THE RIGHT TO PASS - I SAFETY

Paper presented by Thos. H. MacDonald, Chief, U. S,
Bureau of Public Roads, at Twenty-first Annual
Convention of American Assoclation of State Highway
Officials, Miami, Florida, December G, 1935,

The early concept of the public highway was not the physical
entity which we immediately visualize now, but rather, the right to
pass as a human necessity and privilege. This apparently acguired
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substance in the English common law, and the quality of an inaliemable

right freely possessed explains more adequately today's highway usage
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and customs than any other background. Civilization, if it is to

O

advance, must carry with 1t a comstantly increasing respect for the
rights of others, so 1t is only consistent to add to this early
conception of the highway as the rizht to pass, the important gualifi-
cation - with safety. In this form the right of the individual %

use the highway freely 1s only limited by the necessity of insuring
that the rights of others tc enjoy the same privilege are not
endangered. Much of our legendary romance end of our more accurate
history revolve around the traveler, the caravans of commerce, the

.

epochal migrations and their hazards, sufferings and jeopardy en route.

f,

Robin Hood and his men rendezvousing in Sherwood Forest have

rnow been translated into an opera, tyrifying one of the prevalent

¥
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wmzards of the road to their contemporaries. The nomadic Arab
tribes attacked and plundered the caravans bearing the riech luxuries

out of the Orient., The Indians of our own Vest preyed upcn these
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«;#ho laberiously traveled overiand to build a now countrye The
?H&zards snd discomferts of truvel have had their origin in many
Jpotives ard many enuccs. Gradunlly these wore overoome as new
bffarms of transport becwnme avallable,

‘onenrrently with the constant improvement of transport
 f&ci15tics s theilr operation, socilety aided by providing the
;Rl&vz and thoe enforecment organizations to mect not enly the major
yibuﬁ the minor probloems of transportation sceurity.

The ratliroad and ship menageoments have o wonderful rocord
of wehicvoment of contiruons improvenmcut in tho sceurity of the
trevoler oho entrusts himgell to thedr operationse  Theose have
lewcomu so consistontly safe Lhat ralatively, it may be saild,
‘fli?v is not st stake and proparty loss Yo the traveler is guite
cwell confined to him who pamblon with stranperse YVarnings and o
gharp votehfulnoes by the staff on both trains and ships largely
z pr0tc0t cven such babes-in-tho-woods,

ot wo roeach hishway transportotion this comfortable

~aspect ehonpese  Improved focilitics, both highways and motor
“wehiclos - ves. Grostor flexibility end constently incrcasing

datility - voese Safeoty oand sceurlty to 1ife and property - no.
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In our ways and means of mecting the problems of safety,off '1.
vel on the highway, we lag far behind tho advance that has b@&ﬁ_;‘:
g in denling with siwiloar problems of travel by rail and shipr}  ‘
g-gomporison applics to all aspocts of the problem - tle E

roting offieials, the lows, and onforcement orgmnizations, and

on the Cacilities themselves. The purfecting of cach of thesse

fors throush consistent offort and oxporionce in the mecting

problers resulis in the enviable reoeord for ships and
Stilweys.e  Cortainly it would be possible to draw comparisons
sading to “he conslusion, and tho subsoquent oxousc, that the
mditiors te e met are so difforent in highway transportation -
ame wo excosorstedly differont - thot a comparable degree of
geurlty on our strocts and hipghways is beyond any roonsonable

ossibility. Thot this may bo true is quite wimportant to this

iseussion. Vhint ds lmportant is the recopnition and tho segregﬁticn o
the csgintind oloments that havo boon brought into synchronized
tion to produce the preosent condition of sceurity in rail and $ﬁipf 7
:avcl. Io motter how different the conditions in this or that
pgc, 1t must bo the Inevitable conelusion that actual permanont
worress moy only be sceured by the orderly perfocting of the |

sgnontinl oloments, with the sefety objeetive.
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Fortunately, we are not now in the dark as to many cf[ﬁhaf;f;"”
hings which need to be done. An evaluation of the presentjstgtua"
‘of ways and means that, if given the opportunity, will advance th§f'

