government assumes the responsibility of safety design
in our vehicles, the manufacturers will join together for another 50 yvear snooze
under the vail of government sanction and in thousands of court rooms across
the nation wronged individuals will encounter the stone wall of “Our product
meets government regulation” and an already compounded problem will be
re-compounded.

What we do need is for our government to shine the light of free enterprise
on our four star players—General Motors, Ford, American Motors, Chrysler—
and to arouse them to the task of competitive striving with our safety problem.
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To do this, we need only to devise a plan which will clearly indicate to the people,
which manufacturer is doing the best job now and which manufacturer is doing
the worst job now.

It has always been a mystery to me why some one manufacturer does not have
guts enough to stand up before us all and avow that he makes the world’s
safest vehiele. It must be that each one feels in his heart that his product is
the worst. But when these same firms realize that we are about to attack this
problem on the basis of results and competition, then the safety engineer won't
even pick up until the stylist is on the phone and we will have embarked on the
course toward a wonderful evolution which will inecrease the safety and efficiency
of our transportation system beyond our wildest dreams. No amount of gov-
ernment regulation or bureaucratic wondering will ever make this dream come
true, Any safety proposal which ignores “knowledge of results” is doomed to
failure, Gven if the Federal Government regulates safety design, we must
necessarily have knowledge of results in order to tell whether or not our regu-
lations are effective.

A blind man ecan throw but he can’t improve hig aim no matter how much he
practices because he has no eyes to give him knowledge of results. This then
is the key. Any approach we take which does not contain this key of free enter-
prise is doomed to eollective failure—and any approach we take which includes
this key of free enterprise will succeed.

American Motors, Ford, Chrysler, General Motors—arise four sleeping giants—
for there are those who would chain you while you slumber and we are here
with the chains,

Mr. Rocers of Texas. The committee will stand adjourned until
Tuesday morning at 10 a.m,

(Whereupon, at 5:10 p.m. the committe¢ vecessed, to reconvene at
10 a.m., Tuesday, May 10, 1966.)
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TUESDAY, MAY 10, 1966

House oF REPRESENTATIVES,
Coxarrree oN InTErRsTATE AND FOREIGN COMMERCE,
Washington, D.C.

The committee met at 10 a.m., pursuant to recess, in room 2123, Ray-
burn House Office Building, Hon, Harley O. Staggers (chairman)
presiding.

The Cramyan. The committee will come to order.

Today the Committee on Interstate and Foreign Commerce com-
mences the fourth week of hearings on the Traflic Safety Act of 1966,
H.R. 13228, and related bills.

Because of the great interest in this subject, and the number of wit-
nesses from all over the country who have asked to be heard, it has
been necessary to extend the hearings considerably beyond the length
contemplated when we first undertook this program. However, as I
have stressed from time to time, this is a vital subjeet which reaches
into every home in the Nation, and the time taken for these hearings
will be well spent.

At this time T want to thank the members of this committee who
have cooperated so generously in participating in afternoon and eve-
ning sessions in order that we could accommodate so many witnesses
each day at the hearing.

Also, for the record, T want to thank those witnesses who have co-
operated in summarizing their testimony and keeping their answers to
questions as brief as possible.

I also ask the understanding of numerons witnesses who have spent
many hours and in some cases days waiting for their opportunity to
testify. When we have a matter of this size before us and the Congress
at the same time has important legislation coming up on the floor, the
constructive cooperation of all concerned is necessary.

[ am sure that as we continue, it will be necessary to invoke strict
time limitations on questions by members and also on the testimony
and answers by the witnesses. Your continued support in this regard
is requested.

If Horace Greeley were speaking today, he might change the word-
ing of his famous piece of advice just a little. He might say “Go to
Michigan, young man, and make automobiles. This is the surest route
to fame as well as to fortune.”

By that, T have in mind a man who has had great success in his
Stafe and in his public life. Today we are looking forward with con-
siderably more than idle curiousity to Governor Romney’s testimony.

961
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What will a man say who has looked at the automobile from two
conflicting standpoints—from the profit angle, if I may call it that;
and for personal popularity ?

Governor Romney, we are fortunate to have a man with your fine
record as an industrialist and as chief executive of a great State to
speak to us on a subject on which you are as well versed as any man
alive.

[ might say we have two distinguished members from the State of
Michigan on this committee. I would like to at this time call on a
man from your own party to say a few words, Mr. Harvey, who is a
very valuable member of this committee, who is doing a great job in
the Congress of the United States in all matters. Mr. Harvey!

Mr. Harvey. Thank you very much, Mr. Chairman,

I am very proud and delighted to have the opportunity to present
Governor Romney to our committee. As you have mentioned, he
brings with him a very distinguished record in many respects. He
brings with him a wealth of experience as former president of Ameri-
can Motors Corp. As Governor of the great State of Michigan, also,
he has shown in the last 4 years a real zeal in the matter of traffic
safety.

It was through his efforts and the cooperation of our State legis-
lature that our own State police in the State of Michigan have had
their budget increased by more than $1 million in order to bring
greater safety to our highways.

In all of his administration there has been continued emphasis on
safety on our highways. He brings with him a wealth of experience
and I look forward to his testimony. I am indeed honored to have
the opportunity to present the Honorable George Romney, Governor
of the State of Michigan, to our committee. Thank you.

The Cramyrax. Thank you, Congressman Harvey.

Again, T want to say that Congressman Harvey is a very valuable
member of our committee.

At this time I would like to call on Congressman John Dingell of
Michigan for a word.

Mr. Dixgern. Thank you, Mr. Chairman.

Governor, it is a pleasure to welcome yon before the committee this
morning.

The Caamarax. You may proceed with your testimony. We are
happy to have you.

STATEMENT OF HON. GEORGE ROMNEY, GOVERNOR OF THE STATE
OF MICHIGAN; ACCOMPANIED BY WALTER DeVRIES, EXECUTIVE
ASSISTANT TO GOVERNOR ROMNEY

Governor Romxey. Thank you, Mr. Chairman.

I want to express appreciation for the gracious words that have
been expressed, and also for your hearing me, because I know you
had intended to close the hearings last week. T couldn’t be here and
I, therefore, deeply appreciate your enabling me to testify this morn-
ing.

The State I represent, as you know, is the leading automobile manu-
facturing State in the Union, as well as the leader in the manufactur-
ing of automotive parts and equipment.
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As the automotive capital of the world, Michigan has a vital stake
in this industry. It directly employs 407,000 Michigan citizens.
Nearly 14 percent of the nonfarm employment, and 17 percent, or $4
billion, of the personal income of Michigan citizens come directly from
the automotive industry.

It is estimated that, directly and indirectly, over 25 percent of our
nonfarm employment results from automotive sales and production.
You can readily understand, therefore, Michigan’s direct interest in
this legislation and its possible impact on the economy of our State.
Nationally, 1 out of every 7 jobs depends on automotive transporta-
tion.

But far surpassing Michigan’s economic stake in the automotive in-
dustry is our deep concern for the mounting toll of highway accidents,
injuries, and deaths—a concern which Michigan citizens share with all
Americans. Forty-nine thousand Americans, including 2,129 in Michi-
gan, died in traffic accidents last year.

In Michigan alone, 155,258 were injured, and property damage was
estimated at more than $400 million, Statistics are cold—but each fig-
ure represents a human tragedy—a life snuffed out, a grieving family
an orphaned child, or a painful, perhaps crippling injury. This sense-
less, needless human waste cries out for meaningful and massive
action,

I applaud the Congress and the administration for their recent and

rowing concern for traflic safety—a concern which, in my opinion, is
ong overdue. I agree with the analysis of Senator Abraham Ribicoff,
who testified a week ago today that “The Federal Government’s re-
sponse to the shocking problem of traffic safety in America has been
slow in coming.”

I want to emphasize that the Federal Government’s response in this
area has been slow in coming.

I am pleased to see that the Federal Government is now preparing
to step up to its responsibilities.

If this committee and the Congress act and act wisely, you can
remedy past deficiencies in the discharge of Federal responsibility by
adding the missing Federal link to the existing chain of State, local,
voluntary, and industry action which has already achieved dramatic
progress in traflic safety.

I have been personally involved in highway safety activities in both
a private and public capacity for about 30 years. During that time, I
have seen the combined actions of State and loecal governments, volun-
tary safety associations, and the automobile industry itself, reduce the
number of traffic deaths per 100 million miles traveled by two-thirds—
from 15.6 in 1937 to 5.6 last year. With proper Federal participation
in this joint effort, I am confident that much greater progress will be
possible. '

When I was managing director, and later president of the Automo-
bile Manufacturers Association, as well as when I was president of
American Motors Corp., I worked to get the industry to take more
“united, consistent, and vigorous action” to reduce the number of
highway aceidents, injuries, and deaths. I have been a critic of the
industry for its overemphasis on style, power, and speed, rather than
on safety.
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I have made specific proposals in that connection in past years while
in the industry. 1 will say to you what I have said before to others:
The industry has made progress toward safer vehicles, but not enough.
However, I believe you will see tremendous vehicle safety imprn‘\'v—
ment in the next few years—more than ever before in hist ory—unless
the car companies are unnecessarily shackled with the type of Federal
control that is self-defeating.

While T have eriticized the industry for not doing enough, T know
that had it not been for the leadership and support of the automobile
industry in organizing and financing traffic-safety programs, conduct-
ing safety research, improving the product, and placing proven, cus-
tomer acceptable, safety items on their automobiles, the fatality rate
from traffic accidents could still be right up where it was 30 years
ago—and that was three times as high as it is now.

I say that against the background of my experience as to what has
happened in the field of traffic safety over the last 30 to 35 years. The
automobile industry in our State played a key role, the key role, as a
matter of fact, in helping in providing the leadership necessary to
reduce the rate of traffic fatalities and aceidents on our highways.

But let the industry speak for itself. My concern, as a (Governor and
an American, and the reason T requested this opportunity to appear
before you, is to call to your attention the erucial contributions which
the States and voluntary associations have made and can continue to
make in our common struggle for safety on the highway.

The States have been in the traffic safety business for a long time.
They have the primary responsibility for regulating motor vehicles,
building highways, educating, examining and licensing drivers, estab-
lishing traffic laws, providing police enforcement and courts, regulat-
ing automobile equipment, inspecting vehicles, and conducting safety
research. In the one area of setting standards for motor vehicle safety
equipinent, the States have developed over 1,100 regulations, laws, and
apnroval procedures.

Tn Michigan, we are particularly outstanding in our highway system,
onr national award winning statewide driver education program, our
driver improvement schools, and our State police, althouch these, too,
need improvement. Our universities have produced key research
studies. ;

The Highway Traflic Safety Center at Michigan State University,
which provides research, training, and field services to the State, was
the first of its kind in the Nation. Wayne State University in Detroit
has been conducting research into the effects of crash impacts on vehi-
cleoccupants. The University of Michigan at Ann Arbor has recently
received a $10 million grant from the automobile industry to establish
a highway safety research institute.

You have already heard from the University of Michigan specialists
who have carried out on-the-scene studies of actual accidents immedi-
ately after they occurred, as well as studies into the relationship of
the drinking driver and the fatal accident. These studies, althongh
admittedly limited in scope, indicate that more than half of all high-
way deaths involve at least one drinking driver. That, gentlemen, is
the greatest cause of death on our highways today. Tt is the cause
that is being ducked at many State levels and many other levels.
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The greatest cause of death on our highways today is the drinking
driver. With proper attention to that one area, we could make greater
strides in cutting traffic accidents and fatalities than in any other
single area. _ _ i

This finding is supported by the California Safety Foundation,
which reports that, “Among drivers responsible for the accidents, two-
thirds had been drinking, and in fatal one-car accidents, seven out of
ten had been drinking.” Our figures in Michigan are 55 percent.

Because of findings such as these, I have pressed vigorously for
passage of an implied or expressed consent bill in Michigan to permit
more effective law enforcement in combating the increasing problem of
drunk driving. This problem, gentlemen, is one that involves every
aspect of the traffic safety movement. There is judicial laxity, traffic
suh‘t_\' laxity. The officials of this country are being discouraged in
this country from applying laws to drinking drivers because of lack
of public support for the enforcement of the laws, and we don’t have
strong enough laws, either.

State officials in Michigan, along with voluntary safety groups and
the industry itself, have worked hard to foster a climate of public
concern for traffic safety which must be the basis for either in:\uﬁ( ry

action or governmental action at any level. I don’t know of any pub-
lic problem that involves a greater degree of public understanding,
public involvement, and public support than traflic safety on our high-
Ways.

Since 1963. as Governor, I have submitted four special messages on
traffic safety to the Michigan Legislature. More than 219 key Michi-
gan citizens and public officials were appointed to a Governor’s Special

Commission on Traffic Safety and produced more than 100 solid traffic
safety recommendations, And we have held 22 regional traffic safety
conferences throunghout the State.

I cite this record of activity and interest to indicate to you that
Michigan, for one, is a State interested in traffic safety and working
hard to improve its traffic safety program. We are making progress,
but we are not making enough progress. With or without Federal
involvement, we will continue to make progress—but timely and well
conceived Federal action can help us do an even better job.

Senator Ribicoff stated a laudable objeteive for Federal action when
he told this committee.

Only an enlightened and healthy three-way parinership which includes the
Federal Government, the States, and private industry can give us the safe high-
ways we need and deserve.

Mr. Chairman, T heartily support that, with one vital addition, and
this really is a deficient program on a three-way basis. A greaf deal
of our traffic safety progress depends, and should continue to depend,
on thousands of voluntary associations at the National, State and local
levels. I want to say I am one who has devoted a great deal of effort
in the last 30 years fo try to build up a greater degree of involvement
and support at the local and State levels, as well as the national level,
in order to deal with this tremendously complex and difficult problem.

I urge this committee and the Congress to support such an approach,
and call upon you to demonstrate that support by amending the meas-
ure now before you.
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For H.R. 13228 does not envision the partnership and joint effort
which we so desperately need. Rather, under title I, it would wipe
out meaningful and ereative State contributions toward improved ve-
hicle safety. The States—not the Federal Government—have led the
fieht for traffic safety, with significant success, The States—not the
Federal Government—have most of the available governmental
knowledge and experience in vehicle safety regulation. Senator
Ribicoff’s capacity for congressional traffic safety leadership is proof
of this because he was for meh’ Governor of Connecticut and chair-
man of the National Governors’ Conference Traffic Safety Committee.

The States—not the Federal Government—will continue to carry
the burden of education, enforcement, engineering and licensing ac-
tivities designed to prevent the “first collision” which makes the “sec-
ond collision” possible.

The States—not the Federal Government—will continue fo carry
the burden of regulating vehicles and equipment in use and when re-
sold as second-hand ecars.

Yet title I ignores the States and the contributions they could make,
substituting absolute Federal decisionmaking and control.

This is not. the way to build the “enlightened and healthy three-way
partnership” which Senator Ribicoff described, or the four-w ay part-
nership which isessential.

Of all the potential members of that four-way partnership, the
Federal fnn\mnnwnt has been the most remiss in meeting its respon-
sibilities. That is, up to this point. T say this to get this thing in
perspective. A lnl of things in this field are out of perspective and
they are dealing with a lot “of things vital to the economic health as
well as the lives of the people in the country,

The Federal Government has a role to play here, but the Federal
Government has been most remiss in filling its proper role. Yet
today, congressional and public attention is being focused largely
on the admitted shortcomings of the States, voluntary associations
and the automotive industry, all of which have been grappling con-
scientiously with vehicle and traffic safety problems for decades.

This legislation, in its present fmm. says in effect: “Because the
States, voluntary associations, and the industry have been only par-
tially successful, the Federal Government must move in and do it all.”

Mr. Chairman, the long-range solution to our complex and urgent
traffic safety problems does require greater Federal effor t—but it
requires far more than that. It rf-t;uiros us to enlist the total resources
of this Nation—private as well as governmental.

What is the proper Federal role in the new partnership which we
shonld seek to build ?

First, the Federal Government should use its influence and resources
to stimulate and assist action by State, local, voluntary, and industry
organizations in every area of traffic safety.

\eennd the Federal Government should take full advantage of the
resources of the auto industry, State and local government, voluntary
associations, and the research facilities of our universities.

Third, Federal procedures should require maximum and meaningful
preparation and decisionmaking participation by the States in setting




TRAFFIC SAFETY 067

motor vehicle safety standards and other highway safety program
standards.

Fourth, Congress should give the States a reasonable time to adopt
approved highway safety programs before making them effective na-
tionally.

Fifth, Congress should specify a reasonable minimum amount of
time before motor vehicle safety standards become effective, but leave
the maximum effective time flexible and subject to the decision of the
Secretary, because of the varying but inescapable time factors mvolved.

There are time factors involved in this time process, gentlemen, of
concept, of laboratory development, experimental development, proto-
type development, testing, and incorporation into the total vehicle,
modification of the total vehicle, complete design and engineering,
tooling, prototype tests, and ultimately production.

Depending on what you are talking about, it. can take years or it
can take a short time.

Sixth, Congress should provide adequate guidelines for use in devel-
oping specific vehicles and equipment safety standards, along with the
reasonable provisions for judicial review.

And seventh, Congress should give the States the authority and as-
sistance needed to enforce Federal safety standards for new vehicles
and equipment, rather than to build a separate and overlapping Fed-
eral enforcement organization.

I such a provision were coupled with adequate Federal support and
encouragement of State programs for inspecting vehicles as they are
driven, traded, and resold, both the contemplated Federal program for
new vehicles and equipment and the existing and expanded State in-
spection of vehicles in operation, could be carried out with maximum
efficiency and effectiveness.

I cannot emphasize too strongly the need for State decisionmaking
involvement in setting Federal motor vehicle safety standards, as well
as in setting standards for the State highway safety programs for
which assistance is contemplated under title I1IL.

I also propose that the Congress request the Secretary—or Congress,
itself, but one or the other—to confer immediately with the Governors
of the 50 States, or with their representatives, regarding establishment
of a special interstate advisory council on vehicle and highway safety.

There are some good interstate agencies, but the States have never
taken a look at a program that can be complete if the Federal Govern-
ment decides to play its role properly and to devise the State agencies
needed to cooperate in such a total program.

What we have set up thus far has been in the framework of less
than a complete program and without Federal involvement to the ex-
tent that Federal involvement is desirable.

Each Governor should be asked to either serve or to appoint one
permanent member to represent his State. Indeed, T urge you to
secure the participation of the Governors in perfecting your legisla-
tive proposals before complete and final enactment. I can’t emphasize
that too strongly. Here is a program where the States have primary
responsibility. They are going to have to carry out the bulk of this
program, if it is to be successful froma governmental st andpoint, from
the standpoint of governmental responsibility.
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For the Federal officials to sit down and develop that program with-
out bringing the States in and letting them meaningfully participate
in shaping that program is, to me, to wind up with something that
can’t possibly be as effective as it can be if there is effective State-
Federal consultation and participation, and to be fully effective that
is what we need. You can't do that by coming and appearing before
a committee like this, and you can’t do it with communications and
letters.

To develop the understanding needed in an area as important
as this, you need to sit down and talk things through, and throw
the ideas on the table, and come up with the most meaningful ap-
proach. This doesn’t mean any delay in this program. This can
be done without any delay, because there are meetings coming up
of the Governors that would make this completely possible.

I believe that the Governors would welcome the opportunity to
come and participate in this meaningful way.

Certainly the Federal Government should not preempt such an
important area of joint Federal-State responsibility without prior
Federal-State consultation. But by law, Congress should require
the Secretary to submit requests for development of standards to
the interstate advisory couneil.

Alternatively, the Secretary could snbmit a proposed standard
to the council, requesting its comments. The counecil should be
allowed a period of 4 to 8 months to report back to the Secretary, who
would then be free either to accept, amend, or reject the council’s
proposal,

In any event, the Secretary would properly retain the authority to
promulgate those standards which, in his judgment, were adequate
and reasonable, in accordance with the guidelines preseribed by
Congress.

I have been through this process of some group being set up as
an advisory group without actually having a specified time and a
specified procedure within which to consider the proposals that are
to be acted upon. It becomes a relatively meaningless thing if it
is just an advisory relationship. But if it is a specified procedure
by law and providing for a meaningful participation, it is quite a
different thing.

Such a procedure would not delay the development or adeption
of standards, and it would result in better standards. Tt would
preseribe a method for constructive involvement of the States and
for drawing on their long experience and knowledge. Tt would
be a vital step toward building the new partnership which we all
want, and which our conntry needs.

While T see the possibility of great gains from this legislation,
without amendments T can see the possibility of great dangers.

Without elaborating them, let me list some of the dangers as T
see them:

First, and foremost, whether action on vour part will be good or
bad denends on your enconraging and buildine on what i= already
being done. There is great danger that the Federal Government’s
belated recognition of its trafic safety role will eanse it to move
too fast to permit effective State participation in shaping the basic
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program and standards or move in a manner that will create employ-
ment, losses and other possible heavy economic costs including
reduced local, State, and Federal revenues.

There are other traflic safety, governmental and economic dangers,
as I see them, that can be avoided, and should be avoided, but 1 am
fearful at this point they will not be avoided, some of which I have
already alluded to.

The traffic safety dangers to be avoided are:

1. Undermining and weakening State and local traffic safety eiforts.
My legislature is already delaying action on proposals because they
think Washington is going to take care of them. When you put the
States in a position where they don’t know what the Federal Govern-
ment is going to do and what they are supposed to do, you put them
in a very difficult position, because this involves large sums of money,
it involves the competitive relationship of the States,

If a State goes ahead and does what it ought to do on its own only
to find out that the Federal Government is going to subsidize every-
body else, you find yourself at a competitive disadvantage.

This ecan be handled so that it avoids undermining and weakening
State and local governments. ]

2. Discouraging and reducing the absolutely essential efforts cur-
rently being made by voluntary safety associations and private in-
dustry.

We can be thankful in this country that we have had private indus-
try and voluntary association in the traflic safety field or our fatalities
and accidents would be doubled the rate they are now at.

3. Unjust publicity that focuses attention and effort where the least
progress is possible and reduces attention and efforts where the great-
est progress is possible,

4. Singling out relatively safe new cars and neglecting poorly main-
tained and defective cars in use, including those dangerously modified
and worn out.

I have been a critic of the industry with respect to what I felt was
not enough consideration to the safety of the vehicle, but I still say
that the American-built passenger cars are the safest cars built in the
world today, speaking generally and broadly.

[ have been trying to get, for the last 3 years in Michigan, a compul-
sory motor vehicle inspection law. I can’t get it. The used cars are
in worse condition than the new cars.

The governmental dangers to be avoided are:

1. Substitution of excessive inexperienced Federal responsibility
and authority for the essential areas of experienced State and local
responsibility and authority.

9. Another massive expansion of destructive Federal domination
rather than a needed pattern of “creative federalism.”

3. The unnecessary expansion of Federal programs to cover all
States including those ready, willing and able to do their full part,
because of the shortcomings or handicaps of some States.

The economic dangers to be avoided are:

1. Creating customer uncertainty and excessive and premature
future product expectations.

Gentlemen, the way in which this program is handled can either
help in this situation or turn the automobile industry of this Natiop
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into a tailspin. I am not speaking idly or lightly. I know the factors
involving automobile sales and production. Anytime the people
decide not to buy cars, this country has economic difficulty, because the
automobile industry is the economic backbone of this country at this
time.

There are two things that can cause people to stop buying cars:
One is economic uncertainty and lack of confidence. The other is the
belief that there is going to be a much better model down the road
“so T won’t buy today, I will wait.”

Automobile purchases are postponable, and by building up expec-
tations with respect to what future cars are going to have prematurely,
at the wrong time, it can retard current sales and put the automobile
industry into a tailspin.

2. A setback to the Nation’s and Michigan’s economy by a slow-
down of automotive sales and employment.

3. Crippling our greatest job-creating industry in its proven ability
to achieve the constant product improvement on which future higher
rates of economic growth and employment depend.

4. Gradual deadening control of the biggest single segment of our
dynamic private competitive economy resulting from possible political
expansion of motor vehicle safety standards authority.

In my lifetime I have seen the Federal role expanded in the field
of interstate commerce and other areas so that it encompasses prac-
tically everything.

You can successfully maintain that almost any aspect of an auto-
mobile involves safety, and this means that if someone with the
authority to deal with safety directly and indirectly elects to do so
they can involve almost any aspect of the vehicle. It can be the basis
of establishing absolute control over the industry.

Again, I challenge the Federal Government to make this a meaning-
ful and effective war on traflic accidents, injuries, and deaths by join-
ing the existing partnership of State and local governments, voluntary
associations and industry. '

I challenge the Federal Government not to weaken what has already
been achieved, but to build on past accomplishments and experience.

I challenge the Federal Government, through the Congress, to seize
this opportunit}-‘ to enact landmark legislation which will be genuine
federalism. We need that. We need a genuine Federal approach
here which permits the maximum, encourages and permits the maxi-
mum, contribution by the States and by local units of government, and
by private organizations, including the voluntary associations that
play such a tremendous part in this total traffic safety picture.

Thank you very much,

The Cramyan. Thank you, Governor. We are indeed grateful for
your views, As I said before, you have looked at this picture from
two different angles, from being the head of one of our great automo-
bile corporations, and now as being a public servant serving the people
of a great State.

Your last statement I think is very significant, that the Federal
Government does have a role in this.

Governor Rom~ey, There is no question about it.

The Cramaax. I noticed once or twice you say you challenge the

[~

Federal Government. You are not challenging the Federal Govern-
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ment. You are challenging these 33 men who sit here to write a law
and they are dedicated to do that. I know of no committee in the
Congress of the United States that is more dedicated to do that job.

Governor Romyey. Lam pleased to hear that. \

The Crammaaxn. They are not going to be punitive to any industry
or any other group, I am sure, and certainly, I, as chairman, would
not allow it if I could help it. But I have that much faith in every
member of this committee.

You say this job has been delayed too long. I will agree with you.
But it is now before us, and now is the time to act, is it not?

Governor Rom~ey. That is right. I have said we ought to act this

‘ear.

: The Cmamrman. I noticed your statements with acting too hastily
or putting these into effect too fast. We are not going to do that. If
we are going to keep faith with the oath we took to do something and
do it now, we must act soon.

Governor Romyey. But, Mr. Chairman, I think the States have a
legitimate right to expect to be consulted in a formal way in the proc-
ess of developing such an important Federal-State program before
the fact rather than after the fact. The hearings are good, but there
needs to be more than that. There needs to be the opportunity to sit
down and discuss these things in depth and extensively and to come up
with the best possible solution.

That will not delay this program, because many aspects of the pro-
gram can proceed immediately. That aspect of it can be developed
in the matter of 2 or 8 months, to establish the basis of Federal-State
relationship.

I realize there have been some recommendations to use a particular
State agency or interstate agency. Well, that agency was created
for a purpose. It wasn’t created for a purpose as broad as this pro-
gram. I don’t believe that the people here in Washington are in a

vosition to develop the approach that will be as sound as if they
orought in the Governors of the States and consulted with them and
gave them an opportunity.

Furthermore, we have to carry the program out. My experience is
that you get more effective efforts when people are participating in
developing something rather than not participating.

The CHamyan. Governor, I say this to you, that I believe if
you had been here through all these hearings and read the tenor of this
committee as I have read it in asking questions, it is their intent that
the States be involved in this as a partner all the way. I can’t say
what the final law will be as written, but that is the way I read it now.

You mentioned new cars. We have had under consideration by
many witnesses and by questioning here that the older car has a great
deal to do with this problem. I think you will agree with me, as you
would with every member of the committee, that there are unsafe cars
on the highways.

Governor Rom~Eey. That is right.

The CHamyan. We need to correct that situation. We are not
going to try to bring about an economic imbalance or anything like
that. We realize, as you do, that we are dealing with a great industry.
But we realize, too, that the time has come that something must be
done. We are not going to put any economic factor above the lives
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in this country. I know you as a Christian gentleman would never do
that either. ;

Governor Romyey. I don’t disagree with that, but it can be done in
a way that you don’t adversely affect either.

The Criatrmay. That is what we intend to do. As I say, there are
33 men on this committee and I am satisfied in their final judgment
that is what will be done.

Governor Rosxey. Mr. Chairman, I have to depend partly on what
is appearing in the public press throughout the country. What is ap-
pearing in the public press throughout the country is not a balanced
presentation of what is involved in achieving greater traffic safety in
this country.

An emphasis is being put on things that can be very unfortunate.
That is why I think it is important to create a greater appreciation
of the various aspects of this situation.

The Crarryax. 1 appreciate what you are trying to do. I will
say to you that I am not going to indict the press of this country. I
have no control over them. It is a free press. They often print the
things which make the most news or direct the most interest.

Bit T don’t think that will have any influence when the final de-
cisions are written here on the bill.

Governor Royyey. I don’t indict the press. I agree they have been
quoting people, but there are those who have been presenting very
sensational things that are not according to the full facts of the
situation.

The Crrarrarax. T don’t think that is anything new, Governor.

You have criticized this bill. I would like to know just exactly
which part you criticize in this bill.

Governor Romyey. Surely. I will point it out.

The Cramyas. I might be able to help you.

Governor Roxyey. On page 3, section 102, it reads:

The Secretary shall, from time fo time, review existing public and private
motor vehicle safety standards and the degree of effective compliance existing
with respect to such standards. If at any time two years from the date of
enactment of this Act he determines that there is a need for a new or revised
motor vehicle safety standard, and that no motor vehicle safety standard exists,
any existing motor vehicle safety standard is inadequnate to protect the public
agzainst unreasonable risk from accidents—

and so on—

a Federal motor vehicle safety standard issued by order pursuant to section A
shall become effective on a specified date—

And down at the bottom of the page, +—

no State or loeal government law, regulation or ordinance shall establish a
safety standard for a motor vehicle or an item of motor vehicle equipment in in-
terstate commerce if a Federal motor vebicle safety standard issued in conform-
anee with the provisions of this Title is in effect with respect to that motor vehicle
item or motor vehicle equipment—

and so forth.

What that does is to give complete authority to the Secretary of
Commerce to establish standards, and whereyer he est ablishes a stand-
ard there can be no State or local law or regulation. If his standards
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relate to new vehicles, as indicated in here, it even precludes the States
from dealing with the used vehicles and vehicles in use.

1t goes on to say that “such law, ordinance, or regulation,” and so on,
“shall be null and void, and of no effect.”

This is the thing that gives the Secretary absolute authority.

My point is that the Secretary is going to establish motor vehicle
standards with respect to new vehicles. There are a lot of vehicles in
use, and it says that a State can’t establish any standard that is in con-
flict with any Federal standard established.

Again I point out that he is dealing with new vehicles and you have
more used vehicles on the road than you have new vehicles. The States
need to have authority to deal with those vehicles and establish stan-
dards with respect to the used vehicles.

The Cuamrman. I agree with that. I would like to say this, that this
is not the bill that will come out. It will be amended all the way
through. I can assure you there will be provisions for State coopera-
tion all the way through.

Governor Royyey. I am pleased to hear that.

The Cramyax. We realize that the enforcement must come from
the States and we must have cooperation across the Nation. But I
think the duty and responsibility of this committee is to set guidelines.

Governor Rom~ey. I agree.

I would like to stress the desirability of bringing the States in to
consult in advance of the completion of this legislation, in the shaping
of its form, and the determination of how the States are going to
organize in order to cooperate effectively.

The Caamyan. I would agree with you and I think most every
member of this committee would, too. As I say, I have listened to
their questions of the witnesses here, and I think this is the tenor of
the committee.

Governor Rom~ey. The Secretary could do that for the committee,
if he will have the responsibility for the whole program anyway.
There is no reason he couldn’t invite the Governors or their representa-
tives to come in and consult with him and submit recommendations to
the committee in the areas I am talking about.

The Cramman. It will not be the Secretary who will write the
legislation ; it will be this committee and the Congress. We will expect
him to conform with what we set forth.

Governor Rom~ey. I understand, sir. If the committee would take
the time to confer with the Governors so that we can submit recommen-
dations after having a chance to discuss them thoroughly with you,
that would be excellent. But if the committee is not going to do that,
I would simply suggest that maybe recommendations could be sub-
mitted after meaningful discussion with the Secretary.

The Cramyan. Thank you for your testimony. We appreciate it
very much.

Mr. Friedel?

Mr. Friener. Governor, you have a very fine statement, all the way
through, and very interesting. X

[f you look back at the history of this committee for the past 10
years I think you would see that we have not done anything irrational.
We have been trying to leave it up to the States to do things. This
committee went through all the plants of General Motors, American

6o-481—66—pt. 2——13
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Motors, Ford, and Chrysler, and we saw the great research they were
doing. I saw things 10 years ago that were known then as safety de-
vices that are just Twing made available to the American public.

There were too many known safety devices then that were optional
equipment and not standard equipment. Last year we passed a bill
that all Federal vehicles should meet a standard on 17 different items.
GSA in buying the cars for the Federal Government must buy those
with these 17 items. The industry, itself, came around and gave them
to the public. They were slow in doing that. We were not slow in
recommending it.

All through here you say the States and not the Federal Government
should do this and that. We try to keep that standard all the way
through. But the States have been lax.

As you said, in your State you have been trying to get a bill through
for inspections. I can say the same thing for Maryland. We did have
a law one time for inspections and any gasoline station would inspect
the car. When the guy came in and bought gasoline, he would say,
“Put a sticker on my car.” And the man would say, “You have bad
lights or bad brakes,” and the eustomer would say, “If you don’t put a
sticker on my car, I will not buy gasoline here.”

Last year we did pass a law that is very good, that any used car that
is sold has to be inspected. We are the first State in the Union to pass
that law. That is a very good law but it doesn’t go far enough.

I think all cars should be inspected. We would get a lot of old cars
off the streets.

On the VESC. T think there are 44 States and the District of Colum-
bia in that. They have come up with a minimum standard on tires.
Maryland was one of the first States that adopted that. I think there
are only three or four of the other States that have adopted it. The
other States are slow in doing anything. We have left that to the
States. That ison the minimum tire requirements.

One thing good is that you cannot buy a car without an electric
windshield wiper. It took years and years for the industry to put
them on all cars. Now they are on all cars and you wouldn’t buy a car
without it.

We saw a demonstration on a blowout at Chrysler, I think it was.
The industry was slow in coming around to that better rim. Nobody
would buy a car today without that better rim on it.

I think this committee is trying to do the right thing, and we do not
want to interfere with States rights. But something has to be done.
I think you will need Federal cooperation on this thing.

Governor Roam~ey. T am not talking States rights. T haven’t men-
tioned the word. I don’t believe in States rights. The States don’t
have any rights. They have functions and responsibilities.

What T have been talking about is a Federal-State program. What
T have been talking about is the Federal people permitting the States
to participate in shaping a Federal-State program. I haven’t been
defending the industry here. I have made that clear. T told the in-
dustry when T was in the industry they weren’t moving fast enough in
the vehicle safety area. T was in the business. T know what you are

up against, too.
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We put safety belts on cars as standard equipment in our Nash cars
in 1952 and had to take them off because the dealers said the people
think the Nash cars are more dangerous than other cars.

We put dual brakes on our Rambler cars when the only other car
that had them was a Cadillac. I can’t say we sold a Rambler because
of improved brakes but it was a better safety item.

This committee and the Congress are rendering a great public serv-
ice by putting the emphasis on the importance of traffic safety. I am
not eritical of you in this respect, and I am not critical of you in your
effort to work out a meaningful program here, not at all.

I am saying it isneeded. What you are doing to create public inter-
est in traffic safety with respect to the vehicle is important, but that is
only one aspect of it.

I believe as a result of the heightened interest you have developed
that there is going to be a degree of effort in improving the safety of
vehicles in the period immediately ahead such as you have never seen
before, because the public is being made more receptive to them, The
automobile business is something like politics. I have been in both
fields. You can’t sell automobiles that people don’t want to buy any
more than you can get elected to office on the basis of programs people
don’t want to support.

Consequently, the automobile industry is confronted with public
attitudes just as people in public life are. T have been critical of the
industry in saying they haven’t taken enough effort in the vehicle safety
part, itself. But things are being said down here that are way out of
context and are not accurate and are not sound, and can mislead them
into thinking that if you just shift over to this Federal participation
we are suddenly going to get a degree of advance in this situation.

Mr. Frieoen, But that has not been the action of this committee at
all. We have been very fair all the way through.

Governor Romyey. No, but this is the impression that is feeding out
throughout the country. '

Mr. Frieper. We realize that and we are trying to do the right
thing.

We passed a bill and made it voluntary with the States, that anyone
who had their license suspended for drunken driving would have that
record sent to one central headquarters here in Washington. All 50
States joined into that. We tried to do the right thing, but the States
themselves need the jacking up.

Governor Rom~yey. But if you want to do the right thing in a pro-
gram like that, bring the Governorsin. We are concerned about traffic
safety. We are concerned as the members of this committee about
traffic safety. Bring us in, let us sit down and consult with whoever

ou want us to consult with, the members of this committee or the
Secretary.

Mr. Frieper. There is nothing in this bill that would do away with
the States cooperation. 4

Governor Rom~ey. This bill in its present form substitutes Federal
Government.

Mr. FrieperL. You heard the chairman say it would not be passed
in its present form.

Governor Romyey. All right, but why in setting up a program that
the States have to play a tremendous part in should not you do the very
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simple thing of inviting the States to come in, sit down, and consult
and work with you and develop the basic way in which the program
will be worked out

Why not involve them in determining how we will do the job, instead
of after the fact? I will tell you who has been advocating this most
vigorously among the Governors. That is Pat Brown, of California.
Pat Brown, of California, for years has been saying, “Why won't the
Federal Government bring us in before they set up these Federal-State
programs and let us consult with them before they set them up ”

Here is one in the process of being shaped. Why shouldn’t the
Governors who have been working with this problem be able to come
in and consult and help advise on how it is set up so that they can
take their full part? That is all I am talking about. This is not
States rights.

Mr. Frigpen. My time isup. Thank you.

The Cramyax. Mr. Springer!?

Mr. Seringer. Mr. Chairman.

Governor, let me see if we can get this brought together into sort
of a nutshell. As I see it, there are two problems involved. There
is the new vehicle which comes out of the dealer’s showroom. This
is one to be covered.

The second, and as T understand it, there are 91 million cars accord-
ing to Senator Ribicoff, is that 9 million cars are sold new each year,
and this leaves in the neighborhood of 82 million cars that are not new.
They are either up to a year or they are more than a year old.

Governor Romyey. That is right.

Mr. Serinaer. Those are the two groups you have to deal with if
you are going to talk about safety in cars, aren’t they ?

Governor Rom~yey. That is correct.

Mr. Serincer. Let me see if I get your point about these two groups.
First, as I understand it, you would like to have Federal help with
State cooperation, and we haven’t worked that out but the chairman
has said we are in that process, first to enforce standards for new
vehicles.

Governor Romyzey. That is correct.

Mr. Serineer. And second is inspection of those vehicles which are
for resale. That is the second point.

Governor Romyey. That is correct.

Mr. Spriveer. The third point is that you have periodic inspections
of cars which are in the hands of users at the present time.

Governor RomyeY. You need that.

Mr. Seringer. With these two problems involved, or these three,
they are the things that are needed and ought to be wrapped up in
this legislation, is that correct ?

Governor Romxey. That is correct, as far as the vehicle is concerned.

Mr. Seringer. That is what we are talking about right now, the
vehicle.

But you believe that these three standards somewhere in this bill
ought to be enforced as to those two groups of automobiles.

Governor Romyey. That is correct.

Mr. Serixaer., The great fault I have found with Senator Ribicoff
when he was here the other day, and I did not get very good answers
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out of him, was that those fellows in the other body didn’t face up to
the problem of the 82 million automobiles which are running around,
on which almost nothing is being done in this bill.

They are talking about the 9 million, which are important. But
that is the great area that has been carried in the newspapers about
nonsafety, isn’t it ¢

Governor Romxey. That is correct.

Mr. Serincer. Nothing has been said, so far as I can find, about the
eight-ninths of the automobiles which are running around, which are
not covered, as I see it, adequately in this bill. Is that about right?

Governor Rom~ey. Yes.

Mr. Serixcer. The other thing you are emphasizing, I think, is
that in this program, before you get the program underway, the Sec-
retary, himself, ought to sit down with designated bodies from the
50 States and talk this problem over before he sets the standards, not
after he sets the standards and then have a lot of objections, is that
correct ?

Governor Rom~ey. That is one thing. But I am also saying that
your committee ought to establish a procedure that will enable the
Governors of this country to confer and in a meanningful way in mak-
ing l‘alaconunendutioms with respect to the basic legislation so it will be
sound.

Mr. Serixeer. All right, let’s go to the next point. We have had
former Governor Fannin here, who has been interested in this prob-
lem, and who has been a great promoter of the Vehicle Equipment
Safety Commission. There are 44 States presently in that group.

1f we can give help which will bring in the remaining 6 so that
we have all 50 in it, that would be one thing,

Is this a vehicle by which we can proceed ?

Governor Romxey. Iknow that Governor Fannin has proposed that
vehicle. Iknow that the auto industry proposed that vehicle. Iknow
that Governor Hansen, of Wyoming, speaking as chairman of the
Governors’ conference traffic safety committee with respect to the
highway safety standards recommended another committee with re-
spect to the highway safety standards.

