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INTRODUCTION 

Mr. Chairman and members of the Subcommittee, I am 

pleased to appear before you today to highlight some of the specific 

actions that have been taken to achieve the objectives of the National 

Traffic and Motor Vehicle Safety Act of 1966. 

The purpose of that Act is ''to reduce traffic accidents and 

deaths and injuries to persons resulting from traffic accidents. " 

Two years' experience with the Act has demonstrated the foresighted-

ness of the Congress in enacting its provisions , but also has shown 

that the goal will not be an easy one to achieve . 

During the two and one-half years that the National Highway 

Safety Bureau has been implementing the provisions of the law, the 

dimensions of various program requirements have come into sharper 

focus. 
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I would now like to summarize briefly some of the per spec-

tives on these activities based upon operating experiences during 

t h i s s tart-up period. 

M O T OR VEHICLE SAFETY STANDARDS 

In response to the requirements of the Act requiring the 

issuanc e o f motor vehicle safety performance standards which protect 

t~e public against unreasonable risk o f death and injury resulting 

from ina d e quate design , construction , or performance o f vehicles , 

one stand a rd, on seat belt assemblies , became effective in March 

19 67, 20 initia 1 motor vehicle safety performance standards became 

effect ive Ja nuary 1 , 19 68 , and one additional standard became e ffectiv e 

in A pril 1968 , for a total o f 22 standards in 19 68. Four new and 

revised standards and four amendments to initial standards became 

e ff e ctive J anuary 1, 19 69. One Department of Commerce standard 

was a dopte d in D e c e mber 19 6 8, and one new standard , on re g rooved 

tires, will bec ome e ff e ctive on April 1 , 1969 for a total of 6 new 

s tandards in e ffe ct in 19 69. Two new standards and ame ndments to two 

existing Sta ndards ar e already scheduled to go into effect January 1 , 1970. 

In addition, thr ee consume r information regulations are scheduled to 

become e ffect ive on Octobe r 1, 1969, covering pass e nger car stopping 

distance s , t ir e r e s e rve load, and acceleration and passing ability. 

D e velopmental work is in progress on 25 proposed new 

stand ard s, on 2 1 am e ndments to extend the scope or upgrade the 

existing Fede ral standards , and on 8 proposed consumer information 

regu lations. 



With the permission of the Committee , I would like to 

submit for the record one list of the Federal motor vehicle safety 

performance standards and selected regulations issued as of 
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March 10, 1969 , with a summary description of each, and another list 

of issued and pending rule-making actions for new safety standards , 

for amendments to existing standards, and for proposed consumer 

information regulations. 

The initial standards had to be based upon sta ndards that 

were already in existence at the time the law was passed . Additional 

standards that were is sued the following year , although no longer 

bound by the statutory requirement , nonetheless were largely limited 

to comparatively simple safety features that could be treated within 

the state-of-the-art. 

Standards have not as yet been issued for many important 

aspects of vehicle safety such as vehicle stability and handling which 

embrace substantially more difficult technical problems than those 

related to the initial standards . Some of these are well along in 

rule-making and will be issued this year. However , many important 

aspects of vehicle s a fety rule-making actions cannot be completed until 

research produces answers to as yet unsolved problems. Furthermore , 

the varieties of vehicles covered by the standards are increasing to 

ensure coverage of all vehicles on the roads , including trucks , bus es 

and other heavy equipment. 



In is unmistakably clear that in the development of future 

standards to keep current with the technical advances now taking 

place in the industry, the Department will have to enter new and 

complex fields of safety res ear ch for which there presently is 

limited, if any, experience or scientific information. 

THE COMPLIANCE PROGRAM 
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The purpose of the compliance testing and review program 

1s to determine whether vehicles and equipment manufactured after 

the effective date of the safety standards, and sold in the United States , 

do, in fact, conform to these standards. This regulatory function 

is critical to assuring that the manufacturer 1 s representation to the 

public that the vehicles and equipment they purchase contain the 

safety protection required in the. standards. 

The compliance activities of the Bureau have started 

necessarily on a modest scale because of the newness of the program , 

the need to resolve legal issues, the development of basic procedures, 

and other start-up problems. With a little more than two years of 

operating experience the Bureau is now in a better position to identify 



the magnitudes of an adequate effort to make the program an active 

force rather than a passive threat. The enforcement program con­

sists of four related activities which I shall list briefly here. More 

detailed descriptions can be provided, if the Committee so desires, 

of the magnitude of the workload associated with each of these four 

elements: 

1. A testing program conducted under contract. 

2. Analysis of technical and performance data in 

support of certification requested by the Bureau 

from selected manufacturers. 
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3. Review of news articles, consumer complaints, limited field 

investigation, and coordinated action with the 

Bureau of Customs in support of jointly issued 

importation regulations. 

4. Development of plans for the construction of 

facilities necessary for the Bureau to monitor 

and analyze effectively the extent of compliance 

on the part of industry in meeting the minimum 

performance levels established by the standards. 

One fact has come into very sharp focus, namely, that it 

has not yet had sufficient time or resources to achieve fully effective 

enforcement. For all practical purposes, the compliance program so 

far has been little more than a token effort. 



0 l'HER ISSUES RELATING TO 
NEW VEHICLE SAFETY STANDARDS 

I would like to complete my discussion of the new vehicle 

standards development program by mentioning briefly several other 

important aspects of this part of the Bureau activity. 

Cost and Lead Time: The Bureau now has a new 

organizational unit whose primary responsibility is 

for all work in this important aspect of rule-making. 

However, staffing limitations have prevented this 

office from assuming such responsibility. 

Limited Production Vehicles: Public Law 90-28 3 

grants to the Secretary of Transportation authority 

to exempt limited volume producers from the Federal 

Safety Standard for a period not to exceed three years. 

A number of petitions for such relief have been 

received. 

Mini-Car Crash Survivability: The Bureau has initiated 

a program to analyze the comparative crash surviva­

bility of all types of vehicles in use on public thorough­

fares. The program has started with the so-called 

"mini-car", that is vehicle of 1,000 pounds or less 

curb weight, because there are as yet no applicable 

Federal safety standards for th e se vehicles as a class. 
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Certification and Labelling: The Department recently 

issued regulations defining how certification requirements 

for motor vehicles and motor vehicle equipment under 

Section 114 of the Act must be met. These regulations also 
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provide consumer information in accordance with Section 112 

of the Act. The regulations, which will be applicable to 

products manufactured after August 31, 1969, specify the 

location and content of certification labels and specifically 

require identification of the actual manufacturer and the 

month and year of manufacture. There are a number of 

pending petitions for reconsideration of these regulations. 

More detailed descriptions of each of these issues and 

related activities can be supplied if the Committee so desires . 

DEFECT NOTIFICATIONS AND RECALLS 

More than 11. 2 million vehicles have been the subject of 

manufacturer safety defect notifications and recall campaigns from 

the start of the program in September 1966 to the First of March 

of this year. The staggering magnitude of this volume of new vehicles 

potentially with safety related defects is mute testimony to the 

importance of this provision of the law. Section 113 of 

the National Traffic and Motor Vehicle Safety Act of 1966 requires 

a motor vehicle manufacturer to furnish purchasers with notification 

of safety-related defects he discovers in his motor vehicle products. 
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Notifications of defects must also be furnished to the Department of 

Transportation. While the Act does not specifically require recall or 

repair , public defect notification has led manufacturers generally 

to recall vehicles and equipment suspected of being defective m 

order to inspect for and correct any defects which exist. 

The Act requires notification be sent by certified mail to 

the firs: purchaser and to any subsequent purchaser to whom any 

warranty has been transferred on such motor vehicle or motor vehicle 

equipment. As a contribution to the hearings held by the Federal 

Trade Commission for early 1969 on warranty provisions and the 

recent reductions by manufacturers in warranty coverage, the Bureau 

asked the Commission to consider whether such reductions might 

restrict the number and extent of defect notification and recall 

campaigns. 

In al\ since the start of the program, manufacturers announced 

360 safety- related notification and recall campaigns, involving 

more than 10. 3 million domestically produced vehicles and approxi-

mately . 9 million imported vehicles. Such information, as well as 

brief descriptions of the individual defects discovered, are tabulated 

by make and model and reported quarterly by the National Highway 

Safety Bureau. These reports are available in single copies from 

the Bureau and in multiple copies for sale through the U. S. Government 

Printing Office. 



The Bureau is responsible for independently conducting 

tests and investigations to identify potential defects, to inform 

manufacturers and the public of defects which are discovered, and 

to monitor the effectiveness of notification campaigns, including 

the completeness and timeliness of defect discovery and notification, 

the extent to which all purchasers are notified, the degree of owner 

response, and the quality of defect inspection and correction by 

dealers and garages as prescribed by manufacturers' bulletins. 

Because the Bureau does not have a testing facility where 

testing for potential defects can be conducted, the responsibility 
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for learning of defects is heavily dependent on being alert to complaints 

received from independent sources such as letters from consumers 

and Congressmen, reports from other Government agencies, and 

articles in newspapers and magazines. To the extent possible with 

existing staff, a few field investigations of possible safety- related 

defects are being made in response to consumer complaints and other 

reports. These investigations are confined to the potentially most 

significant cases in terms of hazards to traffic safety. In all, about 

2-1 /2 million vehicles or about 23% of the total of all vehicles 

recalled were directly prompted by Bureau actions, resulting 

primarily from follow-up on published articles and owner complaint 

letters. 



The Bureau is, with the assistance of the Bureau of the 

Census, conducting a defect notification recall campaign survey. 
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A questionnaire has been designed to solicit responses from vehicle 

owners for determining the percentage of owners who respond to a 

campaign within specific periods of time and the owner satisfaction 

with the dealer service provided. The results of this survey will be 

used in the Bureau's continuing audit of the data requested by the 

Bureau and provided by manufacturers on campaign effectiveness and 

for developing recommendations for improvement in notification 

procedures. 

The Bureau is also completing plans for a demonstration 

project, using an on-line, real-time, information retrieval system 

for storing defect notification and other vehicle data to enable a motor 

vehicle inspection station to correlate quickly the make-model-year 

of an automobile presented for inspection with specific defect notifica­

tion campaigns. This program will also assist in the development of 

procedures for the discovery of potential difficult problems. 

The importance of the defect aspect of the Bureau's overall 

safety effort cannot be overstated, nor the importance of this service 

to the American public. The level of help that can be provided will, 

however, depend upon resources. 
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USED _ VEHICLE SAFETY 

The Federal motor vehicle safety performance standards, 

which I have been discussing apply only to newly manufactured 

vehicles, beginning with those produced after January 1, 1968. 

In the Act the Congress recognized that the 100 million vehicles in 

use on American roads present a critical gap in highway safety 

coverage. Accordingly, the Congress required in Section 108 (b)(l) 

that the Department conduct a thorough study to determine the 

adequacy of motor vehicle safety standards and inspection systems 

applicable to used vehicles. 

In June 1968 the Department submitted to Congress Uus 

report, entitled "Safety for Motor Vehicles in Use . 11 The report 

concluded that an estimated half of the motor vehicles in use today 

are deficient in one or more aspects of safety performance. These 

deficiencies are due to normal deterioration with use, improper 

maintenance, and inadequate design or faulty construction. These 

deficiencies play a role in causing highway crashes. Routine crash 

investigation often overlooks vehicle failures. In some cases, the 

extent of crash damage mis leads investigators to think a defect - -

if discovered at all -- is the result of the crash rather than its cause. 

There is the further requirement in Section 108 (b) that upon 

submission of the report to Congress, the Department is sue safety 
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standards for vehicles in use, after consultation with the National 

Motor Vehicle Safety Advisory Council and interested public and 

private organizations. On November 26, 1968, the Federal Highway 

Administrator initiated the rule making procedures for these 

standards by is suing a Notice of Request for Comments. 

Gmments were due February 26, 1969. The National Highway Safety 

Bureau is beginning to compile and analyze the comments. Sever a 1 

inherent difficulties are now apparent in rule making on used vehicle 

standards: first, the degree of danger or criticality in individual 

deficient parts, second the probability or frequency of part failure, 

and third, the cost of repairs in relation to the resulting safety 

improvement. Because there are no precedents for these types of 

rule making decisions, the Bureau cannot estimate reliably when 

final rules will be issued. 

In his request for comments on future used vehicle standards, 

the Federal Highway Administrator asked that particular attention 

be focused on feasibility and effective means of enforcement for 

such standards. The \ehicle Safety .kt of 1966 does not specify 

a means of enforce ment for these standards . However, the Act 

in Section 108(b)(l) states that it is the policy of Congress II to 

encourage and strengthen the enforcement of State inspection of 

used vehicles. 11 



A principal conclusion of the report to Congress on used 

vehicle safety is that periodic vehicle inspection programs are 

13 

needed in every State in order to determine compliance with Federal 

standards for used vehicles. One of the standards for State and 

community highway safety programs issued by the Department under 

the Highway Safety Act of 1966 requires as a minimum that every 

vehicle registered in a State be inspected either annually or at such 

other time as may be designated under an experimental, pilot or 

demonstration program approved by the Secretary of Transportation. 

The position of the Department is that strong, periodic motor 

vehicle inspection in the States is vital to the success of the Nation's 

used vehicle safety effort. Therefore, it views with considerable 

concern recent rroves reported in several States to repeal or reduce 

newly enacted inspection programs. The issue also is involved in 

the 5 States which have no vehicle inspection programs at all and 

in the 14 States which currently have only random or local option 

inspection programs. The Bureau therefore is attempting to 

communicate to these States the full safety effect upon used vehicle 

deficiencies and that the establishment of minimum vehicle inspection 

programs can only be the beginning of an adequate program to counter 

these deficiencies. The emphasis, as described in the report to 

Congress on Safety for Vehicles in Use, is that adequate inspection 

in all States could reduce current annual vehicle crash fatalities by 

anywhere from 3,000 to 15,000 lives. 
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Further study will be required for new and stronger programs 

for used vehicles beyond the planned issuance of initial standards. 

Current or prograrned research addresses such questions as dealer 

and garage repair practices, training and licensing of mechanics, 

quality of replacement parts, and owner maintenance practices. 

