wirn s ORIGINAL

BEFORE THE PUBLIC UTILITIES COMMISSION OF THE STATE OF CALIFORNIA

Commission Investigation into Matters )
affecting safety in the use of passenger )
stages and auto trucks upon the highways )
in California. )

Case ﬁp. 5136

OPINION

An order instituting this investigation was issued by
this Commission on October &, 1949. This order reads in parf as
follows: -

"It appearing that large numbers of passenger stages
and auto trucks are operated upon the hignways in California,
some in interstate, others in intrastate, commerce,:some pursuant
to prescriptive or certificated rights, some pursuant to permitted
rights, and others In the absence of such rights but in a proprie-
tary capacity; and -

It appearing further that in the present intensive use
of the highways by such vehicles great hazards exist, and

"It appearing further that this Commission has aunthority
to prescribe safety rules and regulations respecting that portion
of such traffic which falls within the Public Utilities Act
(Calif. Stats. 1915, ch, 91, as amended); and -

"It appearing further that the problems relating to
safety in the use of the highways require an integrated study and
approach not limited-to one phase of the traffic involved; and
good cause appearing, :

"IT IS HEREBY ORDERED that an investigation on the
Commission’s ovn motion is hereby instituted into the general
problem of safety in the use of highways within California by
passenger stages and auto trucks, such investigation to relate,
but not to be confined, to matters of speed, loading, "bunching",
and crossings at grade., The purpose of such investigation shall
be, among other things, to determine whether legislative or other
recommendations should be made respecting suggzested remedial
action, and to determine whether rules and regulations should
be prescribed affeecting those carriers falling within the
purview of the Public Utilities Act (Callf. Stats. 1915, ch. 91,
as amended)."” TN '
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Certificd copics of the order werc malled to all
passenger stage corporations and highway common carriors operating
under authority of this Commission as of the date of the order, all
trucking assoclations, the Department of Motor Vehicles of the State
of California, the California Highway Patrol; and te nmany other
individuals, agencies, and groups likely to be 1ﬁtcrcgtcd in the
subject matter of the procceding. The press throughout the Stttc
carricd releases advising the general public of thc‘dute the
hearings would begin. The widgst possible dissemindtion of notice

of the investigation was given.

Public hearings were held before Commissioncr Euls and
axﬂminer R. X. Hunter at San rrﬂnclsco, on Novcmbor 9, 10 and 1h
1949, and on February 9 and 10, 1950; at los Angeles on December
28 and 29, 1949, ond on Fedruary 2 and 6, 1950, The matter was
submitted at the final hearing in San Francisco on February 10; l950tt'

Many interested partics apntarcd(l>

Testimony and evidence

was offercd by 44 witnesses. Exhibits totaling 127 were introduced,
sone of which were voluminous, Many divergent viewpoints were

presented.

Comprechensive surveys were introduced in c&idcnce by this
Commission, the California Tighway Patrbl, California Division of -
Highways, the Directers of the Golden Gate Bridge, the Intcrétate
Commeree Cdmmission; the California Railroad Association; railroad

labhor orgoanizations, and by public witnesses,

(L) Scc Appendix A for appecarances and Appondix B for a list of
witnesses.




The Mssistant Director of Transportation and Chief
Engineer of the Transportation Department of the Commission outlined
the scope of the presentation by the Commissiont's staff and staﬁed '
that the Commission was considering a general revision of General
Order No. 93=A containing the safety rules and other regulations
covering the operations of passenger stage corporations and highway
common carriers. Upon his motion the record in Cases 5097 and 5098,
dealing with this subject; were included herein by rcferénce; but
in view of the scope of the evidence introduced in this investigation

it has becn deemed wnnecessary to refer to the evidence introduced
in these cases.

Duec to the large number testifying and the great volume
of surveys and exhibits introduced, it is not deemed practicable
to set forth individually the testimony and evidehce introduced by‘
each witness.‘ In the interest of orderly procedure; this.opinion
will consider the testimony and evidence by subject matter under
the following headings: S
1. Grade Crossings
. Statewide Grade Crossing Survey

. Interstate Commerce Commission Surveys

2
3
%, California Division of Highways Survey
5

. California Highway Patrol Surveys and Reports
of Accidents

6. Department of Industrial Relations Survey

Public Utilities Commission Annual Accident
Report - Bus and Stage Lines

California Highway Patrol Survey of Vehicle
Code Violations

Public Utilities Commission Field Check of
Vehicle Code Compliance '
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Public Utilities Commission Analysis of California
Highway Patrol Arrcsts

California Railroad Association Survey of Arrests
Involving Commercial Vehicles

California Highway Patrol Survey of Overloads

Golden Gate Bridge and Highway District Accident
Experience

Testimony of Others on General Eighway Safety
Enforcement -
Speed
Rules of the Road
Size and Welght
Methods of Loading and Securing Loads
Chaufleurs! Licenses
Hours of Service and Drivers' Logs
Identification on Trucks
Insurance Requirements
Safety Programs -
(a) Passenger Stage Corporations
(b) Trucking Industry
Tachographs or Similar Recording Devices

Considerations Concerning Extent of the Public
- Utilities Commission Jurisdiction

Summary of Conclusions

1. GRADE CROSSINGS

The "Annual Report of Accidents Reported Under General
Orders Nos. 22-4 ard 93-A for Year 1948" (Exhibit 66) was introduced.
It includes data on all railroad grade crossing aécidents in

California for that year. The report has had wide distribution.
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Table I shows that railroad crossing accidents consti-
tuting 10.7% of 2ll highway accidents in 1929, decreésed to %.3% in
1948. Those killed in railrocad crossing accidents representéd 8;9% of
those killed in all highway accidents in 1929 and 5.77% in 1948{ Those
injured in railroad crossing accidents represented 2,7% of those in-
Jured in all highway accidents in 1929 énd 1.2% in 19%8. The 1948
figures show a decrease of 6.2% in the total number 6f crossing
accidents, a decrease in the number killed of 15.0% and a decrease in
the number injured of 7.6% when compared with the previous year. This
table shows an increase over 19%7 in the total number of all highway
accidents and of those injured in them but a decrease in the number
xilled.