What I am saying is this, that the VESC was not created to deal
with the problem in the form we are now talking about dealing with it,
and, consequently, I think the Governors ought to have a chance to
sit down and consult on what we are going to create to deal with the
problems as we are now undertaking to deal with it.

In other words, the VESC may be the vehicle or it may not be the
best vehicle for State cooperation in this program. It was created for
a limited purpose, with respect to equipment. It was not created to
deal with all of the safety elements that go into a motor vehicle.

. Mr. Serixaer. Now let us come back up. This is not the vehicle. Is
it all right, then, if we build into this legislation that there shall be a
designated State agency, as we have had in similar programs, for Fed-
eral-State coogeration, which shall act for that State, depending upon
whether that State want to make it the VESC or some other depart-
ment? TIs that all right?

. Governor Rom~ey. That would be a good way to do it, if you leave
it up to the person who is going to be responsib%e for the administra-
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tion of the program the consultation and the development of such a
structure.

Mr. Serinaer. Then there is just this last thing, and this comes to
the ultimate decision : Who shall make the decision ultimately after all
the consultation is in?

Governor Roy~ey. With respect to the new motor vehicle, I don’t
question the Secretary making the ultimate decision after a procedure
requiring him to confer and to allow a reasonable time for considera-
tion by the States.

Mr. Serinvcer. Let’s go, then, to the inspection on resale and the
periodic inspection. Let me submit this to see what you think about it.
Suppose that this Federal help we have outlined, $55 million, I
think

Governor Romyey. Incidentally, that is peanuts.

Mr. Serixcer. It is peanuts?

Governor Roaney. And let me add one other thing. T have tried to
point ont here that there are more States that can meet this cost on
their own without setting up another great big organization down
here to get the money in and then send it all back. This applies to
the regulations that are set up, too.

I don’t see why the Federal Government should get into creating
universal, national programs except in those areas where the States,
some States. are not doing an adequate job, and then the States that
are doing the job ought to be allowed to do it and the States that are
not ought to be helped. The people ought to know they are being
helped and they ought to be encouraged to become self-reliant instead
of leaning on Uncle Sam all the time.

Mr. Sprineer. I agree with you on that. But I am realistic enough
in Washington to know that there is probably going to be a Federal-
State relation.

Governor Roymxey. But my point is a fundamental one. Forgive
me. but T want to make it. Where the Federal Government uses its
money power in this relationship, they become all powerful regardless
of any other consideration. T have been through that.

Mr. Serincer. et me just develop this. I am trying to do some-
thing constructive here but I think we have to arrive at a point.

If you give, and I am talking about on a share relationship, maybe a
50-50 percent relationship, or if the States will enter into these two
programs, inspect on resale and periodic inspection, together they can
work out a program which will be administered by the States, not by
the Federal GGovernment, in these two last fields.

Does that make sense ?

Governor Romyey. Let me add this, though, Mr. Springer: 1 know
vou realize that we have only been discussing the vehicle aspect of this
bill. and thato ver and beyond the vehicle aspect are the other aspects
of traffic safety.

Mr. Sprincer. T understand. But my time did not allow me to get
into that.

The Cramyan. Mr. O'Brien?

Mr. O’Briex. Mr. Chairman.

I would like to address myself briefly to one part of your testimony,
Governor. Do T understand you correctly in this respect, that you feel
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so far in this inquiry there has been too much concentration on one part
of the problem, in other words, the selection of a scapegoat or a whip-
ping boy, and having very neatly done that we just walk away from the
rest of the problem ?

Does that summarize your feelings?

Governor Roamxey. No, I wouldn’t say that. I am not personally
aware of all the people you have heard. 1 know you have heard many
people. What I said was that as far as the country is concerned, as
far as what has been reported about the hearings, those things of a
sensational character have been reported and have tended to focus the
public attention largely on one aspect of the situation.

I am not unrealistic in that respect either, sir. Before you can get
results from the public, you have to catch their attention. I can ap-
preciate the use of sensational charges to get attention, and dramatic
charges. But once you get attention then there ought to be a con-
sideration of the total program and there should not be an over-
emphasis on just one aspect of the situation.

Mr. O’Briex. Then there would be nothing sinister on the part of
any Member of Congress who would look at this problem from more
than one angle?

Governor Rom~ey. No. I encourage that, and the chairman indi-
ates that is what you are doing. I accept that statement. My pur-
pose has been to indicate the urgency of this and the magniture of
the effort that is already taking place, and the sensitivity of what
you are dealing with.

I just want to say this to you, that I don’t know of anything of
consequence that happens that doesn’t affect the automobile business,
plus or minus.

The automobile business is as sensitive, economically, as any eco-
nomic activity in the Nation. It is a postponable purchase. Un-
certainty or lack of confidence, or false expectations with respect to
the future, can upset the automobile business.

You have some other factors in the immediacy affecting it, too, of
an economic character, but that is another character.

Mr. O'Brie~. I might say, Governor, that I think very little of this
atmosphere you mention has been created by this committee.

Governor Romxey. I didn’t say the committee has created it.

Mr. O'Briex. Or even Members of this House.

Governor Rom~ey. I haven’t said that, either.

Mr. O'Briex. I know you haven’t.

Governor Roy~ey. I don’t disagree with that.

Mr. O'Brie~. I have been in Washington long enough to know
that the opinion of one Senator can command more public attention
than the collective opinion of a very large number of House Members.
I am not resenting it: I am accepting it. But I think that you have
called attention, as has the chairman, to the point that the final legis-
lation written on this subject will be by both Houses of Congress and
nof by the Senate alone. '

Governor Roymyey. I am pleased at that. As a matter of fact, let
me say this; that I have heard nothing but favorable comment about
the way in which this committee is proceeding to handle its responsi-
bility.

I would like to say that with the chairman’s attention.
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Mr. Chairman, I just want to say this, that I have not heard any-
thing but favorable comments about the way you and your committee
are Eandling this whole problem.

The Cuamrman. Thank you.

Governor Roym~ey. That is true. What I had to say in here was
based on, after all, what I hear out in the sticks. I am not down
here. Iam outat the grassroots.

Mr. O’Briex. Thank you.

The CuammaN. Mr. {’oun er?

Mr. Youncer. Thank you, Mr, Chairman.

First, I would like unanimous consent to insert into the record &
resolution by the Western Governors’ Conference on Highway Safety.
It is a short resolution by the Western Governors’ Conference.

The Crammmax. Without objection, that will be inserted into the
record.

(The resolution referred to follows:)

HIGHWAY SAFETY

Whereas the deaths, crippling injuries and economic waste growing out of
motor vehicle accidents have been rapidly increasing during recent years and
the mounting total of registered vehicles, licensed operators, and vehicle miles
driven further emphasize the gravity of this situation ; and

Whereas traffic accident prevention requires a partnership of public officials—
city, county, state and federal, with the assistance of national professional orga-
nizations and associations knowledgeable in this field—to solve this most complex
problem of traffic accidents ; and

Whereas the Western Governors’ Conference is cognizant of the Baldwin
Amendment previously enacted by Congress, as well as legislation presently
pending before the Congress that will further encourage and assist the states
in the development of highway safety programs : Now, therefore, be it

Resolved, That the Western Governors' Conference, in addition to commend-
ing the Western Interstate Committee on Highway Policy Problems for its recent
highway policy statement, suggest to the Secretary of Commerce that he give
full consideration to that statement in the development of standards on the sub-
jects contained therein; and that each member state of the Western Governors’
Conference proceed forthwith to implement the recommendation contained in the
statement, that each state develop a comprehensive program ; and be it further

Resolved, That the federal and state governments through the agency of the
Vehicle Equipment Safety Commission and the automobile manufacturers should
coordinate their efforts to provide an acceptable set of vehicle safety standards.

Mr. Youncer. Governor, I want to thank you very much for the
contribution you have made. There is one problem which you men-
tioned, your difficulty in getting your legislature to pass recommenda-
tions in this safety field. You will remember that point?

Governor Rom~ey. That is right.

Mr. Younaer. How can our law be enacted, or written, so that it
will help the Governors in getting better State laws?

Governor Romwey. I believe that the State-Federal committee that
is contemplated under this act, or should be contemplated under this
act, could serve the purpose of not only assisting and advising in a
meaningful way, on an actual participation basis, in shaping the
standards with respect to vehicles, but also with respect to the other
asl}ects of traffic safety insofar as State responsibility is concerned.

n other words, I think if the Federal Administrator would bring

the States together for the purpose of establishing the best possible
recommended programs with respect to drinking drivers, with respect
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to motor vehicle inspection, with respect to driver education, with
respect to driver licensing, with respect to law enforcement, and these
many other fields, and then having arrived at some understanding as
to what ought to be done if the States were then given a reasonable
period—3 years, as you have some legislatures meeting only every 2
years—a 3-year period to get action on these programs at the State
level, and if they did not get them then the Federal Administrator
puts them into effect across the Nation, I think this would constitute
a reasonable and sound approach, basically, to an important Federal-
State relationship.

T think the fact that the States were going to be confronted with
national application of a program if they did not act would accelerate
action.

Mr. Youncer. Would the grants contemplated in our bill on a
matching basis of some kind %re kind of a carrot to get the legisla-
tures toact ?

Governor Romney. Well, it could be. On the other hand, as I
pointed out earlier, the money aspect of it becomes a means of ex-
ercising greater Federal control and influence under some influence
than I think Congress intended.

Most, of the States are in a position to meet the financial aspect of
it providing, and let me put this one in as it is important, providing we
can work out a sensible relationship between the Federal Government
and the State governments on financing State and local governments
on all their activities.

Under present circumstances, where the Federal Government has
largely preempted the major sources of revenue you have to provide
some Federal assistance. But it would be a lot better if we didn’t do
it on that basis, and if the States that could meet their own financial
requirements did so and the ones that didn’t get some help and maybe
the_\'l then would become self-reliant and self-sustaining down the
road.

Mr. Youncer. Let us take a typical example. For instance, where
you have an accident that involves drinking, and the report on the
accident is very definite, that there was drinking involved in the acci-
dent. Most of us, I think, believe that in that case the driver’s license
ought to be suspended immediately for a good, long, meaningful
period without any chance of the court reinstating it.

How can you get the States to adopt those laws unless you have
some kind of a carrot or some kind of a force in back of it to make
them do it?

Governor Romyey. The force I was suggesting be put in back of
it, the primary force, was that if the States didn’t act within a
sppciﬁecF period of time the Federal Government would act and
would make the program effective.

The financing side of it can be handled either way. Under present
circumstances, I think you almost have to provide some Federal
assistance if you are going to have an adequate financing.

Mr. Youxcer. Some testimony has been entered, a small amount,
recommending that the Federal Government take over the licensing
of drivers. You would not go along with that, I take it?

Governor Rom~ey. I certainly would not. As a matter of fact, I
don’t think many people outside of those who have lived with this
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problem realize the extent to which this problem is not even solvable
by Government agencies, The big deficiency in the 1930’s, when
traflic fatalities reached the point of 16 per 100 million miles of travel
was that the public officials were trying to do their job conscientiously
but they didn’t have public support.

The thing that has happened in the last 35 years was first under
the leadership of Paul Hoffman, who has progressively filled more
important posts as a result of what he did in the automotive industry
in connection with safety. e was the first president of the Auto-
motive Safety Foundation and the concepts used in the Automotive
Safety Foundation were used in the Marshall Plan, and the concepts
used in the Marshall plan he is undertaking to use today for the
United Nations in helping impoverished nations.

There have been vast, private voluntary programs developed here,
involvment of people at every level that they could possibly be in-
volved, because practically every person has a part to play in traffic
safety, the vehicle does, the road does, and public officials do.

Mr. Youncer. Thank you. '

The Caamaan. Mr. Dingell ?

Mr. Dincerr. Thank you, Mr. Chairman.

Governor, as I read your statement I take it to mean that your
comments are limited to section 1 of the bill, am I correct?

Governor Romxey. Not entirely, because 1 have commented specifi-
cally on title ITI, and suggested that the Federal-State relationship
with respect to title ITI be jointly considered on a meaningful basis
of State participation in finalizing that part, too. That is the high-
way safety standards.

Mr. Dixcerr. Governor, with regard to this question of the 82-odd-
million automobiles which are now over a year old, would T be fair to
believe that you think there should be inspection of those vehicles by
State agencies?

Governor Rom~ey. I personally believe that mandatory motor vehi-
cle inspection at least annually would be a desirable thing.

Mr. Dixgerr. Would yon support legislation which would require
the States, as a condition for receiving Federal aid, to have an ade-
quate program of State auto inspection?

Governor Rom~yey. Well, it depends on how you go about it. Tf T
can’t get anything else across here today, I would like to get this across.
Instead of approaching it on the basis that you have to bludgeon State
people to do a job, why don’t you recognize that the Governors and the
people in the States are just as anxious to deal with traffic safety as
your committee ?

Mr. Dincerr. Am I to read into your comments that you think that
I donot think you are trying to do a good job, that we have to bludgeon
you into doing a good job ?

Governor Romyey. No. But when you say you have to have money
here as an inducement to get the job done, I miss my point.

Mr. Dixeerr. Governor, let me make one thing very clear to you.
I have not said that.

Governor Rom~ey. T thought that is what you asked me.

Mr. Dingerr. No, T did not. T said do you believe that this legisla-
tion should require that States have a program of motor vehicle in-
spection on a compulsory basis within their borders?
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Governor Romwey. Only if the Governors or the designated repre-
sentatives of the States have an opportunity to participate meaning-
fully in determining whether or not that should be undertaken, to par-
ticipate with the Federal administrators, and only if the legislatures
subsequently have time within which to deal with the problem.

But I think where you have proven means of improving traffic
safety, and there is universal recognition on the part of the States and
the Federal Government, that we ought to get them into effect.

Mr. Dincerr. Let me ask you this question: Does Michigan have a
motor vehicle inspection law ¢

Governor Romney. No. I have been trying to get one for 2145 years.

Mr. DivceLL. Have you requested that of the legislature ?

Governor Romxey. Yes, sir: I have, and if you will get the Democ-
ratic members of the legislature to support it, we will get it up there.
As a matter of fact, Congressman

Mr. DixcerL. Just a minute, Governor. I did not come down here
to engage in partison bickering with you. But it occurs to me that you
have come down here with a chip on your shoulder, and it occurs to
me that you want to engage in a partison hassle with me.

I want you to know this is not my intention. I intend to work out
the best possible legislation possible, and T intend to give you the
courtesy to which you are entitled as the Governor of Michigan. But
I want you to know that this is a committee of the Congress and I
will insist that you afford me the same privileges.

Governor Roa~ey. I do. You ask me whether T have submitted or
proposed such legislation. As a matter of fact, 3 years ago I took steps
to get the Michigan State University Traffic Safety Research Center
reestablished so that we could have a proper agency to develop such
programs.

They made a year and a half study of such a program. I submitted
it to the legislative session a year ago. 1 submitted it again this year.
I still have no prospect of getting action on it this year, even though
every State that has a motor vehicle inspection program has a better
traflic safety record than Michigan.

Myr. Dixcerr.. Now, Governor, as long as we are discussing this,
since we are discussing partisan questitons, this is the first Democrat ic
legislature we have had in the State of Michigan since 1934, and all
during those interim periods we were never able to get a traffic safety
program of this kind, one involving compnulsory inspection: is that
right?

Governor Romyey. T think both parties are at fault. As a matter
of fact, Secretary of State Jim Hare and T have worked to try and get
such legislation. He is the Democratic chairman of our State traffic
safety commission. But I still say the only way T can get the program
T am talking about is the way I originally indicated at this time.

Mr. Dixcers. Governor, you mentioned a number of sections—well,
I will defer to a later time.

The CamrmaN. Mr. Devine.

Mr. Devixe. I don’t believe you have a chip on your shoulder, but
you do feel that the press has overweighted this problem with respect
to new cars rather than treating the overall problem: is that correct?

Governor Romxey. I don’t blame the press for that.
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Mzr. Devine. Who reports this information ?

Governor Rom~ey. They report what they hear.

Let me add to that. I have some appreciation of the problem of the
press. They hear a great deal and they have to compress it a great
deal. It is tough to build a compact car, but it is tougher to build
a compact story, sometimes.

Mr. DeviNe. Governor, in order that we do put this into proper
perspective, would you indicate that the information that has arisen
out of the hearings before this committee has been out of balance?

Did you intend to imply that we should attack the 90 percent of the
automobiles, the used cars not affected by this legislation, coupled
with—and I thank you for your courage in taking a position on this—
the 50 percent or more of the accidents caused by drunk drivers, that
we should also involve ourselves with investigations into these particu-
lar areas? Isthatcorrect?

Governor Rom~ey, Yes. I think we should be concerned with the
total problem. I am heartened at the indication that your committee
is approaching it in that spirit.

Mr. DeviNe. I doubt that the same emphasis will be given to the
drunken driving aspect as to the question nl’ the new cars. But be that
as it may, you also mentioned the fact that you, in your State, would
like very much to have compulsory automobile inspection.

Governor Rom~ey. That is right.

Mr, DeviNe. Do you happen to know from your great, vast knowl-
edge as Governor, involving yourself in traffic matters, how many
States do have inspection laws?

Governor Rom~ey. Twenty.

Mr. Devine. I know that in the early 1950°s, I sponsored auto inspee-
tion legislation in my State of Ohio, your neighboring State. It
passed the house and the senate. It was vetoed by the Governor. It
passed over the house and it died.

Governor Romxey. Let me complete the picture with respect to
motor vehicle inspection. I think you need two things. T think you
need annual inspection of all vehicles, and I think you need spot check
of vehicles and drivers by law enforcement officials.

I believe this year in Michigan we will get the spot check authoriza-
tion. The legislature is indicating support for that, and the chairman
of the senate committee responsible is supporting such spot check
legislation. But yon need both. in my opinion.

Mr. DeviNe. Attacking another cause of these fatalities, drunken
driving, does your State of Michigan have a compulsory jail sen-
tence for convicted drunken drivers?

Governor Romxey. Not initially, but we do have stiff penalties,
including taking the driver’s license away. But the problem in
Michigan with respect to the drinking driver and enforcement of
our law, and we have plenty of stiff penalties, it is not the lack of
penalties. The problems there are, No. 1, getting evidence that is
convinecing with respect to the condition of the driver, the fact that
he was drunk. This requires either an implied consent or an ex-
pressed consent law, or some way of establishing through protests
that the man was not qualified to be driving the car.

Then the second thing we need is a greater enforcement applica-
tion of the penalties of the law to the drinking driver. There is
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too much of a feeling that the removal of the driver’s license is too
great an economic burden, or too much sympathy with the driver
on the basis that, “Maybe it will be me tomorrow.”

Mr. DeviNe. Governor, wittingly or not, I think you have probably
run head on into a philosophic argument here, based on whether or
not the Federal Government has more knowledge and more informa-
tion to better handle these problems than the folks back on the State
level. This is a recurring thing every session of the Congress.

I share your thinking on this. You say you haven’t used the
words “States’ rights.” We are not engaged in sloganism here. You
talk about States’ responsibilities.

Governor Romxey. That is right.

Mr. Devine. I would share with you that the States, along with
the voluntary associations, have a great part to play in this and
should not be subjugated to a Iower%evel rom the Federal Govern-
ment.

Governor Romyey. I am saying we need a total effort here—
Federal, government, industry, local, and voluntary associations.

Mr. Devine. Thank you.

The CratrMaN. Mr. Rogers.

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

Governor, I have enjoyed your testimony this morning. I am a
little concerned about trying to tie in all the State organizations
currently in being.

It is my feeling we should have a commission appointed by the
President, say, consisting of members of the industry itself, and I
think they should be represented, the States should be represented,
and, as you have mentioned, the consuming public and scientific
community should be represented, to let them make recommenda-
tions to the Secretary on safety standards.

What would you think of such a commission?

Governor Romney. It would depend upon the nature of its
functions.

Mr. Rocers of Florida. It would be to advise the Secretary on
safety standards.

Governor Rom~ey. I will tell you: I don’t personally favor that
approach. I think that establishing these motor vehicle safety stand-
ards to the extent that the Government should establish them on the
basis of performance and guidelines, to the extent that the States are
responsible for various fields, I think, as publie officials, govern-
mental officials, I think they ought to work together to establish these
standards, and use in an advisory capacity whatever private re-
sources are available. But I do not believe in putting the private
resource representatives right on the standards committee.

Mr. Rocers of Florida. You don’t think that the industry itself,
with its experts, should have a voice in saying what should be done?

Governor Romyey. I think in an advisory capacity, but I do not
think they should have the same type of participation I have talked
about for the States in working with the Federal Government.

Mr. Rocers of Florida. Do you think the State knows more about
what ought to be done in the automotive industry as to standards than

the industry itself?
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Governor Romxey. I don’t happen to believe that you should ap-
point representatives of private interests to public responsibility. I
think when you are going to discharge a public responsibility, you
ought to be in a public position. -~

Mr. Rocers of Florida. I think we would agree that the Secretary
is the one that has the responsibiltiy to set the standards. This is
simply an advisory commission to him.

Governor Romxey. If it is just an advisory commission of the
type we have had in the past down in Washington, just advising with
no more meaningful participation, then T don’t see any objection to it.

Mzr. Rocers of Florida. What would the States do?

Governor Romyey. What T have outlined is more than that. What
T have outlined is a more meaningful participation on the part of
the States.

Mr. Rocers of Florida. How will you participate when the Secre-
tary does whatever he wants to anyhow? Your group would be ad-
visory, wouldn’t it?

Do you think the Governors, any more than the President could
pick in a committee composed of Governors, industry, consumers?
Do you think simply to have all the Governors advise would be the
best procedure?

Governor Romyey. I didn’t say that.

Mr. Rocers of Florida. What would you propose?

Governor Romxey. I propose that in setting up this program, be-
canse the States have been doing more in this field than the Federal
Government has. and has more experience at this point, and because
it has to be a joint program, as far as government is concerned, that
the States ought to be invited to participate in helping to shape the
basic program and also that the program should provide a meaningful
basis of participation in establishing the standards.

Mr. Rocers of Florida. This is what I am trying to suggest; that
vou tie in the States with the commission.

* Governor Roamxey. But you asked me about consumers, industry,
and others.

Mr. Rocers of Florida. That is right. But you don’t want them
represented ?

Governor Roxxey. Not in the process procedure for establishing
the standards themselves. In an advisory capacity, yes.

Mr. Murery. Will the gentleman yield ?

Mr. Rocers of Florida. That is interesting to me. T am surprised.

Do you have any standards you have set in the State of Michigan?
Do you set safety standards?

Governor RoM~EY. Yes, we set some safety standards, equipment
and others.

Mr. Rocers of Florida. Just through this compact agreement?

Governor Romyey. Basically.

Mr. Rocers of Florida. But you don’t have a commission there to
do it, I presume, at the State level ?

Governor Romyey. Not separately.

Mr. Mureny. Will the gentleman yield for a question ?

Mr. Rocers of Florida. What would be your feeling about requir-
ing a certificate of safety before a second-hand automobile is sold?
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Tn other words, the seller of a second-hand automobile would have to
make sure that the brakes were right, the basic safety features in good
working condition before he sold the car. Would you favor such an
approach ?

Governor Rom~ey. That would depend upon the basis upon which
such certification was going to be developed.

Mr. Rocers of Florida. Say we set it by a Federal standard.

Governor Romxey. I don’t think there 1s any special wisdom down
in Washington with respect to motor vehicle standards.

Mr. Rocers of Florida. As I understand it, you haven’t been able
to do it in your State, I though you said.

Governor Rox~xey. You know, we are discussing a relatively new
problem.

Mr. Rocers of Florida. We have been dealing with it for 10 years
in this body. You have acceused us of doing nothing because we have
allowed the States to have preeminence. Now that we start it, you
say, “Well, you haven’t done anything; leave it to us.”

Governor Romyey. I didn’t say that. I didn’t say that once,and I
haven’t said it at all.

Mr. Rocers of Florida. That is my understanding.

Governor Rom~ey. You are completely wrong.

Mr. Rocers of Florida. Then I stand corrected.

Governor Romyxey. You are 100-percent wrong on that. I started
out by saying that the Federal Government had a role and that the
Federal Government ought to come in and do its part. But in coming
in to do its part, it shouldn’t eliminate everybody else, including the
States. That is what T said.

Mr. Rogers of Florida. As I understood it, you want the States
to advise and tell the Government what to do. You say we have been
negligent in not doing anything.

Governor Rom~ey. I have said the States ought to have a meaning-
ful role in this.

Mr. Rocers of Florida. We are trying to give you one.

Governor Romyey. Good. Thank you.

The Cramyan. The time of the gentleman has expired.

Mr. Keith?

Mr. Kerra. Thank you, Mr. Chairman.

We are interested in this committee, and throughout the Congress,
in trying to determine the Federal-State Government relationship.
I have in my hand a publication by one of our colleagues, a Governor,
entitled “The Future of Federalism.” I think we should be concerned
in a basic way with the philosophy that you are trying to put across
here.

Automotive safety is not the only field. You have boat safety,
private plane safety, and then you can move into other areas such as
education.

What I would like to have you do, if you can, is to give in summary
what you feel is the basic philosophy that the Congress should have
regarding this problem of t{’\e delegation of duties and responsibilities
to the States, especially in the area of legislation that pertains to the
FCC,SEC,and FPC.

Governor Rom~ey. What T am basically saying is essentially what
Gov. Pat Brown of California has been saying for a longer time than
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I have, and that is, where the Federal Government is going to set up
a new program that involves the States as well as the Federal Govern-
ment, 1f the Federal people concerned would bring in the States and
let them consult in the process of setting up the program, we would
set up sounder programs than if the Federal Government goes ahead
and sets up the basic programs and then confronts the States with
what has been set up and with their responsibility in trying to carry
the program out. That is what I am saying.

1\}1'. Krrra. You made that point. If you were a Governor, say,
in that capacity, sitting with this committee, what would be the essence
of the philosophy and framework of the legislation which you would
recommend, not with regard to automobile safety, but the reference
to the Federal-State relationship in the area of Federal-State dual
re%gonsibilities and control ¢

overnor RomxEey. I think if the States were given this opportuni-
ty, the States would give their best judgment and consult among them-
selves to make the soundest recommendations they could make, and
then it would be up to the Federal Government in the area where there
is Federal responsibility to either accept or to shape it on the basis of
their own thinking.

Mr, Kerrn. What would be your recommendations to this com-
mittee under those circumstances; that is, if you were speaking col-
lectively for the Governor as a result of a session that had been called
by this Congress? If you were to be their spokesman, what would be
the trust ?

I admit you come, perhaps, unprepared to answer that question, but,
nevertheless, you are best qualified of any Governor in the country to
answer it. What would you think the directions should be?

Governor Romxyey. Do you mean with respect to this particular
program we are talking about here, or are you talking broadly and
generally?

Mr. Kerri. Broadly and generally.

Governor Romney. As I say, I think that the States ought to be
brought in in the process of setting up the program and then have a
meaningful participation in the execution of the program so that it is
a true partnership relationship, and where there is a joint respon-
sibility.

Mr. Kerr. In what way would you define the areas of joint re-
sponsibility in this specific legislation?

Governor Romyey. I think there are certain areas that can best be
carried out by the Federal Government, and there are certain areas
that can best be carried out by the States, and need to be carried out by
the States. I think the determination of who is going to do what ought
to be essentially on that basis,

Mr. Kerrn. Can you give us any preliminary indication as to
where this responsibility should be broken down ?

Governor Romxey. In this connection?

Mr. Kerra. Yes.

Governor Rom~ey. Yes. I have indicated that in connection with
the motor vehicle itself I think the Federal Government ought to have
the primary responsibility of ultimately establishing the motor vehicle
safety standards for new vehicles, but after a meaningful participation
by the States in helping to shape those standards.
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With respect to the used car, I think the States need to dischalge the

rimary responsibility there. In the field of highway safety stan ards,
})think the States have the primary responsibility In connection with
the highway safety standards, as long as they are the ones who are
going to have to enforce them.

Mr. Kerrr, With reference to highway safety, we have in Massa-
chusetts——

Governor Rom~ey. But I think the Federal Government can be
helpful in this. If you want to put some zip behind it so that there
will be needed State action, give the States time to develoF recom-
mended programs, and if they don’t act within a reasonable time,
let them be imposed nationally.

Mr. Kerra. Do you recommend matching funds for this program?

Governor Romxey. Under current Federal-State financing relation-
ships, yes. Under a better one, no.

Mr. Kerra. Thank you, Mr. Chairman.

The CaamryaN., Mr, Kornegay.

Mr. Kornecay. Thank you, Mr. Chairman.

Governor, first let me say that your recommendation that the States
have an important role to play in this whole area is in agreement with
my thinking on it.

Governor Rom~ey. Iam pleased.

Mr. Kornrcay. The bill, of course, hits at only one facet of the total
highway safety program. Insofar as the committee is concerned, and
I can’t speak for the chairman, but knowing his as I do I think we
would all welcome the opportunity to hear all 50 Governors if they
would come here and testify. It would be very interesting.

I congratulate you for taking the time to come down here personally
and to give us the benefit of your thoughts on this matter. Certainly
this committee is not in any way trying to fail to give consideration to
the thinking of the State governments because, as I see it, it is only
through the State governments, in cooperation with the Federal Gov-
ernment, and by all means the general public, that any appreciable
impact is going to be made on highway accidents in this country.

'hwm is just so much that we in Congress can do. We can, I think,
follow the general idea of imposing standards on new automobiles,
which certainly is a start. I am hopeful it is a start in the right
direction.

You contend that the States should be consulted prior to the promul-
gation of any rules and regulations on safety standards by the Sec-
retary of Commerce. If it were written into this bill, would you
require the Federal Government to confer with State g_'overnmént.s
prior to making safety standards?

Governor Romyey. Basically, that is what I am talking about.

Mr. Murpay. Would the gentleman yield ?

Governor Romxey. Plus giving us not only an opportunity to ap-
pear before the committee here, but, as a group, to discuss this thing
and make recommendations with respect to how this can be done.

Mr. Kornecay. I say again, I can’t speak for the chairman and
other members of the committee, but I would frankly like to see a lot
of Governors come in here and testify, and to see my Governor come
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in here and testify. We have recently adopted for the second time an
automobile inspection law. I think it would be interesting to the com-
mittee to know exactly what is going on in my State.

I yield briefly to my colleague.

Mr. Mureny. Governor, how long a period of time would the in-
dustry need for enactment of legislation that required reasonable, let’s
say, safety design or equipment on a vehicle for their design and
tooling ? '

Governor Romxey. It would depend upon what you were dealing
with.

Mr. Mureny. I say “reasonable safety standards,” such as the 17
for GSA.

Governor Romyey. Every part of the vehicle differs. Putting on
some equipment is a much simpler thing than dealing with the basic
design of the vehicle itself. The basic design of the vehicle has a great
deal to do with safety.

Let me specify. I will give you an example of what this can lead to.
You are talking about the Secretary establishing the soundest possible
safety standards. I was in the industry and I thought that the par-
ticular engineering of our cars was superior to the cars of our com-
petitors from a safety standpoint. We used aircraft-type engineering
and construction to build our cars. The other companies were using
frames and detached bodies. i

I think the airplane-type construction is safer. Maybe the Secre-
tary will conclude it is safer. Maybe he will conclude a particular
steering mechanism is safer than another. You get into basic design
aspects of that type with respect to the automobile and it can affect
many other components of the automobile.

The one I mentioned first affects the whole car, and how you are
going to design it and engineer it, and so on. It can take years to do
it. To do it on a basis so you will have as safe a car as you can put
on the road can take a minimum, if you are getting into fundamental
design, a minimum of 5 or 6 years.

Mr. Mureay. Thank you.

Mr. Kornecay. That would get into the technical aspects of it. I
think that is what Mr. Rogers had in mind when he referred to the
technical advisers from the industry being necessary in order to deter-
mine what were the best features. You must have from some source
some technical advice for setting the standards.

Governor Romyey. You know, the principal ideas for improvement
of vehicle safety are going to come from the thousands of firms, the
thousands of technicians, in the vast automotive industry and all of
the related industries. The automotive industry draws on practically
all the major industries of this country in coming up with improve-
ment in the vehicle. 3

I have pointed out when I was in the industry that more of the im-
provements come from the suppliers than the vehicle companies them-
selves. To have the idea that under section 2, or title II, you are
going to create Federal research that is going to be the principal
source of improvements in the vehicle is naive and unrealistic.

Mr. Kornecay. Let me ask you this last question: What would it
take in the industry to create the element of competition on safety
features that you now have on styling and things of that sort?
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Governor Romyey. No. The problem today is to get them to use
You are doing it by creating a greater public concern and interest In
the safety of the vehicle, and this is going to accelerate developments
in this area.

Mr. Korvecay. In other words, you wouldn’t run into the same
problem today with seat belts as you did in 1952%

Governor Romyey. No. The problem today is to get them to use
them once they have them in the car.

Mr. Kornecay. I agree with that.

Thank you, Mr. Chairman.

The Cuamymay. Mr. Curtin.

Mr. Currin. Thank you, Mr. Chairman.

Governor, I think you have made a very substantial contribution in
helping us with this controversial problem. I am personally very
happy that you could be here today.

(Governor Romxey. Thank you.

Mr. Currin. That is all, Mr. Chairman.

The Cuamman. Mr. Van Deerlin.

Mr. Vax Deercan. Thank you, Mr. Chairman,

I join my colleagues in expressing satisfaction and interest in the
appearance of Mr. Romney. I think it is easy to see why the Gov-
ernor of Michigan has become one of his party’s favorite 1968 models.

The auto industry became great by its standardization and as-
sembly-line techniques. I would gather that you wouldn’t want a
system established whereby the industry would become subject to
individually State-imposed safety standards in production and style,
such as is contemplated in the State of New York with this prototype
model they have built. Wouldn’t you rather see a standardization
.arried out through national specifications?

Governor Rom~ey. I have indicated that. Yes. T have supported
here a proper Federal role in establishing motor vehicle standards and
highway standards. I favor the Federal Government playing its full
part in these two areas of standards as they relate to traffic safety. I
am very fearful that it could be done in a way that will set back both
traffic safety and our economy. I have made that clear.

I don’t know of any economic situation more complex than the one
we are dealing with here as it relates to a single industry.

Mr. Vax Deerniy. But you wouldn’t want to see the auto industry
compelled to make one kind of car for sale in New York and another
in California?

Governor Romxey. No. You would stifle the industry’s ability to
make its contribution to the economy.

Mr. Vax Deerein. This is truly as interstate an industry as there is.

Governor Rom~gy. I think that is right. I think that is one reason
why the Federal Government should play the key Government role,
whatever that is going to be in establishing motor vehicle safety
standards. Ihave tried to make that clear. :

But on the other hand, the States have an important role to play,
and can make a contribution with respect to the new cars, and they
have the fundamental responsibility beyond the new car area.

This thing can be carried to the pomnt you indicate in your dis-
cussion. Under the language of this bill, if the Secretary wanted to
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involve himself in the total design and engineering of the vehicle, he
could do it. I think you have to do that to get a completely safe car.

We completely changed our engineering and tooling to produce
what we though was a better car and a safer car back in the late 1930.
There can be differences of opinion, but if the Secretary is going to
get into every aspect of the automobile itself and its direct and in-
direct relationship to safety, it can stifle new model development; it
can completely alter the basic economic character of this industry.

As a result of creating the public idea that there is going to be a
lot better road down the road, because now the Federal Government
is going to get into it, it can stop current sales.

Mr. %AN DeeruiN. I yield to Mr. Kornegay.

Mr. Kornecay. Governor, do you think there is any danger in
building another 7'/tanic as far as the automobile is concerned, build-
ing a car that everybody would think was safe and unsinkable?

Governor RomnEy. Yes, sir. I just want to say to you that after
you use all of the hings you can use, and all of the testing you can
use, and you do everything else, and you get the car out on the road,
the interrelationship between components and other things is such
that you run into defects in the hands of users that you haven’t been
able to detect.

Then you scramble to take care of them. Incidentally, this aspect
of the situation is being overpainted, too. I don’t know of anybody
more concerned about safety of the vehicles than the automotive
people have been, but I will say this: That they haven't gone as far as
they should go in that respect. This is the first time, to my knowl-
edge, where the automobile industry has failed to step up as quickly
as it should have to a public problem where it had responsibility.

I can take you back from the beginning of the industry and trace
the cooperative effort to meet the public interest. In my opinion, this
is the first place where they have been a little late. I am concerned
that things not be done here that would impair what the States can
do and what others can do, as well as the industry.

The Cramyan. The time of the gentleman has expired.

Mr. Cunningham?

Mr. Cunvineaaym. Thank you, Mr. Chairman.

Governor, we have had a lot of witnesses here and in my opinion a
majority of them did not know what they were talking about because
they have not. had experience in this field. You have—you have had
experience in :11:[01110{)“9 manufacturing and as Governor. I happen
to have professional experience in this field myself, and I think we
have to get down to brass tacks. I accept your statement. There are
hundreds of thousands of people around this country who are work ing
this field of traffic safety.

Governor Roa~ey. That is right.

Mr. Con~NiNemam. There are hundreds of organizations that are
doing tremendous jobs.

Governor Romxey. There are millions of people.

Mr. Cun~inemam. Millions,

Governor Rom~ey. Yes, sir.

Mr. Cuon~NiNgimay. What concerns me is that there have been some
publicity seekers here who don’t know what they are talking about,
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and they have gotten big headlines across the country in the news-
papers. They have tried to say that the cause of these deaths and in-
juries is due to the design of the automobile. There are no figures
available, I think you will agree, that would prove that the design of
the car is the cause of injury and death.

Governor Romyey. Well, there is some information indicating that
the character of the vehicle has played a part in connection with the
nature of the injury and the magnitude of it.

Mr. CoN~iveram. There have been some university studies, but I
am not sure that I would have any faith in university studies as far as
that is concerned.

Governor Romyey. Asa man from the industry, let me make it clear
that I personally think the vehicles themselves can be made safer, and
I expect to see them be made safer.

Mr. ConNiNeaam. And they have been made safer.

Governor Rom~yey. And they have been made safer through the
years; yes, sir.

Mr. Cunninemam. You are busy, and you cannot read all of this
stuff that has been said here, but the statement was made that there
have been no safety improvements in the vehicle from 1940 to this year.

Governor Rom~ey. That is not correct.

Mr. ConNineuam. That is absolutely ridiculous.

Governor Rom~ey. That is not correct. There have been many
improvements since that time.

Mr. Cun~iyeuaym. But if we adopt legislation that says the Gov-
ernment is going to take over this problem, would it nof discourage
the millions of people working to reduce traffic and the hundreds of
organizations, and won’t they say, “Well, I guess the Government is
going to take it over,” so there is nothing for us to do?

Governor Romney. That slowing-up process is already underway
as a result of just the prospect of that.

Mr. Cun~Ningaay. That is right.

And as a result, we are not going to lick this problem. We are going
to have double or triple the number of accidental deaths and injuries
as a result of antomobile accidents. That is what worries me.

Governor Rom~ey. It worries me, too, because you can combine the
local governments and the State governments and the Federal Govern-
ment, and they can’t begin to do this job. This job is one that has to
be done primarily by private industry and volunteer associations all
through the country. You have to involve the people.

Mr. Cun~iNeuay. That is exactly my point. There just is no way
that we can prove that the design, in my opinion, is the result of these
accidents. There have been studies, and T agree with that, but T say
again I don’t know that I would have confidence in college professors
making studies of this problem when they, I am sure, or am convinced,
don’t have any knmv]ptll,rzv or any special knowledge in this field. You
have to be in it full time.

Governor Rom~ey. I have more faith in the university people than
you have. T think they have come up with some meaningful findings
in some instances, where they have gone at it, on an objective and a
scientific basis.

On the other hand, T think some have gone overboard. I know
of some ardent, amateur, academic specialists who are very biased in
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their approach to this whole problem and who are feeding out partial
information that can create confusion.

Mr. Cux~ineiam. One of the members of the committee again re-
ferred to the fact that the Federal Government fleet has demanded
17 safety standards to be built into these cars. But when Secretary
Connor was here, I asked him about this. Anybody who has been in
this work knows that you have to have figures, you have to have reports
of accidents, and you have to analyze them.

I asked Secretary Connor if they had any reporting system that
would prove that the 17 safety features or standards cut down on
accidents. He said they don’t even keep a reporting system. Here
is your Federal Government getting into this act and they, themselves,
don’t have the most fundamental feature of accident prevention.

Governor Romyey. Well, we don’t know nearly enough about the
nature of the problem we are dealing with, from the standpoint of the
highways, the car, or the drivers. We need to know more. We need a
oreat deal more research.

Mr. Cunnineaam. I just want to conclude, sir, by saying that you
have made real sense here. I accept the paper you have presented. I
know the importance of these volunteer organizations. I say again
that if this bill would ever pass in its present form and all of these
people, these millions, these volunteers, and these safety organizations,
throw up their hands and say, “The Federal Government is going to
do it,” we are not going to cut down on these accidents but we are
likely to double them and triple them.

I might say also that I have been in this work for a long time and
I am amazed at the publicity seekers who try to dwell on what we
call the second eollision. There wouldn’t be a second collision if there
wasn’t a first collision.

Governor Romxey. That is right.