Equally important is the interaction between new and used 

vehicle standards. Design of new vehicles should consider the 

reliability of extended performance; used vehicle safety can and must 

start on the new vehicle drawing board, and future standards for 

new vehicles could offer the used motor vehicle purchaser or owner 

greater safety and economy. 

TIRE SAFETY 

Effective January 1, 1968, Standard No. 109, "New Pneumatic 

Tires - Passenger Cars," specified the compliance requirements 

for tire dimensions and performance involving bead unseating 

resistance, strength, endurance and high- speed tests. It also defined 

tire load ratings and specified labeling requirements. Also effective 

January 1, 1968, Standard No. 110, "Tire Selection and Rims -

Passenger Cars, 11 specified requirements relating to vehicle load 

distribution on the tires and rim performance requirements under 

conditions of tire deflation. 
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In June 1968 the Bureau contracted with three commercial 

testing laboratories to evaluate tires against the requirements of 

Standard No. 109. We now have five contractors. We expect to 

add three more contractors by June 30, 19 69. The total facility 

and testing capability of these contractors follows: 

Number of Wheels 

Tire Positions 

·Tires Tested Per Week 
High-speed 

or 
Endurance 

or 
Complete Stand a rd No. 1 09 

March 
1969 

6 

22 

216 

66 

45 

July 
1969 

9 

34 

360 

102 

75 

As of February 26, 1968, 414 complete Standard No. 109 

tests had been conducted. There were 72 failures on 38 individual 

tires as follows: 

High Speed 21 

Endurance 21 

Physical Dimension 14 

Strength 1 5 

La be ling 1 

Total 72 Failures 
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These failures are indicative of potential noncompliance with 

the standard. As a result, an additional 1900 tires have been scheduled 

for testing to individual phases of Standard 109 in addition to the 

token tire compliance program originally scheduled for 1968. It is 

anticipated that these tests will be completed by June 30, 1969. 

To date, these tests have resulted in the recall of about 10,000 

Mohawk 7:34-14 Air-flo Tires, approximately 42,000 General 9:00-15 

Safety Jet Tires, and approximately 31,000 General 8:15-15 General 

Jet Tires. Because the tire manufactuers and dealers do not maintain 

the names and addresses of owners, they are unable to locate owners 

except by publicity. There is a need to require the tire manufacturers 

to develop a method for notifying the purchaser of defective tires. 

REGROOVED TIRES 

On January 24, 1969, a regulation was published setting forth the 

conditions under which regrooved tires would be allowed to be sold, 

offered for sale, introduced for sale, or delivered for introduction 

into interstate commerce. At the request of the National Association 

of Motor Bus Operators which has since filed a complaint and a motion 

for a preliminary injunction, the effective date of this standard has 

been extended from February 28 to April 1, 1969. It specifies that: 
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Tires may be regrooved only if designed for such purpose. 

The maximum and minimum width of the groove. 

The minimum length of groove required for a safe level 

of traction. 

A minimum of 3/32 11 of undertread. 

t • safety-related defects. The regrooved tire must not con a1n 

UNIFORM QUALITY GRADING 

Because of technical difficulties, we have not been able to 

meet the time requirement of the Act for issuance of this consumer 

inform at ion standard for tire quality grading. To date we have found 

no suitable test procedures for the grading of endurance, treadwear 

and traction. The issuance of this standard depends on the analysis 

of the inforrra tion the Bureau has requested recently fr om the motor 

vehicle and tire industry, the evaluation of tests that have been 

conducted by other Government agencies, and the results of research 

underway for several months and continuing at the National Bureau 

of Standards under contract to the National Highway Safety Bureau. 

It is anticipated that issuance of this standard will be delayed until 

at least one year from now. 
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RESEARCH AND DEVELOPMENT PROGRAM 

Both Acts administered by the National Highway Safety Bureau 

mandate research, testing, development, and training. While one Act 

is directed largely toward motor vehicle performance standards and th e' 

other Act toward State and community highway safety programs standards, 

programs under both laws share a large body of knowledge. Motor v ehicl P 

and highway safety research must be approached from a total systems 

point of view. 

The Bureau's unified research and development program 1s direct e d 

toward accelerating and expanding the scientific and technical knowledge 

necessary to: 

a. Develop safety performance standards relating to new and 

used motor vehicles and equipment. 

b. Develop techniques of conducting accident investigations and 

improvements in the collection and analysis of driver, vehicl e' , 

accident, and injury information. 

c. Provide guidance and assistance to State and local levels m th e 

implementation of highway safety standards. 

To prevent accidents, reduce human loss in accidents which do o c cur, 

and improve post-crash recovery, the program must focus on: 
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Man, in terms of pedestrians, as well as drivers and occupants . 

Vehicle, of which there are many types ranging from motorcycles 

to large trucks. 

Environment, in terms of the roadway, obstacles, traffic-control 

system elements, and natural environmental conditions. 

The interactions among these three elements. 

A list of our FY 1968 contracts for research and development 

can be provided separately if the Committee so desires. Here I 

would like to summarize briefly two important parts of the program, 

namely, the development of the experimental safety vehicle and the 

accident investigation and information analysis programs, respectively. 

More detailed information on each of these can also be supplied if so 

requested. 

EXPERIMENTAL SAFETY VEHICLE 

A very important part of the Bureau's systems approach to 

traffic and highway safety is the Experimental Safety Vehicle Program. 

This program will provide means of accelerating development of 

advanced safety concepts that can be adapted to production models 
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Preliminary reports on design alternatives have been received from 

three contractors and are now being evaluated pursuant to selection 

of an alternative for prototype design, construction and testing in 

Fiscal Year 1970 and 1971. 

ACCIDENT INVESTIGATION AND 
INFORMATION ANALYSIS 

All aspects of the entire safety effort depend upon a thorough 

understanding of the causation of the crash and the resulting injuries 

to drivers, passengers and pedestrians. Essential to this effort is 

the establishment of a data base enabling the Bureau to examine the 

relationships among the elements of the highway crash and to evaluate 

the effectiveness of existing or proposed countermeasures. Two 

complementary programs are being pursued dealing respectively 

with accident investigation and analysis of the resulting information. 

The accident investigation program ranges from routine 

investigations of accidents by State and local officials to research 

investigation of accidents by medical and engineering teams of 

scientists. 

The complementary program on accident and injury analysis 

involves the acquisition and analysis of existing data from many 

sources, and the long range design of a system that will produce 

better data at all levels. 



An important part of this program provides for achieving 

compatibility among State a c cident information systems that will 

economically meet operational needs of the States while making 

available to the Bureau for program planning at the national level, 

mutually consistent data on accidents, vehicles , drivers and 

environmental conditions. The value of coordination of State data 

at the national level is already being demonstrated in the operation 

of the National Driver Register Service which enables States to 

identify driver license applicants who have been denied a license 
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in another State for vio lations resulting in suspension or revocation . 

HIGHWAY SAFETY RESEARCH 
AND TEST FACILITIES 

The National Traffic and Motor Vehicle Safety Act of 1966 

directed that the Secretary study the need for facilities to conduct 

research, development and testing in traffic safety, including an 

inventory of existing facilities that might be used for this purpose. 

The report submitted to the Congress on October 7, 1968 recom­

mended the use of existing facilities in lieu of new construction 

wherever economically and technically feasible. The report: 
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- - Identified existing facilities that could be modified , including 

the FAA Aeronautical Center and the BPR Fairbank Research 

Station. 

--Included a Master Plan for acquis i tion and construction of 

facilities. 

- -Recommended the construction of tw o ne w facilities: 

--Vehicle and Highway Safety Proving Gr o und 

- -Driving Simulation Laboratory 

The proposed Proving Ground would consist of vehicle and drive r 

test tracks, a high speed loop-track, and special facilities such as 

skid pans, a handling and evasive maneuver facil i ty, urban str e et 

complexes, a vehicle barrier impact facility, and a wate r esc ape 

facility. The proposed Driving Simulation Laboratory w ould provide 

a resource to determine how drivers r e spond t o outside factors , 

providing a real-time correlation of the vehicle and its control w ith 

v isual, motion, and noise elements of the envir onment. The laboratory 

approaches would provide new, scientific insights into why drivers 

behave as they do in both normal and stress situations and would 

greatly accelerate the development of effective counter-measures. 

As described in the report, an author i zation of $10 million, 

to remain available until expended, is deem e d necessary for planning and 

development of detailed designs and more r e fined cost estimates 

for the facilities program. 



NATIONAL MOTOR VEHICLE 
SAFETY ADVISORY COUNCIL 

The last topic which I would like to discuss deals with 
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the National Motor Vehicle Safety Advisory Council. It is essential 

that the Department's standards and other related actions respond 

to the immediate needs and concerns of the general public whose 

welfare the program is mandated to protect . Therefore, the 

vehicle safety program purposely has been made receptive to the 

ideas and views of consumers as well as those of industry and 

technical experts. A primary avenue of communication is provided 

by the National Motor Vehicle Safety Advisory Council, created by 

the Act to advise the Secretary of Transportation. 

Section 104 of the National Traffic and Motor Vehicle Safety 

Act of 1966 establishes the Advisory Council and provides that the 

Secretary of Transportation shall consult with the Council on motor 

v ehicl e safety standards. 

I would like to submit for the record a list of the present 

membership of the Council, which was expanded in 1968 from its 

or i ginal membership of 1 7 to 22. 

The major involvement of the Council, which met 7 times 

in 19 68, was with standards and the proposed consumer information 

regulations. The concept of consumer information regulations was 

first endorsed by the Council in 1967 . After receipt of comments to 

an Advanc e Notice of Proposed Rule Making from industry and the 
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public, the Council met in November 1968 to discuss the major 

relevant issues and recommended that the Department move 

expeditiously to publish detailed and specific proposals for consumer 

information so that they would be implemented on a feasible basis. 

This was subsequently accomplished . Other Council recommendations 

include that: 

all States move as fast as possible to establish 

motor vehicle inspection systems, 

the Department begin the process of setting uniform 

used vehicle safety standards by soliciting 

comments from all States and other interested 

parties in the public and industry , 

In response , the Federal Highway Administrator 

1n November 1968 issued a request for comments 

along the above lines. 

the school bus safety performance standards with 

emph asis on steering, braking, driver vision 

and crash injury protection, 

the 90-day comment time for proposed rule-making, 

public meetings on candidates for standards 

prior to publication of Advance Notices, 

internationalization of vehicle standards. 
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Earlier recommendations of the Council already implemented 

by the Bureau deal with tire standards, certification and importation 

regulations, res ear ch, temporary exemption for small volume 

manufacturers, and film dramatization of crashworthiness features 

for mass distribution. 

CONCLUSION 

In conclusion, the National Highway Safety Bureau plans 

and programs are long range in nature and have been designed as a 

comprehensive attack on the problems of highway safety. Only as 

these plans and programs are brought to bear over a period of time 

on the full spectrum of highway and traffic safety problems can the 

appalling toll of traffic deaths and injuries be expected to decline. 

Some of the Bureau's programs are encompassed in the following 

long- range efforts: 

1. Continue to broaden the scope of new vehicle 

performance safety standards and consumer 

information regulations with due consideration 

of cost and lead time factors. 

2. Extend the orientation of all standards from 

product performance at time of manufacture to 

performance after continued use. 

3. Expand vehicle and tire complianc e activities, 

with regard both to manufacturers conformance 



with Federal safety standards and to maximum 

effectiveness of manufacturers' safety related 

recall campaigns . 

4. Direct increased emphasis to the development of 

safety standards for vehicles in use. 

5. Establish procedures and guidelines to insure 

minimum acceptable safety levels and standards 

compliance for the 100 million vehicles in use by 

inspection , repair and maintenance techniques 
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and other methods in line with the likely availability 

of Bureau resources . 

6. Improve the quality of accident investigations through 

the increased use of field team investigations and 

procedures so that proper data can be developed 

at the source for use in a comprehensive accid ent 

investigation system. 

7. Conduct research essential to these programs. In 

addition, develop research and testing facilities 

that will enable the Bureau to (a) undertake realistic, 

full- scale research, development and testing of 

vehicle safety performance and (b) evaluate total 

driver performance safely under complete simulation 

of high risk driver-vehicle - highway interactions. 



We believe that a good start has been made in a number 

of these areas. But we also know that much remains to be done , 

27 

and that much more can be accomplished if this program is supported 

adequately with personnel authorizations , funds, and facilities. 

Long range planning estimates through fiscal year 1974 are being 

drawn up by program elements which will carry forward the efforts 

now underway and encompass additional efforts. These additional 

efforts will apply the large scale corrective measures which are 

required if the national tragedy of highway death is to be brought 

under control. 

- 0-
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INTRODUCTION 

Mr. Chairman and members of the Committee, I am 

Robert Brenner, Acting Director, National Highway Safety Bureau, 

and am pleased to appear before you today to highlight the implemen­

tation to date of the National Traffic and Motor Vehicle Safety Act of 

1966, and to testify with regard to S. 1245, the "National Traffic and 

Motor Vehicle Safety Act of 1969." 

Two and one-half years' experience with the 1966 Act has 

demonstrated the foresightedness of the Congress in enacting it "to 

reduce traffic accidents and deaths and injuries to per sons resulting 

from traffic accidents. 11 But operating experience also has shown that 

the goal will not be an easy one to achieve. Much has already been 

accomplished toward meeting the mandate of the Congress, but problems 

have also emerged that were not anticipated at the start of the program. 

I would now like to summarize briefly some of these perspectives, 

emphasizing what I consider to be the more significant issues. 
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MOTOR VEHICLE SAFETY STANDARDS 

The most basic provision of the Act requires the issuance of 

motor vehicle safety performance standards which protect the public 

against unreasonable risk of death and injury resulting from inadequate 

design, construction, or performance 9f vehicles. The Department has 

already issued a substantial number of vehicle safety standards or 

amendments, and development work is in progress on some 50 additional 

rule-making action. 