The total motor vchicle registration in 1948 was
4+,167,%13, the largest on record to that time. In 1915 the casualty
rate (total killed and injured) was 21.5 persons per 10;000 vehicles.
This rate decreased to 3.0 in 1947 and to 2.6 in 1948,

Table III shows the accidents and casualties from 1938
through 1948 at pubdblic and private railroad-highway crossings.
Accldents and casualties per million train miles show littie‘
variation since 1945, the average for theveleven year perlod being:
accidents, 26.9, casuwalties, 13.7. However, the numbers of accidents
and caswaltlies per million gallons of fuel consumed show a definite
and steady improvement since 1944+ and were at their lowest point in

1948, being respectively 0.81 and 0.38,

On December 31, 1944, there were in the State of

California 13,061 public grade crossings and 749 grade separations
distributed as follows: |
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Grade Grade
Grossings Separations

*City Streets : 7,17% 290
County Roads 738 169
State Highways | 246
Federal Roads 13
Doubtful Jurisdiction 443, 21

Total 13,061 749
*Includes City Strecets and State Highways in citles.

| The 443 erossings of doubtfui Jurisdiction for the most
part are former private crossings which have become public through
use but over which the c¢ity or county does not assume.Jurisdiction
and, as such, have become a problem because of the question as to‘

who 1s responsible for their malntenance,

The following summary shows the number of accidents by

tlass of crossing:

: ¢  Number of
: Type of Crossing : Accidents
: : : 19

;. 1oL47

Class "A" (Main or - :
Branch) 1,941 2,100 156 18 756 82# 912 1,008
Class "B" (Separation) 3 1
Class "C'" (Spur) 263 252 5 5 112 119 117
Class '"D" (Pedestrian
or Alleyway) 4 1 - - - -
Private Crossing 78 63 10 13 29 20 39

Total Crossing : Lo '
Accidents 2,286 2,419 171 202 897 964 1,068 1,166

Accldents Between - iy .
Crossings 137 169 5 5 L4 57 51 62

Grand Total 2,%23 2,584 176 207 943 1,021 1,119 1,228
Per Cent of Decrease 6.2 15,0 7.6 8.9




The following tabulation from Table VI shows accidents

and casualties at Class "A" crossings by political subdivision:

*  Number of : Casualtles
Jurisdiction : Accident®s i Killed : Injured : Total
;1998 : 1947 :Change : 1948 191+7 1948 19L~z 1948:1947 :Change

Cit 1,222 1,399 "12.6% 5‘6 388 9955 W+ 6ho *30, 67

Boewn EUREEZ YRR GRS
e ura X

Cognty 350 330 17 67 205 142 271 211 28 h%

Public Status "

Doubtful, 37 38 T2.,68 2 17 13 .19 17 1;.8%

s 8 s

Total 1,41 2,100 *7.6% 156 756 912 1,008 *9.5%

* Decrease

With reference to Class "A" railroad crossings, the

1948 record shows that although dut 48.9% of the erossings in the

state are located within municipalities; 73.6% of “he accidents
occurred therein resulting in 45.5% of the deaths and 60.5% of the
injuries. Ig 1948; 93.7% of the accidents in which trains‘were in-
volved occurred in connection with movements on main of branch line
tracks, while switching and other movements on side_traéks accounted
for the remaining 6.3%. In about 24% of the accidents reported in
which a train was involved, the vehicle was reported as having run

into the train. The revort indicates that in the case of accidents
with high speed main line tréins; too much weight should not be given
to this circumstance as in many such accidents a fraction of a second -
determines whether the collision is reported és tyehicle hits train" or
mtrain hits vehicle®, In nearly 3.1% of the accldents the vehicle ran
into a standing train or car, often on 2 secondary track. While 66.9%
of the accidents in which the train ran into the vehicle occurred

during daylight, only 46.7% of the vehicle ran into trainm acecidents
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happened during daylight hours. This indicates the importance of
proper illumination at crossings, particularly those used by freight

and switching movements.

In conclusion the report comments that while the ideal
solution of the grade crossing problem is complete separation,

such a program is impracticable bBecause of the unavailability of

funds. The hope is that eventually the morée heavily travelled

grade crossings can be eliminated by separation.

Representatives of the rallroad labor organizations
testified that; because they are cngaged in operating trains over
grade crossings in California and because grade crossing accidents
have resulted in fatalities and serious injuries to operative
personnel, something should be done to reduce this type of accident.
They testified further that while they do not expect this Commission
to put guards or policemen at ¢ach crossing; they_believe that its
jurisdiction should be broadened so that the Commission would have

complete control of operating vehlcles over such crossings.

The representative of the California Railroad Association
introduced Exhibit W+ citing 37 instances, observed by railroad

personnel, of tank trucks or school buses crossing the tracks of

rallroads at grade without first stopping as required by law.

With reference to grade separations, it was hls view that the rail-
roads would be pleased to have all crossings in California separated
but that the'tremendous cost of accomplishing separation would be

economically impracticable.




The Chilef of the California Highway éatrol testified
that when 1t is observed that trucks or buses fail to stop at such
crossings as required by the Venldcle Code; arrests are made but that
it is impossible to have an officer stationed at every croséing at
all times. Another representative of the highway patrol introduced

' Exhibits 62, 63 and 64, containing detailed comprehensive information
on commercial motor vehicle (truck, truck and trailer and bus)
accidents in California for the first six months of 1949. A partial
summary of these exhibits is contained in Appendices Cfand D to this
decision. Of the 5,172 accidents reported; only 45 occurred at

railroad grade crossings and of the 296 accidents involving fatalities,

only 8 oceurred at such crossings.

The representative of the Callifornia Division of Highways
introduced Exhibit 122, showing that from November 1945 to March 1,

1950, 48 grade separations have been completed or were under con-

struction by his division.

