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AN ACTION PROGRAM TO MEET VIRGINIA’S
TRAFFIC SAFETY NEEDS

REPORT OF THE
VIRGINIA TRAFFIC SAFETY STUDY COMMISSION
TO
THE GOVERNOR AND THE GENERAL ASSEMBLY OF VIRGINIA

T Richmond, Virginia, November 27, 1967.
0:

HONORABLE MiLLs E. GODWIN, JR., Governor of Virginia
and
THE GENERAL ASSEMBLY OF VIRGINIA

On behalf of the Virginia Traffic Safety Study Commission, I trans-
mit herewith, in accord with Chapter 708* of the 1966 Acts of Assembly,
the findings and recommendations of a comprehensive study of traffic
safety needs in Virginia. This report is the result of the most intensive
study of this problem ever conducted in the Commonwealth. In addition
to the nineteen Commission members, dozens of knowledgeable Virginians
participated actively in the study, representing civie, business and pro-
fessiohal organizations, as well as local governmental agencies.** Num-
erous State officials involved in the administration of Virginia’s current
traffic safety efforts gave full cooperation and assistance to the Com-
mission.

Immediately following its organizational meeting, the Commission
divided its work among seven study committees. From four to seven
qualified and knowledgeable outside experts and two or three members
of the Commission served on each committee. Using the Action Program
of the President’s Committee for Traffic Safety as a starting point, the
work of the Commission was divided among the committees, each being
assigned one of the following areas: government and citizen organization,
public information and research; uniform laws; driver education; motor
vehicle administration; the incompetent driver and emergency medical
services; enforcement; and engineering.

Each committee reported to the full Commission its findings and
recommendations this past spring. The reports of the committees were
made public and their suggested recommendations were fully discussed
before the Commission during the course of seven public hearings held
throughout the State in May.

Over 60 meetings, including eleven public hearings, have been held
by the Commission and its study committees and subcommittees. Lit-
erally thousands of man-hours have been spent in the course of developing
this report and program for meeting Virginia’s traffic safety needs. A
summary of specific recommendations offered and of the contents of the
report is set forth immediately below and precedes the body of the report.

Respectfully submitted,
C. HARRISON MANN, JR.
Chairman

*See Appendix I for the text of Chapter 708.
**+See Appendix II for the list of individuals assisting the Commission in its work.
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I. Introduction

. Preliminary Statement .......ccccceevvvevenrvrenreeccenreeeenee. 1
. Duties of the CommiSSION ......ccceccevvivvrevrrerrernerneeseeeneenas 1
Fundamentals for the Program ..., 2
. Points for Emphasis ....cccvceererviecerreeneneereeseeiesseeeneeeeean, 3
. Federal Standards .......ceeeveeeeienieiiineiiceeeeeeeeesieeeennns 5
. Action Program ....eeeiiiiieiniecneeceneesnneeessseesssseeesnns 6
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II. Governmental and Citizen Organization
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B. Background, State and Local Organization, Needs ........ 6
C. Recommendations and Reasoning

*(1) A Highway Safety Division should be created with-
in the Governor’s Office and charged with adminis-
tering the State’s traffic safety program; a Highway
Safety Commission should be appointed by the
Governor to work with the Division; and a co-
ordinating committee of heads of State agencies
concerned with highway safety should function in
cooperation with the Division .....c.cccceevceervenrevennenn. 9
*(2) Legislation should be enacted to require each city
and county to formulate a local highway safety
program and establish a local highway safety
commission; and to provide for at least one meeting
annually of the chairmen of the local commissions
as the State’s Advisory Committee on Highway
SALEEY coerieeeiecce e 10
*(3) Legislation creating the Highway Safety Division
should give that agency specific responsibility to
see that State laws relating to highway safety are
complied with at the State and local government
1evels .vceveeecveeencneen. rteeerteeeeteeereeeeteee st eeeaaeeeaaeeeraaaas 12
*(4) The new Highway Safety Division should also be
given specific authority and responsibility for as-
sisting in the organization of functioning local
citizens’ safety councils ......ccceveeeereeerereciieeceercnneeennns 12
*#*(5) To enable the State to secure benefits available
under the federal Highway Safety Act, a consent
statute should be enacted empowering the Governor
to contract and take necessary steps to secure such

DENETIES covveiveriiiitiiinreiretecesseeeesreeesseeessseessssseesssseesonsesones 12

III. Public Information
A, OVETAIl GOAIS ..ueeeetevrrrieeieeeeeeeiiieiiieieinreereeesssssssnssssssessessaesssssss 12
B. Background, Current Programs, Needs ......cccccevveeveerucns 13

* An asterisk preceding a recommendation indicates legislation to implement the
rﬁcommendation will be found in the Legislative Appendix to be printed separately from
the report.

ii



C. Recommendations and Reasoning

(1)

()

(3)

(4)

The present staff of two fieldmen for the Governor’s
Highway Safety Committee should be expanded to
535 1 1) + RSO PRR RN
The Director of Public Information should utilize,
to the extent feasible, professional talent from
advertising agencies and like groups in the pro-
duction of safety programs and materials ............
Public information programs should place primary
emphasis on continuing education of drivers and
PEACSETIAS .vveeerrrreeerrreeirrreeiieeeitreeseeeeesreessseesessseessseeesnns
Public information materials should be evaluated
periodically by outside eXperts .......ccceeevereerrrrrnvenens

IV. Research
A, Overall GOAlS ...ccccevviicieieiicteccee et et ssreesee s e e saessaeesane s
B. Background, Current Research Activities, Needs ..........
C. Recommendations and Reasoning

*(1)

*(2)

*(3)
*(4)
(5)

A professionally staffed research, evaluation and
traffic accident prevention center should be estab-
lished to assist State agencies and localities with
highway safety programs and to carry out and
coordinate research activVity ......cccceevvvvvvrvvreiiiiinnenens
The proposed center should prepare and maintain
a detailed list of needed research projects and avail-
able SEUAIES .cveeveereerereeereceee et se s e
The proposed center should develop a highway
1eSearch lIDFarY ...cccccccceeeriieeeirerererireesereesuressnresssenennns
The proposed center should report its own research
findings and recommendations systematically ........
Separate research divisions should be formed within
those State agencies having particular responsi-
bilities in the field of highway safety ......ccccevveenvnnnnn.

V. Uniform Laws
A, OVErall GOAIS ..oceeeeereeeeieeeerireeeeireeereeeeaeeesseeesaeseeesseeensssesnes
B. BacKkgroUnd ....cccceevviieireiiereieeeeceneeeceneeeeeeesesanesesneesssnesenenne
C. Recommendations and Reasoning

*(1)

*(2)

#(3)

*(4)

Provisions governing the use of flashing warning
lights and sirens by emergency and special vehicles
should be simplified and made more uniform by
limiting the use of red flashing lights to actual
emergency vehicles and school buses and by utilizing
yellow lights for maintenance vehicles and blue
lights for identification purposes ......ccceeeveeeeceveeerveennns
Virginia should adopt the Uniform Vehicle Code
concept which provides that motorists on separate
roadways need not halt for stopped school buses......
All possible encouragement should be given to the
promotion of uniform traffic signs and signals
throughout the Commonwealth ......ccccccecvvveiieiecnnnenn.
The provisions relating to stopping before entering
a highway should make it clear that the motorist
must both stop and wait until it is safe to proceed....
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*(5)

*(6)

*(7)

*(8)

Provision should be made to permit the Highway
Department to post differential speed limits for
daytime and nighttime driving following an en-
gineering and traffic study ............... tereeressnnesessaneenenan
The differential in speed limits for trucks and auto-
mobiles should be revised to decrease the differ-
ential on divided four-lane roads ........cccccevceeeneenn.

The use of new warning devices which permit a
motorist to flash all four turn signals simultane-
ously should be stimulated through legislation to
require their use in hazardous situations ................

Slow-moving equipment should be required to yield
the right of way to traffic following it by pulling
off the road whenever the condition of the shoulder
36130 0 11 1~ ST

VI. Driver Education
A, OVETAll GOAIS cooeeeeeeeieeeeeicceeeeeeeeeereeeseessaeesesssssreeesesssnreses

B. Background, Classification, Effectiveness, Present Pro-
2ram, NEEAS .iiccciiieiieeeiieeciieeecreeeereeess e e s e sraesesseessesessnssneas

C. Recommendations and Reasoning

(1)

*(2)
*(3)

*@)

*(5)

*(6)

*(7)
(3)

The State Department of Education should continue
to advance Virginia’s driver education program and
to this end should support the State’s highway
safety program and compliance with the federal
highway safety standards .......ccccceeeveeeenes reerrrereeeens
Driver education should be provided on a basis simi-
lar to other courses and free of cost to the student....

Driver license applicants under age eighteen should
be required to have passed an approved driver edu-
cation course as a prerequisite to licensing ............

Adult driver education and improvement courses
should be provided under local board of education
supervision and through adult education programs;
and the courts should be authorized to send vio-
lators for retraining when appropriate courses are
available .....ceeceveeeireeeeieeeeeeeeeeee, eererereeeeeenarerereenens
Commercial driver education schools and courses
should be regulated as to their business practices
and certified as offering approved courses for li-
CENSING PULPOSES cevrrerrrrrerrerrrrerresrssneerssssssesssssssssessssanseses
The same special requirements for hiring public
school bus operators should be extended to the em-
pl%yrrient of persons to transport pupils for private
SCHOOIS  ceeeeiiieceeetecte et e st et e ste et e s sre s e s ba s sae e

School bus markings should be made mandatory and
uniform to the extent possible ......ccccvvervvveverrvereseenenns

In view of the serious need for trained traffic en-
gineers within the State, we urge the State Council
of Higher Education and our institutions of higher
education to afford Virginia students traffic engi-
neering courses as a regular and prominent part
of the engineering curriculum ........ccccoceeeerveecveressenes
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VII. Motor Vehicle Administration
A, OVErall GOAIS ..ooeeeerieeieeeteeteceeeeeerteeseeseessesssessesssessesssesssesnes

B. Background ..o Geerreereesteeeesaeeresaresessnesseaaesensaeesnnnes
C. Recommendations and Reasoning
(1) Initial Issuance of Drivers’ Licenses

*(1a)

*(1b)

Drivers’ licenses for persons up to age 21
should be issued on a provisional basis subject
to suspension in the discretion of the court on
conviction or a finding of not innocent for a
traffic violation reportable to the Division of
Motor Vehicles ....cocvceeeveeeecieecceeecceeeeceeeeenee

The State laws classifying operators’ licenses
according to the vehicles they intend to oper-
ate should be further refined to treat motor~
cycles as a separate class for licensing and
examining purposes; additional provisions
should be enacted to ensure maximum safety
in the operation of motorcycles such as re-
quiring the use of helmets and safety glasses

(2) Licensed Driver Control

*(2a)

*(2b)

*(2¢)

At periodic intervals, all drivers should be
reexamined to test their knowledge of chang-
ing laws, road conditions and rules of the road
and to determine whether they continue to
meet the visual standards for licensed drivers;
and to finance this and other proposed pro-
grams, the fees for duplicate, original and
renewed operators’ and chauffeurs’ licenses
should be revised .......cccceveeeveeereecseenieecneeeereenns

All persons applying for license renewal should
be required to appear personally to further the
likelihood of detecting visible disabilities, and
penalties to deter the renewing of a license
for another should be strengthened ................
Existing hearing provisions which constitute
a mechanism for dealing with habitual vio-
lators should be strengthened and put to more
effective use through employment of additional
PErSONNEl ....eviiiiviiiiiiieecteccee e

(3) Administrative Steps

*(3a)

*(3b)

Current pasteboard drivers’ licenses should be
replaced with plastic cards designed to comple-
ment the computers being installed at the Di-
vision of Motor Vehicles; a color photograph
of the licensee should appear on his operator’s
or chauffeur’s license; and the Social Security
number should be utilized as an identification
number for individual licensing purposes in
looking towards nationwide records and re-
search SYSEemMS ..ccccivceriiciiecrieeccereecceereesnee e

Imprinters should be issued to enforcement
officers so that the information on plastic li-
censes can be transferred with complete ac-
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(4)

curacy to a multiform ticket, one copy of
which can be sent to the Division by the courts
with conviction information ...

*(3c) Virginia should adopt the Driver  License
Compact e e

*(3d) The Division should be notified routinely by
welfare and tax officials of all persons receiv-
ing welfare or exemptions for the blind or
(Iile_arly blind to ensure they are not licensed

FIVETS oottt

(3e) Training programs for Division employees who
examine license applicants should be strength-
ened and improved, and salaries for Division
employees should be reviewed and upgraded

License Plates

*(4a) License plates should be coated with reflector-
izing material which has been proved to be a
factor in reducing nighttime accidents and
which aids enforcement officials in identifying
license NUMDELS .....vvvveeeeeeoer

*(4b) Semipermanent, rather than annual, license
plates should be issued in Virginia to reduce
expenses and to defray the cost of reflector-
izing license plates ...

*(4c) Annual motor vehicle registration fees should
be raised $1 to aid in financing the State’s
highway safety program ...

*(4d) License plate numbers should be limited to
no more than six digits to assist enforcement
OffICIAlS evverreeeeeeceeeeeeeee e

VIII. Medical and Health Aspects of Licensing
As OVErall GOALS wovvoveeeeeeeeeeessseesreeeseeeeeoesssseos oo

C. Recommendations and Reasoning
*(1) The post-mortem reports already being made by

*(2)

*(3)

medical examiners on all traffic fatalities should be
expanded to cover the presence of any medical or
physical condition which may potentially have con-
tributed to the accident and this aspect of the re-
ports should be made available for further research
ANd ANAIYSIS covveereeevceenerereee et

A Medical Advisory Board should be appointed by
the Governor to assist and advise the Commissioner
of the Division of Motor Vehicles in reviewing
medical aspects of license applications and in _de—
veloping standards for broad application in licensing
We recommend the adoption of those portions of
the 1965 Visual Standards Report which will raise
Virginia’s visual acuity requirements for obtaining
a license to the recognized minimum standards nec-
essary to assure safe dAriving ...
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*(4)

We recommend the Division of Motor Vehicles be
given specific authority to require a physical exami-
nation where there is cause to believe the applicant
or licensee may be physically incompetent to drive

IX. Emergency Services and Transportatlon of the Injured
AL OVETAll GOALS .veviiceeriecieieecreeeeeeeraiseeseessessesssesseesesssessenaes

B. Background ..........eiiiiiiinnnnen. Leerreeeersreeeraresessaesessressssrenens
C. Recommendations and Reasoning

*(1)

*(2)

*(3)

*(4)

*(5)

Authority to regulate the equipment carried on
ambulances and to certify the qualifications of
attendant personnel should be vested in the State
Health Department and in an Advisory Committee
on Emergency Medical Services; and the operation
of ambulances within the State should be depend-
ent on the holding of a permit to do so and the
presence of a certified ambulance attendant ........
The State should appropriate funds to the De-
partment of Health to support ambulance and rescue
squad personnel training programs and schools........
The State should adopt a policy of fostering ade-
quate local ambulance services and authorize local~
ities to regulate emergency services and grant
franchises to this end ........cccciiiiiiiiinniiieeeeeneen,
The current ‘“good samaritan” statute should be
expanded to include certified emergency medical
care personnel, as well as doctors and dentists, ren-
dering assistance at the scene of an accident........
A resolution should be adopted by the General As-
sembly requesting the State Department of High-
ways and the State Police to study the problems of
providing an adequate communications system for
Virginia’s limited access highways .......cccevvveeennenn.

X. The Drinking Driver
A, OVerall GOoalS ...ccevverceeeeieerieeieerereeeeeereesssereseesesseesssseessssessenans

B. Background and Facts ....cccierreinriennneennnnennnneesnneeenns
C. Recommendations and Reasoning

(1)

*(2)

*(3)

The changes which we propose to increase the ef-
fectiveness of our procedures to control driving
while intoxicated should be carried out within the
framework of our existing statutes rather than by
the adoption of an entirely new statute ..................
The breath test should not be introduced into our
State’s procedures under the implied consent law
at this time, but the localities should be given au-
thority to introduce the breath test through local
OTAINANCES .iivviiiecieeierrtecrt et ecereeeesreeeesreeeesreesesseessnnens
Certain steps should be taken to obviate the valid
objections of doctors and hospitals to existing blood
sampling procedures by: (a) raising the fee from
$5 to $15, (b) providing for immediate payment
thereof, (c) requiring circuit court designation
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Page
of personnel to administer the sampling, and
(d) increasing protection against litigation through
substitution of the State as defendant in negligence
suits with recovery over by the State against the
party taking the blood sample in cases of gross
negligence ONlY ....ccccccvceeeieiiniieicseeereeecssneeeeesseeessenens 66

*(4) The required levels of alcohol content revealed in
blood tests which give rise to certain presumptions
at law should be lowered so that 0.056% to 0.10%
by weight alcohol content will be presumptive
evidence of impaired driving and 0.10% or greater
alcohol content will be presumptive evidence of
driving while intoxicated .......ccccorrviiiniiiiiiiiiieeee. 67

*(5) The arresting officer should be permitted to give
evidence on his opinion of the defendant’s condition
at the time of arrest ....ovvvevveviicr e, 67

*(6) Authority to sign the blood sample -certificate
should be given to the administrative assistants
of the Chief Medical Examiner or Assistant Chief
Medical Examiners .......... Feeerreeeesreeesseeeesaeeeeaeeeeaaesernaans 68

*(7) The taking of the blood sample should be made
prima facie evidence of compliance with the pro-
cedures for taking it outlined in the statute ............ 68

*(8) The implied consent statute should be amended to
authorize the State Health Commissioner to limit
the number of approved laboratories testing the
second blood sample for the accused and to permit
the accused to send his sample to the Chief Medi-
cal Examiner for testing free of charge ................ 68

*(9) The statute should be amended to permit the use
of sealed kits approved by the State Health Com-
missioner which the police could provide the person
taking the blood sample ......cccceeververevrcinrerrernennecsnennnens 69
*(10) Hospitals should be required to take a blood sample
of any driver admitted following a traffic accident if
law enforcement personnel so request ........c.cceeeee. 69

*(11) Annual reports should be made by the Traffic Acci-
dent Prevention and Research Center on action
taken under the driving while intoxicated or im-
paired and implied consent statutes ........ccccevrvenens 69

*(12) Penalties for refusal to consent to a blood test
should be increased to six months’ suspension of
driving privileges for a first offense and one year’s

suspension for a second offense within a year........ 70
XI. Enforcement
AL OVErall GOAlS ...cceeeeveeeriieeeerieneeseenseeeesseessesseessessssssessesssessssses 70
B. Background, Present Conditions, Needs .....c.cceeervererrunsecees 70
C. Recommendations and Reasoning
(1) Police

*(la) Budget authorization should be given to em-
ploy an additional 100 State troopers during
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*(1b) -

*(1c)

(1d)

*(le)

*(1£)

*(1g)

the coming biennium, and upon approval of the
Governor to employ another additional 100
17 010) 01 i< SO TR

Regular, periodic pay increases based on
length of service should be instituted for the
State Police .....ccceviervercienienneeecsenceenneeeseeenneens

The Compensation Board should authorize
State reimbursement to localities for mileage
accumulated by sheriffs’ departments in traffic
patrol work under certain conditions ................

Police should conduct increased spot checks of
vehicles and operators’ licenses .......cccceeeeeeeennnn.

Legislation should be enacted to lessen time
spent by State and local police in court testify-
ing to the accuracy of radar equipment in
SPEEAING CASES ..uvvveeerereerveerruererseereesrneeesssneeessasenes

A uniform traffic ticket should be used
throughout the Commonwealth ..........................

Arresting officers should be required to re-
quest an abstract of the conviction record of
every person charged with a reportable viola-
tion and should be able to get such information
on a round-the-clock basis from the Division ....

(2) Courts

*(2a)

*(2b)

*(2c)

*(2d)

*(2e)

*(2f)

Up-to-date information on changes in the
motor vehicle laws, pertinent case law and pro-
cedures should be covered in a one-day extra
session of the Judicial Conference of Virginia
for courts not of record to be organized and
supervised by the Executive Secretary of the
Supreme Court of Appeals ....cccceveeevveeveercvenennnen

Every court having jurisdiction over motor
vehicle law offenses should have discretion, in
any case where the defendant is found guilty
of a moving traffic violation, to suspend the
gefendant’s license for a period of up to ten

AFS tererreeeersenreeesseessseessesesstesssassrtesssessssassrasssssssssasnne

Prosecuting attorneys should be required to
appear in all contested cases involving report-
able VIolations ......ccccecveiveeneenieecreesneesseessnnesneenns

Defendants should be required to appear in
court in cases involving the most serious types
Of OfTENSES eoovrreeeierecrieecrrtecereeeesneeeesnnesesnneesssnnesans

With respect to traffic violator schools, courts
should be given authority to transfer non-
resident defendants to a school near his resi-
dence if such exXiSts ....cccevvereerrrrecreercnreeeecneeeennns

Judges of the courts not of record should be
permitted, as are judges of the courts of
record, to amend warrants in their discre-
BIOIL eereeeeiinrieeeeserrreeneeereeeeesssneeeesssnneeesessssennessssses
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(2g)

We urge passage of legislation to convert the
justice of the peace system to an appointive
rather than elective basis ....ccccccvevceeeccreenccnnenn.

*(2h) A special study should be initiated by the Gen-

eral Assembly to review our lower court sys-
tem with special emphasis on the desirability
and feasibility of a system of full-time judges
and DProsecutors .....cccccveecieenieeeenneeeeennnnn

(3) Penalties and Laws

*(3a)

*(3b)

*(3c)

*(3d)

*(3e)

*(3f)
*(3g)
*(3h)

*(31)

*(3§)

*(3k)

A special habitual violator law should be en-
acted to deal with offenders who accumulate
records evidencing criminal disregard for
motor vehicle laws and to permit permanent
revocation of their operators’ or chauffeurs’
JICENSES wiiviieeeeeectecteectec st e ee e e e e e e e e e see e aaeesaeaennes

Legislation should be enacted to differentiate
homicide by vehicle from manslaughter ........

The statute covering the offense of “racing”
should be broadened to include specifically
those arranging for the race .......cccocvvevveennneen.

The hit and run statute should be amended
to provide a specific suspension penalty on the
first offense .....ccccvceeveeecveennieeennneas reeereererneeeeenanns

The reckless driving statute. should be
amended to specifically cover highways under
[¢70) 4137 0 (e ()« AR N

It should be made a misdemeanor to leave
keys in a stopped, unattended vehicle ............

The travel of any two vehicles abreast in one
lane of traffic should be.prohibited ................

The penalties for driving on a revoked permit
should be made more stringent ..........ccc.ce.....

The penalties for the second offense of driv-
ing without a license should be made more
stringent ..o,

The existing provisions providing for the con-
fiscation of vehicles driven by persons whose
licenses are revoked or suspended should be
amended to extend the period for confiscation
and to permit expeditious return to lien-
holders and innocent owmers by a simpler
PLrOCEAUTE ..cevveeeeeererereeeerrereeeeerneeeeeesseeessessaseessesenns

In all instances where the Commissioner of
the Division of Motor Vehicles is required
under Title 46.1 to revoke or suspend an opera-
tor’s or chauffeur’s license, notice of his action
should be deemed sufficient if sent by certi-
fied mail to the last known address of the
licensee on file at the Division ......cccoeeveennneee.
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XII. Pedestrian Safety
AL OVEFAll GOAL ...eeeueeriritietieieieeeeeeeeeeveseesseeeesseseessesssssessessessens

B. Background, Current Programs, Needs .......ccoceveeevererrens
C. Recommendations and Reasoning

*(1)

*(2)
*(3)

*(4)

The General Assembly should express, through
resolution, a legislative policy that each school sys-
tem should provide adequate instruction from
grades one through twelve for pedestrian and
DICYClE SATEEY vveeviereieeieeeeteerteirt et eeseeeseeesseeessasesnens

Legislation is needed to permit all cities, towns and
counties to enact and enforce pedestrian ordinances

Existing legislation governing the obligation of
drivers to stop when a painted crosswalk is occupied
by a pedestrian should be strengthened and should
include mid-block croSs-walks .....cccccevveeevcerereererverennes

Legislation should be enacted to make it a mis-
demeanor for any hitchhiker to stand on any ‘“road-
way”’ when soliciting rides .....cccceceeverevevreenrneeenneenns

XIII. Engineering
A. Overall Goals and Background ..........ceeeveeeereereereeseeeenes
B. Recommendations and Reasoning

(1)

*(2)

*(3)

*(4)

*(6)

(6)

*(7)

“(8)

The Commission submits certain proposals to the
State Department of Highways as recommendations
for administrative action .......cccccvevvvmeeerrcirveneeneeennnne

While the Commission fully endorses Virginia’s
current motor vehicle inspection program, certain
refinements are offered here which should improve
our basically sound inspection procedures ................

We recommend that the sale of and winter use of
studded tires be made legal for a two-year trial
PELIOA  eevveeereeerreeneeeertreerrreesneeesseneessssaessssssessssssssssanessnes

The provisions of the motor vehicle laws relevant
to speed limits in business and residential districts
should be clarified to facilitate the application and
enforcement of speed limits in these areas ..............

The requirement for posting signs that radar may
be in use as a prerequisite for conviction should be
TEVISEA  eeevererererererereeessrneesssnessssnessssnesssanesssanesssanesssasesssnnses

Virginia should sponsor the participation of all our
political subdivisions having jurisdiction over their
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I. INTRODUCTION
A. Preliminary Statement

The hazards of highway travel are too well known to require lengthy
documentation. Highway crashes, injuries, fatalities and attendant eco-
nomic loss are of epidemic proportions. Lack of highway safety has been
spoken of as the greatest social problem of our time.

The Superintendent of State Police, in announcing the 1966 traffic death
toll of 1,106, pointed out that it was the sixth consecutive year of increase.
Total crashes in 1966 increased 4.6% to 116,275. Injuries increased 6.6% to
41,849. Estimated property damage and overall economic loss increased
from $36 to $37 million and from $191 to $200 million, respectively. Fig-
ures to date for 1967 indicate that more persons will be killed and injured
in txl'g.}il’ﬁc accidents in Virginia this year than ever before in the Common-
wealth.

In his report, the Superintendent observed that a rise in traffic volume
aided in bringing a decrease in the death rate per 100 million miles of
travel from 5.2 in 1965 to 5.1 in 1966. But when the miles of travel and
number of vehicles continue to increase, as they have substantially for
each of the past six years, holding our own in terms of ratios amounts only
to a steadily increasing bleeding away of the Commonwealth’s human and
economic resources in what has been called a runaway traffic disaster.

With present trends, it is frightening to anticipate what will happen in
the years ahead with the projected tremendous increase in population and
motor vehicles. Two predictions can be made, however, with almost pin-
point accuracy. This year one out of every 100 Virginians will be killed or
injured on the highways. One out of twelve drivers will be involved in an
automobile- accident. Yet the driving public takes the attitude ‘it can’t
happen to me.”

Virginia faces a simple ‘“either-or” altermative. Either our accident
prevention efforts will be intensified or Virginians will die and suffer
injury in greater numbers.

B. Duties of the Commission

The Commission had three primary duties under the legislation which
created it to develop a blueprint for a sound safety program.

First: It had to determine where Virginia now stands with respect
to traffic safety. There is no better criterion for measuring our perform-
zén%etthan the “Action Program” of the President’s Committee for Traffic

afety.

In comparison with other states, Virginia’s laws and programs stand
well above the average and are exemplary in many fields. The National
Safety Council has awarded Virginia many citations for its safety prac-
tices, all of which is little consolation when the death toll and accident rate
still mount and when the rate of deaths for each 100 million miles traveled
is only slightly less in Virginia than the average rate throughout the
country. Many states have a consistently better performance record.
Obv11?tusly, something is wrong. The reasons will become apparent in this
report.

Second: The Commission was directed to provide, so far as it was
possible, a factual basis for recommended improvement of all State and
localsafety programs and services.



The very foundation of any workable and acceptable program must
be based on facts and not upon preconceived ideas. The Commission soon
found that there were many limitations on its ability to get all the facts.
However, throughout its -deliberations it tried its best to answer these
questions:

Is the recommended legislation or program necessary for the protec-
tion of lives or property ?

k%re they administratively enforceable? In other words, will they
work?

Are they understandable to the public in order to obtain voluntary
compliance from the vast majority of our citizens?

Will their cost be in reasonable proportion to the result to be accom-
plished ? :

The Commission has attempted to provide a factual basis for a planned
improvement of traffic safety to serve the people of Virginia. Full consid-
eration has been given to all the views and recommendations of State
agi?ri;cy heads and those especially knowledgeable in the field of highway
safety.

Third: The Commission was charged with the duty to develop high-
way safety goals and a comprehensive program along with detailed recom-
mendations for the guidance of the General Assembly and those adminis-
trative officials most concerned with this problem. In so doing, the Com-
mission considered the federal standards for State and local highway safety
programs issued to date by the U. S. Department of Transportation under
the federal Highway Safety Act of 1966 and these standards will be re-
ferred to in the course of this report as appropriate.

C. Fundamentals for the Program

The Commission has attempted to. develop a comprehensive, balanced
program dealing with highway safety on every front.

The major blame for traffic accidents is variously placed on the driver,
or on the vehicle, or on the highway. The truth is that most accidents
involve a variety of causes, and in dealing with the overall traffic accident
plictureJC it would be serious error to give exclusive emphasis to any one
element. -

A sound highway safety program, that will yield a lasting reduction
in traffic accidents, rests upon the following fundamentals:

Sound, uniform laws and ordinances.
Good accident records, fully utilized.
High-standard safety education, including driver education and re-

education.

Modern engineering in the design of highways and vehicles, and in
controlling traffic flow.

Sound programs of driver licensing, driver improvement, and vehicle
inspection.

Effective traffic supervision by the police.
Well-administered traffic courts.

Continuing programs of public education and information.
Unceasing research and evaluation.

Stepped-up attention to drivers’ health as an accident factor; and to
emergency care of the injured.
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State services to cities and counties to provide local authorities with
needed assistance to increase the effectiveness of local action.

~ And; organized citizen support of officials with traffic responsibilities.

The Commission does not claim to have covered every single program
and recommendation needed for traffic safety. It needs to be repeated
over and over that traffic safety is a never-ending effort and development.
Furthermore, we cannot expect to see immediate tangible results from the
program in decreased accidents. It will take some years before the benefits
of the entire program will be evident. The combination of local, State and
federal programs which this report sets forth does, however, we believe,
offer Virginia a well-laid foundation for substantial progress.

D. Points for Emphasis

In engaging in a task as monumental as this study has proven to be,
certain major points stand out and merit initial emphasis.

First: Traffic safety is a never-ending endeavor. The Commission
had many problems presented to it which it had neither the time nor the
facilities to answer with a sound solution. Furthermore, highway safety
is a growing field as techniques and knowledge increase. For example,
what was considered a safe highway five years ago is today subject to
criticism by the very engineers who built the road. This study is just the
beginning. It cannot stop here. It must be picked up where this Commis-
sion and the Legislature leave off by some permanent agency and carried
forward, month in and month out, for the indefinite future.

It has been observed that Virginia has lots of good laws on the statute
books, which if enforced would solve at least a portion of the problem. But
placing laws on the statute books will accomplish little without proper
implementation. Many of the very problems that were discussed and dealt
with in the 1951 and 1963 Highway Safety Reports of the Virginia Advi-
sory Legislative Council still exist in almost the same degree that they did
then. This is due, in large part, to a lack of follow-up. One of the great
weaknesses of studies is that after untold hours of work they are relegated
to the bookshelf, soon to be forgotten. This study Commission has specifi-
cally recommended a continuing, permanent governmental organization
whose duty it will be to see that this does not happen this time; to see that
the safety program is adequately implemented.

Second: The Commission could not solve numerous problems because
of lack of information. In far too many instances it had to rely upon
“comrlirslonsense” solutions, based on the best opinions of State or national
experts.

We could not wait until all the answers were “in” on all the causes of
accidents.

There is no doubt in the Commission’s mind that future progress in
the highway safety field is highly dependent om the establishment of an
Accident Prevention and Research Center to operate in conjunction with
our State institutions of higher learning. Such a center can collect and
evaluate the facts and the experiences of others and of our own State for
better solutions and guidance to our State officials.

Third: The greatest single organizational need is to recognize that
traffic safety is a full-time responsibility and will require full-time em-
ployees devoting their sole attention to the subject. Under the present
administrative machinery highway safety is the secondary responsibility
of department heads who have a primary responsibility in their various
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fields.. Governments, national, state, and local, have moved into a new era
of traffic.safety: Under the federal program the Governor must approve
alllocal programs and be directly responsible for the State’s program. The
necessity for the State to comply, on-one hand, with federal standards and
account for federal funds and on the other, to approve and supervise the
Safety programs of all the localities, will be a full-time task. Safety can no

longer.take a back seat.

.-+ Fourth: The weakest link in the enforcement chain lies in the courts.
Some are outstanding, but most are not equipped either with trained per-
sonnel or. facilities.to do an adequate job. We get what we pay for, and
Virginia is suffering from long-time neglect of its lower court system. A
report on “Administration and Enforcement of Selected Traffic Laws in
Virginia” by personnel of the Virginia Highway Research Council, made
at the request of the Comnmission, reveals numerous glaring deficiencies in
our traffic-courts: The task of recommending the proper remedies for these
deficiencies was too great and beyond the scope of this Commission. We
have, therefore, included a resolution calling for a study of the entire lower
court structure of Virginia.

v _Fifth; Though Virginia already has some model laws for dealing
with the habitual offender along with authority for getting him off the
road, these laws break down in administrative implementation. The task
of operating the Division of Motor Vehicles is so immense that emphasis
must be given to providing top-flight personnel for that agency. . A manage-
ment study by eompetent outside experts would, in the opinion of the Com-
mission, be highly useful in helping the Division cope with its enormous
and ever widening responsibilities. While the General Assembly has pro-
vided for the fiirnishing of the traffic records of defendants, the Commis-
stoi has been concerned over how little use is made of these records, and
the problems which affect their reliability. We have made other recom-
mendations to assist in correcting this condition.

. Sixzth: The Commission has kept in mind at every stage of its work
that highway safety involves three elements—the driver, the vehicle, and
the: highway. . The vast majority of our decisions have dealt with the
driver. -In view of the special federal legislation and standards regulating
safety. features of motor vehicles which preempt State and local regulation
in.this area and the practical necessity for national standards to cover the
trzlilla_.nufaitc;gure of vehicles, we have not offered specific recommendations on
this point.

-+ -#We do have, however, a real responsibility for- our highways. It is
only: natural that highway engineers measure progress by the number of
miles of pavement laid down, while those concerned primarily with safety
think in terms of lives saved and accidents prevented. The Commission
réadily-acknowledged throughout its deliberations that you can not build a
highway to make it safe for every type of driver, and that there must be
an accommodation between cost and maximum safety. For years, how-
ever, the Annual Report of the Superintendent of State Police has pointed
out, the growing number of accident-prone locations on our highways, the
lattesat.citing_ 1,700 locations not including such locations within incorpo-
rated areas.

In the judgment of the Commission, Virginia must reach some reason-
able accommodation between the goals of laying down more pavement and
correcting accident-prone areas. Clearly this is something that is difficult
if not_.lmppsmble- for the Assembly to legislate. This must be the joint
respons1b1h1;y of the Governor and the Highway Commission. During
1966, the Highway Department submitted a list of some 525 specific prob-
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lems for analysis and correction under the federal spot improvement pro-
gram involving $12 million in expenditures over a four-year period. This
type of program is to be commended, and the Department should utilize
State funds and matching federal funds to the fullest extent for correcting
such hazardous locations.

To demonstrate support for this kind of program, we recommend that
the General Assembly recognize, through a Resolution and as State policy,
the necessity that prompt and adequate consideration be given to correc-
tion of accident-prone areas.

Seventh: As the study progressed it became evident that while the
public is interested in traffic safety as a theory, death and injury on the
highways has become a way of life and poses such an immense challenge
that the average citizen feels helpless to do anything about it. This is a
dangerous condition which requires government to take leadership and do
what is necessary for the greatest good of the greatest number, though it
may cause inconvenience to some. What happens on the highways does
not affect just the individual involved. It affects the whole economy—
insurance rates, hospital costs, welfare, and the economic condition of
thousands of families.

Something can be done about the universal acceptance of the inevita-
bility of accidents. Education and enforcement are the keys. While habit-
ual offenders cause violations and accidents far out of proportion to their
numbers, careful analysis shows that the vast majority of accidents hap-
pen to average “good” drivers. Many drivers do not have a fundamental
knowledge of good driving habits and are not aware of the principles of
defensive driving. Only education, corrective instruction, and an intensive
campaign of public information can rectify this. The State has the respon-
sibility to assume leadership in these matters.

E. Federal Standards

The federal Highway Safety Act of 1966 provides for the issuance of
highway safety standards by the Department of Transportation, the poten-
tial loss of 10% of federal highway funds by those states not meeting such
standards and matching federal funds for state programs directed to the
solution of highway safety problems. Many people will understandably
resent these federal standards which the states, to avoid the possibility of
losing 10% of federal highway funds, must meet.

Let it be said that Virginia is already in compliance with or exceeds
most of the federal requirements issued to date,* and the Commission
would have recommended action in the remaining fields in any event as
being sound and necessary. Standards which have been issued will be re-
ferred to in the body of the report where they are relevant. Many provi-
sions of the federal standards can be carried out by administrative action
and we so recommend. We have deliberately avoided requiring adminis-
trative action by statute wherever possible.