ause of nhighway safety, discloses a very definite foundatiﬁh;on?_ fVﬂf

ﬁich to proceed.
Of factual data upon accldents there is a lack that must
'é remedicd if wo are to be able accurately to gauze the effective-
ness of wnat is done in the future. For the nation as a whole
the only authentic records come from the Buresu of the Census.
While that Buresu has for a long time been engaged in perfecting
‘the gathering of facts as to automobile fatalities, it is only’
for the two yovars 1933 and 1934 thal o complete nation-wide
coverase has buwn obtained. Therefore, in all of the reporting
on which comparison of trends has Deon made, it has been nacéssary

to extend tue actual facts ns reported by that Buresuw and the

aecuracy of toese extensions is problematical.  In 1932 tEQVCGVqugQ; fx
of the Burcou reached within 3.7 per cent of the total pepulatia# |
go thnt the extension of the number of fatalities to cover the .
whole vopulation wos probably without serious error. As thQ  i

years recede, the aceuracy of the figurcs becomes less and less.

We do have, nowover, the facts ns to the number of fatalities

attributcd to travel on thoe highways for 100 per cent of the

population for 1933 and 1934, nnd thesc have been put through a ‘
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: fgfocass of most careful scrutiny, so they are accurate and réii&b
?fhare was an increase in fatalitics in 1934 over 1933 of h'73g;T£§¢'
in 1934 total fatalitios of 36,101, In the 95 cities of oVef lé;‘

population the total fatalitivs in 1934 were 10,361, an inéfeéééldfﬂ

918 over the previous year. The fatalities in these cities were

28.7 per cont of the total. It is ovident, therefore, that if we =

are to better this record materially we must look to the smaller

“towns and the rural districts. In the popular conception, thak“':'
fatalitivcs resulting from collisions between automobiles and r&il%Gf?
road trains and strect cars are considered a major cause of the M
‘alarming increase in deaths. Between these two years the incresse.
in fatalitics from these causcs was insignificant. As reported
by the Bureau of the Census, the actual total deaths resulting
from these causes in 1934 was 1,7%9, which is equal to only 37.5 :;  :
per cent of tne increase aleone in fatalities between the two yoars,. -
~and actually represents less than 5 per cent of the total fatali#iéé
during 1934. |

Wiile it is true that a large volume of figures afe
collected by many agencics and o conscientious offort mnde to
vanalyz& these corrccetly, actually these figurss of the Bureau
 of the Consus are the only ones which give us a correct picture
for the notion as a whole. Within that Bureau therce is the recog~
nition that they are dependont upon the reporting accuracy of a

large number of individwals.



It is evident, therefore, that the Bureau of the Census‘is“t;

the only agency that can be relied upon to give accurate basigftiv:f
data and that it must be given sufficient funds to enlarge grea.tly
its operations, particularly in the field of education of the '
individuals who occupy the positions of reporting these vital
statistics.

Accurate data on accidents are sadly lacking consi&ered
on a nation~wide basis. The estimates which are used are baééd
upon an assumed numerical relationship between the number of
fatalities and the total accidents and the application of this
ratio to known fatalities. Accurate figures are not available
and are not collected as a whole, upon which to measure the
effectiveness of measures taken to reduce or prevent these. This
field of accident reporting must be perfected and it holds such
potential value that whatever the necessary cost, it will be of
incalculable worth.

One important aspect of the increase in fatalities betwéé;j{ Q
1933 and 1934 is the fact that only one State, New Hampshiré,’maﬁgcgi
a better record in 1934. This State reduced its 1934 \fatarlitiééfr :
by 31 or approximately 28 per cent of the total for that year.

All of the others showed an increase. The States of EKansas, Seﬁth
Dakota, Delaware, Connecticut, Nevada and Iowa, all had less thaﬁ

10 more fatalities than in 1933. The States having the largest



increase measured in numbers were California, Illinois,
‘Pemnsylvania, Ohio and Texas, all of which had more than 250
~additional fatalities over 1933.