The representative of the Joint Committee for Grade
Crossing Safety, a citizens' committee, cited several illustrations
of tragic grade crossing aceidents and stated that his committee
felt that human watchmen should be stationed at all crossings where
conditions might demand, dbut having in sight the ultimate: goal of
separating the grades wherever the possibility of accidents, aeath
and destruction of property might exist. He cited statistics.cover-
ing the State of New Yorx, comparing them with those of California
and concluded that they indicate greater progress in the former
state. He advised that it was the desire of his committee and the
organization supporting it to proceed with the draft of a grade"

crossing elimination act %o be introduced in the state legislature.
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It was the opinion of a representative of the California
Tarn Bureau Federation that there is too much talk about separation
and not enough about other prptective devices and warnings. He
stated that it would take a very long tlme to bring about general
grade separation and would result in a tremendous expenditure of
money and, therefore, consideration should be given to the use of
other more readily installed devices which would result in some
protection at a lower cost. YHe observed that there is too'muchr
reluctance to provide reasonable cressing protection ét a large
number of dangerous grade crossings where a substantial number of
people and motor vehicles cross every hour of the day and that this
was the really important thing in connection with the highway-rail
prob;em. He added that notwithstanding anything that might be

done you can't keep people from killing themselves,

A representative of the organized trucking indgstry
stated that many grade crossing accidents have been investigated.
It was found that in many cases the men involved were known:to be
good drivers. In spite of thorough investigations; it was frequently
difficulf of impossible to ascertain why such accidents occurred. It
was his opinion in view of the large number of people and vehicles
using grade crossings and the relatively small number of accidents
resulting, that grade crossing accidents generally do not constitute
a major problem. He stated that all interested agehcies should con-
tinue to emphasize that grade crossings are dangerous and that great
care should be used by thevdrivers of all vehieles in negotliating
then,

& member of”the Commission's staff introduced and dise

played at the hearing a proposed reflectorized warning sign, a

reproduction of which appears in Exkibit 69, and stated that it has
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been proposed that this sign be installed at all grade crossings

over which high speed trains operate which are protected only by

a fixed warning sign (cross buck) and to be used there wntil such
crossing can be protected with automatic signals or oéher mere
effective devices. The record shows that the proposed sign has not
been approved by the national committee which has as ome of its pur-
poses, the study of universal signs. In the opinion of the witness
the sign was superior to the proposed boulevard stop sign. He
suggested that such signs be installed at erossings over which trains
operate at speeds of 60 miles per hour or more, which probably would:
involve the placing of the proposed sign at every main line crossing
now protected only by fixed signs. The record further indicates the
problems that might be involved in installing these signs at crossings
on clectric interurban systems where some trains operate occasionally
at 60 miles per hour and others do not. It is also indicated that the
rallroads themselves restrict the speed of trains at many of‘the SRR
crossings involved. There was testimony as to how the sign would be
installed on the post of a standard erossing sign just below the eross

buck, as to its visibility, and the liklihood of its not being scen

if placed too low, the view being obstructed by othor vehicles.

It 1s our conclusion that the valuc of such a reflector-
ized "high speed train" sign as a warning at main line crossings can
be gauged best by expcrience through a sampling test use, The order
hercin will direet the installation of a limited number of such signs
for temporary experimental purposes only at a number of crossings which

have becn selected by the Commissionts engirecers and the rallroads.
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It is also our conclusion that the organized trucking

industry, all other operators of commerclal vehicles, and passenger

stage corporations, should use every possible means at thelr command,

incivding the proper training and indoetrination of their drivers,

to eliminate grade crossing accidents.

2.

STATEWIDE CRANE CROSSING SURVEY

This Commission's general statewide grade crossing survey

dated December 15, 1949, was introduced in evidence (Exhibit 68).

The report 1s based upon data obtained from comprehensive field in-

vestigations, traffic and accident records from the Commisciont's

Iiles, and information obtained from other agencies.

been divided in four classes as follows:

Class A
Class B
Class C
Clacs D

Main and Eranch Line Grade
Grade Separations ‘
Spur Track Grade Crossings
Alley and Pedestrian Grade

Crossings have

Crossings

Crossings

The classification of these crossings by jurisdiction is as follows:

Jurisdiction

City
City and County
City and State
County
State Highway

ther State Agenciles
Federal
Military
Doubtful

Total

Crcssings

Total Class

Class
A -

B

Class

Class
c . .

D

13,939

4,456
113
288
by 174
399

r‘

43
9
203

271

5
8l
173
229

2
L4
11
20

2; 195 188

19 .
H
Jo
124
.

7
18
68

809

9,788

3,143

The fileld Investigation consisted of an inspection of

each of the 13,939 public crossings in the State.

These were performed

by committees of engineers comprising representatives of the political
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subdivisions having jurisdiction over the highways involved (city;
county and state), the railroads and the Commission's staff. All

- features of the crossings were inspected and recorded. At each
location, recommendations were made which were calculated to bring
about a reduction in potential hazards. The recommendations were for-
warded to the respective parties expected to perform the work with the
request that the Commission be advised as soon as recommendations were
carried out or a report submitted as to the status thereof. The‘
Commission's staff is continuing its efforts to have the recommendations

carried out as expeditiously as possible.

Many so~called private crossings existing along the
Llines of the rallroads were originally estabiished as farm and ine
dustry crossings, the roads leading thereto being under private control.

These private crossings were not included ia this study.

The following is a brief summary setting forth the

improvements recommended:

Number of Recommen- By VWhom Work to Estimated
dations for Improvements be Performed Cost *

17,269 Railroads $ 2,865,720 .
18,668 Political sube S
divisions 4,379,450
122 Miscellaneous 1,611,085

36,059 Subtotal $ 8,856,255

An additional unspecified number of grade
separations were recommended at an estimated

costof . . . . . . 4 4« « « o $ 7,200,000

Grand Total $165656;255

*To be borne by the railroads and political subdivisions
on an agreed basis or to be apportioned by the Commission.
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Included in the foregoing figures were 798 recommen~

dations pertaining to closing of crossings, futwe investigations o

consider closing or classifying the status of certain erossings and

changes in human flagmen protection hours at certain crossings,
all of which can be effected without the expenditure of any material

amount of capital.