With the permission of the Committee, I would like to submit 

for the record one list of the Federal motor vehicle safety performance 

standards and selected regulations issued as of March 10, 1969, with 

a summary description of each, and another list of is sued and pending 

rule-making actions for new safety standards, for amendments to 

existing standards, and for proposed consumer information regulations. 

The initial standards had to be based upon standards that were 

already in existence at the time the law wa.s passed. Additional standards 

that were issued the following year, although no longer bound by the 

statutory requirement, nonetheless were largely limited to compara­

tively simple safety features that could be treated within the state-of­

the-art, and without very much, if any, laboratory or field testing. 

Standards have not as yet been issued for many important aspects 

of vehicle safety such as vehicle stability and handling which embrace 

substantially more difficult technical problems than those related to 

the initial standards. Some of these are well along in rule-making and 
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will be issued this year. However, rule-making in many important 

aspects of vehicle safety cannot be completed until research produces 

answers to as yet unsolved problems. It is unmistakably clear that in 

the development of future standards to keep current with the technical 

advances now taking place in the indust_ry, the Department will have 

to enter new and complex fields of safety research for which there 

presently is limited, if any, experience or scientific information. 

OTHER ISSUES RELATING TO 
NEW VEHICLE SAFETY STANDARDS 

I would like to complete my discussion of the new vehicle standards 

development program by mentioning briefly several other important 

aspects of this part of the Bureau activity. 

Cost and Lead Time: The Bureau now has a new organi-

zational unit whose primary responsibility is for all work in 

this important aspect of rule-making. However, staffing 

limitations have prevented this office from assuming such 

responsibility. 

Limited Production Vehicles: Public Law 90-283 grants 

to the Secretary of Transportation authority to exempt limited 

volume producers from the Federal Safety Standard for 

a period not to exceed three years. A number of petitions 

for such relief have been received. 
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Mini-Car Crash Survivability: The Bureau has initiated 

a prog·ram to analyze the comparative crash survivability 

of all types of vehicles in use on public thoroughfares. The 

program has started with the so-called "mini-car", that 

is vehicle of 1, 000 pounds or less curb weight, because there 

are as yet no applicable Federal safety standards for these 

vehicles as a class. 

Certification and Labelling: The Department recently issued 

regulations defining how certification requirements for motor 

vehicles and motor vehicle equipment under Section 114 of 

the Act must be met. These regulations also provide consumer 

information in accordance with Section 112 of the Act. The 

regulations, which will be applicable to products manufactured 

after August 31, 1969, specify the location and content of 

certification labels and specifically require identification of 

the actual manufacturer and the month and year of manufacture. 

There are a number of 'pending petithms for reconsiderat ion 
.... 

of these regulations. 

More detailed descriptions of each of these issues and related 

activities can be supplied if the Committee so des ires. 



/ 
/ 5 

CONSUMER INFORMATION REGULATIONS 

Before discussing some aspects of the Bureau's program to 

evaluate manufacturers compliance with Federal standards, I would 

like to mention that the Department has initiated a comprehensive 

program to develop, issue, and enforce consumer information regu-

la?ons requiring the motor vehicle and equipment manufacturers to 

make certain information available to the purchasers of new motor 

vehicles. 

Goals include promoting improved vehicle characteristics 

through competition in the marketplace, providing the consumer with 

meaningful data on vehicle safety characteristics to permit him to 

make an informed choice, and providing the consumer pertinent infor-

mation to guide him in the safe operation of the vehicle of his choice. 

Three regulations were issued on January 17, 1969, covering 

passenger car Stopping Distances, Tire Reserve Load, and Acceler-

ation and Passing Ability. Petitions have been filed by manufacturers 

objecting to these regulations and these petitions are now under 

consideration. 

There are eight additional actions on proposed consumer infor-

mation regulations on which comments were due on March 10. These 

cornrnents are being reviewed and analyzed, and as appropriate, con-

sumer information regulations will be issued. 



COMPLIANCE 

The purpose of the compliance testing and review program is to 

determine whether vehicles and equipment manufactured after the 

effective date of the safety standards, and sold in the United States, do, 

in fact, conform to these standards. This regulatory function is 

critical to assuring that the manufacturer's representation to the public 

that the vehicles and equipment they purchase contain the safety pro­

tection required in the standards. 

To illustrate the nature of the compliance· testing program, I 

would point out that the standards are issued generally in the orientation 

of performance (in contrast to design) criteria. The performance 

requirements are described in the form of various types of tests, 

the results of which indicate whether the standard has been met. 

Upon performing these tests, the manufacturer is in a position to 

provide the certification of compliance. The Government subsequently, 

in its compliance evaluation program, must perform corroborative testing 

or evaluations of manufacturers test data. A large number of different 

types of tests are required by the standards. They include: 

1. Visual Inspection - verify that an item exists or that 

it meets specified physical characteristics, simply 

by examining it without tearing it down. 
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2. 

3. 

I 
4. 

5. 

6. 

7. 
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Teardown - verify that the parts of a subsystem meet 

specified physical characteristics by tearing the sub-

system down and examining it. 

Measurement - determine the dimensions, weights, or 

quantity of an item or th_e distance and angles between 

items. 

Mathematical Analysis - determine what would happen to 

an item under specified conditions by using an appropriate 

mathematical model. 

Environmental - expose an item to a test chamber or 

other device which stimulates temperature, humidity, 

salt spray, bright sunlight, dust, vibration or other 

conditions of climate and environment, and determine 

effect on item. 

Laboratory Destructive - determine the physical, optical, 

or chemical properties of an item or equipment, using 

testing devices. This type of test includes the appli­

cation of stresses which could result in damage or 

destruction. 

Laboratory Nondestructive - determine the physical, 

optical, or chemical properties of an item or material 

using testing devices in tests which will not subject the 

test object to potentially damaging stresses. 
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9. 

10. 
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Performance Under Simulated Conditions - operate an 

\ · item in a test stand or device other than the vehicle in 

which it is normally installed. 

Performance Under Actual Conditions - operate an item 

in its normal location on a vehicle. 

Crash - run a vehicle into an object or strike it with an 

object. 

In principle, corroborat1ve testing and evaluations by the 

Government should encompass samples from all types of motor vehicles, 

and equipment that must comply with Federal standards. The practical 

impossibility of meeting this require1nent is amply illustrated by the 

scope of the testing workload in relation to gross vehicle population 

numerics: 

131 different tests are specified for the 1968 require-

ments for passenger cars alone 

some 500 domestic and foreign passenger car models 

are introduced · int~ United States each model year 
,. ".> 

there are 47 domestic passenger car manufacturing 

locations, 53 truck producing plants and 6 for buses. 

The analogy for imported cars would be harbors and 

airport ports of entry. 

in the vast automotive parts manufacturing aftermarket, 

estimates are 1,500 leading companies and up to a 

possible 30,000 parts plants. 



It is evident from the foregoing that a fully comprehensive 

compliance testing program of the 10 million vehicles produced in 

the United States each year would require enormous efforts far 

beyond the resources of the Bureau. Therefore, the Bureau 

is directing its compliance efforts to those areas in which indica­

tions are obtained of significant non- compliance problems. For 
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example, a test of a limited number of tires for compliance with standards 

indicated 72 failures on 38 individual tires. Because of the high rate 

off ailure experienced, it became obvious that a potentially large area 

of non-compliance may have been uncovered. The Bureau, therefore, 

scheduled an additional 1900 tires for testing. 

Even with the present compliance program, significant results have 

been achieved. For example, with 680 compliance tests completed as 

of December 31, 1968, there were 79 indications of failure or about 11 % . 

With this experience I believe it essential for the Bureau to be able to 

effectively handle instances of non-compliance and of safety related defects. 

Although some of the compliance work can be, and is being con­

ducted by analysis of manufacturer test data ., the heart of the Govern­

ment compliance program must center on independent corroborative 

testing by the Government. In the absence of Government facilities 

for these purposes, the Bureau has been utilizing industrial testing labora­

tories. In this regard, the Bureau issued contracts with eight independent 

testing laboratories to conduct the 
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wide variety' pf required compliance tests on a total of 73 vehicles, 
• '-. 

including seven imported models. In addition, 6, 043 pieces of vehicle - '·-

equipment were scheduled for testing by the laboratories on such items 

as safety belts, brake hoses, . tires, door latches, lights. 

All standards effective in 1968 were subjected to some compliance 

testing or surveillance. To date only a very small fraction of the 

approxi.rm tely 500 new make-m~del combinations of passenger cars 

have been checked even once, and thus represe7:t an almost insignifi-

cant percentage of tle millions of vehicles produced. 

It is important to note that imported vehicles that enter the 

United States after being sold in other markets must comply also 

with the Federal safety standards. Coordination was initiated with 

the Bureau of Customs of the Department of Treasury to enforce the 

regulations issued jointly by that Department and the Department of 

Transportation to control the importation of vehicles into the United 

States. Two professional Bureau staff are assigned to this task. 
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In addition to the laboratory testing that can be conducted 

with outside contractors, the Bureau has established correlated 

activities including the : 

analysis of technical and performance data in support 

of certification requested by the Bureau from selected 

manufacturers. 

review of news article complaints, limited field 

investigation, and ·coordinated action with the Bureau 

of Customs in support of jointly is•sued importation 

regulations. 

The results of the Bureau's c ompliance program are just 

be ginning to come to the public attention. In the limited testing and 

c orrelated data analy·ses to date, in excess of 100 indications of 

potential non-compliances have been identified; 72 of these non­

compliance indications relate to Standard 109 (tires). A total of 

84 potential import violations are also under investigation. 

To date, two tire companies have initiated programs at the 

request of the Bureau to recall tires in a specific size and line 

afte r the Bureau discovered in its testing program a significant 

number of failures for each one. Consideration is being given at 

the present time to the imposition of c ivil penalities provided in 

the Act for violations of the standards on tires. 
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Based upon the experience to date, the Bureau fully recognizes 

that it has as yet hardly scratched the surface of what an adequate 

compliance program should entail in an effective regulatory program. 

The fact that significant numbers of potential non-compliance indications 

have already emerged with this modest effort only serves to emphasize 

the results which can be achieved. Improvements could be made if 

the Government had a facility where tests could be conducted to ensure 

compliance with safety standards. Without a Government facility, 

the Bureau, will have to continue to utilize independent testing labora­

toreis which, in some cases, have to use makeshift arrangements to 

conduct many of the corroborative tests. 

The testing conducted by these laboratories for the Government 

has been largely satisfactory to date, but the possibilities of at 

least appearance of conflict of interest must be recognized as long 

as these firms are also conducting standards testing for industrial 

clients. A Government-owned or at least a fully Government controlled 

compliance facility would provide the Bureau with the opportunity 

to improve its regulatory responsibilities, as well as to undertake 

additional traffic safety and motor vehicle safety research. 
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DEFECT NOTIFICATIONS AND RECALLS 

More than 11. 9 million vehicles have been the subject of 

manufacturer safety defect notifications and recall campaigns from 

the start of the program in September 1966 through March of this 

year. The staggering magnitude of this volume of new vehicles 
I 

po,tentially with safety related defects is mute testimony to the · 
I 

importance of this provision of the law. Section 113 of the National 

Traffic and Motor Vehicle Safety Act of 1966 requires a motor vehicle 

manufacturer to furnish purchasers with notification of safety-related 

d e fects he dis covers in his motor vehicle products. Notifications of 

defects must also be furnished to the Department of Transportation. 

Whi l e the Act does not specifically require recall or repair, public 

de fect not if ica t ion has led manufacturers generally to recall vehicles 

and equipment suspected of being defective in order to inspect for and 

correct any defects which exist. 

The Act requires notification be sent by certified mail to 

the fir st purchaser and to any subs e quent purchaser to whom any 

warranty has been transferred on such motor vehicle or motor vehicle 

e quipment. As a contribution to the hearings held by the Feder a 1 

Trade Commission for early 1969 on warranty provisions and the 

r e c ent r e ductions by manufacturers in warranty coverage, the Bureau 

asked the Commission to consider whether such reductions might 

restrict the number and extent of defect notification and recall campaigns. 
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In all, since the start of the program, manufacturers announced 

369 safety-related notification and recall campaigns, involving more 

than 11. 0 million domestically produced vehicles and approximately 

. 9 million imported vehicles. Such information, as well as brief 

descriptions of the individual defects discovered, are tabulated by 

m1ke and model and reported quarterly by the National Highway Safety 

Bureau. These reports are available in single copies from the Bureau 

and in multiple copies for sale through the U.S . . Goverrunent Printing 

Office. 

The Bureau is responsible for independently conducting tests 

and investigations to identify potential defects, to inform manufacturers 

and the public of defects which are discovered, and to monitor the 

effectiveness of notification campaigns, including the completeness and 

timeliness of defect discovery and notification, the extent to which all 

purchasers are notified, the degree _ of owner response, and the quality 

of defect inspection and correction by dealers and garages as prescribed 

by manufacturers' bulletins. 

Because the Bureau does not have a testing facility where testing 

for potential defects can be conducted, the responsibility for learning 

of defects is heavily dependent on being alert to complaints received 

from independent sources such as letters from consumers and 

Congressmen, reports from other Government agencies, and articles 

in newspapers and magazines. To the extent po·ssible with existing 
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staff, a few field investigations of possible safety-related defects 

are being made in response to consumer complaints and other repo r ts . 

These investigations are confined to the potentially most significant 

cases in terms of hazards to traffic safety. In all, about 2-1/2 million 

vehicles or about 23% of the total of all .vehicles recalled were 

directly prompted by Bureau actions, resulting primarily from follow­

up on published articles and owner complaint letters. 

The Bureau is, with the assistance of the Bureau of the Census, 

conducting a defect notification recall campaign survey. A questionnaire 

has been designed to solicit responses from vehicle c,.,·ners for 

determining the percentage of owners who respond to a campaign 

within specific periods of time and the owner satisfaction with the 

dealer service provided. The results of this s.irvey will be used in 

the Bureau's continuing audit of the data requested by the Bureau and 

provided by manufacturers on campaign effectiveness and for developing 

recommendations for improvement in notification procedures. 