More important, Virginians have a real stake in the federal safety
standards. Over 12% of the drivers involved in traffic accidents in Virginia
last year were licensed in another state. Over 12% of the vehicles involved
in crashes in Virginia in 1966 were of foreign registration. A Virginian
is just as dead or injured when hit by an out-of-state licensed car as he is
by a Virginia car. Half-blind drivers, in uninspected vehicles from states
which have no method to keep the accident-prone off the highways are a
menace on Virginia’s highways which only federal standards can reach.

* See Appendix III for the text of the federal standards.
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F. Action Program

Finally, this report presents recommendations and guidelines for
what needs to be done to provide an effective accident prevention program
for coping with the rising toll of deaths, injuries and economic loss on the
highways. The General Assembly, by forthright action in these areas, can
establish a basic system on which a sound safety program can be built.

The Action Program of the President’s Committee served as a starting
point for the seven study committees which submitted a total of twelve
separate reports for Commission consideration. The Commission carefully
reviewed and reworked each of these reports. The body of this report con-
tains twelve major subdivisions based on these reports. Legislative pro-
posals will be carried in a separate Legislative Appendix to be bound sepa-
rately from this report. We have indicated with an asterisk (*) each of
our recommendations which will be accompanied by a specific legislative
proposal to be printed in the Legislative Appendix.

II. GOVERNMENTAL AND CITIZEN ORGANIZATION

A. Overall Goals

To develop an effective program capable of dealing with the many
causes contributing to traffic accidents, we need :

(a) Effective governmental agencies on the State and local levels,
under direct executive leadership, whose primary responsibility shall be
the development, execution and coordination of a comprehensive traffic
safety program, along with a continuing legislative-administrative review
and reassessment of safety laws and programs.

(b) FEffective participation of citizens and citizens’ groups in every
community of the State, and on a State level, to achieve citizen support
and leadership for a balanced program of traffic accident prevention.

B. Background
(1) State Organization

Beginning in 1946 the State embarked on a State-wide effort to co-
ordinate the safety activities among State governmental agencies in order
to develop a concentrated and sustained effort to stop the alarming trend
in highway deaths and accidents. Executive decree established the Gover-
nor’'s Highway Safety Committee, which had as its objective “to coordi-
nate safety activities among State governmental agencies, to fully inform
the public on all phases of traffic safety, to cooperate with local and
national officials, to periodically review the situation and to recommend
such improvements as deemed practical and necessary, and to enlist the
aid of citizen groups and organizations.”*

Shortly thereafter, in 1948-49, a general study was made with the view
to streamlining the State governmental structure. It was decided that the
Governor’s Highway Safety Committee staff was too small to remain an
entity and that it should be placed under the State Police for administra-
tion purposes. On page 28 of House Document 19, the 1948 Report on the
Organization of the State Government of Virginia, it was stated: “Inte-
gration of the functions of the Governor’s Highway Safety Committee into

* “The Governor’s Highway Safety Committee” by Hiram M. Smith, Jr., Director,
Public Information.



the proposed Department of State Police would provide for a merger of
similar functions, and would eliminate existing duplications. Both agen-
cies are concerned with the same problem.”

Since 1949 the responsibility for administering the work of the Gov-
ernor’s Highway Safety Committee has been that of the Department of
State Police. The Committee itself is composed of the Superintendent of
State Police, Attorney General, State Highway Commissioner, Commis-
sioner of Labor and Industry, Commissioner of Agriculture, a member of
the State Corporation Commission, the Superintendent of Public Instruc-
tion, Commissioner of Motor Vehiclés and State Health Commissioner.

“The Committee as a whole meets four times a year. However, the
Executive Committee might meet more often and the Chairman confers
with the Committee member whose department might be more directly
involved in a certain project than the others. In this connection, it should
be noted that each Committee member does not look to the Committee for
the administration of his own department. It is only in concentrating
effort on an overall issue that the Committee takes collective action.

“There has also been formed the Work Committee which consists of
a member of the department of each Committee representative, appointed
by him, to represent him when his presence is impossible or impractical
and to assist him in the work of the Committee.”*

The Citizens Advisory Committee was formed in 1955, and is com-
posed of 55 citizens, appointed by the Governor, representing industry,
civic organizations, etc. This Advisory Committee meets several times a
year, primarily for the purpose of discussion of State safety programs.
Its membership have no definable terms, and there are no specific provi-
sions made for its government. With the exception of the addition of the
Citizens Advisory Committee in 1955, the structure for administering the
State’s safety program has not been overhauled since 1948.

(2) Local Organization

In the private sector, the Virginia Safety Association, supported largely
by business and industrial organizations, meets annually. It has an active
highway safety section and the annual meetings are well attended. It
operates on a budget of less than $14,000 and because of meager resources
it is li_rlnited in its organizational work and in the servicing of local safety
councils.

When the Governor’s Highway Safety Committee was formed, the
staff determined to organize a safety council for each county and city in
the State.

“Apart from inherent public lethargy as to traffic safety, we ran into
lack of local appropriations for administering councils, long distances
which members would have to travel for meetings and activities, and the
fact that our staff was too small to aid them in maintaining continuous
interest and promoting programs the year around.

“Many councils were formed and some fell by the wayside, until
finally we realized that the optimum was to work with those who were
going l‘something and leave off attempting to prod those who were coma-
ose.””?

With only two staff fieldmen to assist in this program it is under-
standable why the Governor’s Highway Safety Committee gave up this
original objective.

*  Ibid.



According to the figures supplied to the Commission by the Virginia
Safety Association there are today only 21 active safety councils in the
Commonwealth; four towns, nine cities and eight counties. Seventeen
councils previously organized have become inactive.

No counties, towns or cities, as far as it can be discovered, have any
official organization for the formulation or implementation of a traffic
safety program. Department heads of local governments operate within
their respective fields without plan, coordination, or positive programs of
assistance, except as they may individually request it from State agencies.

(3) Needs

With regard to State organization, the question has been raised, both
within the Commission and at various levels of government, whether the
present State machinery for formulating and administering the State
safety program and organizing citizen support is any longer the best pos-
sil}le method for meeting the increasingly serious problems of highway
safety.

While the National Safety Council has been generally complimentary
as to Virginia’s organization and citizen support program it has found
fault with the fact that the Governor does not actually preside over the
Highway Safety Committee meetings, even though the Committee is di-
rectly responsible to him. Though Virginians do not generally consider
this criticism valid, the criticism is in line with the National Safety Coun-
cil’s own criteria which they had established in order to encourage the
chief executives of the various states to take a direct hand and personal
leadership in State safety programs. In addition the Council’s approach
foreshadowed the 1966 federal legislation.

The federal Highway Safety Act requires that a State Highway Safety
program must:

“(A) provide that the Governor of the State shall be responsible for
the administration of the program.

“(B) authorize political subdivisions of such State to carry out
local highway safety programs within their jurisdictions as a part of the
State highway safety program if such local highway safety programs are
approved by the Governor and are in accordance with the uniform stand-
ards of the Secretary promulgated under this section.

“(C) provide that at least 40 per centum of all federal funds appor-
tioned under this section to such State for any fiscal year will be expended
by the political subdivisions of such State in carrying out local highway
safety programs authorized in accordance with subparagraph (B) of this
paragraph.”

In a statement of the National Highway Safety Agency dated Decem-
ber 5, 1966, it was said that the “Governor may, however, administer his
State’s highway safety program through an appropriate instrumentality
of the State.” Virginia’s present form of governmental organization un-
doubtedly meets this requirement.

. But while our present organization may on its face meet federal
requirements, the question remains whether the existing approach to or-
ganizing our resources for a traffic safety program is the most effective one.

With over 1,000 deaths each year on Virginia highways, with 40,000
annual injuries and with millions of dollars in economic loss, this problem
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is of such general importance and magnitude that we believe it must have
the undivided attention of a separate division of State govermment charged
directly with responsibility for implementing, coordinating and carrying
out a State traffic safety program.

We have also concluded that the highly informal nature of the organ-
ization of the Citizens Advisory Committee is not as conducive to providing
adequate citizen support for State programs as it should be and that its
format does not encourage the development of recommendations which are
based on facts and which might direct the organization’s efforts toward
practical solutions of safety problems.

With respect to local organization and grass roots citizem support, it
seems obvious that our present efforts need strengthening to reach local
government and_citizens. We believe that State and local public officials
must carry the responsibility to initiate a strong State-wide effort.

It is clear from the federal Act that it contemplates each locality hav-
ing a local highway safety program. Both the requirements of the Act
and the formula for distribution of 40% of matching funds to the localities
make this point plain. The Governor and the State-level organization must
approve and stimulate local action. Both State and local organizations
must be effective.

The recommendations which follow are designed to provide the means
to revamp our State-level organization so that it can implement a State
plan for traffic safety and stimulate and encourage the establishment of
local governmental and citizen organizations that can carry out city and
county programs.

C. Recommendations and Reasoning

*(1) A Highway Safety Division should be created within the Governor’s
Office and charged with administering the State’s traffic safety
program; a Highway Safety Commission should be appointed by
the Governor to work with the Division; and a coordinating com-
mittee of heads of State agencies concerned with highway safety
should function in cooperation with the Division.

In brief, we propose legislation to create a new Highway Safety Divi-
sion which would, as the existing Division of Personnel, operate within the
Governor’s Office and under supervision of the Commissioner of Adminis-
tration. The Highway Safety Division would be charged with the admin-
istration of the State’s traffic safety program on behalf of the Governor,
including such matters as approval of local safety programs. All actions
of the Division would be subject to review and approval by the Governor.
The staff of -the present Governor’s Highway Safety Commlttee should
and can readily be transferred to the Division.

A twelve-man Highway Safety Commission should be appointed by
the Governor to serve as an advisory and review body for the Division.
Citizens with special qualifications in this field should be appointed to
serve no more than two four-year terms on a staggered basis to provide
continuity. The Commission would assist the Division in the formulation
of the State’s traffic safety program, in review of the program, in suggest-
ing recommendations for improvements through administrative action and
legislation, and in supporting local safety programs and citizens’ activities.

A Coordinating Committee, composed of the heads of State agencies

* An asterisk preceding any summary statement of a recommendation indicates
legislation to implement the recommendation will be found in the Legislative Appendix.
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having responsibilities in the field of highway safety and comparable to

the current Governor’s Highway Safety Committee, should also be organ-

ized as an adjunct to the Division. The head of the new Highway Safety

]8ivisiont, the Commissioner, would serve as chairman of the Coordinating
ommittee.

The Commission believes that the time has long since passed when
traffic safety should be considered a secondary responsibility of State gov-
ernment. Under the present administrative machinery highway safety is
the secondary responsibility of department heads who have a primary
responsibility in their various fields. As a result, safety receives less em-
phasis than it would if it were the primary responsibility of a separate
State agency. It is recognized that the operational functions for highway
safety must of necessity rest in many departments and that in many cases
decisions affecting highway safety are affected by factors other than
safety. There must be, however, some agency charged with the responsi-
bility of seeing that the safety factor receives adequate consideration, and
in cases of disagreement such disagreement must be resolved by the Chief
Executive or by the legislative branch.

Under the present plan of a committee made up of co-equal depart-
ment heads, the natural inclination of its members is to adopt a “live and
let live”” philosophy and not interfere with the functions of another depart-
ment. Each department head understandably feels that his department is
doing the very best possible job in the interest of safety, and if there were
better methods he would be using them. The maintenance of the status
quo therefore becomes the norm. As a result, few legislative recommenda-
tions have come from the Governor’s Committee for improvement of high-
way safety, and in some instances where there have been private disagree-
ments over the policies of a particular department, these have never been
- resolved by the Committee as a whole.

The Commission believes that the centering of responsibility for traf-
fic safety in one place, fortified by the prestige of the Governor’s Office,
will sharpen governmental and public attention on the problem and there-
by bying about decisive action and a decided improvement in all safety
services.

Further, the presence of the federal government in the safety field,
requiring extensive coordination with the federal Highway Safety Agency,
plus the administration of federal appropriations and the necessity under
these programs for the Governor to oversee and approve local programs,
will require undivided attention of an office charged with traffic safety
responsibilities.

It is estimated that the annual cost for establishing and maintaining
this Division will be $41,500 for new personnel in addition to those pro-
vided for in past appropriations for the Governor’s Committee, the per-
sonnel of which would be transferred to the Division. In addition, an an-
nual appropriation of $8,400 would finance the meetings and expenses of
the twelve-man Commission. Since these personnel would be evaluating
programs for federal purposes, it is believed these expenditures would
qualify under federal requirements for 560-50 matching funds.

*(2) Legislation should be enacted to require each city and county to
formulate a local highway safety program and establish a local
highway safety commission; and to provide for at least one meet-
ing annually of the chairmen of the local commissions as the State’s
Advisory Committee on Highway Safety.
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. Local. participation in the field of highway safety must be forthcom-
ing, not simply because of federal standards or financial incentives, but
mainly. becatise local activity is absolutely essential to any State-wide
safety effort. Adult driver education, driver improvement; local street and
road conditions, the identification of local accident-prone locations and
numerous other aspects.of highway safety can be handled effectively only
through the immediate involvement of local government.

The legislation which we propose will require each county and city to
submit a highway safety program to the Governor any time prior to
January 1, 1969. Priority items which should be covered in these pro-
grams are the status of and plans for affording adult driver education and
driver improvement courses, methods of and plans for identifying accident-
prone locations on highways under the locality’s jurisdiction, and the de-
gree of compliance with State design standards in construction and main-
tenance of highways within the locality’s jurisdiction.

This legislation also provides for the establishment in each city and
county of local highway safety commissions, which should meet not less
than four times a year, be appointed by the local governing body, and have
the basic responsibility of recommending to the local governing body a
highway safety program and of periodically reviewing its implementation.
All local programs adopted by the local governing body and submitted to
the Governor would then be reviewed by the Governor or his designated
representative for purposes of determining whether they shall be approved.

The greatest latitude for the organizational composition of such local
commissions should be provided in order to meet varying governmental
requirements, with the one proviso that one member of the local governing
body be a member of the local commission to assure a proper and necessary
liaison between these two groups.

A statutory State Safety Advisory Committee, not to exceed 150
members, composed of the chairman of each county and city highway
safety commission as well as representatives of State-wide industry, civic
and safety organizations, shall be appointed by the Governor—the latter
for staggered terms of four years, eligible for reappointment for.an addi-
tional term of four years. The function of the Committee shall be to pro-
vide organized public support through local and State-wide organizations
for the State’s Highway Safety program, provide advice to the State High-
way Safety Commission with respect to formulation of a balanced program
of traffic accident prevention, and to act as liaison between the locality and
the State. The Committee shall meet not less than once a year and at such
other times as the Highway Safety Commissioner may call. It shall elect
its own Chairman, subdivide its membership into working committees
and provide its own by-laws for its government.

The present Advisory Committee is too loosely organized for effective
action and through no fault of its own has been criticized as little more
than a discussion group. The above recommendation attempts to correct
these weaknesses and at the same time permit the Committee to operate
independently of State government and offer a fresh viewpoint. In ad-
dition to the functions outlined above, this new Committee will serve as
an important forum for comparing local programs and exchanging in-
formation among the local commissions.

We recommend an appropriation of $13,500 annually to cover the.
expenses of meetings and the circulation of material and information
within the Committee and by the Committee.
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*(3) Legislation creating the Highway Safety Division should give that
agency specific responsibility to see that State laws relating to
highzxiay 1safety are complied with at the State and local govern-
ment levels.

At present what is everybody’s business is no one’s business. As a
result, many provisions for highway safety now in the Code are dis-
regarded or, perhaps, unworkable. One function of the Division would be
to follow through on enforcement results, suggest improvements which
promote the workability of laws and report on defects in laws for legis-
lative correction.

In addition, the Division will be charged with approving local pro-
grams and with following their implementation for purposes of meeting
federal requirements for matching funds.

*(4) The new Highway Safety Division should also be given specific
authority and responsibility for assisting in the organization of
functioning local citizens’ safety councils.

This recommendation ties in closely with those contained in the seg-
ment of this report on Public Information. As will be seen in that segment
we are recommending additional fieldmen in addition to those currently
working for the Governor’s Committee, all of whom will be working out of
the Highway Safety Division. These fieldmen should serve to assist in
implementing the State program and in organizing and servicing local
citizens’ safety councils which will be active in the field of highway safety.

Unless there is public awareness of the safety problem and develop-
ment of public opinion in support of safety programs, the public will often
oppose official action through lack of understanding. Further, unless citi-
zens give their active cooperation and support to programs for the preven-
tion of accidents even the best programs cannot be made wholly effective.
Many of these organizations die for the lack of leadership, lack of a defi-
nite program or job to do (such as an inventory of local needs, observation
of functions of traffic courts), and lack of servicing. These stimuli must be
provided from the State level. We see the furnishing of this leadership as
a key function of the new Division.

*(5) To enable the State to secure benefits available under the federal
Highway Safety Act, a consent statute should be enacted empow-
ering the Governor to contract and take necessary steps to secure
such benefits.

With respect to the legislative measure suggested here, we simply note
that this type of legislation has been enacted since the first Federal-Aid
Highway Act of 1916. It will serve to empower Virginia to take advantage
of federal funds in the implementation of various phases of the proposed
highway safety program.

III. PUBLIC INFORMATION

A. Overall Goals

We desire to promote the use of all media of communication by imag-
inative and professionally qualified personnel for the broad dissemination
of highway safety information to increase the safety education of drivers
and pedestrians and to develop public understanding and support of a bal-
anced traffic safety program. A necessary adjunct to this goal must be an
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adequate staff of trained fieldmen whose responsibility it will be to contact
not only mass media, but to establish working relationships with key
people and organizations in each community.

B. Background
(1) Current programs

The National Safety Council has made no evaluation of Virginia’s
public information program since 1963. At that time Virginia received a
high rating for the work being done in this field. In its 1966 summary of
recommendations the Council had this to say:

“The Virginia public information program, as well as its materials,
should be evaluated now and periodically in the future. This could be
started by reviewing the public information data reported in the 1966
inventory. Major emphasis programs should be conducted . as needed,
directed at agreed-upon major needs and problems. The public informa-
tion function should utilize, in balance, all available media and aids. Mass
media use should be reinforced with personal influence type activities.”

It was not possible for the Commission to make such a review, and
even if it could have done so, its information would be incomplete as not
all communities participated in the inventory. The Public Information
Division of the Governor’s Highway Safety Committee, through Mr.
Hiram Smith, does a remarkably competent job, considering its budgetary
limitations and the lack of an adequate professionally qualified staff. It
requires personnel, which he does not have, to utilize to the best advantage
professional advice and talent outside of State agencies. When the tremen-
dous number and diversity of all appropriate outlets, such as newspapers,
wire services, film, radio, TV, employee publications, trade journals, news-
letters, etc. are considered, the Virginia organization for dealing with the
problem leaves much to be desired. When the wide variety of types of
information (from direct advice, such as radio announcements to turn on
headlights at dusk, to statistical summaries) is considered, the need for
expert talent to best use available information and media becomes obvious.

Nevertheless, laboring under the handicap of inadequate budget and
personnel, the Public Information Division of the Governor’s Highway
Safety Committee is currently providing material that is predominantly
(72%) good according to replies received from 29 broadcasters in response
to a questionnaire sent out for the Commission by the Virginia Association
of Broadcasters. Although no such questionnaire as submitted to the Vir-
ginia Association of Broadcasters was sent to affiliates of the Virginia
Press Association, it can be assumed, from other readings, that the re-
action would generally follow the same lines.

Personal-influence type activities are minimal to reinforce use of the
mass communication media. To accomplish this Virginia has only two
fieldmen working throughout the State. One of these lives in Richmond
and one in Salem. A considerable portion of their time is spent in travel
whereas if there were additional personnel they would be able to spend
more man-hours in actual work within communities they would serve.

(2) Needs

No better list of requirements could be cited than the Standards of
the National Safety Council which follow :

“There should be a policy statement that makes clear the objec-
tives of the public information program. These objectives should in-
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clude the following: (a) Telling the public the facts about traffic
accidents—their number, where and how they occur, and why. (b)
Defining and explaining the official measures that make up the State’s
Action Program for Highway Safety and building public support for
them. (¢) Providing individual drivers and pedestrians with the in-
formation they need to protect themselves and others. (d) Continu-
ally emphasizing the need for each individual to meet his personal
responsibility. (e) TUtilizing special-emphasis programs when they
are appropriate.

“The public information function should be adequately staffed
with professionally qualified personnel. Professional degree in public
relations or related discipline or equivalent experience plus periodic
re-training through attendance at such courses as those directly in-
]a)ugurated by the Mass Communication Center at the University of

enver.

“The public information function should utilize professional ad-
vice and talent available outside of state agencies. A working relation-
ship should be established between the public information function
and the members of the communication sciences and social disciplines
of the state’s universities and colleges, as well as with other profes-
sional groups within the state.

“Major emphasis public information programs should be period-
ically conducted by each state, directed at agreed-upon major needs
and problems that exist within the state.

“The public information function should utilize—in balance—such
materials as news releases, fact sheets, cartoons, suggested editorials,
I%hotos, charts, radio-TV spot announcements and suggested script,

V slides and films, radio transcriptions, and feature articles.

“Personal-influence type activities should reinforce the use of the
media of mass communication. State agencies should utilize the state
safety council for developing coordinated organizational support for
public information objectives. These organizations would include
churches, schools, civic groups, industry, fraternal organizations,
professional associations, and such. These organizations should be
furnished with such program items as qualified speakers, traffic safety
films, brochures and other printed materials, posters, speech outlines
and suggested speeches, plus the technical assistance needed to plan
meaningful traffic safety programs consistent with the organization’s
objectives and members’ interests. Information on the National
Safety Council’s Driver Improvement Program should be included as
part of the above.

“The objectives of the public information program, as well as
program materials, should be periodically evaluated as to their cur-
rency, usefulness, and effectiveness.”

The Commission was especially impressed by three specific needs:

First: The need to tap the know-how of available specialists in the
field of mass communication in order to reach the public more effectively,
especially that portion of the population which the normal processes of
education does not touch.

Second: The need to better utilize mass communication for continuing
education of all drivers and pedestrians.

Third: The need for additional personal-influence personnel working
throughout the State with local officials, citizens groups, etc. Since there
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is I(lio dsubsti’cute for personal contact, it follows that more fieldmen are
needed.

- In the preceding section of this report, it is proposed that counties
and cities be required to carry out local highway safety programs within
their jurisdictions as a part of the State program. These local programs
will have to be approved by the Governor and should be in accordance with
the standards promulgated by the U. S. Department of Transportation.
The coordination of these programs will have to be aided largely by field
representatives, thereby greatly increasing the already demanding work-
load now being carried by the present fieldmen.

C. Recommendations and Reasoning

(1) The present staff of two fieldmen for the Governor’s Highway Safety
Committee should be expanded to six men.

Tripling the existing staff should more than quadruple the working
capacity of this staff through cutbacks in time devoted to travel. The need
for additional men is obvious and must be filled.

The job of fieldmen is to carry public information work beyond the
simple dissemination of highway safety literature and announcements.
The most vital aspect of their work is to assist in the establishment of
local safety councils, to service such councils and to aid local govern-
mental organizations in setting up and implementing local highway safety
programs.

The added personnel which we suggest is the bare minimum needed
and will require an added appropriation of $50,648 per year which may
qualify as a new State appropriation for personnel to evaluate highway
programs and for matching federal funds on a 50-50 basis.

(2) The Director of Public Information should utilize, to the extent
feasible, professional talent from advertising agencies and like
groups in the production of safety programs and materials.

We would urge the Director of Public Information to utilize to the
fullest extent possible the services of professional advertising, design, com-
munications and public relations personnel in the production and evalua-
tion of programs, announcements, articles and all materials. Many of the
comments sent in by broadcasters coincide with this suggestion.

(3) Public information programs should place primary emphasis on con-
tinuing education of drivers and pedestrians.

We wish to emphasize the importance of using mass media to educate
drivers and pedestrians how to use the highways. Their education, begun
in schools, must be continued so that they know how to use new, high-
speed highways safely, learn of changes in rules of the road and are made
aware of defensive driving techniques and other facts which will improve
their chances on the road.

It is not enough, though unfortunately it seems necessary, to tell the
public of the seriousness of the highway accident epidemic. Major atten-
tion should be given to professionally-packaged, educational driving infor-
mation to continue driving education for those with some past instruction
and to reach the seriously large number of drivers with no previous driver

training.

(4) Public information materials should be evaluated periodically by
outside experts.
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We are convinced that it is of real value to have, in addition to review
by our State agencies, a periodic review, at least every two years, of our
public information program and materials by outside experts. Such out-
side review could be conducted by either the National Safety Council
which has in the past performed this service or by a panel of private
citizens with expert knowledge in the field.

The benefits of such review are found in the comparison of our pro-
gram to those of other states, the stimulation of new ideas and in the
discovery of weak spots in the program often discernible only by persons
not directly connected with the program.

IV. RESEARCH

A. Overall Goals

. Virginia’s-goals in this field should be to establish and maintain ade-

quate .research.and evaluation facilities in the State, and within those

major departments having safety responsibilities, for the collection, evalu-

ation and dissemination of information for the prevention of highway

gccidents in Virginia, and the reduction of the severity of accidents that
0 occur.

B. Background
(1) Current research activity

‘The State Highway Department and the Virginia Highway Research
Council are already conducting, within budgetary appropriations, a limited
program in safety research. The limited research being done in Virginia
appears to be of high quality. While there is considerable collection of
accident statistics and data which are most useful, no other department,
such as the Division of Motor Vehicles or the Department of State Police,
Health, Education or Labor, is engaged in any continuous research opera-
tions leading to evaluation of safety information. This lack is due to both
a scarcity of funds and adequately trained personnel.

The preceding statement is subject to the important qualification that
continuous and valuable operational use is made of accident statistical
data, particularly by the State Police. For example, the State Police make
a periodic analysis of crash statistics and rates to see if proper steps are
executed to bring about a logical relationship between crashes and enforce-
ment at specific locations. In addition, the Department of State Police has
a newly organized Research and Development Division which can prove of
real value in increasing the analysis made of data being gathered.

The Division of Traffic and Planning of the Highway Department
maintains an accident analysis section, employing 21 people, which is
operated on funds provided by the maintenance allocation of the Highway
Department. They recently submitted 525 specific problems for analysis
and correction under the federal spot improvement program which will
involve $12 million in expenditures over the next four years, assuming the
funds are available.

This analysis program, which was begun in 1952 when the Highway
Department found that accidents were an indication of engineering prob-
lems, concentrates its attention on the search for accident-prone locations
by use of a rule-of-thumb which requires investigation of every location
where five accidents have occurred and through investigation of inadequate
stretches of road where numbers of accidents occur.
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To pinpoint the severity of the accident-prone“locations: probléem in
Virginia, the State Police reported that for the year 1966 there were:somé.
1,700 known accident-prone locations on Virginia highways under- juris<
diction of the Highway Department The Associate Engineer of Traffi¢
and Planning pointed out that engineering has a tremendous impact:ow
safety and that the correlation between improved roads and reduced -acci+
dents is extremely close. He further stated that their analysis ‘section was:
severely limited in the amount of research -work which.they are.doing and
would hke to expand. As stated in “Reducing Accidents by Trafﬁc %In 1-

by the amount of hlghway funds available for expendlture

The above statement, which was made in 1957, remains.an apt descrip-
tion of the inadequacy of the research and. correctlve effort ini relation to
the size of this particular problem. The Director of Program and’ Planmng‘
for the Highway Department reported that in 1965-1966,$233,500 ‘was
allocated for correcting 22 specific accident-prone- locatlons and:in;y1966-
1967, $441,500 was allocated for 39 specific projects. The magmtude of
the problem can be emphasized by repeating that the 1966 State Police
Report pointed to 1,700 acczdent-p'rone locations fwzthm the State

The Division of Traffic and Plannlng pubhshes, 1n coopen tion., with
the State Police and the Bureau of Public Roads, an excellent ‘“Summary
of Accident Data” which provides a comprehensive’picture’ of the accident
problem on the three State highway systems. There remains; however,
the task of interpreting these data to develop operatlonal policiés.

The Virginia nghway Research Council, which was estabhshed in
1948, is sponsored cooperatively by the Department of Highways and the
Un1vers1ty of Virginia. It is located in the Un1vers1ty s Schoal of ;Engi-
neering and Applied Science. The governing body is.the Admmlstratlon
Board composed of the Virginia Department of Highway’s Deputy. Com-
missioner and Chief Engineer, the Director of Programing and Planning
and the State Highway Research Engineer; the -University’s Dean of
the School of Engineering and the head of the Department: of’ C1v1] Engl-
neering.

The objectives of the Council are: “To serve as a center for securmg
and disseminating information leading to a more scientific -and improved
approach to h1ghway transportation, engineering, and reseairch; fo edu-
cate and train men in the fundamentals of h1ghway eng1neermg and other
areas encompassed by hlghway transportation.” - -

The research sections of the Council are: Bltummous, Br1dges Con-
crete, Economics, Geochemistry, Maintenance, ‘Pavement;. Petrography,
Sod, and Traffic. In its 1966 Annual Report the Council- noted that the
sectlon on Traffic, one of the most important from the standpoint.of high-
way safety, is now inactive. Hope was expressed in'the 1966 Annual Report
that the Traffic section could be staffed in the near future.

The Council pursues the following activities: (1) research, (2) edu-
cation and training through short courses and conferéences for men in the
field, (3) development of communications and efficient exchange of infor-
mation with other agencies doing research in this field, and’ (4) the wrlt-
ing and publication of the results of research projects.

The types of studies released by the Council range from papers on’
skid-resistant pavement and studded tires to an analysis of. the. enforce—5
ment of selected traffic laws. The latter was a study done by the .Council
for this Commission. The bulk of the Councﬂ’s work relates.to analyses of
highway materials.
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Very little research is done with respect to highway safety. as such.
It was noted by the Director of the Council that the Council did not go.into
interpretation of State statistics such as those gathered in “Virginia Crash
Facts.” "He also noted that the Council had a high turnover in professional
employees. ‘“The Research Council in recent years has had difficulty. in
recruiting personnel because State salaries are not as high as.professional
salaries in the academic world and both are often below those of industry.”

Over the past three years.the Council has developed a library to the
extent feasible within available space and limited means. The Council also
has available the engineering library of the University.

(2) Needs

After reviewing the research efforts of the Commonwealth, the
National Safety Council in its 1966 Report on Virginia’s Status and Needs
made the following recommendations:

“RESEARCH AND DEVELOPMENT

“A. The Governor should endorse a policy defining the role of re-
search and development in the state’s program, including a
provision for evaluating their effectiveness.

“B. A professionally staffed, research and development coordinating
unit should be established to assist other departments. Each
major operating department also should have its own research
and development section.

“C. University traffic research facilities should be provided for by
allocating an appropriate portion of the highways budget.

“D. A summary of needed research should be prepared and kept
up-to-date.

“HE. Research priorities should be established.

“F. Virginia should support the development, testing and application
of research findings.

“G. Research and development consultation and assistance should
be provided by the state to counties and cities.

“H. Cost-benefit studies should be made periodically.”

The above recommendations of the National Safety Council provide
as fair a summary as any on where Virginia now stands and what needs to
be done with respect to research in safety matters.

The recent federal legislation which directs the national Highway
Safety Agency to undertake research concerning motor vehicle safety per-
formance and provide for national vehicle safety standards should be kept
in mind while determining Virginia’s program. The Agency will under-
take under the federal statutes broad basic safety research programs and
demonstration projects. In view of the potential activities of the federal
government in this field, it is obviously undesirable and unnecessary for
the Commonwealth to duplicate research conducted by the national Agency.
Nevertheless, there remains a great deal to be done on the State and local
levels to tailor our safety programs to Virginia conditions and State
statutes. Further, Section 402(b)1 of the federal Highway Safety Act of
1966 provides: “The Secretary shall not approve any State Highwa,
Safety program under this section which does not—provide for . .. (5
adequate research .. .”. In addition the federal standards require periodic
evaluation of State and local safety action.
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C. Recommendations and Reasoning

*(1) A professionally staffed research, evaluation and traffic accident
prevention center should be established to assist State agencies
and localities with highway safety programs and to carry out and
coordinate research activity.

A professionally staffed research, evaluation and traffic accident pre-
vention center should be established to assist the operational State agen-
cies in the development of the State’s safety programs and to evaluate the
effectiveness of such programs. The center should act as the coordinating
unit for all highway safety research within the State. Research and acci-
dent prevention assistance should be provided by this center to all counties
and cities in the development of local programs. Specific functions which
should be assigned as soon as feasible to the center will be treated in the
three following recommendations. We set out at this point what we believe
to be the best way to organize the center with the maximum benefit and
least cost to the State.

The center should be established through the revamping and expan-
sion of the Virginia Highway Research Council which would itself be the
logical organization to assist in developing in necessary detail the full
structure of the proposed center. The Council already possesses a basic
research organization, professional competence, experience in highway
research and established connections with the Department of Highways
and the academic community of the Commonwealth. It is located at the
University of Virginia with access to the facilities of the University.

The center should be under the direction of the State Highway Safety
Commissioner but with its own director. It should be organized so as to
operate free of the domination of any State agency and under the Gover-
nor’s control through the Highway Safety Commissioner. It could and
would, of course, continue highway engineering research projects for the
Department of Highways as in the past.

It is our hope that the center can be initiated prior to the end of this
year: first, through the appointment by the Governor of a committee of
State officials to outline functions of the center, its organization and its
relation to existing programs for highway safety in the State; second,
through the assemblage of a traffic safety library at existing Council and
University facilities; and third, through preparation of a feasibility study
by the Council in cooperation with State agency personnel to delineate the
most needed research areas, the best means to coordinate agency activities
and center services, and the ways to put research findings into practice.

Therefore, we recommend the Governor pursue this suggestion
through agreement with the Council. Funds needed to finance these initial
steps have been estimated by the Council to be $100,000 and can, we under-
stand, be sought from federal funds which would match existing State
expenditures. Sums of $200,000 and $300,000 should be appropriated in
the two years of the coming biennium to finance center research and
evaluation projects. These new expenditures would then qualify for match-
ing federal funds.

*(2) The proposed center should prepare and maintain a detailed list of
needed research projects and available studies.

The research, evaluation and accident prevention center should pre-
pare a list of research needed for the improvement of traffic safety in

* As noted earlier, legislation for recommendations starred will be carried in the
Legislative Appendix.
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Virginia, and such a summary should be continuously up-dated. Priorities
for such research should be established. It is to be noted that this recom-
mendation specifically relates to operational research and evaluation as it
pertains to traffic safety in the Commonwealth and does not cover the
basic, general research which will be done on a national and regional basis
in the future. It is logical, therefore, that interpretation of State accident
statistics, and analyses of safety programs, enforcement techniques, and
statutes in order to develop accident prevention and to detect weaknesses
in Virginia’s enforcement system ought and should be a matter of first

priority.

This list or current bibliography would be a highly developed follow-up
to the section of the feasibility study, called for in the preceding recom-
mendation, on the delineation of most needed research areas.

*(3) The proposed center should develop a highway research library.

There should be established at the research center an adequate reposi-
tory of highway safety information. This library should have the capa-
bility of effectively transmitting research findings and accident prevention
data accumulated from all sources, national and State, as it is needed, to
those charged with highway safety responsibilities in the State govern-
ment and in the localities.

This feature of the center should have top priority as indicated above
in the discussion of the initial organization of the center.

*(4) The proposed center should report its own research findings and
recommendations systematically.

The center should systematically make available to appropriate State
and other public officials and to the general public the results of its find-
ings. Insofar as possible it should translate such findings into specific pro-
grams and recommendations for application to and improvement of high-
way safety proecedures and programs. In this manner it can most effec-
tively assist the new Highway Safety Division to formulate and evaluate
State and local highway safety programs.

(5) Separate research divisions should be formed within those State
agencies having particular responsibilities in the field of highway
safety.-

The Highway Department, the Division of Motor Vehicles, and the
Department of ‘State Police should have their own research, planning and
development.sections. Department heads and other officials responsible for
decision. making are so busy with day-to-day administration it is not pos-
sible for them to do justice to their important areas of responsibility and
at the same time engage in analysis, research, development and planning.

The State Highway Department already has a Division of Traffic and
Planning, which is doing research and analysis on a limited basis, which
needs to be expanded to a degree commensurate to the task. The Depart-
ment of State Police has initiated activities along these lines. The Division
of Motor Vehicles has estimated the cost of initiating a planning and
research section at $60,000 annually. These Departments should be fully
supported in their efforts to establish and expand such divisions, and ade-
quate provision should be specifically allocated in the Budget for that
purpose..

These three are the key agencies in the field of highway safety which
should be encouraged to have active research and analysis sections. They
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currently collect and use quantities of data relevant to highway safety,
drivers and vehicles. These research sections can bring analysis and inter-
pretation to bear on such data to develop innovations and new safety
measures. In time, we hope other agencies such as the Health and Educa-
tion Departments can follow suit.

Because the area of need for research and analysis is so great in all
departments, we are reluctant to single out any one activity for budgetary
preference. We do, however, recognize that great potential for saving lives
lies in the analysis and correction of accident-prone locations.

V. UNIFORM LAWS
A. Overall Goals

Our primary area of concern under this topic has been Virginia’s
statutes as measured against the Uniform Vehicle Code. It has not been
our immediate goal to bring Virginia’s laws into conformity with the
U.V.C. for several reasons. First, Virginia has for many years paid close
attention to the Code, and in many instances, we have frequently as a mat-
ter of course adopted provisions comparable to those in the Code for use in
Virginia. Second, the U.V.C. itself is presently undergoing intensive study
which will culminate in a new revised Code available early in 1968. Third,
our time and staff were insufficient to conduct a section by section com-
parison and evaluation of these two bodies of law.