In many cases the railroads and political subdivisions
involved carried out certain recommendations without waiting until
the entire survey was completed. The following is a list of thé
approximate expenditures made as of December L, 19%9, in compliancé

with the various recommendations:

By cities . ’

By counties 50,575
By state 12,085
By federal 140

Total § 641,995

By railroads $ 930,875
%8320

The following summary shows the number of public crossings

in California in 1949 compared with those existing in 1935 and 1937:

21935 11937 1949
Type : @ Per : Per -3 Per
:Crossings: Cent :Crossings: Cent :Crossings: Cent

Class A

(Main or Branch) 11,672 78.8 11,359' 77.5 9,788 70.2
Class B

(Separation) 606 %.0 641 LRI 809 5.8
Class C - - o

(Spur) 2,411 16.2 2,461 16,8 | 3,143 22.6
Class D '

(Pedestrian or : . -
Alley) 146 1.0 176 1.2 199 R

Total 14,835  200.0% 14,647 100,08 13,939 100.0%
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Frorm the foregoing it Is c¢lear that there has been a reduction
in the number of public gradec crossings resulting from the abandonment
of branch line railroads, the closing of unnecessary grade crossings,

and the substitution of grade separations for grade crossings.

Included in the appendix to tﬁe exhibit is a c¢hart
snowing the relationship of grade crossing acc¢idents to crbssing use
from 1929 through 1948, which indicates that substantial improvement
has been achieved in the last twenty years during which period traffic
on the highways has greatly increased. Thils chart uses a theoretical
measuring stick or use factor to show the number of rail and highway
novements over the average grade crossing. The usce factor'is the
product of the annual millions of train miles multiplied by the amnual
nillions of gallons 6f gasoline consumed. This use factor has risen
from 73,416 in 1929 to 221;942 in 1948, while the number of accidents
reached a high of 2;868 in 1929; gradually decrcased to a low of
1,655 in 1934, then rose to a high of 2;614 in 1946 and dropped to
2,286,1in 1948, '

The report also contains the following observations
germane to this proceeding:

"l. The results obtained from this survey demonstrate the
need for Intensive development in the ficld of reduecing
potential hazard at grade c¢rossings. -

"2. The ideal method of improving the grade crossing situation
would be through a comprehensive program of grade separa-
tions. A complete separation program that would provide
for the elimination of all grade croscings on main and
branch line railroads in this state would involve an expend-
iture of approximately two and one-half billion dollars.
Obviously, if such a program were undertaken, it would
necessarily have to be financed over a long period of time.
The most practical method of procedure would be to pursue a
plan of effecting grade separations and providing suitable
protective devices at the remaining grade crossings, to be
installed as rapidly as they could reasonably be financed. .
Coincident with the construction of a separation, adjacent
grade crossings should be limited to the minimum number

necessary to reasonably meet the requirements. of the:public
for access over the railroads. o : ;
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This study impels the conclusion that many existing grade
crossings should be closed, and coincident therewith, the
traffic across the raillroad should be concentrated over
properly located and protected erossings. Of the 181
crossings recommended to be closed in-this report, 16 have
been reported closed as of December 1, 1949.

Additional grade crossings over rallrocads should be allowed
only where it has been c¢conclusively shown that public con-
venience and necessity so require. This is particularly
true where high-speced train movements are conducted over
the railroad involved. ' '

Private crossings should be limited to the number that can
reasonably be Justified,; and those allowed to remain should
be properly constructed, maintained, and protected.

It very often occurs that so-called 'private! crossings
develop into fpublicly'’ used crossings, and the questieon is
raised as to their proper classification, as well as pre-
senting a problem as to the party responsidble for the main-
tenance and protection of such crossings. Many such mublicly
used and designated as 'private’ crossings couwld be

closed through the construction of highways to serve the area
tributary to properly located crossings.

Oour grade crossing accident report for 1948 shows that on a
statewide basis, %% of the accidents and %.3% of the casual-
ties oceurred a% so-called 'private'! crossings. During the
year 1947, these percentages were 39 and 3«3k, respectively.
There are a great number of such crossings along the rail-
roads in this state, many of which are poorly constructed and
nmaintained, as well as improperly located. This class of
crossing should be reviewed with the objective of limiting
the number necessary to meet the requirements of the private
interests involved, and those allowed to remain should be -
properly constructed, maintained, and provided with suitadble
protective devices,

With the increased speed of trains, the ringing circuits of
automatic signaling devices should be checked, and, if

found wanting, should be constructed so as to provide‘approx-
imately 25 seconds advance warning for the approach of the
fastest normal train movement over the line at that location.
Also, the circuits should be so arranged that the signal
ceases to function as soon as the train has cleared the cross-
ing. The ringing circuits should also be arranged to elimin-
ate excessive functioning where trains normally stand for
short periods of time or move slowly within the circuits,
such as obtain at certain stations; otherwise, the public
develops an attitude of disregard for all warning signals.

The records show that of the various types of mrotective de-
vices Installed at grade crossings in this state, the
automatic gate is the most effective. This is a comparatively
new type of protection which has demonsirated its eflfectiveness
where it has been employed, rarticularly in the case of S
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double-track overation whicn has been the scene of many serious
two-train accidents. The cost of installing such a device 1s
somewhat more than in the case with automatic wig-wag or
flashing light signals commonly used in this state. It 1s
recommended that the Commisscion give consideration to the
adontion of this type of grade crossing protcctive device as
one of its standards if and vhen Genecral Order No. 75-B is re-
vised. ' ‘ ' .
The Motor Vehicele Code and regulations prescribed by this
Commission requirc, among other things, that passenger stage
operators and hipghway common carriors transperting inflammables
and explosives stop belfore passing over a rallroad grade cross- -
ing. In cases where the grade crossing involves a highuway over
which vehlecles normally travel at hilgh r»ates of speed, turnouts -
shovld be provided to permit those vehicles required.%o stop

to clear the normal lane of *traffic in oxder to avoid a rear-
end collision by a followinz wvehicle.

Grade crossing accidents can be reduced through the cooper-
ation and concerted effort of all interested parties, This
joint action should be manifested in the way of education;
proper regulatory measures; cenforcement; construction of
rrade separations as fast as they can be reasonably financed;
closing of unnecessary crossings; proper maintenance and
construction of grade crossings in the way of grades of
approach, widths and surface of crossings, appropriate pro-
tective devices, and clearing of views; due consilderation
of the varicus problems as they arise Dby the management of
railrecads, federal, state, county, and city agencies; and
reasonable caution to be taken by all those making use of
crossing.”