The Bureau is also completing plans for a demonstration 

project, using an on-line, real-time, information retrieval system 

for storing defect notification and other vehicle data to enable a motor 

vehicle inspection station to correlate quickly the make-model-year 

of an automobile presented for inspection with specific defect notifica­

tion campaigns. This program will also assist in the development of 

procedures for the discovery of potential difficult problems. 
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The importance of the defects notification aspect of the law 

is illustrated -in the following: On March 18, 1969, General Motors 

Corporation, after consultation with the Bureau, announced that it would 

begin to notify owners of certain passenger cars and school buses to 

return them to their dealer for correction of possible braking mal­

functions which might result in a safety hazard. 10, 450 1967 and 

1968 model school buses were involved in this recall campaign. The 

possibility of a safoty defect in the braking system of these school buses 

was established through investigations by the Bureau and by the manu­

facturers, of a school bus crash in November 1968 in which one child 

was killed and twenty-one injured. 

The importance of the defect aspect of the Bureau's overall 

safety effort cannot be overstated, nor the importance of this service 

to the American public. The level of help that can be provided will, 

however, depend upon resources. 

TIRE SAFETY 

Motor Vehicle Safety Standards for New Tires 

Effective January 1, 1968, Standard No. 109, "New Pneumatic 

Tires - Passenger Cars," specified the compliance requirements for 

tire dim ens ions and performance involving bead unseating resistance, 

strength, endurance and high-speed tests. It also defined tire load 

ratings and specified labeling requirements. Also effective January 1, 1968, 
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Standard No. 110, "Tire Selection and Rims - Passenger Cars," 

specified requirements relating to vehicle load distribution on the 

tires and retention of the tire on the rim during blow-out. 

In June 1968 the Bureau contracted with three conunercial 

testing laboratories to evaluate tires against the requirements of 

Standard No. 109. We now have five contractors. We expect to add 

three more contractors by June 30, 1969. 

As of February 26, 1968, 414 complete Standard No. 109 

tests had been conducted. There were 72 failues on 38 individual 

tires as follows: 

High Speed 21 

Endurance 21 

Physical Dimension 14 

Strength 15 

Labeling 1 

Total 72 Failures 

These failures are indicative of potential noncompliance with 
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the standard. As a result, an a,lditional 1900 tires have been scheduled 

for testing to individual phases of Standard 109 in addition to the token 

tire compliance program originally scheduled for 1968. It is antici-

pated that these tests will be completed by June 30, 1969. 

To date, these tests have resulted in the recall of about 10,000 

Mohawk 7 :34-14 Airflo Tires, approximately 42,000 General 



9:00-15 Safe~y Jet Tires, and approximatj ly 31,000 General 8:15-15 

General Jet Tires. Because the tire manufacturers and dealers do 

not maintain the names and addresses of purchasers, they are unable 

to locate owners except by public_ity. Thete is a need to require the 

tire manufacturers to develop a method _for notifying the purchaser of 

defective tires. 

Regrooved Tires 

On January 24, 1969, a regulation was published setting forth 
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the conditions under which regrooved tires would be allowed to be sold, 

offered for sale, introduced for sale, or 4 elivered for introduction into 

interstate commerce. At the request of ~e National Association of 

Motor Bus Operators and others, the effe<;:tive date of this standard was 

extended from February 28, 1969 to April 1, 1969. A complaint and a 

motion for a preliminary injunction have been filed in the U.S. District 

Court for the District of Columbia seeking to enjoin the enforcement of 

these regulations and have them declared invalid. 
I 

The regulation specifies that: 
.• 

1. Tires may be re grooved only if designed for such 

purpose 

2. The maximum and minimum width of the groove 

3. The minimum length of groove required for a safe 

level of traction 

4. A minimum of 3/32" of undertread 

5. The regrooved tire must not contain safety-related 

defects 
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Uniform Quality Grading 

Because of technical difficulties, we have not been able to 

meet the time requirement of the Act for issuance of this consumer 

information standard for tire quality grading. To date we have found 

no suitable test procedures for the grading of endurance, treadwear 

anh traction. The issuance of this standard depends on the ana1ysis 
i 

of the information the Bureau has requested recently from the motor 

vehicle and tire industry, the evaluation of tests . that have been 

conducted by other Government agencies, and the results of research 

underway for several months and cont.l.nuing at the National Bureau of 

Standards under contract to the National Highway Safety Bureau. It 

is anticipated that issuance of this stand a rd will be delayed until at 

least one year from now. 

USED CAR SAFETY 

In June 1968, the Department submitted to Congress a report, 

entitled "Safety for Motor Vehicles in Use." The report concluded that 

an estimated half of the 94 million motor vehicles in use today are 

deficient in one or more aspects of safety performance. These deficiencies 

are due to normal deterioration with use, improper maintenance and 

inadequate design or faulty construction. These deficiencies undoubtedly 

play a role in causing highway crashes, but there is inadequate data 

on the cause and effect relationship. Routine crash investigation often 



overlooks vehicle failures. In some cases, the extent of crash 

damage mislea~s investigators to think a defect -- if discovered at 

- -au -- is the result of the crash rather than its cause. 

There is the further requirement in Section 108 (b) that after 

submission of the report to Congress, the Department issue safety 

standards for vehicles in use, after consultation with the National 

Motor Vehicle Safety Advisory Council and interested public and 
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private organizations. On November 26, 1968, the Federal Highway 

Administrator initiated the rule making procedures for these standards 

by issuing a Notice of Request for Comments. In his request for 

comments, the Administrator asked that particular attention be focused 

on feasibility and effective means of enforcement for such standards. 

Comments were due February 26, 1969. The National Highway Safety 

Bureau is beginning to compile and analyze the comments. Several 

inherent difficulties are now apparent in rule making on used vehicle 

standards: first, the degree of danger or criticality in individual 

deficient parts, second the probability or frequency of part failures, 

and third, the cost of repairs in relation to the resulting safety improve­

ment. Because there are no precedents for these types of rule making 

decisions, the Bureau cannot estimate reliably when final rules will 

be issued. 
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A principal conclusion of the report to Congress on used 

vehicle s afety is that periodic vehicle inspection programs are needed 

in every State in order to determine compliance with Federal standards 

for used vehicles. One of the standards for State and community 

highway safety programs issued by the Department under the Highway 

Safety Act of 1966 requires as a minimum that every vehicle registered 

I 
in 'a State be inspected at the time of initial registration and at least 

' 

annually thereafter or at such other time as may be designated under 

an experimental, pilot or demonstration program approved by the 

Secretary of Transportation. 

The Department of Transportatio views with considerable 

concern r e cent moves reported in sever;i-1 States to repeal or reduce 

newly enacted inspection programs. Thf issue also is involved in the 

5 States which have no vehicle inspectio{ programs at all and in the 

14 States which currently have only random or local option inspection 

programs. The Bureau therefore i~ attJ mpting to communicate to 

these States the full effect upon safety of used vehicle deficiencies and 

that the e stablishment of minimum vehicle inspection programs can 

only b e the beginning of an adequate program to counter these deficiencies. 

The emphasis, as described in the report to Congress on Safety for 

Vehicles in Use, is that adequate inspection in all States could reduce 

current annual vehicle crash fatalities by anywhere from 3,000 to 

6, 000 liv e s. 
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Further study will be required for new and stronger programs 

for used vehicles beyond the planned issuance of initial standards. 

Current or programed research addresses such questions as dealer 

and garage repair practices, training and licensing of mechanics, 

quality of replacement parts, and owner maintenance practices. 

Equally important is the interaction between new and used vehicle 

standards. Design of new vehicle.s should consider the reliability of 

extended performance; used vehicle safety can and must start on the 

new vehicle drawing board, and future standards for new vehicles could 

offer the used motor vehicle purchaser or owner greater safety and 

economy. 
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RESEARCH AND DEVELOPMENT PROGRAM 

Both Acts administered by the National Highway Safety Bureau 

mandate research, testing, development and training. While one Act 

is directed largely toward motor vehicle performance standards and the 

other Act toward State and community highway safety programs standards, 

programs under both laws share a large body of knowledge. Motor vehicle 

and highway safety research must be approached from a total systems 

point of view. 

The Bureau's unified research and development program is directed 

toward accelerating and expanding the scientific and technical knowledge 

necessary to: 

a. Develop safety performance standards relating to new and 

used motor vehicles and equipment. 

b. Develop techniques of conducting accident investigations and 

improvements in the collection and analysis of driver, vehicle, 

accident, and injury information. 

c. Provide guidance and assistance to State and local levels in the 

implementation of highway safety standards. 

To prevent accidents, reduce human loss in accidents which do occur, 

and improve post-crash recovery, the program must focus on man, 

vehicle, environment and the interactions among these three elements. 
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A list of our FY 1968 contracts for research and development 

can be provided separately if the Committee so desires. Here I would 

like to summarize briefly two important parts of the program, namely, 
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accident investigation and information analysis programs, and the 

development of the experimental safety vehicle. More detailed information 

on each of these can also be supplied if so requested. 

I 
The most fundamental research need in support of all programs of 

the Bureau is to establish the relationship between causes of crashes and 

the effects on the human occupants and pedestrians, Although it is possible 

to develop standards with limited knowledge in this regard, after the more 

obvious type of standards have been is sued, additional standards cannot 

be chosen with reasonable confidence of their real payoff in the reduction 

of deaths, injuries and property damage. Consequently, without adequate 

knowledge of what failure under what conditions caused an accident with 

measurable losses, it becomes very difficult to assign priorities to the 

standard setting process, and likely that important safety requirements 

are overlooked while less serious features become the subject of rule-

making. 

Accident causation research of the type described requires the 

combined skills of physicians, engineers, psychologists, chemists, 

meteorologists, traffic engineers and similar professionals each of whom 

contributes a segment of knowledge to the explanation of the accident, 
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The Bureau has under contract 6 medical engineering teams, at 

the University of California at Los Angeles, University of Rochester, 

Boston University, Georgia Tech, Tulane and Baylor. A seventh team 
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under the aegis of the Maryland Medico-Legal Foundation is operating in 

the Baltimore area. 

I 

/ Seventy-two in-depth accident investigations were conducted by 

these teams during 1968. As a result of these investigations 21 recom-

mendations involving motor vehicle safety standards were made. One 

new team is planned for FY 1969 and twelve are planned during FY 1970. 

This will involve training of teams, field testing, and in-depth studies of 

about one accident per week per team, or about 1, 000 studied during FY 1970. 

Supporting these in-depth investigations are the State and local 

bi-level accident investigation teams, enlarging upon routine police 

investigation. Currently eleven State investigative teams consisting of 

a trained police officer and a traffic engineer are active in Pannsylvania. 

This program will be expanded through the use of grants in aid to the 

States under the Highway Safety Act of 1966. 

Once date relating to the vehicles are collected, their significance 

can be ascertained only by extensive analysis and comparison with similar 

data from other accident investigation teams and with laboratory data. 
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An automated information analysis system is required to do this 
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efficiently and to give the field teams investigating accidents access to 

data than may be needed for comparison with those obtained at the scene 

of the accident. 

The Bureau's accident and injury information program involves the 

acqJisitio"l of existing data from many sources, and the long-range design 

of network systems to derive more adequate, compatible and valid data at 

all levels. An important part of this system is the already functioning 

National Driver Register Service whose purpose is to assist licensing 

officials in each State in locating the records that problem drivers may 

have established in other States. The Register currently maintains the 

names and descriptive data of drivers whose licenses have been denied, 

suspended, or revoked for any reason other than a denial or withdrawal 

of a license for less than six months because of a series of non-moving 

violations. The NDRS currently contains the records of 1. 9 million 

drivers, receives approximately 65, 000 inquiry checks daily from the 

·, 

States, and an average of 2,500 new records daily. 

Another aspect of this research program that I would like to 

mention briefly here is the experimental safety vehicle program, which 

is an important part of the Bureau's systems approach to traffic and 

highway safety. This program will accelerate the development of 
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advanced safety concepts that can be adpated to production models . 

Preliminary reports on design alternatives have been received from 

three contractors and are now being evaluated pursuant to selection 

of an alternative for prototype design, construction and testing in 

fiscal years 1970 and 1971. 

I 
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HIGHWAY SAFETY RESEARCH AND TEST FACILITIES 

The National Traffic and Motor Vehicle Safety Act of 1966 

directed that the LSecretary study the need for facilities to conduct 

research, development and testing in traffic safety, including an 

inventory of existing facilities that might be used for this purpose. 
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The rt port submitted to the Congress on October 7, 1968, recommended 

the use of existing facilities in lieu of new construction wherever 

economically and technically feasible. The report: 

Identified existing facilities that could be modified, including 

the Federal Aviation Administration Aeronautical Center, 

and the Bureau of Public Reads Fairbank Research Station. 

Included a Master Plan for acquisition and construction 

of facilities. 

Recommended the construction of two new facilities: 

Vehicle and Highway Safety Proving Ground 

Driving Simulation Laboratory 

The proposed Proving Ground would consist of vehicle and driver 

test tracks, a high speed loop-track, and special facilities such as skid 

pans, a handling and evasive maneuver facility, urban street complexes, 

a vehicle barrier impact facility, and a water escape facility. The proposed 

Driving Simulation Laboratory would provide a resource to determine how 

drivers respond to outside factors, providing a real-time correlation of 

the vehicle and its control with visual, motion, and noise elements of the 
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P.rwi ronment. The laboratory approaches would provide new, scientific 

-
insights into why drivers behave as they do in both normal and stress 

situations and would greatly accelerate the development of effective 

counter-measures. 

As described in the report, an authorization of $10 million, to 

remain available until expended, is requested for planning and development 

of detailed designs and more refined cost estimates for the facilities 

program. 



\ 

30 

NATIONAL MOTOR VEHICLE SAFETY ADVISORY COUNCIL 

The last topic which I would like to discuss deals with the 

National Motor Vehicle Safety Advisory Council. It is essential that the 

Department's standards and other related actions respond to the immediate 

needs and concerns of the general public whose welfare the program is 

mandated t<> protect. Therefore, the vehicle safety program purposely 

has been made receptive to the ideas and views of consume rs as well as 

those of industry and technical experts. A primary avenue of communica­

tion is provided by the National Motor Vehicle Safety Advisory Council, 

created by the Act with a majority of members representing the general 

public to advise the Secretary of Transportation. 