We have, therefore, concentrated our efforts on several more trouble-
some areas and provisions which have been brought to our attention and
I'ex(liieweczjl these in terms of the U.V.C. and Virginia’s specific conditions
and needs.

B. Background -

Both the Uniform Vehicle Code and Virginia’s motor vehicle laws are,
of course, available, but not in a comparative form which could be of great
assistance to legislators, State administrators and others concerned in the
field of traffic and highway safety.

At the time this study was initiated, the only available comparative
study was one making use of the “Workbook To Facilitate Uniform Traffic
Laws’” produced by the National Highway Users Conference. This Work-
book contains the U.V.C. provisions with spaces to insert comparable
Virginia sections and to add comments. It was completed only in part in
1964 through the efforts of the Department of Education, Department of
Highways, Division of Motor Vehicles and Department of State Police.
Only one copy of this Workbook is available and it is very incomplete and
out of date.

A major need, recognized by the committee of this Commission study-
ing this area near the outset of its investigation, is for a usable compara-
tive study of Virginia’s motor vehicle laws and the provisions of the
U.V.C. To that end the study committee adopted the following :

RESOLUTION

Whereas, a comparative study of Virginia’s rules of the road and
related laws and the Uniform Vehicle Code should be of great assist-
ance to all concerned with highway legislation in Virginia; and

" Whereas, this Committee understands that the United -States
Bureau of Public Roads treats such comparative studies as proper
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items for highway planning and research fund grants, and that federal
highway planning and research funds-are available upon application
by the State Department of Highways to the Bureau of Public Roads
to ﬁn%nce such a study at a cost estimated to be $6,500; now, there-
fore, be it

Resolved by the Committee studying Uniform Laws and Ordi-
nances, That the Executive Committee of the Virginia Traffic Safety
Study Commission seriously consider requesting the State Department
of Highways to include a comparative study of Virginia’s motor vehi-
cle laws and the Uniform Vehicle Code in its program of highway
research and planning operated in conjunction with the federal gov-
ernment so that such a study may be made available to the members
of the next General Assembly and other concerned State officials prior
to January 1, 1968.

In compliance with this Resolution the Executive Committee insti-
gated discussions with the Highway Department to negotiate for funds for
this study. The comparative study is now under way and being conducted
by the Committee on Uniform Traffic Laws and Ordinances under con-
tract with the Highway Department. It should be complete by the latter
part of this year and available to members of the General Assembly and
officials in State government.

Other needs concerning revisions in Virginia law are taken up one by
one in the recommendations which follow.

C. Recommendations and Reasoning

*(1) Provisions governing the use of flashing warning lights and sirens
by emergency and special vehicles should be simplified and made
more uniform by limiting the use of red flashing lights to actual
emergency vehicles and school buses and by utilizing yellow lights
for maintenance vehicles and blue lights for identification pur-
poses.

On this question we sought the advice of all those groups which use
emergency or other vehicles in Virginia for a recommendation that will
simplify the provisions concerning and use of special warning devices.

It should be noted in this area that the U.V.C. definition of ‘“author-
ized emergency vehicles” is followed exactly by only nine in 51 jurisdic-
tions and not utilized at all by nine others. The remaining states use a
definition which deviates to some extent from the Code.**

In this instance, the Commission feels that, since interstate uniform-
ity is unattainable, the prime goal clearly must be to simplify the use of
lights so that Virginia’s motorists will know when to yield the right-of-
way and when to expect special vehicles to pass at intersections, go through
stops and the like. Thus our recommendation is to limit the use of red flagh-
ing lights solely to those emergency vehicles authorized to disregard such
laws and to school buses which constitute a unique category of vehicle, and
to prohibit the use of such lights by construction and maintenance vehicles
and privately owned individual vehicles belonging to volunteer firemen or
rescue squad members.

In other words, flashing or revolving red lights should, with the sole,
well-understood exception of school buses, signal an emergency and alert
the driver to yield and permit the emergency vehicle to proceed.

* Legislation for recommendations starred will be carried in the Legislative Appen-

dix.
** See, 2 Traffic Laws Annual 2-8.
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Our current use of red lights on maintenance and private vehicles
dilutes their warning and emergency value. We recommend yellow lights
for warning purposes and use by maintenance vehicles and blue for identi-
fication purposes and use by individual volunteer firemen or rescue squad
members operating their own cars.

*(2) Virginia should adopt the Uniform Vehicle Code concept which
provides that motorists on separate roadways need not halt for
stopped school buses.

We are recommending the adoption of this U.V.C. provision in Vir-
ginia through amendment to § 46.1-190. That section enumerates specific
instances of reckless driving and currently defines every instance of pass-
ing a stopped school bus as reckless driving.

The surrounding states of Delaware, Maryland, North Carolina and
West Virginia and the District of Columbia as well as the U.V.C. all recog-
nize through provisions similar to U.V.C. § 11-707(d) that stopping on
one roadway for a school bus halted in an entirely separate roadway as on
our four-lane major higchways is an impractical requirement since motor-
ists on such separated roadways do not watch and should not be called on
to watch traffic on a separated roadway so as to distract their attention
from their own roadway’s traffic.

Some 37 jurisdictions have adopted provisions similar to the Code
while Virginia is among the fourteen states which have not.

In this instance it appears preferable to follow the logic of the U.V.C.
and eliminate a discrepancy in Virginia’s rules of the road which makes
ifntelzistate travel for out-of-state and for Virginia’s motorists more con-

used.

Evidence from other states indicates no increase in accidents involving
school buses and school children can be attributed to this rule, and we
suspect that confusion over Virginia’s rule and the erratic stopping caused
by it may contribute to other accidents.

The legislation which we recommend follows the U.V.C. rule which
provides an exception for vehicles traveling on separate roadways to the
general requirement of stopping for school buses.

*(8) All possible encouragement should be given to the promotion of uni-
form traffic signs and signals throughout the Commonwealth.

We have already adopted legislation to this end in Virginia. Section
46.1-187 requires all traffic signs, signals and markings set up by localities
to conform to those erected by the State Highway Department and thus to
the Department’s manual on specifications. As the statute currently reads,
there may be some room for deviation from the Department’s specifica-
tions manual because the section now only requires localities to conform
“substantially” to the Department’s standards. The legislation which we
endorse simply eliminates the term “substantially” to avoid argument or
doubt in this most important area.

*(4) The provisions relating to stopping before entering a highway should
make it clear that the motorist must both stop and wait until it is

safe to proceed.

During consideration of the preceding recommendation, it was
brought out that §§ 46.1-190(j) and 46.1-247 which concern stopping
before entering a highway have been interpreted in some instances to
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require stopping and nothing else. We propose an amendment to make it
the explicit duty of the motorist to stop until he can proceed safely.

*(5) Provision should be made to permit the Highway Department to
post differential speed limits for daytime and nighttime driving
following an engineering and traffic study.

Two facts dictate the potential value of a lower nighttime speed limit:

First, despite the fact that nighttime traffic volume in Virginia is
approximately one-half of the daytime volume, of the 908 fatal crashes in
1966, 52.6% occurred after dark and an additional 8.1% occurred at dusk.
This means that if traffic volumes were equal both daytime and nighttime,
t\;:vo gn}tlitone-half times as many fatal crashes would occur during dusk and
at night.

Second, in 45% of these fatal crashes and in 13% of all crashes exces-
sive speed was a contributing factor.

These simple facts warrant careful consideration being given to the
practice of reducing the speed limit for nighttime driving when visual
perception is itself reduced.

Both the Uniform Vehicle Code and some 23 states have statutory
provision for reduced nighttime speed limits.

The legislation which we recommend will permit the State Highway
Commissioner to decrease statutory speed limits for nighttime driving and
post the daytime/nighttime differential speed limits following an engi-
neering and traffic survey of the segment of highway posted. This author-
ity is similar to that already given the Commissioner in § 46.1-193 with
resge(ét to posting speed limits less than the statutory limits following such
a study.

The amendment which we propose to § 46.1-193 will permit the Com-
missioner to test the daytime/nighttime differential within the State and
develop data on its effectiveness.

*(6) The differential in speed limits for trucks and automobiles should be
revised to decrease the differential on divided four-lane roads.

The present differentials are found in § 46.1-193 which provides that
automobiles and light trucks shall be governed by a 65 mile per hour speed
limit on Interstate and limited access divided highways and that trucks
generally shall be governed by a 50 mile per hour limit on such highways;
and further that automobiles and light trucks travel 60 miles per hour on
other divided four-lane highways and that trucks generally travel 50 miles
per hour on such highways. A 55 mile per hour-45 mile per hour differ-
ential applies to other highways.

We recommend that this differential in maximum speeds should be
reduced with respect to Interstate highways, limited access divided high-
ways and other divided four-lane highways by setting a 55 mile per hour
maximum for trucks on these roads.

The value of a wide differential lies, to a large extent, in the fact that
it permits faster moving vehicles, without exceeding safe limits, to pass
heavy trucks and the like by imposing a slower limit on the latter. If
trucks could travel at 55 miles per hour on three and two-lane roads, vehi-
cles following them would have a strong tendency to exceed safe limits to
pass such vehicles, especially in hilly areas where trucks travel at some-
what uneven speeds.

24



On our four-lane divided highways, however, other motorists can pass
slower moving vehicles in a clear lane without undue hazard and one rea-
son for wide differentials is erased. On such roads a more uniform overall
speed contributes more to safe traffic than does a broad differential.

In light of the high speed limit on our Interstate roads we do not rec-
commend abolition of the differential altogether.

We believe the 55 mile per hour limit for trucks on these major routes
will permit a smooth flow of heavy commercial traffic through the State
and a more steady flow of all traffic on these roads.

*(7) The use of new warning devices which permit a motorist to flash all
four turn signals simultaneously should be stimulated through
legislation to require their use in hazardous situations.

Through this recommendation we wish to encourage the use of a new
device for warning motorists of hazardous conditions on all roads, espe-
cially our new high-speed expressways where advance warning of acci-
dents and stopped cars will enable approaching motorists to slow and stop
in time to avoid accidents.

The legislation which we propose requires the motorist to flash all
four turn signals simultaneously if his car is one of the newer models
equipped with a switch which permits such a warning signal and if he is
temporarily stopped on the traveled portion of the road in a hazardous
situation. The U.V.C. provision (§ 12-220(d) ) concerning the use of
warning lights, while not directed specifically to this type of new device,
is the source, in part, for our proposed legislation (by amendment to
§ 46.1-299) in the use of the concept of a hazardous traffic situation.

*(8) Slow-moving equipment should be required to yield the right of way
to traffic following it by pulling off the road whenever the condition
of the shoulder permits.

In the interest of moving traffic smoothly and regularly, we recom-
mend the adoption of a new section (§ 46.1-211.1) to require any slow-
moving equipment and machinery unable to travel at the posted speed limit
to yield the right of way to traffic which backs up behind it and when neces-
sary to pull off on the shoulder of the road for this purpose if the condition
of the shoulder permits.

VI. DRIVER EDUCATION

A. Overall Goals

The goals of driver and traffic safety education are the building of
responsible traffic-conscious citizens and the conservation of our human
and economic resources through avoided accidents. Driver education is
preventive medicine for our highway ills.

The aim of our program should be to help young people develop life-
long patterns of intelligent thoughts, actions and attitudes that will mani-
fest themselves in safe walking, driving or riding in a vehicle. This in-
cludes the ability to deal with new situations as traffic conditions con-
stantly change. Continuing and adult driver education should be used to
fortify our school program and to fulfill these goals.
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B. Background
(1) Classification

Driver education and driver improvement are the two classificationg
into which the many programs of education for traffic citizenship usually
fall. Driver education generally refers to programs consisting of both
“classroom” and “traffic’ experiences provided for the purpose of helping
prospective new drivers to become good traffic citizens and use motor vehi-
cles safely and efficiently. Driver improvement generally refers to pro-
grams for persons who are already licensed to drive.

Driver education should include a study of :

(1) The place of motor vehicles in modern living

(2) The driver—his personal qualifications, attitudes and social
responsibilities

(3) Fl%ngamentals of legal structure and codes relating to traffic
safety

(4) Characteristics of streets and highways

(5) Fundamentals of auto mechanics, including preventive mainte-
nance

(6) Fundamentals of consumer education relating to motor vehicles

(7) Skills of driving—including “in traffic”’ experiences to provide
students the opportunity to use their knowledge and skills in a
way that will develop their ability to judge rightly and respond
correctly to a broad variety of traffic situations.

. This instruction provides the beginner with sufficient basic informa-
tion and skills to make good decisions and proceed towards becoming a
good driver. It actually takes years to become a highly proficient driver.

Driver improvement can be tailored to meet specific needs with em-
phasis as a refresher course focusing on new driving conditions and rules
for the past-licensed driver or with emphasis on attitude and responsibility
for the traffic violator.

(2) The effectiveness of driver education in
reducing accidents and violations

An Illinois study shows that convictions for moving traffic violations
were received two and one-half times more requently by sixteen-year-olds
without driver education than those with driver education. By age 20 this
ratio was seven to one in favor of the trained drivers. Accident involve-
ment statistics also favored the trained drivers by 14%.

A New York study shows that 960 untrained high school students had
50% more violations and 22% more accidents than 960 trained students.

A Connecticut study shows that high school trained young drivers have
a violation rate only 61% that of parent trained drivers and only 556% that
of those trained in commerecial schools.

Another study by an insurance company indicated that driver edu-
cated people under the age of 25 had somewhere between 40% and 50%
fewer accidents and moving violations than the nontrained in the same
age bracket. It is this kind of study which has led insurance companies to
reduce premium rates for those completing driver education and to demon-
strate their confidence in driver education in a concrete manner.
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A study by the National Commission on Safety Education of the
National Education Association covering fourteen state programs and
fourteen city programs resulted in the following :

“Most of the studies found that drivers who are graduates of a
high school course in Driver Education have fewer accidents and vio-
lations than drivers with no formal high school course in Driver Edu-
catioln. . The evidence presented in this report may be regarded as
conclusive.

“The amount of superiority shown for the trained drivers vary
greatly among the studies. However, the studies which appear to have
controlled a maximum of variables have found for trained males a
superior performance of 30% to 50% for the initial period of driving.
The exact per cent does not seem as important as the fact that it con-
sistently reflected superior performance.

“The drivers who completed a course in classroom and practice
driving instruction generally were found to have a better record than
drivers whose course was limited to classroom instruction. It appears
that the salutory effect of Driver Education is most evident in the
early stages of driving. As experience increases, the performance of
the trained and untrained drivers tend to equalize. Further investiga-
tion of the lasting effect of Driver Education is needed to establish
generalizations in this area.”

_ Conclusion: Studies show that driver education is related to improved
driver performance and a resultant decrease in accidents and moving
violations.

(3) Our present driver education program

At the present time, driver education teachers are certified if they
have three semester hours of college credit in Basic Driver Education. We
are told that in most cases the teachers will also have had one semester
hour of first aid and one semester hour of general safety education. As of
July 1, 1968, arrangements have been made to raise certification require-
ments to include not only three semester hours of driver education, but in
addition, three semester hours of General Safety Education.

Until recently, scholarships available to qualify teachers to teach
driver education were limited. We are told that since the driver education
fund is now available to provide such scholarships that more and more are
being made available.

Further, the State Department of Education conducted a workshop
at the University of Virginia in June, 1966, for purposes of improving and
expanding college driver education courses. Three course outlines were
developed to aid the college authorities in better preparing teachers for
driver education. These courses are General Safety Education, Driver
Education I (Basic Course), and Driver Education II (Advanced Course).

The driver education program financing is based on a $1 charge (effec-
tive in 1962) which is added to both new and renewal operators’ and chauf-
feurs’ license fees. In addition a pupil fee up to $10 may be charged by
local school districts for practicedriving instruction.
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Income and disbursements from this particular fund are noted below.

Year Income Disbursements Balance
1962-63...cccievrnreiernrnnnnes $778,794 None .oeveveviviiiieiennn. $ 778,794
1963-64........cuuueueeeennnen. 879,435 $260,712....cccccvrreeicnnen. 1,337,516
1964-65...ccuueeeeeeeereeeenens 690,855 401,692......cccevvveieeeeenens 1,626,678
1965-66....cccuveververernnnnns 849,608 509,048...cccmiriiririrnnnen 1,967,595
1966-67.....cccovuvveeeennnnn 868,131 T52,488.ccevvevrcvrereeennes 2,083,293

Local school boards may be reimbursed up to $40 per student for the
expenses of a pupil who completes a State-approved driver education
course. The requirements are 36 periods of classroom instruction and
seven periods of practice driving instruction by a certified teacher.

Classroom instruction is a part of the health education curriculum
and, as such, is mandatory. However, in many cases, the courses are
taught by teachers who are not certified. The practice driving plan of
driver education is optional with the local school boards. Where approved
courses in local school districts are available, instruction may be available
during or after school, on Saturdays, or during the summer months; and
in some areas behind-the-wheel instruction is not available at any time
even though there would seem to be no problem in obtaining cars from
manufacturers and automobile dealers. In these areas the main deterrents
seem to be a lack of interest on the part of the local school officials, the lack
of certified teachers, and the cost.

During the year 1965-66, 360 of the State’s 415 high schools offered
some type of driver education course. Of this number 70% or 290 schools
offered both classroom and behind-the-wheel approved programs. The
Insurance Institute for Highway Safety in their publication entitled “19th
Annual Driver Education Achievement Program” indicated that of 96,202
students eligible for both phases of driver education in Virginia, only
26,399 or 27% were actually receiving such courses. It is generally agreed
that less than 883% of the students in the public school system now are
receiving both phases of driver education courses.

Driver education courses have been given in the ninth grade. With
the increase in the licensing age to sixteen, it is now anticipated that such
instruction in the future will be given in the tenth grade. The following
represents the number of students in the ninth and tenth grade as of July
1 in the year indicated.

Year Ninth Grade Tenth Grade

1963 71,847 63,782

1964 70,607 63,702

1965 71,683 65,051

1966 77,483 68,024
(4) Needs

A great deal of attention has been given to the matter of proper stand-
ards to assure adequate driver education by educators, the National Com-
mission on Safety Education, the National Safety Council, the Insurance
Institute for Highway Safety, and many others.

From the information developed by these various organizations, it
properly can be concluded that:

(1) An approved driver education course should consist of not less
than 30 clock hours of classroom instruction and six hours of
behind-the-wheel practice instruction.

28



(2) Certified teachers should have a minimum three semester hours
in an introductory Safety Education course, nine semester hours
in Driver & Traffic Safety Education, three to six semester hours
of electives in behavioral sciences (sociology, social psychology,
abnormal psychology and other courses dealing with theories of
personality), and three to six semester hours of other relevant
electives (enforcement, engineering, legislation, and licensing,
State and local administration, traffic management, community
relations, auto mechanics or audio visual education).

We also note that the Highway Safety Act provides in part:

“(b) (1) The Secretary shall not approve any State highway
safety program under this section which does not—

(A) provide that the Governor of the State shall be responsible
for the administration of the program....

(E) provide for comprehensive driver training programs, in-
cluding (1) the initiation of a State program for driver education
in the school systems or for a significant expansion and improve-
ment of such a program already in existence, to be administered
by appropriate school officials under the supervision of the Gover-
nor as set forth in subparagraph (A) of this paragraph; (2) the
training of qualified school instructors and their certification;
(3) appropriate regulation of other driver training schools, in-
cluding licensing of the schools and certification of their instruc-
tors; (4) adult driver training programs, and programs for the
retraining of selected drivers; and (5) adequate research, devel-
opment and procurement of practice driving facilities, simulators,
and other similar teaching aids for both school and other driver
training use....”

C. Recommendations and Reasoning

(1) The State Department of Education should continue to advance
Virginia’s driver education program and to this end should sup-
port the State’s highway safety program and compliance with the
federal highway safety standards.

The Department has this fall already taken a first step toward a more
soundly based driver education program through the establishment of
driver education as a separate program comparable to, rather than only
one feature of, health and physical education. Thus one recommendation
of the Commission’s committee studying driver education is now moot.
That recommendation called for a new position of Supervisor of Driver
Education so that the driver education program could be treated on its
own merits as a separate phase of secondary education and be given full-
time supervision. This position has now been created and filled.

We urge the Department to continue this trend of strengthening
driver education and to support the State’s highway safety program and
compliance with federal highway safety standards relevant to driver edu-
cation in the same manner in which it has cooperated with this Commis-
sion.

In the course of our study we have concluded that several areas merit
special attention by the Department. We bring these points forward as
recommendations for administrative consideration and action rather than
legislative enactment:

First, the Department should adopt the philosophy that both phases
of driver education shall be a part of the school curriculum and that every
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student shall be afforded the opportunity to take both classroom instruc-
tion and behind-the-wheel training, This does not preclude the possibility
that in addition to offering driver education during regular school hours
behind-the-wheel training may be offered after school, Saturdays, and dur-
ing the summer months so long as it is comparable to the practice driving
part of a regular full-semester course.

Second, the Department should periodically reexamine courses of
study and general guides to safety with stress on traffic problems for ele-
mentary schools and encourage local teacher groups to formulate tech-
niques and gather materials related to Department guides.

Third, the Department should work to increase gradually the certifi-
cation requirements of teachers in the driver education program to meet
those standards outlined above in our discussion of ‘“Needs” or a minor in
driver and safety education ranging from 18 to 24 credit hours.

Fourth, the Department should encourage the State’s teacher educa-
tion institutions to recognize their responsibilities in the field of safety
education by including the necessary courses in the curriculum.

*(2) Driver education should be provided on a basis similar to other
courses and free of cost to the student.

Under present law, the local school district is authorized to require
each student enrolled in a course of behind-the-wheel instruction to pay a
$10 fee for the course. The amount of this permissible fee was reduced
from $15 to $10 by the 1966 General Assembly, and we believe it is time to
eliminate this charge completely.

The behind-the-wheel phase of driver training is a vital part of any
program of driver education and should be as available to the student as
the classroom phase. A special fee may discourage students from enrolling
for the course where the school district offers it as an elective; and charg-
ing a fee when the course is required of all students may impose an unfair
burden on some students.

In attempting to make our driver education program available to all
youngsters of licensing age, which is the thrust of the federal standards,
we believe it should be made available without special charge.

*(8) Driver license applicants under age eighteen should be required to
have passed an approved driver education course as a prerequisite
to licensing.

Without changing the existing age requirements for licensing in
Virginia, we recommend that the successful completion of an approved
driver education program should be a prerequisite for obtaining a license
prior to age eighteen.

The adoption of this recommendation will mean the State recognizes
the vital importance of a driver education as a proven way to develop a
driving public conscious of the meaning of traffic safety and able to con-
tribute effectively to a safer driving record.

In the discussion preceding these recommendations, we cited the re-
sults of studies which prove the efficacy of driver education in developing
younger drivers less prone to have accidents and to violate the motor vehicle
laws. No one seriously denies the logic or desirability of requiring driver

d'* Legislation for recommendations starred will be carried in the Legislative Appen-
ix.
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education prior to issuing a license to the younger drivers. The objections
that are raised are based only on the fact that driver education is not avail-

able to every potential applicant.

Our answer to these objections is that the State itself, in failing to
relate driver education to licensing, is at least partially responsible for a
lack of demand for and interest in driver education courses because it in
effect is saying that driver education, although desirable, is not really

necessary.

This proposal will, we are convinced, create a demand for driver edu-
cation programs that will stimulate their development throughout the
State’s school system and see a closing of the gap between the number of
students eligible to take both phases of driver education and the number
actually taking them. The gap has closed substantially in the past two
years. In 1963 at the time of the Virginia Advisory Legislative Council
Report, only 14% of eligible students were receiving both phases of driver
education. Our latest figures indicate 33% now take practice driving in
addition to classroom instruction. To encourage and promote this growth,
we need now to tie education to licensing. We have found in our investiga-
tion that the number of teachers qualified to teach driver education is
increasing. In the past two years the number of teachers increased from
866 to 977 and 379 teachers added new endorsements to their certificates.
It is estimated an added 385 teachers would be sufficient to offer the com-
plete course to all eligible pupils.

The legislation we propose will, we believe, be the most direct way to
equalize the supply of driver education courses with the demand for them
without having to require every student to take the course whether or not
he will seek a license at school age.

*(4) Adult driver education and improvement courses should be provided
under local board of education supervision and through adult edu-
cation programs; and the courts should be authorized to send vio-
Jlators for retraining when appropriate courses are available.

Driver education courses should be afforded in each community
through the adult education program. We believe that both basic driver
education and driver improvement or defensive driving courses should be
made available to drivers beyond school age who either have never had any
driver education or need an improvement and refresher course.

This type of local program is especially pertinent today with the
requirement under the Highway Safety Act for local highway safety pro-
grams and the specific federal standard issued in June calling for pro-
grams for adult driver training and retraining.

The development and expansion of adult driver education programs
should be given top priority by the localities in submitting their highway
safety programs to the Governor for approval. As explained above in the
discussion of Recommendation (2) in the section on Governmental Organ-
ization, the legislative proposal requiring counties and cities to submit
local highway safety programs will specify adult driver education be cov-
ered in such programs.

Through additional legislative action, the existing statutory author-
ization for traffic violator schools (§ 46.1-16.1) should be broadened to

permit the courts to use available adult education programs in lieu of
establishing a separate violator school when the adult course is suitable

for retraining.
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To the full extent possible, we would encourage the courts, police and
school authorities to collaborate in the development and operation of ade-
quate driver improvement programs as an adjunct to the public school
system of adult driver education courses. In addition, localities should
consider regional adult driver education courses where such may be prac-
tically and economically desirable.

*(5) Commercial driver education schools and courses should be regulated
as to their business practices and certified as offering approved
courses for licensing purposes.

We propose two specific steps with relation to commercial driver
education schools to assure their proper functioning as part of the State’s
overall highway safety program.

First, these commercial schools should be regulated through the issu-
ance of a license to do business by a Board for Commercial Driver Educa-
tion Schools to function similarly to other regulatory boards in conjunction
with the Department of Professional and Occupational Registration. In
brief, those schools offering driver training for compensation will be re-
quired to register with the Board and file information as to the names of
owners, financial resources, liability insurance and the like, to be licensed.
The Board will be authorized to revoke or suspend the license of a school
which engages in deceitful or fraudulent practices vis-a-vis students, the
Board or the public.

Second, The Department of Education should be given authority to
specify what constitutes an “approved driver education course” for pur-
poses of licensing sixteen to eighteen-year-olds. Thus while all commercial
schools should be licensed as to financial and business practices by the
Board, not all licensed schools need apply to the Department to be included
as an approved school for pre-eighteen-year-old licensing. The Department
shall under the proposed legislation list as giving approved courses those
schools offering a requisite number of hours of standard courses taught by
properly qualified instructors. In determining the requisite qualifications
for those giving behind-the-wheel instruction, the Department shall not,
however, require a college degree. This requirement, although generally
applicable in our public schools, should not be extended to commercial
schools where academic background bears little relation to ability and
experience in giving behind-the-wheel instruction.

We believe this two-fold approach will best serve to assure that all
commercial schools are operating in a fair and professional manner and to
ermit those schools desiring to do so to qualify as “approved” schools for
icensing purposes.

*(6) The same special requirements for hiring public school bus operators
should be extended to the employment of persons to transport
pupils for private schools.

Current law requires that public school officials shall not hire a bus
driver unless he furnishes a doctor’s certificate of physical fitness, a state-
ment from the Division of Motor Vehicles respecting his driving record,
references from two persons, and a special school bus driver’s license and
is between sixteen and 65.

We urge the passage of legislation to extend these provisions to all
schools hiring individuals to transport pupils to and from school. The only
exception which we believe is justified would be the case of contracts with
common carriers who are themselves specially regulated.
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*(7) School bus markings should be made mandatory and.uniform to the
extent possible.

Two provisions of the current law regulate the marking of and warn-
ing deyices carried by school buses in a manner that 'is fo some- degree
inconsistent. ‘First, § 46.1-287 requires all buses used.prin épally for
transporting school children be equipped with a.device designed..to warn
of stops and prescribed by the State Board of Education. Operatmg the
bus without this device is a misdemeanor. ' '

Second, § 46.1-190(f) provides that it will be reckless drlvmg i:o pass
any school bus painted_yellow and marked with “School Bus;’ Stop, State
Law” in black letters. Under the provision, the option lies (Wlth the school
or owner whether to adopt the markings. Public schools do~ requn'e the
markings under State policy.

It is our recommendation that both features be made mandatory for
all buses with the one change that private school buses and buses operating
on contract be given the alternative of painting the entire bus yellow or
carrying sixteen inch or higher yellow placards front and back which con-
tain the required words in black lettering.

The end result of this revision will not affect the current State policy
on public school buses but will extend it to private buses, which we believe
should all be covered by the reckless driving statute.

(8) In view of the serious need for trained traffic engineers within the
State, we urge the State Council of Higher Education and our insti-
tutions of higher education to afford Virginia students traffic engi-
neering courses as a regular and prominent part of the engineering
curriculum.

The need for qualified traffic engineers within the State was reiterated
by local government officials and those working in this field before the
Commission on numerous occasions. The scarcity of traffic engineering
courses within the State makes it especially difficult for Virginia to supply
this growing need and makes the search for engineers a matter for stiff
competition with other states as well as with federal agencies.

We hope it will be one function of the proposed Research, Evaluation
and Traffic Accident Prevention Center to stimulate the engineering
schools and students to work toward supplying this need. Currently, the
University of Virginia offers courses in traffic flow theory, traffic engi-
neering operations, and traffic measurements and characteristics; Virginia
Polytechnic Institute has initiated plans for a traffic “accident investi-
gation group”; and these schools and Virginia Military Institute offer
courses relating to transportation and highway engineering. These pro-
grams are of real value and we urge their continued expansion.

VII. MOTOR VEHICLE ADMINISTRATION

A. Overall Goals

Motor vehicle administration in Virginia centers in the Division of
Motor Vehicles which, more than any other State agency, has a direct,
continuing influence on the driving public. The Division carries a major
share of responsibility for traffic safety through its function as licensing
agency, its authority respecting revocation, suspension and other disci-
plinary procedures affectmg licensees and its role as the central depository
for records concerning Virginia’s drivers and vehicles.
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It is the purpose of the recommendations which make up the bulk of
this section of our report to strengthen our motor vehicle laws and the
Division so that they will contribute even more effectively to the basic goal
of a more responsible and better qualified driving public.

. Our recommendations to reach this goal are of necessity varied and
cover a number of distinct areas. Basically, they are devoted to (1) im-
provements in the licensing laws through special provisions for our
younger drivers, proper classification of drivers and improved examina-
tions; (2) development of a program of better supervision and control of
licensed drivers through periodic reexamination and more active hearing
procedures; (8) promotion of improved techniques to facilitate better
administration of licensing and registration laws and to:continue Vir-
ginia’s leadership in the field of modern, centralized driver and vehicle
records; and (4) adoption of an improved license plate system.

Within these broad headings, fall a large number of specific and prac-
tical proposals which we believe add up to a substantial program for assur-
ing Virginia of an even more responsible and better qualified driving public.

B. Background

Because of the varied subjects taken up in this section of the report
we have supplied background information as it relates specifically to each
group of recommendations and individual recommendations offered below.

C. Recommendations and Reasoning

(1) Initial Issuance of Drivers’ Licenses

Emphasis on the initial issuance of licenses combines logic and neces-
sity. To ensure only those drivers who are competent and able are priv-
ileged to drive, we must make full use of the authority to issue licenses.
Every person deserves a license so long as he will be a competent driver
and every person deserves the assurance that his fellow drivers will be
similarly qualified and will not endanger him.

When Virginia began to issue licenses without benefit of the studies
and experience now available it made sense to treat all drivers alike with-
out regard to age, attitude or the class of vehicle he intended to drive.

- It would be folly to continue this policy when all factors justifying it
change and when Virginia has already deviated from it for the very rea-
sons -that dictate further changes today: first, we know more about our
drivers and what makes a capable driver today; second, vehicles and the
skills to operate them have changed dramatically; and third, we know
enough to ask new questions and insist on new types of investigation.

Our recommendations reflect these new conditions which have long
been developing and have required changes in the past. Each of our rec-
ommendations 1s, in fact, a part of Virginia’s continuing effort to keep
pace with growing trafﬁc problems and proposes a further reﬁnement of
past efforts.

*(1a) Drivers’ licenses for persons up to age 21 should be issued on a
provisional basis subject to suspension in the discretion of the
court on conviction or a finding of not innocent for a traffic viola-
tion reportable to the Division of Motor Vehicles.

.* Legislation for recommendations starred will be carried in the Legislative Appen-
ix.
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We recommend the expansion in Virginia of the use of provisional
licenses for young drivers up to age 21, rather than only up to eighteen.
Jail sentences and fines frequently are not an appropriate punishment for
this group, because the sentence is apt not to be imposed on younger
drivers and the fine more often will be paid by their parents. “The most
meaningful deterrent to reckless and heedless driving on the part of such
youngsters would be the loss of driving privileges.

The need for this step is demonstrated by statistics. "Drivers age 24
and under are involved in 50% again as many accidents as they should be
according to the number of such drivers in relation to the total dr1v1ng
public.

The imminent threat of suspension for violations should create needed
pressure to keep young drivers educated as to proper, legal driving and
alert to the need to be defensive drivers. The courts are in a position to
bring home to such young drivers the responsibilities their licenses impose
on them and can evaluate each case with the facts and witnesses at hand to
determine the propriety of suspension. Proper driver training and judicial
supervision are the best means to bring about an adjustment in the statis-
tics and reduction in the number of accidents in Virginia.

At present, the Virginia law provides for special licensing treatment
for applicants up to age eighteen. After age fifteen years and eight months,
it is possible to obtain a temporary instruction permit which requires. the
driver be accompamed by a regularly licensed driver. From age sixteen
to eighteen years, it is possible to obtain a license which is subject to
revalidation every 12 months. The applicant has to meet several condi-
tions to obtain such a license initially, including parental consent and the
consent of a juvenile court judge if he has been found not innocent of any
offense triable in such court. Moreover, the Division is required to cancel
the license of such a youngster upon the request of his parents or guardian.
The Division also examines the driving record of any such youngster apply-
ing for yearly revalidation and may then refuse to revalidate the license
in its discretion.

Our proposal for provisional licenses for drivers up to the age of ‘21
does not affect these provisions governing younger drivers up to the age of
eighteen; nor would it affect a prerequisite of driver education for such
young applicants. We are simply recommending that all drivers under age
21 be issued a “provisional license” which will be subject to certain condi-
tions. First, and most important, the holder of such a license will be sub-
ject to the pressure of knowing that in case he is convicted of any moving
traffic violation the judge will have the authority to suspend his license
for any period up to one year. It is not expected that this discretionary
power will be used to the maximum in every case by the courts. The loss of
a license for only a month can be a great deterrent to future violations.

Second, the courts will have added discretion to require reexamination
of provisional license holders either as a substitute for or as a supplement
to suspending their licenses.

Finally, each operator will be reexamined at age 21 to obtain an
ordinary operator’s or chauffeur’s license.

It is our conviction that this expanded emphasis on younger drivers
by increasing the role of the courts in supervising their performance as
drivers will prove a valuable supplement to the existing provisions covering
only those drivers under eighteen.

The concept of provisional licenses has been tested in other states as
well as in Virginia for its drivers up to eighteen among which are Colorado,
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Nebraska, Wisconsin, Connecticut, Indiana, Montana, New York, Ohio
and Vermont. T

*(1b) The State laws classifying operators’ licenses according to the

: vehicles they intend to operate should be further refined to treat
motorcycles as a separate class for licensing and examining pur-
poses ; additional provisions should be enacted to ensure maximum
safety in the operation of motorcycles such as requiring the use of
helmets and safety glasses.

Virginia now requires that school bus drivers pass a special examina-
tion to qualify to drive a school bus and that the operators of buses and
certain trucks demonstrate their ability to handle such equipment to ob-
tain the special endorsement on their licenses necessary to operate such
vehicles. The latter requirement was adopted in 1964 following recom-
mendations of the Virginia Advisory Legislative Council.” In addition,
Virginia already has special chauffeurs’ licensing provisions covering taxis
‘ahd public or common carriers.

Today further steps are needed to cover motorcycles, a very fast grow-
ing and dangerous category of motor vehicle. The number of motorcycle
registrations in Virginia increased 112 percent from 1961 to 1965. By far
‘the greatest increase, almost 90 percent, occurred between 1964 and 1965
When registrations leaped from 7,886 to 13,732. All indications point to
continued increases.

. . While registrations grow, so do accidents, injuries and deaths, leading
a spokesman for the National Safety Council to warn of a “major epi-
1demic"’ facing traffic safety officials in dealing with motorcycles.

iz - We cannot say that Virginia’s fatality rates are higher for motor-
eycles than other vehicles, because our statistics are not complete, but we
are very concerned because national estimates conclude that fatalities per
100,000 motorcycles double those for other vehicles.

Because of the increasing number of motorcycles, the likelihood that
there is a disproportionate number of fatalities and the fact that being
able to operate a car has no relation to operation of a motorcycle, we
recommend both special examinations and license endorsements for motor-
.cycle operators whether or not they are otherwise licensed to operate a car,
bus, ete. Nor should a license endorsed to permit operation of a motor-
.cycle be considered a license to operate any other class of vehicle unless it
-is specifically so stated thereon.

Under current law, the actual written examination for all license
applicants is the same except with respect to school bus driver applicants.
We recommend that a special examination be developed by the Division to
test the knowledge of applicants for a license specially endorsed for motor-
.cycle operation. Not only the practical examination, but the written exam-
ination should be keyed to this special type of vehicle and the specialized
knowledge required to operate it.