The evidence of recoxd shows, and we find, that the fore-

going recommendations are in the public interest, that thg grade
crossing program of the Commission is prcducing very good results and
should be continued; that the rccommendations should be effected as
expeditiously as possible consistent with the cooperation and assist-
ance of the State Division of Highways, the counties and cities in-
volved, and the federal zovernment; that the improvement of r;cilities
and property of the railroads as recommended will promote the health
and safety of employees; passengers and the publics; that the Com-
mission should institute an investigation into the necessity of fe-
vising its General Order No. 75-B3 and-that; where nccessary to

implement the authority of the Commission by legislation, the
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Commission should recommend such legislation to the Legislature of the
State of California,

3. INTERSTATE COMMERCE COMMISSION SURVEYS

The District Dircetor of the Bureau 6f Motor Carriers of
the Interstate Commerce Commission introduced Exhibits 18, 19 and 20,
the first entitled "Motor Carrier Accidents l9h5—l9%6"; the second
"Analysis of Mechanical Defect Accidents of Motor Carriers 1947"; and
the third "Motor Carrler Fire Accidents 1948%, all issued by the
Interstate Commerce Commission. These cover interstate operations
throughout the United States. |

The first exhibit contains a comprehensive analysis of
motor carrier accidents reported to the Interstate Commerce Commlssion
for the years mentioned and includes 35 detailed tables and charts
analyzing these accidents from practically every possible viewpoint.
The witness called particular attention to the following figures:

Passenger- - Property-
Total - carrying - carrying
1945 1946 1945 1946 1945 1946

ALl types of accidents: 12,213 15,149 3,709 4,546 8,426 10,52l
Collision accidents 9,216 11,547 2,778 3,317 6,358 8,152

Non=-collision accidents 2,997 3,602 929 1,229 2,068. 2,372

Figures for years subsequent to 1946 were not available.

The following summary is taken from the report:

"l. Of those accidents reported by motor carriers oper-
ating motor vehicles in interstate or foreign commerce, something
less than one-third are reported by motor carriers of passengerss
and slightly more than two-thirds by motor carriers of property;
those being less than 1% of the aceidents reported involving motor
vehicles of both kinds of motor carriers. This is true both
for 1549 and 19%6.




12, The amount of the reporting of accidents by motor
carriers of passengers 1s greater proportionately than corres-
ponds either to the relative number of such carriers or to the
number of motor vehicles operated by them, This would indicate
elther a greater relative frequency per unit operated or a greater
faithfulness of reporting. Our view inclines to the latter.

To what extent the probable greater number of mlles per day
operated by buses as compared to property-corrying vehicles
affects this result, is not known.

"3, (a) The percentage of fatal accidents by each
-type of motor carrier is about the same as the percentage of
accidents reported by each (1945 or 1946). (b) Somewhat less
than half of the injury accidents were reported by passenger-
carrying motor carriers; less than 60% by property-carrying
motor carriers (1945 or 19%6). (¢) Of the accidents involving
propexrty damage only, the property-carrying motor carriers
reported nearly 85% of the total number of such accidents
(1945 or T946). This is as would be expected.

", (a) Roughly speaking about one-quarter of the éia
persons killed in %bus' accidents fall in each of the categories :
'passengers on interstate vehicles,' tdrivers of other wehicles,!
'passengers on other vehicles,! and 'pedestrianst. (b) In con-

trast, about 60% of those killed in 'property-carrying! accidents

are adout evenly divided between 'drivers of other wehicles! '

and 'passengers of other wvehicles!; and nearly the entire re-

mainder being approximately evenly divided between !'driver of .
interstate vehicle! and 'pedestrianst. (c¢) The facts being Gia
as above stated, the greater number of persons killed in ¥property-
carrying' accidents results principally becausce of the greater

nunber of such fatal accidents.

"S. For the most part, the total property damage and
the property damage per accident did not increase in 1946 over
1945 to an alarming extent. Indeed, when correction is made
for the decreased value of the dollar, it would appear either
that the dollar damage was nearly the same or represented
even a somewhat lesser physical equivalent,

"S. The other data exhibited show a remarkably normal
relation to prior data except in a few, and these not very large,
reipectﬁ. The tables and figures thus serve to speak for them-
selves. ‘ ‘

Exhidit 19 1s an analysis of mechanical defects accidents

of motor carriers for the year 1947. It shows that -during 1947 motor
carriers reported to the Interstate Commerce Commission 1;382
accidents attridbutable to defects in or failure of various parts of
the motor vehicles. These accidents represonted 7.4% of all reported

accidents and resulted in 77 fatalities, 1,193 injuries and $3,043,900
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property damage. Compared with 1946 this is a substantial increase
in the number of accldents and proyerty damage, but fatalities and

injuries for 1946 werc slightly less than for 1947.

The general purposes of this report are'stated as

follows:

"(a) To present to the public an analysis of accidents caused by
mechanical defects or failures involving motor vehilcles
operated by common and contract carriers engaged in inter-
state and foreign commerce.

To determine the number, causes, types, and results of such
accidents; and

To indicafe to Interested parties, especially carriers and

manufacturers, methods of reducing the number and severity
of such acecidents.™

The main points emphasized in the analysis are: (1)
mechanical defect accidents are continually decreasing; (2) as a
percentage of all accidents such accidents are decreasing; (3) compared

with all accidents, mechanical defect aceidents are almost twice as

damaging to property but the casualty rates, both deaths and in-

juries, are approximately the same; (&) in genmeral fashidh, the

same types of defects occur from year to year; with sone variationsl
cue to outside influences such as availability of better tires af'ter
the war and increased production of trucks with consequent increase

in coupling failures in drive-away operations; (5) "stbpped-accidents";
which constitute one fifth of all accidents,cause over half the
fatalities; (6) bus operators showed a material improvement in 1947

in contrast with property carriers; and (7) most mechanical deféct

accldents are due to poor inspection and maintenance practices.