It can be argued, of course, that the conditions vary so
widely, particularly as to the number of cars in use and the
degree of use of the individual cars, plus trucks and busses, that
‘the number of fatalitles gives an unfair comparison, but if we qreyit
to decrease fatalities they must be decreased in numbers, so this_ v,‘
simple apuroach is the only one which can posaibly be effectives

A schedule is attached which shows the figures of
fatalitics as reported by the Bureau of the Census for the two
vears 1933 and 19734,

With this background as to the need and method of securing
the vital and necessar, facts, including the number, kinds and
results of major and minor disasters on our highways, on which to
basge corroctive action, the problem becomes ong of organizatiﬁn
and administration plus public education. A national transPo?fatimQ  J{
;éafety program is essential - definite in character and fixedvin |
the responsibllity resting upon officials for its various phaées;
e principel criticism that can now be made is that in general |
“We are not reducing to effective action what we know to be sound

and are not carrying on adequate ressarch to clear our blind spots

in traffic control.



To bring a sound safety program into definite fo‘rm.éhé.y
then to place it in effective operation in zll its ra.mifi‘éét\;‘tc_yans;
is the only policy that carries any hope of progress. The‘
remarkable advance in the attainment of industrial safety hays‘}.
rested upon a definite program and fixed responsibilities." In |
the public safety field the same general principle must bé
followed.

Until recently there have been onlv State laws giving:,
authority to officials to operate in the safety field, Now
limited authority has been reposed in the Interstate C‘-ommercé“ﬂ' e
Commission to make rules and regzulations applying to certain types
of wvehicles moving in interstate commerce. We will have, within
a short time, then an entry into the field of tnaffic regulation
in a moderatc way by the Federal Government. ¥Te must depenci,‘
however, for the major advance in the actual attaimnént of 'saféf
conditions on our streets and hichways upon the States and their_
local subdivisions,

Tithout any claim as to novelty, the following plan of

organization necessary for effective administration is advanced. " .
There would be two principal divisions in the major organizati’on:’ﬂ{“{“@'y
First, Federal, and second, State. In turn, each of these divisions,

would consist of two branches, First, an official committee
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appointed by the Chief Executive, or through legislatién, con-
sisting of those elective or appointive officers who hawve the 1,3 

legal responsibility and asuthority to act in this field. The

second very important branch would be an advisory committee on
safety consisting of representatives of organizations aﬁd individugléi;
who are now engoged in safety work.

The Federal official committeol/ should be headed by a
Cabinet Officer ~nd consist of the heads of those divisions or
bureaus which hnve legal authority now to act upon matters directly"€;
related to transportation safety - in addition to the representatives
of the Federal bureaus, the President of the American4Associafion
of Motor Vehicle Administrators ~nd the President of the American
Association of State Highway Officinls. The Federal advisory
committee on transportation safety would include org&nizations'
such as the American Automobile Associstion, the Nationél Safety :
Council and other groups which are now engnged in safety Work;

The State official committee should be hended by the Motor}'

Vehicle Administrator and there should be associated with him~th§‘

l/ (Such a committec could very well be composed of representatives =
of the Interstnte Commerce Commission, the Bureau of the Census,
the Bureau of Navigation, the Bureau of Aeronautics, the Bureasu -
of Public Roads and the Bureau of Standards; and the President
of the American Associabtion of Motor Vehicle Administrators and.
of the American Association of State Hichway Officials.)
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hends of Stnte departments who have legnl responeibilities in thiﬁ
field, such as the chief highway executi&e, the auperinten&ent,qfi
mublic education and the head of any State safety group. ’Thé
State advisory committee would be composed of the rapresentatives?
cf branches of national organizations and individuals who are no§?m~
engased in the safety field,

The functions of the official committees, State and Federdl;‘
would be to formulate regulations and pelicies and to administerv;;;f  ‘;
these, The functions of the advisory committee would be to encour;g§: : 
and supoert the public officials and their law enforcement officeré;l 
to sugrest resulations and lenislation, te help secure and sustaih’,
these and to carry on a constant campalien of education in evafy
poscible form to the ond that the public shall become safety
conscious. The importance of these advisory committecs cannot be
over-smphasized, Unless the officinl groups, Federal nnd State,
have the backing of an intclligent ond vigorous public support,

taeir work cannot be effective.

Such an organization can be put into offect on executive
order and would make use of existing leeal authority and organizaa;
tions which must in the end be responsible for results.