The Caamrmax. The time of the gentleman has expired.

Mr. SATTERFIELD ?

Mr, Sarrerrep. No questions.

The Craamaran. Mr. Harvey?

Mr. Hagrvey. Mr. Chairman, I seldom get a chance to have my
Governor as a captive audience, even for 5 minutes like this. I will
not take advantage of it today.

I just wanted to say, Governor Romney, I think you have been a
very valuable witness to this committee. We appreciate your coming.
You have presented a very fine statement.

Governor RoM~ey. Thank yon, Mr. Chairman.

The Cramyax. Mr. Huot.

Mr. Huor. Mr. Chairman, I would like to congratulate Governor
Romney for his fine statement, and also I appreciate the value he has
placed on the States being meaningful partners in this.

You stated in your remarks that your State has failed for 3 years
to put in a State inspection, and that there are only 20 States that have
Federal inspection. Do you think that we ought to use Federal per-
suasion by withholding Federal funds to States to encourage them to
adopt inspection laws?

Governor Romxey. What I have suggested is that whatever State-
Federal structure is set up here, it be authorized to come up with high-
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way safety standards which would include inspection and things of
this type, and if, after a reasonable period of time, during which the
States could act, they don’t act, that such standards that are clearly
known to be desirable, and so on, be imposed nationally.

Mr. Huor. You also indicated strongly the need for either the
Secretary to call a meeting of the Governors, or the chairman of this
committee to call a meeting. You have a setup of Governors’ confer-
ences, I believe.

Governor Romxey. That is correct.

Mr. Huor. Don’t you feel that this conference could, itself, meet or
call a meeting of its own? T am sure that everything that has been dis-
cussed over the past weeks here is well known, although probably not
the testimony of every witness is known. I am sure the Governors are
well aware of what is going on.

I hope later on this afternoon to be able to introduce a representa-
tive from my Governor, Governor King of New Hampshire, to show
the progress New Hampshire has made in the field of safety.

But don’t you feel that the Governors could, themselves, call a
meeting and make recommendations? 1 am sure that this committee
is more than interested to cooperate with the Governors or their nomi-
nated representatives who might come here.

Governor Rom~ry. Yes, they could, and I think the opportunity
exists for that, providing the committee is going to proceed on a time
schedule to permit it to develop. The Traflic Safety Committee of the
Governors’ Conference, the committee that Senator Ribicoff headed
when he was part of the Governors’ Conference, is meeting in June.
Then the Governors are holding their annual conference in Los An-
geles in July, July 5,6, and 7.

Between those two meetings, there will be opportunity for the Gov-
ernors to make recommendations in this area. They could do it on
their own, althongh I personally think you need a dialog and a discus-
sion. They could get together and consolidate their recommendations
and have one or two come down and confer and submit the recommen-
dations, and then talk them out.

Mr. Huor. I am sure that any recommendations of the Governors
conference preseted to this committee would be carefully considered
by this committee.

Governor Rom~ey. Yes: it could be done that way.

Mr. Huor. Thank you very much, Governor.

That is all, Mr. Chairman.

The Cramyan. Mr. Mackay?

Mr. Mackay. Thank you, Mr. Chairman.

Governor, it has been most interesting to hear from you this mor-
ning. You stated that we were declining in the rate of deaths per
100,000. You are aware that this year the curve has gone back up and
that three times as many Americans have died in the first 3 months of
this year as have died in Vietnam in 5 months. This does cause con-
cern, does it not ?

Governor Rom~ey. There is no question about it. There is ample
reason for the concern to be shown.

Mr. Mackay. I come out of a State legislature, and T realize this
is a local problem, but wouldn’t you agree that with 49,000 deaths and
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4 million injured, that it is a national problem, requiring a national
response ?
overnor Roy~ey. There is no question about that.

Mr. Mackay. You have testified about the deficiencies in the ad-
ministration bill, and I agree. I don’t know whether you are familiar
with the bill to establish a national traffic safety agency, which is
supported by 45 Members of this Congress Have you had that
brought to your attention ?

Governor Romxey. I know there is such a bill. T have not had an
opportunity to study it in detail.

Mr, Mackay. I would like to furnish this to you along with 28 ques-
tions and get your reaction. I think if we come up with a national
approach as distinguished from a purely Federal approach, it would
appeal to you.

rovernor Rom~ey. Very good.

(The reply to Congressman Mackay’s questions will be found in the
committee files.)

Mr. Mackay. About title I and motor vehicle safety performance
standards, the president of General Motors said it would be chaotic to
have 50 conflicting standards in the several States. You would agree
with that, would you not?

Governor RomNey. Yes.

Mr. Mackay. We do have Federal standards for air safety. Do you
have any criticism of the air safety regulations?

Governor Romyey. I am not sufficiently familiar with it to com-
ment on it in any meaningful way. I do know that in that area, as
well as the missile area and other areas where the Federal Government

is 11}) to its neck, you still have safety problems and mechanical defect
)]

problems,

Mr. Mackay. We have done a pretty good job on air safety, though,
haven’t we?

Governor Rom~ey. Itis a totally different situation.

Mr. Mackay. I am surprised you didn’t object to the provision in
the administration bill which permits the States to pass more strin-
gent regulations than the Federal Government. This gives a hydra-
headed situation where you could have Federal standards and then
permit an aggressive group in New York or California to further com-
plicate the role of the auto manufacturer.

Governor RoMxey. 1 am not for eliminating the opportunities of
the States to do what they think ought to be done in this country.

Mr. Mackay. That was not the question.

Governor Rom~ey. I think a great deal of the progress we have
made has been as a result of the States doing things ahead of the
Federal Government and I don’t want to eliminate that possibility
in this field.

Mr. Mackay. T would like to get a direct answer on this.

Do you favor the State legislatures having the authority to create
more stringent safety regulations than the Federal regulations?

Governor Roxxey. Yes. I don’t object to it. I don’t see how else
they can pioneer and go beyond the Federal Government.

Mr. Mackay. Do you favor Senator Speno’s prototype car?
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Governor Romxey. Sure. I don't object to prototype cars, but I
want to say this to you: that building one prototype car is a very
small part of dealing with this problem. You don’t prove much
with one prototype car.

Mr. Mackay. You don’t object to the Federal safety performance
standards, as I understand it, but you want meaningful participation
by the States.

Governor RoMyEY. Yes,

Mr. Mackay. It would be helpful if you would suggest specific
language that you feel would assure meaningful participation.

Governor Rom~ey. I have deliberately refrained from doing that
because I am a great believer in working with others who ought to
have a part in recommending something that will involve others. I
think all the States are involved in this and whatever I would recom-
mend of a specific character I would rather work out with the others
rather than doing it individually.

Mr. Mackay. You ave eriticizing the bill, and it is our task in
Congress to write a bill. Your suggested language would be helpful.

Governor Rom~ey. But I outlined a procedure that I thought would
give you specific language.

Mr. Mackay. Do you know any place, public or private, where there
is coordination of research as to the cause of accidents and resulting
injuries, every aspect

Governor RoxM~xey. Every aspect !

Mr. Mackay. Yes.

Governor Romyey. No. There are certain aspects being investi-
gated.

Mr. Mackay. Do you think it would be desirable for us to do that?

Governor Rom~ey. I think in total, yes, but I think it would be
quite wasteful to duplicate what is being done,.

Mr. Mackay. Do you think the Federal Government ought to
gather accurate data on traffic accidents?

Governor Rom~ey. Surely. As a matter of fact, we don’t even
have accurate data at the State level.

Mr. Mackay. I want to simply call something to your attention.
Your testimony

Governor Romyey. Some of the recommendations I have made to
my legislature call for more accurate records.

Mr. Mackay. The testimony you gave in 1958 before the Kefauver
antitrust and monopoly subcommittee is very interesting in retrospect
because it asserts about the same thesis Mr. Nader did in his book, and
that is that Detroit has become so monopolistic that they have quit
competing on safety.

Do you recall that testimony ?

Governor Romxey. Sure I recall that testimony. I told you in my
testimony here today that I have been critical of the industry. T was
critical when I was in the industry. But I also can see when there is
a lack of balance and perspective in dealing with the problem and
where other things of tremendous importance are involved and need
to be reckoned with, too.

Mr. Mackay. Will you still stand on the testimony you gave then?

Governor Romxey. Yes, I do.
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Mr. Mackay. T would like to submit this material to you. T would
appreciate any comment you would have on it. T am hopeful that you
will support—

Governor Romxey. Asa matter of fact, Mr. Chairman, T would like
to submit a statement T made November 1. 1955, in which I recom-
mended to the industry—and I was then part of the industry, a mem-
ber of the board of directors of the Automobile Manufacturers Asso-
ciation—that the industry accelerate its safety programs with respect
to motor vehicles, It isa 3-page recommendation. It would include
the ereation of an Automotive Safety Research Institute.

I would also like to insert for the record a talk T made at the Auto-
mobile Dealers Show in Detroit on December 1 of this year, in which
I repeated what I said in 1955, and in essence what I said before the
Kefauver committee, and with the presidents of the four automobile
companies present I said :

Is this really enough? Has the industry done everything it could coopera-
tively as well as competitively? Has it not sometimes neglected safety for style?
Has it not overemphasized speed and power and predisposed the driver to
imagine he is at Daytona instead of on the John C. Lodge, to drive as if the
tiger isn't in the tank or under the hood, but crouched behind the wheel.

In other words, T am not here defending the industry. I am here
trying as a public servant to present a balanced picture with respect to
a great public problem that needs to be dealt with in a very eareful way
if we are going to accomplish our objectives.

The Crammax. Without objection, the two papers will be inserted
into the record at this point.

(The documents referred to follow :)

PUBLIC RELATIONS DEPARTMENT, AMERICAN MoTors Comrp., DETROIT, MICH.

SAN Francisco, November 1, 1955 —A challenge to the automotive industry to
Wwage a concerted frontal attack on aceident hazards by forming an Automotive
Safety Research Institute was made today by George Romney, president of
American Motors Corporation.

The highway toll confronts the nation with a problem of such magnitude
and importance that it demands intensified cooperation by all passenger car
manufacturers to supplement the competitive measures they are taking sepa-
rately in the field of passenger safety, Romney said.

The Detroit industrialist, here for a meeting with dealers from 11 Western
states, urged that passenger car safety be removed from the “competitive and
publicity area” into which it has recently drifted, in favor of an industry-wide
approach to the problem.

Romney proposed that a new organization, an Automotive Safety Research
Institute, be created to apply the industry’s cooperative and competitive re-
sources to building maximum safety into all passenger ears.

The Institute's purpose, he explained, would be to aid all companies by
securing accurate data on two basic points:

1. Accident statistics showing what happens to passengers and vehicles when
collisions occur.

2. Controlled tests of available vehicle design and possible future design.

Another purposes would be the education of the public in the proper use of
safety devices and at the same time avoiding excessive claims or expectations
from the use of such devices.

To secure adequate data on the different types of present and future passenger
car construction and design, Romney pointed out, hundreds of motor vehicles
must be put through destructive tests. The entire industry will benefit by
having an objective research organization conduet the tests and measure the
relative degrees of safety or hazards inherent in the various types of vehicles.
A reliable evaluation of data on the causes of passenger injuries, which wonld
be made available to all companies through the Institute, should stimulate prog-
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ress toward the building of safer motor vehicles, he explained, and help reduce

the annual traflic toll. g
Some private organizations are tackling some aspects of these problems

Romney pointed out, but they are not adequate nor do they have the industry-
wide support that would make their efforts most productive and useful. The
institute should not replace such efforts but support them and make certain

of their adequacy. ; -
Formation of this new cooperative organization wonld follow the automotive

industry’s historical approach to problems where human welfare and the public
interest are importantly involved. In the past, the industry has freely com-
bined its cooperative and competitive offorts in tackling such problems, he said,
citing as examples the programs of the Society of Automotive Engineers, the
Automotive Couneil for War Production, Automotive Safety Foundation (an
agency working to reduce traffic accidents but not active on vehicle safety) and
recent activities relating to headlight development, smog research, and emer-
genecy brakes for motor trucks.

In noting the Ford Motor Company's recent offer to make available to other
companies information on its particular type of protective devices. Romney
commented that American Motors likewise is ready to reciprocate by supply-
ing other car manufacturers with the results of its 16 years’ experience in
perfecting the superior safety of single unit body-and-frame construction, as
well as other safety features. Iurthermore, American Motors will offer other
companies factual information resulting from independent research tests of this
safety construetion principle.

“passenger car safety is too important a subject to be confined to competitive
areas, or to be exploited for publicity advantages,” Romney said today.

“One danger of such an approach is that it may tend to over-emphasize
one type of safety feature and, conversely, blind the public about other aspects
of safety that are of equal or more importance,

“The highway accident and fatality problem demands united, consistent and
vigorous action by the automotive industry as a whole,” he asserted.

“The piece-meal activities of automotive companies fall short of what the
public has a right to expect,” he emphasized. “A cooperative mechanism such
as an Automotive Safety Research Institute can make a significant public con-
tribution at this critical stage of America’s highway transportation develop-
ment.'”

He suggested that “the fog of competitive claims” has tended to ohsgcure some
of the fundamental contributions to passenger safety made available through
advanced engineering techniques. Obhjective tests must be made by an impartial
agency such as the Institute, he maintained, in order to obtain a reliable evalua-
tion of data on the causes of passenger injuries, and of construction methods
which will afford more protection against such injuries.

The Automotive Safety Research Institute would subject hundreds of passen-
ver vehicles to erash tests at various speeds to measure the degree of impact,
ability of the vehicle to absorb the impact, and relative safety afforded passen-
eers throngh inherent vehicle construction. Test results would be made avail-
able to all passenger car manufacturers to stimulate their design and construc-
tion of safer motor vehicles, he explained.

“A hasic task of safety engineering is to provide cars with adequate impact
absorption, that is, the ability of the car structure to soak up the forces of col-
lision. The car should take the beating instead of the passenger.

“We feel that marked progress still can be made in incorporating greater safety
features in passenger ecars, and we know we can learn from other companies’
experience just as they will learn from ours. Therefore, we'd like to see other
passenger car manufacturers join in the formation of the Antomotive Safety Re-
search Institute for a cooperative pooling of technieal information, engineering
skills and equipment on thig eommon problem, and to conduct the type of educa-
tional campaign that will make the public more safety-conscious when driving
and riding in passenger cars.”

REMARKS PREPARED FOR DELIVERY BY GOVERNOR GEORGE RoOMNEY, GOLDEN
ANNIVERSARY DETROIT AUTO SHOW, Cono Harr, DETROIT, DECEMBER 1, 1065

) It's zood to be back in the ecar business again, if only for an evening. Even
in yvears when Detroit does not play host to the National Auto Show, our own
Dpnl-rut Auto Show proves that Michigan is still the automotive capital of the
world.
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Your slogan for the Show this year is “See them all, big and small.” Well,
I just did—at least I think I saw them all—and, believe me, this isn't any com-
pact Show! Asa matter of fact, I was more interested in the big ones than the
small ones—because, since I've been in politics, I've learned the importance of
having a long wheelbase and as big a chassis as possible,

My former associates in the automobile industry sometimes ask me what it's
like to be in government and politics, after so many years in business, Well, it's
not as different as you might think. You still deal with people, and your biggest
Jjob still is solving problems. Sometimes you have fewer tools to do the job, and
the lines of responsibility are fewer and fuzzier. At times it's like repairing
a modern car with a pair of pliers, a screwdriver, a wrench and a committee,

Some of the subjects I am dealing with today are the same ones I faced in
industry, although the view from Lansing is somewhat different from the view
from Detroit. I want to talk with you about one of them tonight. I was con-
cerned about it when I was in industry. I am concerned about it today. And
You are concerned about it, too. The subject is traffic safety.

As a matter of fact, ten years ago, a brash, yvoung President of American
Motors, who was never reluctant to admonish his industry associates, came up
with this unsolicited advice :

“Passenger car safety is too important a subject to be confined to competitive
areas, or to he exploited for publicity advantages. One danger of such an ap-
proach is that it may tend to over-emphasize one type of safety feature and, con-
versely, blind the public about other aspects of safety that are of equal or more
importance.”

“The highway accident and fatality problems.” he went on, “demands united,
consistent and vigorous action by the automotive industry as a whole. Some
private organizations are tackling some aspects of these problems, but they are
not adequate nor do they have the industry-wide support that would make their
efforts most productive and useful. The piece-meal activities of auntomotive
companies fall short of what the public has a right to expect.”

So he proposed that the industry get together to form an “Automotive Safety
Research Institute, to apply the industry’s cooperative and competitive resources
to building maximum safety into all passenger cars,” collecting “accident statis-
tics showing what happens to passengers and vehicles when colligions occur,"
gnd cn{:ducting “controlled tests of available vehicle design and possible futare

esign.”

Well, that was ten years ago. Since I became Governor, I've had some experi-
ence with traffic safety at the state level. I have submitted three special mes-
sages to the Legislature. I've appointed a Governor's Special Commission, in
which 219 key Michigan citizens, and officials cooperated to produce more than
100 recommendations. We have held 22 Governor's Conferences on Traffic Safety.
But with all this, the legislature has approved only a handful of the proposals
we have advanced,

Meanwhile, the tragic toll of accidents, injuries, and deaths on Michigan high-
ways mounts relentlessly. Traflic deaths last vear in Michigan were among the
highest ever recorded. So far this vear, fatalities are down three percent from
the same period last year, but injuries are up eight percent and accidents are
up 11 percent. If present trends continue, Michigan is headed for a record num-
ber of traffic accidents in 1965.

Statistics are cold, but these aren’t just statistics. These are people. Each
number—each fraction of a percentage point—is a human tragedy : a life snuffed
out, a grieving family, a painful, perhaps crippling injury, or an economic loss.
And yet we do not act on some fundamental, proven programs that wounld make
our highways and streets safe.

I wonder how much longer the citizens T serve in government, and the cus-
tomers you serve in business, will shrug off this ghastly by-produet of Ameriean
technology and skill. I cannot believe that they will long remain indifferent,

Evidence is piling up that action on many aspects of traffic safety is imminent,
I hope it comes from state and loecal government, the independent sector and from
the automotive industry. That's where it should come from.

But if we do not act, and act promptly, the federal government will. The com-
petitive and cooperation decisions of industry will be replaced hy the decisions
of Congress and the federal officials. And the locally-determined programs of
state government will be replaced or controlled by distant federal overseers.
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You are painfully aware, I know, of federal action and attempted action
Jjust this year. The General Services Administration published a list of 17 safety
features that must be included on all 1967 model cars it purchases. The auto
manufacturers took a beating in hearings on the Ribicoff Bill to set up a National
Highway Traffic Safety Center for research and grants to states. Bobby
Kennedy said he was “shocked”at what he insisted was the industry’s negligence
in traflic safety. An amendment to retain a four percent excise tax on automo-
biles until the industry adopted GSA safety specificafions passed the Senate but
was eliminated in conference committee. And other bills are very much alive:
to apply the GSA standards to all cars sold in interstate commerce—to set mini-
mum tire safety standards—and even to authorize the GSA to design, build, and
test a model safety car. And a proposal to deny federal highway construction
funds to any state whose traffic safety program didn't satisfy the Secretary of
Commerce was replaced by a resolution empowering the Secretary to set up ad-
visory standards which states “should” follow in their traffic safety pregrams.

That isn't all. The President has promised to send Congress a program for
highway safety in January—and you know as well as I do what that can mean:
federal regulation, federal money, federal control.

We may laugh about the possibility of new government-designed cars rolling
off the assembly lines, with exotic new model names to catch the customer’s
fancy. The Rambler could be re-christened the “Ribicoff”. The GTO could be-
come the “GSA", the DPL could be the “RFK"”, and we could eall the XL-500
the “LBJ Five Billion.”

But the threat is real. Either we do the job ourselves, or we will have some-
body else's program jammed down our throats. It's as simple as that.

I know that the automotive industry is far more concerned with highway
safety than is generally known. I know that individoal companies conduct
and support extensive research. 1 know that vital competitive factors like
reliability and durability have muech to do with safety. I know that customer
acceptance cannot be ignored. I know that the industry works hard on driver
education and related programs.

I know that most accidents are caused by driver failure, not vehicle failure,
I know you're stepping up the program to reduce the danger of the “second
accident” that occurs inside the ear after impact, when passengers carom off
knobs and windshields and dashboards, and drivers are impaled on steering
columns. And I know that, under the threat of federal intervention, the in-
dustry is moving toward joint action, through the Automobile Manufacturers’
Association, “to expand the industry’s efforts in the field of automotive safety.”

But is this really enough? Has the industry done everything it could, co-
operatively as well as competitively? Has it not sometimes neglected safety
for style? Has it not overemphasized speed and power, and predisposed the
driver to imagine he is at Daytona instead of on the John C. Lodge, to drive as
if the tiger isn't in the tank or under the hood, but crouched behind the wheel?

Before it is too late, I urge each one of you, and every industry leader, to
examine your separate and joint programs to determine if there is not a need
for further voluntary action,

Voluntary action works wonders. Not until the antomotive industry joined
with hundreds of ofther national, state, and local groups in the Automotive
Safety Foundation did we begin to make a dent in the traffic safety problem.

In 1937, the year before the automotive safety program was launched, traffic
deaths nationally averaged 14.7 per 100 million miles of motor wehicle travel.
Last year, in spite of dramatically increased highway travel—and largely as a
result of this consistent, concerted effort for better education, enforcement, and
engineering—there were 5.7 deaths per 100 million miles of driving. If we had
killed people at the 1937 rate last year, instead of 48,000 traffic deaths—tragic
as that total is—the 1964 toll would have been over 120,000.

And look at Detroit’s record, throngh the voluntary education effort of the
Traffic Safety Association, combined with the enforeement action of the Detroit
Police Department and the engineering programs of the Traffic Engineering
Burean. From the 1930's to the 1960°s, traffic deaths dropped 39 per cent, while
the number of vehicles went up 123 per cenf. In the 1930’s, before the Associa-
tion was formed, deaths averaged over 300 every year, with only 500,000 ve-
hicles. But in the 1940's, with 100,000 more vehicles, the average yearly death
toll dropped by a third, to 206—and the death rate since that time was declined
further, although the number of vehicles has almost doubled.
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At least ten times in the last 25 years, Detroit has had a better traffic fatality
record than any of the five largest cities in the nation. Detroit is the only city
in the country to win three Awards of Honor from the National Safety Council,
And Detroit has won the American Automobile Association's Grand Award for
Pedestrian Protection seven years in a row. That’s what an effective program
of education, engineering, and enforcement—with a voluntary spearhead—can
accomplish.

But contrast Detroit’s record with Michigan as a whole. We rank twentieth
among the states in traffic deaths per 100,000 population—and it's largely be-
cause we've never had a massive, all-out, voluntary and governmental, statewide
action program to put Michigan on top in traffic safety. No state has within its
borders more resources, more skills, more dedication, capable of finding new and
better methods of education, enforcement, and engineering, and breaking new
paths in traflic safety. We can not only lead the nation—we can help the nation,
by showing the way to other siates, and sharing our skills and innovations with
them.

If we are to succeed, each one of us must get involved. That means you and
that means me. Government must act, as well—but government won't act unless
you make it act.

I urge you fto push and pull and prod state zovernments into enacting ade-
quate trafiie safety programs—and that means putting the heat on Lansing,
This is in the public interest, because it would save lives, and it would help
maintain the vitality and greater progress possible through responsible state
governments. And it would also be in your own industry’s interest—because,
as long as the traffie toll goes up, the auntomotive industry will go on being the
scapegoat—unfairly—for all the traffic accidents and injuries and deaths. And
there will be plenty of demagogues around to exploit growing public indigna-
tion and direct it at the industry.

So let me appeal to the Detroit Auto Dealers, your associates in industry,
the UAW, and others here in Michigan, to join in an urgent, massive effort to
enact a meaningful traffic safety program for Michigan in the next session of
the Legislature.

Let me tell you—briefly—the major programs we need but have not yet been
able to secure.

First, we must strengthen driver education—We should increase state pay-
ments to high schools for driver education courses. We should have effective
state supervision of driver edueation programs. We should require all beginning
drivers, regardless of age, to eomplete a driver education course before they
get their licenses. And driver edncation courses for youngsters under 18 should
be provided only by schools which offer a high school diploma and conduct a state-
approved driver training course.

Second, we must strengthen driver licensing.—We should provide more dis-
cretionary authority for driver improvement action, such as re-examination
when there is a flagrant violation. We should require a periodic renewal exam-
ination for drivers. Licenses for new drivers should be on a probationary basis
for the first vear. And we should consider a centralized driver licensing and
control program conducted by a single agency.

Third, we need a sound program of mandatory periodic motor vehicle in-
spection—Voluntary safety checks have shown that at least 209 of the cars
in average traffic have some operational defect.

And Fourth, we need better enforcement.—We should have an “implied con-
gent” law to permit chemical tests for intoxication. We should require uni-
form traffic and complaint forms. And we should require immediate reporting
of all accidents involving death, injury, or property damage over $100.

This is part of the program which I shall submit to the Legislature when it
meets in January—and this is the program which I ask you to support,

Mr. Mackay. I applaud you for this, Governor, and T hope you will
keep saying that Imui and clear. But I still think of is a fair question
for a Member of Congress to ask the Governor of a State to get down to
specifics on the mechanics of meaningful participation, whether the
Interstate Compact Route is the route or whether some other mechanie
should be the route.
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You have talked about federalism and the President has, about
creative federalism.

Governor Rom~ey. I put quotation marks around it. T said “genu-
ine federalism.”

Mr. Mackay. But nobody has come in with specifics. That is what
I am pleading for you to suggest to us, to spell out what you mean by
meaningful consultation and participation.

Governor Rox~ey. If we don’t establish a procedure by which the
Governors are going to develop specifics and recommend them as a
group, I will do it individually.

Mr. Mackay. Governor, I am for it. I want your help.

Governor Romney. I say if we can do it as a group, I would rather
be a part of the group submitting the recommendations and if we
don’t, I will submit them individually.

Mr. Mackay. Thank you, Mr. Chairman.

The Cramaax. Mr. Farnsley ¢

Mr. FarnsLey. Governor, we are happy to have a witness who knows
this thing from both the governmental position and the manufacturers.
I agree with you that the airplane kind of bodies are safer, where the
frame is all around the passenger, the airplane-type body.

Governor Romxey. That is right, and a cellular type of frame that
absorbs force on impact.

Mr. Farnsrey. If a hypothetical driver rides in a four-door sedan
of that kind, with a good shoulder harness and seat belt fastened, with
a seat that did not come forward, and only rode on streets and highways
lighted according to the standards of the Society of Electrical Engi-
neers when he drives at night, and with disk brakes on the front wheels,
with a gizmo so the back wheels would not lock, what would be his
chances of survival ?

Governor Romxey. It would depend on the nature of the accident.

My. Farnsrey. I am talking about over the years.

Governor Romyey. Overall, he would be safer than he would be in
vehicles not similarly engineered.

Mr. Farnstey. What about the conditions of the highway ?

Governor Rom~xey. The highway is a big and important part of it.
But let me say this, that the smallest part of the highway structure is
the interstate-Federal structure. The bulk of our streets and roads
that are being used are the primary, secondary, and rural roads that
are built by State and local governments primarily, and what is hap-
rening is we are getting better traffic safety records on our freeways

ut Feoplu get driving at high speeds on them and go off to these other
roads.

They don’t; realize they are still driving at higher speeds than they
should be and our accidents are picking up on the other roads. This
is a complex problem. Just building freeways for the Interstate
Highway System does not necessarily give us the full answer.

Mr. FarNscey. I agree with you. But I was talking about one-way
highways, one-way streets, and well illuminated highways and streets.

Governor Rom~ey. That all helps; yes, sir.

Mr. Far~seey. Thank you.

The Caamyan. Mr. Adams?

Mr. Apams. Thank you, Governor Romney, for your assistance.
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You indicated in response to a prior question that you would not ob-
ject to the States creating more stringent standards than a Federal
standard.

This would produce differing standards throughout the United
States in terms of stringency on automobile manufacturers.

In your opinion, can the industry, through its present distribution
system, successfully distribute with differing automobile standards in
the separate States?

Governor Romney. No, sir; not in all instances. It depends, again,
on what you are talking about. It has been possible to equip cars

oing into certain States with certain equipment not going into other

tates. But if you are talking about basic engineering you couldn’t
do it. But my position on this point is just this, that 1 don’t think
the States should be denied the right to come up with requirements
that might contribute to progress in the standards field.

Mr. Apams. I understand that, Governor. I am following through
Mr. Mackay’s question and an earlier one, to get to the details of what
we do.

I believe your answer is that on basic engineering safety design prob-
lems, the industry would find great difficulty in coping with 50 differ-
ent State standards, but in supplemental areas they might, through
their distribution system, do this.

Is that your position?

Governor RomyeY. Yes, But my basic reason for it is that the
States frequently come np with leadership.

Let me add one other comment that I think is important : The auto-
mobile is the end product of probably more technological development
and advance than almost any other product on the market on a broad,
general basis for general use. Airplanes and missiles and things like
that, certainly, are the end products of such technology.

But among those things in common use by the people generally,
the automobile reflects advances in technology about as much as any-
thing. I just want to say to you that any time you stabilize on any-
thing, you may stabilize on the wrong t.hinF.

You have to be very careful that in establishing these standards you
permit advance in the art.

In the early part of this century, if one company hadn’t kept the
steam engine exclusively for itself so that all of the technology went
into development of the internal combustion engine, steam engines
might well have become the predominant motive power in automo-
biles. It had many advantages. But because one company insisted
on holding it to itself, the technology progressed.

When you begin to move in these areas and begin to set up standards,
you can freeze development as well as promote it.

Mr. Apams. Do you think we should have a basic Federal stand-
and in any engineering area of automobile manufacturing ?

Governor Romxey. Yes. You have to have some. But I think
this has to be approached with great care. As I say, on the basis of the
art of automobile engineering in recent years, I happen to think that
the integral body frame construction is safer than the frame and
separate body. I think itis. But if you compel everybody to go one
way, you may very well retard development that would make the other
way safer than the way you are going.
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A competitive, cooperative, free economy is eapable of greater prog-
ress than a shackled, ;_l"rl\'t‘l'llIl'l‘l:lf‘.l]]_\' directed economy. This ll“_'_':-r—
lation would be used to establish the latter with respect to the auto-
motive industry.

Mr. Apams. Then it is your opinion we should allow 50 separate
developments? 1 don’t think it is.

Governor Rom~ey. I wasn’t discussing that. 1 have indicated that
there is a need for Federal standards. I have indicated I don’t want to
shut off the States from pioneering and bringing adoption on a national
basis of something that some States may think is better than what the
Nation has done.

But at the same time, T am simply pointing out that this is not a
simple situation, and that it has to be dealt with with the greatest of
wisdom if we are going to avert setting safety back and also setting
the economy back.

Mr. Apams. I would appreciate your assistance in offering specific
suggestions.

Thank you, Mr. Chairman.

Mr, Dingern (presiding). Thank you, Mr. Adams.

The committee will have to sit this afternoon. The Chair notes
that there has been a quorum call on the floor of the House of Repre-
sentatives.

(GGovernor, can you be back here at 1:307

Governor Rom~ey. It would be exceedingly difficult for me to do
so unless it is quite important.

Congressman, we have the initial activities in connection with Mich-
igan Week starting this afternoon in Michigan, and I am scheduled
to be at meetings starting at 4 o’clock and I can’t get back for that
purpose if I am here at 1:30 this afternoon.

Mr. Rocers of Florida. T was anxious to ask a few more questions.

(Governor Romyey. I ¢an stay here now.

Mr. Rogers of Florida. Buf we have had our second ecall.

Mr. Divcerr. The Chair will recognize Mr. Rogers.

Mr. Rocers of Florida. T want to get a little more specific as to
how we will set these standards. T think I understand your position
about ealling the Governors and trying to work out a program on
safety standards.

What T am concerned with is the actual machinery of setting these
standards. T would not want to see the legislation be where the Sec-
retary is given the sole authority to set these standards for the auto-
mobile industry without there being some advisory group that he
must, consult with.

If we set up an advisory group, and I think it should be important
enough for the President to select and appoint, T think there should be
representation on that advisory group from the automobile industry,
where they can say that it would take so long to do this, or here are
some new 1deas that ought to be presented.

I think the Governors should be I't‘|ll'l"-:f'llil-‘ll on it, the States rep-
resented on it. But I think there should be in the law some advisory
group set up that the Secretary must consult with before he establishes
the standards. i

Governor Royxey. I wouldn’t question the desirability of such an
advisory group, providing they were given a meaningful basis of

63-481—886—pt. 2 15
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advising, but I don’t think that is a substitution for the Governors’
participation in the establishment of the standards. T am referring to
the State governments.

Mr. Rocers of Florida. I do not see how it could be too helpful in
setting the actual safety standards to call all of the Governors in to
advise the Seeretary. Thisis what I was referring to.

Governor Roaxey. I don’t visnalize the Governors themselves com-
ing in each time. All T have said is that I think the Governors, repre-
senting the States, should be given an opportunity to recommend what
cort of structure should be set up. and then designate men from their
States to serve on whatever structure is going to be created.

If you want to have additional advisory committees composed of
private groups, voluntary groups, well and good. T would be for that.

Mr. Rocers of Florida. Here is what I was thinking, if you put the
Governors on that, you would give them a voice in the Commission.

Governor Roxxey. But I don't think that is a substitute of what I
am thinking about.

Mr. Rogers of Florida. You are thinking about other programs. I
am thinking about the specifics of setting the safety standards and
design.

Governor Romx~ey. I am thinking of both. T think what you are
suggesting is a desirable thing, too. But I don’t think it takes the
place of a State-Federal partnership here in dealing with this situa-
tiomn.

Mr. Rocers of Florida. I think this is inherent in the whole setup,
to have a State-Federal relationship.

Governor Royyey. And I don’t think that State-Federal partner-
ship should be part of a structure that is going to bring in private
industry, consumers, and the whole private sector.

Mr. Rocers of Flovida. I will disagree with you there.

Thank you, Governor.,

The Cramryan. Thank you, Governor.

[ understand you have to go back to Michigan. We appreciate your
coming to give us the benefit of vour views. It will be helpful to this
committee, and I am certain each member who heard yvou and who will
read the testimony, will know it is helpful.

On April 11, the chairman wrote to the Secretary of Commerce and
asked him to contact every State in this Nation about the overall field
of safety. I said:

I believe it will be a contribution to the record of this hearing if you wounld
furnish the committee with details of actions and practices of the individnal
States insofar as they bear on ‘the overall subject now pending before this
committee.

His reply reads:

In reply to your recent letter, I am enclosing a brief survey of the actions and
practices of the States in regard to traffic safety.

Pursuant to your request, I have asked the States to send to me their views
on the traffic safety legislation now before you. I will send you their com-
ments as soon as they are received.

So we have asked every State to submit that. We have given every
person with public responsibility an opportunity to appear here. We
are building a great record.

(The material referred to follows:)
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Tie DEPARTMENT OF COMMERCE,
Washington, D.C., May 26, 1966,
Hon. HARLEY O. STAGGERS,
hairman, Committee on Interstate and Foreign Commerce,
House of Representatives, Washington, D.C.

DEAR M. Coamman: In accordavee with your request, I contacted the Gov-
ernors of the several States regarding their views on H.R. 13228, the proposed
Traffic Safety Aect of 1966. Enclosed is a copy of my telegram and follow-up
letter to the Governors of the States,

To date, I have received replies from thirty States and these are enclosed,
along with a summary statement of each of the replies,

We will forward additional replies from the remaining States as soon as they
are received,

Sinecerely yours,
Jorx T, Conxor,
Necretary of Commerce,
Enclosures,

Tie DEPARTMENT OF COMMERCE,
Waslhington, D.C., April 26, 1966,
Hon, GeorGe C, WALLACE,
Governor of Alabama, Montgomery, Ala,

DeAr Goverxor Warrpace: In my telegram of April 26 to you, I requested
the views of your State on the President’s proposed Traflic Safety Act of 1966.
As you are aware, the Congress is currently considering a number of bills re-
lated to traflic, vehicle, and tire safety. Among these is the Administration’s
Traffic Safety Act of 1966. It has been introduced as H.R. 13228 in the House
of Representatives and hearings on this and other traffic safety measures are
now in progress before the House Interstate and Foreign Commerce Committee,
Companion hearings have been held in the Senate.

Chairman Staggers has requested me to obtain for him the views of the
pertinent State agencies on the proposed legislation.

I am enclosing a copy of H.R. 13228, I shall appreciate receiving the views
of your State at the earliest possible time, by May 3 if that will be convenient.
I shall be happy, of course, to receive your views also on the problem generally,

Sincerely yours,
Joax T. CoNnNoOR,
Kecretary of Commerce,
Enclosure,
( Identical letter to the Governor of each State.)
[Telegram ]
AprIL 26, 19606,
Hon. GeorceE C. WALLACE,
Governor of Alabama, Montgomery, Ala.:

I have been requested by Chairman Staggers of the Honse Interstate and For-
eign Commerce Committee to collect and transmit to him the views of the several
States on the President’'s proposed Traffic Safety Act of 1966, introduced as
House bill No. 13228, Your cooperation in this matter will be greatly appre-
ciated. A copy of the proposed legislation is being mailed to you today.

Joux T. CoNNOR,
Secrcetary of Commerce,

Identical telegram sent to the Governor of each State, as per list attached.

Hon. William A. Egan, Governor of Alaska, Juneau, Alaska

Hon. Sam Goddard, Governor of Arizona, Phoenix, Arizona

Hon. Orval Faubus, Governor of Arkansas, Little Rock, Arkansas
Hon. Edmund G. Brown, Governor of California, Sacramento, Calif.
Hon. John A. Love, Governor of Colorado, Denver, Colorado

Hon. John N. Dempsey, Governor of Connecticut, Hartford, Conn.
Hon. Charles L. Terry, Jr.,, Governor of Delaware, Dover, Delaware
Hon. Haydon Burns, Governor of Florida, Tallahassee, Florida
Hon. Carl Sanders, Governor of Georgia, Atlanta, Georgia

Hon. John A. Burns, Governor of Hawaii, Honolulu, Hawaii

Hon. Robert E, Smylie, Governor of Idaho, Boise, Idaho
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Hon. Otto Kerner, Governor of Illinois, Springfield, Illinois

Hon. Roger D, Branigin, Governor of Indiana, Indianapolis, Indiana

Hon. Harold E. Hughes, Governor of Iowa, Des Moines, Iowa

Hon. William H. Avery, Governor of Kansas, Topeka, Kansas

Hon. Edward T. Breathitt, Jr., Governor of Kentucky, Frankfort, Ky.

Hon. John J, Me¢Keithen, Governor of Louisiana, Baton Rouge, La.

Hon. John H. Reed, Governor of Maine, Augusta, Maine

Hon. J. Millard Tawes, Governor of Maryland, Annapolis, Md.

Hon. John A. Volpe, Governor of Massachusetts, Boston, Mass.

Hon. George Romney, Governor of Michigan, Lansing, Michigan

Hon. Karl F. Rolvaag, Governor of Minnesota, St. Paul, Minnesota

Hon. Panl B. Johnson, Governor of Mississippi, Jackson, Mississippi

Hon. Warren E. Hearnes, Governor of Missouri, Jefferson City, Mo.

Hon. Tim M. Babeock, Governor of Montana, Helena, Montana

Hon, Frank B. Morrison, Governor of Nebraska, Lincoln, Nebraska

Hon. Grant Sawyer, Governor of Nevada, Carson City, Nevada

Hon. John W, King, Governor of New Hampshire, Concord, N.H.

Hon. Richard J. Hughes, Governor of New Jersey, Trenton, N.J.

Hon. Jack M. Campbell, Governor of New Mexico, Santa Fe, New Mexico

Hon. Nelson A. Rockefeller, Governor of New York, Albany, N.Y.

Hon. Dan K. Moore, Governor of North Carolina, Raleigh, N.C.

Hon. William L. Guy, Governor of North Dakota, Bismarck, N.D.

Hon. James A. Rhodes, Governor of Ohio, Columbus, Ohio

Hon. Henry Bellmon, Governor of Oklahoma, Oklahoma City, Oklahoma

Hon. Mark O, Hatfield, Governor of Oregon, Salem, Oregon

Hon. William W. Scranton, Governor of Pennsylvania, Harrisburg, Pa.

Hon. John H. Chafee, Governor of Rhode Island, Providence, Rhode Island

Hon. Robert E. McNair, Governor of South Carolina, Columbia, S.C.

Hon. Nils A. Boe, Governor of South Dakota, Pierre, South Dakota

Hon, Frank G, Clement, Governor of Tennessee, Nashville, Tennessee

Hon. John Connally, Governor of Texas, Austin, Texas

Hon. Calvin L. Rampton, Governor of Utah, Salt Lake City, Utah

Hon. Philip H. Hoff, Governor of Vermont, Montpelier, Vermont

Hon. Mills E. Godwin, Jr., Governor of Virginia, Richmond, Virginia

Hon. Daniel J. Evans, Governor of Washington, Olympia, Washington

Hon. Hulett Smith, Governor of West Virginia, Charleston, W. Va.