This report shows that the number of acCidéﬁts caused by

defective brakes continues to increase numerically and as a percentage
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of all mechanical defect accidents. For 1947, carriers reported 436
~ such accidents which represented 314 of all accidents caused by

failures of mechanical parts of the vehicles,

The report states further that too ﬁuchvemphasis cannot
be placed on the necessity for adequate inspection and good maintenance
and that the influence of a '"good system'" in reducing accidents due to
mechanical failures is strikingly evident in tire accidents. Almost
all the large bus companies utilize the so-called "leased tire"
system, in which the tirc company is in charge of maintenance and
changing tires. While responsibility still rests with the carrier,
it is the tire company represenfative who does the work. The
"leased tire" system has'resulted in a reduction of tire accidents
on buses from a high of 44 during 19%5 to a lovw of 15 for 1947.
Property carriers, on the other hand, during the same period‘réduced

the number of such accidents oﬁly from 159 to 148. It is estimated

that if property carriers had shown a reduction comparable to bus

operators it would have resulted in a saving of nine lives, 32 in--

jured persons and 460,000 in Qirect accident costs alone during 1947,

In general the analysls indicates that a material improve

ment will result only through cooperative effort by: (a) drivers

Who perforn thein Tnansatiang carefully, who are better trained and who

turn in accurate repoxrts on defective equipment; (D) by carriers who
instigate and carry out systematic and ddequate maintenance systems;

(¢) by manufacturers vho design and build vehicles tailored to the
needs of the carriers; and (d) by a regulating authority which

promulgates good regulations and enforces such regulations.




The recommendations in the report deserve careful study
and consideration by all motor carriers., The two following recommend- -
ations however are particularly significant:

"l. While carriers are becoming increasingly aware of the truth of
the saying that ‘safety is no accident!, many of them still do
not apparently realize that mechanical defecet accldents are not
inevitable, The solution to this accident problem lies mainly
in adequate inspeetion and maintenance with some assistance
from the designer and builder. The carriers cannot place their
hope upon replacement of their old vehicles by new eguipment
since most defeets are just as likely to oceur on a vehicle one
year old as on a five year old vehicle. The seeret lies in ,
keeping the vehicle in 'mew condition' through adequate upkeep.

In most of this report we have laid the main responsibdility,
and we believe rightly, upon motor carriers who fail to empioy
adequate inspection and maintenance systems. Some of the blame
also lies with the manufacturors who do not provide carriers
with equipment which is suited to thelr needs or so designed as
o simplify and minimize their inspection and maintenance
practices. In many respects, drivers, and especially owner-
drivers, are responsible both for failure to check their vehicles
so as to detect defects and failure to take proper action after
Xnowing their wvehicles to be defective. : :

We belleve that some mechanical defect accidents resulted from
our failure to perform the number of vehicle and terminal
inspections which we believe necessary. In this respect, we

are of the opinion that an increased field staff for the Bureau
would e beneficial both to the carriers and the general public.
Wnlle the Section of Safety of the Burecau of Motor Carriers feels
that increased inspection and enforcement by regulatory agencies
would be beneficial, it is still of the oninion that carrier.
reclization of the necessity for keeping their vehicles in safe
operating condition and their institution of adequate practices
to carry out this realization would be the best methed of
avoiding accidents due to mechanical defects.! .

Exhibit 20 is a study by the Interstate Commerce Com~
rmission of the occurrences and causes of motor carrier firé accldents
for the year 1948. It states that fire accidents are controilablé
and that there 1s a definite possibility of reducing the number of

fire accidents by proper inspection and maintenance. The\followihg

two conclusions are significant:
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Flire accidents, as well as all accidents, are attributable
almost entirely to two general causes=~driver failuro

and vehicle failure. Insofar as drivers mey be responsible
for fallure to dotect and correct many of the vehiecle defects,
they are rosponsible for many of the fires due to these
mechanical defects. Mamy of the mechanical dofect fire
accidents are due to improver--or total lack of-=-Iinspection.
and walntenance by the motor carrier. In addition, inasmuch
as motor carriers are responsidble for the proper selectlon,
training, and suporvision of drivers, whenover the carrler Is
dorellct in the performance of these dutles he 1s regponsible
for the accident. The two fundamental methods of reducing

the number of fire accidents are, thereforeo, the use of better
persomnmel through proper selection and training and the in-
stallation of bYotter inspection and maintononce systems."

It 1is suggosted that carriers carefully examine this repert

and, in conjunction therewith, make a study of tholr own

fire acclideonts, Thoy should then be in a position to answer
suoh . questions as: 'How is my firc accident expserionce in
comparison with that of other carriers?! 'Are my fire accldents
unduly severe?!' 'Am I having too many mechanical defect fire
accidents?' After tnswering such quostions, a further study

of this enalysis and his own reports should serve to point

out the golutlon to his difficulties."

It 13 our ¢onclusion that all motor carriers should

carefully study thlis report and follow its precautionary advice.

L. CALIFORNIA DIVISION OF HIGHWAYS SURVEY

A traffic ongineer from the Division of Highways of the
State of California stated that any investigatlion into safety of trucks
and buses on highways, such as that undertaken dy the Commission in
this hearing, must be baged on accurate accidon& sta;istics uncolored
by the hysteria sometimes engendered by a few ;pectacular accidents
and that without such data neither the type nor the ﬁagnitude of the
problem can be dotormined. The witness introduced a prepared stdtement

and stressed that no attompt was made to determine tﬁe rosponsibility

for any accidents but that the data indicates only the type of vehicle




invelved in each type of accident. The material was taken from the
accldent files of the Division of Highways.

The state highway system is comprised of approximately
14,000 miles of highways in California (coﬁnty roads are not included).
0f this figure approximately 12,600 miles of highways constitute the

rural state highway system, l.e., state highways outside of incor-

porated cities.

The following figures show the number of accidents on rural
state highways reported in the division's accident files:
Years Accidents Reported
1946 20,365 '
1948 25,%36

Total 67,306

While %hese figures represent approximately 22% of all motor
vehicle accldents on all roads and streets within the State of
California, the rural state highway system carries about 33% of all

traffic on all roads and streets in the state.