In addition, we recommend that both motorcyclists and their passen-
gers be required to use (1) approved helmets and (2) approved safety
glasses, goggles, face shields or windshields to combat the fact developed
in studies that 50% of motorcycle accidents result in head injuries. These
requirements are easily enforced, unlike seat belt measures, since cyclists
and passengers are always visible. Standards for helmets have been de-
veloped by the American Standards Association (ASA Z90.1-1966, Stand-
ards for Protective Headgear for Vehicular Users). Special equipment
for motorcycles should include a seat and footrest for any passenger.
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These requirements concerning safety equipment for motorcyeclists,
their passengers and motorcycles should be statutory and as is the case for
other types of vehicle safety equipment should be of specific makes and
designs approved by the Superintendent of State Police. i

"The federal highway safety standards cover these same requirements
and two already incorporated in our law: first, that of a rear view mirror
(see, § 46.1-289) and second, that of periodic inspection (part of our
general inspection program).

The total effect of these existing provisions and our recommendation
should be to offer a reasonable and needed amount of protection to the
most vulnerable type of motor vehicle operator on our highways today.

(2) Licensed driver control

Virginia has not made as much progress in the field of licensed driver
control as it has in the area of initial licensing. Our procedures for re-
newal are very minimal and provide the Division with very little basis for:
judging if the driver has kept pace with changing rules of the road and
road construction or if he still can pass the visual tests for a license appli~
cant.

o

The recommendations which follow should add up to real progress by
substituting for automatic renewal by mail, a careful program for keeping
drivers up to the qualifications needed for obtaining an initial license. 'Né'
one can dispute that driving conditions and the skills needed to drive grow
more demanding every:day. But our licensing laws assume just the oppo-
site. They assume that conditions are no more demanding today than per-
haps thirty years.ago when a license was first obtained and that a driver
who has ‘aged thirty years automatically keeps up with changes in lawsg
and conditions and never loses any of his skills or qualifications. --‘This
assumptlon should be corrected.

At periodic intervals, all drivers should be reexamined to test their,
knowledge of changing laws, road conditions and rules of the road
.and to determine whether they continue to meet the visual stand-
ards for licensed drivers; and to finance this and other proposed
programs, the fees for duphca’ce, original and renewed operators

' "and chauffeurs’ licenses should be revised.

Approximately 2,300,000 drivers are licensed in Virginia at the pres-
ent time. Most of these drivers have passed an initial examination to
obtain licenses. Under present law, most of these drivers will not be exam-~
ined again during the course of their lifetime.

Virginia stands with the vast majority of states which provide for the
renewal of licenses at periodic intervals. In Virginia, licenses are renewed
every three years in the month of birth of the licensee (§ 46.1-380).
Under this provision, the Division of Motor Vehicles can in its discretion
reexamine any licensee prior to renewal of the license.

In contrast to this discretionary reexamination, § 46.1-383 requires
that the Division reexamine certain licensees at any time that the Division
receives a record that such licensee has been convicted of two moving traf-
fic violations within a one-year period or has been involved as a driver in
two accidents involving personal injury or property damage exceeding
$100. Under this section the Division may also require a reexamination
when it has good cause to believe a licensee is incompetent or unqualified.
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+. .Under the- existing statutory provisions, the Division, in practice,
requires reexamination only once the driver has, in fact, demonstrated his
dangeir to others on the highway through a bad accident or bad violation
record.

Leaving aside for the moment the requirements of the Highway Safety
Act standards, it is our conviction that all drivers ought to be reexamined
periodically for the following reasons:

(a) Nothing in the current law enables the Division to act in antici-
pation of future accidents and violations. The present statutory scheme is
designed only to eliminate those drivers who have demonstrated their
potential for harm. This is too limited an approach, which accomplishes
too little, too late.

(b) The requisites for a good driver undergo constant change. Rules
of the road and driving conditions, such as the introduction of high-speed
Interstate highways, change every year. Drivers themselves do not auto-
matically become aware of these changes and should be ‘educated or re-
quired to educate themselves of changes in statutes, rules of thé road and
road conditions. Moreover, the physical condltlon and visual acuity of
drivers can deteriorate Wlth age. The findings of any initial examination,
no matter how well drawn up, cannot hold true in light of these changed
circumstances.

Caeo(e) Periodic reexamination -serves both to keep drivers .aware of
changlng Jaws by encouraging them to study and review the rules of the
road and to reveal those drivers whose vision has lessened and who may

?ave developed some type of handlcap which would requlre a’ limited
icénse. .

- Initially, reexammatlon should be reciulred on a periodic and increas-
ingly frequent basis at nine, six and finally three-year intervals. after age
86. Currently licenses are renewable every three years in.the apphcant’
birth month. Licensees should be reexamined in their birth month in their
usual renewal year closest to their thirtieth and thirty-sixth birthdays
and each renewal timé thereafter.

For example, John Doe obtains a provisional license at seventeen years
of age; he is reexamined at age 21 when he gets his first regular operator’s
license; he is reexamined again after nine years at age 30; again after six
years at age 36; again after three years at age 39; and thereafter at three-
year intervals or each regular renewal year.

. This reexamination schedule should be stepped up by 1974 to cover all
drivers at every renewal period.

We do know that changed conditions require reexamination and we
reject an arbitrary age for reexamination of older people after age 60, for
example. Our recommendation is directed to cover all licensees because the
sfatistics demonstrate, if anything, that older drivers are no more danger-
ous than younger drivers and should not be singled out unfavorably. The
value of reexamination applies to all drivers.

Reexamination of these drivers should be designed to determine the
following:

(a) Whether they are aware of the current rules of the road.

(b) Whether they are aware of the meaning of current road signs
and how to drive on modern highways.

(c) Whether they have the visual acuity necessary to drive safely.
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The first two of these categories can be determined through a written
examination. The third can be determined through the administration of
the standard visual test recommended below. No road test is required to
learn this much.

We do not at this time recommend any physical examination of a
driver either to obtain an initial license or renewal thereof. Knowledge
and research at this time are insufficient to devise or require physical
examinations for license applicants. The main physical defect which is
apt to appear with age is a lack of visual acuity. This lends itself to simple
and direct testing by the Division itself. The portion of the report which
follows on Health and Medical Aspects of Licensing relates closely to this
and other recommendations and will cover the specific question of visual
standards for licensing. To date at least fifteen states require some re-
examination of renewal applicants. Pennsylvania’s reexamination pro-
gram which includes physical reexaminations has been established admin-
istratively. Statutes in Alaska, Illinois, Maine and New Hampshire call
for reexamination of persons over a certain age. Colorado, Indiana, Iowa,
Missouri, Montana, Nevada, New York, North Carolina and South Dakota
havgC varying provisions covering reexamination particularly to test visual
acuity.

Administratively, there will of necessity be added costs in the periodic
reexamination program and the visual testing part of this program. Cost
estimates have been prepared by the Division of Motor Vehicles based on
periodic reexamination of 750,000 drivers each year. It should be borne in
mind that these figures are high for the first phase of the reexamination
program and that they become completely relevant only after 1974 when
all drivers will be reexamined each three-year interval.

These cost estimates, which are set forth below, include the cost of
establishing an appointment procedure so that applicants for renewal can
be scheduled ahead of time to avoid long waiting periods. The totals of
$338,690 and $279,5630 for added costs attributable to periodic visual re-

DIVISION OF MOTOR VEHICLES
ESTIMATED VISUAL RE-EXAMINATION COSTS

1st Year
Bureau
of Operators’ Data
License Examiners Processing GRAND
154-05 154-09 154-11 TOTAL
Personal Service ... $25,055.00 $132,480.00 $ 7,945.00 $165,480.00
Contractual Services ........ 38,245.00 38,245.00
SUPPLES  everereresesnsnsnsasssnssens 41,940.00 1,170.00 43,110.00
Current Charges and
Obligations ....cccceeceenees 3,600.00 3,600.00
Pensions and
Retirement .....cccccevereeeenene 1,715.00 9,055.00 545.00 11,315.00
Total Reoccurring
EXpense ... $26,770.00 $221,720.00 $13,260.00 $261,750.00
Additional Equipment ...... 1,220.00 72,300.00 3,420.00 76,940.00
Grand Total ....cvveneenens $27,990.00 $294,020.00 $16,680.00 $338,690.00
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DIVISION OF MOTOR VEHICLES
ESTIMATED VISUAL RE-EXAMINATION COSTS

2nd Year
Bureau
of Operators’ Data
License Examiners Processing GRAND
154-05 154-09 154-11 TOTAL
Personal Service $26,210.00 $138,240.00 $ 8,545.00 $172,995.00
Contractual Services 39,985.00 39,985.00
Supplies  cccivccrsnisnissnenisenes 45,870.00 965.00 46,835.00
Current Charges and
Obligations .....cceeeeenn 3,960.00 3,960.00
Pensions and
Retirement .....ccceeevvvenrenns 1,815.00 9,586.00 590.00 11,990.00
Total Reoccurring
Expense ... $28,025.00 $233,680.00 $14,060.00 $275,765.00
-Additional Equipment ...... 3,765.00 3,765.00
Grand Total ......ceue.. eerraene $28,025.00 $233,680.00 $17,825.00 $279,530.00

examination should be increased, according to the Division, by 20 percent
to reflect the total estimated costs of periodic written and visual reexami-
nation for 750,000 renewal applicants each year:

First year: $406,428

Second year: $335,436

Thus Virginians will be investing some $335,000 in this program on a
continuing annual basis or less than 45 cents per renewal applicant. This
cost can be viewed as an expenditure of $1.35 for each individual who can
be expected to be found to be driving with inadequate vision or improper
glasses, if the testing results of Pennsylvania (where one-third of those
tested were found to have inadequate vision and were required to wear
corrective glasses) hold true for Virginia.

To finance this program and the costs of changing to plastic oper-
ators’ and chauffeurs’ licenses and to put the various charges for duplicate,
original and renewed operators’ and chauffeurs’ licenses on a more realistic
basis, we propose the following changes:

(1) increase the fee for duplicating lost or destroyed operators’ and
chauffeurs’ licenses from 25 cents to $1—additional anticipated
annual revenue of $26,111;

(2) increase the fee for original operators’ or chauffeurs’ licenses
from $6 to $7 and from $3 to $4, respectively—additional
anticipated annual revenue of $178,970;

(3) increase the fee for renewal of operators’ and chauffeurs’ li-
censes from $6 to $6.50 and from $3 to $3.50, respectively—
anticipated additional annual revenue of $377,549.

The total anticipated additional annual revenue of $582,630 generated
by these proposals is, we believe, a conservative estimate because of the
increase which can be expected in license applications generally. One addi-
tional amount will increase this total by approximately $13,500 to $596,130.
This is the amount we anticipate will accrue from the special endorsement
which will be required to operate a motorcycle. The original and renewal
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fees for a license endorsed solely for operation of a motorcycle will be the
same as for a regular operator’s license. If an applicant wants both a
regular operator’s license and the special endorsement to operate a motor-
cycle, he will be taking two separate written examinations and road tests.
In such cases, we do not believe, however, that he should be required to pay
two full $7 fees for the original combination license or two $6.50 fees for
its renewal, but he should pay a combination fee of $10 or $9, for the orig-
inal or its renewal respectively, which would be a fair charge for what is
in essence two licenses. If approximately one-third of the motorcycle
registrants or 4,500 individuals want the regular operator’s license with
the special endorsement to operate a motorcycle, the added revenue should
be $138,500. This increased revenue should continue in future years through
added applications for and renewals of the combination license.

We believe these changes in the fees are fair and put the fees in proper
relation to each other. The present 25 cent charge for replacing lost or
destroyed licenses is extremely low and cannot cover the expenses of the
Division in processing the request, duplicating the license and mailing it
back. The original license fee involves the added expense of a road test
and additional personnel and time for the Division and we think a $1
increase here, as opposed to a 50 cent increase for renewal of licenses, is a
fair adjustment in light of the cost of the road test.

The total anticipated added revenue .of $596,130 will more than cover
the full expense of the reexamination program even using the maximum
figures of $406,428 for the first year and $385,436 for the ensuing years of
reexamination of 750,000 renewal applicants. Since we are phasing into
the reexamination program and will be reexamining less than 750,000
until 1974, these cost figures should be reduced for the coming biennium
by one-ﬁfth, we estimate, of the recurring cost, or $67,087, to $339,341 and
$268,349 for years one and two, respectively. This will leave a balance of
256,789 and $327,781 to be applied to the cost of the plastic operator’s
icense to be discussed later in this section of the report.

*(2b) All persons applying for license renewal should be required to ap-
pear personally to further the likelihood of detecting visible dis-
abilities, and penalties to deter the renewing of a license for
another should be strengthened.

An additional change in renewal procedures is recommended here to
increase the effectiveness of routine renewal procedures. During the in-
terim period before 1974 when all renewal applicants will begin being re-
examined, we recommend all applicants be required to appear personally
for renewal. Personal appearances will permit Division personnel to ob-
serve visible defects and handicaps which might warrant a restricted
license, will discourage those who know they should not be driving from
applying for renewal simply as a matter of routine mailed application,
will permit distribution of educational materials, and will reduce false
applications.

With respect to both periodic reexamination and personal appearance,
we note that no one should have to travel more than 20 to 25 miles for their
new license to one of the 140 or more examination centers in the State.

_We also are including a legislative proposal which will require either
no issuance of a license to, or revocation of the license of, any person
found to have taken an examination or appeared for renewal on behalf
of another, for a period of ten years.
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*(2¢) Existing hearing provisions which constitute a mechanism for deal-
ing with habitual violators should be strengthened and put to more
effective use through employment of additional personnel.

Within the topic of licensed driver control, a major subheading has to
be the handling of drivers who have demonstrated their disregard for
law or ineptitude in driving through violation and accident records. There
n}gst Ib% a mechanism to deal with this broad range of drivers on an indi-
vidual basis.

We believe that this mechanism is already part of our motor vehicle
laws and potentially useful in the vast majority of cases involving habitu-
ally reckless drivers (with the exception of the most serious category of
habitual and blatant offenders to be discussed in a separate recommenda-
tion carried in the section of the report on Enforcement).

Existing hearing provisions are set out in §§ 46.1-430 through 46.1-
437 and provide for revocation or suspension of a license, in brief, as

follows:

(A) Up to one year if the licensee
“(1) Has, by reckless or unlawful operation of a motor vehi-
cle, caused or contributed to an accident resulting in
death or injury to any other person or in serious prop-
erty damage,

(2) Isincompetent to drive a motor vehicle,

(3) Is afflicted with mental or physical infirmities or dis-
abilities rendering it unsafe for him to drive a motor
vehicle upon the highways,

(4) Is habitually a reckless or negligent driver of a motor
vehicle,

(5) Has committed a serious violation of the motor vehicle
laws of this State,

(6) Isanhabitual drunkard or

(7) Is addicted to the use of drugs.” (§ 46.1-430).

(B) Up to five years if the Commissioner finds that the violation
record of the licensee demonstrates reasonable grounds to
make such action ‘“necessary for the safety of the public”
(§ 46.1-436).

These sections cover a very wide range of driver behavior and give the
Commissioner and such hearing officers as he may appoint an opportunity
to deal with both habitual and potentially habitual violators and reckless

drivers.

Today only one hearing officer is employed by the Division to take
action under these provisions.

It is our recommendation that additional hearing officers be employed
by the Division of Motor Vehicles so that these provisions may be activated
to round out our program of licensed driver control and that the statute be
amer}d_ed to provide a minimum of four hearing officers to implement these
provisions.

To this end we support the Division’s preliminary budget proposal for
the 1968-1970 biennium which is

1968-69................ $ 97,687....cuvveveenn. 3 hearing officers, 9 clerks
1969-70................ $159,970......c........ 5 hearing officers, 15 clerks.



This increase to four officers and then to six (including the present officer)
should permit a systematic application of these provisions.

The computer system now installed and being programmed at the
Division should materially facilitate the hearing officers in a methodical
review of licensed driver records. For purposes of strengthening the hear-
ing procedures, we propose legislation to require that each record should
be reviewed upon receipt of any new conviction and the Division should
report annually to the Governor and General Assembly on action being
taken under the hearing provisions.

We should add that this Commission and its committee studying this
subject gave very careful thought to the adoption of a point system. We
feel there are definite advantages which such a system can offer; for ex-
ample, a point system can be refined to permit more preventive action
through a step approach beginning with warning letters, including con-
fererigps, reexamination and reschooling and concluding with revocation
penalties.

Several factors persuaded us the implementation of existing law con-
stitutes the sounder approach at least for the present:

First, Virginia’s motor vehicle laws, in effect, already contain a point
system spelled out in the various and graduated penalties (including re-
examination) for specific offenses and for first, second and subsequent
offenses which is a strict system as measured against the point systems of
other states.

Second, there is a useful flexibility built into existing law which would
be lost under a rigid point system—i.e. judges have discretion with respect
to various offenses the penalties for which may range from revocation for
any period up to a maximum as is the case in the hearing provisions admin-
istered by the Division.

Third, our recommendations, such as those for reexamination, the
issuance of a new type of operator’s license and further use of Division
records, will involve considerable administrative work for the Division
making the introduction of a point system seem an especially formidable
task. The effectiveness of a point system depends in great measure on
smooth administration, and with these other innovations and the still to
be completed programming of the Division’s computer system, we believe
the time is inauspicious for the introduction of a point system.

(3) Administrative steps

The recommendations which follow involve procedural and practical
matters and are designed to promote effective administration of our basic
motor vehicle laws.

*(3a) Current pasteboard drivers’ licenses should be replaced with plastic
cards designed to complement the computers being installed at the
Division of Motor Vehicles; a color photograph of the licensee
should appear on his operator’s or chauffeur’s license; and the
Social Security number should be utilized as an identification
number for individual licensing purposes in looking towards
nationwide records and research systems.

At the present time, the Division is in the process of converting its
records from regular filing to a computer or automated system of record
keeping. We believe the conversion to automated records means Virginia
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has moved far ahead in the field of motor vehicle administration. The
data process system should prove itself of extreme -value to enforcement
and to the Division itself in general operations.

In view of the increasing number of drivers, the conversion to a data
processing system can be seen as an absolute necessity. The 1,000,000
Viggi%mila drivers of 1950 had more than doubled to 2,250,000 drivers by the
end of 1966.

During the year 1966 the Division issued the following licenses:

Original operators 163,802
Renewal operators .... 675,275
Original chauffeurs 15,168
Renewal chauffeurs ......cvveceeeieenveceecneccereneeennns 77,823
DUPLCATES cvevrveeiiinrreeiiireeeecenrreeenreecssrreeeeesesessnnes 34,815
REISSUES  cooveeeecieceetecteete ettt e e resne e sbeenebeene 40,127

Total ISSUE ..evevevveereeeecreeeereeeerreecrreeeerreesreeeeeenes 1,007,010

It is our feeling that everything, which can be, should be done to
encourage the effective functioning of the State’s central record system in
view of the tremendous demands to be placed on it.

We are recommending the use of plastic cards rather than the current
pasteboard licenses for motor vehicle operators and chauffeurs to assure
the smooth functioning of the automated record system at the Division in
terms of the important goals of improved enforcement and highway safety.
These cards can carry information on the name of the driver, license
number, date of issuance and expiration, etc. The use of such cards along
with imprinters designed to transfer the information from these cards
directly to traffic warrants, accident reports, ete., will ensure that the cor-
rect name and accurate information on the driver is sent in to the Division.
There has been some criticism before this Commission that records are not
found within the system currently because the driver’s name is sent in to
the Division in a form different than that kept in the Division’s records.
The plastic card-imprinter system, now so commonplace in our stores, will
advance the solution of this problem.

The addition of a color photograph of the licensee to his operator’s or
chauffeur’s license should increase the value of the license as identification
for enforcement personnel and others immeasurably, and should make
tampering with licenses virtually impossible. Today a licensee can with-
out difficulty and for 25 cents order a duplicate of his license from the
Division and give it to any friend of the same general description. More-
over, it is relatively easy to alter pasteboard licenses. This type of fraud
and misuse of licenses is extremely difficult to prevent unless the license
itself is improved. A color photograph on an embossed laminated license
presents the most complete and soundest solution to this problem. Numer-
ous states currently use the plastic embossed license (Idaho, Maine, Min-
nesota, Mississippi, Ohio, South Dakota and West Virginia); numerous
states require the licensee’s color photograph on the license (including
Arizona, Colorado, Georgia, Idaho, Michigan, New Mexico, South Caro-
lina, Utah and Wyoming). Idaho and Utah currently use a combination
embossed license with photograph. Ohio is adding the picture to its em-
bossed plastic license. This combination of embossed card with dated color
photograph will, we believe, be the most advantageous for Virginia.

The expense per license varies depending on the number issued and
estimates available to the Commission range from 23 cents to 44 cents per
license for the embossed plastic license with color photograph. The median
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figure would result in an annual cost to Virginia of approximately $330,000.
This would be an annual cost for the issuance of approximately 1,000,000
licenses each year covering new and renewed licenses.

We earlier estimated increased revenues of $596,130 through recom-
mended changes in the fees for operators’ and chauffeurs’ licenses which
would pay for the reexamination program and leave a balance of $256,789
in 1968-69 and $327,781 in 1969-70 to be applied to the plastic license
program. A lesser amount is available in 1968-69 because of capital outlay
expenses for the reexamination program. There should be no capital out-
lay expenditures involved in the plastic license program, however, since it
is our understanding that this program can be contracted out on a com-
petitive bid basis to firms which will supply the equipment and charge for
the finished product. The remainder of the cost of the plastic license
program, which we estimate at $73,211 for 1968-69 and $2,219 for 1969-70,
can be covered by the funds raised as suggested below in this section
through an increase in the motor vehicle registration fees to support this
and other aspects of the highway safety program.

Improved records and identification, the elimination of fraud and
misuse of licenses and the issuance of durable, attractive operators’ and
chaglffeurs’ licenses add up to valuable improvements in our licensing
system.

For the same reasons we need a new type of license to promote accu-
racy in records and better enforcement, so do we need a simpler, basic
identification number for licensees. The current long operator’s license
number is designed for manual filing purposes. The reasons for its use
will be obsolete once the data processing equipment is fully installed.

In view of this, we recommend the addition of the licensee’s Social
Security number as an identification number on his license which can
eventually replace the current number. The following reasons support
this recommendation: first, the Social Security number is, on the average,
six digits shorter than the current license number and, therefore, easier
to handle, and second, the Social Security number is issued nationally and
will fit more readily into the exchange of information nationally for statis-
tical, research and enforcement purposes. We also include provision for
indicating the driver’s city or county of residence on the license if the
address does not reflect it.

*(38b) Imprinters should be issued to enforcement officers so that the in-
formation on plastic licenses can be transferred with complete
accuracy to a multiform ticket, one copy of which can be sent to
the Division by the courts with conviction information.

An integral part of the change-over to plastic licenses is the furnish-
ing of imprinters to transfer information from plastic cards to records,
summonses and tickets with absolute accuracy. This simple operation, in
use throughout the Commonwealth’s stores and filling stations, should
substantially simplify the work of the Division and enforcement personnel.

The cost of these devices varies depending on the quantity ordered and
guality of the imprinter. One thousand would be enough to supply the
tate Police and keep a necessary replacement stock. Localities should pay
for their own, but all imprinters should be issued by the State Police to
assure quantity purchases and uniform quality.

The recommendation in the Enforcement section for a uniform, multi-
copy traffic ticket and summons which can be used for State and local
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charges will, in conjunction with these proposals for a.plastic c;ard and
the imprinter, greatly simplify the processing of record information from
the officer, through the courts and back to the Division.

*(3c) Virginia should adopt the Driver License Compact.

As the demand for further exchange of information among states
increases and in view of the increasing amount of cross-country travel
demonstrated by the substantial proportion of drivers involved in Virginia
accidents who are nonresidents or residents with foreign licenses (12%),
ge believe Virginia should join the 20 states currently participating in the

ompact.

We quote the 1966 Status Report of the American Association of
Motor Vehicle Administrators concerning the rationale for and effect of
joining the Compact:

“The state is substantially powerless to deal with drivers it has
licensed who accumulate a record of serious moving traffic violations
in other jurisdictions unless a system has been set up to provide infor-
mation on what those drivers do in other states. This Compact sets
up an orderly system for providing this information.

“Furthermore, it effects the one-license concept which helps keep
drivers who develop bad driving records, including suspension and
revocation, from obtaining licenses from several states and then pro-
rating their driving record, or, if under suspension or revocation,
from displaying a license certificate from a jurisdiction other than
the one which has issued the suspension order. ...

“The agreement involves three major commitments:

1. Exchange of certain traffic conviction reports of out-of-state
drivers with the home-state licensing agency.

2. Action by the home state upon its own licensed drivers to
give the same effect to conduct reported on out-of-state viola-
tions as if the violation had occurred within its own borders.

3. Use of the one-license concept whereby the state requires
surrender of an out-of-state driver’s license prior to issuance
of a license within its own jurisdiction. ...

“Member states must report convictions of negligent homicide,
driving under the influence of liquor or drugs affecting driving ability,
hit-and-run driving involving death or personal injury, and any felony
in whose commission a motor vehicle is used. While speeding convic-
tions are not required, any moving violation may be reported.”

*(3d) The Division should be notified routinely by welfare and tax offi-
cials of all persons receiving welfare or exemptions for the blind
or nearly blind to ensure they are not licensed drivers.

_ This simple and direct step of requiring State welfare and tax agen-
cies to report those receiving aid or exemptions for the blind and nearly
blind is self-explanatory. Even though few of such licensees probably
drive, these licenses should not be left outstanding.

(3e) Training programs for Division employees who examine license
applicants should be strengthened and improved, and salaries for
Division employees should be reviewed and upgraded.
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A real need exists for additional training for the license applicant
examiners, especially since a program of periodic reexamination will in-
crease substantially the work and number of examiners.

The National Safety Council Inventory for 1966 brought out that
Virginia meets minimum criteria respecting recruit training and in-
service training for examiners by affording the minimum twelve days of
recruit training and four days (as compared to a three-day minimum) of
in-service training. The top 10% of states give 38 days and seven days of
training, respectively, in these categories.

We are concerned both with the quantity and quality of training.

In the manual of the American Association of Motor Vehicle Admin-
istrators for “Driver License Examinations,” the Association outlines a
program for examiner training. The training for recruits should be pre-
ceded by “. .. intelligence and aptitude tests, personal investigation, inter-
view by chief driver examiner, interview by employment board, physical
examination, drive test . . .” and other tests required by the State or the
Division.

The actual training should involve at least 100 hours of class instruc-
tion conducted by experienced examiners and specialists from other agen-
cies, public and private. Their list of topics to be covered includes, but is
not limited to, the following :

History of driver licensing, national and local
The purpose of driver licensing

Driver examining as a profession

Examiner duties and responsibilities
Examiner conduct, behavior and appearance
Department organization and policies
Department forms and reports

General traffic safety

Driver education

Safety and financial responsibility laws
Motor vehicle registration and inspection
Accident reporting and records '

Motor vehicle laws

Driver license laws

Legal aspects of driver licensing

Vision testing

Road rules test

Road sign tests

Giving and scoring drive tests

Laying out driving test routes

Restrictions

Handling illiterate and foreign speaking applicants
Driver improvement

Examining stations

Schedules and itineraries

Geography of the state, examining districts and stations
Public relations including some public speaking
Passing and rejecting applicants

Handling complaints

Renewal and duplicate licenses

Driver manual

Examiner manual

With respect to in-service training, the Association recommends one
full week of in-service instruction and training in addition to periodic
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meetings with the examiner supervisor as the ideal. They conclude that
the “value of such instruction has been reflected in better examining per-
formance, improved examiner morale and more reliable examining rec-
ords...”

In addition to the training of examiners, much more work is needed
in the field of training the supervisors of such examiners. Since 1962,
there has been no actual training for Division supervisors, and we urge
their training through the AAMVA’s annual approved training courses.
This point is vital to assure the type of continuous in-service training of
examiners which only their supervisors can provide.

An additional problem related to examiner training is the proper
establishment of a driver improvement and control section in the Division
which must also be trained at both the recruit and in-service stages. The
AAMVA has prepared a full outline and program which covers both the
organization and training of a Driver Improvement Section and which
s}fﬁ)uld prove of assistance and interest to an expanded staff of hearing
officers.

The increasing responsibilities of the Division for licensed driver
control and systematic record keeping, brought about by the growth in
the number of drivers, the impact of the Highway Safety Act and the
recommendations contained in this report, warrant careful consideration
being given to increasing the salaries of Division employees. These grow-
ing responsibilities call for additional compensation just as they necessi-
tate additional training.

. . We would urge that the salaries of all employees of the Division from
Division branch office managers to driver license examiners be reviewed
and adjusted to reflect these increased responsibilities.

(4) License Plates

Motor vehicle license plates are a very specialized feature of over-all
motor vehicle administration, but we believe the following recommenda-
tions represent ways to use license plates more tellingly in the State’s pro-
gram to promote traffic safety along with the traditional uses of such
plates for revenue and identification purposes.

*(4a) License plates should be coated with reflectorizing material which
has been proved to be a factor in reducing nighttime accidents and
which aids enforcement officials in identifying license numbers.

We endorse the use of reflectorized license plates in Virginia and
recommend the adoption of this requirement in our statutes.

.To date, 31 states, according to the American Association of Motor
Vehicle Admlm_strators, will use reflectorized plates in 1967 in varied color
combinations with white the most popular single color.

Avyailable studies give convincing evidence that the number of rear-
end collisions can be substantially reduced by reflectorized plates and that
they are especially helpful in reducing rear-end accidents involving parked
cars.

One study conducted by the Maine State Police showed a substan‘gial
reduction in rural accidents both occurring after dark and involving
parked vehicles. For example, from 1945-1949 and prior to the adoption
of reflectorized plates, rural accidents after dark accounted for 40.9% of
total rural accidents; from 1950-1963 and after reflectorized plates were
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adopted; :rural after dark.accidents accounted for only 34.3% of the.rural
total. Similarly, before reflectorization 9% of rural accidents.after- dark
involved parked cars, and after reflectorization only 1. 3% of such.after
dark-accidents 1nvolved parked cars. .

' The Maine State Police concluded that

“For the five years immediately prior to our using reflectorized
registration plates, we realized an annual average -of 87 rural night
accidents involving parked vehicles. During the fourteen years fol-
lowing-the use of these plates, this annual average fell to 37, a reduc-
‘tion of 50 annually, or—58%.

- “Rural fatal accidents involving parked, or disabled,. vehicles,

< occurrmg in the hours of darkness, decreased from 3.8 fatals annually

prior to the use of reflectorized plates to 1.6 fatals annually following
the use of these plates, a reduction of 2.2 fatals annually, or—58%.”

One carefully controlled study conducted in Polk County, Iowa, by
the Iowa Commissioner of Public Safety and based on the use of reflector-
ized plates by 60,000 drivers and standard plates by 40,000 drivers for one
year, demonstrated that if all 100,000 vehicles had used reflectorized plates
nighttime rear-end accidents would have been substantially reduced.

A summary of their study concludes:

. “Analysis of nighttime vehicle accidents in Polk County, Iowa,
indicates a positive relationship between reflective license plates and
accident reduction. In 1959, Polk County had 99,831 vehicle regis-
trations of which 60,000, or 60.1% had reflective plates.

“Considering only nighttime rear-end collisions involving parked
vehicles of Polk County residents, the proportion of accidents involv-
ing cars with reflective plates should have been the same as the 60%
to 40% ratio of reflective to non-reflective vehicles. However, 76.7%
of parked cars struck at night had nonreflective plates, while only
23.3% of this category carried reflective plates.

“During the one-year study period, 326 parked cars were involved
in nighttime rear-end accidents. Without reflective plates, the num-
ber would have increased to 622 or 91%. If all Polk County vehicles

“ had been reflectorized, the number would have decreased to 130, a
reduction of 60%, or a projected total reduction of 492 with all plates
reflectorized versus non reflectorized.

“Relating these figures to cost-per-accident.studies from Massa-
chusetts, Utah, and the National Safety Council, the savings with
all plates reflectorized would have ranged between $190,000 and
$397,000 at a reflectorization cost of $25,000.”

The reasons for using reflectorized plates are not limited to accident
prevention, but extend to improved enforcement as well. A California
State Highway Patrol study in 1963 compared legibility and durability of
reflectorized and standard plates in laboratory and field tests and found:
first, little difference in wearing qualities so that both can be expected to
last equally; second, daylight visibility was the same, but nighttime legi-
bility and visibility of reflectorized plates was greater in all combinations
of circumstances; and third, that even with beaded, rough surface reflec-
torization of numerals only, the reflectorized plates were, after dirt and
road oil accumulation, as legible as standard plates in daylight and re-
flected light. Thus, the increased visibility and legibility of even the cheap-
est reflective material (two cents per plate) has proved itself to be an aid
to enforcement.
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We requested the Highway Research Council to study the durability,
visibility and legibility of reflectorized plates. The Council ran a series of
tests on a combination of four plates, one painted plate and one clean, one
dirty and one damaged reflectorized plates. The Council reported to the
Commission, showed slides demonstrating their tests, and gave a night-
time demonstration. The results showed that even when reflectance value
is reduced 50% by dirt or damage, the reflectorized plate is considerably
brighter and more visible than a painted plate. Normal cleaning quickly
restores much of the original reflectance value especially in the case of
smooth surface reflective coatings. Exposure studies reviewed by the
Council reenforced their own test conclusions and pointed out that bent
and damaged plates retain daytime legibility and nighttime brightness
and legibility even after one or two years. Finally, the number of plates
apt to be seriously damaged is small in proportion to the total humber of
plates and certainly no larger with reflectorized than with painted plates.

These studies and the nighttime demonstration convinced us that
reflective plates will be of value (1) in reducing nighttime rear-end colli-
sions, (2) in reducing nighttime accidents involving stopped vehicles,
(8) in reducing accidents where one headlight on an approaching vehicle
is out, and (4) as an aid to enforcement officials.

The cost per plate for reflectorization varies from two cents per plate
for the reflective liquid used in the California tests to as high as 28 cents
per plate for a reflective plastic sheeting designed to last over several years.
Thus the length of time plates will be used and the amount of reflection
desired affect price.

It is our recommendation that a high quality smooth reflective surface
be applied to Virginia license plates. These plates can be made in our prison
facilities and, in fact, the Penitentiary Indistrial Department has, by
changing from flat sheet to coil steel, recently taken many of the steps to
adapt its equipment to enable it to reflectorize plates.

The highest cost estimate which we have seen of 28 cents per plate
was that provided by the Industrial Department of the Division of Correc-
tions of the Department of Welfare and Institutions which produces license
plates. This is their estimate for high quality smooth reflective sheeting
designed to be used over a period of several years. The 28 cent per plate
estimate would mean a total cost of $1,400,000 for 5,000,000 plates the first
year in a five-year plate program or annual amortized cost of $280,000
for a five-year period. While there are only 2,100,000 registered vehicles
in Virginia, we use the 2,500,000 vehicle or 5,000,000 plate figures to give
a proper allowance for replacements and growth. Industrial Department
le)sti;nates provided to the Commission were based on the 5,000,000 plate

asis.

The financing of this program and the savings to be gained by
changing to semipermanent plates will be discussed in the following rec-
ommendation. At this point we would simply note that considering the
economic loss of $200,000,000 which Virginia suffered in 1966 as a result
of traffic crashes, if reflective plates brought about a reduction in acct-
dents of only .0014% a year, that is less than one-seventh of one per cent a
year, a $280,000 annual amortized cost of reflectorization will have been
paid. Bach year, we lose through traffic accidents an amount which ex-
ceeds the amount raised by the State individual income tax and we should
view any reasonable expenditure for traffic safety against this tremendous
economic loss.
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*(4b) Semipermanent, rather than annual, license plates should be issued
in Virginia to reduce expenses and to defray the cost of reflector-
izing license plates.

We are recommending that license plates be issued in Virginia on a
semipermanent basis so that we can take advantage of the substantial cost
savings generated to finance the cost of reflectorizing license plates and to
introduce a sound safety measure. We emphasize that reflective plates
will, we are convinced, pay for themselves by reducing the economic loss
which results from traffic crashes, but we offer this proposal as an imme-
diate concrete way to pay for reflectorization and modernize our license
plate program.

The reason that numerous states have been changing to semiperma-
nent plates is reduced cost. According to “1967 License Plate Informa-
tion” provided by the American Association of Motor Vehicle Adminis-
trators, Alaska, Arizona, California, Connecticut, Delaware, the District
of Columbia, Hawaii, Maine, Minnesota, Nebraska, Nevada, New Jersey,
New Mexico, New York, North Dakota, Oregon, Pennsylvania, Tennessee
and Washington now issue plates for more than one year.

In changing to semipermanent plates, we believe aluminum plates
should be adopted in place of steel (1) to assure resistance to rust and
corrosion especially in view of the large coastal area of the State and chem-
ical treatment for snow throughout the State and (2) to permit savings
in manufacturing and mailing costs.

The legislation which we propose will establish a semipermanent li-
cense plate to be used for a minimum of three years and will give the
Commissioner of the Division of Motor Vehicles discretion to lengthen the
period for which the plates may be used. Many states issue their plates
for five years or longer: Delaware, Maine, New Jersey, North Dakota,
Oregon, Pennsylvania, Tennessee and Washington. In estimating cost
savings, we will give figures for both a three-year and a five-year license
plate program.

One basic savings factor is reduced postage. We now mail approxi-
mately 150,000 pairs of steel plates annually at a cost of 35 cents per pair
or $52,500; or $157,500 for three years; or $262,500 for five years. The
cost of mailing aluminum plates would be $36,000 the first year and the
cost of mailing revalidation stickers would be $7,500 each year; or $51,000
for three years; or $66,000 for five years. The total postage savings for
three years would be $106,500; the total postage savings for five years
would be $196,500. If these costs were amortized, it would mean an annual
savings of $35,500 in a three-year program and $39,300 in a five-year pro-
gram. We believe these savings are understated in view of almost certain
postage rate increases.