Hon, Warren P, Knowles, Governor of Wisconsin, Madlson, Wisconsin

Hon. CLiff Hansen, Governor of Wyoming, Chevenne, Wyoming

Hon, Roberto Sanchez-Vilella, Governor of Pnerto Rico, San Juan, Puerto Rico

Hon. Walter N. Tobriner, Commissioner of District of Columbia, Washington,
D.C,

MAay 19, 1966,

SUMMARY OF THE COMMENTS OF THE STATES 08 H.R. 13228 THE TRAFFIC SAFETY
Acr or 1966

Alaska.—Wholeheartedly supports bill; feels that ample time is provided for
manufacturers to establish voluntary vehicle standards and, if they do not, it is
appropriate for the Federal Government to do so. (Encloses copy of March 29,
1966, letter to the President.)

Arizona.—Because of press of official business, the Governor is unable, at this
fime, to offer the views of the State on the legislation.

California—Forwards copy of telegram of May 3, 1966, to the President which
welcomes Federal interest (while urging that it establish a partnership with the
States) and indicates that a review of safety features on vehicles will be under-
taken on both those proeured for the State and offered to the public.

Conneeticut—Request Torwarded to State agoucies for more detailed reply:
refers to earlier letter to the President voicing support for “all-out Federal at-
tack on highway accidents” with recognition of State responsibility and supports
Federal research of “one-car” and “run-off-the-road” type accidents,

District of Columbia.—Enactment of H.R. 13228 is urgently needed ; a Federal
program rather than a State-by-State program is felt to be the most effective
ineans of implementing antoinobile safotr,

Florvida.—Believes it wonld be more appropriate to limit Federal role to one of
support to the States rather than pass Federal legislation ; rerecs Lo 1058 “Beamer

tesolution™ and Vehicle Equipment Safety Commission (VESC).
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Hawaii—Forwards a copy of May 5, 1966, letter to the President which ex-
presses strong feeling that HLR. 13228 will “weld the efforts of the individual
States to this common objective” and believes same Federal-State relationship
should exist for highway safety as it does for highway construction with greater
emphasis on State and municipal responsibility.

fdaho—At present feels that position taken by American Association of State
Highway officials on 8, 3005 represents feeling of State and will notify of any
departures from that position.

Illinois—Supports Administration proposal for Federal regulation of vehicle
and tire safety standards, but suggests apportionments of State grants be
charged to T59% population, 25% area basis and limitations be placed on amount
of research and development money to come from highway trust fund: recom-
mends emphasis on driver licensing and drunken driving (includes text of amend-
ments proposed for introduction by Illinois congressional delegation. )

fowa.—Legislation is being considered by pertinent State agencies and will
advise of any recomunendations.

Kansas—Encloses a copy of March 30, 1966, letter to the President which
directs special attention to the research and development provizions of Title 111,
particularly as they affect driver licensing.

Kentucky—Encloses a copy of April 29, 1966, lefter to the President which
states that a well thought-out vehicle stndards program, such as contained in
Title I is very important ; that Title II and III provisions are important and wel-
come ; offers support for 259 incentive criteria for State grants; and believes
determination of appropriate State safety agency should be made by the Gover-
nor.

Maine.—Comments will be forwarded at the earliest convenience.

Maryland.—Supports purpose and intent of pending trafic safety legislation
and suggests consideration be given to the statements of the National Governor's
Conference on H.R. 13228 and H.R. 13290,

Minnesota.—Believes that national safety standards can be established and
enforced only through strong Federal and State action and endorses objectives
of 8, 3005 and 8. 3052; recommends additional funding and strong provision for
improvement of police enforcement,

Nebraska.—Expresses general accord with intent and programs of H.R. 13228 :
endorses uniformity of programs and requests consultation with State agencies
on Title III programs; but believe section 305 should be elarified so as to pre-
clude competition for Federal funds by various agencies within a State,

Nevada.—Governor states that he heartily believes in the Traflic Safety Act
and Transportation Act of 1966 ; expresses the view that the States, through
VESC, should be accorded a cooperative role in vehicle safety standards under
Title I.

New Hampshire—Provides a summary of the traflic safety programs and ac-
tivities of the State in recent years; endorses increased Federal participation
particularly for the benefits it will provide in research, reporting, accident ree-
ords, publie education ; suggests State participation, through VESC, in developing
Title I vehicle safety standards.

New York.—Assumes that uniform standards under Title 1T will take experi-
ence and advice of the States into consideration ; encloses proposed guidelines
for use in development of standards under present Baldwin Amendent ; reiterates
request for support of State safety car program; suggests VESC ean cooperate
with Federal Government on Title T; suggests extensive use of Title I11 research
grants in State programs; suggests study of results of driver register service
before its scope is broadened by legislation,

Ohio.—Encloses a copy of a report on the State highway safety program as
a guide to the kind of matters receiving attention in Ohio,

Oklahoma.—Encloses a epoy of letter of April 26, 1966, to the President which
recommends that the Federal Government make use of VESC in implementing
provisions of Title I; that criminal penalties (in addition to civil penalties)
be provided for violation of Title I; full use should be made existing facilities
in connecton with Title IT; and that standards under proposed section 402, Tifle
23. should follow uniform vehicle code and the action program of the President’s
Committee,

Oregan.—Secretary should be required to consult with State, Federal and in-
dustry representatives in establishing vehicle and highway safety program
standards : nrges expenditure of Title IT funds and establishment of research
facilities in Western United States.
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Pennsylvania—Endorses establishment of research facility; a Federal-State
partnership, using VESC, should be created : a more complete report will be sub-
mitted at a later date.

South Carolina—Officials of State highway department and highway patrol
agree that the objectives of H.I. 13228 are proper and desirable.

Teras—Urges, by telegram, that VESC be given a role in vehicle safety
standards, and refers to testimony given on May 3 and 5, respectively, to the
House Public Works and Commerce Committees.

Vermont.—Request received during the Governor’s absence; he will reply
when he has had a chance to review the request,

Virginia.—State began approving motor vehicle equipment in 1932, joined
VESC in 1964 and will continue its policy of favoring legislation which will
improve traflic safety.

West Virginia.—The Governor will forward his views as soon as possible.

Wisconsin—States’ responsibilities in law enforcement, licensing, driver
education, ete., must be recognized: VESC shonld be civen a role in vehicle
safety standards; maximum effort should be made to use existing regearch
facilities : States should have a role in developing Title 111 standards ; apportion-
ment formula should be changed to T5% population, 25% area basis; a single
State agency should coordinate: and additional revenues should be sought for
the highway trust fund to cover safety programs.

Wyoming.—Views of the Governor are the same as those given on behalf of
National Governors' Council before House Public Works Committee on May 3
and Commerce Committee on May 4.

STATE OF ALASKA, OFFICE OF THE GOVERNOR,
Juneaw, April 30, 1966.
Hon, Joux T. CoNNOR,
Secretary of Commerce, Washington, D.C.

DeAR Mg, SecreTARY: Thank you for your telegram and letter of April 26
in which you asked our views on the President’s proposed Traflic Safety Act
of 1966. We have reviewed the bill and believe that it will accomplish its
stated purpose: “to reduce traffic accidents and the deaths, injuries, and prop-
erty damage resulting from traffic acceidents” The alarming increase in the
rate of traflic accidents throughout the United States certainly justifies the kind
of regulation provided by the bill. And certainly the states are not in a posi-
tion to provide effective regnlation of automobile manufacturers.

The bill appears to provide ample time for the automobile manufacturers to
provide their own safety standards so that the purposes of the bill can he
accomplished by the manufacturers themselves without interference from the
Federal Government. If the manufacturers are not able to desien and build
safe automobiles. then it seems highly appropriate that the Federal Govern-
ment step in and establish minimum safety standards and require the manu-
facturers to comply with them.

I would wholeheartedly support the bill. Please refer to the enclosed copy
of my letter of March 29, 1966, to President Johnson, for further expressions
of my feelings on this matter. Thank you for giving me his opportunity to
express our opinion on this badly needed humanitarian legislation.

Sincerely,
Winniasm A. Eean, Governor.

Enclosure.

Marc 20, 1966,
The Honorable Lyxpox B, JoHNSOX,
President, United States of America,
The White House,
Washingtan, D.C.

Dear Me. PresipesT: Your letter of March 24, 1066, concerning traffic safety
is certainly timely. We in Alaska are also experiencing the vicious spiral you
refer to concerning inereasing aceidents and highway fatalities.

I heartily welcome the Traffic Safety Act of 1966. As yon point ont, it does
energize onr Federal-State partnership.

As per vour request, I do have several suggestions which may strengthen the
Act, and may help us eut down on the highway carnage. First, any program of
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traffic safety must take into account the two basic factors: the man and the
machine.

In Alaska we see the man and the machine as part of one over-all problem.
I strongly urge an integrated approach to our traffic safety problems. This
would include programs of ; driver training, public edueation; a meaningful
driver’s licensing program; adequate traffic patrolling; well trained and con-
ducted traffic courts; a long-range traffic safety legislutive program, which the
Tratlic Safety Act of 1966 goes far to realize.

In addition to the “human’ and educational factors above, it is imperative
that we recognize that the human factor will always come into play and that
there will always come tragically, the accidents. Thus, it is imperative that an
integrated traffic safety program include: adeguate highway engineering and
traffic control efforts ; periodie vehicle safety inspections : adequate traffic patrols:
adequate accident investigation ; design of the automobile to protect its ocenpants.

Let me particularly emphasize my concern with the safety of automobiles
themselves, If we have a fallible human being driving the care, then we must
make every effort to make the car as infallible as possible so as to protect him
from himself. A serious effort at designing ears for occupant safety would
necessarily have to come from the Federal level. I recognize the difficulties
of such a program, and the costs of it. But the time is growing short, as you
have so elogquently indicated. We need all aspects of a traffic safety program.

In your splendid endeavor you have my full support and cooperation.

Sincerely,
Wiiniam A, EeAx, Governor.
THE GOVERNOR OF ARIZONA,
Phaoenie, May 11, 1966,
Hon. Joux T. Cox~NOR,
Secretary of Commerce,
Washington, D. €.

DEAr Mg. SEcrRETARY : This is in response to your letter of April 206 relative to
the President’s proposed Traffic Safety Act.

Due to an extremely long session of the legislature. just ended, and the press
of other state business, my office has not had an opportunity to fully study HR

3228 and consult with state agencies on this matter and therefore, I am unable
at this time to offer the views of the State of Arizona on this legislation.

Sincerely,
SAMUEL I'. GODDARD,

STATE oF CALIFORNIA,
GoverNOR'S ()FFICE,
Sacramento, May 3, 1966.
Hon, Joux T. CONXNOR,
Seeretary of Commerce,
Washington, D. (.

Dear Mg. Coxxor: In response to your letter of April 26, 1966 to Governor
Brown, I am forwarding a copy of his reply to President Johnson ¢oncerning the
proposed Traffic Safety Act of 1966,

Sincerely,
RONALD A. CLARK,
Lssistant Cabinet Secretary.

Enclosure.

GOVERNOR'S OFFICE, May 3, 1966.
The Honorable Lyxpox B. Jourxsox,
President of the United States,
White House, Washington, D.C.

I share yvour thoughts on the tragic losses due to needless highway acci-
dents, As indicated in the comments I forwarded to be read as testimony
on HR 13290, and related bills, We welcome and support the interest of the
Federal Government in getting into the field of highway safety—a field which
has preoccupied the States for many years. I do think it is important that the
Federal Government not preempt the field, but establish a partnership in traf-
fic safety programs which would continue State aetivity in an important role.
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My people have been working closely with the representatives of the Na-
tional Safety Council and have been following the work of the President’s Com-
mission for Highway Safety. I recently appointed a Governor's Advisory
Committee on Traffie Safety, which set up action panels to assist in promoting
needed State and Federal legislation. I have also activated a traffic safety
coordinating committee within State government, chaired by Robert Bradford,
administrator of the transportation agency.

I have also advised my highway patrol commission, Mr. Bradford Crittenden,
to review those safety features which are required in cars used by the Cali-
fornia Highway Patrol and to recommend those features which might logically
be provided in passenger vehicles in California.

Through these approaches we hope to improve our safety programs within the
State and be in a position to provide strong support to you in earrying out
national objectives in the safety field.

I have instructed Mr. Bradford to report further progress and keep in touch
with Mr. William Randolph Hurst, Jr., Chairman of your Committee on Highway
Safety.

Epvmuxp G. Browx, Governor.

STATE oF CONNECTICUT,
ExEcUTIVE CHAMBERS,
Hartford, May 9, 1966.
Hon, Joux T. CONNOR,
The Secretary of Commerce,
Washington, D.C.

DeAr Mr. SECRETARY : Thig will acknowledge yonur recent letter concerning the
views of appropriate State agencies on the President's proposed Traffic Safety
Act of 1966,

Since this ig a rather substantial piece of legislation, I know you will under-
stand my desire to have it given thorough study by the appropriate State
agencies in compiling their evaluations.

Earlier this month, I replied directly to President Johnson to voice my sup-
port for the proposed all-ont Federal attack on highway accidents, so long as
it does not remove from the states any of their authority in this field or encour-
age states to abandon their own responsibilities,

T also at that time suggested that perhaps the proposed program might inclnde
a Federal research program into the causes of one-car, run-off-the-road type
of accidents, which have oceurred with disturbing frequency in recent months
in Connecticnt.

I am forwarding a copy of vour letter and the proposed legislation to appro-
priate Connecticut agenecies with the request that they compile their evaluations
and views o that they can be sent to yon as soon as posgible.

Sincerely,
Joux DeMPSEY, GoOvernor.

May 3, 1966.
Hon. Joax T. CoNNOR,
The Becretary of Commerce,
Washington, D.C,

DEAr SEcreTArY Coxvor: Reference is made to your telegram and letter,
both dated April 26, 1966, requesting the views of the Commissioners of the
Distriet of Columbia on the President’s proposed Traffic Safety Act of 1966,
introduced in the U.8, House of Representatives as H.R. 13228, 80th Congress.

The Commissioners of the District of Columbia are of the view that such
legislation is nrgently needed and that a Federal program of antomobile and
highway safety, rather than a State-by-State program, constitutes the most
effective means of implementing the desired goal of automobile safety. The
Comimissioners therefore strongly recommend enactment of the bill.

The Commissioners have been advised by the Bureau of the Budget that,
from the standpoint of the Administration’s program, there is no objection to
the submission of this report to the C

Sincerely yours,

gress,

WArTER N. TOBRINER,
Presgident, Board of Commissioners,
District of Columbia.
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TALLAHASSEE, Fra., May 3, 1966.
Hon. Joayx T. CONNOR,
Scerctary of Commerce, Washington, D.C.

In reply to your telegram and letter of April 26, 1966, relative to the pro-
posed Traffic Safety Act of 1966—H.R. 13228, it is my feeling that it would
be more appropriate to limit the Federal role to one of support to the States
rather than pass Federal legislation. I refer you to the 1958 legislation adopted
by Congress identified as the “Beamer resolution” authorizing the States to
enter into compacts for uniformity of safety regulations. Compacts have been
adopted, have been suceessful and have been endorsed by 44 States. 1t is my
understanding that the Vehicle Equipment Safety Comimission will issne regu-
lations in Oectober that will further guarantee and insure additional safety
factors to our citizens,

Haypox Burxs, Governor of Florida.

ExecvuTivE CHAMBERS, Honolulu, May 5, 1966.
Hon. Joux H, Coxxor,
Secretary of Commerce, U.S. Department of Commeree, Washington, D.C.

DAk SECRETARY CONNOR: In response to your letter of April 26, 1966, and wire
received April 28, T am sending you a copy of the letter I have addressed to The
President regarding his proposed Traffic Safety Act of 1966 (H.R. 1: :

Warmest personal regards. May the Almighty be with you and yours ¢

Sincerely,
Joux A. Burxss.

Enclosure.

ExecvuTive CaAaMBERS, Honolulu, May 5, 1966.
The Honorable Lyxpox B, JoHNSON,
The White House, Washington, D.C.

DEAR M. PRESIDENT : Your letter of March 24, 19G6, concerning the staggering
loss to our Nation in human and national resources as a result of traffic accidents
vividly underscores the need for a concerted national attack at this source of
needless and tragic waste of our national assets,

The State of Hawaii is in the midst of an unprecedented period of highway
construction ; yet with these improvements in physical facilities we are also in
the midst of an ever increasing record in traffic acidents. This toll, 1 believe,
is an unnecessary and tragic loss to the productivity of this State and the
Nation. I have instructed my Administration to increase its efforts toward reduce-
ing this toll.

Hawaii has had for many years a program of continuing improvements to its
highway facil s, This program has, until recently, been wholly State-financed.
Our Highway Division is now cooperating with the Bureau of Public Roads to
utilize Federal aid highway funds to pursue this program of improvements
wherever possible while continuing wholly State-finauced projects in those areas
which may not qualify for Federal aid.

This is but one facet of a total highway safety program which should be
and must be pursued on a national level if we are to see a decrease in our high-
way accident losses, While 1 feel very strongly that the propesed Traflic Safety
Act will weld the efforts of the individual States to this common objective, it is
my belief that certain portions of the Aect will dilute the efforts of the varions
State highway departments and other local governmental agencies in the pursuit
of effective and continning programs concerning the various aspects of highway
safety.

I am convineed that the present joint State-Bureau of Publiec Roads coopera-
tive efforts, in cooperation with the various established administrative and
policy making organizations of responsible State officials, should be continued
and strengthened so that we may better utilize the recognized talents of pro-
fessional personnel who are experienced in the administration of the highway
programs.  These cooperative efforts have been most productive and have
resulted in a highway system second to no other nation in the world.

Federal aid will undoubtedly reinforce the State’s efforts toward an all-
encompassing highway safety program. The proposed method of apportion-
ment of the funds for this program, particularly that portion which would be
distributed at the diseretion of the Secretary, should be reviewed to reflect a
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more rational methed of apportionment, I also feel that these funds should be
administered by the Bureau of Public Roads with the State highway depart-
ments being designated the responsibility of coordinating the safety program.

I believe that greater emphasis should be given to State and municipal responsi-
bilities in carrying out the objectives of the Act and that greater recognition
be given to the role of local government in accomplishing these aims. A joint
effort of the various governmental agencies concerned, including the respective
Federal agencies, could perform many of the functions proposed in the Aet. Such
an effort would ereate a better sense of accomplishment and achievement in an
area which vitally concerns all levels of government.

I wish to assure you that all resources of this State will be utilized to pursue
the objectives of the Traffic Safety Act and I pledge the support of this State
toward the pursuit of a proper program which will contribute to the alleviation
of this national tragedy.

Warmest personal regards. May the Almighty be with yon and yours always.

Sincerely,
Joux A. Burxs.

Borse, Inano, April 29, 1966.
Hon, Joux T, CoNNOR,
Secretary of Commerce, Washington, D.C.

Reurtel April 26 Have discussed HR 13228 S 3005 HR 13290 and 8 3052 with
Idaho Safety Commission and noted similarity of same At present feel that
position taken by AASHO on 8 3005 appears to represent our thinking, Will
review all of above and notify of any changes.

Warm personal regard.

RoserT E. SMYLIE,
Governor of Idalo.

OFFICE OF THE GOVERNOR,
Springfield, May 2, 1966,
The Honorable Joux T. CoNNOR,
Secretary of Commerce, Washington, D.C.

DEAR SECRETARY Coxxor: Thank vou for your letter of April 26 regarding the
views of the State of Illinos on the President’s proposed Traffic Safety Aet of 1966.

In response to a letter from The President, I assured him of our sapport of the
legislation in its present form and that we would welcome amendments to the
Act that would provide the following :

1. Revise Paragraph “b” of Section 402 to provide for 759% of the funds to be
apportioned on the basis of population and 259 on the basis of area.

2. Revise Section 203 to place a limit on the amount of funds to be appropriated
out of the highway trust fund for the constraction of research, development, and
testing facilties.

3. Add sections placing more emphasis on the need for tighter controls on driver
licensing and more stringent penaltes for driving while intoxicated.

Last week I wrote to our Congressional delegation (copies enclosed) speecifying
snggested amendments.

I hope this will inform you of our desire fo be helpful in this very important
legislation. Further, I regret that the telegram to which you referred was not
received in this office.

Sincerely,
Orro KERNER, Governor.

Enclosures,

Arrir 27, 1966,
ITon. PavL H. DoUGLAS,
U.8. Senator from Ilinois, Senate Office Building, Washington, D.C.

DEAr SENATOR Dougras: Our Official Traffic Safety Coordinating Committee
unanimonsly believes that there should be Federal regulations and minimal safety
requirements for equipment and tires, We also strongly believe that the power
to set minimal standards of a highr grade than that set by the Federal govern-
ment should be retained by the states. The United States Supreme Court has
repeatedly held that, in areas where the Federal government has entered fields
of control formerly solely governed by the states, the states have lost control
and jurisdiction over these areas.
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For these reasons, we suggest to yon the adoption of the amendments attached
to 8 2669, S 3005, and HR 13228, These amendments allow the states to partici-
pate and cooperate with the Federal government in establishing uniform stand-
ards for highway safety programs. The suggested change in the effective time
of the order of the Secretary (of Commerce or Transportation) would give the
respective states an opportunity to enact legislation necessary to set minimal
standards and to provide for the enforcement thereof.

I urge you to help develop and work for the passage of traffic safety legislation
which will be compatible with the comments expressed above for minimal Federal
requirements with the right reserved to the states to adopt and enforce higher
standards if they so desire,

Your efforts in this direction will be appreciated.

Sincerely,
, Governor,
[S. 2669, 89th Cong., 2d sess.]
IN THE HOUSE OF REPRESENTATIVES
AMENDMENT

Intended to be proposed by Mr, ——— — to 8. 2669, a bill to establish safety
standards for motor vehicle tires sold or shipped in interstate commerce,
and for other purposes, viz:

In Sec. 6, strike out the second sentence in said section, and insert in lieu
thereof : “Amendments shall become effective on the date specified therefor by the
Secretary in said order which shall be no sooner than one year nor later than
two years from the date on which the amendment is issned.”

In Sec. 7, in the first sentence in said seetion, strike out “differ from” and in-
sert in lieu thereof “standards are lower than the™.

In Sec. 7, in the first sentence in said section, strike out “different” and insert
in lieu thereof “lower™.

[8. 3005, 89th Cong,, 24 sess.]
IN THE SENATE OF THE UNITED STATES
AMENDMENTS

Intended to be proposed by Mr. — ———— to 8. 3005, a bill to provide for a
coordinated national safety program and establishment of safety stand-
ards for motor vehicles in interstate commerce to reduce traffic accidents
and the deaths, injuries, and property damage which oceur in such accidents,
viz:

On page 4, line 22, strike out “one hundred and eighty days” and insert in lieu
thereof “one year".

On pages 4 and 5, strike out all that part of paragraph (b) following the
period in line 23 of page 4.

On page 5, strike out lines 18 through 22 and insert in lieu thereof “that order,
which shall be no sooner than one year from the date on which the amendment
or withdrawal is issned.”

On page 22, lines 15 and 16, strike “approved by the Secretary™ and insert in
lien thereof “developed by the Secretary in cooperation with the States™.

[H.R. 13228, 80th Cong.., 2d sess.]
IN THE HOUSE OF REPRESENTATIVES
AMENDMENTS
Intended to be proposed by Mr. ——— ——— to H.R. 13228, a bill to provide for

a coordinated national safety program and establishment of safety stand-
ards for motor vehicles in interstate commerce to reduce traffic accidents
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and the deaths, injuries, and property damage which occur in such accidents,
viz:

On page 4, line 19, strike out “one hundred and eighty days” and insert in lieu
thereof “one year”.

On pages 4 and 5, strike out all that part of paragraph (b) following the period
in line 20 of page -

On page 5, strike out lines 15 through 19 and insert in lien thereof “order,
which shall be no sooner than one year from the date on which the amendment
or withdrawal is issued.”

On page 22, lines 14 and 15, strike “approved by the Secretary” and insert in
lieu thereof “developed by the Secretary in cooperation with the States”.

DEs Moixes, lowa, May J§, 1966,
Joux T. Coxxor,
Seerctary of Commerce, Washington, D.C.:

This is to acknowledge your letter with regard to ILR. 13228, Proposed legis-
lation being considered by pertinent State agencies as it pertains to Iowa. Will
advise your office of any recommendations.

Harorp E. HUGHES.

THE STATE 0F KANSAS,
OFFICE OF THE GOVERNOR,
Topeka, Kans., May 5, 1961,
Hon. Joux T. CoNNOR,
Secretary of Contneree,
Department of Commerce,
Washington, D.C.

DeAR MR. SEcRETARY : This is to acknowledge your recent letter, requesting
that the views of the State of Kansas on H.R. 13228 be submitted.

A similar request was received from the President in regard to the proposed
Traffic Safety Act of 1966. A copy of my reply of March 30 is enclosed. This
letter sets out my basic views on the proposed legislation.

Yours very fruly,
War, H. AveRY, Governor.,

MarcH 30, 1966,
THE PRESIDENT,
The White House,
Washington, D.C.

Dear Mg, PresipentT: I appreciate your letter of March 24 and the attached
copy of S.3003, a bill to provide for a coordinated national safety program
and to establish safety standards for motors vehicles. I further note that yon
invite any comment that I might have to submit relative to this proposal or
other matters that could be adopted to reduce the high aceident and fatality
rate on our nation's highways.

I would particularly like to urge that special attention be given fo Sub-Section
403 of Section 301 of Title ITT of the bill. This deals with highway safety
research and development. It has become increasingly evident to me that we
need to establish more constructive guidelines for revoeation of licenses of
senior citizens, other than a simple age limitation. It is my understanding
that some states do have tests that are applied, but in most instances the driver
once licensed continues to be eligible for a license unless it is revoked for some
violation or other stipulated canse.

Age itself is not a reliable eriteria for eligibility to drive. Physical deficiencies
do not follow any inflexible pattern. It seems there has been reluctance on the
part of regulatory agencies to develop eriteria for drivers’ tests for senior
citizens. This I hope could be further explored under the section of the bill
that is mentioned above,

I wonld need additional information on the bill before I could subscribe
my full support to all titles contained therein.

Yours very truly,
Wa. H. AVERY, Governor.
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OFFICE OF THE GOVERNOR,
Frankfort, Ky., April 29, 1966.
Hon, Joux T, CoNNOR,
Necretary of Commerce, Washington, D.C.
DEAR MR, SECRETARY : In response to your April 26 letter, I am enclosing copy
of my letter to the President expressing my views on his proposed Traffic Safety
Act of 1966,

'\'i]lt‘l'l’l'l\'
5 L8l
!':E’\\'_\Rl} ’l‘_ I{}““..\THI IT.

OFFICE OF THE GOVERNOR,
Frankfort, Ky., April 29, 1966,
THE PRESIDENT,
The White House, Washington, D.C.

My DreAr Mz. PresIpENT : Your letter of March 24, 1966, has received my most
earnest concern. Deaths and injuries caused by traffic accidents are one of the
most important problems facing not only this state but the entire country.
We in Kentucky have inaungurated a full seale attack on the problem.

Our program has been directed to all facets of traffic aceident prevention.
For your information I am enclosing summaries of the various programs we have
undertaken., To help ns achieve our aims we have had the help of such institu-
tions as the Insurance Institute of Highway Safety, University of Kentucky and
the Traffic Institute of Northwestern University.

You are aware of the financial limitations of states. Grants to states pro-
vided for in Title 3 of the proposed legislation will help us to continue and
hopefully expand our traffic safety program, It will also be of immense assist-
ance to us in angmenting and amplifying such much-needed programs as driver
education in our high schools (an area of traffic safety where we are greatly
in need of assistance here in Kentucky).

In my judgment there is a definite need for a progr: of coordinated traffie
safety research such as that proposed in Title 2 of the Traffic Safety Act. We
feel that a well-thought-out program for the improvement of vehicle standards
such as that outlined in Title 1 of the Aet is very imporatnt. May I add that
we also very much favor 8. 2669 relating to the development of tire standards
and requesting the Secretary of Commerce to set such tire safety standards,

In further evaluating the Federal-State relationship as it will develop under
the proposed legislation, we very definitely support the allocation of 259 of the
funds to the states on the incentive basis,

We also commend most highly the wording relating to utilizing the appropriate
“Highway Safety Agency” in dealing with the states,

It iz my suggestion that the determination on designation of the appropriate
Highway Safety Program should be made by the Chief Executive Officer of the
individual state working closely with each state’'s coordinating committee.
Where coordinating committees do not exist, perhaps a singular state agency
or designated ad-hoc committee could be utilized.

The recent session of the Kentucky General Assembly took historie aetion
in traffic safety by adopting 10 major laws relating to this subject, in addition
to budgetary provision for 100 additional state police troopers and a 10%
increase in pay for these men. Enclosed is a summary of that legislation, along
with a copy of our printed Action Program (patterned after the Action Program
of your Committee for Highway Safety as that program relates to Kentucky),
and a copy of 4 summary report to the people of Kentucky on public safety, just
published by the Kentucky Department of Public Safety.

We look forward to a vital and sustained program of Federal-State coopera-
tion which will produce a substantial reduction in the highway deaths and
injuries whieh daily plague our people.

I wish youn every success in your efforts to help =olve this most important
problem and pledge to yon my support and the coordinated support and assistance
of the traffic safety resources of Kentucky State Government.

Respectfully,
EpwArp T, BREATHITT.
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AveusTa, MAINE, April 20, 1966,
Hon. Joax T, Coxxor,
Becrctary of Commerce,
Washington, D.C.:

I welcome the opportunity to comment on the President’s proposed Traffic
Safety Act of 1966. The State of Maine has been most active in traffic safety
for many years. Our current standards and our constant research in this field
will be taken into consideration in my reply. You may expect my commnents on
House bill number 13228 at the earliest convenience.

Gov, JouN H. REED,

ExecurTivE DEPARTMENT,
Annapolis, Md., April 27, 1966,
Hon. Joux T. CoNXoR,
Secretary of Commerce,
Washington, D.C.

DEeAR MR. SECRETARY : I support the purpose and intent of the traffic safety
legislation now being considered by the Congress.

I suggest, however, that careful consideration be given by the House Commit-
tee on Interstate and Foreign Commerce to the statement to be presented by the
representative of the National Governors’ Conference at the May ith hearing on
House Bill 13228,

further, I suggest that the same careful consideration be given to the amend-
ments to be offered to the House Subcommittee on Public Roads of the Commit-
tee on Public Works on May 3rd by the National Governors' Conference repre-
sentative in respect to House Bill 15200,

With kindest regards, I am,

Sincerely yours,
J. Mirrarp TAWES
Governor.

STATE OF M1X NESOTA,
ExecUuTIvE OFFICE,
St. Paul, Minn., May 4, 1966,
Hon. Jonx T. CoNNOR,
Seeretary of Commerce,
Department of Commerce,
Washington, D.C,

Dear Me Sepcrerary : Thank vou for your telegram and your lefter. It
response, 1 should like to state that it is the considered opinion of my advisers
in highway and safety matters, including the Commissioner of Highways, John
P. Jamieson, that favorable consideration should be given to the “Traffic Safety
Act of 1966”7 (8. 3005). We also endorse the objectives of the “Highway Safely
Act of 1966”7 (8. 3012) but recommend that action taken toward the improvement
of highway safety be a joint effort of the various states and the office of the
Bureau of Public Roads.,

We further recommend in addition to the preseriptions included in this bill
that additional funding be guaranteed for the safety provisions thereby enacted.
It is our understanding that 19 of the excise tax on domestically manufactured
automobiles will be credited to the Highway Trust Fund for the purpose of
financing these safety provisions, The calculations that have been made avail-
able to us indicate that this source will not be sufficient to finance these features.

One worthy provision not included in the Highway Safety Act of 1966 is im-
provement of police enforcement of traffic legislation on our highways. We have
evidence of the benefits which can derive from proper enforcement policies which
digscourage excessive speed and reckless driving thereby reducing the severity
of accidents and lowering fatality rates,

Associates in the Council of State Governments have urged me to discourage
federal action. I feel, rather, that national safety standards can be established
and enforced only through strong federal and state action,

With kindest regards. :

Yours very truly,
Karn F. Rorvaag,
Governor.
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STATE OF NEBRASKA,
DEPARTMENT 0F MoTOR VEHICLES,
May 3, 1966,
Hon. Joux T, CoNNOR,
Neeretary of Conmmerce,
Washington, D.C.

DEeAR Sir: Governor Morrison has asked me to communicate our views on the
President’s proposed Traffic Safety Act of 1966, as requested in your letter of
April 26,

I have reviewed H.R. 13228 carefully, and we are in general accord with its
intent and programs., We do want to be sure that the appropriate state agencies
will be consulted in determining the standards to be prescribed by the Secretary
under Title I11. We do feel that our state can and must make major improve-
ments in its highway safety programs, and that uniformity of programs and poli-
cies is essential to cope with the ever-increasing mobility of the American publie.

We are concerned with the definition of “state highway safety agency” in
Title IIT. In our state, and in many others, the programs covered by Title I1I
are now administered by more than one department, Section 305 appears broad
enongh in its language to cover all such departments and programs, but the pos-
sibility does seem to exist for competition between departments for federal
funds. While we are confident that the Secretary would guard against this in
negotiations with state agencies, we believe Section 305 could be amended to
eliminate this problem, by requiring that the governor of each state determine
the allocation of federal funds among the appropriate agencies.

We look forward to continued cooperation with our sister states and the federal
government in developing the most effective traffic safety programs.

Sincerely,
DEPARTMENT OF Moror VEHICLES,
James B, DUNLEVEY, Director.

THE STATE OF NEVADA,
ExecuTive CHAMBER,
Carson Qity, Nev., May 11, 1966,

Hon. Joaxs T. CoNXOR,
secretary of Commerce,
Washington, D.C.

My DEAR Mg, SECRETARY.: I have received your wire and letter of April 26, 1966,
and want you to know that I heartily believe in the Traffic Safety Act and the
Transportation Act of 1966, I believe the Congress is headed in the right direc-
tion in its efforts to stop our high fatality rate on the highways of our nation, but
[ must bring to your attention Title I of H.R. 13228, now in the House of Repre-
sentatives, which preempts the states from having any voice in determining
vehicle equipment safety standards,

[ feel that the federal government and state governments, through the Vehi
Equipment Safety Commission (of which the State of Nevada was one of the first
to join), and with the cooperation of the automobile manufacturers, could pro-
vide an acceptable set of vehicle safety standards, and that these standards would
be more easily enforced through the present state police and highway patrol
enforcement :I_L.’i'i'll‘il‘h'.

I earnestly request that you give this suggestion your serious consideration.
You ean be assured of the cooperation of the State of Nevada with the federal
government in this respect.

Sincerely,
GRANT SAWYER, Governor.

STATE oF NEwW HAMPSHIRE,
Concord, May 3, 1966,
Hon. Joux T. CoNNOR,
Secretary of Commerce,
Washington, D.C,

DEAR SECRETARY CoxNor: This is to acknowledge your recent correspondence
with reference to New Hampshire’s views on the proposed Traffic Safety Act of
10606,

Here in the Granite State we are convinced that the new interest in traffic
safety on the part of the President and the Congress will lead to more effective
programs of traffic accident prevention.
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The states long have engaged in efforts to bring constant improvement to the
safety picture. PPersonally, 1 feel that these efforts have met with a large
measure of success, particularly during the past 25 years, as the fatality rates
per 100 million miles of travel have been eut from 12 in 1941 to 5.0 last year,
while the number of vehicles, drivers and miles driven has multiplied several
times,

Consider, if you will, that the number of fatalities last year would have been
more than 100,000 if these gains had not been made. Unfortunately, despite ac-
complishing these reductions, the “law of diminishing return” does exist and to
wake further improvement, our efforts must be donbled and redoubled.

While the states bear the primary responsibility for traffic safety promotion,
it is the duty of every level of government, every public and private organization
and every ecitizen to contribute what they can toward better solutions to this
problem.

Increased federal participation in the trafiic safety field is long overdue, and
we firmly believe that provisions in the proposed legislation, which will increase
aid to the states in order that they may do a better and more effective job in
trafic safety will bear substantial refurns.

The experience of our State with regard to increases in auntomaobile fatalities
and accidents in recent years has been similar to that of many others. For ex-
ample, in 1961, we had 100 automebile fatalities, in 1962 it increased to 111, in
1963, 142 deaths at the rate of 4.4 persons killed for every 100 million miles
traveled, and in 1964 the fizure soared to 158 deaths at the rate of 4.7 persons
killed per 100 million miles of motor vehicle travel., Obviously. something had to
be done to arrvest this upward trend of carnage on our highways. Therefore, in
the summer of 1964, I appointed a Governor's Traffic Safety Committee, made np
of fifteen individuals who were leaders in the field of highway safety In our
State.  These ineluded representatives of the Department of Safety, heads of
statewide organizations, concerned with the problem and individual citizens
knowledgeable in the field.

The Committee immediately set to work analyzing the highway accident
problem in New Hampshire to try to determine where the greatest weaknesses
existed and what approach we should use in solving the probdlem. After coun-
giderable deliberation, a line of attack was developed. Since the State Legisla-
ture would be meeting in 1965, it was recommended that this be presented to the
Legislature as a highway safety legislative progri I gave endorsement to
the program and presented it in a special message to our Legislature, outlining
the various points it contained.

We are favored with a very safety conscions Legislature in 1963 and succeeded
in obtaining many measures which we felt were vital to the Motor Vehicle Law
Enforcement and to Traffic Safery. This was reflected by myself, the State
Senate and House of Representatives in onr joint actions to bring the State of
New Hampshire into closer conformity to the recommendations of the Uniform
Vehicle Code and with those of the American Association of Motor Vehicle Ad-
ministrators.  After a review of a namber of these laws, yon will note that
among them are some that are considered somewhat controversial and have
been pigeon-holed by many states for future action. This was not the thinking
in New Hampshire and for this reason several objectives were accomplished.
These included :

{1) The establishment of a permanent Governor's Traffic Safety Commission
with a $25,000 a year appropriation. This made possible the employment of an
executive director and the initiation of a publie support program patterned
after that recommended in the “President’s Highway Safety Action Program”.

(2) Implied Consent Law. Our analysis of the causes of antomible accidents,
particularly fatalities, showed that in a majority of cases excessive use of liguor
wias at the root of the problem. Four previous Legislatures had considered such
i lation but had not enacted it into law. However, based on the recommenda-
tions of the Traffic S8afety Commission, the legislation was adopted and is now in
effect.

(3) Realistic or Absolute Speed Law. It had been years since our state had
attempted any modernization of its speed control laws, Observation of posted
speed 1mits were and still are not realistic. This resulfed in disrespect for the
law. Based upon the recommendations of our Commission, whieh in turn were
taken from the Uniform Vehicle Code, onr Legislature enacted a new speed con-
trol law. Among other things, it provides for the establishment of realistic speed
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limits following a joint survey of our highways by our State Highway Department
and our Department of Safety. When this survey is completed within the next
two years, necessary new speed limits will be posted and our enforcement officers
will see that they are observed by motorists.

(4) Driver Education, This legislation nw;uirvd that no person under the ag
of 18 years of age may be licensed in the State of New Hampshire until such [nm*
as he has completed a course of instruction either in a High School or through
a private licensed instructor. The law also requires that private schools pro-
vide classroom training and that all instruction meets the standards of the
curricnlum established by the Commissioner of Safety and the Commissioner of
Education.

(3) Minor Possessing or Drinking Intoxicating Beverages. This Legislation
allows for a ninety days suspension of license for any person under the age of
21 who is found to be in possession or drinking alcoholic beverages. Alcoholic
beverages can only be transported if the parents or legal guardian are in the car
with the youth. It further provides for a ninety-day |m11mi suspension where it
is found the operator shows .05 percent alcohol in his blood.

The New Hampshire Department of Safety, Division of Motor Vehicles, has
undergone a major ‘belt-tlghtening’ in its driver licensing program. Several new
programs have been implemented during the past two years which have produced
highly satisfactory results,

The main purpose of this effort was to place more emphasis on the improvement
of driver attitude and general gualification for motor vehicle operation. This
ineluded special attention to the basic requirements such as applicant’s knowledge
of motor vehicle laws and improved procedures for road testing.

Numerous administrative changes have been put into effect which provide for
greater control over license issue to i wre that only those who meet the strictest
requirements are issued licenses to operate in this state. Full use of the One
License Concept and the interchange of information with other states has been
helpful in eliminating those who attempt to obtain license by false statement.
This, we consider, is 4 must if we are to assure ourselves that new drivers in
this State do not hold previous conviction records for which they are under
revocation or suspension in another State,

In addition to the programs of the Governor's Traffic Safety Commission, it was
recommended to the 1965 Legislature for authorization and financial sapport
for the inerease of personnel within the uniformed branch of the Division of
State Police. It was also recommended the establishment of an auxiliary state
police foree which could be ealled into action to supplement the regular state
police, particularly during summer and holiday weekends when the traffic is
particnlarly heavy. Both of these recommendations were approved by our
Legislature,

Meantime, legislative authorization had been given in two previous sessions
and continned in the 1965 session for a special interim committee on uniform
traffic laws and ordinances. This consisted of representatives of the Senate
and House and five citizens appointed by me. The committee made a comparison
of our State's motor vehicle laws and comparable sections of the motor vehicle
code and followed up these comparisons by recommending legislation needed to
bring our State’s traffic laws into substantial conformity with the Uniform
Vehiele Code.