The division's investigation indicates that approximately
16% of the total vehicle mlileage generated on the rural state highway
system 1s attributable to commercial vehicles. This percentage has-
increased from 15.8% in 19%6 to 16.5% in 1948,

Table A of Exhibit 120 shows the mileage between accidents
on rural state highways for the years 1946 through 1948:

Years Commercial Vehicles Passenger‘Véhicles'

1946 221,000 297,000
1947 235 000 310 000.
1948 199,000 260 OOO]
Three year average 217 000 ' 287 OOO

- 2% .




In this table the term "commercial vchicles" includes trucks, buses

and'pickups. It indicates lower mileage between accidents involving
commercial vehicles than between accidents involving passenger cars

for cach of the three years analyzed. The year 1947 shows a
gratifying increase in mileage between accldents for both types of

venicles. The year 1948, however, shows a decrease of mileage between

accidents for both types. The witness added that at least a porﬁion
of the apparent increase is due to the "Financial Responsibility. Law!
which went into effect during 1948 and has resulted in the reporting

of many accidents, particularly of the property damage type which were
not previously reported.

Table B of Exhibit 120 contains an analysis and classification
of 67 306 accidents on rural state highways for the three years, 1946
through 1948. The following extract shows the type of vehicle involved
and the number of accidents:
Type of Vehicle Involved Number of Accidenté

Single Truck 3,133
Single Bus 77
Single Passenger Vehicle 13,993
Single Miscellanecus Vehlcle Co 805
Truck vs. Truck l 622
Truck vs. Bus 159
Truck vs. Passenger Véhicle 10, 642'
Truck vs. Miscellaneous Vehicle 555
Bus vs. Bus -
Bus vs. Passenger Vehicle 552
Bus vs. Miscellaneous 17
Passenger Vehicle vs., Passenger Vehicle 23 202"
Passenger Vehicle vs., Miscellaneous Vehicle 382
Miscellaneous vs. Miscellancous 91

Subtotal 57,232
Three or more Vehicle Accidents 10,07%

Total for State 67,306"




The types of accidents for the three year period as shown

in Table B are as follows:

Type of Aceident Number of Accidents

Not at Intersections:
Single Vehicle 16,648
Two Vehiele Approach(2) 10,308
Two Vehicle Overtalking (3). 11,66k

Total Not at Intersections 38,620

At Intersections, Single and Two Vehiecle 18,544
Miscellaneous Accidents 68

Subtotal : ~57,232
Three or More Vehicle Accident 10,07k

Grand Total 67,306

Table C of Exhibit 120 1{sts two-vehicle‘ove;taking and single

car accldents ineluding fatalities and injuries on-grades by type of

vehicle and direction of travel, that is, upgrade or downgrade,
occurring on rural state highways for the same three year period.
This compilation shows ﬁhat all types of vehicles have many‘moré
single vehicle accidents downgrade than upgrade which also appears
to be true for overtaking accidents involving passenger cars. In
overtaking accidents involving trucks; whe number upgrgde 13 almost ‘
the same as the number downgrade. For %he peiiod mentioned_the-table

reveals the following fipures:

Single Vehicle Aceidents
Type of Vehicle Upgrade Dowvngrade Qther Total

Truck 196 666 2,271 3,133
Passenger 818 2,350 10,825 - 13,993 -
Miscellaneous 65 106 634 805

Total T,079 3,133 13,796 18,008

(2) Two vehlcles approaching from opposite directions.

(3) One vehicle overtaking another while traveling in the same
direction.
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Two Vehjcle Overtaking and Miscellaneous Accidents
Type of Vehicle Upgrade Dovmngrade Other Total

Truck vs. Truck 70 69 783 922
Truck vs. Bus 7 9 - 8 108
Truck vs. Passenger Auto 423 L2 4,475 5,338

Truck vs. Miscellaneous 10 39 254 303
Bus vs. Bus - - - -
Bus vs. Passenger Auvto 17 29 273

Bus vs. Miscellaneous - 1 9

Passenger vs. Passenger 416 710 8,849

Passeager vs. Miscellaneous L6 99 959
Miscellancous vs. Miscellancous 1 10 53 .

motal 988 1,508 15,743

Table D lists the aceidents on rural state highways by the

day of the week by type of vehicle for the same three year period,
and shows that while Sunday is by far the worst day of fhe week Tor
passenger car accidents the reverse is true for acéidentsvinvolving
trucks. Regular traffic counts token by the division show that tfuck
traffic on an average weekday is generally 20074 of the truck tpaffic

on Sunday.

Table B shows 2 breakdown of accidents on rural state high-
ways for the three year period by type of highway and type of vehicle,
The tabulation falls to disclose any conclusive relationship betweén
the type of vehicle and the number of lanes insofar as accidents are
concerned. It does show, however, that substantially more aécidents
occur on two-lane than on three-lane, four-lane; or foui-lane dividéd

highways.

Table F breaks dovm the single and two-vehicle accidents by
type of vehicle for the three year period on rural state highways and
shows the number of fatalities resulting within each vehicle classifie
cation listed. The witness stated that the previous tables dealing
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with all types of accidents did not disclose any particularly alarming

number of truck accidents when compared to the number of trucks using

the highways. However, when the ratic of persons killed for the
number of accidents is considered; a significant difference can be
observed. In accldents between or involving two passenger vehiclesthe
ratlo of persons killed to the number of accldents is 1 to 35 and in
accidents involving only one passenger vehicle the ratio is about‘l to
10. In accidents involving a truck carrylng a Board of Equalization
iicense and a passenger vehicle the ratio is approximately 1 to 10,
and in accidents involving a truck not carrying a Board of Equaliza-
tion lice nse and a passenger vechicle the ratio of deaths to accidents
is 1 to 25. The witness stated that the large diffcrence between the
Board of Equalization licens ed trucks and all other trucks is pro-
bably due to the fact that therc are fower smaller trucks and plckup

trucks in the former group.

Table F also revcalo that during the same three year period |
1946 through 1948 the total of 57,232 single and two vchicle aceidents
occurred on. rural state highways resulting in 3,378 fatalities; a.
death to aceident ratio of 1 to 17. It also shows that for the same
period the occurrence of 16,759 aceidents in which Board of Equali-
zation licensed and other trucks and buses were involved resulted in
1,058 fatalitiew, a death to accident ratio of almost 1 *o 16 The
last comparison includes 11,19% such accidents in vhich passenger

vehicles were also involved resulting in 647 fatalities, a death to

aceident ratio of 1 to 17.