A second savings factor is in reduced manufacturing costs. The mate-
rials cost of alodized aluminum per plate as estimated by the Aluminum
Association is .069 cents or $345,000 for material for 5,000,000 plates the
first year as opposed to $175,000 for steel as reported by the Industrial
Department. The aluminum plate would, fabrication costs being equal,
cost $170,000 plus the Department’s profit on that amount of $25,500 or a
total of $195,500 more the first year. Each subsequent year, however,
there would be no material or fabrication cost at all under the semi-
permanent license program and a savings of ($.09 per plate x 5,000,000
plates) $450,000. The total manufacturing savings for three-year plates
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would be . $704,500; the total .savings for five-year plates would -be
$1,604,500.

Combined postage and manufacturing savings would be $811,000 for
a three-year program and $1,801,000 for a five-year program. The maxi-
mum cost estimate for reflectorization quoted earlier is 28 cents per plate
or $1,400,000. Thus the use of a semipermanent five-year plate would
create sufficient savings to pay for reflectorization. s

The cost of manufacturing revalidation stickers has proved to be
approximately one and one-half cents per sticker in such states as Oregon
where a reflective, pressure sensitive sticker which disintegrates upon
removal has been found to be satisfactory. This represents an additional
annual cost of $75,000. Virginia’s semiannual inspection program gives
added assurance that the revalidation sticker will serve‘for purposes of
maintaining and enforcing annual registrations.

With respect to both reflectorization and semipermanent plates we
are recommending the changes from our current program become effective
as of January 1, 1970 to allow ample time for adjustments in the adminis-
trative and manufacturing processes. The legislation which we propose
will make reflectorization a general requirement and semipermanent plates
a requirement for all vehicles except trucks and buses to which the Com-
missioner may continue to issue plates annually. .

*(4c) Annual motor vehicle registration fees should be raised $1 to aid in
financing the State’s highway safety program. S

We have already proposed limited increases in the fees for operators’
and -chauffeurs’ licenses to ‘support the reexamination program and the
change to plastic licenses which carry the licensee’s photograph.

An additional increase in revenues is needed to meet other aspects of
the overall highway safety program proposed herein. A $1 increase in the
annual fee for motor vehicle registration .will generate approximately
5_152,100,000 each year. We recommend that these added revenues be used
Insofar as necessary and upon authorization by the Governor to finance
the State’s highway safety program. These funds should be used to cover
the initial expenditure for reflectorization which falls within the first year
of use of semipermanent license plates. Additional appropriate uses for
such funds within the highway safety program would be, for example, the
development of the Research and Traffic Accident Prevention Center and
glf% establishment of the Highway Safety Division within the Governor’s

ce.

Any portion of such additional revenues not designated specifically
for highway safety purposes by the Governor should be disposed of, as
are annual motor vehicle registration fees generally, in accordance with
§ 46.1-167 to cover the expenses of the Division of Motor Vehicles and for
highway construction and maintenance purposes.

*(4d) License plate numbers should be limited to no more than six digits
to assist enforcement officials.

Simple logic tells us that if the numbers on license plates are kept to
as few as possible, enforcement will be benefited. The current use of
seven-digit license numbers means they are difficult to read and remember,
especially when vehicles are moving and when enforcement is involved,
and this system also involves some production problems. Virginia now
numbers plates from 1 to 999,999 and from A1 to A999,999.
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The best numbering system for Virginia which is both uniform and
ranks high in tests for perception and readability would be a combination
of two letters and four numbers of from AA 1 to ZZ 9999 as well as 1 to
999,999 and Al to Z 99,999. This system produces over six million com-
binations, far more than necessary in Virginia.

Perception tests conducted in Illinois, the results of which were pub-
lished in 1960, indicated that while 89.8% of an AA 111 and 70% of an AA
1111 type license could be read correctly, only 51, 28.9 and 26% of Al 2345,
1234 567 and 1234567 type licenses could be read correctly.

We would further urge the use of the initial letters for identification
of the geographic area where the owner resides insofar as possible for
increased aid to enforcement personnel.

VIII. MEDICAL AND HEALTH ASPECTS OF LICENSING

A. Overall Goals

Our primary goal is to ensure that all drivers on the highways are
competent to be there. Those drivers who are subject to physical and
mental conditions which hinder their ability to drive should be restricted
in their use of the roads both to protect themselves and all drivers. Our
recommendations to achieve this overall goal are designed to discover just
who these potentially dangerous drivers are through research and admin-
istrative machinery. The recommendations in this section relate closely
to and should be considered with those in the preceding section.

B. Background

(1) Current programs

Within Virginia today, the Division of Motor Vehicles has sole respon-
sibility for determining the eligibility of driver license applicants. The
Division currently has authority and is directed by the Code of Virginia
not to issue an operator’s license to any person “afflicted with or suffering
from such physical or mental disability or disease as will serve to prevent
such person from exercising reasonable and ordinary control over a motor
vehicle while operating the same upon the highways.” Under this lan-
guage, the Division has ample authority and the duty to keep incompetent
drivers from the highway.

The problems for the Division are twofold—first, the problem of de-
termining precisely what physical or mental disabilities or diseases actu-
ally prevent drivers from exercising ‘“reasonable and ordinary control
over a motor vehicle’”; second, the problem of determining which appli-
cants and drivers are affected adversely by such disabilities or diseases.

. With regard to the first problem, that of gathering information and
doing scientific research to determine which physical and mental condi-
tions might lead to impaired driving ability, the Division has no facilities
and does not conduct any research along these lines. o

At present the only research in Virginia having any connection with
these problems is the routine medical examination conducted on all traffic
accident fatalities by the State Medical Examiner. As a part of this
routine examination, blood samples are taken which would reflect the inci-
dence of alcoholism involved in traffic fatalities. This type of examination
could be valuable in determining the incidence of many physical disabili-
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ties other than alcoholism if such information could be correlated and made
available for use by the licensing agency. At present, no statistics are
available from the Medical Examiner’s routine autopsy concerning the
incidence of heart attacks, diabetes, epilepsy and visual or other sensory
defects, which could be used to determine whether such conditions might
be grounds for restricting or denying a license.

Virginia is typical of the nation as a whole in its lack of research to-
day. Only Pennsylvania as a matter of routine requires physical ex-
aminations for its drivers. It is too early at this time to determine
whether these medical examinations have any effect on accident preven-
tion.

The Commissioner for Pennsylvania has reported that 1.7% or 30,941
of the 1,866,349 examined were rejected. The largest percentage of such
rejections, which may itself be viewed as a small percentage, occurs in
the age bracket of 61 to 93. While the reported percentage of rejections
was small, a far larger per cent, 36% or 168,117 of 467,276, of those appli-
cants who had their eyes examined had to have their licenses stamped for
the first time to require corrective lenses while driving. These statistics
also reflect the fact that we know more about visual defects and can find
them more easily than any other health problem related to driving ability.

One of the most complete and controlled studies in this area to date
was instituted in California which is one of 17 states regulating driving
privileges of people with chronic medical conditions. The records of 2,672
people with chronic medical conditions known to the California Depart-
ment of Motor Vehicles were compared with records of 922 drivers renew-
ing licenses and not known to have medical conditions. The overall and
basic conclusion of the study was that

“Drivers with diabetes, epilepsy, cardiovascular disease, alcohol-
ism and mental illness averaged twice as many accidents per 1,000,000
. miles of driving and 134 to 1%%0 times as many violations per 100,000
miles as drivers in the comparison group on an age-adjusted basis.
Drivers convicted for illegal use of drugs average 1% times as many
* violations but no more accidents than those in the comparison group.
The accident rates of drivers with medical conditions were further
increased for drivers over the age of sixty, those with a poor attitude
toward driving and maintaining proper medical regimen, those with
more severe illness and those with a past history of an accident or
violation related to the medical condition.”

The further conclusion of the study was that the value of the study
itself was very limited since further studies were necessary to determine
whether a similar degree of driving impairment existed for drivers with
the same type of condition not known to be subject to chronic medical
conditions by the Department of Motor Vehicles. It can be seen that the
study used a comparatively small sampling of drivers to draw its conclu-
sions.

At the 1964 Workshop, sponsored by the U. S. Public Health Service,
American Medical Association and the American Association of Motor
Vehicle Administrators on “Medical Aspects of Driver Safety and Driver
Licensing”, the need for more research of this type was reiterated again
and again as a basis for developing standards for licensing.

With respect to the second problem, detection, the Division currently
relies on the observations of the license examiners when interviewing and
giving an examination to a driver upon initial application for a license;
answers to the medical questions included both on the initial application
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and on renewal applications filled in by drivers every three years; notifica-
tion from law enforcement agencies, insurance companies, courts, Com-
monwealth’s Attorneys and individuals that particular drivers are incom-
petent to operate a vehicle and need reexamination; various provisions
concerning persons hospitalized for mental conditions, inebriacy, drug
addiction and epilepsy; and the reexamination of drivers involved in two
moving traffic violations within a year or two reportable accidents within
a year. It can be seen, at once, that the vast majority of drivers are actu-
ally examined only upon initial application for a license when the Division
gives an examination for visual acuity in addition to having examiners
note any obvious physical disability which might impair driving ability.
The great majority of drivers who obtain a new license each three years
by writing in for renewal are required only to answer a series of questions
concerning their medical history.

The Division must rely on the completeness and truthfulness of the
answers to the questionnaire to determine whether such drivers may have
any deteriorating mental or physical condition which would affect their
driving. It is obvious that many individuals filing for renewal simply
would not notice their visual acuity had decreased to the extent that their
license should be restricted by the requirement that the operator wear -
glasses while driving. Other disabilities, such as a heart condition or
crippling arthritis may not be reported simply through fear that no
license will be issued.

The Division currently conducts approximately 30,000 to 35,000 spe-
cial examinations each year for those persons involved in two moving
violations and two accidents within a year and those persons who are
brought to the attention of the Division through notification by individ-
uals, courts, ete. This approach while useful, usually locates incompetent
driversdonly after the accidents and violations we seek to prevent have
occurred.

(2) Needs

The first need which can be seen at a glance through the description
of existing conditions in Virginia is to enlist the help of the medical pro-
fession to determine just what constitutes an impaired or physically in-
competent driver and to detect incompetent drivers.

that One basic standard recommended by the National Safety Council is
at:

“Motor vehicle departments and other appropriate agencies
should be supported in conducting research needed to develop im-
proved standards and procedures in all areas of their responsibilities
affecting traffic safety. Particular needs are for studies relating to
driver attitudes; vision; the influence on driving of physical condi-
tions such as epilepsy, heart ailments, and diabetes; and the effects of
drugs. All such research should be conducted in cooperation with
proper professional and technical specialists.”

The way to meet this recommendation is through a closer working
relationship between the State Health Department and the Division of
Motor Vehicles to foster research and closer cooperation between the med-
ica}cl p%“ofession and the Division in order to detect drivers who are incom-
petent.

With regard to detection, the 1964 Workshop on “Medical Aspects of
Driver Safety and Driver Licensing” covered the possibility of medical
advisory committees.
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“There were seven such regional meetings, and at each of the
‘seven the concept of a Medical Advisory Board was approved without
dissent.

“It was held to represent the only logical answer to the problem
of a practical workable liaison between the medical profession and
the licensing agency.”

The necessity for a medical advisory committee to bring expert knowledge
to bear on the question of medical aspects of licensing is twofold: first,
to eliminate drivers with demonstrable disabilities from the highway, and
second, of equal importance, to avoid denying or restricting driving privi-
leges for those whose handicaps do not disqualify them from driving safely.

There is also a great need recognized both in general literature and
by the federal standards issued under the Highway Safety Act for dealing
with what has become an established problem—the need to examine driv-
ers periodically to determine their visual acuity. It is necessary to empha-
size the need to wear glasses while driving for persons with limited vision.
This can most obviously be handled directly through restrictions on
licenses without denying driving privileges.

Four years ago, the Virginia Advisory Legislative Council recom-
mended that the question of visual standards be turned over to a specialized
and professional commission for review. That group reported to the Divi-
sion of Motor Vehicles recommending increased visual standards for motor
vehicle drivers. The General Assembly failed to adopt their recommenda-
tions in the past Session, and we believe that the Assembly should delay
no longer in bringing the visual standards used in Virginia up from the
lowest of the 50 states to at least the well recognized minimum of 20,/40
visual acuity. To quote the experts submitting that report, “In recom-
mendmg a change to the 20/40 level in one or both eyes, with or without
correction, we are only bringing our visual standards in line with the
majority of other states.” Of all the fields involving medical aspects of
licensing, the visual acuity area has been most thoroughly studied and
can be dealt with in the least objectionable manner. Requiring a person
with limited vision to use glasses while driving does not prevent him from
using the road and is a simple means to increase the safety quotient on the
highway for all drivers, particularly those affected by restricted vision.

C. Recommendations and Reasoning

*(1) The post-mortem reports already being made by medical examiners
on all traffic fatalities should be expanded to cover the presence
of any medical or physical condition which may potentially have
contributed to the accident and this aspect of the reports should
be made available for further research and analysis.

Existing provisions of law found in §§ 19.1-83 through 19.1-46 al-
ready provide for routine reports by medical examiners in every case
involving the sudden or violent death of any person. It is our understand-
ing that at this time, in each case involving a traffic fatality, medical
examiners run routine blood tests to determine alecohol content.

Our recommendation is designed to expand this type of post-mortem
examination to cover all the potentially contributing physical and mental
conditions which may have led to the traffic fatality involved. Further, we
wish to assure that the information gathered from such reports will be

d'* Legislation for recommendations starred will be carried in the Legislative Appen-
1X.
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made available for research and -analysis-to dévelop much needed informa-
tion on:actual contributing causesof traffic accidents.

While this recommendation represents only a small start toward ob-
taining the type of information needed to determine what constitutes an
incompetent driver, it is a start easily made and potentially of real value
in showing the actual causes of traffic fatalities.

*#(2) A Medical Advisory Board should be appointed by the Governor to
assist and advise the Commissioner of the Division of Motor
Vehicles in reviewing medical aspects of license applications and
in developing standards. for broad application in licensing.

The Board should be composed of seven qualified and practicing physi-
cians appointed by the Governor to serve for four-year terms on a stag-
gered basis. Members should receive $40 per day for each day devoted to
executing the Board’s responsibilities.

The function of this Board would be to serve as an advisory body to
the Division of Motor Vehicles and it would meet at the request of the
Commissioner. He would be able to consult with the Board for an adv1s0ry
opinion when he has reason to believe that an individual operator is in-
competent to drive because of a mental or physical disability.

In addition, the members of the Board would be well-qualified indi-
viduals able to assist the Commissioner of the Division in developing
health standards for licensing and in reviewing such matters as the proper
questions to use on license application forms to solicit health information.

*(8) We recommend the adoption of those portions of the 1965 Visual
Standards Report which will raise Virginia’s visual acuity require-
ments for obtaining a license to the recognized minimum stand-
ards necessary to assure safe driving.

We are recommending the adoption of those recommendations made
in the 1965 Report, “Visual Standards for Motor Vehicle Drivers,” sub-
mitted to the Division of Motor Vehicles by the expert Committee set up
pursuant to a Virginia Advisory Legislative Council recommendation and
Senate Joint Resoution No. 4 of the 1964 Session of the General Assembly.

These recommendations represent the best efforts of an expert body
to bring Virginia into line with the recognized minimum visual standards
applying throughout most of the country.

In proposing these standards we wish to emphasize that while the
requirements proposed will affect a considerable number of Virginia driv-
ers, as inferred from the Pennsylvania statistics, these drivers will not lose
their licenses but simply be required to wear glasses while driving for their
own and others’ safety.

In addition to the issuance of licenses restricted by a requirement for
wearing glasses, these proposals include the recommendation for daylight
driving licenses for persons with particularly unsafe vision, i.e. minimum
vision of 20/70 or minimum binocular horizontal vision of 70 degrees.

The Division has already applied some of these recognized standards
administratively by requiring 20/40 vision for persons over 55. We be-
lieve the Division should be given adequate and proper authority to apply
the same minimum standards to all our drivers.
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*(4) We recommend the Division of Motor Vehicles be given specific
authority to require a physical examination where there is cause

to believe the applicant or licensee may be physically incompetent
to drive.

Under existing administrative practice the Division does require such
examinations under § 46.1-383 (a) which covers reexaminations following
two violations or accidents. We believe their action is sound, and while it
is most probably within the intent of the legislation, we are recommend-
ing an amendment to make the authority explicit.

IX. EMERGENCY SERVICES AND TRANSPORTATION
OF THE INJURED

A. Overall Goals

Our recommendations in this section offer means to minimize the
number of deaths and serious disabilities resulting from highway crashes
by assuring prompt and qualified emergency care for the victims of these
crashes. Properly equipped ambulances, properly qualified attendants, a
sufficient number of emergency vehicles to handle emergency calls, and
improved communications among police, ambulances and hospitals are
specific, practical goals which can directly contribute to reducing the
fatalities and serious disabilities which result not only from highway
accidents but also from the equally large or even larger number of acci-
dents occurring in homes and on the job.

B. Background

-Replies to a Commission questionnaire directed to each city and county
in Virginia, in order to learn the number of ambulances and emergency
vehicles and the degree of local regulation of emergency services, lead us
to the conclusions that the number of vehicles available and the degree of
regulation covering the equipment to be carried on such vehicles and the
training of attendant personnel fall short of meeting the State’s needs.
We are reluctant to rely too heavily on the results of the questionnaire
although replies were received from over 90% of the cities and counties.
Many replies included vehicles based in a neighboring locality which are
available for calls in the locality replying. These duplications tend to over-
state the supply of vehicles. Even accepting these duplications, however,
it appears many localities are poorly serviced by emergency equipment too
widely scattered to reach numerous potential accident locations promptly.
In addition few localities regulate either the equipment for emergency
vehicles or the qualifications of attending personnel.

These weaknesses in Virginia’s emergency services parallel the situa-
tion elsewhere in the country. Dr. Robert H. Kennedy, Chairman of the
Committee on Trauma of the American College of Surgeons, referring to
the results of a Committee study of ambulance services in the country,
concluded that “better ambulance services may save lives, decrease hos-
pital stay and permanent disability, put an end to the steady increase in
insurance costs, and bring to (the) community a proper sense of respon-
sibility similar to police and fire department services.” While noting that
statistics are scant, he cited one estimate that 20,000 out of 100,000 acci-
dental deaths might be avoided by improved ambulance and emergency
services. While few statistics on this point are available, common sense
assures us that improved emergency services are bound to effect good
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results in numerous cases where qualified on-the-scene care and proper
transportation techniques are essential.

Various authorities, including the American College of Surgeons, the
U. S. Public Health Service, the National Safety Council and the Presi-
dent’s Committee for Traffic Safety, have outlined the logical requisites
for a sound emergency services program for us already: first, a proper
supply of first-aid equipment on each vehicle; second, properly trained
personnel to accompany the vehicle; third, a sufficient number of vehicles;
and fourth, a working communications system to coordinate police, ambu-
lance and hospital personnel.

The goal set out in the Highway Safety Act standards for State and
local programs on emergency services evolves logically from the position
taken by the authorities referred to above:

“To provide an emergency care system that will :
I. Provide quick identification and response to accidents.

II. Sustain and prolong life through proper first aid measures,
both at the scene and in transit.

III. Provide the coordination, transportation, and communica-
tions necessary to bring the injured and definitive medical
care together in the shortest practicable time, without simul-
taneously creating additional hazards.”

The specific standard (4.4.11) calls for a State program conducted
with the cooperation of the localities which provides the following as a
minimum :

“I. There are training, licensing, and related requirements (as
appropriate) for ambulance and rescue vehicle operators,
attendants, drivers, and dispatchers.

II. There are requirements for types and numbers of emergency
vehicles including supplies and equipment to be carried.

ITI. There are requirements for the operation and coordination of
ambulances and other emergency care systems.

IV. There are first aid training programs and refresher courses
for emergency service personnel, and the general public is
encouraged to take first aid courses.

V. There are criteria for the use of two-way communications.
VI. There are procedures for summoning and dispatching aid.

VII. There is an up-to-date, comprehensive plan for emergency
medical services, including :
A. Facilities and equipment
B. Definition of areas of responsibility
C. Agreements for mutual support
D. Communications systems

VIII. This program shall be periodically evaluated by the State and
the National Highway Safety Bureau shall be provided with
an evaluation summary.”

We believe that we have a fair start in Virginia in many localities
toward meeting these minimum criteria and that the recommendations
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offered below will carry us a good distance toward the goals outlined. Our
recommendations concentrate on the areas of training of personnel, equip-
ment to be carried on vehicles and assuring adequate ambulance services.
Specific regulation of the design of ambulances falls under the jurisdiction
of the National Traffic and Motor Vehicle Safety Act and, as is the case
with other motor vehicles, outside the scope of this Report. The problem
of adequate communications does not lend itself to legislative handling
and’ involves administrative coordination among the police, ambulances
and hospitals as well as further work on the proper means and channels
of communication. This problem must be met by those involved in dealing
with emergency services under the guidance and urging of a new Highway
Safety Division or its counterpart and the State Health Department. Dr.
H. E. Gillespie, Director of the Bureau of Epidemiology of the Department
has already been appointed to head the State program for emergency med-
ical services in connection with the Highway Safety Act standards and
much of this section is concerned with giving him and the Health Depart-

ment the necessary authority to effect the improvement of our services in
this field. N

C. Recommendations and Reasoning

*(1) Authority to regulate the equipment carried on ambulances and to
certify the qualifications of attendant personnel should be vested
in the State Health Department and in an Advisory Committee
on Emergency Medical Services; and the operation of ambulances
within the State should be dependent on the holding of a permit
‘to do so and the presence of a certified ambulance attendant.

While the number of vehicles needed may vary from locality to local-
ity, the type of equipment needed and the quality of training desirable for
attendant personnel are clearly matters for uniform regulation through-
out the State. Traumatic injuries do not favor any loeality and the means
to deal with them should be of even caliber in every locality.

The legislation which ‘we propose vests in the State Health Commis-
sioner or his designated representative authority to issue a permit to oper-
ate an ambulance within Virginia to any applicant for such permit who
shows that the ambulance registered in his name meets the standards for
medical equipment and supplies set forth in the legislation and in stand-
ards to be promulgated by the Board of Health. As a starting point, we
propose the “Minimum Equipment List for Ambulances” as recommended
by the Committee on Trauma of the American College of Surgeons be
adopted in the statute with authority in the Board of Health, subject
only to approval of the Advisory Committee on Emergency Medical Serv-
ices, to vary from this list either by adding or deleting specific items.

In addition to requiring a permit to operate an ambulance, a further
statutory requirement should be the presence of at least one person who
holds a valid emergency medical care personnel certificate, also issued by
the Commissioner or his designated representative, whenever the ambu-
lance is on an emergency mission. The Board shall adopt regulations to
specify the qualifications required to obtain a certificate, subject to the
approval of the Advisory Committee.

The legislation proposed establishes the Advisory Committee on Emer-
gency Medical Services to assist the Board and Commissioner in perform-
ing their duties and to assure fair representation to the interests directly

g * Legislation for recommendations starred will be carried in the Legislative Appen-
ix.
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involved. Representatives on the Advisory Committee would include rep-
resentatives of the following organizations: the League of Virginia Coun-
ties, Virginia Municipal League, the Medical Society of Virginia, the Vir-
ginia Hospital Association, the Virgina Funeral Directors Association,
the Virginia Association of Rescue Squads, Inc., and the American Red
Cross. These seven organizations would submit lists of nominees to the
Governor who should so appoint members as to assure representation of
these groups. In addition the Governor should appoint two representatives
of the commercial ambulance services to serve for four-year terms.

Penalties under the proposed statute would be revocation of the permit
to operate an ambulance for failure to comply with Board regulations.
Operation of an ambulance without a permit or on a revoked permit or
without a properly certified attendant will constitute a misdemeanor.

This legislation follows closely legislation recently adopted in North
Carolina. It reflects the trend in other areas such as New York City,
California, Louisiana, Massachusetts, Nevada, Oregon and Texas to insti-
tute some regulation of emergency medical services.

*(2) The State should appropriate funds to the Department of Health to
suI()lpor{;1 alirlbulance and rescue squad personnel training programs
and schools.

This recommendation supplements the preceding one, and the same
legislation which gives the Board and Department of Health responsibili-
ties for the certification of ambulance attendants should also make pro-
vision to support their training. Initially $10,000 should be appropriated
to the Department to be used to support the training of ambulance and
rescue squad personnel through training programs established by or ap-
proved by the Department for the purpose of training individuals to meet
the standards for certified ambulance attendants. The appropriation sug-
gested here is low in comparison to the $16,000 currently appropriated for
training of fire service personnel and the $25,000 suggested in this year’s
Virginia Advisory Legislative Council report on fire service personnel
training, but it should serve to support the start of a sound training
program in conjunction with the certification standards.

*(3) The State should adopt a policy of fostering adequate local ambu-
lance services and authorize localities to regulate emergency serv-
ices and grant franchises to this end.

We believe the State should give full backing to the localities in their
efforts to assure their residents adequate ambulance services to the same
degree that police and fire protection are afforded.

The authority of the cities and counties to provide ambulance services
should be broad, and we have no wish to rule out any alternative means to
furnish services from the owning and operating of ambulances by the city
or county to the contracting with any public or private agency to provide
such services.

Two supplementary steps should be taken to increase local authority
in this area. First, general authorization should be given the localities to
regulate emergency transportation activities within their jurisdictions.

Second, following proper notice and hearing provisions a county or
city should be able to grant a franchise to operate an ambulance service
within the city or county or a specific part of it. In some cases a locality
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may be best able to get effective service through a franchise arrangement
assuring adequate and yet not overlapping services. In conjunction with
this authority, the county or city should have power to prohibit unfran-
chised ambulances from operating in a franchised territory and power to
regulate the amount of charges of franchised services.

*(4) The current “good samaritan” statute should be expanded to include
certified emergency medical care personnel, as well as doctors and
dentists, rendering assistance at the sceneé of an accident.

We believe the same exemption from civil liability currently provided
for doctors and dentists stopping to render emergency assistance at the
scene of an accident should be extended to certified emergency medical care
personnel whose job it is to act in these emergency situations. Under the
legislation earlier proposed, any individual willing and abile to meet Board
of Health standards for a certificate, may obtain one whether he works for
a commercial ambulance service, for a rescue squad or for a police or fire
department. We recognize that many individuals active in emergency
rescue work desire the protection of this statute and believe it can most
equitably and safely be extended by predicating its coverage on the quali-
fications of the individual as ascertained by the Department of Health.

*(5) A resolution should be adopted by the General Assembly requesting
the State Department of Highways and the State Police to study
the problem of providing an adequate communications system for
Virginia’s limited access highways.

The necessity for emergency communications on our Interstate and
other limited access roadways is particularly serious because of the dis-
tances between exits and the fact that such roads are fenced. Emergency
phones at intervals on such highways obviously can be of real assistance
to the stranded motorist and can be utilized to summons emergency crews
and police in case of accidents.

While the usefulness of emergency phones or communications is clear,
the cost and development of a communications system warrants special
study. We propose that the General Assembly request the Departments of
Highways and State Police to study the need for emergency communica-
tions on our limited access roadways, the cost and best means to develop
a system of communications for such roads and to report their findings to
the Governor and to the General Assembly by January 1, 1969. A nine
months’ study should be sufficient on this specific question and we antici-
pate that action could be taken on the results of the study without specific
legislation and by administrative action.

X. THE DRINKING DRIVER
A. Overall Goals

We seek to achieve, so far as it is possible, a reduction in traffic acci-
dents and deaths which result from the operation of motor vehicles on the
h%ghﬁzv?ys of the Commonwealth while drivers are under the influence of
alcohol.

B. Background and Facts

Virginia was among the first states to introduce chemical testing for
driving while intoxicated. The first Virginia law was a voluntary blood
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test which at first achieved some degree of success. As time went on, how-
ever, drivers who had been drinking became aware of the incriminating
aspects of taking chemical tests and the number volunteering for such
tests diminished. An implied consent law was passed in 1962, and because
of the complexities in the law the number of convictions for DWI decreased
materially as did arrests for the offense. Because of the technicalities in
the law and the difficulty of perfecting the charge, the statute came into
disrepute with law enforcement agencies as well as the courts. The
General Assembly rewrote the law in 1964, removing many of the causes
for dissatisfaction, but the original difficulties linger on in the minds of
many police and prosecutors, and in some areas of Virginia little or no
effort has been made to enforce it. Other areas, however, have had con-
siderable success with the law once a sincere effort has been made to
enforce it. The very large variation in enforcement among communities,
as disclosed in the study on the Administration and Enforcement of
Selected Traffic Laws in Virginia, by the Virginia Highway Research
Council, is most revealing.

Comments of judges reported in the Highway Research Council study
grg fairly descriptive of the reaction of many municipal and county court
judges:

“The implied consent law is generally disapproved by lower court
judges. The reasons for disapproval vary. Section 18.1-55.1 is said to
be too technical for police officers to effectively implement with the
geslﬂ)’g t.haﬂ’f*ionvictions for driving under the influence are too difficult

o0 obtain.

“It is felt that doctors and other individuals who extract blood
for blood tests should have greater immunity from civil suits.

“A number of judges seem to hold the view that the blood test
must be offered the defendant charged under Section 18.1-54 and if
he takes the test, then the only evidence sufficient to sustain the charge
is the blood test evidence. Coupled with this view is the feeling that
failure to comply strictly with the requirements of Section 18.1-55.1
for preparing, identifying, ete. the blood test evidence renders the
evidence inadmissible.”

Immediately following the above, the researchers made the following
comment:

“The judges expressing the view mentioned in the previous para-
graph seem to have misinterpreted the scheme of Section 18.1-564 and
Section 1-55.1 and appear to still be operating under the 1962 version
of the implied consent law. The notion of strict compliance with the
procedural requirements of Section 18.1-55.1 should have been dis-
pelled by the clear language of Paragraph (R )[(s)] of that section,
but certainly the recent case (March 1967) of Shumate v. The Com-
monwealth 207 Va., ...... (1967) will settle any remaining doubts.”

In addition to the confusion on the part of some courts concerning the
application of the law, another discouraging aspect of enforcement of the
“implied consent law is the large number of acquittals by juries in cases
which are appealed from the lower courts to the circuit courts. Here the
game of technicalities reaches its zenith, as it is apparent that many jurors
are most tolerant in their views of the seriousness of the offense. It has
also been pointed out by several prosecutors that jury results may be
affectgd by the fact that a large percentage of jurors have had traffic
records.
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There is equal discouragement in dealing with the problem among
some police. Their greatest objection is the length of time it takes to
perfect a case. Often they are refused assistance by medical personnel and
hospitals, or demands are made by physicians for releases from liability
which when refused by the accused necessitate the officer seeking out new
assistance, or as most often happens, a reduction in the charge to reckless
driving and drunk in public. A summary of comments made by municipal
policemen in the report on Administration and Enforcement of Selected
Traffic Laws in Virginia reflects the frustration of the police officials:

“The driving under the influence law as it presently exists is
unworkable. It is full of loopholes to make it easy for lawyers to
secure a dismissal or reduction to lesser offenses. The requirements
for preparation of the blood sample are too burdensome and technical
and often not only take a patrol unit off the street for one half to two
?ours, but also tie up supervisory personnel for extended periods of

ime.

“Most hospitals require defendants to sign releases from civil
liability before extracting the blood and defendants not being required
to sign releases can effectively prevent the test by refusing to sign.”

It is also an unfortunate fact that those drinking drivers who are
injured and taken to a hospital after an accident almost invariably escape
any penalty for their crime, even though they may have injured or killed
others. It is difficult for the police under such circumstances to make an
arrest in time and to obtain a blood sample. Doctors are reluctant to make
their findings available because of patient-doctor relationships, and if a
blood sample is refused it is impossible for the police officer to perfect a
charge for refusal because of inability to comply with the requirement of
t,het_statute which necessitates taking the accused before a committing
justice.

The fact mevertheless remains that since the 1964 amendments a
gradual improvement in enforcement has taken place. State Police, who
are adequately instructed in the procedures under the law, achieve a high
percentage of convictions, indicating that proper instruction of local offi-
cers might accomplish the same result. There is also growing concern
among the public regarding the incidence of drinking drivers in relation
to highway accidents. Gradually it has become accepted that any drinking
of alcohol increases reaction time and impairs visual and perceptive abili-
ties; that drinking decreases comprehension and fogs one’s ability to
drive; that it affects the psychological attitude toward risk-taking, be-
havior and judgment.

It is hard to say whether the incidence of drinking drivers is increas-
ing, or whether statistical information and our knowledge of its pre-
valence is becoming broader. In some states where most complete statis-
tics are maintained it has been found that alcohol is a factor in 50% or
more of the deaths on the highway. Virginia statistics show that at least
33% of all fatal crashes involved a drinking driver. No one, however, can
estimate precisely how many accidents or injuries are caused by drinking
drivers. Neither is anyone in a position to pinpoint the alcoholic source of
the problem. For too long, however, beer has been ignored as one such
source. The origin of many single car accidents in rural areas can be traced
directly back to the crossroads store. Apparently there is little appre-
ciation on the part of many that a twelve-ounce can of beer equals a drink
of whiskey.

It is doubtless an exaggeration to say that 50% of the problem on the
highways is the drinking driver, even though that percentage may hold
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true in fatalities. Nonetheless, it is a fact that the drinker who drives is
an excessively large part of the problem, and despite all the difficulties
surrounding enforcement, every effort must be made to get that driver off
of the highways. In the Scandinavian countries, where this effort has
been most persistent and advanced, there is little doubt that chemical tests
and strict enforcement have brought about material improvement. While
it has not eliminated the problem, and never will, the results have been
impressive. One highly populated area in Norway in a recent year had no
traffic deaths attributed to alcohol, and automatic breath testing on the
spot in any accident involving injury likewise shows the efficacy of this
on-the-road testing program. Hard line enforcement has not lessened
social drinking in these countries, but it has changed the habits of these
people to where the hazard is substantially reduced.

The problem in Virginia is threefold: First, make our laws more
enforceable. Second, require greater uniformity of enforcement through-
out the State. Third, increase the realization on the part of the public that
the drinker who drives is a menace to everyone on the highway.

C. Recommendations and Reasoning

(1) The changes which we propose to increase the effectiveness of our
procedures to control driving while intoxicated should be carried
out within the framework of our existing statutes rather than by
the adoption of an entirely new statute.

One problem, raised at the outset of our consideration of how to deal
more effectively with the drinking driver, was whether we should recom-
mend a new and simpler statute such as the sections on implied consent in
the Uniform Vehicle Code or work within the framework of existing
Virginia law.

While the Virginia provisions are somewhat complicated with detail,
there is not too much inherently wrong with the Virginia law that cannot
be cured with some modifications and a willingness on the part of prose-
cutors and police to enforce it. Evidence gathered at public hearings, held
by the study committee initially reviewing this area and by the Commis-
sion, showed many areas are getting more and better results under the
present law, as their enforcement personnel gain experience in using it.

While the Uniform Code is simpler and removes the clutter of spelling
out specific procedures, it has been found upon inquiry in the Uniform
Code states that their laws and procedures are subject to substantially the
same attacks as in Virginia. We therefore recommend that the following
changes be worked out within the framework of the existing Virginia law.

*(2) The breath test should not be introduced into our State’s procedures
under the implied consent law at this time, but the localities should
be given authority to introduce the breath test through local
ordinances.

The Commission feels that, while it may be ultimately desirable to
incorporate the breath test into the law for State-wide application, before
we introduce an alternative procedure into the statute, we should try to
perfect the present procedure of blood testing. Breath testing would be
accompanied by another long period of legal wrangling over test proce-
dures until it is clarified, with a detrimental effect on police morale.

& * Legislation for recommendations starred will be carried in the Legislative Appen-
ix.
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Use of an alternative breath test involves the question of who makes
the choice—the arresting officer or the accused. The argument for per-
mitting the accused to make the choice is that he is the one who selects his
own form of test and therefore may be less likely to refuse a test. On the
other hand, it is said that giving the accused the choice provides the
accused with one more opportunity to make it difficult for the police officer.
For example, the individual arrested could select the breath test and then
change his mind and insist on the blood test and thus use up the two
hours in which the blood test should be administered. Moreover, many
areas will not have testing equipment unless the State makes it available.
It is further argued that latitude should be given the officer, particularly
where someone could not be found to take a blood sample.

The greatest support for breath testing understandably comes from
the medical profession who see in the breath test a lessening of the burden
on medical personnel. There appears to be a division of opinion among the
police as to whether breath testing should be included with blood testing.
A close reading of the federal standard does not indicate that alternative
chsrrélcfal methods must be used so long as some chemical method is pro-
vided for.

We would, however, authorize the localities to enact ordinances to
utilize the breath test as an alternative to the blood test. Localities are
presently authorized to adopt ordinances paralleling the provisions of
§ 18.1-55.1 which covers implied consent to a blood test. Similar author-
ization should be given to permit the use of the breath test as an alter-
native to the blood test or in lieu of it, with the proviso that such local
ordinances should provide that any breath test administered thereunder
will be conducted in accord with State Department of Health standards on
equipment and procedures. The locality may determine for itself whether
or not the accused or officer makes the choice of which test to use if the
local ordinance retains the blood test.

We believe that authorizing the localities to introduce the breath test
will give the State a basis on which to judge the workability of the breath
test before changing the State law. In addition, the localities which have
experienced the greatest difficulty in using the blood test procedures, per-
haps because of the reluctance of doctors to administer the test, will be
given a possibly more useful approach for their areas.