As a result, during the past four years, legislation has been enaected in our
State bringing our laws into conformity with the following sections of the
Code—Rules of the road and driver licensing. The latter includes the re-exami-
nation of drivers of 75 years of age or older. The committee anthorized by the
last Legislature is currently completing the job of comparison of our laws and
the Code. It is anticipated that this committee will recommend to the next
Legislature legislation pertaining to other sections of the Uniform Vehicle Code.

We have some most startling statistics over the past three years in the Granite
State and that is of the single ear fatal accidents, In 1963 there were 120 fatal
accidents, Of these fatal accidents, 100 were single car crashes, or 82 percent.
In 1964 there were 138 fatal accidents and 95 were single car accidents, or
68 percent. In 1965 there were 132 fatal accidents with 98 being single car
mishaps, or 74 percent. Thus far in 1966 we have had 31 fatal accidents being
single car accidents, or 74 percent.

We are all aware there is a definite reason for every highway fatality and at
this time in New Hampshire a highway fatality investigation school is being

63-481—0G6—pt. 2——10
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conducted for members of the Division of State Police under the direction of
Dr. Alfred Mosely of the Trauma Research Corporation of Cambridge, Mass-
achusetts.

The Department of Public Works and Highways in New Hampshire has placed
particular emphasis on the improvement of our highways. The Granite State
now stands fifth among the States in the percentage of completed miles of the
Interstate System opened to traffic. Also, our State Highway Department has
been working closely with the Department of Safety in the improvement of
highway locations known to constitute traffic hazards.

Following the same approach we are giving much attention to the safety of
the vehicle itself through our periodic motor vehicle inspection program. This
bienniel inspection program has been in effect for many years. Itecently it has
been updated. I wonld like to submit for your study a copy of our new inspec-
tion manual, issued last year, which gives specific instruction to over 1,300
privately-owned state aunthorized inspection stations on how to do a thorough
job of inspecting the vehicle. We work very closely with the inspection stations
in this activity inelnding the conducting of training schools for inspectors and
checking of the inspection establishments themselves.

I could go on telling you more about our highway safety activities in New
Hampshire but time does not permit. We like to feel, however, that our ac-
tivities had a part in the reduction of automobile fatalities from 158 in 1964 to
146 deaths in 1965 or a reduction in the number of persons killed per 100 million
miles from 4.7 in 1964 to 4.0 in 1965. We feel that a still greater reduction
conld be brought about if additional funds and assistance were available. That
is why we are particularly pleased to endorse increased Federal participation
in the traffic field as it provides for additional research by the Federal govern-
ment on the causes of automobile accidents and for the support of stepped-up
highway safety programs in the states.

We feel in our State that with this additional help we conld increase our
activity in several fields such as the following: (1) Studies of accidents—3While
we have made many studies of the eanses of accidents we know that much more
needs to be done, particularly as it relates to the driver and one-car fatal acci-
dents. (2) Accidents Reporting—We need to improve our accident reporting
systemr so that we can prepare better ease histories of our problem drivers.
(3) Review of Overall Safety Establishment—A study of the infer-relationship
of highway safety activities of our several state departments and local sub-
divisions of government might point out where additional improvements are
needed. (4) Review of Court Procedures—Obyviously enforcement of traffic
laws will be effective only if our law enforcement is backed up by our courts.
More attention to the handling of traffic cases in our courts along with a review of
our penalties systems would be more helpful. (5) Stepped-up Program of
Public Education—This is a part of the program which could go forward with
great effectiveness if it were not for the lir ition of funds. Federal assistance
in this area would be welcome. Additional Federal funds would make possible
more driver education courses in our schools; the carrying out of intensive
publie educational program on highway safety with newspapers, radio, television,
handouts as strategic points along our highway systems such as toll stations
and zafety exhibits at publie gatherings such as fairs,

Earlier I mentioned the work which our Motor Vehicle Division is doing in
the inspection of vehicles. We feel that it is important to inspect all ears in use
as well as those that are sold for the first time. After all, there are about six
times as many used cars on the road as there are new automobiles. Over the
many years that our State has been involved in the inspection program it has
bheen necessary for us to establish certain stnadards of performance. This is
true of many other States with similar inspection programs. Since there are
specialists in our Motor Vehicle Division in this particular activity we feel
that they eonld be of great assstance to the Secretary of Commerce in your
administration of Title T of the Bill Congress is currently considering. In the
final analysis, the Secretary of Commerce will have to rely on the States to
enforce the safety standards which you may prescribe for new motor vehicles,
We feel that you will want the initial participation of the States in arriving
at the standards. We subscribe, therefore, fo the suggestion that the Vehicle
Equipment Safety Commission already in existence and of which New Hampshire
is a member shounld be brought into Title I in at least an advisory manner.
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Arrangements could be made whereby the Vehicle Equipment Safety Commission
conld suggest to the Secretary of Commerce which standards it feels should be
adopted. The Secretary could or could not adopt these standards as he desires.
We feel this is important if the true objectives set forth in Title I are to be
attained.

We also feel that Title I should be amended so that the States will be per-
mitted to adopt safety standards as prescribed by the Federal Governmeni for
other than new vehicles. This would conform with New Hampshire's vehicle
inspection program,

In closing, may I reiterate our support of the legislation now before you. We
feel that this should enhance a Federal-State partnership in the solution of the
highway accident problem. We submit to you that the program can be suc-
cessful only if the States are permitted to participate in the program all the
way, including recommending safety standards for motor vehicles,

Sincerely,
Joux W, Kixc.

STATE OF NEW YORK,
ExecuTIVE CHAMBER,
Albany, May 3, 1966.
Hon, Joax T. CONNOR,
Secrctary of Commerce,
Washington, D.C.

DeAr MR, SECRETARY : This is in response to your letter of April twenty-sixth
requesting the views of New York State on the proposed Traffic Safety Act of
1066. First, let me agree with the position you took in the talk delivered at the
28th Annual Meeting of the Automotive Safety Foundation, November 4, 1965,
You indicated:

“The waste from trafiic accidents—both human and financial—is a legitimate
concern of the Federal, as well as state and local authorities.

“It is apparent then that a national effort is required, and that the combined
resources of all levels of government—each respecting the other’s proper re-
sponsibilities—must be mobilized in the cooperative endeavor.”

We assume that the Federal Government will continue to regard traffic safety
as a matter of vital local concern and that the pattern of Federal fund alloca-
tion in Title III of the Act would be primarily to help states and localities
continue, develop and expand their own programs., We also trust that the
uniform standards approved by the Secretary under Title III will take into
consideration the successful efforts of the states in the past and that the states
will be relied upon to provide guidance in the development of these standards.

In this connection, since the standards under the so-called Baldwin Amend-
ment adopted at the last session of the Congress are soon to be dist ributed in
draft form by the Bureau of Public Roads and since these standards wonld
apparently be those which would be promulgated under the proposed Traffic
Safety Act, I am enclosing for your consideration at this time some gunidelines
for such standards which have been prepared by a subcommittee of our State
Interdepartmental Traflic Safety Committee, These suggested guidelines
should not only be helpful to the Bureau of Public Roads in connection with its
present project on highway safety standards but should also be useful to the
House Interstate and Foreign Commerce Committee, presently considering the
proposed Traflic Safety Aect,

With respect to Title I of the Traffic Safety Act dealing with motor vehicle
safety standards, we would like to point out that New York was the first state to
pass a law for attachment points for seat belts, the first state to establish stand-
ards for tire condition, and the first state to establish sandards for brake lin-
ings. In 1965 New York State alloeated the sum of $100.000 for the first stage
of a safety car feasibility study which we hope will lead to the development of
safer automobiles. Senator Edward Speno from our New York State Legislature
has already testified at the Senate and the House Committee hearings with respect
to this study and also motor vehicle safety standards, In view of Section 113
of Title I regarding avoidance of duplication, it is suggested that the research
in New York be supported and continued, since we will have a two-year head
start on the Federal Government, as a joint research project for the establish-
ment of motor vehicle safety standards through effective research, testing and
development.,
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In further regard to Title I, the states and the Federal Government should
strive to ereate a cooperative climate of partnership toward traffic safety progress.
The Vehicle Equipment Safety Compact in which some 44 states and the District
of Columbia are participating has established tire standards through the mechan-
ism of a Vehicle Equipment Safety Commission. It wonld seem that this mechan-
ism could be continued on a cooperative basis with the Federal Government under
the provisions of this Aect.

With regard to the proposed traffic aceident and injury research and test facil-
ity nnder Title LI, fortunately, we are in a position in this State- ause of exist-
ing research facilities—to use effectively grants to the State for safety research
and development. In order to make effective the Title 11, facility, it wonld seem
advisable to utilize Title III grants to enconrage the establishment of research
facilities in a substantial number of states,

Although we recognize that the purpose of the National Driver Register Serv:
ice is essentially sound, we have reservations about the expansion of this regis-
try as proposed in Section 404 of Title 11I. Such an expansion would involve
a very substantial amount of expensgive record keeping with a minimum amount
of benefit unless some positive means of driver identification cammon to all states
can be devised. We understand a study of this problem is now underway, but a
full stndy of the results achieved by the Federal Register would seem to be in
order before any expansion of this program is accomplished,

We trost these suggestions and observations, as well as the suggested guide-
lines for safety program standards, arve of assistance to you and the Committee,

Nincerely,
NEL8ON A. ROCKEFELLER.

ADMINISTRATION

1. The Bureau of Public Roads should. before promulgating standards, notify
and seek eclearance and advice from the varions governors or their designees,
giving cognizance to standards already established by interstate compacts.

2. Each st: shonld have an official coordination committee designated by the
governor. This committee should encourage operating agencies to improve their
communications and liaison toward the end of stimulating uniformity of laws,
policies, procedures, and techniques in behalf of traflic safety.

3. States should make provision for communieations and liaison, on an inter-
state basis, of their highway officials, police, motor vehicle administrators, and
others with traffic safety responsibilities, toward the end of stimnlating uni-
formity and professional competence,

1. The states and the Federal Government should strive to ereate a cooperative
climate within which all are eqnal partners in traflic safety progress. (A typical
example might be federal participation, as an equal member, of the various inter-
state traffic safety compacts.)

9. Each state should establish capabilities for research, public edueation and
legal services in highway safety, design, control and regulation. Research
should be oriented toward evaluation of existing programs, devices and tech-
niques and suggesting new ones; public edueation toward keeping the public
informed of traffic safety needs and also means of improving driving techniques
and legal services toward providing sound counsel in all aspeets of motor
vehicle law, legislation, regulation, reciprocity, and conformity with nationally-
recommended standards,

HIGHWAY AXND TRAFFIC ENGINEERING

1. Existing federally-required design and traffic engineering stadards shonld
be promulgated as official standards under the Baldwin Amendment. Provision
shounld be added in such promulgation to require maintenance of adequate liaison
with related agencies with respect, not only to traffic safety standards normaliy
within the scope of their jurisdiction, but also with respect to accident report-
ing, maintenance, and construction markings.

2. Each state should conduct a program of
quel accident loeations,

4. Each state should establish absolute maximum speed limits, which they
have found to be realistie, reasonable and safe after study of prevailing speeds.

spot improvement of high-fre-
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Such stndies should be conducted on a continning basis, State authorities
should be empowered to set minimum speed limits, Maximum limits should be
the =ame for all types of vehicles,
4. Each state should place milepost markers a quarter-inile apart oun all its
state highways,
THE VEHICLE

1. Nationally accepted features of safe vehicle design and antomotive equip-
ment should be adopted through a cooperative state-federal partnership. (New
York State is now in a position of leadership in this area and would welcome
federal financial assistance to pursue its current safety car feasibility studies.)

2. Each state shonld have a statute providing for mandatory periodic inspec-
tion of all vehicles, using present nationally-accepted standards as a basis for
minimum vehicle inspection requirements. Each state should provide compre-
hensive training for all inspection personnel both in requirements of inspection
regulations and also in methods for inspection.

DRIVEE LICENSING

1. Each state should conduct a uniform driver license program to embrace
effective examination of new drivers, maintenance of a central stite records
system, and suspension or revocation for cause when necessary based upon
drivers’ records so maintained.

2. Each state should issue a driver license only to its own resident. A new
resident in a state should be required to surrender any license issned him by
another state. Each state should return such a surrendered license to the state
of issnance, requesting a transcript of the applicant’s record. Each state should,
in turn, recognize properly licensed operators who are residents of other states,
without respect to any so-called “work rule.”

3. Each state should provide, upon request, records (new violations as well as
prior records) on all drivers who move to other states. To insure rapid, mean-

‘ul interchange of driver license records among states, a uniform driver iden-

ation system should be adopted by the states, embracing any combination of
name, date of birth, sex, or social security number for interchangeable computer
applieation. In this connection, each state should require proof of birth date
and name on all original appliceations for license,

4. States should adopt the classified license concept, with licenese based upon
the type of vehicle driven. Applicants should be examined in the types of vehicles
which they will operate.

a. Licenses issned on a first-time basis or after revoeation should be regarded
as “probatiopary” during the initial period after issuance, and should be with-
drawn upon conviction for a single serious moving violation.

6. Each state should conduct a program of selective periodie re-examination of
drivers with respect to fitness to drive.

7. Each state’s licensing authority should have adequate medical counsel and
a system whereby reports are made available to enable it to remove licenses from
unfit drivers.

S. Each state should work ftoward making driver training a prerequisite for
original licensing. (As a first step, the federal government could provide financial
assistance to insure training of enough teachers to provide this service.)

9. Bt state should conduct a program of education aimed at instructing and/
or rehabilitating problem drivers and should establish effective means of identi-
fying such drivers.

ENFORCEMENT

1. Each state should set minimum standards for selection and recruitinent of
personnel as traffic officers, and shounld provide facilities for training for state
and loeal manpower as officers,

2. Each state should base its traffic enforcement personnel assignments upon
previous records of accident experience, and require enforcement which is pro-
portionate to traffic aceidents with respect to place, time, and type of violatic

3. Bach state should provide for and require the use of a uniform traflic ticke
and complaint.

4. Legal barriers to the use of such enforcement devices as nnma

lar, and chemieal tests should be removed in all states.

rked ears,
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5. Police should have authority to take enforcement action in an accident situ-
ation, even though the violation did not take place in the presence of the arresting
officer.

6. Each state should develop an adequate program of emergency highway com-
munications and services,

7. Each state should strive to develop a strong relationship between conrts
and police ageneies to insure uniformity of enforcement and penalty.

ACCIDENT RECOERDS

1. Each state should develop and maintain an effective accident reporting and
records system. (Broad new guidelines in this area are now being developed by
the Traffic Accident Data Project, National Safety Council.) Such accident rec-
ord systems should have these objectives:

(a) Identify the problem driver for corrective action by administrative
and enforcement officials.

(b) Point out high accident locations for corrective action by the traffic
engineer, enforcement agencies and other governmental units,

(e) Indicate over-all deficiencies in highways and streets for traffic and
highway engineers to provide a guide for roadway design.

(d) Define the scope of the traffic problem which police administrators
must cope with so that intelligent and effective use can be made of manpower
and facilities.

(¢) Assist the legislator in drafting laws and help the government ad-
minister in formulating policies and regnlations,

(f) Develop public understanding and support for effective official policies
and programs and the jurisdietion of programs involved.

(g) Identify areas in which further research is needed—about drivers,
vehicles and roadways.

() Indicate the effectiveness of efforts made by governmental agencies
in traffic accident prevention.

(i) Assist educators in the education and training of new drivers in
school and public safety edueation.

2. Bach state should strive to improve the quality and guantity of accident
investigation by safety officials including police and engineers.

3. Each state should publish. annually, a report and analysis of the previons
vear's accident experience, using general standards established in the Inventory
Program of the National Safety Council.

TRAFFIC LAWS

1. All states should bring their laws into conformity with the Rules of
the Road portion of the Uniform Vehicle Code. Where state statutes relate
to other subjects ineluded in the Code. the substance thereof should conform
to the code, even though the language is not the same. Where a state is making
changes in or additions to its statutes (even where the snbstance is the same)
these should. where possible, conform to the langnage of the Code.

2 Each state should have statutes embracing the “implied consent,” driv-
ing while intoxicated, and driving with ability impaired concepts.

3. Statutes involving driving while intoxicated, driving with ability impaired,
and the implied consent concept should be broadened to include use of narcotic,
depressant or stimulant drugs.

STATE oF Ox1o0,
OFFICE OF THE GOVERNOR,
Columbus, May 3, 1966,
Hon. Joux T. CoNxNoR,
Seeretary of Commerce,
Washington, D.C.

My Dear ME. SECRETARY : Recently you requested comments from appropriate
Ohio officials on the highway safety bill recently introduced with the blessings of
the President. As a gnide to the kind of matters that are receiving atfention
here with relation to highway safety, I am enclosing a copy of the April 12, 1966,
report of our Highway Safety Program and attachments thereto.

Sincerely,
James A. Ruopes, Governor,
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REPORT OF SUBCOMMITTEE, HIGHWAY SAFETY PROGRAM, APRIL 12, 1966

Pursuant to instructions of Directors Masheter and Nelson, this snbcommittee
has held three meetings.

The first meeting was devoted to a complete review of the provisions of the
3aldwin amendment as related to safety. A copy of the minutes of the first
meeting is appended hereto.

At the second meeting the subcommitte resolved that its purpose was to set
forth, insofar as possible, the changes that needed to be made to present activities
and programs, to insure that Ohio’s safety program was in accord with the High-
way Safety Act. The remainder of the second and the third meetings were spent
in setting further needs in a specific manner,

The Subcommittee submits herewith its proposals. Appended to the proposals
are more detailed comments submitted by the Subcommittee members to give
background information.

It is recommended that the committee on the whole review each proposal and
take some action. It is further recommended that suggestions of members of
the committee be incorporated into the list of Safety Needs.

Respectfully submitted.

H. MYERS

H. HaLL

A, BCHWARTZ
W. STERNAD
F. Tareox

StaTE oF OHI0 HIGHWAY SAFETY NEEDS, APRIL 1960
1. ACCIDENT RECORDS

A. Accident records now available are not adequate to meet the requirement
that they be used for detecting and correcting accident prone locations and
determining caunsative factors of accidents,

B. It is proposed that a technical committee be established to investigate and
recommend :

(1) Procedures required to accomplish effective accident records system,

(2) Any needed legislation to effect the required accident reporting and
records system.

(3) Imvestigate provisions in Safety Legislation which might assist in
defrayving cost of adequate records system.

II. DRIVER PERFORMANCE

A. Driver Education and Training (See Appendix A)

(1) Enaet Legislation to require high school students to take driver edu-
cation courses,

(2) Enact Legislation requiring all new drivers (those not previously
licensed) to provide evidence of adequate pre-examination training.

(3) Reevaluate, improve and adequately finance activity of drivers train-
ing aids—training manuals, driver education literature, films, displays, etc.

B. Driver Examination and Reexamination (See Appendix B)

(1) Reorganize driver licensing funections (examination and license is-
suance) into a single operating nnit.

(2) Enact Legislation to require reexamination of drivers on not less
than a four year interval. Will require leveling of work load and altera-
tion in issnanee system.

C. Suspension and Revocation of Drivers Licenses

(1) Revise point system to include drivers aceident experience as the
basis of requiring reexamination or revocation by the license issuning
anthority.

(2) Revise Section 4507.30 of Revised Code of Ohio to establish specifie
fines or jail sentences for violation of revocation orders.

III. VEHICLE SAFETY

A. Enact Legislation to implement national legislation on vehicle safety re-
quirements.

B. Vehicle inspection Legislation should be supported by public rather than
state government.
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. Recommend that committee be established to preparve analysis of possible
costs of wvehicle inspection syste and best method of operation, i
evalnate effect of vehicle inspection on accident rates.

IV. HIGHWAYS

A. Programming. (See Appendix C.)

(1) Adopt a state wide policy similar to BPR PPM 21-16 which would
require local governments to evaluate safety needs in programming of acci-
dent improvement projects to gualify for state participation in projeets.

(2) Prepare comprehensive state wide inventory of High Accident Loca-
tions to include all Highways.

(3) Place increased emphasis on aecident experience as the basis of
programming both minor and major improvement projects

(4) Extend Department's accident improvement program to state high-
way extensions in villages and cities.

(5) Initiate research as to how accident experience ean be incorporated
into sufficiency rating system to better reflect operating sufficiency of high-
way.

B. Design

(1) Establish a Design Policy Committee made up of Division Design
representiatives, Central Office Design Personnel, and Operations representa-
tives to review design standards as they are related to safety and accidents.

(2) Encourage adoption of improved design standards by local govern-
ments through sponsorship of University Short Counrses and advisory as-
sistance by Department personnel.

C. Maintenance
(1) Use accident experience as a basis of allocating maintenance efforts
such as:
(a) Shonlder widening
(b) Shoulder stabi tion
(e¢) Deslicking
(d) Curve widening and superelevation
(e) Minor sight distance improvements
(f) Removal of obstructions in the roadway
2) Enforce standards for protection of maintenance work areas.
D. Construction

(1) Rigidly enforce standards for traffic control on construction projects.

(2) Require traffic operation and traffic control plans for any construc-
tion involving freeways and expressways.

E. Traffic Engineering

(1) Adopt state program and policies to insure that uniform traffic
control deviees are in place by 1969. (Similar to PPM 21-15.)

(a) Require uniform traffic control devices as basis of Department’s
participation in any improvement project.

ih) Establish procedores and financing for trafiec control improve-
ment !Il"'_il""f.\ on state ronte extensions

(2) Encourage extension of traffic engineering studies to accelerate im-
provement of traffic control devices at high aceident locations,

) Lend » engineering s to assist in providing traflic engineering
tance to villages and smaller cities to insure maximum safety effort
at the local level

(4) Enconrage cities to assign Traflic Engineering functions according to
proposals of the Institute of Traflic Engineers,

(5) Spoensor Traffic Engineering Short Courses for training of personnel
assigned traffic engineering functions.

(6) Encourage transportation area studies to make data available as
rapidls developed to Traffic Engineering Per imel to expedite traffie
improvements on existing streets and highways to reduce accidents and im-
prove

. Railro
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V. POLICE (SEE APPENDIX D)

A. Establish traffic enforcement training program through short course in-
struetion courses within State Universities,

B. Recommend that local governments establish selective enforcement pro-
grams and that assistance be provided where needed.

VI. COURTS

A. Recommend that certain traffic court cases be adjudicated in courts of
record.

B. Recommend additional traffic bonding stations to reduce traffic officer loss
of time.

C. Develop a program to improve the mutual understanding of the traffic acci-
dent problem—as between the traffic officer and traffic conrt judge.

VII. SURVEILLANCE

A. Establish a committee of state government agencies to coordinate day to day
traffic safety efforts.

B. Recommend that local governments establish infer-agency traffic committee
to coordinate official safety activities,

C. Adopt a policy of team inspection of each new highway between six months
and twelve months after opening. Such team to include Design, Construction,
Operations and Enforcement representatives,

VIII. PUBLIC SAFETY

A. Support the Ohio Committee for Highway Safety by providing necessary ad-
ministrative staff to carry on an effective program.

IX. LEGISLATION

A. Provide necessary assistance to Legislative Committee of O.C.H.S. in re-
view of Ohio Legislation towards adopting Uniform Vehicle Code—Cooperate
with Legislative Service,

B. Draft model traffic ordinances to local adoption—Inclusion of drunken driv-
ing section of Ohio Statutes would make possible increased enforcement of
drunken driving penalties.

X. RESEARCH

A. Support Safety Research Test Center, investigate use through Federal
Highway Safety.
B. Expand the scope of Highway Research to include all areas of highway
safety activities, namely :
(1) Engineering features related to highway safety
(2) Driver training methods and training aids
(3) Effects of highway safety edueation programs
(4) Effects of selective enforcement program on accidents

COMMENTS
Ttem Nos. 1 through 4
These items do not seem to apply at the state level, but rather outline the
proposed organization at the national level. We concur with the objectives,
organization and administration of the program by the Bureau of Public Roads.

Item No. 5

Ohio will certainly agree to abide by the design policies and standards pro-
mulgated by AASHO., Updating policies and standards to incorporate new
safety concepts is a necessary phase of the work,

In our disenssion, it was brought out that there needs to be some policies
adopted by AASHO which wounld guide the states toward assigning higher
priorities to construction projects, the end result of which would be improved
highway =safety.

Inasmuch as many states, like our own ign project priorities on the hasis
of “Sufficiency Rating”, we believe that lent experience on each highway
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section should be given more consideration. These ratings, on a point of basis,
give more weight to structoral conditions than they do to safety factors. In
Ohio, only 3 points in the total of 100 are given to accident experience. Even a
zero rating in accident experience would have little effect on the overall suffi-
ciency rating. Possibly consideration should be given by AASHO to evaluat-
ing the sufficiency rating procedures used by states and then determine if there
is a4 need for revision to better reflect aceident experience on the various high-
way sections,

Ttem No. 6

Our Department issued a new Manual of Uniform Traffic Control Devices
early in 1964, Approximately 6000 copies were distributed to Department per-
sonnel, County Engineers, County Commissioners, City Officials, and even to
court judges,

Even thongh Ohio law, prior to 1965, required that local officials erect only
nniform traffic eontrol devices, the law was strengthened this year by a code
revision which makes it illegal for vendors to sell non-uniform devices and
further prohibits local jurisdictions from purchasing or manufacturing non-
uniform devices.

A concerted effort is being made in Ohio to bring all traffic control devices
on the highway system up to the eurrent standards. This is being done on a
programmed basis,
ftem No. 7

At our meeting it was agreed that we would establish a Traffic Safety Liaison
Committee, Tentative plans are to have the following official state representa-
tives on this committee:

From Department of Highways:
Director of Highways
Engineer, Bureaun of Location & Design
Engineer, Bureau of Maintenance
Engineer, Bureau of Construction
Engineer, Burean of Traffic

From Department of Highway Safety :
Director of Highway Safety
Superintendent, State Highway Patrol
Chief, Driver’s License Section
Chief, Statistical Division

From Department of Education :
Supervisor of Driver Training

We coneur with the proposal that the Department of Highways will have to
assume primary responsibility of coordinating the program.

Iftemn No. 8

Ohio has ecarried on a Spot Improvement Program for a number of years.
Actnally. this program has been more comprehensive in that it included in-
vestigations of fatal accident sites, investigation and improvement of high
aceident sections and eorrection of sections with high frequencies of wet pave-
ment accidents, In conjunction with the new BPR directives, this program
will be greatly expanded.

In those states where the governmental struetures are the same as in Ohio, we
can =ee 4 number of problems of extending this program fo highways under the
several local jurisdictions.

Item No. 9

Ohio does have a type of aceident reporting law. Opers s are required to
report any aceident where there has been an injury, death or property damage
in excess of S100, Police officers are required to report accidents to the Depart-
ment. Laws are probably adequate to get resunlts, but some changes will be re-
quired in administration procedures to analyze accident data on streets and high-
ways on the Federal-Aid System which are under local jurisdictions.

Item No, 10

Ohio presently has a comprehensive aceident analysis system which can acen-
rately locate accidents on the rural state highway system. How this system can
be extended to other highways will require study.
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Htem Nao. 11

Location of fatal accidents on the rural state highway system are now investi-
zated by engineers of our Bureau of Traflie, as you have outlined. Consideration
will be given to methods by which this policy might be extended to local juris-
dictions.

Item No. 12

With respect to mile markers, we believe that the states should be given a little
more latitude. In Ohio, we use two mile markers, plus log mileage indication on
all struetures on the rural system. With these reference points, the State High-
way Patrol seems to be able to be reasonably aceurate in defining aceident

locations,

I[tem No. 13
A compulsory driver training program in high schools is desirable. Three
Bills were introduced in the last Ohio Legislative Session to provide such t
The factor that probably defeated the Bills was the cost of such a pro-
am. It is estimated that approximately 559 of the high schools have driver
fraining programs ; they are not. however, compulsory.

In onr discussion, it was sugggested that your committee might include another
item in the program and that would be to encourage colleges to provide proper
conrses in driver training instruction procedures and methods. DPossibly a na-
tional program of Driver Teacher Training similar to the National Secience
Foundation should be developed.

Item No, 14

The Department of Highway Safety is now preparing to issue a new Driver's
Mannal. It will incorporate better instructions in freeway driving.

The Department will give consideration to some Kind of material to better
orient drivers to freeway driving.

Item No. 15

Ohio now has a driver licensing examination program which has been rated
very highly. It will be reviewed in light of the outlined need for updating drivers
on freeway driving.

Item No. 16

The use of models is an excellent idea.

Our discussion brought out the possibility of the Highway Department provid-
ing a series of aerial photographs of the various types of interchanges to be used
in driver training prograius.

Item No. 17

Research in the field of highway safety is certainly needed.

Ohio has recognized the need and has allocated a large percentage of its re-
search funds to highway safety oriented research. These projects are carried on
through cooperating universities as well as in the Department by Department
personnel.

I'tem No. 18

The effect of alcohol in trafic safety needs more research.

In this area, certainly the courts should be better informed on the effects of
alcohol as related to traffic safety.

Item No. 19

A program of this general type is desirable. Several years ago this Department.
in cooperation with the State Highway Patrol, set up a program called “Opera-
tion Seek”. It is no longer carried on. Such a program must be clearly defined
on which engineering and patrol time can be spent where it counld be better
utilized in studying locations where accident data indicates that there are known
accident problems.

In this general field, we are aware of the practices of some states in having a
team-type evaluation of new projects after they have been in operation for § to
12 months. Would this be a desirable feature of the program? If so, has
AASHO established any procedures, standards, or data on the results of such
practices?
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Item No. 20

We concur that this certainty is a responsibility of the Department. In Ohio.
efforts have been extended in the past year to improve safety and operations in
connection with maintenance and construction operations. This area of work
is thoroughly covered in the Ohio Manual.

Item No. 21

With respect to uniform legislation, this is being done principally through a
Legislative Committee of the Ohio Committee for Highway Safety.

With respect to improved enforcement and policy regulation, Ohio has just
recently established a Peace Officers Training Council which will standardize
police training. State law now requires that new police officers be given a
minimum of 120 hours of training which will include traffic enforcement.

Item No. 22

See 21 above.
Item No. 23

Reexamination of drivers is certainly desirable, Drivers licensing officials in
Ohio have evalunated such a program and its accomplishment is dependent on
getting support for the greatly increased costs,

Item No. 2}

Mandatory vehicle inspection wonld certainly appear to be desirable, Several
Bills on this subject were proposed in the last Ohio Legislative Session. One
Bill did pass the Ohio Senate, but did not pass in the House.

It is suggested that a research project be established to give adequate statistics
of the effect of vehicle inspection on accident rates, Such information would be
helpful to states considering such legislation.

Item No. 25

Consideration is being given to the need for emergency communications and
services,

The Department is participating in the BPR research on service needs,

Our Research Section is considering possible need for research in the area
of emergency communication systems,
I'tem No. 26

Adequate reporting is certainly essential to evaluating the effects of the pro-
gram hereinbefore outlined.

The Department maintains surveillance of aceident experience on safety im-
provement projects. Data has indicated that such projects result in significant
reductions in accidents.

Apgrir 29, 1966,
From the Desk of Gov. Henry Bellmon.
DEAR Mg, SECRETARY : Enclosed is a copy of the letter which this office sent to
President Johnson regarding the proposed Traffic Safety Act of 1066,
I am sending it to you in response to your letter and telegram of April 26,
Sincerely,
HExXRY BELLMmox, Governor.

STATE OF OKLAHOMA,
OFFICE OF THE GOVERNOR,
Okilahoma City, April 26, 1966,
THE PRESIDENT,
The White House,
Washington, D.C.

DeAr Me. PRESIDENT : As Governor of the State of Oklahoma, I share your deep
feeling of concern and sense of responsibility regarding the increasing loss of
human life and property, as well as the suffering resulting from accidents
ocenrring upon our highways and streets.

As Oklahoma’s Chief Executive, I look with interest upon 8. 3003, titled “The
Traffic Safety Act of 1966.” It is my personal belief that uniform standards and
guidelines will cause the respective states and municipalities, as well as the
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transportation industry, to share in the responsibility of making our streets
and highways safer, I am inclined to feel that it is necessary. However, it is
my feeling that the major responsibility should continue to rest with the indi-
vidual state and city governmen

Listed below are comments prepared by Oklahoma authorities in public safety,
which are recommended for the consideration of the appropriate federal officers :
Title I, 8. 3005

Forty-four of the states now have in operation “The Motor Vehicle Safety
Equipment Act,” wherein the various states cooperate in developing and en-
forcing standards and requirements of motor vehicle equipment that is sold and
placed upon the streets and highways of the states. The federal government
should make use of the states’ vehicle equipment compact in the implementation
and the operation of the provisions of Title I of “The Traffic Safety Act.” There
may be a need for the federal government to establish certain standards fo be
met by the manufacturers of new vehicles. It is recommended that the manu-
facturers of motor vehicles be given the time to phase into the program, and to
have an opportunity to prove their good intent in the development of these
standards as prescribed by Title I of the Act.

Section 107 and Section 108

It is suggested that a criminal penalty be provided in addition to the civil
penalty elanse in Section 108 to provide eventoal criminal prosecution in cases
where the civil penalties have not been effective,

Title Il

The establishment of facilities for the purpose of research, development and
testing appear highly desirable, However, full use should be made of already
established facilities at the federal and state and industry level, since they are
already equipped in many instances to do outstanding and dependable work in
this area.
Nection J02

It iz strongly reeommended that the programs and standards that are recom-
mended under Section 402 follow closely the recommendation of the
vehicle code, and those contained in the President’s Committee on Higher
“Action Program.” These standards should be developed as quickly as possible
and made available to the states for study prior to final adoption by the Congress.
Establishment and enforcement of uniform traffic safety regulations would
result in a new respect for highway transportation, and would benefit the high-
way users in the creation of a safe, efficient, improved transportation system,

Oklahoma is taking seriously her responsibility for making the streets and
highways of the state safer. Our appropriation for the operation of the Depart-
ment of Public Safety was increased 30.6% by the last Legislature. With these
funds the number of traffic enforcement officers is being increased about 25%,
beter equipment is being provided, and our enforcement of traffic laws is being
constantly improved. However, action to bring about improved safety in des
and manufacture of vehicle and in road construction should prove grea
beneficial.

Sincerely,
HexRY BELLMON, Governor,

OFFICE OF THE GOVERXNOR,
STATE CAPITOL,
Salem, May 2, 1066,
Hon. Joux T. CONNOR,
Secrctary of Commerce,
Washington, D.C.

Deap Mz, Coxxor: Subsequent to your telegram and letter of April
reviewed and discussed HLI 228 with the highway safety officials o -
Generally, they are in agr nt with the concept and the provigions of the
Imeasure.

Obviously, much of the action of this measure is intended to ensue subsequent
to passage of legislation establishing a cabinet level Department of Transporta-
tion, and appointment of a Secretary of Transportation. Much of our discus
centered around the arbitrary powers in the establishment of vehic
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and highway safety program standards to be granted to this individual nnder
this measure, It was noted that the Secretary would be anthorized to consult
with other Federal agencies on these standards, should he so desire, However,
it was our feeling that such consultation should be mandatory and should be
expanded to include State and industry representatives. Possibly, the abolish-
ment of the President’s Committee for Highway Safety, and reconstitution of
some truly active and representative advisory group would provide the reservoir
of consultants with whom the Secretary could be directed to consult.

Regarding the expending of funds for grants, research, training, ete., and for
establishment of highway safety research facilities, 1 should like to go on record
as urging the expenditure of such funds and the establishment of such a facility
in the Western United States. Historieally, the 13 Western States have always
taken the lead in adoption of cooperative traffic safety ventures. Also his-
torically, the Chief Execntives of these states have vigorously promoted and sup-
ported traflic safety programs and progressive legislative measures. 1 submit
that there exists a most favorable climate for the establishment of facilities and
development of trafic safety research in the Western United States.

As I inerpret H.R. 13228, it is in general agreement with 8. 3052, I shonld
appreciate being kept informed as to the progress of these measures and of the
opinions expressed in hearings.

Sincerely,
MARK O, HATFIELD, Governor.

COMMONWEALTH OF PENNSYLVANIA,
DEPARTMENT OF REVEXUE
BUREAU oF TRAFFIC SAFETY,
Harrisburg, May 12, 1966.
Hon. Joux T, CoXXoR,
Secretary of Commerce,
17.8. Government, Washington, D.C.

Dear Mg. Coxyor: Your recent telegram regarding Honse Bill 13228 has been
forwarded to me for reply.

I would endorse increased Federal participation in the field of traflic safety
and believe that the establishment of national research and testing facilities
conld only result in increased safety on our highways, This participation shonld
not, however, pre-empt the rights of the individual States nor supersede their
present activities, but rather should be in the form of a partnership with the
states,

The most natural medinm for the fulfillment of this partnership wonld be the
Vehicle Equipment Safety Commission, an organization of States to promote
nniform, safe. vehicle equipment, established as a result of the 1958 Beamer
Resolution. This commission could be reorganized to include any Federal agen-
ey designated by legislation to act jointly with the several States in the promul-
gation of effective traffic safety programs.

I wonld also like to express the belief that Senate Bill 2669 deals with safe
vehicle equipment and should rightfully be a part of House Bill 13228,

There are other provisions of House Bill 13228 which we would like fo con-
sider in greater detail and will supplement this letter with a full report at a
later date,

Sincerely yours,
Harry H, BRAINERD,
Conunissioner of Traffic Safety.

_—

STATE oF SoUTH CAROLIKA,
OFFICE OF THE (GOVERNOR,
Columbia, May 2, 1966,
Hon, Joux T. CoxxoRr,
Seeretary of Commerce,
Washington, D.C,
Dear Mg, Secrerary: The Governor concurs with the views expressed by
Colonel P. F. Thompson in the enclosed letter.
With kind regards, I am
Sincerely,
Hexry L. LARE, Legal Assistant,
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SouTH CAROLINA,
TE HIGHWAY DEPARTMENT,
Columbia, 8.C., May 2, 1966,
Hon. Roserr E. MeNAIR,
Governor, State of South Carolina
Wade Hampton State Office Building,
Columbia, 8.C.

Dear GOvERNOR MoNAIR: Reference the President’s proposed traffic safety act
of 1966. H.R. 13228, I wish to advise that I have thoroughly read this Bill; also,
it has been discussed with Mr. 8. N. Pearman, Chief Highway Commissioner,
and Mr. J. K. Crowson, Secretary-Treasurer of the Department. All of us agree
that the objectives of this Bill are proper and desirable.

With kindest regards.

Yours sincerely,
Col. P. F. THOMPSON,
Commander, South Caroling Highway Patrol.

AvstiN, TEX.
Hon. Joax T. CONNOR,
Seeretary of Commerce, Washington, D.C.:

Regarding your telegram of April 26 relative to H.R. 13228, I feel vehicle
equipment safety compact should be given opportunity to operate in partnership
with federal government if vehicle standards are to be set by federal act. 1
have requested time for Colonel Homer Garrison, Jr., Director, Texas Depart-
ment of Public Safety, to testify before House Commerce Committee on May 4
to more fully explain State’s position.

JoHN CONNALLY.
MONTPELIER, V1., May 3, 1966,
Hon. Joux T, CONNOR,
Seeretary of Commerce,
Washington, D.C.:

Acknowledge receipt of your telegram of April 26 and your letter of April 26,
both of which arrived during the Governor's absence. 1 expect him to return
and review this material no later than May 5 at which time he will communicate
with you.

Sincerely,
Priscilra LAPLANTE,
Administrative Assistant.

CoOMMONWEALTH OF VIRGINIA,
(GOVERNOR'Ss OFFICE,
Richmond, April 28, 1966,
Hon. Joux T, CoNXOR,
Necretary of Commerce,
Washington, D.C.
Deak MR, SECRETARY : Thank wyou for calling my attention to the President’s
proposed Traffic Safety Act of 1966, along with a copy of H.R. 13228
1 am referring this information to Colonel C. W. Woodson, Jr., Chairman of
our Highway Safety Committee, with the request that he review the proposed
legislation and convey his views by May third.
With kind regards, I am
Sincerely,
Miuts E. Gopwixn, Jr.

COMMONWEALTH OF VIRGINIA,
GovERNOR'S (FFICE,
Richmond, May 3, 1966,
The Honorable Joux T, CoxxoR,
Necretary of Commerce,
Washington, 1.C,
DEeAr Mge. SECRETARY : This is to acknowledge your recent telegram regarding
the President’s proposed Traffic Safety Act of 1966 which has been introduced as
House Bill no. 13225,
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F the Biil has been referred to Colonel C. W. Woodson, Jr., Chairman
Highway Safety Committee with the request that he evaluate the
proposed | ition and submit Virginia's views,
Sincerely,
Mitrs E. Goowix, Jr.

COMMONWEAL I'H OF VIBRGINIA,
GOVERNOR'S HIGHWAY SAFETY COMMITT
I.uhmmrd, Va., May 2, 1966.
The Honorable Joux T, CONNOR,
The Secretary of Commerce,
Washington, D.C.