I would like to submit for the record a list of the present 

membership of the Council, which was expanded in 1968 from its 

original membership to 17 to 22. 

The major work of the Council, which met seven times in 1968, 

was on standards development and compliance and the proposed consumer 

information regulations. The concept of consumer information regulations 

was first endorsed by the Council in 1967 . After receipt of comments to 

an Advance Notice of Proposed Rule Making from industry and the public, 

the Council met in November 1968 to discuss the major relevant issues 

and recommended that the Department move expeditiously to publish 

detailed and specific proposals for com;umer info·rmation so that they 

would be implemented on a feasible basis. This was subsequently 

a cc om plished. 
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Recommendations of the Council already implemented by the 

Bureau deal with tire standards, certification and importation 

regulations, research, and temporary exemption for small volume 

manufacturers, and film dramatization of crashworthiness features 

for mass distribution. 

·"' 

31 



32 

CONCLUSION 
\ 

In cq_nclusion, the National Highway Safety Bureau plans 

~ and programs arc long range in nature and have been designed as a 

comprehensive attack on the problems of highway safety. Only as 

these plans and programs are brought to bear over a period of time 

~h the full spectrum of highway and traffic safety problems can the 

I I -
~ppallhg toll o( traffic deaths and injuries be expected. to decline. 

Some of the Bureau's programs are encompassed in the following 

long- range efforts: 

1. -Continu e to broaden the scope of new vehicle 
•. 

perforn1ance safety standards and consun1er 

information regulations with due consideration 

of cost and leadtime factors. 

2. Extend the orientation o( a 11 st~.nda rds from 

product performan_ce at time of manufacture to 

perf orn1an cc a(ter continued use. 

3. Expand vehic1; and tire compliance activities, 

. -with regard both to manufacturer conformance 

··· with Federal safety standards and to maximum 

effectiveness of manufacturers' safety related 

recall campaigns. . _..,.-

4. Direct increased emphasis to the development of 

s~fcty standards for vehicles in use. 
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5. Establish procedures and guidelines to insure 

minimum acceptable safety levels and standards 

compliance for the 100 million vehicles in use by 

inspection, repair and maintenance techniques 

and other methods in line with the likely availability 

o! Bureau resources. 
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6. Improve the quality of accident investigations through 

the increased use of field team investigations and 

procedures so that proper data can be developed 

at the source for use in a comprehensive accident 

investigation system. 

1: Conduct resec1.rch essenti2.l to these programs. In 

addition, develop research and testing facilities 

that will enable the Bureau to (a) undertake realistic, 
. . 

full-scale res,ea rch, development and testing of 

:· '\ 
vehicle safety ·performance and (b) evaluate total 

driver performance safely under complete simulation 
.. 

of high risk driver-vehicle-highway interactions. 
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We believe that a good start has been made in a number of these 

areas. But we also know that much remains to be done, and that 

much more can be accomplished if this program is supported 

adequately with personnel authorizations, funds, and facilities. 

Long range planning estimates through fiscal year 1974 are being 

drawn up by program elements which will carry forward the efforts 

now underway and encompass additional efforts. -These additional 

efforts will apply the large scale corrective measures which are 

required if the natio al tragedy of highway death is to be brought 

under control. 
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Mr. Chairman and Members of the Subcommittee: 

Introduction 

I am Robert Brenner, Acting Director, National Highway Safety 

Bureau. I am pleased to appear before you today to highlight our 

efforts in carrying out the provisions of the Highway Safety Act of 

1966. 

The Act mandates Federal leadership and grant support to States 

and local communities to improve their highway safety programs. 

It is the companion legislation to the National Traffic and Motor 

Vehicle Safety Act of 1966 which calls for the establishment of Federal 

motor vehicle safety standards. The two Acts have the same overall 
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objective of reducing the frightful toll of fatalities and injuries on 

the Nation's highways, and, as I will describe in greater detail later, 

are interrelated in a number of essential elements. 

Two and a half years of experience with both Acts has shown the 

foresightedness of the Congress in launching this two-pronged attack 

on a major national problem. Much has been accomplished in this 

start-up period, but problems have also emerged that were not 

anticipated at the time the legislation was enacted. I would like to 

summarize briefly some of these accomplishments and problems, all 

of which are described in substantial detail in the Second Annual 

Report on the administration of the Act recently submitted to the 

Congress. 
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General Overview 

The program of Federal leadership and assistance to State and 

local communities in highway safety called for in the law was long 

overdue and, when enacted, was without exact precedent. Invaluable 

guidance to the Bureau in its implementation was provided by the 

extremely comprehensive Report No. 1700 prepared by this Committee, 

to accompany its submission of H. R. 13290 to the Congress. I con-

tinue to refer frequently to this Report, and find that the principles 

and goals that it delineated and the problems that it anticipated still 

maintain today -- almost three years later. Permit me to quote one 

particularly passage: 

11 Safety has become this year's most popular crusade, 
which is all to the good, but accident reduction is quite another 
matter. Well-meaning and public spirited citizens, including 
influential public officials, differ in good faith as to what course 
is best to follow under the circumstances. Everyone is eager 
to participate in the safety dialog, but there is a curious reluc­
tance to face up to and shoulder the actual burden of reducing 
highway accidents. As the National Safety Council has so 
realistically remarked, the real test is how much safety will 
actually emerge from all this talk. The answer, for the 
immediate future, is what it has been for 50 years -- only so 
much as the individual citizen is determined it shall be. The 
cold-blooded fact is that it may be too late to do anything about 
the 50,000 people who are going to die this year, and probably 
those who may die next year, and perhaps even the year after. 

But, if we insist now upon a mandatory program, we may 
be able to keep more and more of our parents, and our husbands, 
and wives, and our children, and our friends, and ourselves, 
alive in the years after that." 
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A great deal of spadework had to be done to lay a proper founda­

tion for the program of the scope called for in the law. Almost all 

of the specifics of the initial program substance are now either 

is sued and in effect or are in the final stages of preparation. To 

cite the major elements: 

Standards 

16 program standards have been is sued to date, after 

extensive consultation with the States, advisory groups, 

and the country's leading experts. 

Program Manual Volumes 

In accord with the legislative history, each standard 

is stated in broad terms of performance goals and 

objectives. To aid the States in implementing the 

standard detailed working guidelines, one for each 

standard has been prepared, again in consultation with 

the States and the country's leading experts. The 15 

volumes issued to date are contained in an imposing 

851 page document; two more volumes are now in final 

stages of review. 

Administrative Procedures 

Procedures for administering the matching Federal 

grant program to the States have been developed and 

are in operation. 



Base· Year Computation 

Procedures which the States follow to establish their 

base year level of program activity have been completed. 

State Needs Study 

The States have completed their initial estimates of the 

funds needed to implement the newly established 

Federal standards. The results are summarized in our 

report submitted last year to the Congress in accordance 

with Sec. 207 of the law. 
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Although they participated fully and contributed substantially to 

the development of these foundation materials, the States have moved 

ahead on a broad front to implement the basic intent of the law without 

waiting for these materials to be finalized. This undoubtedly is one 

of the most encouraging signs of progress since the enactment of 

the law, and I shall presently cite some selected examples of results. 

But the unpleasant reality which we discuss in our recently 

submitted Annual Report is that 11 
••• Death on the nation's highways 

hit an all time high in 1968, when an estimated 55, 500 people died 

in motor vehicle crashes . 11 The Report proceeds to state: 

11
• • • It is difficult, if not impossible, to estimate accurately what the 

tolls would have been were it not for some positive gains that can be 



attributed directly to improved motor vehicle safety performance and 

to the accelerated attention and emphasis of the States to their high­

way safety programs. But the inescapable conclusion must be that 

the new programs in the two years since passage of the long over-

due landmark legislation have not as yet begun to reverse the upward 

trend in death tolls." 

II .. Stated otherwise, the problem is worsening more rapidly than 

the capability of countermeasures thus far implemented to deal with 

it. If unchecked, motor vehicle crashes will produce at least a 

quarter million fatalities on our highways in the next four years, 

reaching an aggregate total in 1972 of 2 million deaths since 1900. 11 

While we know that specific measures already initiated under the 

new legislation are producing results, we also recognize that gains 

apparently are being outdistanced by a number of factors which tend 

to make the problem worse. We do not understand all of the cause­

and-effect relationships in this complex situation, but some important 

conclusions can be drawn from evidence which has become available 

recently. 

Alcohol 

Most importantly, we now know that the use of alcohol by drivers 

and pedestrians is a factor present in upwards of 25,000 deaths a nd rn 
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more than 800,000 crashes in the United States each year. A large number 



of those killed in such crashes are passengers or drivers who had 

been drinking or occupants of cars rammed by these drivers. Many 

adult pedestrians hit by vehicles are under the influence of alcohol. 

This evidence was detailed in a report submitted by the 
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Department to the Congress in August 1968, as required by the Highway 

Safety Act of 1966. The report recommended a number of procedures 

to deal effectively with the problem of drinking and driving. Later on 

I will outline some of the positive actions, in keeping with the report 

recommendations, which have been taken by the States with the 

assistance of the National Highway Safety Bureau to deal with the 

drinking driver problem. But we also note what only can be considered 

as a negative factor, namely, an 8 percent increase occurred in the 

per capita consumption of distilled spirits between 1965 and 1967. 

§Beed 

A second negative factor is that the number of vehicle miles being 

driven at high speeds is increasing, as is the average speed itself. 

The percentage of vehicles traveling at speeds above 60 miles per hour 

has tripled in the last 7 years. Although it is difficult to document, 

we strongly suspect that, with all other factors the same, the likeli­

hood of an accident increases with excessive speeds, but there is no 

doubt that a crash at higher speeds is more likely to produce death 

or severe injuries. A corollary factor is the increase in number of 

vehicle miles traveled in the United States which has been going up at a 
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rate of about 4 percent annually in recent years. To put it simply, 

more peopled are driving more cars over greater distances at higher 

speeds. 

Vehicle Condition 

The Department submitted a report to the Congress in 1968 entitled 

"Safety for Motor Vehicles in Use" which highlighted another major 

factor contributing to the grime statistics. The report estimated that 

about half of the 94 million motor vehicles in use are deficient in one 

or more aspects of safety performance due to deterioration with use, 

improper maintenance or inadequate initial design or fabrication. 

Clearly, some of the safety deficiencies, such as faulty brakes, make 

a crash more likely, if not inevitable. 

To the best of my knowledge, no one as yet has established the 

full role of unsafe vehicle condition in the accident picture. Reliable 

statistical data are not available on as patently obvious a safety need 

as good brakes. But although there are no research data correlating bad 

brakes to accidents, one would hardly venture onto a high-speed road 

in a vehicle with no brakes! 

The problem here is that current, routine crash investigations and 

reporting often tend to overlook or understate the role played by 

vehicle factors in causing crashes and casualties. Most investigations 

are conducted by law enforcement people who focus on the traffic 
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violation aspect of the accident. In some cases the extent of the 

damage is likely to mis lead investigators to think a defect - - if dis -

covered at all -- is the result of the crash rather than its cause. 

To fill in this gap of accident information, the Department has 

undertaken a comprehensive multi-faceted program to upgrade accident 

investigation and data analysis by the States. Another major element 

of this program is the establishment of about 20 specially trained 

multi-disciplinary teams, 7 of which are now in operation, to conduct 

in-depth studies of accident causation. The development of a national 

accident data network, which is now in the design stage, will also 

provide the basis for relating vehicle defects to vehicle crashes. 

The urgency of the problem, however, has required immediate 

action in advance of hard scientific evidence establishing the as socia­

tion between the safety condition of motor vehicles and accident and 

death rates. Accordingly, the Department has strongly endorsed 

periodic motor vehicle inspection by the States of all vehicles in use 

on its public thoroughfares, better training of inspection personnel, 

closer supervision of inspection station~, and more detailed investiga­

tions of complaints. 

Finally, in enumerating the factors which tend to negate the 

effectiveness of the measures taken to counter the rising number of 

crash fatalities, I would like to note that relatively few automobiles 
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are as yet equipped with the new safety features prescribed by motor 

vehicle safety standards. The average lifetime of vehicles is such that 

some cars ·manufactured in 196 7, without the features required by Federal 

standards, will be on the roads until 1983. Even in 1975, almost 60 percent 

of the pre-1968 automobile population will still be in use. 

Thus, we believe that alcohol, speed, and vehicle condition are 

important factors contributing to the discouraging death statistics for 

1968. We are also studying other factors such as the increasing number 

of small cars now being driven on the Nation 1s roads. I presently shall 

describe some of the specific countermeasures that have already been 

taken, and that we plan to expand. 

Effectiveness of Countermeasures 

Despite the discouraging data for 1968, there are some 

encouraging indications that the programs initiated by the Department 

under the broad mandate of the law are beginning to take hold. In the 

5 years preceding the passage of the two safety laws, highway deaths were 

increasing at an average of 6. 9 percent each year. In the two years 

following passage of the law, this measure was down to a 2. 3 percent 

annual average increase even though vehicle registration and mileage 

were up 6. 4 percent and 8. 6 percent. 

Another very promising indicator, derived from data obtained 

from one insurance company covering four widely separated States, 

is that a sharp reduction is taking place in the number of casualties 
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per crash. For example, while the number of crashes and casualties 

increased slightly in Illinois during the first 7 month period of 1968, 

casualties per crash we re down 3 percent. 

This downturn in the number of casualties per crash is 

particularly significant to the Bureau in light of the general approach 

it adopted in organizing for implementation of the Congressional 

mandate to bring the problem under control. The problem clearly 

was highway deaths and injuries, and the· challenge was to bring about 

sizeable reductions in these totals -- by whatever means worked best 

and most quickly. Stated simply, our goal is to reduce traffic injuries 

and deaths. To meet this goal we have identified three principal 

parts of an all-out attack on the problem: 

First, we try to work to reduce those factors that cause crashes 

to occur. 