The Tirst action would be to develop a dotailed program Dﬁd
assign definitely the different activities oroposed. Te would then

have for the first time a coordinated plan in which both State nnd
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Federal govermments can function in harmony.
The same type of organization can'weil be extended into fﬁé}jﬁff
city and major lecal subdivisions of government. | _Vﬁ
The first National Conference on Street and Highway Safeﬁfﬁif?JA
met in 192, This was followed in 1926 by a second conference aﬁd
in 1930 by & third. In 1933 a Committee on Uniform Traffic Lews
and Ordinances reviewed the motor vehicle code and model municiéal1 B;i'
traffic ordinances which had been developed through these conﬁeré@égéaf;
This code has received the endorsement of the National Commiﬁtéeibfi*é}
Commissioners on Uniformity of State Laws and the American Bar o
Association. With this weight of authority and with the constructivé
effort that had gone into the making, it is diseappointing to find’_
that to date only 37 States have adopted the proposals in part aﬁdV“
only & third of these States have brought their laws intQ reasonggiy '
complete agreement with the code and are making theﬁ effective tﬂ#6ﬁgg£€
proper administration, . . :

thile 35 States and the District of Columbia have drivers' =

license laws of ome form or another, less than one—half‘of_thﬁ#l s

number have a standard licensing system provided by the_code, wﬁiéﬂ:fgg§

includes the examination of new dfivers, strong centraligdminiétfééinﬁij
and the follow-up of repeated vioclations with suspenéioﬁ br‘révoéﬁtiqﬁ 
of licenses for causes.

While the contention may be made that the greatesf need -is

not for more lews but for more rigid enforcement of existing laws,
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it must be recognized that with lcss than one~-fourth of the States'fw?5

opcrating under the Uniform Vechicle Code, there is a major lack of ,wff

uniformity which must be responsible for a great deal of the

confusion that exists and the failure to obey regulstions. AlL
experience points to the imperative need for uniformity of trﬁffié .
regulations as one of the most important factors to bring about d
safer condition of street and highwoy travel.

Equally important with uniform laws is the establishment ofvT L“
an adequate enforcement system. The highway patrol is the enforéeﬁentf
arm of the motor vehicle administrator in the field and without éucht?
adequate direct contact with the users of the highways, through tﬁe
highway patrol, it is impossible for the administrator to enforce'v
laws, however adequate.

The studies which the Bureau of Public Roads has made in
cooperation with the highway departments and other agencicsg, and
other studies, indicate a failure of around one-~third of highway g>*’53
users to obey traffic signals. The degree of disregard vafies
widely and this is not intended to convey the iﬁprcssion that éﬁ@%»’
third of the drivers on the highways are’careless or diéobedient“ 
of regulations. Competent motor vechicle adminiétratorg pléce'tﬁ¢~'
percentage of really dangerous drivers as low as 5 percent.  The
fact, however, that not morc than 20 States have a highway patrol
organization of even rcasonebly adequate character indicates the

~ distance we have to go to establish law enforcoment on our highw&ys.ﬁ:ff
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In harmony with thesc suggestions but without delay thqréli§ 
are two types of activities to which the highway departments shb@l&

give greater attention. The first we may term the cmergency

improvements that may be undertaken guickly and thet should prdvéfﬁ‘,;
cffective in eliminating dangcorous conditions. Such activities .
include placing of nonskid surfaccs, the clearing of obstructionsi‘ ;*
to lengthen sight distances, the climinstion of hazard at points
where accidents have occurred, if due to faults of the road, and
the immediate morking of all curves for their safe spced of tf&vélgi

It is a fairly well established fact that thec obvious d&ngéf;;;7fy‘
points arc not responsible for the groatest number of accidents.
Where they are duc to faults of road design, accidents usually
result from some faulty detail not disclosed until too late.

For the long-time program, highwoy design must recognize
the trend to higher specds and provide for thesc to the extent
they may reasonably be expected to become established by public
usage. This involves the recognition of two general classes 0f5;“;f
highways: those for through or main line traffic and these for |
local and tributary service. This classificatidn follows the‘tteﬁ&3: 3

of public usage and humen behavior. For the first class, smple

width of traffic lanes, safe sight distances, easy curvature, super%piﬂ"
elevation, nonskid surfaces and clear vision of intersecting roads

are essentials of proper design. Wherc multiple lanes are necessary =
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it is recognized that in general the two opposing directions shoﬁiﬂi
be separated. ‘
A serious feault existing in many otherwise high-class highéf

ways is the inclusion of short sections of highway in which the
design as bto curvature, sight distance or other details, falls

below the general standard of the road. A very substantial contriﬁi i
bution can be made by the highwey engineering profession to the |
safety of highway use by adequately designing all component parts'

of the highway structure for safe travel, not only at the speed

with which the traffic moves at the present time, but in so far as  f~ﬂt
possible for the speed which observation of the general trend
indicates will be the average for the greater percentage of highway 
traffic in the years ahead. Practically one-half of the fatal
accidents are to pedestrians. On these through highwéys, foot~
paths and sidewalks, which will actually be used by pedestrisans,
must be made an integral part of the design.