Dear Mr. SEcRETARY : Your letter of April 26, 1966, to the Honorable Mills E.
Godwin, Jr., Governor of Virginia, has been referred to this office.

I have e'dn fully reviewed H.R. 13228,

Virginia began approving equipment used on motor vehicles in 1932 and this
has been expanded over the years to require the approval of brake testing equip-
ment, headlight testing equipment, all lights used on motor vehicles, all glass,
seat belts, air conditioners, trailer braking systems, brake fluid and saddle
mounts, Windshield wipers, rear view mirrors and horns were approved at
one time but were deleted because the law is specific as to the functions of these
items. In January, 1966, the Virginia Legislature enacted legislation permitting
the approval of tires on Virginia registered motor vehicles designed and licensed
primarily for passenger vehicular transportation being operated over the high-
ways of this State. This will be implemented as soon as standards ean be
established. Virginia has long been one of the leading states in the approval
of automotive equipment and the inspection of motor vehicles.

In 1964, the Virginia Legislature enacted into law Section 46.1-305.2 of the
Code of Virginia of 1950, as amended, making Virginia a party to the Vehicle
Equipment Safety Compact. The purpose of this Compact is to establish uni-
form standards for the approval of equipment used on motor vehicles, This
Organization is now in the process of establishing standards for tires and braking
systems,

STRAFFIC COURTESY IS CONTAGIOUS—LET'S START AN EPIDEMICT

This Committee will continue its long established policy of favoring legislation
which will improve teaflic safety.
Si:!l'“‘
C. W. Woobnsox, Jr. Chairman.

CrARLESTON, W. VA, Mapy 3, 19G6.

Hon, Joux T, CONNOR,
Seoretary of Commerce,
Washington, D.C.:

In compliance with your request, I will be pleased to forward, as soon as pos-
sible, by views on the President’s proposed Safefy Act of 196G6.

With kindest regards,

Hurerr C. SyaTH,
Governor of West Virginia.

TaE STATE OF WISCOXNSIN,
ExecUuTIVE OFFICE,
Madisaon, May 5, 1966.
Hon. Joux T. CoNNOR,
Necretary of Commerce,
Washington, D.C.
DEAR SECRETARY CoNxNOR: This will supplement my telegram of Ma to you
rd to our ;..m-u m bill HR 1 E
r wt to the Accident and Injury Research and Test Facility
le II of the bill, we wounld hope that this faeility wonld ¢
research facilities and endeavors by universities, private rese;
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organizations and industry, and that the work of these existing organizations
would contniue to receive the support and encouragement of the Federal Depart-
ment, as well as states and others now providing the support. Since the objec-
tives of this new facility will be to develop methods, procedures, and devices to
improve highway design, construct jon, maintenance, and operation, as well as
improvements in areas relnted to drivers and vehicles, the financing of the
facility from the Highway Trust Fund appears reasonable. We are concerned,
however, with the open-ended appropriation from the Highway Trust Fund pro-
posed by Section 203 of the bill for the construction of the facility or facilities
Recognizing that it may not be currently practicable to appropriate a specific
amount until the planning of the facility authorized by Section 202 has been
completed, it would appear that authorization for the appropriation for the
construction of the facility could be the subject of later legislation when more
information is available.

The encouragement and assistance of the Secretary of Commerce in the estab-
lishment by each State of a highway safety program should accelerate such
programs and make them more uniform. We hope and anticipate that the stand-
ards approved by the Secretary would recognize and utilize the tremendons
reservoir of knowledge and experience and the accomplishments of joint state-
surean of Public Roads highway vehicle and driver safety efforts through the
channels of the American Association of State Highway Officials, the American
Association of Motor Vehicle Administrators, the International Association of
Chiefs of Police, the Institute of Traffic Engineers, the National Committee on
Uniform Traffic Laws and Ordinances, and many others.

We are concerned about the basis of apportionment of funds appropriated to
aid the states in the conduct of highway safety programs. In this matter we
support the position of the American Association of State Highway Officials that
75 percent of such funds be apport ioned on the basis of population and the remain-
ing 25 percent be apportioned on the basis of arex, Highway problems tend to be
related to population concentrations, but apportioning the 25 percent on the basis
of area wonld provide necessary assistance to states having light population but
substantial mileage of highways,

We are also concerned about the possible a mbiguity in the term “State Highway
Department,” which Section 402 of the bill defines as “The applicable State High-
way Safety Agency for the purposes of this section.” The traditional distribu-
tion of highway funds by the Bureau of Public Roads to the states through the
State Highway Departments has established a highly satisfactory working rela-
tionship, which we feel shounld be continued in order to avoid duplication and un-
necessary administrative expense.

A single state agency should be designated to coordinate the State Highway
Safety Program. Multiple contacts by the Seeretary with various state agencies
or departments would tend to diffuse the highway safety effort and increase ex-
pense. It would appear most efficient to channel the funds, assign the respon-
sibilities, and designate the duties of the State Highway Departments as the state
coordinating ageney for the highway sa fety program.

The bill as written proposes that funds for State Highway Safety Programs and
for highway safety research and development <hall come from the Highway Trust
Fund. As we are well aware, the monies in the Highway Trust Fund are and
will be insufficient to accomplish the construction of the Interstate Highway
System by the originally projected completion date. The channeling of sub-
stantial Highway Trust Fund monies into activities other than highway
construction, even though such activities are extremely meritorious, would cor-
respondingly reduce construction funds and inerease the time required to com-
plete the Interstate Highway System.

Because the aceident rate on Interstate Highways and other freeways is only
a fraction of the accident rate on ordinary highways, the construction of each
additional mile of Interstate Highway will reduce accidents as well as increase
the convenience and economy of vehicle operation. Therefore, it is not desir-
able to delay the completion of the Interstate Highway System. We believe that
congideration should be given to additional revenue sources for the Hichway
Trust Fund to offset the amounts proposed for allocation to highway safety pro-
grams and to highway safety research and development as set forth in Sections
402 and 403 of the bill

Sincerely,
Wanrex P. KnowLES, (Governor.

63—481—66—pt. 2——17
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Mapisox, Wis., May 3, 1966,
Joux T. CoNNOR,
Necretary of Commerce,
Washington, D.C.:

Respecting your April 26 telegram concerning the President’s proposed Traf-
fic Safety Act of 1966 I have conferred with our Wisconsin motor vehicle and
highway safety authorities.

We commend the Federal Government for spotlighting the Nation's serious
traffic problem. However, we strongly feel that responsibilities of the State
governments must be recognized in such important areas as law enforcement,
traffic engineering, driver licensing, safety education, and publie information.

We suggest amending H.R. 13228 to specify that the Federal Government
assist the States in the implementation of the vehicle equipment safety com-
pact already entered into by 44 States and the District of Columbia; establish-
ing tougher vehicle safety standards is necessary but their effectiveness will
be determined by the quality of enforcement which follows. State patrol and
police agencies possess the knowledge ability and power which should be
utilized to the maximnm degree.

Concerning research it is our judgment that every effort be made to utilize
existing private State and university research facilities, expanding such facili-
ties, and uvsing their personnel already acquainted with many facets of high-
way safety, thus gnarding against any duplication of effort.

Methods of expending the total amount of funds provided for in the traffic
safety act should be spelled out by Federal statute,

Highway safety standards proposed by the Secretary are desirable to set
achievable goals among the States. However, the States must be regarded as
full partners in this venture, since the States will continue to bear large respon-
sibilities in administration and enforcement to put significant meaning into such
standards.

WaARREN P. KNOWLES,
Governor of Wisconsin.

WryonmiNne ExecuTIivE DEPARTMENT,
(' heyenne, April 28, 1966.
Hon, Jonns T. CONNOR,
Seeretary of Conmmeree,
Washington, D.C.

DEAR Me. SecreTary : Reference is made to your telegram and letter of April
96. 1966 requesting our views on the proposed Traffic Safety Aet of 1966 which
has been introduced in the Honse of Representatives as H.R. 13228,

As Chairman of the Subcommittee on Highway Safety of the National Gov-
ernors’ Conference, my statement on this legisiation will be presented to the
House Committee on Interstate and Foreign Commerce on May 4, 1966 by Mr.
Charles F. Schwan, Jr.. Director of the Washington Office of the Council of State
Governments,

With kind regards,

Sinecerely yours,
CrrForp P. HANSEN, Governor.

Governor Romxey. That establishes a record of having asked for
their views and recommendations, but that is not an adequate alter-
native to what T am talking about, because there is no substitute for
sitting down and talking things through.

The Cramyan. I understand. And before we are through, we
will have that in this legislation that that will be done, before the
guidelines are set up.

Governor Romyey. I hope it is done before the legislation is final-
ized.

The Cramyax. Thank you so much, Governor. Have a good trip
back home.

The committee will adjourn until 1:30 this afternoon.
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(Whereupon, at 12:35 p.m. the committee recessed, to reconvene at
1:30 p.m. the same day.)
AFTER RECESS

Mr. Dineern (presiding). The committee will come to order.

Our first witness this afternoon is the Honorable John W. Bush,
Chairman, Interstate Commerce Commission.

Mr. Chairman, the committee is happy to welcome you for whatever
statement you choose to present to the committee at this time.

The Chair also notes you have a number of gentlemen present with
you. The Chair would be happy to have them sit with you as wit-
nesses if you so desire.

STATEMENT OF HON. JOHN W. BUSH, CHAIRMAN, INTERSTATE
COMMERCE COMMISSION; ACCOMPANIED BY ERNEST G. COX,
CHIEF, MOTOR CARRIER SAFETY SECTION; ERNEST WEISS,
ASSISTANT MANAGING DIRECTOR; AND MARTIN E. FOLEY,
ASSISTANT DIRECTOR, BUREAU OF OPERATIONS AND COMPLI-
ANCE

Mr. Busi. Mr. Chairman and members of the committee, I have
with me to my right Mr. Ernest G. Cox, the Chief of the Section of
Motor Carrier Safety: next to him, Mr. Ernest Weiss, the Assistant
Managing Director: and to my left, Mr. Martin I&. Foley, who is the
Assistant Director of the Bureau of Operations and Compliance, under
which Bureau comes our Section of Highway Safety.

I have a rather brief statement which, with your permission, I will
read for the committee,

Mr. Dixcenr. Very well, you may proceed.

Mr. Busa, Mr. Chairman and members of the committee, my name
is John W. Bush. I am the Chairman of the Interstate Commerce
Commission and have served in that eapacity since January 1, 1966.

I appreciate this upllmrnmit.\' to testify on behalf of the Commission

on H.R. 13228, introduced by our chairman, a bill to provide for a
coordinated national safety program and establishment of safety
standards for motor vehicles in interstate commerce to reduce traflic
accidents and the deaths, injuries, and property damage which occur
in svch accidents.

The Commission is vitally eoncerned with the increasing toll of
fatalities and serious injuries on the Nation's highways.

We realize that the highway accident problem may become even
more acute with the increase of traffic :111{! with the trend to heavier
and more powerful commercial vehicles.

We are in accord with the purpose of the proposed bill to intensify
research into the causes of highway aceidents and the resulting death,
injury, and property damage: to improve minimum safety standards
for the highway, the vehicle, and the driver: and to assist and encour-
age the States to develop programs to attain improved highway safety.

Seetion 204(a) of the Interstate Commerce Act directs the Commis-
sion to establish reasonable requirements with respect to qualifications
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and maximum hours of service of employees, and safety of operation
and equipment. This duty exists with respect to common and contract
carriers by motor vehicle in interstate or foreign commerce.

Similar authority has been granted to the Commission with respect
to private carriers of property whereby the Commission is directed
to prescribe qualifications and maximum hours of service of employees,
and standards of equipment.

The Transportation and Explosives Act, 18 1.8.C. 831-835, confers
authority upon the Commission to prescribe safety regulations for the
transportation of explosives and other dangerous articles.

Under these provisions, the Commission has adequate legislative
authority to prescribe reasonable safety requirements as to commercial
vehicles used in interstate commerce.

The Commission has prescribed regulations for the safe operation
of motor vehicles and has established standards of equipment for
motor vehicles. These regulations are under constant review and are
revised whenever necessary to keep abreast of current developments.

The current motor carrier safety program of the Commission in-
cludes:

(a) Establishing and enforcing standards relating to driver physi-
.al qualifications, driver competence, and driver selection.

(h) Establishing and enforcing regulations relating to maximum
hours of service of drivers, including removal from service of those
drivers operating in disregard of these regulations.

(¢) Prescribing and enforcing standards of vehicle design, parts,
and accessories necessary for safe operation, including brake perform-
ance, lighting devices, coupling devices, fuel systems, tires, glazing,
protection against shifting cargo, protection against fire, and require-
ments with respect to emergency warning devices.

(d) Establishing and enforcing standards of vehicle inspection
and maintenance, including inspection by Commission personnel of
vehicles en route and removal from service if such vehicles are found
to be imminently hazardous.

(e) Prescribing and enforeing requirements for reporting of acci-
dents.

(f) Investigating serious accidents coupled with appropriate action
to insure adoption of preventive measures.

(g) Publishing reports relating to accident investigations for the
purpose of informing motor carriers, their employees, insurance com-
panies, State officials, and others concerning causes and appropriate
preventive measures.

(h) Publishing statistical data relating to commercial vehicle
accidents. ‘

() Communicating with manufacturers of vehicles and compon-
ents, with Federal and State agencies, and other groups concerning
recommended accident prevention procedures.

(j) Rervising specifications for design, fabrication, and testing of
safety devices, and revising specifications for cargo tank vehicles used
for highway transportation of compressed gases. This includes in-
spection and testing of such vehicles presently in service.

(%) Revising regulations relating to placarding of vehicles trans-
porting explosives and other dangerous articles for the purpose of in-
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forming firefighters and other affected persons as to type of hazards
of cargoes. ]

(Z) Issuing regulations governing operation of vehicles, including
the requirement that certain vehicles stop before crossing railroad
tracks at grade to reduce the danger of vehicles laden with flammable
materials being struck.

Title I of H.R. 13228 would authorize the establishment of Federal
motor vehicle safety standards. Section 101(¢) of the bill would ex-
clude from this authority vehicles subject to safety regulations under
part IT of the Interstate Commerce Act or under the Transportation
of Explosives Act.

It is onr understanding that the purpose of this exemption is to
avoid creating a duplication of authority, since the Commission now
has comparable authority over motor vehicles under its jurisdiction.

Unless a new Department of Transportation is established, which
would have transferred to it all of the Commission’s authority over
motor vehicle safety, we believe that the Commission should retain
the authority it now has over motor carrier safety. With this qualifi-
cation, we endorse section 101 (¢) of the bill.

Turning now to general comments on the bill, we agree that motor
vehicle safety standards, as defined in title I, should be established.
We suggest that the Secretary should encourage the adoption of uni-
form standards by State and local governments.

In the event the States fail to do so, we agree that the Secretary
should establish uniform standards. Uniform safety standards would
facilitate compliance and wonld permit more effective enforcement.

The Commission endorses section 104 of the bill which authorizes
the Secretary to undertake research, testing, and development in the
field of motor vehicle safety.

We recognize the great need for more research in this field and that
a comprehensive collection of safety data, including the performance
of vehicles, is essential in order to determine the causes of accidents
and to provide necessary information upon which vehicle safety stand-
ards can be formulated.

Title IT of the bill would authorize the Secretary to plan, design,
construct, maintain, and operate facilities in which to conduct re-
search, development, and testing provided for in this legislation. The
Commission endorses this proposal, recognizing that existing research
and testing facilities may not be adequate for the extensive testing
contemplated by the proposed legislation.

Title TIT would authorize the Secretary to participate in a high-
way safety program designed to reduce traffic accidents and deaths, in-
juries, and property damage resulting therefrom.

We feel that the highway safety program contemplated in title ITI
of the bill would complement the safety standards adopted by the
Secretary and would make a significant contribution to a comprehen-
sive approach to highway safety.

In conclusion, we strongly support the objectives of H.R. 13228,

Mr. Dixgerr. Mr. Younger ¢

Mr. Satterfield ?

Mr. SarrerFiern. I have no questions, Mr. Chairman.

Mr. DiNgeELL. Mr. Younger%
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Mr. Youneer. Thank you, Mr. Chairman.

Myr. Chairman, were you here when Mr. Hoffa testified ?

Mr. Busa. No, sir; Mr. Younger, I was not here, but some of our
staff were here.

Mr. Younaer. Have you read this testimony ?

Mr. Busu. Yes, sir.

Mr. Youxcer. How do you account for his testimony saying that
your supervision and standards were no good, or words to that effect?

Mr. Busn. Not to be facetious, Mr. Younger, but I don’t try to ac-
count for Mr. Hoffa’s rationalization too much at any time.

I read it and T have my own opinions about it, but T think that this
statement from the Commission with the expertise of the Commis-
sioners and their very excellent and very small staff while it disagrees
in great part with some of the things Mr. Hoffa feels, we feel is
correct.

Mr. Youxnaer. Do I understand, then, that if a new Secretary of
Transportation is set up, a new Department of Transportation, then
all of the safety features now supervised and regulated by the ICC will
be transferred to the Department of Transportation?

Mr. Busu. Yes, sir; that is correet.

Mr. Younaer. So if that is done, yon will lose your regulatory
authority in the Safety Division ?

Mr. Busn. Yes, of highway rail safety and the rail car service fac-
tors. Those are the three sections or parts of our operations that we
would transfer in total to the Department of Transportation.

Mr. Youxcer. Do you think a new department can do any hetter
than you have done?

Mr. Busu. I don’t think they could do any better percentagewise,
Mr. Younger, but I think that the overall problem of transportation
as we have testified in support of the transportation bill, and particu-
larly as you are referring to here in regard to that part which we would
transfer over to them, has gotten far beyond our ability to get either
budget or personnel requirements to keep up with it.

I think also that our principal objective, being an independent regu-
latory agency, should be centered as nearly 100 percent as possible on
our economic regulatory functions. Therefore, we feel that the De-
partment, if it is created, could, with the nucleus of our very finely
trained stafl on safety and car service matters, both rail and highway,
do a better job than we are able to do.

Mr. Youncer. That is all.

Mr. Dixgerr. Mr. Huot ?

Mr. Huor. May I ask, Mr. Brush, how many vehicles come under
your control ?

Mr. Busi. We have, of course, only the common and contract car-
riers interstate. Then in the area of safety, we also have the regula-
tion of the private carriers. This is less than 2 million trucks, more
than a million and a half. T don’t know the exact figcure but it is in
that range.

Mr. Hoor. The Commission would have control over the safety
features of those numbers?

Mr. Busa. Yes. I might ask Mr. Cox, but I believe there are about
as many private carriers as are regulated.
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I am referring to numbers of trucks. It is about half and half,
those that are common and contract carriers over which we have both
economic regulatory authority as well as safety authority, and the
private carriers over which we have only sa fety authority.

Mr. Huor. It is a small percentage of the moving vehicles.

Mr. Busa. Yes, it is.

Mr. Huor. That is all, Mr. Chairman.

Mr. Dixgern. Mr. Mackay ?

Mr. Mackay. Thank you, Mr. Chairman.

Mr. Bush, it seems to me you dismiss Mr. Hoffa's testimony much
too lightly in view of his experience on the highways, regardless of
what you might think about any activities that he might have which
are not associated with the trucking industry.

As I heard his testimony, he was very charitable to the Inferstate
Commerce Commission. e said just what you said, that you did not
have enongh money or men to do the job. He did not attack the
character of the Commission.

The other point he made which arrested my attention was that it is
not fair to expect the Interstate CCommerce Commission to have any
responsibility for about 13 million trucks on the highways over which
the Commission has no jurisdiction.

The testimony we have before us is that nearly 40 percent of the
fatal accidents involve trucks. Do you know whether this is true or
not:?

Mr. Busi. Mr. Cox, our safety man, has a comment on that.

Mr. Cox. First, Mr. Congressman, it must be emphasized that in-
sofar as interstate trucks are concerned, as Chairman Bush has said,
we get accident reports only from common and contract carriers.
There is no solid body of information as to the number of fatal acci-
dents or fatalities resulting from the operation of private carrier
trucks, or trucks of carriers of exempt commodities.

However, those accidents reported to the Commission by common
and contract carriers account for nearly 2,000 fatalities a year, which
is 4 percent of the 50,000, Of the 2,000, 1,800 or 1,850 result from truck
accidents and about 150 from bus aceidents.

Mr. Mackay. You do not have any data to contradict the figure that
39.3 percent of fatal accidents involve trucks as distinguished from
passenger cars, do you?

Mr. Cox. We do not have data, but I believe, sir, it is unduly high.

Mr. Mackay. I think we both agree we just do not have enough
data. There is no point in being drawn info an argument about the
absence of data. This is one problem we are concerned about.

Another thing Mr. Hoffa said that astounded me was that for 2
years we have had knowledge of an antijacknife device that could be
installed on a $12.000 rig for $100, which he says has been proven to
be an effective antijacknife device.

Do you agree with that statement? Do you know about it ?

Mr. Busm. I know about it, but not nearly as much as Mr. Cox.

Mr. Cox. Mr. Congressman, there are a number of antijackknife
devices. T have been told that the one Mr. Hoffa had in mind when he
testified. manufactured by a foreign concern, costs about $670. Of
those that we are aware of, and there are a number, we have seen pic-
tures. and this does not include the foreign device just mentioned, and
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we have actually seen one demonstrated to us, but not in an actual
antijackknife test. Our view is that a truly effective antijackknife
device might result in greater harm in the long run than it would do
good. After all, a tractor and a trailer is an artieulated vehicle,
To perform its work, it must turn corners.

Tests conducted by the Winter Driving Hazards Committee of the
National Safety Council, in which we have participated for a number
of years, have led us to the opinion that no device can do this job
without the probable rigk of ereating a greater hazard.

Mr. Mackay. Do you now have any testing facilities oper: ated not
by contract but by the Interstate Commerce Commission ?

Mr. Cox. We have none, except to the extent that it is done for us
by such agencies as the Bureau of Public Roads.

Mr. Mackay. Mr, Bush, I would like to say T have not the slightest
interest in attacking anyone in the traflic safety picture. We are try-
ing to get a fresh attack on the problem. I am delighted to see you
here in -ﬂlppmt of the objectives of this bill.

As T understand it, you do support the idea of a transportation de-
partment which I support. You do see your Commission’s role as
primarily economic, and that the safety role is not clearly within the
main purview of your function in the Government.

Mr. Busa. Yes. I was a little disturbed whether it was the tenor of
my voice or the choice of my words. I certainly did not mean to
attack Mr. Hoffa. I just don’t agree with him on everything nor he
with me on everything. The part that we made a point of in our
statement here seemed to me to be different from the opinion of Mr.
Hoffa, particularly where we say that unless a new Department of
Transportation is established, to ‘which we would transfer all of our

safety operations and all of the expertise of our people, then I think
it onght tostay where it is.

It was my understanding that Mr. Hoffa would transfer certain of
these safety responsibilities, whether the Department of Transporta-
tion was created or whether it wasn’t.

Mr. Mackay. Finally, he suggested a rather interesting proposal,
that the Federal and State governments cooperate in systematic in-
spection of all trucks on the Interstate Systems through certain key
points so that 80 percent of the trucks at least would be periodically
inspected.

Do you think that the systematie inspection of all trucks on the
interstate highways would contribute to safety or would be I-'NM(‘
and that this is consistent with the economics of the trucking industry ?

Mr. Busn. That is a tough question. That is one question that I
believe a department of transportation could develop a large enough

safety operation, working in conjunction with the State people, but I
honestly don't believe that we ean even plan for or hope for a suflicient
operation in the ICC.

We have, I think, 94 people spread over the whole United States as

safety inspectors, and in some cases they have to double in other ca-
pacities, too, only as an economic matter. When they go from A to B
to make a safety inspection, if there is a boxear -]mumro while he is
there he looks into that.

I agree with the first part of the statement, but how many people it
w (m]dmke I don’t believe any of us have determined yet
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Mr. Mackay. He suggested the combination of a Federal-State
operation. But it seems to me now the great weakness we have is that
everybody has a piece of the responsibility and nobody has the explieit
responsibility. Everybody is getting blamed for something they don’t
have a clear congressional mandate to do.

By the clear fixing of this responsibility, it seems to me we would
be able to have a safer traffic environment than by just muddling along
as NOW.

Mr. Buss. I agree, and if I knew where this particular funetion
was going, I might agree that they might do a more adequate job and
release us for other duties.

Mr. Mackay. Thank you, Mr. Chairman.

Mr. Divcer. Mr. Farnsley ?

Mr. Faryseey. Thank you, Mr. Chairman.

Most of the testimony and most of the questions address themselves
to the vehicle or the driver, while everybody says in passing that the
highways are also important. I have asked this question so often
I know my colleagues and the press and our regular audience is bored
with it, but I wonder if your Safety man has any information on this
point. I have some studies that indicate if you had one-way streets
and highways, they would be much safer and if you had them prop-
erly illuminated they would be safer.

Mr. Cox, do you have any studies or knowledge as to the highways
being a contributing factor to the sa fety picture, or do you suggest
as to anything that could be done?

Mr. Cox. T have none that could be called clearly definitive.

For a number of years, data have been published indicating a much
Jower accident and fatality rate on turnpikes than on all roads. The
administrator of the Federal highway program, the Honorable Rex
Whitton. has issued data which conclusively indicate that the newer
highways, roads built to the Interstate and Defense System standards,
are now producing a very much lower fatality rate in relation to miles
traveled than are comparable roads.

I think sir, it is beyond any question that roads limited to one-way
traffic. as is the case on Interstate System roads, and well illuminated
roads. will produce an improved safety record. It is not, the whole
answer. but it would be a meaningful contribution.

Mr. Farxstey. Thank you so much.

Thank you, Mr. Chairman. That is all.

AMr. Dincers. Mr. Bush, you made a comment on a section of H.R.
13298. and similar legislation, which would exempt motor vehicles
subject to regulation by the 1ICC from safety standards provisions
under the Department of Commerce.

Am T correct?

Mr. Busa. Yes,sir.

Mr. Divgern. Is your support of that predicated on the fact that
that function is about to be transferred under the administ ration’s re-
crganization plans to a department of transportat ion?

Mr. Busm. If I understand you correctly, Mr. Chairman, our pur-
pose in making the statement which we did, that unless a new depart-
ment of transportation is established which would have transferred
to it all of the Commission’s authority over motor vehicle safety, we
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believe the Commission should retain the authority it now has over
motor carrier safety, as I said that is put in there basically because I
would not want to see it evaporate off into thin air or go to some other
department other than the Department of Transportation where I
don’t believe they would have the opportunity to do a better job than
we would.

If there is a specific place that it would be assigned other than the
Department of Transportation, we would keep an open mind on that.

Myr. DiNgerr. Specifically, Mr. Bush, do you have all of the author-
ity to lay down safety standards for motor vehicles of the type that
you regulate that are afforded to the Secretary of Commerce in H.R.
1322817

Mr. Busa. Yes.

Mr. Dincers. I think this is quite an important point. You would
state categorically for the record that you have full authority to lay
down any safety standards in connection with the manufacturer, de-
sign and so forth, to require that a motor transportation vehicle and
trailer are safe and will not be a hazard on the publie highways?

Mr. Busa. My answer to that would be “Yes,” without qualify-
ing it.

Mr. Dingerr. Will you, for the record and not at this particular
time, submit to this committee a statement pointing out specifically
those areas or those statutes upon which you rely in this connection?

Mr. Busu. Yes,sir; we will do that.

(The information requested follows:)

The Commission’s authority to perseribe such standards is incorporated in
two statutes.

Section 204 (a) of the Interstate Commerce Act (49 U.8.C. 304) states, in part,

It shall be the duty of the Commission—

(1) To regulate common carriers by motor vehicle as provided in this part,
and to that end the Commission may establish reasonable requirements with
respect to—qualifications and maximum hours of service of employees and
safety of operations and equipment.

(2) To regnlate contract carriers by motor vehicle as provided in this part,
and to that end the Commission may establish reasonable requirements with
respect to—qualifications and maximum hours of service of employvees and
safety of operation and equipment.

(3) To establish for private earriers of property by motor vehicle if need there-
for 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.

(3a) Notwithstanding any other provision of Section 203(b), to establish for
earriers of migrant workers by motor vehicle reasonable requirements with re-
spect fo comfort of passengers, qualifications and maximum hours of service
of operators, and safety of operation and equipment.

Title 18, United States Code, Chapter 39, in Sections 831-835, direct the Com-
mission to formulate regulations for the safe transportation within the United
States of explosives and other dangerous articles.

Mr. Dixgern. Will you further tell this committee whether you
have ever exercised those powers in terms of requiring a particular
conformation for a motor vehicle of the type that is under your reg-
ulation ?

Mr. Busn. Yes, sir.

Mr. Dixcern. Have you ever done so?

Mr. Busa. You first said we would submit a statement ?
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Mr. Dixcerr. The second question was if you have ever exercised’
this power over motor vehicles under your regulation.

Mr. Busi. The answer is“Yes.” T wanted to see if Mr. Cox wanted
to add anything to that.

Mr. Cox. Yes, sir.  We have, in many instances, developed stand-
ards and regulatory requirements which go beyond those of State laws
in a field of commercial vehicle safety. One example is the matter of
emergency brake functions for tractor-trailer combinations. Some
years ago the country was plagued with a severe rash of accidents of
this type. ; \

Mr. Dingerr. Do you mean with mofor carriers careening down
mountainsides with no brakes?

Mr. Cox. That is correct.

Mr. Dingerr. The Chair remembers reading of some of those.

Mr. Cox. The Commission, after consultation with industry and
with State officials, developed regulations which became effective in
1957 which have drastically reduced this problem, requiring certain
means of activating the emergency brakes of the trailer and providing
for automatic operation in the event the driver fails to act m time.

Another more recent example, sir, is the fact that the Commission,

for the first time anywhere in the Nation on a mandatory basis, required

commercial vehicles in interstate operations to be equipped with a
means of flashing both front and rear turn signals as a vehicle hazard
warning device. This was developed because of the extremely high
rate of rear-end collisions in which other vehicles were running into
commercial vehicles when they slowed down or stnm]md.

Two or three winters ago we had a severe rash of drivers being
asphyxiated in their cabs. The Commission modified its regulations
to prohibit the use of portable propane heaters, which were being
widely marketed, and still are. These are examples of the type of work
we have done and continue to do.

Mr. Busa. Mr. Chairman, I would like to add also just for the gen-
eral information of the committee, the public utilities commissions of
the 50 States have formed a committee to work with a committee of
our people, and we do work in the very closest of harmony.

The main objective is to try to get as much standardization as pos-
sible. standardization of registration, standardization of identifica-
tion, standardization of safety devices, and any form of standardiza-
tion that we can,

Our two committees are working very closely and in direct communi-
eation with each other constantly.

Mr. Dineerr. Have you ever issued any regulations from the 1CC
dealing with the configuration and the actual construction of motor
vehicles under your regulation ?

Mr. Cox. The Commission’s regulations contain requirements with
respect to the total performance of a vehicle, such as, say, the braking
performance of a truck, a bus, or a combination.

Also, with respect to glazing and fuel systems, the regulations re-
quire compliance with nationally recognized specific standards. As
to glazing. those of the American Standards Association, and in other
areas, those of the Society of Automotive Engineers are incorporated
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As to fuel systems, our regulations incorporate drop tests for the
tanks. Isthis responsive to your question ?

Mr. Dixeere. I am talking about the use of beams under trailers to
prevent trailers from being overloaded and broken down. I am talk-
ing about the structure of the cab and so forth to prevent breaking open
when there is an accident, or perhaps a requirement for seat belt
devices.

Have vou issued regulations under these points?

Mr. Cox. With respect to the vehicle, itself, I think the best example
I can use is a revision of the requirements for tank vehicles trans-
pm‘fin_ﬂ: compressed gases. In 1962, a very severe accident occurred
in the town of Berlin, N.Y., in which a number of persons were killed
and their homes burned.

The Commission immediately undertook to revise its requirements
for the construction of tank vehicles to transport compressed gases in
bulk. This represents a vast improvement as to design, material, fab-
rication, testing, inspection, and so on.

Normally, when we find a requirement or a situation with respect to
structural integrity, we have immediately moved to consult the truck
or the trailer manufacturing industry to effect remedies.

We not not normally spell out in the regulations specifically design,
but nsually we do establish performance requirements.

Mr. DixeeEnn,. With regard to buses, T am advised that a bus turned
over recently and in the proeess of turning over the structure was so
designed that the structure itself, collapsed which resulted in the per-
sons inside being injured or killed, and that this could have been ob-
viated by inserting a series of I-beams to reinforce the bus so that it

would stand ulp if it were upside down against the weight of the body

wheels and so forth.

Have you taken any steps in this regard ?

Mr. Cox. Yes,sir. Several years ago there were two models of buses
extensively used throughout the country which showed an unusual
disposition to have the top sheared off in case of overturn. We called
in the users and the suppliers of those buses, and they were all strength-
ened by reinforcing and gusseting the window posts.

My firm conviction is, Mr. Chairman, that as of our present struc-
tural standards, these vehicles will withstand very substantial shock.
Mr. Dixcern. Will they collapse if they are turned upside down ?

Mr. Cox. No, sir, many of them have turned upside down without
collapsing.

Mr. Dixgenr. Does a truck have a determinable life? Is there a
partieular life during which a truck can be expected to operate safely ?

Mr. Busa. Do you mean mileage?

Mr Dixcern. Interms of years or miles.

Mr. Busu. There are factors there, Mr. Chairman, that have to be
coordinated, T think, to answer that categorically. Some people get
much, much more mileage out of a truck. Some take much better care
of it as they are using it.

I don’t believe you could answer that yes orno.

Mr. Dixeeur. Has the Commission gone into this question ?

Mr. Busn. Yes, from the standpoint I just stated we have, and from
various angles,
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Mr. Dixeern. With regard to transfer of authority over vehicles
within the regulation of the ICC insofar as safety, do you have any
objection to having this authority transferred to the Department of
Commerce so that safety, design, and similar questions would be re-
solved by one agency over all vehicles, passenger, truck, and buses
alike?

Mr. Busn. I would not say at this point we would not have, but I
would like to know more about the structure if it was intended. All
the conversation that we have had in regard to this particular ques-
tion has centered on the department of transportation. Nobody has
really proposed, at least not seriously, but, as I said, we have a very
open mind on that, and that is the only other place I could think of
at the time I made the statement that it might go to.

Mr. Dingern. Exactly what controls does the ICC have over inter-
state truck drivers and the hours which they may work at this time?

Mr. Cox. The Commission’s duties as assigned in section 204 of the
Interstate Commerce Act direct the Commission to establish both
gualifications and maximum hours of service of employees of car-
riers whose duties affect safety of operation. The Commission estab-
lished hours of service regulations which first became effective in 1939.
They were substantially revised and strengthened in 1962,

Mr. Dingerr. Have you enforced these regulations in all instances?
How do you enforce these regulations?

Mr. Cox. They are enforced very vigorously within the limits of
our capability, personnelwise. There are several methods of enforce-
ment, as Chairman Bush testified. One method used is when we find
a man actually working in excess of the hours, we take him off the
truck and put a notice on the truck that he is out of service until his
duty and driving time permit him to resume driving. The most fre-
quent. method employed is to prosecute in the Federal courts under
criminal informations both the carrier and, in many cases, the drivers
themselves, particularly in event of falsification of their driver logs.

Another method we use with respect to common and contract car-
riers, if the hours of service matter becomes very bad, is to ask the
Commission to consider these facts in connection with applications,
either for temporary operating authority or for permanent certificates.

Mr. Dingerr. The Chair has been advised of the death of one of the
Members of the House of Representatives was occasioned by a gypsy
operator who had been on the highway in excess of 21 consecutive
hours, in violation of the ICC maximum hours standards who also
suffered from glaucoma in both eyes, who also had diabetes.

With reference to this matter, the Chair would like to know what
action was taken and what action can be taken further to prevent this
kind of thing. Do you have requirements as to the physical capacity
and capability of drivers, the eye examinations and things of this
kind ?

Mr. Busns. First, I repeat in a way what Mr. Cox said, within the
limitations of our ability to catch up with it. It is very similar, in
many cases you might say, to a certain corner where a number of peo-
ple go through a red light or a changing light that once in a while the
police are there and catch them. But we only manage to spot check
some 50,000 or less than 50.000 of the one and a half to two million
trucks that come under our jurisdiction with the personnel we have.
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Sadly and unfortunately enough, that kind of a situation we have no
knowledge of at all until the accident happens.

In that case we had no knowledge, and since we had not picked that
man up in a road check, we would not have known, if he had made it
home safe, even.

Mr. Dixeerr. What happened in the case to which we have been
referring? What action was taken?

Mr. Cox. Mr. Chairman, with respect to the owner and the driver of
the tractor-trailer involved in the death of Congressman Thompson,
the owner and driver being Norman C. Turner, a eriminal informa-
tion has been filed against him in Federal court in the Gastonia district
of North Carolina.

Mr. Diverrn. That matter has not been closed as of this time?

Mr. Cox. No. At the time set for trial, which was last month, the
court was informed that he had gone into a veterans’ hospital and was
unable to appear.

Mr. Dingenn. Have you ever sought additional authority for ex-
panding your capacity for safety inspections and things of this kind ?

Mr. Busn. The capacity for 1t?

Mr. Dingerr. I mean the size of your staff and the amount of money
so that you could increase the safety activities of your agency !

Mr. Busn. Yes, sir; we certainly have. We have now, as T told
you, a total of 94. T believe we asked for our program for 1965, 1966,
and 1967 to add 88 more people. We did not ask for them all at once
because it takes a considerable amount of training as you bring new
people into this field.

We asked to spread that, with the 88 being about as many as we
thought we could possibly get over the 3-year period. So far we
haven’t gotten any.

Mr. Dixcere. The former Chairman of the ICC testified before the
House committee in 1962 that 58.8 per cent of the exempt carriers had
four or more vehicle defects as compared with 28.7 for authorized car-
riers, and that 15 percent of the exempt operators were removed from
service for serious defects as opposed to 10 percent for authorized
carriers.

Are these figures substantially true today ?

Mr. Cox. Sir. the most recent figures that we have show a marked
trend of those figures to come closer together. The percentage of
vehicles of common and contract carriers found in deficient condition
are not markedly less numerous than those of private carriers of
property. The rates for exempt carriers still is higher than the other
two.

M. Dixcerr. Would you submit to the committee the relative fig-
ures with regard to the different categories of carriers?

Mr. Busu. Yes, sir.

(The information requested follows:)

The following data show the results of 25,784 inspections of property-carrying
vehicles (gingle-unit trucks and combination vehicles) made during the first
nine months of calendar year 1965. As in previous years, the vehicles made the
subjects of these detailed inspections and recorded reports were those making
the poorest showing in quick preliminary inspec ions. In the interest of devoting
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major attention to vehicles most in need of it, inspections have been made on
an increasingly selective basis,

Our tabulated data include information on 11,330 vehicles operated by carriers
holding authority from this Commission. Of these, 4,148 (or 36.6 percent) had
one or more units (tractor or trailer or both) ordered out-of-service until a seri-
ously hazardous defect had been remedied ; 3,871 (or 33.4 percent) of the author-
ized carrier vehicles had four or more equipment defects reported, and 139 (or
1.2 percent) had 10 or more equipment defects,

Of 10,616 vehicles of private carriers of property inspected, 3.018 (or 254
percent) has one or more units ordered out-of-service, 4,098 (or 38.6 percent)
had four or more defects, and 175 (or 1.7 percent) had 10 or more defects.

Of 3,109 vehicles of carriers of exempt commodities, 1,202 (or 38,7 percent)
had one or more units out-of-service, 1,444 (or 46.5 percent) had four or more

defects, and 84 (or 2.7 percent) had 10 or more defects.

Mr. Dinxgerr. Would you tell the committee what steps you have
taken to tighten down enforcement of those categories of carriers who
do not measure up even to the standards shown by the regular com-
mercial carriers?

Mr. Busit. Do yon want that answered now?

Mr. DixceLr. Do you have adequate legislation to handle the prob-
lem of the exempt or private carriers, the contract carriers?

Mr. Cox. Yes, we have adequate legislation. I think it is quite
appropriate here, sir, to say that our enforcement with respect to
private carriers, and our inspection of them, is on a higher level than
common and contract carriers numerically.

Mr. Dixgern. Gentlemen, I would like to switch to another point,
if I may.

You recently have come out with new placarding regulations with
regard to the carriage of corrosive, flammable, and explosive sub-
stances. Am I correct?

Mr. Busn. Yes.

Mr. Dincerr. How much high explosives could T carry on a truck
if T were a carrier without having to placard to that effect ¢

Mr. Cox. With respect to high explosives, sir, you could carry none
without placarding. Any quantity of explosives would require
placarding.

Mr. Dineern. Now with regard to corrosive substances and flam-
mables?

Mr. Cox. Under existing regulations, any quantity of flammables
or corrosives or gases would require placarding if transported in bulk.
However, if transported in containers in a van-type vehicle, you would
not be required to placard unless you had 2,500 pounds or more of one
class or 5,000 pounds or more of more than one class.

Mr. Divcerr. Give me an example, if you please, of one class of the
substances you are referring to.