Second, we are working on ways that, once a crash occurs, will 

give the vehicle driver and his passengers a better chance of escaping 

without serious injuries. 

Third, we are doing things that will better the chances of the 

already injured people to later recover. Let me give some examples 

of this three-part effort to reduce traffic deaths and injuries. 
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In the fir st, or accident avoidance attack on the problem, we 

are working on safety standards which will improve the manufacture 

of tires . . If we lessen 1he chances of tire failures while driving, we 

are lessening the chances of a crash. Better designed highways, such 

as the interstate system of highways, also reduce the chances of a 

crash - - in fact about halving the rate of traffic accidents on some 

of the older rural roads. Proper driver education and licensing 

are among our most important crash prevention programs under the 

Highway Act. But getting after the problem of drinking and driving 

is another, if not the most vitally important,crash prevention effort, 

and countermeasures aimed at reducing the incidence of drinking and 

driving are among our most important crash prevention programs. 

To deal with the second, or crash phase of an accident a number 

of things have been done. This is to give people a better chance of 

walking away unhurt from a crash. One Federal standard requires that 

steering columns collapse on impact in a crash so that they do not 

spear you through the chest. Another standard requires that windshields 

be made to cush:ion and resist penetration of the head striking it in a 

crash. 
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But the best known crash protection featul·e is the safety belt 

both lap and upper torso types now required in all new cars by the 

safety regulations we have issued. There is absolutely no doubt that 

safety belts provide a great deal of protection if used -- and I repeat 

if used. Some studies show that minor injuries have been reduced by 

about 30 percent and fatal injuries by about 80 percent through the use 

of combination lap belts and shoulder harness. Even for only lap belts, 

the death rate per crash is only 60 percent of the death rate for occupants 

who do not wear such belts. 

In short, this is a proven lifesaving device. But we even have 

problems with it, for it is one thing to require seat belts in every new 

car, but it is another matter to get people to wear them. Perhaps only 

about 25 percent to 30 percent of the occupants are using seat belts 

even when they are available. Manufacturers now are required to 

equip all new cars w:i.th these lifesaving safety belts; but we cannot 

fo rce people to wear them - - this is up to the individual. In this 

regard in a recent talk to some teenagers I placed this question before 

them. 

" So I ask you - - the new generation of drivers - - what 

do you think should be done to 'turn people on' to using 

proven lifesaving features? 11 
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Let me cite another example of the need to "turn people on 

to safety. 11 We strongly support and urge helmets for motorcyclists. 

And this is not based on guesswork either. In 1965 and 1966, the 

death toll increased by 35 percent in each year. During this period only 

three States had laws requiring helmets to be worn by motorcycle 

drivers and riders and we, therefore, urged the States to pass laws 

requiring that helmets be worn by motorcyclists. 

In the two years following the issuance of our standards calling 

for motorcyclist head protection, 37 States passed laws requiring helmets. 

Many States also passed laws which require motorcyclists to take 

special tests before they can get a permit to operate a ·motorcycle. 

In the States where the new laws passed, a remarkable decrease took 

place in the number of motorcycle death rates - - as much as 30 percent 

in some States. By comparison, some States which do not have these 

protection and special licensing requirements showed a very sharp 

increase in motorcycle crash deaths for the same period. 

Let's take a look at those statistics again - - from a whopping 

35 percent increase in motorcyclist deaths without the safety laws to 

a 30 percent decrease in these deaths when the laws were passed. 
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Considering this 65 percent swing in motorcyclist death reductions 

with motorcyclist safety laws it is difficult to comprehend that no less 

than 10 States and the District of Columbia still have no motorcyclist 

safety laws. It is even more difficult to comprehend that legislation 

has been introduced in several States to repeal motorcyclist safety 

laws already on the books! 

Returning now to the third part of our three-part attack on 

reducing traffic deaths. Onc e pe ople are injured in a crash, their chances 

o f living and later full recovery depends directly on how qnickl:;Jr they: receive 

proper medical attention. We are told that while something less than 

seven minutes goes by from the instant one of our men is wounded in 

Vietnam to the time medical attention gets to him, in contrast, 

45 minutes is the average time it takes tp get medical attention to an 

injured motorist on the Shirley Highway. In many rural areas of the 

country, hours may go by while an injured motorist lays dying waiting 

for medical attention to reach him. 

Various types of emergency helicopter service patterned after. the 

techniques developed in Vietnam are now being tried out with Bureau 

assistance in a number of States: 



California, Nebraska, Arizona, Minnesota, Michigan, New York; 

one of the most important is now pending in Mississippi. We also 
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are working on better systems of radio communication for calling for 

medical aid - - for obviously we have to communicate the need for 

medical help before it can be dis patched. 

These are only a few of the procedures now under development, 

and which in the years to come will give people a better chance of 

coming out of vehicle crashes with only minor injuries. The fact 

that the number of casualties per crash is coming down is a clear 

indication that the crash survivability phase of our program is working. 

These are exciting safety possibilities that we are sure will save 

life and reduce injuries. But we are even more sure that the best way 

to avoid injuries still is to stay out of an accident. This adds up to 

one overriding fact - - the overwhelming necessity for programs 

directed toward crash avoidance, toward the driver and those who 

would mix alcohol and driving. Because cars and roads are becoming 

safer all the time doesn't remove one iota of responsibility off the 

shoulders of any driver -- teenager or adult -- for safe driving. And 

the need for a systematic comprehensive approach on the full three­

part attack on the problem has never been greater. 
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Some Examples of Progress in the States 

We are now beginning to get some evidence that State efforts made 

over the past two and one-half years under the Highway Safety Act are 

beginning to yield significant results. Interestingly enough, this 

appears to be due to the energizing effect upon the States of the new 

Federal role in highway safety rather than the limited expenditure of 

funds to date. Through the issuance of the highway safety standards, 

the financial support of programs designed to meet these standards, 

and perhaps most importantly through the requirement for the States 

to develop a comprehensive highway safety plan, the attention of many 

State administrations and legislatures has been more sharply focused 

on highway safety then ever before. 

Time does not permit me to describe the programs of the many 

States that have implemented aggressive all-out efforts. But the case 

of Wis cons in is particularly revealing. 

In the six months ending March 1969, 44 7 traffic fatalities were 

recorded in Wis cons in as compared to 578 for the same period 

one year ago. This means 131 people are alive today who might very 

well have died if the traffic fatality rate had not been reversed. Since 

the passage of the Highway Safety Act in 1966, the State has led a 

determined attack on the problem which could well have made a 

significant contribution to this reduction in traffic deaths. Some of 

their efforts include the following: 



A counseling service was established which reached 

31, 000 traffic violators and those involved in two 

accidents in a year. An evaluation of the effectiveness 

of the counseling showed that 15, 360 persons who were 

counseled had 1, 993 fewer accidents than could be 

expected. 

The State Patrol was increased from 275 to 375 after 

receiving special training and additional patrolmen 

assigned to the most heavily traveled roads. 

Increased emphasis was placed on motor vehicle inspec­

tion with emphasis on tires, brakes, and steering. 

Laws were passed requiring motorcyclists to take special 

tests and wear protective helmets. 

In September 1968, a law was enacted requiring 

youngsters under 18 to take a driver-training course 

before a license can be issued. 

Currently, the Governor is working to get legislation 

to make the use of seat belts mandatory, to raise the 

drinking age to 21, and to pass an implied consent 

provision which would require drivers suspected of 
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drunken driving to take tests to determine whether 

they are in fact intoxicated . 
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Mississippi is another State that has made excellent progress in 

reducing fatalities since the Highway Safety Act of 1966 was passed 

by the Congress. Since the inception of the Statewide highway safety 

program in Mississippi, there has been a reduction of traffic fatalities 

by 16% in 1968 as compared to the previous year . A large part of 

the State program consists of an improved enforcement effort. 

Progress in the Alcohol-Driver Area 

Turning to the progress the States are making in working to meet 

highway safety performance standards, consider Standard No. 8, 

"Alcohol in Relation to Highway Safety". I have already mentioned the 

importance that we attach to broadening the scope and number of State 

activities directed toward reducing highway crashes caused by drunken 

driving. Since the passage of the Highway Safety Act, 20 States have 

adopted implied consent statutes and 15 have adopted chemical test 

provisions or improved existing laws to set more strict presumptive 

levels for intoxication convictions. 

One of the first large project grants made in the alcohol standard 

area was to the Michigan Department of State Police for the purpose of 

implementing a recently enacted "Implied Consent Law~'. The project 

permitted the acquisition of 188 breath testing machines (65 for use by 
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police, 63 by city police departments, 48 by sheriffs in larger 

counties, and 12 for training) and the training of 750 operators in 

the use of the equipment. 

The combination of the new law and adequate implementation 

and enforcement are getting results in apprehending drinking drivers. 

The State Police alone reported an increase of 74 percent in the number 

of their drunken driving arrests. In calendar year 1968, all law 

enforcement agencies in the State arrested 17,685 persons for drunk 

driving, of which 3,924 refused to submit to a test and thereby became 

subject to license action. As to the balance of 13, 761 who were tested, 

11 , 367 had blood-alcohol concentration levels of . 15 percent or higher, 

while 1,871 were in the . 10 to . 149 percent level. The highway safety 

standard set . IO percent as the percentage level of intoxication. 

Progress in Emergency Medical Services 
• 

Standard No. 11, "Emergency Medical Services", is another 

program area that we believe has major potential of quick payoff. Its 

purpose is to ensure that victims of traffic crashes receive prompt 

and adequate emergency care through the establishment of a compre-

hensive system which includes the necessary emergency equipment, 

manpower, and facilities. 
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Since enactment of the Highway Safety Act, at least 12 States have 

enacted new laws giving counties and municipalities authority to pro­

vide ambulance services in the absence of adequate private facilities. 

They also provided for licensing and regulation of ambulance drivers. 

Projects have been supporte cl with financial grants in 39 States. 

These projects have involved training of personnel, ernergency service 

licensing, helicopter/ ambulance operation, and the development of com­

prehensive plans. Cooperative arrange1nP.nts have been established with 

the Department of Health, Education and Welfare and with the Coast Guard 

to pr.ovide more effective use of helicopter capabilities. 

Progress in Driver Education 

The purpose of the driver education standard is to upgrade driver 

performance through proper training and education of teenagers and 

adults alike in safe, efficient, and courteous driving. About $9 million 

in Federal funds have been obligated for this program since passage 

of the Highway Safety Act which is more than has been obligated for 

any other highway safety program. 

Projects funded to date provide for the expansion and improvement of 

existing courses of instruction for young people, in-service training for 
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driver education teachers, and procurement of simulation equiprnent and 

off-street facilities. 

The Greater Minneapolis Safety Council has reported an interesting 

study which examined the driving records of 94 persons who were required 

to attend driver--in1provement classes in which their driving violation s before 

and after attending the courses were compa red. It showed a 69 percent 

rcduclion in violations foJlowin g the tl":\ i:1ir,g . Ho\vcver , this study sh~:-,,,. s 

the inadequacy cf 1nuch of the inionnalwn available to date on the 

effectiveness of driver training. We really don't know, nor does the 

Minne apolis study show, whether training courses of this nature for 

traffic violators arc more effective than the conventional ways of dealing 

with violators through fines, license suspension, jail sentences, etc. 

Many other questions on driver education of a similarly highly 

pragmatic nature remain unanswered - - at least without hard scientific 

facts to back up the subjective opinions of our Nation's leading experts. 

For example, to the best of my knowledge, no one has provided con­

clusive data on how the driver education dollar should be apportioned 

between behind-the-wheel training and classroom instruction, or 

between more intensive teacher training. 

Questions such as these make it imperative that we conduct much 

more research in driver education. They will not answer themselves, 

yet they deal with a program of vital importance to highway safety, 



and one that continues, and rightfully, we believe, to command a 

major part of the safety dollar. 

But we must go beyond driver education research. We must 
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learn how the entire field of improving driver performance, by 

whatever means, shapes up as a family of countermeasures, when 

compared to improvements in vehicle and highway design, for example. 

It requires us to answer the question of how much attention is to be 

given to the driver, to the vehicle, and to the roadway; and on how 

the available resources are to be allocated among the several highway 

safety program elements. 

Highway Safety Research and Demonstration 

This leads to my next topic, our highway safety res ear ch and demonstration 

activitios under the Act. Before describing some examples of this 

part of our program, I would like to refer again to the 16 volume 

Highway Safety Program Manual that, as I described earlier, we developed 

in order to assist States in their implementation of the 16 standards. 

The enormity of the task of preparing the massive document may not 

be immediately apparent, but in effect the task was to organize 16 

different bodies of knowledge and to condense or transform the infor­

mation into workable guidelines. As I stated previously, the States 

participated fully in this task. The National Highway Safety Advisory 

Committee reviewed the material. We asked the Nation's top experts 



to advise and help us. We retained the most qualified outside 

contractors. In short, we went all-out to get the best possible 

inputs into the first publication of the Manual. 
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We believe that it will prove to be quite helpful, to the States, 

although we fully recognize that as experience in working with it mounts, 

the need for modification undoubtedly will become apparent. 

But as we proceeded through successive drafts prior to the final 

issuance, we continually encountered issues or proposed working 

practices which could not be supported by hard scientific facts. This 

came as no surprise, for as has been repeatedly stressed from the 

earliest days that the legislation was proposed, no field of social 

purpose related to the health of the populace was more beset than 

highway safety with old-wives tales, half-truths, self- serving pro­

nouncements, and general lack of scientific rigor. 

The absence of scientific evidence to aid in writing the standards 

and the back-up manual is no less a manifestation of the paucity of 

research attention to the field prior to passage of the law. In a word, 

the law was long overdue and, when it came, the information base on 

which we had to rely as a foundation for our program decisionmaking 

was deficient in a number of areas. 

We obviously could not delay the issuance of the standards or the 

manual until research could begin to fill in some of the broad gaps 
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in fundamental knowledge. Instead, we proceeded, relying upon the 

best judgment of the most qualified experts. But the urgent need for 

getting definitive research under way was never clearer. 