We see no objection to the use by police of breath test devices for
screening purposes and on-the-road testing to assist in determining
whether further testing is indicated, and we encourage the police to use
such equipment and to request those suspected of driving while intoxicated
to take such tests.

*(8) Certain steps should be taken to obviate the valid objections of
doctors and hospitals to existing blood sampling procedures by
(a) raising the fee from $5 to $15, (b) providing for immediate
payment thereof, (¢) requiring circuit court designation of per-
sonnel to administer the sampling, and (d) increasing protection
against litigation through substitution of the State as defendant
in negligence suits with recovery over by the State against the
party taking the blood sample in cases of gross negligence only.

One of the greatest difficulties under the present statute is to get
doctors, ete. to take the blood samples. Refusals of doctors and hospitals
to take blood has reached serious proportions in many sections of the State.
We are not unsympathetic with the causes for this. The vast majority of
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the tests have to be taken at night at considerable inconvenience. The
accused is often not the easiest person to handle and comes to the doctor
only under duress. The fee of $5 is insufficient and often the doctor has to
waitfor long periods before being paid.

To rectify this situation we recommend:

(a) that the fee be increased to $15, to be charged against the accused
if convicted, otherwise paid from the criminal fund ;

(b) that such payment be made immediately by the locality, reim-
bursable from the proper fund;

(c) that the statute be amended to provide that the circuit court
appoint certain doctors, nurses, technicians, or designate by class the
personnel in hospitals, to take blood samples;

(d) that the statute be further amended to provide that suits for
negligence may not be brought against any doctor, hospital, etc., taking
blood samples; and that suits for such negligence may only be brought
against the State with the right vested in the State to recover over against
the doctor or party taking the sample in cases of gross negligence.

*(4) The required levels of alcohol content revealed in blood tests which
give rise to certain presumptions at law should be lowered so that
0.05% to 0.10% by weight alcohol content will be presumptive evi-
dence of impaired driving and 0.10% or greater alcohol content will
be presumptive evidence of driving while intoxicated.

The recommended reduction to 0.10% in the amount of blood alcohol
content which should give rise to a presumption of driving while intoxi-
cated, would make our statute reflect the widely acknowledged fact that
drivers are dangerously and detrimentally affected by drinking when they
have had what would amount to seven and one-half ounces of whiskey for
a 155 pound man within one or two hours after a normal meal. The Uni-
form Vehicle Code, the President’s Committee on Traffic Safety, the fed-
eral standards issued under the Highway Safety Act, the American Med-
ical Association and the American Association for Automotive Medicine
advocate a 0.10% level as presumptive of driving while intoxicated.

The trend to lower the level to 0.10% results from several factors.
First, a growing body of research reports and conclusions point out that
drivers are dangerously affected by alcohol at this level and, for example,
six times as likely to cause accidents than non-drinking drivers* in addi-
tion to being affected in terms of perception and reaction time. Second,
evidence mounts that drinking drivers are causing a large percentage of
accidents. For example, the 1946 edition of the National Safety Council’s
Accident Facts estimated on the basis of state reports that 18% of all
drivers involved in fatal crashes had been drinking and the 1966 edition
reppé'teg drinking a factor in “as many as half of the fatal motor vehicle
accidents.”

This accumulating evidence indicates that realistic laws would base
the presumption of driving while intoxicated on a blood-alcohol concen-
tration of 0.10% and higher and impaired driving on a concentration of
from 0.05% t0 0.10%.

*(5) The arresting officer should be permitted to give evidence on his
opinion of the defendant’s condition at the time of arrest.

* Borkenstein, R. E., et al., The Role of the Drinking Driver in Traffic Accidents.
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In cases where a person is-accused of driving under the influence an
officer is prohibited from expressing an opinion as to the condition of the
accused, that is, whether or not he was under the influence or drunk.
The officer now can, of course, and should testify as to the defendant’s
specific behavior and actions. We recommend that arresting officers be
permitted to express an opinion as to the condition of the accused at the
time of arrest, since they have sufficient experience on which to base their
opinion in this area to qualify as experts.

*(6) Authority to sign the blood sample certificate should be given to the
administrative assistants of the Chief Medical Examiner or Assist-
ant Chief Medical Examiner.

The statute provides that the Chief Medical Examiner, or an Assistant
Chief Medical Examiner, shall execute the blood sample certificate. Often
these officials are on other duties throughout the State and are not avail-
able for that purpose.

Therefore, it is recommended that the certificate may be signed, in
addition to the above, by an administrative assistant in the office of the
Chief Medical Examiner or of an Assistant Chief Medical Examiner.

*(7) The taking of the blood sample should be made prima facie evidence
of compliance with the procedures for taking it outlined in the
statute.

Although the Shumate case and the provisions of subsection (s) of
§ 18.1-55.1 go a long way in alleviating the problem of strict compliance
with the procedural requirements of § 18.1-55.1, a large amount of the
court’s time is taken up with technical matters such as whether the soap
used to cleanse the body had an alcoholic content, what is an accepted
steam sterilizer, etc.

To implement the purpose of the Assembly that procedural require-
ments not dominate the trial of a case, it is recommended that the fact
that the sample has been taken will be prima facie evidence of compliance.
This will make it clear that the defendant will have to raise any issue
related to the procedures and that the prosecutor does not have to cover
these points in every case. We believe this language in the statute will
suffice to change the practice still evident in some courts, despite sub-
section (s), of requiring strict procedural compliance on every technical
point rather than substantive compliance with the section as a whole.

*#(8) The implied consent statute should be amended to authorize the
State Health Commissioner to limit the number of approved lab-
oratories testing the second blood sample for the accused and to
permit the accused to send his sample to the Chief Medical Exam-
iner for testing free of charge.

It has been found that the variations which have occurred between
the testing of the blood sample by the office of the Chief Medical Examiner
and the various laboratories throughout the State have, in some cases,
occurred by reason of differences in procedures, and in other cases because
of changes in personnel so that persons not familiar with procedures some-
times do the testing.

It is believed that if the statute were amended to limit the number of
such laboratories more uniform procedures could be achieved thereby
eliminating some of the disparities that have occurred in the past. The
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statute should, therefore, be amended to permit the State Health Commis-
sioner to limit the number of such approved laboratories throughout the
State. Further, the accused should be permitted, as an alternative, to have
the second sample mailed to the Office of the Chief Medical Examiner for
testing without charge.

*(9) The statute should be amended to permit the use of sealed kits
approved by the State Health Commissioner which the police could
provide the person taking the blood sample.

Some states with implied consent laws provide the law enforcement
officers with complete sealed kits for taking blood samples, including a
proper substance for cleansing the body before the blood is taken. The use
of such kit has helped materially in greater acceptance of the test by the
accused and avoidance of technical objections during the trial.

We believe that the statute should specifically allow, as an alternative
for the procedure in the statute for taking the blood sample, for the sample
to be taken with sealed blood sampling equipment approved by the State
Health Commissioner.

(10) Hospitals should be required to take a blood sample of any driver
admitted following a traffic accident if law enforcement personnel
so request.

Where an individual involved in a traffic accident is immediately
thereafter admitted to the hospital, the provisions of existing law are
unworkable because they require the arresting officer to take the accused
before a committing magistrate if he refuses to consent to a blood sample
and test. Even if conscious the accused cannot practically be removed
from the hospital. As a result, a considerable number of injured drivers
are escaping prosecution, conviction and resultant revocation of driving
privileges for driving while intoxicated or refusal to consent to a blood test.

Because this is a very special and serious situation, we recommend
that a separate statute be enacted to require every driver admitted to a
hospital following a traffic accident to submit to a blood test if an enforce-
ment officer so requests. The penalty for refusal to consent to the test
shoudd be the same as in the case of refusal to consent under § 18.1-55.1.
Such persons, if unconscious, shall be deemed to consent and the statute
should require the hospital to take the blood sample upon the officer’s
request in such cases.

The results of such tests will be admissible in evidence and given the
same presumptive effect as under the implied consent statute provided
the sample is taken within two hours of admission to the hospital. The
results will be admissible without presumptive effect if the sample was
taken within two to four hours after admission. Procedures for with-
drawing blood and testing the sample would parallel § 18.1-55.1.

*(11) Annual reports should be made by the Traffic Accident Prevention
and Research Center on action taken under the driving while
intoxicated or impaired, and implied consent statutes.

In order to provide better information about the enforcement of the
driving while intoxicated or impaired and implied consent laws, we rec-
ommend: the Traffic Accident Prevention and Research Center make a
report annually to the Governor and members of the General Assembly
showing by locality the number of warrants issued for violations of §§
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18.1-54, 18.1-55.1 and 18.1-56.1 (and parallel local ordinances), the dis-
position of such warrants, the number of convictions and acquittals, the

p}(lanaltifes assessed by the courts, and the appeals taken and the disposition
thereof.

*(12) Penalties for refusal to consent to a blood test should be increased
to six months’ suspension of driving privileges for a first offense
and one year’s suspension for a second offense within a year.

As the penalty under the implied consent law now stands, (90 days’
suspension for a first conviction and six months’ suspension for a second
or subsequent conviction within one year), some drivers who have been
drinking are encouraged to refuse the test in hopes of avoiding the heavier
penalty for driving while intoxicated, which is automatic revocation of
driving privileges for one year.

We, therefore, recommend this increase to bring the penalties more
in line and to lessen this incentive.

These increased penalties will also apply, as noted earlier, to the new
itatutelcovering the taking of blood samples from injured drivers in
ospitals.

XI. ENFORCEMENT
A. Overall Goals

Within this topic, we examine the functions and operations of the
police, the courts and the administrative agencies charged with enforce-
ment of the motor vehicle laws. While primary emphasis has been devoted
to the review of the methods by which current laws are being enforced,
additional consideration has been given to the specific statutes which must
be enforced by these agencies.

Through the course of our study and at the root of each recommenda-
tion offered in this section, one overall goal predominates—how to achieve
maximum fairness and effectiveness in the enforcement of these laws so
that the lawful, responsible motorist can drive with confidence that he
will be protected and so that all drivers will have full respect for the laws
and their swift, sure enforcement.

The discussion and recommendations which follow are divided into
several major topics: enforcement by police, enforcement by courts and
the laws being enforced. The recommendations offered are specific in
nature, covering many particular topics and enforcement features.

B. Background
(1) Present conditions

The vital importance of enforcement and respect for the law is sharply
reflected in the statistics on motor vehicle accidents and crashes. During
1966, nearly 83% of all reported motor vehicle crashes involved some viola-
tion of a traffic law. More than half of the drivers involved in accidents in
* that year were violating some law. Speeding, failing to yield the right-of-
way, driving left of center line, disregarding traflic signals and disregard-
ing stop signs were among major contributors to both fatal crashes and
nonfatal accidents.
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- Bffective eniforcement can be a major method to decrease the number
of violations and resultant accidents and fatalities. Effective enforcement
means deterrence. If motorists know and expect enforcement will be swift
and certain, they will drive with more care and respect for the law. In
addition, enforcement will, in proper cases, lead to the arrest and conv1c-
tion of v1olators and to revocatlon and suspension penalties. ' :

.. Enforcement by the police. The State Police force comprises approxi-
mately 15% of the total available law enforcement personnel in V1rg1n1a
As of March 1, 1967, 796 State troopers were employed in comparison with
approximately 4, 500 county and municipal law enforcement personnel.

-In describing selection of State Police personnel, the Governor’s High-
Way Safety - Committee has, in its “Virginia’s Traffic Safety Program—
1964” outlined the qualifications required for a State trooper. Minimum
acceptance is based on a complete high school education, height and weight
qualifications, health, age and character. Once basic requirements are
met, -aptitude examinations follow. A complete physical examination is
conducted ‘Then an investigation of the applicant’s life from the time of
birth is conducted along the lines of those of other enforcement agencies
such as the F.B.I. Conditional appointment to the position of trooper
follows, durmg which time the applicant is evaluated An eighteen-week
¢éotirse covering 109 subjects is the next step in the State Police Depart-
ment basic training school.

Under such standards and programs, the State Police have been able
to recruit less than their authorized quota of 897 men. As of September
15, 1967, the State Police had 76 trooper vacancies.

The duties of the troopers involve the patrol of 50,000 miles of roads.
The ratio of supervisors to troopers in 1966 was one to 11.2, which com-
pares favorably with all surrounding states. During that year, State
police executed 254.9 arrests per man, also an average which compares
very favorably with surrounding states. .

Virginia troopers attend a one-week retraining program annually.
The recommended number of in-service training hours every two years by
the International Association of Chiefs of Police is 40 hours. V1rg1n1a
more than meets this requirement by having 54 hours of in-service
training.

It is difficult to evaluate as thoroughly the operations of the approxi-
mately 4,500 local officers involved in motor vehicle enforcement. The
quahﬁcatlons, pay, in-service training and work of these local enforcement
officers vary widely from one locality to another.

There is no uniform requirement for in-service training of local en-
forcement officers, but there is a Central Police School sponsored by the
State Board of Education, the Virginia Municipal League and the Virginia
Association of Chiefs of Police which utilizes the State Police training
facilities. This school held three sessions of three weeks each in 1965 and
1966 which approximately 225 municipal and county officers attended.
The applications to attend the school are exceeding its available facilities.
A somewhat similar program sponsored by the Virginia State Sheriffs
and City Sergeants Association is also underway which utilizes State
Police facilities.

Enforcement by the courts. The courts not of record have continuous
contact with traffic law violators.

One opportunity for the courts to exert a preventive influence is the
presentation by the courts of licenses to youngsters under eighteen (§ 46.1-
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375.1). The presentation ceremonies were highly praised before Commis-
sion study committees time and again for their effectiveness.

The bulk of court impact comes, however, only after violations are
charged. In examining the effectiveness of courts and our enforcement
processes, the Commission was fortunate to have the assistance of the.
Highway Research Council.

Their report on “Administration and Enforcement of Selected.
Traffic Laws in Virginia,” earlier made public, proved of great interest
and brought out certain points:

(1) Even in serious traffic violations (including driving without
a license) a large number of jurisdictions do not bother to ask.
for driving records from the Division of Motor Vehicles.
(Page 8)

(2) A substantial number of requests for records result in failure
to receive records, even though the defendants have records,
“or in the arrival of records too late for use at the trials. (Page.
8 and elsewhere)

(8) By a substantial majority, judges favor a statutory require-
ment that prosecutors appear in all reckless driving and drunk
driving cases and in all cases in which the offender is repre-
sented by an attorney. (Page 9)

(4) Both municipal and State Police believe there would be sub-
stantially more convictions if prosecutors were present in all
moving hazardous cases. (Page9)

(5) An overwhelming majority of the judges believe they should
have authority to suspend permits for up to ten days for any:
‘moving violation. (Page 12)

(6) A substantial majority of the judges favor an additlonal day
at the judicial conference for a traffic court seminar.” (Page 16)

(7 “The practice of Judges being judges one day and defense attor—
neys the next is a dichotomy which simply ‘doesn’t look rlght’
to a number of policemen.” (Page 17)

(8) “The interest of traffic law enforcement will be greatly as-
sisted by having full-time lower court judges and common-
wealth’s attorneys.” (Page 46)

The laws being enforced. Numerous specific statutory provisions have
been raised for discussion before the Commission and its committees. Our
report on this particular area will be confined to the reasoning given for
each separate recommendation since, as we have found, there is no one
general or easy approach to defining offenses and specifying penalties.

(2) Needs

To measure Virginia’s needs in the enforcement field, we have soli-
cited testimony from representatives of the State’s own police, judges,
justices of the peace, prosecutors, administrators and the public in exten-
sive working sessions and open hearings.

Enforcement by the police. With respect to the State Police, the
evaluation of the troopers’ activity by the National Safety Council was
generally very favorable. The most pressing need which can be projected
has been outlined by Colonel Woodson for the Commission as follows:
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.+ ““According to the National Safety Council, we need. 508 addi-
tional troopers for normal traffic control, exclusive of the.Interstate
System. The Highway Department will have 700 miles of the Inter-
state System completed by the end of the present biennium. If Vir-
ginia is to police the Interstate System to the degree that the present
foll facilities are policed throughout the Nation, and the problems are
the same, we will need 233 troopers for the Interstate System alone.
Thus, Virginia needs 741 additional men.”

The Commission' believes the ‘State Police cannot afford to lessen
leither the requirernents for or training of troopers to attract men and
cannot continue to employ less men than authorized when the-future prom-
ises a far greater need for troopers than exists even today.

e

Local police present larger and more difficult problems by reason of
their greater numbers and very diversified qualifications, training and
pay. Our central concern in this area is for increased training through
such schools as the Central Police School already described. The need for
training local police goes beyond the field of traffic safety to encompass
law enforcement generally. Virginia’s State Crime Comrhnission is cur-
rently investigating the training of local police from this broader: perspec-
#ive. We would urge that in any program for training local police on a
‘State-wide basis specific training be provided in the field of traffic safety.
Tn addition, it is the consensus of the Commission that State funds which
make adequate tralnmg for local police available would be well invested.

o Questlons on enforcement. procedures used by State and local pohce
have ‘also been considered. We reviewed the value of enforcement tech-
niques such. as the use of marked and unmarked cars and radar. In all
these instances, we conclude the psychological and deterrent value of
thesg dev1ces warrants their continued use in a proper manner on a selec-
tive basis.

;( Enforcement by the courts. Courts, like police, need training and
information on the State’s traffic laws and changes in them. This need
‘was reiterated by the judges themselves and ties in closely with the courts’
ability to make effective use of existing provisions. A yearly briefing
designed to keep those with jurisdiction of traffic offenses abreast of
changes in the motor vehicle laws, pertinent case law and procedures is
needed to assure uniform handling of traffic offenses throughout the Com-
monwealth and will be covered in our recommendations.

The need for more flexibility in enforcing vehicle laws was also put
forth by judges testifying before the Commission especially in those cases
where no revocation or suspension authority is provided by statute. The
«Commission was persuaded that often a brief suspension of driving privi-
Jeges can make a far more lasting impression on the violator than any
other penalty with the possible exception of jail. Measures to deal with
the extreme habitual violator and to render penalty provisions more work-
‘able are outlined in our recommendations.

C. Recommendations and Reasoning

(1) The police

*(1a) Budget authorization should be given to employ an additional 100
State troopers during the coming biennium, and upon approval
of the Governor to employ another additional 100 troopers.

The projected need for 741 additional troopers points up the very
conservative nature of this proposal. It is this low only because practical
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conditions dictate that a higher allotment would simply invite a lessening
of standards for employment.

In view of the difficulty of recruiting troopers at this time, we are
recommending a definite commitment of State funds for 100 troopers at
the coming General Assembly and of funds for an additional 100 troopers
if the Governor approves and believes their recruitment feasible.

It is the hope of this Commission that this proposed 200-man increase
can be realized and that the following recommendation will assist the
State Pohce to increase the number of qualified State troopers who join
and remain with the Department. .,

*(1b) Regular, periodic pay increases based on length of service should be
instituted for the State Police.

This recommendation is directed not at the amount of salaries per se
but at the scaling of increases. Additional consideration should be given
to the fact of length of service as a criterion in increasing salaries along
the pay scale as one means to attract troopers to a long-term career.

The top of the pay scale for a trooper can be reached in a relatively
.short period of time covering approximately seven years and a seven-step
series of increases. We recommend added increments of 3% of salary for
all State Police every fifth year after they reach the top scale pay. Thus if
a trooper reaches the top salary of $7,680 in the tenth year of employment,
he would be entitled to an increase of 3% of his current salary in the fif-
teenth, twentieth years and so forth. For the average trooper with a
thirty-year career this recommendation means approximately a 12% pay
increase in recognition of length of service. The cost of this proposal is
estimated to be $35,000 for added pay benefits annually.

Repeated comments before the Commission pointed to causes othér
than recently increased starting salaries as contributing to the shortage
of troopers. The war in Vietnam which draws many young men who
might otherwise apply, the present retirement system, the short term of
the seven-step scale of pay increases and the relatively few slots for pro-
motion were factors cited. We believe a longevity pay program will make
long-term service far more desirable and recruiting easier. The suggested
program not only means monetary gain while he is working; it means
increased retirement benefits as well. We believe the present State Police
Retirement System is a sound and fair one and that increased pay with
resultant increased retirement benefits will be more to the troopers’ advan-
age than any adjustments in the retirement benefit formula.

*(1ec) The Compensation Board should authorize State reimbursement to
localities for mileage accumulated by sheriffs’ departments in traf-
fic patrol work under certain conditions.

In addition to our general recommendation expressed above for State
support of general training programs for local enforcement personnel, we
offer this specific proposal.

Currently localities are not reimbursed for the expense of patrol mile-
age accumulated by their sheriffs’ departments although mileage resulting
from going to and from specific calls is reimbursed.

We advocate reimbursement for traffic patrol mileage if the deputy
or sheriff has successfully completed prescribed courses of traffic training,

¥ Legislation for recommendations starred will be carried in the Legislative Appen-
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approved by the State Police, and if he patrols in uniform and a marked
car. o ’

This measure should produce two good results: first, localities will
have incentive to encourage their sheriffs and deputies to take training
courses; second, traffic patrolling will be increased and more marked cars
will be on the highways to deter traffic violations.

(1d) Police should conduct increased spot checks of vehicles and oper-
ators’ licenses.

The serious problem of trying to deal with drivers who are driving
without any license or on an expired or invalid license prompts this rec-
ommendation. While we have no figures on the number of motorists driv-
ing without a valid operator’s or chauffeur’s license, we know that 3% of
the drivers involved in accidents in Virginia in 1966 had no license, that is
3,228 drivers. We can project this figure to mean that some 36,000 motor-
ists are driving without any operator’s or chauffeur’s license.

State Police report their spot check program during 1966 reached
a%proximately 251,000 vehicles. They do not conduct checks within any
city.

We believe this program to be the most direct approach to find oper-
ators who are driving on improper permits and urge both the State Police
and local enforeement agencies to expand their programs to this end. The
localities should cover spot check programs in their plans to be submitted
to the Governor for approval as part of the overall State traffic safety
program. We discuss later increased penalties for driving on an invalid
license or without a license.

*(1e) Legislation should be enacted to lessen time spent by State and
local police in court testifying to the accuracy of radar equipment
in speeding cases.

We are recommending the adoption of legislation designed to make
the report sheet signed by both officers checking radar equipment sufficient
evidence of accuracy if identified in court by only one of the officers in-
stead of by both as is now required. Time spent in court to provide such
testimony is time taken from patrol duties. The signed, routine report
slf%)uld be ample evidence of the accuracy test when presented by one
officer.

*(1f) A un}ii_:'ﬁrm traffic ticket should be used throughout the Common-
wealth.

We endorse the use of a uniform ticket by all law enforcement agen-
cies throughout the Commonwealth. The State Police currently use a
traffic ticket which is utilized by some courts as a warrant and is sent by
courts to the Division of Motor Vehicles as the abstract of conviction.

We propose legislation to require all enforcement agencies to use, on
and after January 1, 1969, a uniform traffic ticket, approved by the Super-
intendent of State Police and covering State and local fines, that will serve
to meet the record-keeping requirements of the Division as well as the
needs of the enforcement agencies themselves.

A multi-copy ticket should ease the work of courts in filing conviction
information with the Division. Especially in view of the data processing
system now being installed, this step seems especially important to assure
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accurate record keeping. This recommendation relates directly to those
for plastic operator’s licenses and imprinters set out in the section on
Motor Vehicle Administration and the combined result should be increased
accuracy of records.

*(1g) Arresting officers should be required to request ‘an abstract of the
conviction record of every person charged with a reportable viola-
tion and should be able to get such information on a round-the-
clock basis from the Division.

It should be a matter of routine procedure that the court and prose-
cutors have the defendant’s or accused’s past conviction record available
in every case based on a violation reportable to the Division.

We feel this information will be pertinent for the courts as they
review each case for sentencing purposes especially in light of our recom-
mendation on the discretionary, brief suspension penalty which follows
later in this section.

The current practice on requesting past records varies from locality
to locality and has in some instances been discontinued because of inaccu-
racies or delays in receiving such information in the past. By the pro-
posals in this report and through completion of the data process records
system at the Division, we hope that more accurate records will be avail-
able more quickly as a general rule.

The Division has estimated the additional annual costs generated by
this proposal to be $60,000.

Also we urge the Division to expedite with all possible speed its plans
to operate its records section on a 24-hour, seven day a week basis so that
rush inquiries from the police can be promptly answered, and we believe
this matter is of such importance that a statutory requirement to this
effect is in order.

(2) The courts

*(2a) Up-to-date information on changes in the motor vehicle laws, per-
tinent case law and procedures should be covered in a one-day
extra session of the Judicial Conference of Virginia for courts not
of record to be organized and supervised by the Executive Secre-
tary of the Supreme Court of Appeals.

The Commission here proposes a means to bring current information
on motor vehicle laws and their enforcement before the judges of courts
not of record. The members of the Judicial Conference include ‘‘the active
judge and associate judge, or full-time assistant judge of every municipal,
county and juvenile and domestic relations court of the Commonwealth.”

We are recommending legislation to provide that all such judges
whose jurisdiction reaches motor vehicle law violations have the duty of
attending the proposed one-day session each year. The cost of this pro-
posal is estimated to be $4,000 annually. Also, we recommend the Confer-
ence have a manual prepared on the administration and procedures of
traffic courts for distribution to these judges for which we suggest $5,000
be appropriated. Currently judges and Commonwealth’s attorneys are
sent a digest of new laws and statutory changes after each session of the
General Assembly by the Division of Statutory Research and Drafting. It
would be of additional benefit if the Division sent this digest to the justices
of the peace and city and town attorneys as well. While the digest cannot
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focus on traffic law specifically it is of use and should be referred to imme-
diately after each session.

*(2b) Every court having jurisdiction over motor vehicle law offenses
should have discretion, in any case where the defendant is found
guilty of a moving traffic violation, to suspend the defendant’s
license for a period of up to ten days.

A highly effective penalty in terms of deterrence is the lifting of driv-
ing privileges. This is the punishment most fitting for the majority of
moving traffic violations to bring home to the defendant sharply what his
driving privilege means.

From the testimony of judges and prosecutors and the Highway
Research Council’s report, we learned there is near unanimity on the
preferability of suspended driving privileges over fine or jailing to deal
fairly and appropriately with many traffic offenses. In addition, jail sen-
ten{:es are most effective and should be utilized in cases of more serious
violations.

Suspension penalties are provided currently in numerous statutes,
but not in many minor ones such as following too closely or failure to
yield the right of way which are violations companion to many accidents.
Giving the courts discretion to impose a brief suspension should afford
them much greater leeway to deal with the facts of each case as presented.

There should be a widespread deterrent value in placing this discretion
in the courts since to most people a week’s loss of the privilege to drive
means much more than payment of a ten or fifteen dollar fine.

*(2c) Prosecuting attorneys should be required to appear in all contested
cases involving reportable violations.

The reason for requiring the prosecutor to appear in contested cases
involving reportable traffic violations is two-fold: first, to save the court
from having to assume any responsibility for the prosecution of such
cases; and second, to provide a source of information and advice to the
police on whose testimony such cases are largely predicated.

Since this requirement will place an additional burden on the office
of the Commonwealth’s Attorney in those localities not already adhering
to this practice, we recommend, in addition to specific legislation on this
p%jln_t, l1:he consideration of this added work load in fixing salaries for these
officials.

*(2d) Defendants should be required to appear in court in cases involving
the most serious types of offenses.

Legislation to amend the statutes covering driving under the influ-
ence, driving on a revoked or suspended license, hit and run and leaving
the scene of an accident to require the defendant to appear in court should
be enacted. Many courts now do require appearance in court for these
offenses and this should-be the uniform procedure throughout the State.

*(2e) With respect to traffic violator schools, courts should be given au-
thority to transfer nonresident defendants to a school near his
residence if such exists.

The provision (§ 46.1-16.1) which authorizes the establishment of
traffic violator schools should be amended to permit their widest possible
use.
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- The amendment we propose will authorize a judge in Norfolk who
requires an Arlington resident to attend such a school to require attend-
ance in Arlington if it has a school rather than in Norfolk. This is a simple
practical step to encourage maximum use of this effective program.

*(2f) Judges of the courts not of record should be permitted, as are judges
of the courts of record, to amend warrants in their discretion.

This is a procedural point. The recommendation and suggested legis-
lation are designed to afford the courts not of record the same discretion
in amending warrants currently available to the courts of record and to
obviate the need in the former courts to turn to the Commonwealth’s
Attorney for an amendment to the warrant. (Reference may be made to
the April 5, 1966 Opinion of the Attorney General on this point.)

(2g) We urge passage of legislation to convert the justice of the peace
system to an appointive rather than elective basis.

We endorse in principle the legislation introduced as Senate Bill No.
157 in the 1966 Session of the General Assembly. This measure represents
a well-considered and extensive revision of the justice of the peace system.
A report of the Judicial Council served as the basis for Senate Bill No. 157.

Basically the bill alters the present system by providing for the ap-
pointment rather than election of justices of the peace, some reduction in
the number of justices and improved qualifications and standards for the
justices.

The bill failed to pass during the last Session largely because of the
failure to provide for Social Security coverage and payment. We hope
?hei% éga’cters can be resolved and the bill given favorable consideration
in .

The justice of the peace has impact on highway safety through
enforcement of the laws, and improvements in the system can only bene-
fit enforcement. Out-of-state as well as Virginia motorists are brought
before the justices on innumerable occasions and their impression of and
respect for enforcement relates directly to the quality of treatment
afforded by and qualifications of the justices.

*(2h) A special study should be initiated by the General Assembly to
review our lower court system with special emphasis on the desir-
ab%lity and feasibility of a system of full-time judges and prose-
cutors

One point raised frequently before the Commission and having many
ramifications beyond highway safety, concerns the feasibility of full-time
lower court judges and prosecutors. We believe this matter should be
referred to a special commission for careful study.

Few of the problems raised before the Commission presented greater
difficulties than the matter of the part-time judges and Commonwealth’s
attorneys who act as judge or prosecutor one day and as defense attorney
the next. The comments before the Commission of judges and attorneys
on this matter were most often critical of this dual role. Our own observa-
tions based on public hearings, the testimony of those concerned and the
Highway Research Council study on enforcement, all lead us to conclude
that highway safety stands to benefit from full-time enforcement officials
in the courts as well as on the highway. The ethical difficulties of com-
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bining enforcement with active private practice present only one aspect
of the problem. -Too often, a part-time judge cannot take time or is not
compensated to take time to keep abreast of changes in the law that he
enforces and of the decisions in other localities. The scope of this problem
takes it beyond the State’s traffic safety program, but the impact on traffic
safety of proper enforcement justifies our recommendation for a compre-
hensive study of this problem.

The scope of the mandate should be broad so that additional matters
bearing on lower court procedures, which involve aspects of law in addi-
tion to the motor vehicle provisions, could also be considered, including
matters for reciprocity and pretrial arrest and summons procedures.

(3) Penalties and laws

*(8a) A special habitual violator law should be enacted to deal with
offenders who accumulate records evidencing criminal disregard
for motor vehicle laws and to permit permanent revocation of
their operators’ or chauffeurs’ licenses.

The most severe revocation penalty in the law currently pertains to
the third conviction for driving while intoxicated. On receiving a record
of a third such conviction, the Commissioner of the Division of Motor
Vehicles must revoke the defendant’s license permanently and it may be
restored only after ten years elapse and the licensee formally and success-
fully petitions a court of record for its restoration (§ 46.1-421).

There are other violations which we believe are equally serious and
warrant similar punishment.

The Virginia Association of Insurance Agents, Inc., is to be com-
mended for drafting an habitual offenders bill designed to cover these
most serious violations and for widely publicizing throughout the State the
need for such legislation. The Commission believes the Association’s bill
is sound in principle but that certain modifications are desirable to make
the proposed legislation of maximum effectiveness. This recommendation,
outlined as follows, seeks to accomplish this goal.

Basically, the habitual offender bill provides for permanent revoca-
tion of the license of any individual found to be an “habitual offender.”

The Division will certify, to the attorney for the Commonwealth of
the residence of the individual involved, his record of violations if it shows
sufficient convictions have accumulated to bring him within the definition
of an “habitual offender.”

On information filed by the attorney, it shall be the duty of the court
to determine if the record of the individual named shows him to be an
“habitual offender.”

An “habitual offender” is defined as any individual who accumulates
convictions for the following offenses (which offenses are committed

within a ten-year period) :

(1) Three or more voluntary or involuntary manslaughter, homi-
cide by vehicle, driving while intoxicated, driving while im-
paired, driving on a revoked or suspended license, driving with-
out a license, racing, perjury (in connection with the motor
vehicle laws), felony (involving the motor vehicle laws or use
of a motor vehicle) or hit and run (involving injury, death or
property damage in excess of $100) offenses; or three or more
of any combination of the above; or
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(2) Ten or more speeding, reckless driving or improper driving
offenses; or ten or more of any combination of these three
and/or any of those listed under (1) above.

These offenses are the most serious and hazardous types of traffic viola-
tions. With respect to even improper driving which is perhaps the least
serious offense covered, an accumulation of ten such violations is a clear
demonstration of the kind of driving which endangers others. It is felt
that the improper driving charge has been misused in serious cases where
reckless driving would have been the proper charge and this factor adds

support for the inclusion of improper driving under the habitual offender
provisions.

If the court finds the individual is an “habitual offender”, it shall
order him not to drive and notify the Division of its order. After ten years

elapse, the habitual offender may petition the court of record for restora-
tion of his licenge,

This is only a Summary outline of the legislation proposed. We believe
it contains a fair definition of the type of driver who demonstrates culpable
disregard for our motor vehiqle laws and who cannot learn respect for law

*(8b) Legislation should be enacted to differentiate homicide by vehicle
from manslaughter.

The offense of “homicide by vehicle” should be covered under our law
as a lesser included offense within manslaughter charges. This offense
would cover the case of a death caused by the defendant’s negligent opera-

*(8¢) The statute covering the offense of “racing” should be broadened
to include specifically those arranging for the race,

We suggest an amendment to § 46.1-191 to cover specifically within
the offense of racing “anyone planning, participating in or aiding and
abetting” racing on our highways. The general prohibition against aiding
or abetting the commission of a crime should be made clear and broad in
this case when the lives of youngsters are frequently involved and anyone

instigating and encouraging their folly must share equal blame with the
actual participants,

*(3d) The hit and run statute should be amended to provide a specific
suspension penalty on the first offense.

Under present law, the penalty for a first conviction under § 46.1-176,
which outlines the driver’s duty to stop when he is involved in an accident
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resulting in death, personal injury or property damage, is confinement in
the penitentiary for from one to five years or in jail from 30 days to one
year or fine of $50 to $5,000 (or a combination of the penitentiary or jail
sentence and fine) if the driver did not stop at an accident involving
personal injury or death. In solely property damage cases the punishment
is that for any misdemeanor.

There is no provision for suspension of the operator’s or chauffeur’s
license .under the statutes until the second offense when.a second convic-
tion results in mandatory revocation for one year by the Commissioner of
the Division of Motor Vehicles under § 46.1-417 and a fourth offense
requires the Commissioner to revoke the license for five years under § 46.1-
423.2. Under the proposed habitual offender bill, the third conviction will
result in permanent revocation.

In this recommendation, we propose that the court be given discretion
to suspend a violator’s operator’s or chauffeur’s license for any period up
to six months upon a first conviction. This is a most serious offense in
and of itself. Too often it serves to mask what may be an equally serious
charge such as driving while intoxicated which would mean revocation
for one year. By placing discretion in the court to impose a revocation
penalty for up to six months, we leave room for dealing with the many
possible degrees of seriousness involved in this violation.

*(3e) The reckless driving statute should be amended to specifically cover
highways under construction.

Since the definition of a highway covers roads ‘“open to the use of the
public” and since problems have arisen concerning reckless driving on
highways which are partially complete but not open to public use, we
recommend the reckless driving statute be amended to cover such roads
just as church and school premises are covered.

*(3f) It should be made a misdemeanor to leave keys in a stopped, un-
attended vehicle.

When a motorist leaves his keys in his car, he invites theft and joy-
riding. He is making the thief’s job easier and also the joyrider’s. If his
own home were involved, it would be a matter concerning only his own
family. But when his car is involved other persons on the highway are
endangered.

Car theft accounts for 20% of the major crimes in this country and
50% of the 500,000 vehicles stolen in 1966 were taken by youths under
eighteen. Nearly half of those cars stolen had had the keys left in them.

What concerns the Commission is the fact that these cars may be
used to commit other crimes and may be used recklessly to the danger of
other motorists.

We, therefore, recommend adoption of legislation, similar to the Uni-
form Vehicle Code § 11-1101, to require motorists to remove their keys
from their vehicles when leaving them stopped and unattended. This re-
quirement would not apply to authorized emergency and public utility
vehicles when engaged in emergency and maintenance activities. Failure
to remove keys would not serve as a basis for civil liability.

*(3g) The travel of any two vehicles abreast in one lane of traffic should
be prohibited.
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The present law (§ 46.1-206) on proper travel in marked lanes should
be amended to prohibit any two vehicles from being driven abreast in one
lane. We are particularly concerned here with motorcycles and the two-
fold danger they present: first, when they are driven two abreast in one
lane, and second, when one motorcycle passes other vehicles in the same
lane. These are dangerous practices which can and should be clearly
prohibited.

*(8h) The penalties for driving on a revoked permit should be made more
stringent.

The very serious problem of enforcing the penalty of revocation and
suspension of licenses was brought before the Commission by numerous
groups including the State Police.

Under existing law the penalties for driving on a suspended or re-
voked license are jail sentences and fines. We believe the penalties should
be expanded to include a further revocation of the defendant’s license for
the period for which it was initially revoked.