Mr. Cox. For instance, alcohol. a flammable liquid, in 50-gallon
drums, in a van-type trailer, would be placarded if you had 2,500
pounds or more, or 2.500 pounds or more of the acids in containers in
a van-type trailer, or 2,500 or more pounds of insecticides in containers.

Mr. Dixcerr. How about gasoline ?

Mr. Cox. Gasoline in drums would be placarded if you had 2.500
pounds or more. The new regulation, as to all these items, brings the
quantity down to 1,000 pounds from 2,500 pounds.

Mr. Dixcern. A member of the committee staff has just called to my
attention a quote that appeared in your comments, Mr. Chairman,
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before the U.S. Senate, the Committee on Goverment Operations, in
connection with the establishment of a Department of Transportation.

You were queried as follows by the chairman of the committee : *Do
you feel like the safety program now is very deficient?” And your
answer was: “Very inadequate, yes.”

Are those still your feelings with regard to your ability to carry out
your responsibilities under law ?

Mr. Busn. Yes,sir. Again, just quickly citing the figures, we can’t
inspect more than 40-some thousand out of 2 million.

Mr. Dingerr. This is largely because of the budgetary difficulties
you face?

Mr. Busn. Yes, sir.  Other than that, I think our people do a fine
job. Bat, it is inadequate from that standpoint.

Mr. Dincern. Have you ever heard of an organization known as
the Vehicle Equipment Safety Commission ?

Mr. Busu. Yes, sir.

My. Dingerr. Have you had any contacts with that agency?

Mr. Busn. I have not personally.

Mr. Dingerr. Have you found that they have accomplished any-
thine on behalf of automotive sa fety?

Mr. Cox. They have developed and published certain standards for
passenger car tires, but their activity is so relatively new, sir, that they
have not yet accomplished anything beyond that. This does not mean
m my judgment that they don’t have the capability and possibility if
iven adequate support.

Mr. Dingerr. Those tire standards are not yet in effect, are they ?

Myr. Cox. I think that is true, that they are not yet in effect. But
they relate to passenger cars.

Mr. DingeLr. And not to trucks?

Mr. Cox. That is correct.

Mr. Dingers. Gentlemen, the Chair is grateful to you for vour
presence before the committee today. It is always a pleasure to see
you again.

With that, the committee will stand in recess for a brief period of
time to answer a rollcall vote on the floor of the House.

(A recess was taken from 2 :30 p.m. until 2 :55 p.m.)

Mr. Dixgern. The committee will come to order.

The next witness will be Mr. Adolph Fram, of Pittsburgh, Pa.

Mr. Macray. Mr. Chairman, T want to welcome Mr. Fram before
the committee, becanse he has evidenced two things: One a tremendous
interest in what we are trying to do; and secondly, a long acquaintance
with the motor vehicle and consequent accidents. He is particularly
qualified to talk about a problem that has created great concern in my
congressional district, and that is the hydroplaning of automobiles on
a brand new expressway. We have had 42 accidents and 8 fatalities
on one strip in one county. These have been associated with water
standing on the road.

The only approach the highway department has taken so far is to
talk about grooving the highway.

Mr. Fram has a different approach to it. T think what he has to tell
us is of real importance.

Thank you, Mr. Chairman.
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STATEMENT OF ADOLPH FRAM, PRESIDENT OF THE PEOPLES CAB
CO., PITTSBURGH, PA.

My, DivceLr. You may proceed.

My, Fram. Thank you.

Myr. Chairman, Members of the Hounse, I am Adolph Fram, presi-
dent of the Peoples Cab Co. of Pittsburgh, Pa. I am also owner of the
company.

[ appear before you not to criticize for the sake of criticizing. We
believe that our qualifications to testify have foundation and ave his-
toric in the aren. We have had an experience with motor vehicles and
operations of 17 years of severe-use fleet service which no doubt
would require many decades of testing by any institution not related to
:-'lli'}l severe-use ﬂf'(‘t t‘.\‘]mslll'(‘.

We have urged for many years the need to create a national traffic
safety agency within the framework of a Cabinet-level office of trans-
la()l‘i:![irm.

The function of this agency shall be the culling, evaluating, and dis-
seminating of information to the publie in an effort to reduce motor
vehicle accidents, eliminate a percentage of them entirely, hence sav-
ing life, limb, and fortune.

The needless, mysterions, murderous, atrocities must end. Tt is in-
cumbent upon us to initiate the most important issue to face the
American people and its Congress in modern history. President
Johnson, last week, revealed that more American servicemen are
killed by motor vehicles in the United States than have been killed in
Vietnam. I believe he said four times as many.

‘We must not leave to others or to our children the responsibility of
performing this task. Statistics point to a 30 million motorist in-
volvement in this year. That is this ensuing year. You are
acquainted with the number killed and maimed each year. These
figures are publicized and known by all.

With the ever-increasing percentages rising, at least one out of
every three motorists will be involyed in an auto accident this year.
It is unfair to the public and our heirs to impose upon them the legacy
of this growing, terrifying prospect,

We have witnessed countless accidents and have investigated thous-
ands. It is true, undeniably, that auto and tire design and construe-
tion are woefully lacking.

In 1959 we purchased a fleet of 104 new vehicles, Within a short
period of time these autos fell apart, literally disintegrated—T79 rear
axles sheared off ; wheels rolled down the street ; the vehicles collapsed.
The drivers, passengers and the public were jeopardized.

Motor mounts shattered and the motor (engine) dropped unto the
frame. This pulled the entire drive-line out of shape. The auto
would grind to a halt. Five hundred and fifty such motor mounts
shattered or cracked.

Headliners, inner lining of the roof, collapsed. Seat springs col-
lapsed. Engines literally exploded. The metal was poor and thin,
they could not be rebuilt and retained in service. Metal specifications
did not meet the manufacturers own requirement. This auto manu-
facturer recently expired, but the damage inflicted lives on.

638-481—86—pt. 2——18
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Is there a problem in auto design? Is there a problem in manufac-
ture? The answer is unequivocally yes.

There have been charges at these hearings that the roads and drivers
are chiefly responsible. A “heavyweight” witness stated that *“75 per-
cent of motorists’ injuries were caused by car design.” These percent-
ages will dissipate when true causation is learned.

Design and manufacture are not the only problems. The spotlight
here in Washington has been focused on the auto and tire people and
the area of controversy has been so confined that the greatest danger
to our national interest in these investigations has been completely
overlooked.

We are talking about the small contact area which exists between
the tires and the roadway. This “footpad” is just about the size of
your two hands.

All of the designing, engineering, and manufacturing brains and
skill of this Nation can add to naught if this area is ignored. Army
tank construction, seat belts, harnesses, padded dashes, rollover bats,
collapsible steering columns, recessed instruments, disk brakes, and
any other additive will not remove the danger which kills and maims
today, nor will it do so tomorrow, if the manufacturers and the public
ignore or are unaware of these two tire-road contact danger areas.

Contact danger area No. 1 is hydroplaning—the mysterious
phenomenon of the front wheels of any auto raising off the roadway
beginning at approximately 37 miles per hour, when that roadway
is rain soaked or snow-slushy, summer or winter, North or South.
As the speed increases the front wheels leave the roadway entirely—
now the auto is hydroplaning, just like a water skier.

Do the public, auto, and tire people know this? Do they know that
when brakes are applied that the back wheels dig into the roadway
and that the anto must reduce its speed from the state of hydroplaning
suspension and sink back to the roadway before steering or braking
capabilities ave effected ? .

Can you imagine the helpless floundering of the auto, and can you
coin-toss or guess in which direction the vehicle will head? Will it
crash into the medial strip, if there is one, oncoming traffic, a bridge
abutment, adjoining lane of traffic? Will the auto straighten out and
will the driver and his passengers breathe with relief “that was close?”
How much longer should the public remain in a stupor and complete
ignorance of this terrifying situation?

Our “severe-use” fleet experience uncovered this monstrous mystery
about 12 years ago on a rain-soaked Bigelow Boulevard in Pittshurgh.

The aireraft industry and the Armed Forces were plagued with
this problem. They believed they “skidded on wet runways” when
actually the aircraft was hydroplaning. The seriousness was
apparent.

The National Aeronautics and Space Administration (NASA)
tackled the problem. Their experiences and tests were astounding.
They discovered that aireraft, including the giants, were suspended
on a tongh film of water and this enormous weight was actually hydro-
planing in landing on wet runways.

I might add that last year three aircraft in New York within a 9-
hour period hydroplaned off the runway. Onme, a National plane
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coming from Puerto Rico, hydroplaned completely off the runway
into & marsh and broke in half with 150 passengers aboard. - The pilot
did not know he was hydroplaning.

Walter B. Horne and Upshar T. Joyner, aeronautical research
scientists, of NASA, Langley Research Center, delivered a paper to
the Society of Automotive Engineers (SAE 970C) on “Pneumatic
Tire Hydroplaning and Some Effects on Vehicle Performance.” A
copy is available here for yonr perusal and study.

}-I_\‘drn laning is real. It is not theory or speculation. Coinci-
dently. wlhile this paper was being presented in Detroit, we were testi-
fying before the Federal Trade Commission here in Washington on
the matter of tires on the same day, January 15, 1965, and a main
portion of our presentation was relative to the same and identical—
tire hydroplaning.

We were not acquainted with these scientists at NASA. Last
month, April 6, 1966, we corresponded. Upshar Joyner heard our
story and related it to his own experiences. He seemed impressed.
He said he would come see us.

Wednesday, April 20, Upshar Joyner visited us at our Peoples
Cab Terminal in Pittsburgh. It was a memorable day for us. Our
“way out” themes and experiences were confirmed.

We wish that the American public could have listened in on this
heart-rendering analysis. An unknown, hideous monster responsible
for unrecorded, incaleulable tragedy was laid bare.

We discussed danger area No. 2.

The spacing between the ribs or treads of tires are known as gutters
or channels and wash away the water from the roadway surface. This
“drying process” is required and absolutely necessary to permit an
auto to stop in a straight line with the vehicle under full driver control.

If there is a variance of tread depth in each of the four tires the
washing away of water and the drying are not equivalent nor simul-
taneous. hence the auto will “pivot” around the tire with the most
effective drying capability.

There are no statisties to indicate the havoe results here.

How many Americans know this?

Here is another case of mass poisoning :

So-called safety experts have discovered that heat generated by tires
on dry roadway at high speeds are injurious to the tires and “many
things happen.” Hence, if it is raining or the roadway is wet the
rubber tire remains relatively cool, therefore it is reason that the
motorist can really speed down the pike. This poisonous theory sows
the seeds of its own destruction. The rubber tire remains cooler, but
it is not on terra firmaj it is hydroplaning.

The motoring public must halt. Stop. This information must be
made available without delay. We are a party to unconscionable
tragedy if we do not act now.

Congressman James A. Mackay, in his address to the House on
February 3, 1966, hit the nail squarely on the head. He spoke of
“eausation of aceidents.” Hveryone knows the results of accidents,
But how are they caused ?

NASA in the SAE paper talks of the viscous fluid separating the
tire tread from the roadway. If this fluid, water, et cetera, isn't prop-
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erly dispersed, accidents are caused. Water acts as lubricant, the same
as oil placed on metal parts to prevent the parts from rubbing against
each other,

Here, therefore, is a prime example of two institutions in different
leagues, possibly unknown to each other, but who can set forth clarity
and understanding in an area so vital to each other and to the Nation.

Another important American institution remains “stepchild.” There
isno doubt that in certain auto negligence cases that the cause of justice
is seriously impaired when these two danger areas remain mysterious
and unknown.

We believe we have made the point. Auto design is a problem, but
not the true causation of the overwhelming toll of highway accidents.

We have stumbled upon and uncovered a menace. We have also
developed a cure. A program of illustration to condition the driver,
and a physical application to tires, to speed the puncture of the viscous
fluid and hold the vehicle under control, used by us in our Pittsburgh
terminal, have reduced our accident frequency. I might add by 80
percent. Truck and various fleets also sing the praises of this program.

Jast Texas Motor Freight, Dallas, Tex., received a $104,000 refund
from their insurance company on their insurance premium because
of the method that I speak of.

We strenuously urge the creation of a National Traflic Safety
Agency. It will cull, evaluate, and disseminate such vital informa-
tion and gain the experience of others, particularly “severe-use”
fleet operators.

Our Congress is faced with an unprecedented issue and it must
resolve to act without delay to eliminate and reduce to the irreducible
the carnage on the American road.

We know it will be done. The people seek it. We pray that the
Congress responds affirmatively and without delay.

Mr. DingeLL. Thank you, Mr, Fram, for a fine statement.

Are there any questions of Mr. Fram by any members of the
committee !

Mr. Mackay. Thank you, Mr. Chairman.

I would like to thank Mr, Fram again.

I believe you have that report that you say will be available for the
files of the committee from NASA?

Mr. Fraym. Yes: I have that.

Mr. Mackay. Can you leave that for the files of the committee?

Myr. Fray. Yes.

Incidentally, if T may, I would like to make comment on Governor
Romney’s statement this morning. We said “more safety items and
suggestions come from our suppliers.” I have been in the business
which buys from suppliers and buys from Mr. Romney and his associ-
ates for the past 17 years. I don’t know whether Mr. Romney knows
that many of these suppliers obtain their safety ideas from us, from
fleet operators. There isa chain.

He also said, and T would like to comment about this, “the safety
organizations throughout the country will dissipate once Congress
becomes the central function.” T believe that the work will intensify.
The instructors will be better informed and the teaching will have
standards., Slogans and posters haven’t done it. “Drive Carefully,”
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what does that mean? “Drive Defensively,” what does that mean?
Maybe with this agency we will find out.

Mr. Mackay. I have been very much interested in the relationship
along with Mr. Farnsley, between good lighting and safety. Would
you have any comment to make about the relationship between effec-
tive lighting and traffic accidents? _

Mr. Fraa. Yes, indeed. It has a great deal to do with traffic ac-
cidents. I think lights should be used just as soon as dusk appears,
and not wait for darkness. I think not only should proper lights be
used, but they should be beamed properly and directed properly.
Fleet operators, most fleet operators, have a preventive maintenance
program, and every month to 6 weeks we bring our cabs into the
garage for that specific purpose, of aiming our lights.

Mr. Mackey. Thank you.

No further questions, Mr, Chairman.

Mr. DiNgeLL, Mr. Fram, the committee is indeed grateful to you
for a very fine statement today. Thank you very much for your
presence.

Mr, Fram. Thank you.

Mr. Dingerr. Our next witness is Commissioner Robert W. Rhodes,
of New Hampshire.

The Chair is happy to recognize you, Mr. Rhodes. You have a very
distinguished member on the committee from your State who I am
sure would like to introduce you.

Mr. Hoor. Thank you, Mr. Chairman.

I am delighted to introduce to you and the members of the commit-
tee Commissioner Rhodes, of the Department of Safety of New
Hampshire, who is here today representing Gov. John W. King.

The State of New Hampshire has pioneered in much legislation
which has been talked about during these hearings. I will not attempt
to go into any of them as I am sure the commissioner will cover them.
I am delighted to welcome him here today. I am sure his report
will be interesting to the members of the committee as well as the
audience. '

Commissioner Rhodes?

STATEMENT OF HON. ROBERT W. RHODES, COMMISSIONER, DE-
PARTMENT OF SAFETY, STATE OF NEW HAMPSHIRE

Mr. Ruopes. Thank you, Mr. Chairman.

Mr. Dinxgerr. The Chair feels compelled to say that we are indeed
proud of your fine Congressman on the committee from the State of
New Hampshire. He very ably serves on the committee.

Mr. Ruopes. Thank you. We are proud to have him there.

Mr. DiNgeLL. You may proceed with your statement.

Mr. Rropes. Mr. Chairman and members of the committee, my name
is Robert W. Rhodes. I am commissioner of the department of safety
for the State of New Hampshire. The department of safety is made
up of three divisions—division of motor vehicles, division of State
police, and division of safety services. My office is at the new State
office building, Concord, N.H., and I am here today in a dual role,
first to represent John W. King, Governor of New Hampshire, and
also in my eapacity as commissioner of safety.
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We at the State level heartily endorse this new interest on the part
of the President and Congress in highway safety. In the Granite
State we are convinced that the new interest in traffic safety on the
part of the President and the Congress will lead to more effective
programs of traffic accident prevention.

As the distinguished members of this committee know, the States
long have engaged in efforts to bring constant improvement to the
safety picture. Personally, I feel that these efforts have met with a
large measure of success, particularly during the past 25 years, as the
fatality rates per 100 million miles of travel have been cut from 12
in 1941 to 5.6 last year, 1965, while the number of vehicles, drivers.
and miles driven has multiplied several times.

Consider, if you will, that the number of fatalities last year would
have been more than 100,000 if these gains had not been made. [nfor-
tunately, despite accomplishing these reductions, the “law of dimin-
ishing returns” does exist, and {0 make further improvement, our
efforts must be doubled and redoubled.

While the States bear the primary responsibility for traflic safety
promotion, it is the duty of every level of government, every public
and private organization, and every citizens, to contribute what they
can toward better solutions to this problem.

Increased Federal participation in the traffic safety field is long
overdue, and we firmly believe that provisions in the proposed legis-
lation, which will increase aid to the States in order that they may
do a better and more effective job in traflic safety, will bear sub-
stantial returns.

The experience of our State of New Hampshire with regard to in-
creases in automobile fatalities and aceidents in recent years has been
similar to that of many others. For example, in 1961 we had 100
automobile fatalities; in 1962 it increased to 111: in 1963, 142 deaths
at the rate of 4.4 persons killed for every 100 million miles traveled:
and in 1964 the figure soared to 158 deaths at the rate of 4.7 persons
killed per 100 million miles of motor vehicle travel.

Obviously, something had to be done to arrest this upward trend
of carnage on our highways. Therefore, in the summer of 1964,
Gov. John W. King appointed a Governor’s traffic safety committee
made up of 15 individuals who were leaders in the field of highway
safety in our State, These included representatives of the department
of safety, heads of statewide organizations concerned with the prob-
lem, and individual ecitizens knowledgeable in the field.

The committee immediately set to work analyzing the highway ac-
cident problem in New Fampshire to try to determine where the
greatest weaknesses existed and what approach we should use in solv-
ing the problem. After considerable deliberation, a line of attack
was developed. Since the State legislature would be meeting in 1965,
it was recommended that this be presented to the legislature as &
highway safety legislative program. Gov. John W. King gave en-
dorsement to the program and presented it in a special message to our
legislature, outlining the various points it contained.

We were favored with a very safety conscious legislature in 1965
and succeeded in obtaining many measures which we felt were vital
to the motor vehicle law enforcement and to traffic safety. This was
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reflected by our Democratic Governor, John W, King, and our Repub-
lican State senate and house of representatives in their joint actions
to bring the State of New Hampshire into closer conformity to the
recommendations of the uniform vehicle code and with those of the
American Association of Motor Vehicle Administrators.

I might add that Governor King is a Democratic Governor and
our legislature is a Republican legislature. Therefore, we were able
to accomplish the following.,

After a review of a number of these laws, you will note that among
them are some that are considered somewhat controversial and have
been pigeonholed by many States for future action. This was not
the thinking in New Hampshire, and for this reason I do not hesitate
to state that with the leadership of Gov. John W. King, several objec-
tives were accomplished. These included :

1. The establishment of a permanent traffic safety commission with
a $25,000-a-year appropriation: This made possible the employment
of an executive director and the inifiation of a public support pro-
gram patterned after that recommended in the President’s highway
safety action program.

2. Implied consent law: Our analysis of the causes of automobile
accidents, particularly fatalities, showed that in a majority of cases
excessive use of liquor was at the root of the problem. Four previous
legislatures had considered such legislation, but had not enacted it
mto law. However, based on the recommendations of the traffic
safety commission, the legislation was adopted and is now in effect.

3. Realistic or absolute speed law: It had been years since our State
had attempted any modernization of its speed control laws. Observa-
tion of posted speed limits were and still are not realistic. This re-
sulted in disrespect for the law, Based upon the recommendations
of our commission, which in turn were taken from the uniform vehi-
cle code, our legislature enacted a new speed control law.

Among other things, it provides for the establishment of realistic
speed limits following a joint survey of our highways by our State
highway department and our department of safety. When this sur-
vey is completed within the next 2 years, necessary new speed limits
will be posted and our enforcement officers will see that they are ob-
served by motorists.

4. Driver education : This legislation required that no person under
the age of 18 years may be licensed in the State of New Hampshire
until such time as he has completed a course of instruction either in a
high school or through a private, licensed instructor. The law also
requires that private schools provide elassroom training and that all
instruction meets with the standards of the curriculum established by
the commissioner of safety and the commissioner of education.

5. Minor possessing or drinking intoxicating beverages: This legis-
lation allows for a 90-day suspension of license for any person under
the age of 21 who is found to be in possession or drinking aleoholic
beverages. Alcoholic beverages can only be transported if the parents
or legal guardian are in the car with the youth. It further provides
for a 90-day-period suspension where it is found the operator under
21 shows 0.05 percent alcohol in his blood.

The New Hampshire Department of Safety, Division of Safety
Services, has undergone a major “belt tightening” in its driver licens-
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ing program. Several new programs have been implemented during
the }){L‘.it 2 years which have produced highly satisfactory results.

The main purpose of this effort was to place more emphasis on the
improvement of driver attitude and general qualification for motor
vehicle operation. This included special attention to the basic re-
quirements such as applicant’s knowledge of motor vehicle laws and
improved procedures }or road testing.

Numerous administrative changes have been put into effect which
provide for greater control over license issue to assure that only those
who meet the strictest requirements are issued licenses to operate in
this State. Full use of the one-license concept and the interchange
of information with other States has been helpful in eliminating those
who attempt to obtain licenses by false statements. This we consider
is a must if we are to assure ourselves that new drivers in New Hamp-
shire do not hold previous conviction records for which they are under
revocation or suspension in another State.

In addition to the programs of the Governor’s traflic safety com-
mission, it was recommended to the 1965 legislature for authorization
and finaneial support for the increase of personnel within the uni-
formed branch of the division of State police. It was also recom-
mended the establishment of an auxiliary State police force which
could be called into action to supplement the regular State police,

articularly during summer and holiday weekends when the traflic
1s particularly heavy. Both of these recommendations were approved
by our legislature.

Meantime, legislative authorization had been given in two previous
sessions and continued in the 1965 session for a special interim com-
mittee on uniform traffic laws and ordinances. This consisted of rep-
resentatives of the senate and house and five citizens appointed by the
Governor. The committee made a comparison of our State's motor
vehicle laws and comparable sections of the motor vehicle code and
followed up these comparisons by recommending legislation needed to
bring our State’s traffic laws into substantial conformity with the Uni-
form Vehicle Code.

As a result, during the past 4 years, legislation has been enacted
in our State bringing our laws into conformity with the following see-
tions of the code:

Rules of the road and driver licensing: The latter includes the
reexamination of drivers of 75 years of age or older. The committee
anthorized by the last legislature are currently completing the job
of comparison of our laws and code. It is anticipated that this com-
mittee will recommend to the next legislature legislation pertaining to
other sections of the Uniform Vehicle Code.

We have some most startling statistics over the past 3 vears in the
Granite State, and that is of the single-car fatal accidents. Tn 1963
there were 120 fatal accidents. Of these fatal accidents, 100 were
sinole-car crashes, or 82 percent. In 1965 there were 138 fatal accidents
and 95 were single-car accidents, or 68 percent. Tn 1965 there were
182 fatal accidents with 98 being single-car mishaps, or T4 percent.
Thus far in 1966 we have had 31 fatal aceidents, 23 being single-car ac-
cidents, or T4 percent.

The judge, law enforcement, news media, or other programs all
have their place in traffic safety. But until we realize, you and me, the
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individual driver, that we can be either the killer or the savior on our
highways, we will never solve our problem with the operation of the
motor vehicle.

We are all aware there is a definite reason for every highway fatality
and at this time in New Hampshire a highway fatality investigation
school is being conducted for members of the division of State police
under the direction of Dr. Alfred Mosely of the Trauma Research
Corp., of Cambridge, Mass.

The Department of Public Works and Highways in New Hampshire
has placed particular emphasis on the improvement. of our highways.
The Granite State now stands fifth among the States in the percentage
of completed miles of the Interstate System opened to traffic. Also, our
State highway department has been working closely with the depart-
ment of safety in the improvement of highway locations known to
constitute traflic hazards.

Following the same approach, we are giving much attention to the
safey of the vehicle its;f-.l[f through our periodic motor vehicle inspec-
tion program. This biennial inspection program has been in effect
for many years. Recently it has been up-dated.

T would like to submit for your study a copy of our new inspection
mannal, issued last year, which gives specific instructions to over
1,300 privately owned, State-authorized inspection stations on how
to do a thorough job of inspecting the vehicle. We work very closely
with the inspection stations in this activity, including the condueting
of training schools for inspectors and checking of the inspection
establishments themselves.

I could go on telling you more about our highway safety activities
in New Hampshire, but time does not permit. We like to feel, how-
ever, that our activities had a part in the reduetion of automobile
fatalities from 158 in 1964 to 146 deaths in 1965, or a reduction in
the number of persons killed per 100 million miles from 4.7 in 1964
to 4.0 in 1965.

We feel that a still greater reduction could be brought about if
additional funds and assistance were available. That is why we are
particularly pleased to endorse increased Federal participation in the
traflic field as it provides for additional research by the Federal Gov-
ernment on the causes of automobile accidents and for support of
stepped-up highway safety programs in the States. We feel in our
State that with this additional help we could increase our activity in
several fields, such as the following :

1. Studies of accidents: While we have made many studies of the
eauses of accidents, we know that much more needs to be done, partic-
ularly as it relates to the driver and one-car fatal accidents.

2. Accident reporting: We need to improve our accident reporting
system so that we can prepare better case histories of our problem
drivers.

3. Review of overall safety establishment: A study of the interrela-
tionship of highway safety activities of our several State departments
and local subdivisions of government might point out where addi-
tional improvements are needed. [

4. Review of court procedures: Obviously, enforcement of traffic
laws will be effective only if our law enforcement. is backed up by our
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courts. More attention to the handling of traffic cases in our courts
along with a review of our penalties systems would be more hel rful.

5. Stepped-up program of public education : This is a part of the
program which could go forward with great effectiveness if it were
not for the limitation of funds. Federal assistance in this area would
be welcome. Additional Federal funds would make possible more
driver education courses in our schools; the carrying out of intensive
public educational programs of highway safety with newspapers,
radio, television, handouts at strategic points along our highway
systems, such toll stations and safety exhibits at public gatherings,
such as fairs.

Jarlier 1 mentioned the work which our division of safety services
is doing with the inspection of vehicles. We feel that it is important
to inspect all cars in use, as well as those that are sold for the first
time. After all, there are about eight or nine times as many used
cars on the road as there are new automobiles. Over the many years
that our State has been involved in the inspection program, it has been
necessary for us to establish certain standards of performance. This
is true of many other States with similar inspection programs.

Since there are specialists in our motor vehicle division in this
particular activity, we feel that they could be of great assistance to
the Secretary of Commerce in your administration of title I of the
bill Congress is currently considering.

In the final analysis, the Secretary of Commerce will have to rely
on the States to enforce the safety standards which you may prescribe
for new motor vehicles. We feel that the Secretary will want the
initial participation of the States in arriving at the standards. We
subscribe, therefore, to the suggestion that the Vehicle Equipment
Safety Commission, already in existence, and of which New Hamp-
shire is a member, should be brought into title I in at least an advisory
manner.

Arrangements could be made whereby the Vehicle Equipment
Safety Commission could suggest to the Secretary of Commerce
which standards it feels should be adopted. The Secretary could or
could not adopt these standards as he desires. We feel this is im-
portant if the true objectives set forth in title I are to be attained.

We also feel that title T should be amended so that the States will
be permitted to adopt safety standards as preseribed by the Federal
Government for other than new vehicles. This wounld conform with
New Hampshire’s vehicle inspection program.

In closing, may T reiterate our support of the legislation now before
vou. We feel that this should enhance a Federal-State partnership
in the solution of the hichway accident problem. We submit to you
that the program can be snceessful only if the States are permitted to
participate in the program all the way, including recommending
safety standards for motor vehicles.

Thank you for the opportunity of appearing before you foday and
for the oportunity to present our views on the need for Federal-State
cooperation for greater traffic safety.

Mr. Diverrr. The Chair is very grateful to you for your state-
ment and your kindness in appearing today.

Are there any questions from members of the committee?
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Mr. Youncer. It has been a very fine statement that has been
presented by the commissioner.

Mr. Mackay. 1 would like to compliment you on what I consider to
be a superb discussion of the traflic safety problem, particularly the
role of the State.

Earlier testimony, I thought was a little hysterical. Many of us
come out of State legislatures, and want to see the State role strength-
ened. It is my judgment that the reason States have not been able
to be more effective has been the absence of Federal leadership. I
consider this testimony that you have brought to be ext remely helpful.

I want to compliment your State for focusing on the safety func-
tion in the State government. Most of the States have a horse-and-
buggy arrangement where there is no coordination such as you have
here between the State police and other divisions. I would be in-
terested in seeing the law on that.

Was vour department of safety created by administrative act or
by law!?

Mr. Ruopes. By law, sir, back in 1962.

Mr. Mackay. 1f you would be kind enough to furnish us a copy
of that law, I think it might be helpful to other States.

Thank you very much.

Mr. Ruopes. Thank you.

Mr. Dincern. Mr. Huot.

Mr. Hoor. I would like to thank our commissioner for appearing
today and to congratulate him for the fine statement he has made.

The commissioner was a vital part in the ability of the State to
be able to present this legislation and pass it in our legislature. I
congratulate him and thank him for being here today.

Mr. Ruoprs. Thank you again.

Mr. Dixcers. Commissioner, do you feel that the compulsory in-
spection of motor vehicles on an annual basis is an essential part of
the automotive safety program of the State?

Mr. Ruopes. Not on an annual basis. I feel it should be every 6
months.

Mr. Dixgern. Do vou think a State could have an adequate pro-
oram of motor vehicle safety without having such an inspection pro-
oram?

Mr. Ruopes. No,sir: I don't.

Mr. Dixcern. Commissioner, thank you very much for your testi-
mony. b 1

Mr. Ruopes. Thank you.

Mr. DiveeLr. Our next witness will be Mr. Ehrman, president of
Surveys & Research Corp., of Washington, D.C.

STATEMENT OF LIBERT EHRMAN, PRESIDENT, SURVEYS &
RESEARCH CORP., WASHINGTON, D.C.

Mr. Dixcern. The committee is happy to weleome you, Mr. Ehrman,
for whatever statement you wish to make. ( '

Mr. Enmyayx. Mr. Chairman and members of the committee, I
would like to thank vou for the invitation to appear before your
committee. y
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My name is Libert Ehrman and I am president of Surveys & Re-
search Corp., a Washington consulting firm.

My experience specifically includes service in the Air Force Office
of Flying Safety during World War IT; I was Chief, Safety Analysis
of the Civil Aeronautics Administration (now FAA): some years
ago I carried out an evaluation of the crash injury research project
of Cornell University; and I have directed safety projects for the
Bureau of Public Roads.

Your hearings and those in the Senate have helped to reveal the
broad concern of the American public, industry, and the Govern-
ment in problems of highway safety.

Often in the hearings before this body questions have been raised
as to the availability of data, of reliable statistics on various aspects
of the accident problem. As one who has worked actively in this
field, I am forced to express the judgment that there is no problem that
affects American life to an equal extent about which so little exact
information is known.

The Bureau of Public Roads which has itself undertaken numerous
safety studies, took the initiative last year in sponsoring development
of a plan to improve accident data for the Nation as a whole.

Surveys & Research Corp., because of the specialized experience of
its personnel, was selected to carry out this project. I am pleased to
make a copy of our report available to the committee for the record
of these hearings.

Its title is “A National Highway Accident Record Center.”

Mr. Dingerr. The committee will receive that for review by the
staff to ascertain whether it should be placed into the record in view
of space limitations and other points.

Mr. Earamax. Thank you, Mr, Chairman.

We are convinced that only the Federal Government can undertake
development of better highway accident statistics. Indeed, it has a
responsibility to all Americans to do so.

We propose a joint effort between the Federal and State Govern-
ments. The Federal Government would develop the system of classi-
fication and required methods for collecting information.

In Washington, the data obtained from the States would be handled
by computer methods, would be analyzed and made available to the
States, safety organizations, manufacturers, other Federal agencies,
the Congress, the press, and the general public.

On the subject of methods, allow me to say we would be developing
such specific information as the number of accidents, for example, in
which drivers made a left turn at an intersection in the path of a
vehicle or pedestrian entering from the opposite direction; drivers
drove cars with defective brakes; drivers drove while sleepy or fa-
tigued; roads had no interchange, signal on traffic separation at a
busy intersection; cars had steering or steering system troubles and
the like. These are merely illustrations of the hundreds of categories
of information we would obtain.

When we have these data in hand all of us will be able to plan safety
activities much more intelligently. We will know what types of acei-
dents are most frequent, what contributing factors predominate.

In short, I would expect that, having overcome the information gap,
we will be able for the first time to plan and carry out a safety pro-




TRAFFIC SAFETY 1065

gram, whether it concern the driver, the vehicle, or the highway, on
the basis of well-founded statistics.

Highway accidents are a mass problem, not one we can handle by
attention to a few hundred at a time—important though they may be
in and of themselves. Only by developing and using large-scale data
will we be able to attack the safety problem so that we can in the future
prevent accidents that annually damage millions of vehicles and injure,
maim, or kill more than 1,750,000 Americans every year.

Thank you, Mr. Chairman.

Mr. Dixgewn. Thank you very much, Mr. Ehrman.

Are there any questions?

Mr. Youncer. I would like to comment on one of the points that
was raised by many of the witnesses, and that is getting the data on
which to legislate.

Unless you know something about what causes the accidents, it is
pretty hard to set standards or to legislate in this field. I am glad
you have emphasized that point.

Mr. Divcenn, Mr, Mackay ?

Mr. Mackay. Thank you, Mr. Chairman.

Mr. Ehrman, I think your assertion that there is no problem that
affects American life to an equal extent about which so little exact
information is known is one of the gems in this whole hearing. This
is certainly the way I feel about it.

In the course of these hearings questions have been raised to the
effect that accident reports may not contain enough information to
make it possible to ascertain the circumstances and facts involved
in accidents. What is your view?

Mr. Enrman. My view is this: Although all of us would like to
have the maximum amount of information available for safety re-
search, it is elear to me, having examined accident reports at the State
level, that much more information is contained in those reports, either
by way of one- or two-sentence descriptions, or by way of a combina-
tion of descriptions, diagrams, and the like, than we have ever used
for purposes of compilation of information and analysis of data.

Mr. Mackay. In other words, without elaborating on the existing
forms, you feel that we could learn a great deal from the present
forms?

Mr. Earyan. Very much so.

Mr. Mackay. But they are not uniform, are they

Mr. Earman. No,sir; they are not.

Mr. Mackay. In the same way, it has been said that accident investi-
gation is not adequate to provide needed accident information. What is
your view ?

Mr. Earman. I think accident investigation can, of course, be
greatly improved. However, we must face the fact that accidents are
a widespread problem, and that the training of investigators is a very
costly business. i

W% have supported in this country specialized accident investigat-
ing teams made up of highly competent professionals in a variety of
fields, who have carried out investigations of accidents.

I think that we will never have a situation in which all accidents
could be investigated by such highly qualified teams. We simply do
not have the manpower.




1066 TRAFFIC SAFETY

However, through support of these specialized efforts, techniques
for investigation and leads as to the kinds of things that should be re-
ported in more routine—I shouldn’t say routine but more regular,
more normal—kinds of investigation can be given, and to that extent
we can gradually improve accident investigation in the United States
as it is carried out in the local situation.

Mr. Mackay. Are you familiar with the role and function of the
computer?

Mr. Earmax. I certainly am.

Mr. Mackay. Do you think there is a role that the computer ought
to play? For instance, do you know if a computer is used now in the
analysis of traflic accidents anywhere in this country?

Mr. Enryan. It is used to a limited extent in point of fact by the
National Safety Council. However, the problem is not so much wit h
the equipment used for processing data as it is with the system used
for classifying the information.

An earlier witness said, for example, something about the kinds of
safety campaigns which asked drivers to be more careful, to drive de-
fensively and the like. Classification of accident factors into cate-
gories such as carelessness do not help us very much.

What we need is a detailed system which will indentify categories
such as those I gave illustrations of earlier that are actually reported
in accidents and then aceumulate them, large scale, in a computer.
Then we can evaluate them and mainpulate the data so as to deter-
mine their significance and meaning.

Mr. Mackay. Do you think we need to strengthen either the ad
ministration bill or the agency bill?

Mr. Enrman. Yes, I do, Mr. Mackay. I think in the area of acci-
dent data we need to spell out, with a sentence or two of legislation,
the character of the work to be done to provide the types of data that
we have been discussing here.

Mr. Mackay. When did the Bureau of Public Roads ask you to
malke this report?

Mr. Enryax. I believe our contract was dated in June of last year.

Mr. Mackay. The administration has not presented the first witness
yet, who could really cost out this bill. We have had some conclusions
stated.

Have you made any study as to the cost of gathering what you
consider to be the essential data?

Mr. Enryan. We have a preliminary estimate which is in the order
of £10 million a year for the collection of data. This would include
a program for joint efforts by the States and the Federal Government.
Our estimate is on the order of $1 per reported accident, to simplify
the arithmetic.

Mr. Mackay. I have been interested inasmuch as there is a 1,500,000
dicerepancy in the number of injuries of last year. Do you have any
idea how many injuries there were from traffic accidents last year?

Mr. Eurmax. No, sir; I do not. I don’t believe anyone has the
exact information because of differences in definition and reporting
among various organizations. Establishment of standards by a na-
tional highway accident center would help to overcome this problem
in the future.
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Mr. Mackay. Thank you.

I have no further questions, Mr. Chairman.

Mr. DinceLn. The Chair notes that the House is now entering the
5-minute rule for consideration and amendment of legislation. Under
the Rules of the House, it is no longer possible for the committee to sit.
The Chair has discussed the matter with the staff. It is the wish of
the chairman of the committee that at this point we recess until 10
o'clock tomorrow morning.

Any witness the committee has not, been able to hear today should
contact our elerk about the possibility of being rescheduled at another
time. The Chair wishes to express apologies of the committee to those
persons who were not able to appear today.

Mr. Ehrman, thank you very much for your appearance today and
the information you have given the committee today.

The Chair will now stand in recess until 10 o'clock tomorrow
morning.

(Whereupon, at 3: 45 p.m., the committee recessed, to reconvene at
10 a.m., Wednesday, May 11, 1966.
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WEDNESDAY, MAY 11, 1966

House or REPRESENTATIVES,
CoMMrrrEE ON INTERSTATE AND FoREIGN COMMERCE,
Washington, D.C.

The committee met at 10 a.m., pursuant to recess, in room 2123, Ray-
burn House Office Building, Hon. Samuel Friedel presiding.

Mr. Friepen. The committee will come to order.

This is a continuation of the traffic safety hearings. Our first wit-
ness will be Dr. Philip R. Lee, Assistant Secretary of the Department
of Health, Education, and Welfare, accompanied by Dr. Paul V.
Joliet, Chief, Division of Accident Prevention, Bureau of State
Services, Department of Health, Education, and Welfare.

STATEMENT OF DR. PHILIP R. LEE, ASSISTANT SECRETARY FOR
HEALTH AND SCIENTIFIC AFFAIRS, DEPARTMENT OF HEALTH,
EDUCATION, AND WELFARE; ACCOMPANIED BY DR. PAUL V.
JOLIET, CHIEF, DIVISION OF ACCIDENT PREVENTION, BUREAU
OF STATE SERVICES; AND DR, ERNEST M. ALLEN, GRANTS POL-
ICY OFFICER, U.S. PUBLIC HEALTH SERVICE

Dr. Lee. Mr. Chairman, I have with me today Dr. Joliet, on my
richt, Chief of the Division of Accident Prevention; and Dr. Ernest
Ayen, the grants policy officer for the Public Health Service, on my
left.

I will make a statement and then all of us will be prepared to answer
questions. There will only be one statement from the Department.

Mr. Friever. You may proceed as you wish.

Dr. Lee. I appreciate the opportunity to be here today to express
the full support of the Department of Health, Education, and Welfare
for H.R. 13228, the Traffic Safety Act of 1966, introduced by the dis-
tinguished chairman of this committee.

A number of other bills on highway and traffic safety have been
introduced during the 89th Congress. We believe that all of these
bills support trafiic safety objectives similar to those endorsed by the
administration under the provisions of HL.R. 13228,

In his message to Congress on the proposed Department of Trans-

ortation, President Johnson emphasized the weakness of our present

righway safety program. The Traflic Safety Act of 1966, H.R. 13228,

would be a major step forward in correcting the deficiencies described

by the President by providing for the development of a Federal-State-
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local program which includes a major expansion of research efforts,
coordinated at the Federal level by the Secretary of Transportation.

We share the concern of the members of this committee for the rising
toll of death and injuries resulting from motor vehicle accidents.
Traffic accidents constitute one of the most important public health
problems in this Nation today. Although refined statistics and related
data are lacking, we do know some of the general facts:

An estimated 90 million people are licensed to drive automobiles
and during any one year virtually the entire population is at risk,
either as drivers, passengers, or pedestrians.