Such elaboration of design necessary for thosé'roadé whidh{ 
fall into the general-use, long-distance, highespeed ﬁraffic ¢1ass,i;
will be unnecessary for the tributary rcads where traffic

instinctively proceeds with less haste end more caution, and this

distinction must be applied. Otherwise, the expense becomes too
grect a burden. |

In this discussion no attempt has been made to approach
the subject from the angle of a traffic cxpert. The problem at

this time is one of administration and orgenizetion. Such an
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approach will undoubtedly have the full support of members of ..
the Americen Association of State Highway Officials because of

their recognition, through their own experience, of its validity;I.

Unfortunately because of the lack of organization,
adequate administration and popular education in this field,
much of the splendid effort and to an extent the great investﬁeﬁt‘ '
that hes been rade in highway improvement are being partially |
depreciated by the selfish and uncontrolled action of a relatiﬁely7 ?lfi{
small percentage of the users of the highways. e

Qur highways are a proud possession. Over them each
individual has the right to pass, but we must add the qualificafibﬁ;* :

with due regard to the rights and safety of cthers.



NUMBER OF DEATHS FROM ALL MOTOR-VEHICLE ACCIDENTS

et

Area : 1934 : 1933 : Increase ; Decrease : Increase =
UNITED STATES : 36,101 : 31,363 : 4,769 31+ hogmg oo
Alabama : 525 1 506 19 : R
Arizona : 211 154 57 @ :
Arkansas : 366 1 292 74 :
Ccalifornia s 2,810 ¢ 2,he2 388 1 :
Colorado : 343 21 : 22 :
Connecticut Lgz 74 9 :
Delaware : g9 87 : 2 : :
Dist. of Col. 201 : 143 58 i :
Florida 626 UG 2 80 :
Georgia 815 6g2 233 3 :
Idaho : 159 12k : 35 1 :
Illinois i 2,509 ¢ 2,149 360 s :
Indiana t 1,26% ¢ 1,137 : 126 :
Towa : 574 : 565 9 :
Kansas : Rk "23 ¢ 1 :
Kentucky : 655 534 121 :
Louisiana 497 Los 88 :
Maine 21l 203 11 :
Maryland 505 : Lhg 56 2 :
Massachusetts : 1,022 : 823 139 :
Michigan ¢ 1,533 ¢+ 1,302 : 231 : :
Minnesota : 671 ¢ 580 : 91 :
Mississippi 421 301 120 :
Missouri : 1.010 : 822 188 : :
Montane : 209 : 119 : 90 : :
Nebraska R $-2 307 17 :
Nevada : 72 64 g 2 :
New Hampshire : 114 1b5 ¢ =31 :
New Jersey : 1,233 ¢+ 1,188 : hs 1 :
New Mexico 14g 102 Uo ¢ $
New York ¢ 3,018 @ 2,933 @ &5 : :
North Cerolina: 928 : 776 : 152 :
North Dakota : 131 ¢ 117 IR :
Ohio : 2,340 1 2,0b0 : 300 :
Oklahoma : 614 512 : 102 :
Oregon : 321 3 267 & Ry :
Penngylvania 2,578 ¢+ 2,319 : 259 : :
Rhode Island : 106 97 : 9 :
South Carolina: Lg6 359 @ 127 :
South Dakota 122 : 119 @ 3 :
Tennessee : 698 556 @ 142 :
Texas : 1,663 :+ 1,355 @ 308 s :
Utah : 195 ¢ 140 55 @ :
Vermont 100 73 27 H :
Virginia : 784 615 : 69 ¢ :
Washington : 610 o2+ g 3
West Virginia : Loy 290 : 35 :
Wisconsin : 47 677 ¢ 70 :
¥yoming : 11% 3 87 26 :