*(8i) The penalties for the second offense of driving without a license
should be made more stringent.

At least 4,228 drivers involved in accidents in Virginia last year had
no driver’slicense. The penalty for this offense is the same as for any other
infraction of our motor vehicle laws for which no specific penalty is
provided—it is a misdemeanor.

. We believe that a second offense of driving without a license cannot
be excused or condoned and that it should be treated the same as driving
on a revoked permit and punishable by ten days to six months in jail
(rather than one to 20 days) and by a fine of from $100 to $200 (rather
than from $20 to $200).

*(8j) The existing provisions providing for the confiscation of vehicles
driven by persons whose licenses are revoked or suspended should
be amended to extend the period for confiscation and to permit
expeditious return to lienholders and innocent owners by a simpler
procedure.

The views expressed before the Commission on the workability and
desirability of §§ 46.1-351.1 and 46.1-351.2 covering confiscation of vehi-
cles operated by individuals whose licenses have been revoked or suspended
varied between urging outright repeal and amendment.

Because the provisions are relatively recent and the problem of stop-
ping drivers without valid permits from driving is so difficult, we are
most reluctant to give up what we believe can be a potentially useful means
to that end. The amendments we offer will, we believe, make these provi-
sions more effective.

First, the statutes now require confiscation at the time of arrest. The
arresting officer frequently cannot find out if the person he is arresting on
a different charge is driving on a revoked license until an inquiry is put
through to the Division of Motor Vehicles. We would amend the statute
to permit confiscation within 30 days of the arrest.

Second, to save the Commonwealth the expense of storage, we believe
the attorney for the Commonwealth should be given discretion to return
the vehicle to an owner or lienholder he believes had no knowledge of the
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illegal use of the car pending the outcome of the confiscation proceeding
without bond.

*(3k) In all instances where the Commissioner of the Division of Motor
Vehicles is required under Title 46.1 to revoke or suspend an
operator’s or chauffeur’s license, notice of his action should be
deemed sufficient if sent by certified mail to the last known address
of the licensee on file at the Division.

This recommendation is designed to clarify the responsibilities of the
Division and Commissioner with respect to notifying licensees of suspen-
sion or revocation of their licenses. The current statutes on hearing pro-
visions contain provisions similar to those proposed here. Since licensees
are required by law to advise the Division of any change of address, it is
appropriate to permit the Division to rely on the address in its file in mail-
ing notices. By this suggested provision, motorists who drive after their
licenses are revoked will be discouraged from ignoring notices of revoca-
tion and continuing to drive on revoked licenses. The certificate of the
Commissioner on notice having been sent by certified mail should be prima
facie evidence of compliance with the notice provisions.

XII. PEDESTRIAN SAFETY

A. Overall Goal

We should have a planned pedestrian program on a State and local
level to reduce pedestrian casualties through enforcement of uniform
pedestrian regulations, engineering for pedestrian needs, and education of
pedestrians.

B. Background
(1) Current programs

It is quite natural in considering highway safety to think in terms of
the motor vehicle rather than of pedestrians. To provide some idea of the
magnitude of the pedestrian problem, consider the fact that about 27% of
all urban traffic deaths in Virginia in 1966 were pedestrians, and over 13%
of rural deaths were pedestrians. In the recent past over 50% of traffic
deaths in Richmond were pedestrian fatalities. In 1966 there were 182
deaths and a total of 2,521 pedestrian casualties. The early returns for
1967 indicate that our casualty figures for this year will be substantially
higher than in the previous two or three years. With Virginia’s popula-
tioxi1 rapidly shifting to urban areas, the problem becomes more critical
each year.

Fortunately, due to an intensive educational campaign, pedestrian
deaths in Virginia have been relatively static since 1947 (178 deaths)
despite the very large increase in automobiles. The fact remains that last
year over 16% of our traffic deaths were accounted for by pedestrians.

The following principal characteristics of the pedestrian traffic safety
problem should be kept in mind :

1. Nearly 50% of total pedestrian casualties involve children under
fifteen years of age.

2. The vast majority of pedestrian accidents result from some action
on the part of the pedestrian that can be categorized as either a violation
of existing laws or failure to take reasonable precautions.
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3. Death records for persons age sixteen and over indicate that over
26 % had been drinking.

4. High proportions of pedestrians in urban areas were killed while
crossing at locations other than at an intersection. Sixteen percent were
killed at intersections where there was no signal.

(2) Needs

With these factors in mind, it is obvious that the severest aspect of-
the problem, accidents involving children, is not susceptible to control by
laws and law enforcement. We believe that a significant alleviation of this
problem can only be achieved by means of a well-planned educational
program directed toward the parents of children as well as toward the
children themselves both at home and in our schools.

At present pedestrian safety is supposed to be covered along with
other elements of safety in a safety course under the physical education
department. In order to enlarge the scope and effectiveness of present edu-
cational programs directed toward this field, the State and communities
should take action to institute programs specifically directed at pedestrian
safety where needed and to provide both technical and financial support
to existing programs in order to increase their effectiveness. This has been
a proven method for cutting pedestrian casualties and unremitting educa-
tion pays off. In such education repetition is essential.

A large proportion of the remainder of accidents is due to disregard
of law by both pedestrians and motorists, which must be approached from
both the standpoint of education and enforcement. On the whole, our
Ip))resent laws governing pedestrians are good, but need implementation on

oth the State and local levels.

At the present time, Virginia law does not permit cities and towns,
other than cities of the first class, to enact and enforce pedestrian ordi-
nances. All communities should have such ordinances and model ordi-
nances should be provided all localities for the sake of uniformity.

Many of our cities and towns fall below national standards in the area
of pedestrian facilities. As indicated before, nearly half of our pedestrian
casualties involve children under fifteen. If we do not have adequate side-
walks in our residential areas, then children are going to play in the road.
This is the circumstance that sets up many of our pedestrian casualties.
While it is not practical to “catch up” on the building of sidewalks through-
out the State overnight, a first step which is strongly recommended by
this Commission to the localities is that they require all new subdivision
developers to install sidewalks. In this connection, all new subdivision
developers should be required to provide adequate street lighting which
will be beneficial in the area of pedestrian safety as well as in the area of
gel_leral law enforcement. The above proposal represents only a starting
point and Virginia should simultaneously devise a plan for catching up
insofar as these facilities are concerned throughout the State over a reason-
able period of time.

Signs, signals and crosswalks directed toward the pedestrian are
essential if we are to properly control and channelize pedestrian traffic.
Paln‘ted crosswalks and other directional indicators are a relatively inex-
pensive way of achieving much of this objective. In both State-controlled
areas and within the communities of Virginia every effort should be made
to paint crosswalks at every intersection and at every designated mid-
block crossing wherever possible.
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C. Recommendations and Reasoning

*(1) The General Assembly should express, through resolution, a legisla-
tive policy that each school system should provide adequate in-
struction from grades one through twelve for pedestrian and
bicycle safety.

In addition, as an administrative matter, the State agency charged
with highway safety matters should request that PTAs devote one pro-
gram each year to traffic safety, primarily pedestrian safety. Because only
a small fraction of parents attend these meetings, educational material,
primag“ily of the visual type, should be prepared for distribution to all
parents.

*(2) Legislation is needed to permit all cities, towns and counties to enact
and enforce pedestrian ordinances.

The State highway safety agency should then supply model ordi-
nances. Pedestrian traffic has become just as important a factor in the
overall traffic safety problem as the vehicle, and the localities should have
the right to enact and enforce laws to control and channelize pedestrian
traffic much as they do vehicular traffic. Good pedestrian control in these
areas will not only have a very beneficial effect upon the pedestrian casu-
alty record, but also will expedite vehicular traffic thus reducing conges-
tion and the probability of vehicular crashes.

*(3) Existing legislation governing the obligation of drivers to stop when
a painted crosswalk is occupied by a pedestrian should be strength-
ened and should include mid-block crosswalks.

Present law provides a fine of not less than $2 nor more than $25 for
failure to yield right of way to pedestrians and for pedestrians who violate
the law with respect to crossings. Existing statutes, which clearly cover
other aspects of pedestrian crosswalks and the duty of drivers to yield the
right of way, should be amended to cover mid-block crosswalks, the author-
ity to establish them and duty of motorists to respect them. The penalty
for this type of violation (§ 46.1-236) should be raised to the general mis-
demeanor level (§ 46.1-16). The laws governing pedestrians and protect-
ing pedestrians are not being enforced with sufficient diligence. It is
strongly recommended that all police agencies throughout the State be
urged to step up their enforcement in this area.

*(4) Legislation should be enacted to make it a misdemeanor for any
hitchhiker to stand on any “roadway” when soliciting rides.

“Roadway” as defined in the Code is that portion of a highway im-
proved, designed or ordinarily used for vehicular travel, exclusive of the
shoulder. Hitchhiking creates hazards both for the hitchhiker and the
motorist. Sudden stops to pick up hikers are dangerous to following traffic
and hikers standing in the road create a menace to themselves as well as
passing motorists. All communities where large numbers of potential
hikers may be found, as at colleges, military posts and factories, should
establish off-the-road hiker stations.

i * Legislation for recommendations starred will be carried in the Legislative Appen-
ix.
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XIII. ENGINEERING

A. Overall Goal and Background

The recommendations which follow range across such diverse matters
as highway construction practices, maintenance, motor vehicle inspection
and radar usage. They are technical questions in large part.

The primary object of these proposals is to achieve the safest possible
highways within the confines of available finances and to encourage safe
use of our roads.

Background information is given for each proposal as it is discussed.

B. Recommendations and Reasoning

(1) The Commission submits certain proposals to the State Department
of Highways as recommendations for administrative action.

Highway construction practice bears a close relation to our safety
program. The death rate on four-lane undivided highways of 8.2 leaves
no doubt that the divided four-lane road with a 5.1 death rate is preferable
from our standpoint.

The cost of constructing new four-lane divided highways in urban
areas, however, is approximately $1,000,000 per mile and can be far higher.
The cost of highway construction and maintenance generally adds up to
enormous appropriations for the State. The Department of Highways
estimates the following long-range facts and figures :

(1) by 1985, vehicle miles traveled on Virginia highways will jump
559% to 84 billion miles of travel;

(2) by 1985, the number of vehicles owned will reach 2.9 million
or 1 million more than today;

(3) by 1985, our population will increase 40% to approximately
6.1 million;

(4) by 1985, 75% of that increased population will live in urban
areas in contrast to 609% of our population today; and

(5) for the decade 1975-1985, our highway program will require
$7.6 billion and estimated revenues will be $3.5 billion leaving
$4.1 billion to be obtained from federal and other sources.

Any recommendations which we offer for improved highway construec-
tion and maintenance practices vis-a-vis highway safety must be worked
into this larger picture of the growing, shifting demand for roads and
financing and construction practicalities.

For this reason we offer the following recommendations, not as legis-
lative proposals, but as matters to be considered administratively on the
understanding that we endorse and support these suggestions as proper
means to increase the safety factor in the construction and maintenance
of our highways:

1. It is recommended the Spot Improvement program to correct
high accident locations be continued and expanded. The cor-
rection of physical characteristics that create accident prone
locations is essential to traffic safety and projects should be
carried through to completion as rapidly as possible. The pres-
ent State program demonstrates the potential in this effort to
improve safety. Finances have limited the effort at all levels of
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government responsible for streets and highways. In addition
to increased financial effort on the State controlled roadways,
State financial aid to local jurisdictions to encourage greater
effort toward this goal should be considered. The importance
of correcting hazards on our primary and especially on our sec-
ondary roads cannot be overemphasized. We give this aspect of
the State’s engineering program for highway safety top priority.

2. In constructing the Arterial System and other dual highways,
the State often builds a new two-lane road to parallel the exist-
ing roadway in order to develop four-lane divided highways at
a reasonable cost. We urge consideration be given (if costs are
reasonable) to purchasing sufficient right of way at the time the
new two-lanes are added to permit another two-lane road to be
built in the future. Then the old two-lane road can be used as a
fﬁrvfici road, rather than regraded, for a better total facility in

e future.

8. On primary routes it is recommended that secondary route
numbers of intersecting roadways be installed on intersecting
roadway warning sign posts in numbers of size that can be read
at travel speed on primary routes. This will eliminate the need
to stop at intersections to read small route markers and reduce
danger of rear end collisions.

4. The State Highway Department indicates it is planning the use
of break away posts and supports. This program will greatly
reduce injury and damage potential when properly used. The
Highway Department is commended for this action.

5. Further research and study of guard rails and barrier medians
are recommended in an effort to provide maximum safety.
Where economical alternates to guard rail installation such as
limited increased grading are available, these are recommended
for consideration.

6. Beautification is recommended and encouraged; however, it is
recommended that adequate clearance be provided along the
edge of the roadway for trees that could result in major fixed
object accidents.

7. Itis recommended that designs of drainage structures in normal
width medians (not extremely wide ones) be studied in an effort
to eliminate obstructions that could increase accident severity.
For example, make small culverts continuous with inlets de-
signed to minimize obstruction to vehicles out of control.

With respect to Highway Safety Program Standard 4.4.12 covering
highway construction and maintenance standards, we have reviewed the
final standard with representatives of the Highway Department. In our
opinion ease or difficulty of compliance will depend in large measure on the
interpretation given the Standard by federal administrators. At present
Virginia has in operation programs which cover many areas with which
the Standard is concerned: lighting at major Interstate urban intersec-
tions, development of skid resistant pavements, improvement of warning
signs at roadwork and maintenance projects, elimination of hazards at
rail crossings and additional use of break-away signs and impact absorb-
ent guard rails at hazardous locations such as bridges and abutments.

The existence of these programs, which provide evidence of compli-
ance and the intention to comply, leads us to conclude Virginia is in a
sound position to meet federal requirements. In addition Virginia has an
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added advantage over many states in that 90 percent of our roads are

State-maintained and under one administrative agency’s jurisdiction while

g'ghéa'r states have as little as 20 percent of their highways under state juris-
iction.

Finally, we do not believe legislative action is required or desirable to
permit or foster compliance with this Standard prior to administrative
interpretation since our Highway Department is authorized and, we be-
lieve, intends to comply with any reasonable interpretation of it.

*(2) While the Commission fully endorses Virginia’s current motor vehi-
cle inspection program, certain refinements are offered here which
should improve our basically sound inspection procedures.

Before setting out the five specific proposals which we are recom-
mending to improve the motor vehicle inspection program, a brief back-
ground summary is in order. Virginia’s inspection program was initiated
in 1932 and it is one of twenty such programs in operation today.

In our investigation we have found that the program is working
successfully and that it does contribute significantly to highway safety
through the semi-annual inspection of motor vehicles and elimination of
numerous defects which create highway hazards.

During 1966, over 3.9 million vehicle inspections were conducted.
Nearly 40% of the vehicles inspected were found defective in some respect.
During 1965 approximately 50% of vehicles inspected were found to be
defective. The high proportion of defective vehicles reflected in these
figures indicates the value of the inspection program as preventive action.
The decrease in the number of defective vehicles from 1965 to 1966 sug-
gests that vehicles are being better maintained and the requisite two
annual inspections may well contribute to this improvement. Our acci-
dent and crash figures for 1965 show vehicles known to be defective ac-
counted for 3.7% of the vehicles involved in all crashes and 6% of the vehi-
cles involved in fatal crashes. The relatively low figures here can, we
believe, be attributed in considerable part to the effectiveness of our in-

- spection program.

Highway Safety Program Standard 4.4.1 does not involve any new
requirements which cannot be dealt with in Virginia administratively.
The Standard as finally issued does not require a full inspection program
be established but only initiation of a pilot program. In this basic respect,
Virginia stands far ahead of the federal program. With regard to the
specific requirements for an inspection program under the Standard, Vir-
ginia can adapt its current system of inspection by private garages, desig-
nated as official inspection stations by the Superintendent of State Police,
to meet the requirements issued to date. Adjustments such as those con-
cerning the records kept on inspections by the official inspection stations
are matters for administrative regulation, and we are confident that the
Superintendent can effectively comply with these requirements.

The cost of this program to the State in 1966 was approximately
$215,000 and we believe it is an investment well spent. The Commisgion
gives full backing to this expenditure and program.

. Our five suggestions for improvement in the program are the follow-
ing:

First, the State Police should enforce standards for the conduct of

dl? Legislation for recommendations starred will be carried in the Legislative Appen-
X.
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inspections in as strict a manner as practicable through frequent checks
at approved inspection stations. A standard inspection involves a consid-
erable amount of careful work and we found that there is a definite need
to maintain a constant pressure on the stations to ensure complete and
proper inspections.

Second, we believe consideration should be given by the General
Assembly to increasing the $1 inspection fee paid by motorists to the
stations so that the fee will be sufficient to reimburse the stations for con-
ducting adequate inspections. The time and expertise involved in a com-
plete inspection warrant, we believe, careful consideration being given to
proposals for an increase which, we understand, will be presented at the
coming Session. An inadequate fee inevitably causes the stations to cur-
tail the full inspection in order to avoid losing money and we believe the
fee should be adequate to cover an efficient and complete inspection.

Third, we recommend that the General Assembly request, by resolu-
tion, that the Department of State Police report to the Governor on the
feasibility and desirability of establishing training sessions for inspec-
tion mechanics. Under present law, the Superintendent of State Police is
empowered to “furnish instructions to and supervise official inspection
stations” (§ 46.1-318) and the Department must approve mechanics who
the stations designate to conduct inspections. It is our thought that there
would be definite value in having brief training sessions for inspection
mechanics conducted by the State Police for the purpose of thoroughly
informing the mechanics of the procedures to be used and points to be
covered in official inspections. This report should be made to the Governor
by January 1, 1969 for his and the Department’s decision on the holding
of such sessions. Since this is an administrative question there is no need
to delay the report or action on it until the 1970 General Assembly.

Fourth, we offer legislation to require junkyards or automobile grave-
yards to remove inspection stickers from junked cars in light of the prac-
tice, brought to the Commission’s attention, of stealing stickers from such
cars.

Fifth, under the Inspection Code of the U.S.A. Standards Institute,
as that Code is being revised, a requirement to inspect for minimum tire
tread depth is being introduced. It is expected that these standards will
serve as the basis for amplification of the federal standard on motor
vehicle inspection and this important aspect of vehicle safety should be
covered under our inspection laws and procedures. The legislation we pro-
pose will prohibit driving any car or truck with a tire having a tread depth
of less than 1/16 inch as measured in any two adjacent grooves at three
equally spaced intervals around the circumference of the tire or with a
tire with tread wear indicators contacting the road at any two adjacent
grooves at three equally spaced intervals around the circumference of the
tire, and further will provide for inspection of tires for such tread depth.

*(8) We recommend that the sale of and winter use of studded tires be
made legal for a two-year trial period.

Virginia is the only State in this immediate vicinity which “still re-
tains a prohibition on the sale and use of studded tires on passenger cars
during the winter months. Arizona, Georgia, Hawaii, Louisiana, Missis-
sippi, Oklahoma, South Carolina and Texas are the only other states in
the nation which prohibit such tires. The origin of this prohibition was
the Uniform Vehicle Code and a section which was adopted long before
today’s studded tires were manufactured and which prohibits metal cleats
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and protuberances generally. It appears to the Commission that the con-
tinued blanket prohibition against the sale or use of such tires in Virginia
works an unfair restraint on our motorists since there is no attempt made
to enforce this prohibition against out-of-State motorists in Virginia.

We recommend that the sale and use of studded tires be legalized
with the conditions (1) that the maximum stud protuberance be %sth of
an inch, (2) that the studs may not take up an excess of 3% of the tire’s
contact area with the road surface, (3) that studded tires not be used on
vehicles of a weight in excess of 10,000 pounds, and (4) that their use be
limited to the time between October 15 and April 15 each year for a two-
year trial period.

The only serious objection raised to the use of such tires in Virginia
is their possible effect on pavement surfaces. We have reviewed studies
on pavement wear and find that the results of the studies appear to depend
in large part on test conditions and that the studies reflecting most pave-
ment wear were apt to have been conducted on a short-run and high-
frequency stop and start basis. We believe the two-year trial test period
will give our Highway Research Council a needed opportunity to test
results under conditions of actual use.

The value of the studs as a means to increase the stopping ability of
vehicles has been borne out in several tests, and our own Highway Research
Council in its report submitted to the Commission February 1967 con-
cluded that “when studded tires are employed on a vehicle the cornering,
tra}tlctiondand stopping ability of a car on ice or hard packed snow are
enhanced.”

The Council report reached a basic conclusion that the overall wear
on highway surfaces could, however, be “great, especially in view of the
bare pavement policy and the use of fine sand deslicking mixes.” We think
that the only fair method to test the Council’s conclusion is a trial period
of use and actual road tests. It is doubted that many Virginians outside
of those areas with the most snow will invest in the comparatively expen-
sive studded tire, and we feel those individuals should be given the oppor-
tunity to test and use studded tires in view of their value in reducing
_sto\ll)vpin.g distances and the fact that out-of-State motorists are using them
in Virginia.

*(4) The provisions of the motor vehicle laws relevant to speed limits in
business and residential districts should be clarified to facilitate
the application and enforcement of speed limits in these areas.

We propose legislation to amend § 46.1-1, which contains the defini-
tions .of business and residence districts and § 46.1-193 which provides
generally for a twenty-five mile speed limit in such districts, to meet sev-
eral problems which have arisen in the application of these sections and
thereby to promote easier enforcement of our speeding laws.

‘In § 46.1-1, we propose two changes. First, we suggest redefining
business distriets (subsection (1) ) in terms of “property contiguous to a
highway” rather than in terms of “frontage” and by looking at the prop-
erty as it lies “along the highway.” For purposes of aplying § 46.1-193’s
general twenty-five mile per hour speed limit for such districts, we believe
it simpler and sounder to judge the area in terms of the portion of prop-
erty devoted to business purposes contiguous to the highway rather than
in terms of frontage which has taken on technical aspects of access. The
character of the area as viewed by a motorist is important for this defini-
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tion, and the fact that a factory faces a side road rather than having
direct access to the highway does not change the fact that the motorist is
driving through a built-up area with high traffic potential which may
enter from side streets and driveways. Thus if seventy-five percent of the
property for a distance of 300 feet along the highway is used for business
purposes, we believe the motorist is in an area where the twenty-five mile
limit is appropriate in the absence of a traffic study which demonstrates
the contrary. Second, we suggest redefining residence districts (subsec-
tion (24) ) in a manner similar to the above and propose the additional
amendment that the “land improved for dwelling purposes” should be
counted as well as the actual dwelling in reaching the seventy-five percent
figure on which the definition centers. In our fast-growing suburban areas,
the home and yard is a dwelling unit in many ways, and a neighborhood
reaches its development when all property is improved. Traffic in a fully
developed neighborhood, even though the average lot may be three times
as large as the house, will involve local and pedestrian traffic and should
generally be considered residential for speed limit purposes.

In § 46.1-193, we propose two changes. First, a technical amendment
to subsection (1) (h) is suggested to spell out the intent that the twenty-
five mile per hour limit for business and residence districts applies in such
districts. in cities and towns although elsewhere in cities and towns the
limit is generally thirty-five miles per hour. Second, this section provides
in subsections (2) (b) and (3) that a minimum speed can be posted or a
greater or lesser speed limit can be posted on the basis of “an engineering
and traffic investigation.” The word engineering, standing by itself has
created some problems regardlng Just what type of study is contemplated.
We suggest “traffic engineering” is the proper more descriptive phrase
now that the traffic engineering profession has established itself.

In sum, these amendments are offered to simplify and update these
important speed limit provisions.

*(5) The requirement for posting signs that radar may be in use as a
prerequisite for conviction should be revised.

As § 46.1-198 now reads, signs warning that radar equipment may be
in use must be posted between the State line and the point of violation
and outside cities and towns over 3,500 population on the highway for a
valid arrest in a radar case. The section stipulates a prima facie presump-
tion that such signs are in place. The section also imposes a similar post-
ing requirement on cities and towns to place such signs at or within 300
feet outside their boundaries for valid arrests under local radar ordi-
nances.

We believe (1) that the public is very aware of the possible use of
radar in Virginia today if they were not in 1954 when this section was first
enacted and (2) that an otherwise valid arrest on a charge as serious as
speeding should not be jeopardized on this type of technical requirement.
Radar today is a valid enforcement tool and not as the section now implies
a trap for an unwary driving public.

An additional objection to the present law is the requirement that
cities and towns having ordinances paralleling § 46.1-198 must post signs
either on their boundary lines or in adjacent jurisdictions. Boundary line
signs are already numerous. The speed limits, city name and population
and other information is given by boundary signs. A motorist can read
only so much, and we believe it more important that he see the speed limit
signs than radar warnings.
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Sign posting in adjacent jurisdictions also presents potential problems
and may create some friction between localities.

Most importantly, we believe radar warning signs should be posted
at frequent intervals as a deterrent measure. Their placement should,
however, be divorced from technical requirements hinging on the validity
of the arrest. Radar signs should be placed where, in the opinion of the
Highway Department or locality having jurisdiction, they will act as a
deterrent to speeders.

We suggest amendments to § 46.1-198 to remove those provisions
requiring signs to ensure valid arrests and to require only that such signs
be placed near the State boundary on interstate and primary highways
to notify out-of-State motorists that radar is used in Virginia.

(6) Virginia should sponsor the participation of all our political sub-
divisions having jurisdiction over their highways in an annual
traffic safety inventory program.

In 1966 the National Safety Council announced that it was discon-
tinuing the processing of city traffic safety inventories on a cost-free basis
and that it would undertake this service in the future only on the request
of the Governor of a state and upon agreement that the Council would be
paid for the cost of the service. The Council will continue to provide its
State inventory analysis program, in which Virginia has participated and
will do so in the future, free of cost.

By processing these inventories of statistics and information relevant
to traffic safety, the Council performs the valuable service to the states
and to municipalities of making available to them a basis for a comparison
of their efforts on traffic safety, a measuring rod for their progress and a
source of information on working programs in other localities.

We recommend that Virginia assume its share of the Council’s ex-
penses in processing local inventories and appropriate  approximately
%36,000 to cover the expenses incurred for evaluation of each year’s inven-

ory.

In 1966, thirty-five Virginia cities and towns participated in the
inventory program. Fifty Virginia cities and towns are eligible and the
$36,000 appropriation is estimated to be sufficient to pay for the participa-
tion of all fifty. In addition, we believe Arlington and Henrico, urban
counties which have elected to maintain their own roads, should partici-
pate as do the municipalities.

The adoption of the National Highway Safety Act of 1966 makes the
inventory program even more valuable. Under the Act, the Governor is
charged with responsibility for both the State’s and localities’ highway
safety programs. The inventory analysis is the only tested appraisal avail-
able for measuring the performance of localities as well as the State on a
comparison basis both with respect to comparable localities and with
respect to their own past performance. This type of evaluation will be of
Kea;cl use in developing the new and expanded programs called for by the

ct.

We believe consideration should be given to biennial rather than
annual inventories for the localities. This would permit the gathering of
information, we believe, at frequent enough intervals for useful compari-
sons to be made and also give an intervening year to digest the informa-
tion gathered and the inventory analysis. We offer this suggestion for
consideration by those administering the State’s highway safety program.
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Legislation requiring local participation in the inventory program is
not necessary since the Governor can, with his authority under the federal
act to approve each local program, designate participation as a prerequisite
to approval.

*(7) The existing provisions governing the issuance of permits to gain
access to State highways should be expanded to cover industrial
and subdivision development and to provide a general setback
requirement.

Under current law, two provisions, §§ 33-116 and 33-116.1, regulate
the issuance of permits by the State Highway Commissioner to private
homeowners and commercial establishments for ingress and egress to
State-maintained highways by “safe and convenient means.”

Our recommendation and the legislation we propose are designed to
expand these provisions in several respects. First, we would cover not only
the private home owner and commercial establishment, but industrial
development and subdivision development. The need to include these cate-
gories is of at least equal status to those covered by the existing law.
Both categories can contribute substantial amounts of traffic which may
involve all the hazards of vehicles entering, leaving and turning on the
highway.

Second, we believe the section should be expanded to permit the Com-
missioner to designate a service road as the type of suitable access road in
those instances where warranted, e.g., subdivision developments. The sug-
gested amendment provides that the Highway Commissioner may as a
condition to granting a permit for access provide that a service road is
the safe and suitable connection to the highway. If such a road is re-
quired, the developer or industrial complex would have to provide the road
at its own expense and maintain it until acceptance into the public high-
way system.

Third, a general setback requirement of fifty feet from the edge of
the State highway right-of-way on the primary system and thirty-five feet
from the edge of the State highway right-of-way on the secondary system
is added, with the proviso that variances can be granted where the sur-
rounding conditions obviate the reasonableness of the requirement. For
example, if all existing buildings are built within twenty feet of the right-
of-way, there would be no benefit to the public in requiring a new building
to be set further back. The safety consideration here is to provide motor-
ists with sufficient view to judge turns on and off the road and to see on-
coming and intersecting traffic.

*(8) In order to assure development of State-maintained secondary roads
in a sound manner consistent with highway safety, the State
Department of Highways should be given statutory authority with
respect to the development of subdivisions in those counties not
having effective subdivision control ordinances.

In many counties within Virginia, subdivisions are being developed
in accordance with sound subdivision control ordinances which adequately
cover the design and construction of streets and related questions bearing
on highway safety. In other counties, however, no effective subdivision
development control exists, and the State is faced with the difficult prob-
lem of having either to accept into the secondary system roads which are
not designed up to State standards or leave the residents of the subdivision
with unmaintained and inadequate roadways.
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This dilemma means currently either that the general public is called
upon for an excessive expenditure to maintain, replace or reconstruct these
roads or that subdivision dwellers are left with inadequate roads. In either
case, highway safety suffers. In the former case, highway funds are
wasted in the correction of inadequate roads when the developer at a
proper cost could have initially constructed well-designed streets. In the
latter case, the residents of the area are serviced by poor roads and mem-
bers of the public from outside the subdivision using such roads are simi-
larly ill-treated.

The legislative proposal which we offer creates a mechanism for
applying State-wide minimum standards and regulations to subdivision
development as a means to solve this dilemma. The regulations which we
offer will take effect only in the various counties not currently performing
this legislative function. It is the hope of the Commission that this legis-
lation will, in addition to contributing directly to sound street construc-
tion, encourage local initiative and action to assume responsibility for the
control of subdivision development. '

In brief, the proposal calls for the State Department of Highways to
assume what otherwise would be a local function to review and approve
subdivision plans and development in a manner to assure that they are
consistent with accepted State secondary highway construction practices.
As one feature of this proposal the State Division of Planning would be
charged with the duty of supplying a model subdivision control ordinance
to.the localities for their use.

XIV. CONCLUSION

We wish to express the profound appreciation of the Commission to
the numerous individuals and government officials without whose time,
work and full cooperation, freely and generously given, it would have
been impossible to conduct this study of Virginia’s traffic safety needs.

Respectfully submitted,
*C, Harrison Mann, Jr., Chairman
Hunter B. Andrews, Vice-Chairman

J. David Brothers
*Leslie D. Campbell, Jr.
Julian F. Carper

S. S. Hellman

Elmer B. Hurst

Cullen Johnson
Overton Jones

*Irving B. Kline
Talfourd H. Shomo

G. G. Singleton
Kenneth W. Smith

J. R. Snoddy, Jr.
Robert W. Spessard
W. Carrington Thompson
*J. Theron Timmons
*George M. Warren, Jr.
Ruth O. Williams

* The signatures of those members whose names are preceded by an asterisk(*) are
accompanied by the Statements which follow.



*Statement of Messrs. Kline and Mann

We do not agree with the recommendation for increasing truck
speeds on four-lane highways. We see no relation between increasing
truck speeds and greater traffic safety. In fact, just the opposite. It is
common knowledge and experience that a large portion of trucks already
exceed the present speed limits and increasing their permissible speed will
only license them for even higher speeds. Higher speeds increase the po-
tential of these heavy vehicles for complete destruction when they are
involved in accidents on the highways.

*Statement of Messrs. Kline and Timmons

The Commission, in considering every recommendation, asked itself
the question: ‘“Will its cost be in reasonable proportion to the result to
be accomplished ?”’

We question whether there is sufficient proof that reflectorized license
plates will be worth the estimated cost of $880,000 net increase.

The Research Department of the University of Illinois, dealing with:
reflectorization, has not released any facts based on reducing rear end
collisions. This is the crux of this situation, in our opinion. It is question-
able whether it will prevent accidents. So far, there has been no scientific
study presented, that we have been able to find, to show any value.

Dr. Haddon, associated with the United States Government, who has
issued the National Standards, has not included reflectorized plates in
his recommendations and reports.

tTherefore, we are abstaining from approving this portion of the re-
port.

Moreover, we believe that many of the members of the General As-
sembly will come to the conclusion that the expenditure of nearly one
and a half million dollars could be better directed toward improving
traffic safety on our highways.

*Statement of Senators Campbell and Warren

We concur in the objectives of the report and in the majority of
the Commission’s recommendations but reserve the right to depart from
the Commission’s specific legislative proposals during the Session of the
General Assembly.
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APPENDIX I

CHAPTER 708

AN ACT to create the Virginia Traffic Safety Study Commission; to define
its powers and duties; and to.appropriate funds therefor.

(H 724)
Approved April 6, 1966

Whereas, the growth in vehicle travel on our streets and highways
has created the greatest social problem of our times; and

Whereas, the growth in vehicle registration and use.during the years
just ahead will sorely tax the capabilities of State and local agencies
responsible for public safety and for the administration of motor vehicle
and traffic laws ; and

Whereas, it is essential to cope with the increasing toll of deaths,
injury, and economic loss from traffic and to that end State planning of
traffic safety functions should be-placed on the same factual long range
basis as the planning of highway facilities and be reviewed periodically
to reflect changing conditions and needs as they develop; and

Whereas, the Congress of the United States has requested in Senate
Joint Resolution eighty-one voluntary action on the part of the several
states by January one, nineteen hundred sixty-eight providing that “each
state should have a highway safety program, approved by the Secretary
(of Commerce), designed to reduce traffic accidents on the federal-aid sys-
tem. Such highway safety program should be in accordance with uniform
standards approved by the Secretary and should include, but not be limited
to, provisions for an effective accident records system, and measures cal-
culated to improve driver performance, vehicle safety, highway design
and maintenance, traffic control, and surveillance of traffic for detection
%nd correction of high or potentially high accident locations”, now, there-

ore,

Be it enacted by the General Assembly of Virginia:

1. § 1. There is hereby created a Commission of nineteen members to
be known as the Virginia Traffic Safety Study Commission. The member-
ship of the Commission shall be appointed by the Governor.

§ 2. The Governor shall designate the Chairman of the Commission.
Members of the Commission shall be reimbursed their expenses incurred
in the performance of their duties, but shall be paid no other compensation.

§ 3. The Virginia Commission shall make a comprehensive study of
State and local services bearing on traffic study to (a) provide a factual
basis for a long range planned improvement of State and.local traffic safety
functions; (b) develop through joint planning and fact finding a better
public appreciation for State and local safety services and their benefits;
(c) guide the General Assembly and administrative officials in keeping
pace with future growth of highway transportation safety problems as
well as provide detailed recommendations for improvement in safety serv-
ices to Virginia motorists and a plan of priorities for implementing these
recommendations within the foreseeable future.

§ 4. In the development of a blueprint for a sound long range safety
program, the Commission, through the State Highway Commissioner and
other public officials of the State, is authorized to enter into agreements
with private and federal agencies to assist in the planning and studies
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contemplated by this resolution. The Commission may employ consultants
and full-time personnel, and rent office space, if needed, in pursuit of
its task.

§ 5. In making such a study the Commission shall analyze and eval-
uate, among other governmental functions relating to traffic safety, the
following: Driver education and driver improvement; driver licensing;
traffic safety promotion; safety and financial responsibility; highway
supervision and enforcement; accident reporting and use of accident rec-
ords; local-state coordmatmn highway engineering for safety and traffic
operatlon the courts’ relatlonshlp to law enforcement.

§ 6. The Commission may accept and expend gifts, grants and dona-
tions from any and all sources and persons.

§ 7. For the expenses of the Commission and its work there is hereby
appropriated from the general fund of the State treasury the sum of five
thousand dollars, and there is further appropriated to it all gifts, grants
and donations received for such purpose.

. d§ 8. All agencies of the State shall assist the Commission in its
study.

§ 9. The Commission shall complete its study and report to the Gov-
ernor and the General Assembly not later than September one, nineteen
hundred sixty-seven.

2. An emergency exists and this act is in force from its passage.

APPENDIX II

Listed below are the members of the seven study committees which
conducted basic research and submitted preliminary reports to the full
Commission. Individuals serving on both a study committee and the Com-
mission are indicated by an asterisk (*) preceding their names.
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Richmond

Paul D. Brown, Judge
Arlington County Circuit Court
Arlington

Frederick T. Gray
Member of the House of Delegates
Chesterfield

William H. Hodges
Member of the Senate of Virginia
Chesapeake

*Rlmer B. Hurst
Richmond Area Safety Council, Virginia Electric and Power Company
Richmond

*J. Theron Timmons
Tidewater Automobile Association
Norfolk

Driver Education Committee

*Robert W. Spessard, Chairman
Member of the House of Delegates
Roanoke

William M. Bennett
Virginia State College
Petersburg

Shearer C. Bowman, Jr., President
Virginia Highway Users Association
Richmond
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*Julian F. Carper
Virginia State AFL-CIO
Richmond

Robert W. Drechsler
Shomo & Lineweaver Insurance Agency, Inc.
Harrisonburg

Beverly T. Fitzpatrick, Judge
Municipal Court
Roanoke

Norman Key, Executive Secretary
National Commission on Safety Education
National Education Association
Washington, D. C.