Approximately 3.5 million people are injured each year in motor
vehicle accidents; 90 percent require medical attention and almost 25
percent are hospitalized.

The number of people killed in auto accidents each year is now
approaching 50,000.

There are 100,000 people who are to some degree permanently
impaired every year in auto accidents. The number so handicapped
in this country now exceeds 1.5 million.

Traffic accidents are part of a larger problems of accidents generally,
which becomes increasingly important as we industrialize, as we
urbanize, as we avdance economically, and as we are able, through
advances in medical science and public health, to control, prevent, or
eliminate the infectious diseases that have been the killers and cripplers
in years past.

Traffic accidents are a public health problem, not only because of
the statistics on mortality, morbidity, and disability, but because the
same principles which have been so successfully applied to infectious
diseases can be applied to accidents.

The systematic study of the host, the agent, and the environment,
through research, epidemiology, and other approaches has produced
the great advances in the control of infectious diseases. Similar tech-
niques have been shown both theoretically and practically to be appli-
eable to the study of the cause of accidents.

The Department of Health, Education, and Welfare is the primary
Federal department concerned with the public health aspects of acci-
dent prevention. It has supported pioneering work in this field. In
the field of motor vehicle injury, we are concerned not only with the
development of relevant health statistics and studies of the causes of
accidents and injuries, but with a number of other factors related to
injury prevention and control, with the proper diagnosis and treatment
of the injured, and with good emergency medical care for accident
victims.

We are concerned with the human elements which must be con-
sidered in the safety engineering of vehicles, roads, and traffic con-
trols; in the establishment of medical criteria for drivers and the
screening of individuals in relation to these criteria: in the man-
machine relationship in traffic: and in the effects of alcohol, drugs,
fatigue. and other factors on human behavior in relation to traffic
injuries.

The interrelationships of erash injury and other publie health prob-
lems are often complex, requiring action across a broad front. For
example, aleohol has emerged as a major contributing factor in fatal
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accidents involving both pedestrians and vehicle occupants. We are;
in the Department, developing a major program in that area of al-
coholism research, prevention, control, and treatment. A center for
alcoholism studies has been established in the Public Health Service,
and programs are being expanded in other operating agencies.

Our objective in the accident and crash injury field is the preven-
tion of injury and death. Clearly, these are public health responsi-
bilities,

Public health approaches cannot alone solve the problems we face.
There are many problems in safety design engineering, in the de-
velopment of safe highways, improved traffic control systems, and
safety performance standards that require a number of disciplines
and the coordinated, effective mobilization of resources. Many agen-
cies of government at the Federal, State, and local level, as well
as industry, universities, professional groups, and the public must
work effectively together. This is not a simple nor an easy task. It
requires the ablest leadership this country can produce.

It is the clear intention of H.R. 13228 that there will be a Govern-
ment-wide effort coordinated by the Secretary of Transportation to
reduce the toll of deaths and injuries on the highways. The experi-
ence and resources of the Department of Health, Education, and Wel-
fare would be utilized fully in thiseffort.

For example, under the new section 403, which the bill would add
to title XXIII of the United States Code, the Secretary of Trans-
portation would be specifically authorized to use other Federal de-
partments and agencies in highway safety research and develop-
ment. Many research activities within the Public Health Service
would be used in support of the coordinated effort.

Title I of H.R. 13228 would give the Secretary of Transportation
authority to investigate and test the relationship between vehicular
performance and accidents, and to develop safety performance cri-
teria for motor vehicles and their components. In order to accomplish
this aim, more research is clearly needed. Section 104 of title I au-
thorizes the Secretary of Transportation, in cooperation with other
departments and agencies, to undertake appropriate research related
to motor vehicle safety and motor vehicles safety standards.

The Public Health Service has supported research in accident pre-
vention for approximately 10 years. Many valuable contributions
related to motor vehicle safety and motor vehicle safety standards
have resulted from this research. For example, in studies demonstrat-
ing the high mortality associated with ejection from the automobiles
involved in accidents seat belts, when used properly by the occupants,
were found to achieve substantial reductions in fatalities.

The Public Health Service has contributed significantly to research
on the so-called “second collision.” These studies relate the structural
and other characteristics of motor vehicles to the injuries sustained by
individuals involved in accidents.

Research of this type has contributed to the safety standards
adopted by the General Services Administration and the adoption by
automobile manufacturers of energy-absorbing materials in car inte-
riors, windshield glass less likely to fragment, and seat belts.

We are all only too painfully aware of the fact that, in relation to
the magnitude of the problems posed by motor vehicle deaths and in-
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juries, the total research effort—both public and private—has been
grossly insufficient.

The Department of Health, Education, and Welfare welcomes the
opportunity for collaborative studies proposed in section 104(d). We
would parficipate in the research investigations, in the gathering of
information, and in the dissemination of information to the maxi-
mum extent feasible.

In the past there has been some controversy over the role and the
responsinities of the Department of Health, Education, and Wel-
fare, and the Public Health Service, in the gathering and dissemina-
tion of information related to accident investigations supported by re-
search grants.

It is important in this regard to differentiate between research done
by an independent investigator with funds granted to him or his
institution, and research which is carried out directly by the Publie
Health Service, either intramurally or through contracts. The data
and the results of data analysis are the property of the service, and are
available to the public when this type of research is done.

In the case of grant-supported research, we regard the data and
results as the property of the investigator. The terminal reports re-
quired by the Public Health Service and/or the published scientific
papers on the projects are available to the public. If the results are
to be published, the contents of the terminal report are held as re-
stricted information for a period of 6 months unless the author, the
principal investigator, and the grantee institution agree to an earlier
release.

As I indicated in my testimony before the Senate Commerce Com-
mittee, we do not believe that the project grant mechanism, which
works so well for most of the 20,000 biomedical research projects cur-
rently supported by the Public Health Service, is the mechanism best
suited for all of the research required for accident studies.

For example, under present policies, no research grants are made to
profitmaking institutions. The kinds of competence, experience, and
equipment required for the large-scale multidisciplined efforts needed
in traffic safety research often reside in profitmaking organizations.

We plan to enlarge significantly the intramural program, using
Public Health Service personnel, the contract program, and the re-
search grant program as we expand our activities in this field.

Section 106(a) of the bill authorizes the Secretary of Transpor-
tation to provide training for various types of specialists required to
accomplish the purposes of this measure.

There is a critical shortage of seientists qualified to conduct the kinds
of research which are so urgently needed in the field of motor vehicle
injury prevention. This important provision would make it possible
for the Government, in cooperation with the seientific community, to
help overcome a serious obstacle to rapid progress in this field.

The Public Health Service has an established program for training
seientists in this field which would be an additional resource in support
of the national traffic safety effort. This would be expanded in coordi-
nation with additional activities established under section 106(a).

Title IT of H.R. 13228 authorizes the Secretary of Transportation to
establish a major Federal research facility for conducting the com-
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prehensive research that is essential if we are to obtain the answers to
questions that are vital to progress in reducing the toll of motor ve-
hicle deaths and injuries. We fully agree that the need for such a
facility exists and we plan to participate fully in the development and
activities of the proposed center. ]

As Secretary Connor pointed out in his testimony, there is need for
much greater study of the interaction of vehicle interiors and asso-
ciated equipment with vehicle occupants. There are further needs
for better understanding of the task of driving and of the relation-
ships of human capacities and capabilities under varying circum-
stances to the performance of that task.

The Public Health Service has been seeking solutions to problems
in these areas through research, and has been working closely with
the Bureau of Public Roads and other agencies in the search for the
most effective means for translating new knowledge into practical
measures for injury prevention. Some of the research techniques and
instrumentation employed by the Public Health Service, utilizing the
principles of simulation which contributed so greatly to aviation
safety, will throw new light on the physical, physiological, and psy-
chological factors associated with the human failures which cause
accidents.

Such experimental research holds considerable promise for study-
ing the efforts of alcohol, drugs, and fatigue on driving performance
and accident causation.

Title IT1, relating to highway safety, is concerned with assistance
to States in establishing highway safety programs which include,
among other features, measures calculated to improve driver perform-
ance. We believe that considerably more research is needed for re-
finement of techniques for screening and identifying medically unfit
drivers. The Public Health Service has for several years been as-
sisting the States in establishing a system under which health depart-
ments provide medical guidance in this field to State motor vehicle
agencies.

Title I1T of the bill also authorizes the Secretary to expand the high-
way safety research and development activities under section 307 (a)
of title 23, United States Code, to cover all aspects of highway safet
including emergency medical care and transportation of the injm'mft

We consider that assurance of fully adequate emergency medical
services to persons injured in highway accidents is a very effective
way to reduce the rates of motor vehicle deaths.

Clearly, we do not have adequate knowledge to prevent most auto
accidents today. Certainly we can reduce crash injury and death
through improved auto safety design and construction. We can also
do this through improved emergency care for the injured.

This is an area in which the Public Health Service is actively work-
ing today and coordinating this effort with the Department of Com-
merce,

The general lack of well organized and effective emergency medical
services today is a major deficiency in the health resources of the
Nation. This deficiency affects not only the victims of motor vehicle
accidents, but also the victims of all other types of accidents and of
sudden illnesses.
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In March of this year, the President directed Secretary Gardner, in
cooperation with Secretary of Commerce Connor, to initiate immedi-
ately projects for demonstrating techniques for more effective emer-
gency care and transportation of the victims of highway accidents.

These efforts will comprise an important part in our drive to up-
grade the quality of emergency medical services generally. The Pub-
lic Health Service, in cooperation with the Department of Commerce,
now is negotiating with State agencies to establish projects in the
field of emergency medical services in accordance with the President’s
directive.

While the hospital component of emergency medical services may
not be as grossly deficient as is frequently the case with ambulance
services, it 1s nonetheless true that many hospital emergency units are
overcrowded, understaffed, and unable to provide on a fully adequate
basis the type of multispecialty emergency care needed by persons
injured on the highway.

As a part of our total effort to ameliorate the effect of motor vehicle
injuries, the Public Health Service is giving increased attention to
hospital emergency services. The Public Health Service is not alone
in this effort. The American Medical Association, the American Col-
lece of Surgeons, the Academy of Orthopedic Surgeons, and the
Physicians for Automotive Safety are all concerned and are taking
steps to correct present deficiencies.

The Traffic Safety Act of 1966 (H.R. 13228) would provide for

the first time effective coordination for highway safety activities within
the Federal Government. covering the efforts of all Federal agencies
in this important field. Its adoption is an essential step in the crea-

tion of the broad and imaginative programs necessary to make a
significant impact on this problem, which the President numbers
among the most serions facing our Nation.

Major improvements in the prevention of motor vehicle deaths and
injuries can and must be achieved. It is our firm conviction that
enactment of H.R. 13228 would provide the best means for accom-
plishing this vital purpose at the present time.

In elosing, Mr. Chairman, I would like to pay tribute to the contri-
bution which members of this committee have made, and are makin
to develop programs to deal effectively with this problem. We all
owe a great debt of gratitude to your former colleague, the Honorable
Kenneth Roberts, of Alabama, who started the systematic public
inquiry into this problem almost a decade ago.

Mr, Chairman, we are pleased fo answer any questions that you or
other members of the committee might wish to raise.

Mr. Frieper. Thank you for a fine statement, Dr. Lee.

On page 6 of your statement, at the bottom of the page, you say if
the results are to be published, the contents of the terminal report are
held as restricted information for a period of 6 months unless the
author, the principal investigator, and the grant institution agree to
an earlier release.

My question is: Does the author divulge the information to you?
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Dr. Lrr. When they submit a terminal report, that information is
available to the Public Health Service, whether it is at the National
Institutes of Health which has supported the project or the Division
of Accident Prevention, or another unit of the Public Health Service
that has supported the research. Because they will publish the re-
sults in a scientific journal and because their own advancement in the
scientific world is dependent in part on their scientific publications,
we do not feel it appropriate for the Public Health Service to release
the results of an investigator’s research and analysis before he has had
the opportunity to publish it himself.

Mr. Frieper. I can understand about making it ruhlic. but what
alarms me is T think it was reported in the press where someone re-
fused to disclose information even to responsible Health, Education,
and Welfare officials.

Dr. Lee. That is not correct. We have never had any problem in
obtaining information from the Division of Accident Prevention or
any other unit within the Public Health Service when my office has
asked them for specific information.

Mr. Frieper. In other words, Dr. Goldstein, for example, cooperated
and gave you all information ?

Dr. Lee. That is correct.

Mr. Frieper. He has not withheld any information ¢

Dr. Lee. Not to my knowledge. No request that I have ever
made was ever denied and they provided me with more material,
actually, than I could review.

Mr. Frieoer. Thank you.

My, Springer?

Mr. Serineer. Just to follow that very shortly, Doctor, due to the
fact that there has been this item in the press, could you give us your
reasons on public poliey as to why this is held for a period of 6 months,
as I understand ?

Dr. Leg. The primary reason is that this permits the investigator a
period in which the results of his research can be published in a scien-
tific journal. Many journals have a backlog of excellent articles sub-
mitted which cannot be published within 2 weeks, a month or even
3 months. It takes as long in some scientific journals, as 6 months or
more, before articles which have been accepted are published.

Mr. Serincer. Just to ask this second question, is there anything in
the public interest that would demand that that information be re-
leased in less than 6 months?

Dr. Lee. I think there may be certain situations where that was the
case, and if that was the case we would certainly seek the permission of
the investigator and the institution in order to make it public.

Mr. Serincer. These are public funds, and, of course, we do fry to
keep information on top of the desk if we can. We can understand in
some instances why you would like to at least give a balanced approach
to the whole problem you are investigating, and you feel a very studied
paper on this would give the balanced reflection of all of the investiga-
tion rather than a preliminary release which might be interpreted as
only one side of the problem.

Is that your opinion ?

Dr. Ler. I certainly agree with you statement, Mr. Springer.
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Mr. Seringer. If there is anything in the public interest that ought
to be released before that time, your agency does not stand in the way
of that?

Dr. Lee. We certainly would not.

I would like Dr. Allen to comment on this question. He has been
instrumental in the development of the Public Health Service policies
i?l this area and I would like him to make an additional comment on
that.

Dr. Aven. I think Mr. Springer’s assumption is exactly right.
We not only would get the information, but we would, as was said,
seek the arrangement. Actually, we would arrange with the investiga-
torbip release any information that ought to be made available to the
public.

In 20 years now we have had no difficulty with investigators on this
score. The only reason we have for protecting them at all is that in
order to evaluate their applications we need to have them disclose full
information, their researcﬁ techniques, the secrets that they wounld have
from their competitors in the same field.

By having our policy, they tell us the total story, even though much
of it is preliminary-type information. Then we have a better tool of
evaluation and can better decide who should receive the support. This
permits us to award grants to the younger, less-experienced people,
where otherwise we would have to give it only to people with strong
reputations. But where there is a need to explore findings or make
information available to the public, in my experience, in 20 years, we
have had no difficulty at all.

Mr. Seringer. Doctor, I know that this is not particularly in your
field, but this is very important: There seems to Eo a lack, according
to the testimony of several witnesses who have done work in this field—
I know Mr. Nader mentioned it the other day—of good statistieal
information on what is the cause of accidents.

Dr. Lee. Certainly I think there is much more research that needs
to be done on the cause of accidents and also on the cause of injuries
during the course of an accident or which are the result of accidents.

Mr. Springer. I think this is important for two or three reasons.
A lot has been said in these hearings and on the Senate side on new
auntomobiles. T have sort of taken up the flag for eight-ninths of the
automobiles which no one has been talking about, and they are the
ones which are past the dealer’s show window, which have been sold,
are out on the highway, and are a year or more old. That is 82 million
automobiles,

Most of this whole circle of spectacular journalism has been about
the 9 million being sold and not about the eight-ninths which 1 am
sure have something to do with accidents because of lack of repair,
inspection, and all those things. In that field we don’t seem to have
a differential though we get this clear picture of just what the defects
are that come off the assembly line.

‘We have had reference to the periodic inspections required in some
States, 6 months in some States and in other States the inspections
are required once a year.

Then there is the human element. We don’t seem to know, really,
how much of this is caused by the mechanical failure, if there is such
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a thing, of new automobiles or used automobiles, and how much is due
to human failure, which is certainly a big factor. Too much speed
or too much aleohol, or, we will say, some human frailties, he is too
old, too infirm, too nervous, all of this that goes under driver inspection.

We should have the strictest driver instruction and the best educa-
tion. Usually a child can get a license at 16, and in some States 17
and 18. In Maryland you can get it at 16 under some circumstances.

These are the areas that are also very important. I am surprised
that everything is being said in this field about 9 million automobiles
which, in my estimation, has something to do with it, but it is only a
very, very small fraction of the entire problem.

We should get into the whole thing of 9 million, plus 81 million, plus
the human factor involved in this.

Governor Romney yesterday used a figure, and I am sure he must
have something behind it, that two-thirds of the fatal accidents in
this country had some background of alcohol. He said in the State of
Michigan his figures proved it was 55 percent. That is over half.

Dr. Lee. I can’t give you exact figures. There have been several
studies done which would indicate that approximately half of the
fatal accidents involving either pedestrians or the drivers had some
association with alcohol. Certainly some of the studies that have
been done have shown association with alcohol, older male pedestrians
who are seriously or fatally injured, for example, certainly a number of
accidents involving adolescent boys, late teenagers, are related to
drinking. These boys have a high rate of accidents.

How many of these are associated with alcohol we don’t know be-
cause we don't have fully adequate data. But certainly alcohol is in-
volved as a major factor, and this is one of the reasons in the Depart-
ment that we are developing a major new program in the field of
aleoholism, in prevention, control, diagnosis, and treatment. In the
Department we are establishing a center for the study of these prob-
lems at the National Institutes of Health in the Institute of Mental
Health.

It is apparent that a broad approach to the problem is required.
You can’t just look at the automobile, the road, or the driver. All of
these are involved and the interrelationships are very complex.

Mr. SerineeEr. One member of this committee sent around a very
good statement, apparently backed up by facts which he had, that
poor lighting on highways is also of concern. He went on to point
out how many more accidents happen at nighttime than in daytime,
in spite of the fact that the number of antomobiles on the highway
went down astronomically after dark.

I am calling all of these to your attention in order to see if we
can’t bring in something constructive and balanced out of these hear-
ings rather than talking about 9 million new automobiles.

It may be important to find out what is wrong with the brakes and
so on, but we are certainly not getting this thing balanced, at least
from what I am reading in the newspapers.

Dr. Lee. We would certainly agree with your broad approach to
the problem. In the research that the Public Health Service has
supported to date, they have supported studies across a broad front,
studies relating to the cause of injuries and accidents, and certainly




1078 TRAFFIC SAFETY

it cannot be limited merely to a study of the interior design or safety
engineering features of the new automobiles, although these are very
important.

There are multiple other factors involved. For example, the new
interstate highways that have been built have resulted in fewer acei-
dents. There is a relationship between the driver, the automobile,
and the new types of highways which indicate there are fewer acci-
dents in this situation than there are on two-lane roads and older
highways.

These are factors which have to be more thoroughly studied. We
can’t limit the studies just to the automobile.

Mr. Seringer. Thank you, Mr, Chairman,

Mr. Frieper. Mr. Kornegay ?

Mr. Kornecay. Thank you, Mr. Chairman.

I wonder if I might defer for a moment as I was a bit late in ar-
riving at the hearing this morning. I will yield to my colleagues.

Mr. Frieoer. Mr. Younger?

Mr. Youxcer. I have no questions. I would like to congratulate
our Californian for being here. While he doesn’t live in my district,
he lives right next to it. Ie comes from a fine family of doctors.

Mr. Frieper. And he has a lot of friends.

Mr. Youncer. He has a lot of friends on our side of the fence.

Thank you very much, Dr. Lee.

Mr. Frieper. Mr. Curtin ?

Mr. Currix. Thank you, Mr. Chairman.

In your statement, Dr. Lee, you said that in your Department you
are developing a major program in the area of alcoholism, particularly
in view of the fact that you find alecoholism a major contributing fac-
tor in fatal accidents.

Would you elaborate on that?

Dr. Lee. Yes,sir. During the last year, prior to my coming into the
Department, under the direction of the Under Secretary, a year-long
study was carried out of the existing programs and what needed to be
done to develop effective programs in the area of aleoholism. This
review and evaluation was conducted by a departmental committee,
under the chairmanship of Dr. Stewart who is now the Surgeon
General.

The committee, in its report, emphasized the major public health
significance of the problem, and the need to develop broad programs.
The President in his message on health and education indicated that
we would be developing such programs in the Department of Health,
Education, and Welfare.

The steps that have been taken thus far are: (1) the Secretary has
approved the appointment of a National Advisory Committee to the
Secretary dealing with the very broad aspects of the problem; (2) a
full-time consultant, who will become a full-time special assistant to
the Assistant Secretary for Health and Scientific Affairs, to coordi-
nate all the Department’s efforts has been appointed; (3) new and ex-
panded programs are being developed by the Office of Education, the
Public Health Service, the Welfare Administration, the Children’s
Bureau, the Aging Administration, and the Voecational Rehabilita-
tion Administration; (4) a center for the study of alcoholism and
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problems related to alcohol has been established in the National In-
stitutes of Health. This is within the Institute of Mental Health. An
expanded research, training, and service program in the field of alco-
holism will be developed by the center: (5) a broad and serious effort
within the Federal Government is being made to recognize alcoholism
as an illness and to treat individuals who are employees of the Federal
Government suffering from alcoholism as ill individuals and, finally,
to develop occupational health programs within the Federal Govern-
ment for better prevention, control, treatment, and rehabilitation.

This program is just beginning to be moved ahead under the leader-
ship of the Public Health Service. The Social Security Adminis-
tration has also provided leadership in this area. They have one of
the best existing programs for alcoholies. We also will be expanding
our efforts to work with outside groups; to work with the insurance
companies: to work with hospitals to encourage them to admit alco-
holics as patients as they admit any other patient: and to have the
doctors treat the alcoholic as a patient in the way that all other
patients are treated, to bring them really into the mainstream of
medicine.

This will be a very broad ganged effort. It will involve working
relationships with the States, with organizations such as the American
Medical Association and a number of other voluntary groups that
have been very active in this field, with industry and many institutions.

We also will have, if approved, in a new legislative propopsal which
has not yet come before this committee, provision for the develop-
ment of comprehensive public health services in the States. This will
be replacing a present series of categorical formula grants.

It will ]n-m'hst‘ a formula grant to the States for the development
of publie health services and project grants that can be targeted to
specific problems. The funds under this new proposal, if approved,
could be very definitely used, and it is our hope that they would be
used, for the development of comprehensive programs for individuals
sufferng from alcoholism.

Mr. Curtin. Doctor, that is a very elaborate program in reference
to aleoholism in general. However, it will not make a person under
the influence of alcohol a safer driver, will it?

Dr. Lie. Certainly it won’t make him a safer driver. We have to
find out what we can do to prevent people who suffer from this disease
fgom drinking. We also have to find much more effective means
of —

Mr. Corrin. If I can interrupt you, Doctor, don’t you want to find
out what can prevent a person who is drinking from driving his
automobile?

Dr. Lre. There are millions of people in this country who drive
after drinking. They are not aleoholics. They attend a cocktail party
and then drive home or somewhere else. This is an enormous problem.
I am frank to admit we don't have any solution for it at the present
time.

Mr. Curriy. In my State of Pennsylvania, you are not charged
with drunken driving, the charge is operating a motor vehicle while
under the influence of intoxicating liquor. The point is that if you
have a certain amount of alcohol in your system which abnormally
affects your reactions and are driving, you are guilty of that offense.
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Isn’t the question the amount of aleohol in the human body? If your
reactions are not affected, you are a safe driver, and if they are, then
you are not, so far as aleohol is concerned.

How will all of this research that you are doing and going to do
affect that particular problem?

Dr. Lee. Certainly this is one means of attacking the problem. I
think it has not proven to be an effective means of preventing most
people who drink and then drive from so doing. When people are
caught, it provides a mechanism for punishment, but I am not sure
it has proved to be a fully effective deterrent for preventing those who
drink from driving.

If people, once they had been drinking, would not drive, if they
would take a taxi home or get home by some other means of public
transportation, it would be better.

Mr. Youxeer. Will the gentleman yield?

Mr. Frreper. The gentleman’s time has expired.

Mr. Youneer. Thank you.

I am somewhat in agreement with the comment which has already
been made. I am reminded of all of the research that came out of
the HEW Surgeon General’s Office in regard to cigarette smoking,
and yet right out of the Surgeon General’s Office we have had, time
and time again, the doctors came up here smoking cigarettes right
here at the witness table.

I have commented on this before. I don’t think all of this research
is going to do too much about the drinker. I think any time you
have an accident and liquor is involved, the license should be lifted
for a certain period, maybe 6 months or a year, to have a very severe
penalty, something that cannot be released by the judge. Perhaps it
should be made mandatory.

Dr. Lee. This is an approach which has been taken, I think, in
Sweden and Finland. T cannot give you the data but I think it may
be a much more effective means than what we have developed in
most States.

Mr. Youncer. Would you agree with that?

Dr. Lee. I think it is a very sound approach.

Mr. Curmin. That is a part of the law in Pennsylvania. If you
plead guilty to that offense, or you are convicted of the offense, in
eit]!el('lcasc, you automatically lose your driving privilege for a stated
period.

It seems to me that all of your research cannot more effectively
answer that problem. You drive at your peril if you are under the
influence of intoxicating liquor.

Dr. Lee. We would like to go further and prevent them from driv-
ing, but we don’t have enough knowledge to do that. I think you
have to take many different approaches to these problems.

I would also say that the problem of cigarette smoking is different
than the problem of the driver who drinks. The smoker only harms
himself, he doesn’t harm other people. The person who drinks and
drives is a threat to anybody else on the road, and it is quite a differ-
ent problem. It is something that society, the State laws of the type
you mentioned, can do something about. Smoking, on the other hand,
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is an individual matter. It bothers me when people smoke, but it
is really their own business and it doesn’t hurt the rest of us (iirect.ly.

Mr. Youncer. Except from this standpoint, that when the young
people see the doctors smoking, in spite of all they have heard, it
rather influences them. :

Mr. Frieoer. Well, we are not holding hearings on cigarette smoking
today.

Mr. Satterfield?

Mr. Sarrerrierp, Thank you, Mr. Chairman.

I notice in your report you state that the Public Health Service has
supported research in accident prevention on the so-called second
collision and that you have research techniques and instrumentation
which utilizes the principles of simulation, as used in aviation investi-
gations, and so forth.

May I inquire how the Public Health Service does this?

Dr. Ler. I can have Dr. Joliet answer that question, Mr. Satterfield.

Dr. JoLier. We have two pieces of simulation equipment which are,
in essence, mockups of automobiles as you drive them. These devices
are instrumented, and in front of the driver there is a visual display
which appears to be the road as you would see it when you are driving.
This is arranged in such a manner that the driver can at any time be
presented with many different types of critical driving situations.

For example, another car can be made to come out from an inter-
section at a precise moment. This situation can be exactly duplicated
as many times as necessary. You can imeasure precisely what the
driver does, what action he takes, and when,

Eventually the normal reaction to critical situations can be deter-
mined. Then drivers who have been under study can be given cer-
tain things. Forexample, small doses of aleohol, or drugs, or fatigued,
or sleepy drivers can be tested to see how these various decrements
to human performance affects the individuals who are faced with the
crisis.

Mr. Sarrerrierp. Do you actually do this at the Public Health
Service? Isita facility owned by you?

Dr. Jorter. Yes, sir. It is being set up in Providence now. We
had one unit in Akron, Ohio, and one in Silver Spring. We are
bringing them both together at Brown University because we need the
skills available to us on a university campus.

Mr. Sarrerrmip. When you speak of supporting research, do you
also support the research condueted by other people

Dr. Jorer. Yes, sir. That is the purpose of the research grant
systemni.

Mr. Sarrverrierp. May I inquire how much money you spend on
research grant systems in this area?

Dr. Jouer. The 1967 budget has research grants calling for ap-
proximately $2,014,000, About 70 percent of the grants have been
for trafiic safety research support. '

Mr. Sarrerrierp. And the studies that you conduct yourself on
simulation, is that in addition to the $2 million

Dr. Jorier. Yes, sir.  The $2 million is for research grants to sup-
port the research of other people.

Mr, Sarrerrierp, How much would you say goes into your own re-
search that you conduct yourself ?
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Dr. Jouer. For that same year it will be about $500,000. This
has been an increase over the past several years.

My, Sarrerrrerp, That $500,000 is in the simulation researchf?

Dr. Jouier. Simulation is only a part of our traffic safety research.
Our overall responsibility extends to all types of accidents, not just
traffic accidents,

f ?Mr. Sarrerrierp, How much is spent on the stimulation aspect of
167

Dr. Jouter. Approximately $343,000 has been invested in simulation
equipment.

Mr. Sarrerrierp. Have you published any findings?

Dr. Jorrer. No, sir. This is just going into operation. The work
that has been done prior to this time has been developmental work.

Mr. SarTERFIELD. So thisis new.

Dr. Jorer. Yes,sir.

Mr. Sarrerrierd. I notice also you state that you have an estab-
lished program for training scientists in the field, after noting that
there is a shortage of people trained to do this type of work.

Could you tell me something about that program?

Dr. Jouier. Yes, sir. There are two different kinds of programs,
training grants and fellowships. In the training grant program we
provide money to institutions which will permit fi}em to set up train-
ing opportunities for students.

In the fellowship program we provide funds to selected students
so that they can expand their own education in whichever particular
area they feel necessary. Because of the complexity of this field, a
research person may choose to get extra training in one particular
area, medicine, mechanics, engineering, whatever, through the fellow-
ship program he could get a fellowship that would provide the par-
ticular kind of training that he needed.

Mr. Sarrerrerp. This is not a special program, but these are grants
and fellowships that you have available under programs such as the
medical program that we enacted last year. Would that be one source
of funds that conld be utilized ¢

Dr. Lee. The Health Professions Educational Assistance Act
amendments passed last year are mainly basic support for the medical
schools, schools of dentistry, schools of osteopathy, optometry, and Fo-
diatry. They wouldn’t be as targeted as these traineeships and fel-
lowships which are targeted for specific areas such as this.

I cannot emphasize enough, reaI{) , the shortage of qualified investi-
gators in this field. This is a very critical problem at this time.

Mr. Sarrerrerp. When you refer to a program, you actually refer
to the ability that you have to give grants to people who are studying
in these areas rather than a specific program?

Dr. Lee. As Dr. Joliet indicated, you give the training grant to
the institution or the fellowship to the individual. The programs
are carried out by the universities and professional schools primarily.

Mr. SarrerrreLp. I have no other questions, Mr. Chairman.

Mr. Friepern. Mr. Watson ?

Mr. Warson. Thank you very much, Mr. Chairman.

Dr. Lee, I have been impressed this morning as on other occasions
with your testimony. I am sure all of a sudden we find ourselves in
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a state of turmoil over Mr. Nader, who has been projected as the
world’s foremost authority on vehicles. I even find myself rather
apprehensive as I drive along now as a result of all the publicity which
has been given the automobile by him. '

I don’t know if I turn the steering wheel to the right the automobile
might go to the left, or if I apply the brakes the horn might blow.

You are a doctor. The other day when Mr. Nader was testifying
I asked him as to whether or not a warning to the driver that an auto-
mobile would kill and urging him to drive safely would have a benefi-
cial effect, and the authority, Mr. Nader, said that he did not know,
himself, as to whether or not that was beneficial, to warn a driver that
an automobile would kill.

He quoted a psychiatrist who had said that he was fearful that such
a warning might have a detrimental effect. I am sure in the medical
yrofession you have engaged in the study of psychiatry. Do you
helieve that all the efforts we have made in the past in trying to warn
a driver that he should drive safely, that a wreck will kill him, has
had an adverse effect on him?

What is your professional opinion ¢

Dr. Lee. I Illl)il'lk in general an informed public is better able to
make decisions, and I think to inform them about the hazards of
automobile driving, the hazards of drinking before driving, the other
hazards related to driving, are very important, and I think this can
contribute to safety programs. Of course, much of the safety educa-
tion has been directed to this kind of public information.

I think it would also be helpful, for example, if people knew on
highway and publie roads that accidents were more likely or more
frequent in certain areas. This type of public disclosure T think
would be very helpful.

I would favor public information on the hazards. I think the
publicity in the newspaper is going to cause some people anxiety,
just as poster campaigns and the television campaigns, and other
safety campaigns, might cause some people anxiety and apprehension.

I think in the broad sense, however, it would be beneficial. We do
find it may not influence people too much. We don’t know all the
things that votivate people. We have seen in the area of smoking,
for example, the warning label on cigarettes. We are not sure yet
what effect this will have.

1 think we can’t give definite answers, but my own view would be
that this would be a good thing.

Mr. Warsox. That it would be beneficial rather than detrimental?

Dr. Lre. That is correct, I believe so.

Mr. WarsoN. One final question: It has been reported that some 40
or 50 percent of the fatalities in automobile wrecks have been attrib-
utable to aleohol, that is where there has been an ascertainment of
whether or not alcohol was involved. Would you agree with those
figures?

Dr. Lee. That is a fair statement, based on what data we have
available.

Mr. Warsox. And in your judgment, whether we would build, in-
deed, a crash-proof capsule or automobile, we still could not prevent
wrecks?
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Dr. Lee. We certainly couldn’t prevent the accidents. We might
do a good deal to prevent the second collision or the injury that follows
the collision of the individuals with the interior of the automobile
even if we couldn’t prevent the accident. Thus, with improved in-
terior design and safety engineering of automobiles it would be pos-
sible to significantly reduce the number of fatal injuries. We know,
for examp%:, that if people would use seat belts it would reduce signifi-
cantly the number oﬁaml injuries that occur, even though it wouldn’t
affect the accidents at all.

Mr. Warson. Having made a determination that a large percentage
of the accidents are caused by driver error, whether itlie alcohol or
otherwise, do you think really that we need too much more research
in that particular area? Rather, don’t we need more inforcement
through the courts, not only on the matter of removing from the high-
way the habitual person who drives under the influence, but also
deterring others who might be inclined to drive under such circum-
stances?

Dr. Lien. T feel there are multiple approaches that have to be taken.
We feel we do not have nearly adequate information on the medical
factors relating to the drivers. For example, there are a number of
new drugs introduced every year. We don’t know what effect many
of these drugs have on the capability of the driver. We are concerned
not only with the tranquilizers or sedatives, but the number of other
dru%s that people might take for chronic medical conditions.

There are a number of other factors, the disease conditions that
might adversely affect drivers under certain conditions, so that restrie-
tions might appropriately be placed on drivers, are but one of them.

We feel that both approaches are necessary. We have knowledg
now with which to develop programs but we need more knowledge in
order to improve these programs and solve many of the unanswered
questions.

Mr. Warson. I agree there is a need for research, but having
made the determination that 40 percent of the deaths are attributable
to aleohol or driver error, isn’t it time for some action to follow
through?

Dr. Lee. Yes, I would certainly agree.

Mr. Frrever. Mr, Mackay.

Mr. Mackay. I want to ask you, from your studies, where you find
any explicit reference to the traffic accident as a connection with the
responsibility of your Department? Has the work done, including
setting up an Accident Prevention Bureau, been done pursuant to
your general assignment to be concerned with the health of the Amer-
1can people ?

Dr. Lee. Unless I am mistaken, and I will have to double-check this
again, it has been done under our general authority to protect the
public health rather than an explicit authority by Congress. Con-
gress has, of course, provided specific authorization and appropria-
tions to the Division of Accident Prevention, which we consider as an
explicit authority within the broad authority.

Mr. Mackay. But even that Division was made administratively
and not under a specific direction from Congress.

Dr. Lee. That is right.

Mr. Mackay. Those of us who support this legislation feel this
ought not to be something you just get into if you have time to get




TRAFFIC SAFETY 1085

around to it, but that there ought to be an explicit mandate from
Con%ress for an agency of Government to look at the total accident
problem

The second question I have is, what is the source of the data o
page 2 of your statement as to how many people were killed and
injured ¢

r. Lee. The data is primarily from the National Center for Health
Statistics of the Public Health Service. ,

Mr. Mackay. How much of a lag is there on reporting? For ex-
ample, you have a general statement about how many are killed and
how many people died last year from traffic accidents. When can you
state authoritatively how many people died from traffic accidents last
year ¢
: Dr. Lee. We can certainly get those figures from the National Cen-
ter for Health statistics.

Mr. Mackay. I want to know about the quality of your reporting,
because the most shocking thing that has come out of these hearings
is that nobody has any reliable data.

Dr. Liee. We would feel that we have limited data; that the data
that is collected is good, but we don’t have nearly enough of it. There
is much that the National Center for Health Statistics would like to
do in this area, and will do as we expand our program.

Mr. Macray. May I ask you to furnish what criteria or what forms.
you use in collecting the data on which you base your work?

Dr. Liee. I will be glad to.

(The following information was received by the committee:)

Basis oF DATA For ProarAM WoORK

The Public Health Service Division of Accident Prevention relies on data
provided by the National Center for Health Statistics for all deaths and injuries
in the United States.

Tabulations on deaths are obtained from copies of all death certificates for-
warded to the Public Health Service by the registrars in the various States.
The cause of death is classified according to an international code which identifies
those deaths caused by motor vehicle. Tabulations are completed for calendar
year 1964. An estimate for 1965 has been made from a 109, sample of the death
certificates. The final tabulation for the year 1965 will be available some time
in the fall of this year. HEstimates for January 1966, from a 10% sample, are
also available,

Estimates for injuries in the United States are made from data from the Na-
tional Health Survey which consists of a sample of households in the United
States and are tabulated quarterly, The latest now available is for July-Sep-
tember 1965. The latest full year estimates are for 1964. This estimate of
injuries is classified into four groups: home, motor vehicle, work and other.
For additional information regarding the type of accident and for information
regarding the circumstances under which the accident occurred, the Division
relies on special studies.

Mr. Mackay. Would you agree that there is not now in the Federal
establishment any coordination of research touching on all of the
elements in the traffic accident phenomena? Certainly you have not

one beyond the medical aspects. You haven’t gotten into road design,

or example, have you?

Dr. Lee. We are making an effort, and the Division of Accident
Prevention has for a number of years worked with other agencies of
Government in this area. But as a broad, totally coordinated ap-
proach, we have neither had the mandate from the President, until

63-451—668—pt. 2—20
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his present program was introduced, nor from the Congress for this
type of priority concerned with this problem.

Mr. Mackay. Don’t you think that this responsibility for coordi-
nation ought to be assigned to some agency instead of just a loose-
jointed, voluntary operation ?

Dr. Lee. Yes; and I think that the proposal which the President
has submitted which puts this as a responsibility of a Cabinet officer
is a very important step, and it gives it an importance and an emphasis
that it has never had before.

Mr. Mackay. I want to ask you whether you know through any
of your direct investigation or through any of your contract nvesti-
gation if you have difficulty with tort lawyers interfering with re-
search? This is a justification for classifying information, as I under-
stand it.

Dr. Lee. I can’t answer that question, but Dr. Joliet says we have
not had any interference from tort lawyers.

Mr. Mackay. Do you know Dr. Gikas?

Dr. Lee. I have met Dr. Gikas. I don’t know him well, but I have
certainly met him and have a high regard for him and for his work.

Mr, Mackay. Do you know under what program he has been func-
tioning? Who has financed his research ?

Dr. JoLier. We have, sir. It is a research grant that he has been
operating under. He may be doing other work that we don’t fund.

Mr. Mackay. Can you furnish us a list of the projects of research
in this area that have been completed, the results of which have not
been released, and state why they have nof been released ?

Dr. Ler. Certainly. This would be primarily the research projects
completed, following receipt of the terminal report by the Public
Health Service and before publication of the investigators’ results in
the seientific literature. We would be glad to furnish such a list.

Mr. Mackay. There is a rather serious charge here on the Hill
that you have spent some hundreds of thousands of dollars and that
the results of this research have not been released. This struck me as
possibly being very unfair. I think it ought to be clea red up.

Dr. 1ee. As far as I know, every completed project on which we
have a terminal report has been released and is available to the public.
So I think it is only in this category between the completion of the
study and the publication. We will furnish the information, how-
ever.

(The following information was received by the committee:)

The Committee requested “the list of projects in this (traffic) area that have
been completed but have not been released, the results of which have not been
released and why they have not been released.”

EXPLANATORY NOTE.—So far as we have been able to interpret and match this
definition with the status of each project, the ones attached come into this
category: the reasons appear under “Outcomes” and “Dissemination of out-
comes.” Summaries of all 75 projects have been made available to the
Committee.

If further detail is required it can be provided.

EVALUATION OF AVAILABLE TRAFFIC RECORDS (RG—-5361)

Georgia Department of Public Health : Terrell.
Dates : September 1957 to August 1959,
Amount : $24,000.




TRAFFIC SAFETY 1087

Purpose

To examine the degree of unsefulness of available traffic aceident records in
providing information to define the problems and to aid in establishing improved
programs of prevention.

Outcomes

This preliminary study of accident records in Georgia identified those areas
which seem to provide adequate information, poor information, and fair informa-
tion relating to driver data, vehicle data, roadway data, and accident data.

Disgse