In all, a total of 2 94 contracts at an aggregate dollar cost of 

$30,735,000 have been awarded so far to more than 193 

universities, foundations, companies, and States. Included in the back-

ground data we have submitted is a summary of these research contracts. 

In pas sing, I would note that very little of this work is what I would 

characterize as "basic res ear ch". The bulk is directed toward highly 

specific program needs of the Bureau. 

Safety Demonstration Projects 

The objective of the demons tr a lion project program is to facilitate 

and accelerate the application of research findings to operating highway saf< 

" programs. Demonstration projects are undertaken by m.eans of Federally-

financed contracts with the States and local communities to perfect and give 

visibility to new and improved techniques for advancing highway safety. 

S01ne examples follow. 



We have obligated $44, 864 this year to the University of Miami 

Medical School to develop methods of emergency medical treatment 

in crash victims utilizing the telemetry of electro-cardiographs and 

voice communication between paramedical personnel on the scene 

of a crash and physicians at the hospital. We hope to develop the 

simplest and most reliable technical systems necessary· to connect 

rescue and first-aid personnel on the scene of a crash with medical 

personnel at the nearest hospital. 

$127, 000 has been obligated to the State of Iowa to introduce 

automated, electro-mechanical teaching and testing procedures into 

the driver licensing procedure. We expect that better instruction 

through these procedures will result in improved driver skills and 

that a better screening of driver capabilities will result. 
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A$ 213,000 grant to the District of Columbia will determine whether 

motor vehicle defects, identified by the manufacturers and supposedly 

corrected at the time the vehicle was recalled, have been corrected. This will 
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be done by establishing a system at the District's motor vehicle inspection 

stations to enable the inspector to obtain, very carefully , manufacturer 

defect data for the make, model, and year of the vehicle being inspected and 

then checking to see whether the defects have, in fact, been corrected. 

This program also involves the improvement of inspection procedures 

to include the latest diagnostic equipment. 

We intend to undertake , in the near future , a new program which we 

call "Safety Demonstration Cities and Counties. 11 This will involve working 

with one or more cities and counties to assist them to carry forward in co­

ordinated fashion their highway safety programs. Mor.e effective coordination 

will be s.ought among such areas as driver training, safer vehicles, im­

proved pedestrian safety, public attitudes , alcohol in relation to safety, and 

identification and improvement of high- accident locations. 

The procedures, guidelines, and results of these projects will be 

documented and evaluated as possible models for nationwide use . 

Accident Investigation and Information Analysis 

One of the research needs that cuts across the board for virtually 

all other res ear ch efforts as well as program implementation by the 

States is accident investigation and information analysis. Progress 

in highway safety is dependent , to a considerable extent, on a thorough 

data base derived from improved investigation of crashes and their 

resulting casualties. Procedures and techniques now under develop­

ment will form the basis for a significant upgrading of the accident 



investigation process employed by State and local officials for routine 

investigations. In addition, the Bureau has undertaken a program for 

the in-depth investigation of accidents through the use of multi-

d is ci plina ry teams. 
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The basic level of data will be gathered by routine policy investiga­

tion of accidents. The goal is to provide the police officials with more 

meaningful accident report forms which will yield as much information 

as possible without hindering their other law enforcement duties. An 

improved report system is being field tested at the present time. 

The second level of effort in the States involves the development of 

procedures for a team approach to accident investigations in which a 

highly trained police officer and a traffic engineer participate jointly 

in the investigation. 

The in-depth accident investigations involve the training of teams 

of medical-eng_ineering and legal experts who, in turn, will train others. 

Seventy-two in-depth accident investigations were conducted by 7 teams 

during 1968 resulting in 21 recommendati.ons involving motor vehicle 

safety standards. One of these teams conducted an investigation of a 

s c.hool bus crash in Alabama in 1968 which led to the recall of over 

10, 000 school bus es by General Motors for correction of possible 

braking malfunctions which might result in a safety hazard. 



In FY 1970 and FY 1971 we will activate twelve new multi­

disciplinary teams. The work of these teams will result in the 

accumulation of a comprehensive body of knowledge of accident and 

injury causation leading to the development of countermeasures and 

the assessment of the effectiveness of new safety features. 
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Closely paralleling accident investigation in importance is the 

system for aggregating and interpreting the resultant data and 

correlating results with data on exposure to risk. At the present time 

there are wide disparities among States in regard to both the quality 

and the quantity of information being gathered and substantial gaps 

in the availability of essential accident data. The need for a better 

information system is clear. Thus, a high priority program of 

the Bureau is aimed at developing a coherent national system com­

posed primarily of independent and compatible State systems which 

will provide: 

Operational data required by each State for its 

own operational purposes such as driver licensing, 

motor vehicle registration and inspection and 

traffic law enforcement. 

Data required for analysis by each State. 

Exchange of data between States so that operational 

program requirements will not suffer when driver 

and vehicle transfer from one State to another. 



Driver, vehicle, accident, injury and fatality 

data required by the National Highway Safety Bureau 

for purposes of program analysis and to meet 

research needs as well. 
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A basic concept of the proposed network is that it is to be centered 

on the development of strong data systems in the States. The Department's 

role is to (a) to facilitate information exchange among States and 

between States and Federal agencies and (b) to provide funds, which 

will be matched by the States, to assist them in establishing the data 

system. 

The National Driver Register 

The National Driver Register is a Fecle r a J--Sta t c coopcl'a tivc dr i v e r 

license records excha nge: program. It provid e s th e indh·idua l S t,:i. t e 

licensing officials with a single source for locating records that 

problem drivers have established in other States. The Driver Register 

does not maintain a master file of all the licensed drivers in the 

United States, but only abbreviated identification records of individuals 

who have had their driver license either suspended, revoked, canceled 

or denied by the States. 

The Register currently contains the record.of 1. 9 million drivers, 

receives approximately 65,000 inquiry checks daily from the States and 

an average of 2, 500 new records daily. All search requests are 

processed by the Driver Register within 24 hours from the time of 
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receipt, and all probable identification reports are in,mediately 

dispatched to the inquiring States. The individual States retain autonomy 

in initiating any action based on the information provided by the Driver 

Register. 

The individual States vary in their use of the Driver Register. 

Presently, 17 States a:nd the District of Columbia check all original and 

renewal driver license applications against the Driver Register file. 

An additional 24 States check the Register on all original license 

applications, while the remaining States submit search requests on a 

"suspicious case" basis. 

I would like to submit for the record a table comparing denials and 

withdrawals of driving rights with ~otal number of licensed drivers by 

age group, and a table showing repeat violators by age group. 

Safety Manpower 

During FY 1967, a study Wfl.S started to inventory the high\vay safety 

specialists in the States ·and to l<lentify present and future m .anpowcr 

needs. The stucly revealed that the States now employ 1nore than 65,000 

specialists in 36 generalized job classifications. The Stat.es estilnate 

that they will need more than 95,000 p e rsonnel in these jobs by l 97J 

exclusive of manpower requirements of the cou·nty and city level, to 

implement the 16 highway safety program standards at State level. This 



information will permit the Bureau to plan and implement manpower 

recruitment, development and training strategies with greater 

certainty than has been possible in the past. 

Other studies in the manpower field resulted in the development 

and pilot test of an entry-level course for ambulance attendants; the 
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evaluation and revision of automobile mechanic training courses to 

accommodate expanding motor vehicle inspection programs; conduct 

and evaluation of a course for highway safety program managers; and 

the development of State management guidelines which describe 

managerial policies and techniques for conducting the State safety 

programs required by the standards. 

National Highway Safety Advisory Committee 

The Advisory Committee was established by the Highway Safety Act 

of 1966 which provides that the Committee shall advise, consult with, 

and make recommendations to the Secretary of Transportation on 

matters relating to the activities and functions of the Department in 

highway safety. 

The criteria for membership were originally specified in the 

Highway Safety Act and were subsequently revised by Public Law 90-150, 

expanding the Committee from 29 to 35 members appointed by the 

President and with the Secretary as Chairman. The Committee met 

three times during 1968. 



At several of these meetings the Department consulted with the 

Committee on three proposed highway safety program standards 
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involving pedestrian safety, police traffic services and debris hazard 

control and cleanup . The recommendations of the group as to these 

proposals were adopted by the Secretary, and the new standards together 

with those recommendations were published in the Federal Register on 

November 2, 1968. 

In 1968 the Advisory Committee also recommended: 

• changes to the draft program manual including the provision 

of priorities within the standard areas 

o preparation of draft standards on school bus operations and 

accident invc stigation 

o a thorough review by the Secretary of the extent to which 

accepted safety features of highway design and construction 

are actually being used 

o the Department1 s and the State 1 s cooperation with a coordinated 

private sector movement to implement the State and comnrnnity 

highway safety standards provided that there be a central staff 

point for the Department and for the private sector and that no 

one private organization be endorsed 
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The Commi also given a more perman t sturcture including 

standing subcommittees r standards and m ual; priorities and goals; 

/ 
research; and public support. of these subcommittees 

and that s drawn from appointed member 

ranks. 

I would like to submit howing the membership 

of the Committee. 

Mr. Chairman this concludes my prepared statemen . I will be 

pleased to answer any questions. 



----
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The Com1ni.ttee was also given a n1ore p e rmanent structure including 

s tandin g subco1nmittec s for standards' and rna.nual; priori tics and goals; 

r esearch; and public support . The leadership of these subcornmittees 

, 
and tha t cf an executive subcommittee wa s . . drawn fr om appointed m.cmber 

I 
r ank1's. 

. 
I 
I would like to subrnit for the rec.ord a li st showing the mernbership 

of the Con1miUcc . 

O VE'RVIEW 

Th e·se th en are son1e of th e sali ent accomplishm.ents since the start 
I 
I 

.I 
of the highway safety program a littl e more than two yea.rs ago . The 

I 

groundwork has b e en laid for a coord inated and c on-1prehensive atta c k 

) 
on th e national tragedy of highway d eaths and injuries at th e State l eve l s . . . 

I 
I 

' Highway safety standai:ds have been develop ~d, and i ssue d cove ring a 

wid e spectrum of safety measures. Ba ck-up materials have been prepared to 

assi st States in their implem entation of the standards . Broad prograr,1s 

have b een drawn up by all of th e Stat es and are nov,r b e i ng implemented. 

By -the end of FY 1969 more th~n 90 million dollar s will have been 

obligated in grants to th e Stat es to help them,_finance the co st of nearly ' 

th ree throusa~d individua l proj ects design e d to implement the highway 

safety .standards . But of even gr eater im.porta nce is that .th e Hig!1way 

.Safety Act of 1966 ha s s e rved to focus the attention of Sta te governments· 

o n high wa y sa fety and to bring t o the fore the r equ i rement for a much 

gr.eater effort. if appreciable r eductions are to be made in the trag ic 
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toll of traffic casualties. Significant progress has been made m some 

States as alert and responsive administrations begin to face up to the 

magnitude of the problem. 

But I would not w,J.nt what has. generally been a fine start in 

__ d evel oping a _ national highway safe ty program to obscure the many 

pr.oblem s which have arisen since enactment of the basic legislation. 

On e serious problem is in indications that several State-s are considering 

wha.t _9nly can be interpreted as backward steps in safety. I already 

have mentioned the introduction of legis lation to repeal motorcyclist 

h elmet laws. In other States, the repeal of motor vehicle inspection 

laws is being con sidered . However , the most serious problem which, 

of c ourse , cuts across all levels of govermnent , is the availability of 

r esources. In comparison with a thre e- y ear authorization of $267 million, 

a total of $92 million was made available for obligation during this-

period . To speak with candor, there is some qucstjon as to whether 

the· States could have obligated the full authorization had it ·been avail­

able during the start-up period. 

But there is no question on this point now. Initially , the States had 

no preci se perspectives of what had to be done. Now , the full scope of 

th e State programs and plans is clearly described in their program 

.. ,: ...... _s_~b_i:p.L~ s.ion_s, io the Seer eta ry . • Let me discuss these sub_m_~s s ions briefly •. 
., J ;,, 
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The Act requires that each Stale must be implementing an approved 

-
highway safety program by Dec em b cr 31 , 1969. Failure to do so 

r enders a St.ate ineligible to receive its apportionment of Federal 

grant-in-aid highway safety funds·. If after January 1, 1970, a State 

is not implementing an approved highway safety program, it could als-o 

h ave its Fe_de_r~l-aid _b._ighway funds reg,JJced by 10 percent. 

A State program comprises the .legislative, o r.ganization , operational 

and financial plans, . which .together form a blueprint for future action on 

highway safety . • All States hav submitted plans which have ju:st been 

r evie\.\'._~d by the National Highway Safety Bureau. Action by the Bureau has 

r esulted rn provisional approvals for most St.ate plans. As we enter the next 

phas e of review it is the -intention of NHSB technic a l perso1~ nel to meet on 

a face-to-face basis with officials representing the various highway safety 

elements in the States to improve their programs so that a truly compre­

h ensive plan of attack will be outlined. It is expected that by December 31, 

1969 , all of the plans will have been discussed with Stale officials , and the 

Secretary will have taken an affirmative action on the approval of their 

p rograms. 

We recognize fully that thes e blueprints developed by the State s for 

; -.,. fot_u;i;e_ c1.ct,io1.)_on highway safety arc not perfect;. they couldn't possib_ y ·be, • 
.. .," ... ; .. 

, ..... , ..... -.. ·I?,9t onl.y bec <JUS~ of the newness of the effort , but also because thd're arc so 
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m any gaps in the knowledge needed for this kind of pragmatic, opera­

tional p l anning. But these program plans, by far , represent the most 

<:om p rehcns ive planning ever attempted on a State-by-State bas is in 

highway safety . They comprise an excellent starting point . And I 

wan t t o emphasize that these progra1n plans have not b een developed 

by t he S tates in a casual , haphazard manner. Instead they r epresent 

the r es u lt of very careful analysis and judgment within the b ounds o f 

ex i sting knowledge. 