Motor Vehicle Administration Committee

*Hunter B. Andrews, Chairman
Member of the Senate of Virginia
Hampton

John D. Haire, Jr., President
Delta Oil Sales and Materials Companies
Petersburg

C.F. Hicks
Attorney at Law
Gloucester

*Cullen Johnson
Richmond Area Safety Council, Virginia Farm Bureau
Richmond

Philip E. Montano, Public Affairs Manager
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Roanoke

*Talfourd H. Shomo
Shomo & Lineweaver Insurance Agency, Inc.
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James T. Wadkins, Managing Director
Richmond Area Safety Council
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Incompetent Drivers Committee

*W. Carrington Thompson, Chairman
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Danville

*J. David Brothers, President
American Trucking Associations, Inc.
Richmond

Edward T. Caton, III
Member of the House of Delegates
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Ernest P. Gates, Judge
Chesterfield County Circuit Court
Chesterfield
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Charles W. Gunn, Jr.
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Lexington

Harry N. Gustin
Attorney at Law
Norfolk

*8. S. Hellman, Chief Rescue Officer
Virginia Association of Rescue Squads, Inc.
Colonial Heights

John R. Saunders, MD
Westbrook Psychiatric Hospital
Richmond

Enforcement Committee

*Qverton Jones, Chairman
Associate Editor, Richmond Times-Dispatch
Richmond

Robert C. Bowman
Reynolds Metals Company, former State Trooper
Richmond

Lyman C. Harrell, Jr.
Member of the House of Delegates
Greensville

Dale J. Howard
West Virginia Pulp and Paper Company
Covington

H. S. Hulme, Jr.
Highway Division, Arlington County
Arlington

D. W. Murphey, Judge
Chesterfield County Court
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Robert E. Quinn, Judge
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Hampton

Jeptha S. Rogers
International Association of Chiefs of Police, Inc.
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Traffic Engineer, City of Chesapeake
Chesapeake

S. Walter George, Jr.
Division Safety Engineer, Virginia Electric and Power Company

Norfolk

John T. Hanna
Traffic Engineer, City of Richmond
Richmond

*Irving B. Kline, President )
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*Kenneth W. Smith
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Alexandria

Clifton Stoneburner, Director
Department of Transportation, Arlington County
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R. Reid Young, Jr.
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Martingville

APPENDIX III

U. S. DEPARTMENT OF TRANSPORTATION
Federal Highway Administration
National Highway Safety Bureau

Washington, D. C. 20591

June 27, 1967.
Highway Safety Program Standard 4.4.1
PERIODIC MOTOR VEHICLE INSPECTION

Introduction

Until recently there was very little firm evidence to support the
reasonable supposition that State inspection systems contribute to high-
way safety. This deficiency has now been overcome, at least in part. Re-
cent research demonstrates significant differences in State motor vehicle
accident death rates associated with inspection programs. Although much
more specific information is needed, especially with respect to the extent
to which various kinds of inspection contribute to the overall results,
it is clear that the inspection of motor vehicles by the States has an
important place in highway safety.

Background

. We will obviate the value of every program element involved in
this effort if State safety programs do not include vehicle inspection
requirements. . .

Report No. 1700, House of Representatives, 89th Congress, 2d
Session, July 15, 1966, p. 12.
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For example: We know today that only 21 States have
leglslatlon requiring periodic inspection of vehicles. General experi-
ence indicates that vehicles inspected are more often than not de-
ficient in components that are important to safety.

Report No. 1302, United States Senate, 89th Congress, 2d
Session, June 23, 1966, p. 6.

Pyrpose

To increase, through periodic vehicle inspection, the likelihood that
every vehicle operated on the public highways is properly equipped and
Isbeing maintained in reasonably safe working order.

Standard

Each State shall have a program for periodic inspection of all regis-
tered vehicles or other experimental, pilot, or demonstration program
approved by the Secretary, to reduce the number of vehicles with existing
or potential conditions which cause or contribute to accidents or increase
the severity of accidents which do occur, and shall require the owner
to correct such conditions.

I. The program shall provide, as a minimum, that:

A. Every vehicle registered in the State is inspected either 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.

B. The inspection is performed by competent personnel specifically
trained to perform their duties and certified by the State.

C. The inspection covers systems, sub-systems, and components hav-
ing substantial relation to safe vehicle performance.

D. The inspection procedures equal or exceed criteria issued or
endorsed by the National Highway Safety Bureau.

E. Each inspection station maintains records in a form specified by
the State, which include at least the following information :

. class of vehicle
date of inspection

. make of vehicle
. model year
. vehicle identification number
defects by category
. identification of inspector
8. mileage or odometer reading
F. The State publishes summaries of records of all inspection

stations at least annually, including tabulations by make and
model of vehicle.

PSRN BTN U U

II. The program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.
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Highway Safety Program Standard 4.2.2
MOTOR VEHICLE REGISTRATION

Introduction

Motor vehicle registration procedures need to be improved and ade--
quate records systems developed so that vehicle ownership can be identi-
fied rapidly and efficiently for investigative, law enforcement, and other
operational and research purposes. Central systems for recording are avail-
able in some States, but there is a general need for improvement.

Background

. . . it is obvious that a single, central motor vehicle registration
and titling system in each State, designed to fully and accurately
describe each vehicle and its owner is essential as a control mecha-
nism in any safety program.

In a society as extremely mobile as ours, the need to be able
rapidly to identify vehicle ownership is paramount. Some States
have no titling system at all, and vehicle registration is limited to
license plate numbers assigned to named individuals. Others have
fairly comprehensive central, cross-referenced registration and titl-
ing systems. Expanded and set up electronically, such a system
would make it possible to identify a vehicle by as simple a process
as the license number or as remote a process as, perhaps, its color
and one or more of its exterior design characteristics. Vehicle regis-
tration is an indispensable tool to investigation and law enforcement.

Report No. 1700, House of Representatives, 89th Congress, 2d
Session, July 15, 1966, pp. 11 and 12.

Purpose

I. To provide a means of identifying the owner and type, weight, size
and carrying capacities of every vehicle licensed to operate in the
State, and to make such data available for traffic safety studies and
research, accident investigation, enforcement, and other opera-
tional uses.

II. To provide a means for aggregating ownership and vehicle informa-
tion for: (a) accident research; (b) planning and development
of streets, highways and related facilities; and (c) other operational
uses.

Standard

Each State shall have a motor vehicle registration program, which
shall provide for rapid identification of each vehicle and its owner; and
shall make available pertinent data for accident research and safety pro-
gram development.

I. The program shall be such that every vehicle operated on public
highways is registered and the following information is readily
available for each vehicle:

A. Make
B. Model year

C. Identification number (rather than motor number)
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Type of body

License plate number
Name of current owner
Current address of owner

meEEyg

Registered gross laden weight of every commercial vehicle

II. Each program shall have a records system that provides at least the
following services:

A. Rapid entry of new data into the records or data system

B. Controls to eliminate unnecessary or unreasonable delay in ob-
taining data

C. Rapid audio or visual response upon receipt at the records station
of any priority request for status of vehicle possession author-
ization

D. Data available for statistical compilation as needed by author-
ized sources

E. Identification and ownership of vehicle sought for enforcement
or other operation needs

ITI. This program shall be periodically evaluated by the State, and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

Highway Safety Program Standard 4.4.3
MOTORCYCLE SAFETY

Introduction

It is clear that there are many actions which can be taken to reduce
significantly deaths and injuries from motorcycle accidents. Every State
should have a program specifically related to motorcycle operation includ-
ing requirements for licensing, inspection and safety equipment.

Background

Deaths and injuries from motorcycle accidents doubled between 1963
and 1965. This fact is particularly alarming when it is understood that
most of those killed and injuried were young people under the age of
25. Motorcyecle registrations have jumped from 574,080 in 1960 to 1,914,700
in 1966. By 1970 the annual increase is expected to reach one million per
year. Motorcycle safety takes on grave dimensions in view of the fact that
since 1960 the rate of motorcycle fatalities has increased at about the
same rate as the number of motorcycles.

Purpose

To assure that motorcycles, motorcycle operators and their pas-
sengers meet standards which contribute to safe operation and protection
from injuries.

Standard

For the purposes of this standard a motorcycle is defined as any
motor-driven vehicle having a seat or saddle for the use of the rider and
designed to travel on not more than three wheels in contact with the
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ground, but excluding tractors and vehicles on which the operator and
passengers ride within an enclosed cab.

Each State shall have a motorcycle safety program to insure that
only persons physically and mentally qualified will be licensed to operate
a motorcycle; that protective safety equipment for drivers and passengers
will be worn; and that the motorcycle meets standards for safety equip-
ment.

I. The program shall provide as a minimum that:
A. Each person who operates a motorcycle:

1. Passes an examination or reexamination designed especially
for motorcycle operation.

2. Holds a license issued specifically for motorcycle -use -or a
regular license endorsed for each purpose.

B. Each motorcycle operator wears an approved safety helmet and
eye protection when he is operating his vehicle on streets and
highways.

C. Each motorcycle passenger wears an approved safety helmet,
and is provided with a seat and footrest.

D. Each motorcycle is equipped with a rear-view mirror.

E. Each motorcycle is inspected at the time it is intially registered
and at least annually thereafter, or in accordance with the State’s
inspection requirements.*

II. The program shall be periodically evaluated by the State for its
effectiveness in terms of reductions in accidents and their end re-
sults, and the National Highway Safety Bureau shall be provided
with an evaluation summary.

Highway Safety Program Standard 4.4.4

DRIVER EDUCATION

Introduction

There is a national need for the improvement of public and private
driver education courses and for making them more widely available.
Higher standards of classroom and behind-the-wheel instruction are of
central importance, together with the resources required to implement
such standards. Also needed is the development of programs for dealing
with the remedial training of problem drivers.

Background

Section 402(b) (1) The Secretary shall not approve any State
highway safety program under this section which does not—

(E) provide for comprehensive driver training programs, in-
cluding (1) the initiation of a State program for driver education
in the school systems or for a significant expansion and improvement
of such a program already in existence, to be administered by appro-
priate school officials under the supervision of the Governor as set
forth in subparagraph (A) of this paragraph; (2) the training of
qualified school instructors and their certification; (8) appropriate

* See Periodic Motor Vehicle Inspection standard
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regulation of other training schools, including licensing of the schools
and certification of their instructors; (4) adult driver training pro-
grams, and programs for the retraining of selected drivers; and (5)
adequate research, development and procurement of practice driving
facilities, simulators, and other similar teaching aids for both school
and other driver training use.

Highway Safety Act of 1966 (23 USC)

In addition to the driver education courses given in public schools,
privately operated commercial driver training schools exist in most
States and are controlled by regulation in about half of the States.
Obviously, the option for both students and adults to obtain driver
training through private means should be available, provided the
i}uallity of the training is required to be maintained at a preseribed
evel.

Report No. 1700, House of Representatives, 89th Congress,
2nd Session, July 15, 1966, p. 9.
Purpose

To insure that every eligible high school student has the opportunity
to enroll in a course of instruction designed to train him to drive skill-
fully and as safely as possible under all traffic and roadway conditions.

To insure that commercial driver training schools achieve and main-
tain a corresponding level of instruction for beginning drivers with recog-
nition of differences between the needs of adults and adolescents.

To provide education courses offering driving instruction to adults.
Standard

Each State, in cooperation with its political subdivisions, shall have
at iirivgghegucation and training program. This program shall provide
atleast that:

I. Thereis a driver education program available to all youths of licensing

age which:

A. Is taught by instructors certified by the State as qualified for
these purposes.

B. Provides each student with practice driving and instruction in
at least the following:

1. Basic and advanced driving techniques including techniques
for handling emergencies.

2. Rules of the road, and other State laws and local motor ve-
hicle laws and ordinances.

3. Critical vehicle systems and subsystems requiring preven-
tive maintenance.

4. The vehicle, highway and community features:

a. that aid the driver in avoiding crashes,
b. that protect him and his passengers in crashes,
c. thatmaximize the salvage of the injured.

5. Signs, signals, and highway markings, and highway design
features which require understanding for safe operation of
motor vehicles.

6. Differences in characteristics of urban and rural driving
including safe use of modern expressways.

7. Pedestrian safety.
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C. Encourages students participating in the program to enroll
in first aid training.

II. There is a State research and development program including ade-
quate research, development and procurement of practice driving
facilities, simulators, and other similar teaching aids for both school
and other driver training use. o

III. There is a program for adult driver training and retraining.

IV. Commercial driving schools are licensed and commercial driving in-
structors are certified in accordance with specific criteria adopted
by the State.

V. The program shall be periodically evaluated by the State, and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

Highway Safety Program Standard 4.4.5
DRIVER LICENSING

Introduction

Much better techniques of driver licensing are possible with present
knowledge, but are not in use in many States because of cost and for
other reasons. In addition, many States do not have systematic pro-
cedures for relating the performance of the motorist (e.g., his record
of accidents and moving violations) to licensing.

Apart from linking driver performance to licensing, licensing agen-
cies also have the difficult problem of medical criteria for licensing. Phy-
sicians have the related problem of deciding when to recommend that
a patient no longer drive.

The objective of driver licensing and performance activities will be
to stimulate improved driver licensing with proper safeguards against
licensing potentially dangerous drivers on the one hand, and needlessly
removing the opportunity of the citizen to drive on the other.

Background

. . . 'But strict uniform licensing and renewal procedures must
be developed and adopted, covering minimum age limits, mandatory
physical and eyesight examinations, competent skills tests and writ-
ten or oral examinations on traffic laws, varieties of traffic conditions,
an% emergency situations that arise in the operation of an auto-
mobile.

Report No. 1700, House of Representatives, 89th Congress,
2nd Session, July 15, 1966, p. 9.

. . . The value of uniformity is clear in such matters as periodic
reexamination of drivers.

Report No. 1302, United States Senate, 89th Congress, 2nd
Session, June 23, 1966, p. 5.
Purpose

To improve the quality of driving by implementing more effective
and uniform licensing procedures, and thereby to reduce the number of
accidents while also increasing the efficiency of traffic flow.
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Standard

Each State shall have a driver licensing program: (a) to insure that

only persons physically and mentally qualified will be licensed to operate
a vehicle on the highways of the State, and (b) to prevent needlessly re-
moving the opportunity of the citizen to drive. The program shall provide,
as a minimum, that:

I

II.

III.

IV.

VL

VIIL

Each driver holds only one license, which identifies the type(s) of
vehicle (s) he is autorized to drive.*

Each driver submits acceptable proof of date and place of birth in
applying for his original license.

Each driver:
A. Passes an initial examination demonstrating his:
1. Ability to operate the class(es) of vehicle(s) for which he
is licensed.
2. Ability to read and comprehend traffic signs and symbols.

3. Knowledge of laws relating to traffic (rules of the road)
safe driving procedures, vehicle and highway safety features,
emergency situations that arise in the operation of an auto-
mobile, and other driver responsibilities.

4. Visual acuity, which must meet or exceed State standards.

B. Is reexamined at an interval not to exceed four years, for at
least visual acuity and knowledge of rules of the road.

A record on each driver is maintained which includes positive
identification, current address, and driving history. In addition,
the record system shall provide the following services:

A. Rapid entry of new data into the system.

B. Controls to eliminate unnecessary or unreasonable delay in ob-
taining data which is required for the system.

C. Rapid audio or visual response upon receipt at the records sta-
tion of any priority request for status of driver license validity.

D. Ready availability of data for statistical compilation as needed
by authorized sources.

E. Ready identification of drivers sought for enforcement or other
operational needs.

. Bach license is issued for a specific term, and must be renewed to

remain valid. At time of issuance or renewal each driver’s record
must be checked.

There is a driver improvement program to identify problem drivers
for record review and other appropriate actions designed to reduce
the frequency of their involvement in traffic accidents or violations.

There is:

A. A system providing for medical evaluation of persons whom
the driver licensing agency has reason to believe have mental
or physical conditions which might impair their driving ability.

* See Motorcycle Safety standard
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B. A procedure which will keep the driver license agency in-
formed of all licensed drivers who are currently applying for
or receiving any type of tax, welfare or other benefits or exemp-
tions for the blind or nearly blind.

C. A medical advisory board or equivalent allied health profes-
sional unit composed of qualified personnel to advise the driver
license agency on medical criteria and vision standards.

VIILThe program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary. The evaluation shall attempt to ascertain the extent
to which driving without a license occurs.

Highway Safety Program Standard 4.4.6
CODES AND LAWS

Introduction

There is general agreement on the fundamental importance of uni-
form vehicle codes and other laws related to highway safety.

This program area involves assisting the States to adopt codes con-
sistent with those of their neighbors and to promulgate new legislation
to deal with motoring problems that did not exist prior to the advent
of modern high-speed travel.

Background

. . . basic motor vehicle codes and traffic laws should be made
uniform throughout the Nation. The laws in the field are literally
a jungle of confusion. There is a vast array of changing and con-
flicting traffic laws and control systems as we drive from State to
State. . . This situation not only makes it impossible for the driver
to know what the law is, but it encourages him to ignore the law.

Report No. 1700, House of Representatives 89th Congress, 2d
Session, July 15, 1966, p. 19.

Purpose

To eliminate all major variations in traffic codes, laws, and ordinances
on given aspects of highway safety among political subdivisions in a
State, to increase the compatibility of these ordinances with a unified
overall State policy on traffic safety codes and laws, and to further the
adoption of appropriate aspects of the Rules of the Road section of the
Uniform Vehicle Code.!

Standard

Each State shall develop and implement a program to achieve uni-
formity of traffic codes and laws throughout the State. The program shall
provide at least that:

I. There is a plan to achieve uniform rules of the road in all of its
jurisdictions.

II. There is a plan to make the State’s unified rules of the road con-
sistent with similar unified plans of other States. Toward this end,
each State shall undertake and maintain continuing comparisons of
all State and local laws, statutes and ordinances with the comparable
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Iéfc()ivisions of the Rules of the Road section- of the Uniform Vehicle
“Code.? -

June 27, 1967

Highway Safety Program Standard 4.4.7

TRAFFIC COURTS

Introduction

Traffic court records should be a part of each central traffic records

system, particularly for the driver records.

Background

The States must reappraise and review their traffic court sys-
tems. Traffic courts should be a regularly established part of the
State judicial system, with full-time judges and staff, assigned
quarters, and operating procedures which insure reasonable availabil-
ity of court services for alleged offenders. No traffic court or any
of its personnel should be financially dependent upon any fee system,
fines, costs, or other revenue resulting from processing violations
of motor vehicle laws, and strict accounting procedures regarding

_.collection of fees, fines, and costs should be instituted.

Report No. 1700, House of Representatives, 89th Congress, 2d
Session, July 15, 1966, p. 19.

Purpose

To provide prompt impartial adjudication of proceedings involving

motor vehicle laws.

Standard

Each State in cooperation with its political subdivisions shall have

a program to assure that all.traffic courts in it complement and support
l(%clal ai:ntc'}i1 Sttatewide traffic safety objectives. The program shall provide
at least that:

L

II.

All convictions for moving traffic violations shall be reported to the
State traffic records system.

Program Recommendations

In addition the State should take appropriate steps to meet the
following recommended conditions:

A. All individuals charged with moving hazardous traffic viola-
tions are required to appear in court.

B. Traffic courts are financially independent of any fee system, fines,
costs, or other revenue such as posting or forfeiture of bail or
other collateral resulting from processing violations of motor
vehicle laws.

C. Operating procedures, assignment of judges, staff and quarters
ililfsure reasonable availability of court services for alleged traffic
offenders.

1 UNIFORM VEHICLE CODE, Revised 1962, National Committee on Uniform Traffic
Laws & Ordinances, 525 School St., S. W., Wash., D.C.
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D." There is a uniform accounting system regarding traffic viola-
tion notices, collection of fines, fees and costs. -

E. There are uniform rules governing court procedures in traffic
cases.

F. There are current manuals and guides for administration, court
procedures, and accounting.

June 27, 1967
Highway Safety Program Standard 4.4.8
ALCOHOL IN RELATION TO HIGHWAY SAFETY

Introduction

The driver who drinks is one of the major problems affecting highway
safety. Yet, while most States have some laws relating to control of drivers
who drive while under the influence of intoxicating liquor, most of the
States need: (1) to strengthen their “drunk driving” statutes, (2) to
supplement these with “implied consent” authority, and (3) to establish
an expanded information collection program on the extent to which alcohol
is present among drivers and adult pedestrians involved in fatal accidents.

Background

Every witness who testified before the committee expressed deep
and growing concern regarding the incidence of impairment by alco-
hol in relation to highway accidents. Though it is, on the basis of
present information, impossible to state how many accidents were in
fact the result, or even in part the result, of the driver’s or the pedes-
trian’s consumption of alcohol, the statistics do indicate clearly that
aleohol is a factor present to some degree in about 50 percent of all
accidents. This is a serious problem, and a perplexing one. Its allevia-
’.c%on and control will be extremely difficult, but its magnitude precludes
its evasion . . .

Report No. 1700, House of Representatives, 89th Congress,
2d Session, July 15, 1966, p. 26.

Puyrpose

To broaden the scope and number of activities directed toward reduc-
ing traffic accident loss experience arising in whole or part from persons
driving under the influence of alcohol.

Standard

Each State, in cooperation with its political subdivisions, shall develop
and implement a program to achieve a reduction in those traffic accidents
arising in whole or in part from persons driving under the influence of
alcohol. The program shall provide at least that:

I. There is a specification by the State of the following with respect to
alcohol related offenses:

A. Chemical test procedures for determining blood-alcohol concen-
trations.

B. (1) The blood-alecohol concentrations, not higher than .10 per-
cent by weight, which define the terms “intoxicated” or
“under the influence of aleohol,” and
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(2) A provision making it either unlawful, or. presumptive evi-
dence of illegality, if the blood-alcohol concentration of a
driver equals or exceeds the limit so established.

II. Any person placed under arrest for operating a motor vehicle while
intoxicated or under the influence of alcohol is deemed to have given
his consent to a chemical test of his blood, breath, or urine for the
purpose of determining the alcohol content of his blood.

III. To the extent practicable, there are quantitative tests for alcohol:

A. On the bodies of all drivers and adult pedestrians who die within
four hours of a traffic accident.

B. On all surviving drivers in accidents fatal to others.
IV. .%‘here are appropriate procedures established by the State for speci-
-fying:

A. The qualifications of personnel who administer chemical tests
}clseg to determine blood, breath, and other body alcohol concen-
rations.

B. The methods and related details of specimen selection, collection,
handling, and analysis.

C. The reporting and tabulation of the results.

V. The program shall be periodically evaluated by the State, and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

June 27, 1967.
Highway Safety Program Standard 4.4.9

IDENTIFICATION AND SURVEILLANCE
OF ACCIDENT LOCATIONS

Introduction

The Bureau of Public Roads and the State highway departments are
already conducting a program for the deétection and correction of high
accident locations. Similar programs for roads and streets not on the
Federal-aid highway systems should be instituted in all States.

Background

. . . such uniform standards shall include, but not be limited to . . .
surveillance of traffic for detection and correction of high or poten-
tially high accident locations...

Highway Safety Act of 1966 23 USC 402 (a)

Purpose

To identify specific locations or sections of streets and highways which
have high or potentially high accident experience, as a basis for establish-
ing priorities for improvement, selective enforcement, or other operational

rgctices that will eliminate or reduce the hazards at the location so identi-
ed.
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Standard
Each State, in cooperation with county and other local governments,

shall have a program for identifying accident locations and for maintain-
ing surveillance of those locations having high accident rates or losses.

I. The program shall provide, as a minimum, that:

A. There is a procedure for accurate identification of accident loca-
tions on all roads and streets.

1. To identify accident experience and losses on any specific
sections of the road and street system.

2. To produce an inventory of :

a. High accident locations.

b. Locations where accidents are increasing sharply.

c. Design and operating features with which high accident
frequencies or severities are associated.

3. To take appropriate measures for reducing accidents.

4. To evaluate the effectiveness of safety improvements on any
specific section of the road and street system.

B. There is a systematically organized program:

1. To maintain continuing surveillance of the roadway network
for potentially high accident locations.

2. To develop methods for their correction.

II. The program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

June 27, 1967.

Highway Safety Program Standard 4.4.10
TRAFFIC RECORDS

Introduction

Four classes of routinely collected information comprise the data base
for all aspects of a coordinated State traffic safety program (a) data per-
taining to drivers, their licensing, violation records, and financial respon-
sibility, (b) vehicle data such as make, model, and serial number, (c) high-
way data on a milepost basis of bridges, structures, tangents, curves, inter-
sections, and traffic control devices, and (d) accident data linked to the
involved drivers, vehicles, and highway locations.

With modern electronic data processing systems, all of these data are
amendable to efficient handling, including acquisition, encoding, storage
and retrieval. Without efficient handling methods, costs become prohibi-
tive and data cannot be fully or properly used.

The objective of the data systems program will be to upgrade all
aspects of the accident information system, starting with the collection of
raw data, followed by its encoding, storage, retrieval, analysis, and ulti-
mate dissemination to users. Particular attention will be directed toward
making State data useful to State and community executives and to their
program directors and planners.
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Background

... The most definitive, objective, and specialized accident investi-
gation of which we are capable will be useless unless its results can be
fed into a record system, correlated with other relevant data, and
made to serve some purpose other than mere accumulation.

Uniform, complete, and accurate accident reports, stored in one
center in every State, subject to rapid retrieval and analysis, and
compatible with a national record system at the Federal level, can tell

- us not only how many accidents we have, but what kind of accidents
they are, where and when they occur, the physical circumstances and
the people, injuries, death and damage they involve, what emergency
services and enforcement agencies responded and how, and what

" judicial actions resulted, to mention only the most obvious possibilities.

... No other part of the State program is as basic to ultimate
success, nor as demanding of complete cooperation at every jurisdic-
tional level. ...

Report No. 1700, House of Representatives, 89th Congress,
2nd Session, July 15, 1966, pp. 10 and 11

Purpose

To assure that appropriate data on traffic accidents, drivers, motor
vehicles, and roadways are available to provide:

1. A reliable indication of the magnitude and nature of the highway
traffic accident problem on a national, State, and local scale;

2. A reliable means for identifying short-term changes and long-
term trends in the magnitude and nature of traffic accidents.

3. A valid basis for:

A. The detection of high or potentially high accident locations
and causes

B. The detection of health, behavioral and related factors con-
tributing to accident causation

C. The design of accident, fatality, and injury countermeasures

D. Developing means for evaluating the cost effectiveness of
these measures

E. The planning and implementation of selected enforcement
and other operational programs.

Standard

Each State, in cooperation with its political subdivisions, shall main-
tain a traffic records system. The Statewide system (which may consist of
compatible subsystems) shall include data for the entire State. Informa-
tion regarding drivers, vehicles, accidents, and highways shall be com-
patible for purposes of analysis and correlation. Systems maintained by
local governments shall be compatible with, and capable of furnishing
data to the State system. The State system shall be capable of providing
sumrélaries, tabulations and special analyses to local governments on re-
quest.

The record system shall include: (a) certain basic minimum data and
(b) procedures for statistical analyses of these data.



II.

IIT.

The program shall provide as 2 minimum that:

Information on vehicles and system capabilities includes (conforms
to Motor Vehicle Registration Standard) :

A

&

M.

SrmaREYoWR

Make

Model year

Identification number (rather than motor number)

Type of body

License plate number

Name of current owner

Current address of owner

Registered grossladen weight of every commercial vehicle

Rapid entry of new data into the records or data system

Controls to eliminate unnecessary or unreasonable delay in obtain-
ing data

Rapid audio or visual response upon receipt at the records station
gifoﬁny priority request for status of vehicle possession authoriza-
Data available for statistical compilation as needed by authorized
sources

Identification and ownership of vehicles sought for enforcement
or other operational needs

Information on drivers and system capabilities includes (conforms to
Driver Licensing standard) :

H @ M Huawp

Positive identification

Current address

Driving history

Rapid entry of new data into the system

Controls to eliminate unnecessary or unreasonable delay in ob-
taining data which is required for the system

Rapid audio or visual response upon receipt at the records station
of any priority request for status of driver license validity

Ready availability of data for statistical compilation as needed
by authorized sources

Ready identification of drivers sought for enforcement or other
operational needs

Information on types of accidents includes:

HE AW

Identification of location in space and time

Identification of drivers and vehicles involved

Type of accident

Description of injury and property damage

Description of environmental conditions

Causes and contributing factors, including the absence of or
failure to use available safety equipment.
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IV. There are methods. to develop summary listings, cross tabulations,
trend analyses and other statistical treatments of all appropriate
combinations and aggregations of data items in the basic minimum
data record of drivers and accident and accident experience by speci-
fied groups.

V. All traffic records relating to accidents collected hereunder shall be
open to the public in a manner which does not identify individuals.

VI. The program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

June, 27, 1967.
Highway Safety Program Standard 4.4.11

EMERGENCY MEDICAL SERVICES

Introduction

"Many of those injured in highway accidents die needlessly or are per-
manently disabled because they do not receive prompt and proper emer-
gency medical care. Few areas of the United States now have adequate
emergency services. In most areas, there has been inadequate planning of
emergency logistics, communications and transportation facilities and
present services are inadequately managed. Ambulance operators, *drivers
and attendants are commonly not required to be expert in first aid, nor are
they required in most parts of the country to carry adequate equipment in
their vehicles. Hospitals and ambulances seldom have radio or other direct
communications links either to each other or to police radio communication
systems. Helicopters are rarely employed, and landing pads are present at
only a small number of hospitals, chiefly along our coasts for the use of the
Coast Guard. It is imperative that highway and other emergency services
be improved throughout the Nation.

Background

The Highway Safety Act reflects the importance of emergency services
by requiring that the highway safety program standards include coverage
of emergency services.

When accidents occur, it is essential that every available resource
be mobilized to save lives, lessen the severity of injuries, protect prop-
erty, restore movement of traffic. An essential part of the State safety
program should be the development of an emergency facilities system.
This will require the advice and services of experts and personnel in
medicine, law, engineering, communication and law enforcement, at a
minimum.

Report No. 1700, House of Representatives, 89th Congress,
2d Session, July 15, 1966, p. 19.

Purpose
To provide an emergency care system that will :

I. Provide quick identification and response to accidents.

II. Sustain and prolong life through proper first aid measures, both at
the scene and in transit.

* Public, private or voluntary purveyors of ambulance service.
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ITI. Provide the coordination, transportation, and communications neces-
sary to bring the injured and definitive medical care together in the
ihort%st practicable time, without simultaneously creating additional

azards.

Standard

Each State, in cooperation with its local political subdivisions, shall
have a program to ensure that persons involved in highway accidents
receive prompt emergency medical care under the range of emergency
conditions encountered. The program shall provide, as a minimum, that:

I. There are training, licensing, and related requirements (as appro-
priate) for ambulance and rescue vehicle operators, attendants, driv-
ers, and dispatchers.

II. There are requirements for types and numbers of emergency vehicles
including supplies and equipment to be carried.

IT1. There are requirements for the operation and coordination of ambu-
lances and other emergency care systems.

IV. There are first aid training programs and refresher courses for emer-
gency service personnel, and the general public is encouraged to take
first aid courses.

V. There are criteria for the use of two-way communications.
VI. There are procedures for summoning and dispatching aid.

VII. There is an up-to-date, comprehensive plan for emergency medical
services, including :

A. Facilities and equipment

B. Definition of areas of responsibility
C. Agreementsfor mutual support

D. Communications systems

VIIL.This program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.

June 27, 1967.
Highway Safety Program Standard 4.4.12

HIGHWAY DESIGN, CONSTRUCTION AND MAINTENANCE

Introduction

Proper design, construction, and maintenance of streets and highways
are important aspects of any effective highway safety program. Poor
roads and inadequate maintenance can contribute directly to accidents and
serious resulting injuries.

Background

There are, however, a great many things we can do in highway
1<:iesigfn,t maintenance, and construction to improve their contribution
o safety.

We can require that all new construction and reconstruction,
regardless of where it is, to be built to no less than Federal-aid primary
design standards, even if this does mean building fewer miles, and we
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can require that those primary geometric design standards be substan-
tially raised. ...

We can require that median barriers and guardrails be con-
structed of impact absorption materials that return cars with the least
possible damage to positions parallel to traffic, and we can require
that this be done immediately. We can also start replacing the present
impact-dangerous barriers and guardrails with the improved types. ...

We can require that maintenance standards and practices be
high enough to keep highways up to original construction standards.

Report No. 1700, House of Representatives, 89th Congress,
2d Session, July 15, 1966, p. 156

Purpose

To assure: (a) that existing streets and highways are maintained in
a condition that promotes safety, (b) that capital improvements either to
modernize existing roads or to provide new facilities meet approved safety
standards, and (c) that appropriate precautions are taken to protect pass-
ing motorists as well as highway workers from accident involvement at
highway construction sites.

Standard

Every State in cooperation with county and local governments shall
have a program of highway design, construction, and maintenance to im-
prove highway safety. Standards applicable to specific programs are those
issued or endorsed by the Federal Highway Administrator.

I. The program shall provide, as a minimum that:

A. There are design standards relating to safety features such as
sight distance, horizontal and vertical curvature, spacing of deci-
sion points, width of lanes, etc., for all new construction or
reconstruction, at least on expressways, major street and high-
ways, and through streets and highways.

B. Street systems are designed to provide a safe traffic environment
for pedestrians and motorists when subdivisions and residential
areas are developed or redeveloped.

C. Roadway lighting is provided or upgraded on a priority basis at
the following locations:

1. Expressways and other major arteries in urbanized areas.

2. Junctions of major highways in rural areas.

8. Locations or sections of streets and highways having high
ratios of night-to-day motor vehicle and/or pedestrian acci-
dents.

4. Tunnels and long underpasses.

D. There are standards for pavement design and construction with
specific provisions for high skid resistance qualities.

E. There is a program for resurfacing or other surface treatment
with emphasis on correction of locations or sections of streets
and highways with low skid resistance and high or potentially
high accident rates susceptible to reduction by providing im-
proved surfaces.

F. There is guidance, warning and regulation of traffic approaching
and traveling over construction or repair sites and detours.
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II.

.. There is a systematic identification and tabulation of all rail-

highway grade crossings and a program for the elimination of
hazards and dangerous crossings.

Roadways and the roadsides are maintained consistent with the
design standards which are followed in construction, to provide
safe and efficient movement of traffic.

Hazards within the highway right-ofway are identified and
corrected.

There are highway design and construction features wherever
possible for accident prevention and survivability including at
least the following:

1. Roadsides clear of obstacles, with clear distance being deter-
mined on the basis of traffic volumes, prevailing speeds, and
the nature of development along the street or highway. .

2. Supports for traffic control devices and lighting that are
designed to yield or break away under impact wherever appro-
priate.

8. Protective devices that afford maximum protection to the
occupants of vehicles wherever fixed objects cannot reason-
ably be removed or designed to yield.

4, Bridge railings and parapets which are designed to minimize
severity of impact, to retain the vehicle, to redirect the vehicle
so that it will move parallel to the roadway, and to minimize
danger to traffic below.

5. Guardrails, and other design features which protect people
from out-of-control vehicles at locations of special hazard
such as playgrounds, schoolyards and commercial areas.

There is a post-crash program which includes at least the fol-
lowing:

1. Signs at freeway interchanges directing motorists to hos-
pitals having emergency care capabilities.

2. Maintenance personnel trained in procedures for summoning
aid, protecting others from hazards at accident sites, and
removing debris.

3. Provisions for access and egress for emergency vehicles to
freeway sections where this would significantly reduce travel
time without reducing the safety benefits of access control.

This program shall be periodically evaluated by the State for its effec-
tiveness in terms of reductions in accidents and their end results, and
the National Highway Safety Bureau shall be provided with an evalu-
ation summary.

June 27, 1967.

Highway Safety Program Standard 4.4.13
TRAFFIC CONTROL DEVICES

Introduction

Traffic control devices include signs, signals, markings, and a variety

of electronic controls that convey regulatory or convenience information
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to motorists. As with street and highway construction, improvements
may be made for capacity, for safety, or both.

This program will be concerned with State implementation of control
device improvements that bear directly on reducing accidents.

Background

Traffic control devices, signs, and signals on all highways and
streets should be uniform, and standards should be continually re-
viewed and upgraded.

Report No. 1700, House of Representatives, 89th Congress,
2d Session, July 15, 1966, p. 19.

The value of uniformity is clear in such matters as uniform signs
and signaling devices. ..

Report No. 1302, United States Senate, 89th Congress, 2d
Session, June 28, 1966, p. 5.

Purpose

To assure the full and proper application of modern traffic engineering
practice and uniform standards for traffic control devices in reducing the
likelihood and severity of traffic accidents.

Standard

Each State, in cooperation with its county and local government, shall
have a program relating to the use of traffic control devices (signs, mark-
ing.s(,1 si%nals, ete.) and other traffic engineering measures to reduce traffic
accidents.

I. The program shall provide, as a minimum, that:
A. Thereis amethod:
1. To identify needs and deficiencies of traffic control devices.

2. To assist in developing current and projected programs for
maintaining, upgrading, and installing traffic control devices.

B. Existing traffic control devices on all streets and highways are
upgraded to conform with standards issued or endorsed by the
Federal Highway Administrator.

C. New traffic control devices are installed on all streets and high-
ways, based on engineering studies to determine where devices
are needed for safety. Such devices conform with standards
issued or endorsed by the Federal Highway Administrator.

D. There are programs for preventive maintenance, repair, and
daytime and nighttime inspection of all traffic control devices.

E. Fixed or variable speed zones are established, at least on express-
ways, major streets and highways, and through streets and high-
ways, based on engineering and traffic investigations.

II. This program shall be periodically evaluated by the State and the
National Highway Safety Bureau shall be provided with an evalua-
tion summary.
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