Mr. C hairman , this c oncludes n1y p repared statement. I w ill be 

pleased to ~nswer any questions. 
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It is a pleasure to b e h e re with you, som c of our country's most 

important leaders in the field of ambulance operations. I welcome this 

oppo rtunity, not on ly to share some of the National Highway Safety 

Bu rcau' s viewpoints and programs in emergenc y m 0dica l services, 

hut also to learn your r eactions to this new Federal ('mphasis in your 

fi< Id. 

On1· niay pr(lp1•rly inquirr• as to why our l't1r1 ·,u1, th<' v1·hklv ;1nd 

Highway Administration, should be• sC'c•king 1u stimu late, irnµrovPd 

e merg<:ncy me<.ical services throughout the ountry. ThE' an s wer is 

too tragically clear: 



.... men, women, and c hild rc·n injur e d in vehicle\ crashc·s 

ar e dying and others are being maimed for life because 

they did not r eceive prompt and proper emergency 

medical services .... 

During th e next half-hour, 3 pAoplc will die and 700 will b e 

injured in vehicle crashes . Notwithstanchng some signs of progr ess , 

the 196 7 death total of some 53,000 Am e ri ca n s rose to ov <'r 5S, 000 in 

1968 . By 1972 if pres e nt trends co ntinue, th e 2 millionth victim of a 

vehicle crash will have died since the turn of the century. 

2 

The stark evid ence of a failure' some place in the' vchiclc-highway­

drive r complex that is a man-made means of getting to and frorr! wc rk, 

or to that ball game -- or hom e from that cocktail party -- is th e corpse 

in a morgue. Can iL be explained by: 

his inaclc-quatc· <·arly training in how to drive· 

bra kc•s that were not <k signl'd right to start with 

prope rly designed brakes that wc-rl' po orly ma.inta.i rwd 

improper supere lc>vation a t that cu r ve in tht• road 

his failure- to buckle hi s scat belt 

a rigid guardrail that sp(~ared him 

a knob on t h e dash that poked through his hf'ad 

Or maybe his life ebbed away as he lay b l cNl ing -- waiting for 

an amb11lance th at came too late, or being handled by an a tt endant who 



knew nothing about first aid, and drove to a hospital with an inadequate 

emergency room . 

I do not know where the failure occurred m this complex. Cou1d 

the life have been saved: 

by preventing the crash in the first place? 

by reducing the injury potential in the crash forces? 

by providing proper rescue and other life salvage 
to that bleeding mess? 

The answer is yes to all thrc<' type's of measun's -- and this, of 

course, is the 0ssencc! of thr approach we have' adopt rd in the Nation's 

all-out attack on the problem to correct for failures wherever they occur 

in the overall complex of factors that culminated in that body in thf• nwrguc•. 

We now have well-documented data that dea11, 1·at<'s on rural 

highways are greater than on their urban counterparts on th0 Interstate 

System, the remainder of the Federal-aid system, and other roads off 

of the Federal-aid system, 

Fatality Rates pc-r lOOM Vc•hlcle Mile's in L967 

Rural (J rban 

Int<· rsta1 P !. . I 2 

Other Fc•d0rally Aid<·d 

Nary-Federally Aided 7.07 3. 77 
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While other factors undoubtedly are present, we strongly suspect 

that the difference in quality of emergency medical services between 

urban and rural areas is at least one major factor. 

Our interest in proper emergency medical services to aid vehicle 

crash victims is readily described; it is our last chance to save a life 

and correct for earlier failures . I use the term "failure" advisedly. 

When a crash occurs, there has been a failure somewhere in tht' man-

vehicle-highway system that provides for motor travPl. Brakc:s could 

have faile<l; a dangt)rous intersection may not have· h<'<' n rnark<'d; th<' 

driver may have been drunk. 

If the crash rPsu1ts in serious injury and po ssibly death, there 

has been another failure -- either improper crash protection was pro­

vided in the vehicle or available protection such as a seat belt was not 

used. 

Under these conditions, the last chance to salvage a life is in 

prompt and proper emergency medical s<'rvice. And it would appear 

that at l east in rural areas, wc ar<' missing on th ·is last c han ce· as W<'ll. 

Th<) sens . lessncss of a high-spet•d crash lw c:1 11 s t • s,,rnf: hi.ind 

drunk driv(•r failed to negotiate· a simp l0 curv<' is 111atch<'d hy th(' 

senselessness of th e injur y of an occupant who craclu•d through a wind-

shield because he neglected to fasten his seat belt. And by not quickly 
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providing proper medical services to that victim, we compound the 

tragedy even further - - certainly not a hallmark of as highly civilized 

a culture as we believe ourselves to bl'. 

Motor vehicle accidents are not acts of God; thC'y are acts of man. 

And it is up to man to correct his errors and failur<'s that rC'sult in clC'ath 

and maiming injuries to his fellow man. Bllt the- nrnunti.ng death totals 

will not be reduced by some simple, cleverly conn,iv(•d measure. 

There will be no magical single breakthrough, hut progress will come 

only through a multiplicity of actions and programs, each acconnting 

for a small improvement within its scope of application . The potential 

of emergency medical service as one element in this comprehensive 

attack is unmistakably clear . 

At this time, I would like to describe briefly what th<' National 

Highway S;-1fr-ty Rurc•a11 has lH'cn doing tu improve- (•ll1l'rgc'ncy 111cdical 

sc! rvices as an int<·gral part of st.i.rnn1aling a national commi tnwnt of 

reducing traffic deaths and injuries. I say national, not Ft•deral, to 

i~mphasize that the probll'rn will be brought under <'ont rol only hy 

Federal, State, and local govcrnn,ents working cuop<'rativt' iy with l'ach 

other and private enterprise - - on the design boards in Detroit CH rn 

your antbulances going to the rescue of a highway vi( tin,. 

The law under whi-~h the Bureau functions in I he emergency 

medical services fil'ld is lhe Highway Safety Act of l )Ui, Public Law 89-564. 
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This Act requires that States have a highway safety program developed 

in accordance with uniform standards promulgated by the Secretary of 

Transportation. To date, sixteen standards have been issued, one of 

which is Standard 4. 4. 11, "Emergency Medical Services". Its express 

purpose is to provide an emergency care system that can respond 

quickly and effectively to highway accidents in order to reduce the 

number of deaths and disabilities . 

W0. assist the States in nwding thc•se st<'lnclards through matching 

grants for specific projects and programs. Acld11ional fltnds ar(' availa.h l 

to us to undertake demonstration projects, funded entirely hy the• 

Federal Government, and for research contracts to develop data to help 

us solve unanswered questions . 

The Bureau also administers the National Traffic anci Motor 

Vehicle Safety Act of 1966 under which vehicle safety standards arc 

issued for new production vehicles. This Act also provides our au1horily 

for invcstigating safc-ty-rdaled cfr[C'C"'.1s f()r all v<•hiclc•s on 1hc• ,-oar! todily. 

These cornpanion pic•cPs of J, ·g islat.ion proviclc- u s with t he d(n1hlc· -

harr,•ll0d tool w,· nrnst have• if w,· art' lo attack tlw problc·m of highway 

safety. One A ct covc·rs vehicle charactcrisUcs and enabl es us, for 

exam ple, t o spe, ify the safety features which Detroit must build into 

new ambulance production. It also e nables us to check to see that they 



do, in fact, comply with th e safety standards w e have issued. The 

other Act provides us with the authority to establish highway safe ty 

goals which th e States must meet through th e ir own efforts and the 

resourc es we provid e . 

An example in this latter category indicates the approach w e 

have tak e n. 
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In Minne sota, we have funded $5 50, 000 1·0 th t' Statt' Depa rtnwnt. 

of H ealth to undertak e a com pr ehensiv e four y ea r St a t<!widc• ernc rg enc y 

m e dical se rvic es project. This inclucks a survey uf a ll EMS rl'sources 

in the State, r ecruitment and training of emergency ca re personnel and 

th e purchase of 90 ambu lances for use in local communities. 

A key feature of our grant progra1ns in e mergency m edical 

services is th e training of personnel, a critical n eed in many States and 

communities . Projects assisted with Federal funding a re providing 

training in arnbu lance sl' rvi ccs for ovl' r 40,000 pcc,plf' throughout !ht• 

United States. Howc•v<• r, thi s rcprcsl'n1s hul a small part of th e• tot. a l 

nc·<'d for 1 r rt inc)rl p er!-lonn<· l an d p< ·rsn nnc•I a r1· on ly u111 • c• l1 •n1 c•nt in a n 

emt'rgcncy ni<•rlical s 1·rv1c·1· sysl<' tll. To find w,tys (Jr 11tilizi11g th e· l i111ilc•d 

available: Federal funds to best in1 prove the syslPm, Wf' h ave- undPrtakc>n 

a number of derr1onstration projects which we hope will provide us with 

answer .; on h ow significa nt improvements in EMS can b e mad«~ in the 

quickest way . 
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For example, through Mississippi State University we have 

undertaken an effort involving 60 hospitals to develop a comprehensive 

and integrated system for emergency medical services in a predominantly 

rural area. The use of helicopters in combination with irnprovC'd ground 

ambulance services will be testcrl in two areas of 50 n1ile radius each, 

or over 15, 000 square miles 

The problem of providing proper emergency medical services, 

.however, is much more complex than the equipment and training of 

ambulance attendants. Our marvelous rf'cord of salvaging life of our 

wounded soldiers in Vietnam is being made, not only bC'causc the equip­

ment is good and is handled hy trained paranwdics, hut alsn lwcaust' IIH!Y 

are supported by a vast communications network. And back of lhL' 

communications capability a re the Pt11<'rgc.:ncy niPdica l 1·ornns, opv ra I ing 

ro1Jms, surgeons, rn1rses -- all rf'ady tu con1pl<'l<' 1h<' uthcr vit:1I 

ingredient in the salvage of life. 

It is the totality of this system, not any singlv element, that is 

doing the job in Vietnam. Our problem is how to ad pt thC' key C'lements 

of this amazing procedure of saving battlefield casualties to saving of 

lives of highway crash victims. 

Unfortunately, when it comes to devising prog 1·arns, be (:ausc of 

thC' long neglect of systematic study of th<' cnrnplt'X intC'ri\ction of the' 

nurnf:'rous pJpm,,nts which compris<' an cmergt'ncy nH'clica1 sc· rv:ices 

system, we are fa.c0<I with a host of unknowns no1 th, least of which is 

the pric c tag th,tt the society is willing to pay for pre pc- r cme 1·gcncy 



medical services. If Wf' had unlimitf'd time and rf's<•arch resotirc<·s, 

we could try o ne approach and then another if the first did not work. 

But appalling statistics I cited ea rlier impact a most compelling 

urgency to our efforts . For thPse rf'asons, we are m0ving ahf'a<l with 

many different types of action programs even while we are prohing our 

research on how to ohtain the grea1Pst payoff for each dollar of invest­

ment. This is not an f'asy t a sk sincf' it r equi rC's answf'rs to such 

questions as: 

Should W(' conC('n1 rill(' in rural ar('as whc'rl' distances 

arc great and n1edical services scan1, ur in urban 

areas where there is a high concC'nt ra1ion uf crash 

injuries? 

How much should be invested rn training pcrsonnf'l 

rather than investment rn new equipment? 

What is the optimum mix b etween hf'li copters and 

ground ambulances? 

How much should we~ invl'S1 in in-1provC'cl con1rnunic;i-

t ions'? 

Ancl, finally, how rnuch can a co111rttt1nity afford 

to pay for emergc·ncy m(•dical Sf'rvicPs. Thf' old 

ma>.im that when it corncs to saving lifr only the 

best should he applied simply docs not nntch the 

economic facts that prevail in f'Vf'ry con1rn11nity 

thrc,ughout the country. 



10 

Hopefully, the research and demonstration projects now under 

way will give us some answers in these and oth er areas in the n ea r 

future . 

But vital as this information is, it provides us with only the' 

first tool to meet the chall enge of devising an effective an<l cfficif'nt 

emergency medical service in all the Stat es . With the needed res earch 

findings in hand we will be setting up demonst ration projects to t e st the 

validity of the r cs ear ch, to test modifications, and 

practical methods of introducing new techniques more quickly into EMS 

systems. As these demonstrations prove out new tc-chniqucs , we exµcct the 

States to use them as guides in establis h ing thPi r own projC'cts which 

will be funded, initially, by both the States and 1he Federal Gnvc'rntTwnt. 

Eventually, we would hope to see the States lake over the Pntirc bunfrn of 

sustaining those projects whose value has been dern ons trated and expand­

ing on them while we in the Federal Government move on to othC'r 

unresolved problems. 

This is not likely to happen tomorrow or the day after, but we all 

are tremendously encou r aged hy the progress that has been n-iadc in· thc-

]ast two or thr<'I' years. Many States and local con11nunitic-s havc' now 

rc'cognizC'd the n<'ccssi1y f()r a "systc·rns'' approach t(I EMS; st1rv<'y s <1f 

avai labl e rt!sources arc IH'ing mad0; tht' C'ffectivc•nt·ss of ,,:xis ting sy:-it<'n1s 

are bei1 1g asses~ed, and equipment and personnel tr·aining are' h0ing 

upgraderl. 



1 I 

The nightrna res of broken, bleeding bodies in smoldering 

wrecks on our hjghways is all too commonplace today. But where there 

is yet ]ifr in those bleeding masses, there is yet hope -- a hope that 

rests largely in proper emergency medical service· -- th<' last chance 

for man to correct fur all of his previous failures that culminatc·d in 

that shrieking crash, in the ensuing moans of the in_iured, and then 

in the stillness of waiting for help cvc·n as a life so sensPlessly pC'rhaps 

Pbbs away. 

We have ' coinc' a long way; we· ha\f' a n c' VC'll l011gc'r way to go. 

You, the ambulance "systems rnanagers" arc• a vital link between the 

crash victim and thC' hospital. Yours is a vital rolc in the• exciting 

efforts now under way in your States and cornmuniti{'S to bring into 

being comprehc ·nsivl' systems of emergency n,f'dical services . Yours 1s 

a central role 111 giving that badly injured crash victim his lac;t chancc 

to live. 

-0-