Table G deals only with fatal aceidents invelving buses

i rural state highways for the same three year period. It shows
he relative number of fatalities of bus occupants compared with
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fatalities of pedestrians and occupants of other vehicles, This
table revealed the following figures for the period mentioned:
Number Killed

Fatal Number Per Fatal
pecidents Killed _Aceident

Total of all vehicles o :
on rural state highways 3,365 3,938 1.17

Total involving. buses 62 " 80 1.29

The witness stated that this tabulatlion clearly

indicates the relative insignificance of fatal bus accidents compared
to the statewide accldent problem, and that 1t can be noted by com-
parison with the several previous tables that the number of accidents _'
involving buses is relatively small. The record of dbus versus
passenger car accldents shows there were 40 fatal accidents involving
55 fatalities, 2 of which were bus passengers and 53 of which were

pedestrians or occupants of passenger cars.

Table H shows the speed of various types of vehicles
on rural state highways, a subject of interest to all highway ﬁsers.
The witness stated that the division checks the speeds at some 46
locations throughout the state and that the chocks made in 1945 and in
1948 are reflected in this table, A comparison with average‘speedé.
throughout the United States as reported by the United States Bureau‘
of Public Roads shows no great difference in California. Table H .
reveals the following figures:

Average Speeds in Californis - in Miles Per Hour

Passenger
All Vehiecles Vehicles Trucks Buses

P45 45,0 L6.1 k0.2 45,4
1948 47.6 +8.9 L, 50.8




Percentage of Vehicles Exceeding Certain Speeds in California
All Passenger
. Speed Year Vehicles Vehicles Trucks Buses

50 MPH 1945 25 28 9 2k

2948 38 42 22 53

55 MFH 1945 10 12 11
1948 20 23 32

1945 3 3 L

1948 7 9 , 12

It is our conclusion from the information presented in
this survey by the Division of Highways: (1) that the increase in |
accldents reported does not necessarily indicate a corresponding in-
crease‘in the relative number of accidents actually ocdurring, some
of this inerease being accounted for by more accidents being actually
reported; (2) that all vehicles are traveling at higher rates of speed;
(3) that all types of vchicles appear to be contributing to the
accldents, injuries, and fatalities occurring; and (4) that there is
still much room for improvement from a safety viewpoint by all vehicles

presently using the rural state highway system.

5. CALIFORNIA HIGHWAY PATROL SURVEYS AND REPORTS OF ACCIDENTS

A representative of the California Highway Patrol
introduced Exhibits 62, 63 and 6% containing detailed comprehensive
information on motor vehicle accidents in California for the first six
months of 1949 showing separately the accidents occeurring in cities
and on all roads including state highways and county roads in rural
areas., These contain detailed breakdowns and analyses of the

accldents reported to the highway patrol from practically every
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conceivable viewpoint and show separately the number of fatal‘ahd
nonfatal accldents occurring under each of the listed conditions.
A brief summary of what these exhibits contain as to the points here
under investigation is set forth.in Appendix C hereof, It shows
that commerclal vehicles accounted for 18.31% of the total aceidents

reported in cities and rural areas for all types of vehicles and .

accounted for 11.59% of the total number of vehicles involved in these

accidents.

These same three exhiblts show separate figures for the
total fatal accidents involving commercial vehicles for the same six
month period. Of the 5;172 accidents; 296 involved fatalities; A
summary of these fatal accidents likewise taken from tﬁese three
exhibits 1s set forth in Appendix D herceof.

The tabulation of citations issued in comnection with the
5,172 accidents involving the entire commercial vehicle group shows
that a total of 9,185 were 1ssued. Of these 9,185 citations, 3,248,

or 34, 27%, involve speed; 1 7%3, or 18.98% involve the violation of
the right of way of cither a pedestrian or another vehIC1e 800, or

8.71%, were for following too closely; 602 or 6. 55%, were for im-
proper passing; %89, or 5.32%, werc for driving on the wrong side of‘

the road; and 491, or %.91%, were for making impropexr turns.,

Reference is made to Appendices C and D hereof for a
further breakdovn by each type of commercial vehicle and for further
information on the condition of vehicles contributing to accideﬁts,'
road location of the accident, conditién of all drivers contributing
to accidents and violations by all drivers involved,




The chief of the highway patrol also introduced Exhibit
125 showing the reported accidents of all vehicles on all roads in
rural areas for the years 1948 and 1949. The followlng figures are
significant: | |

Per Cent of
1948 1949 Incresse Increase

Total accidents involving - - . :
fatalities and injuries 21,863 23,040 1,177 5.83%

Total fatal accidents 1,687 l,695 8 0.47%
Nomber persons injured 3,452 36,110 1,658 4818
Number persons killed 1,915 2,033 18 6.16%

The increase in accidents, especially in the numbe; of
persons Xilled and injured; indicates the need for remedisl action
directed to the proper observance of traffic laws andiregulatlons.

In comnection with commercial viéhicles the recoed shows (Appendix D)
that in fatal accidents 35.1% of the citations issued'involve
violations of the speed sections of the Vehicle Code. It is our conw
clusion, therefore, and we so find; that there is e great need for
sone remedy calculated to put a stop to the apparent flagrant disre-

gard of speed laws,

6, DEPARTMENT OF INDUSTRIAL RELATIONS SURVEY

A representative of the Department of Industrial Relations
introduced Exhibits 22 and 23 which show the importance of the proper

regulation of the use of vehicles, The latter shows that for the 1948

calendar year, 649 occupational fatalities occurred in California.
of these, 169, or 26%, resulted from the operation of motor vehicles,
31 occurring off and 138 on the highways. Exhibit 22 snows that
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for the first six months of 19%9, there occurred 2,436 disabdbling

occupational injuries resulting from motor wvehicle aceidents in

California. Of these, 1336 resulted from collisions, %19 from over-

turning or running off the road, 191 from falls, 15 from shifting

of loads; 10 from objects falling from loads; and 465 from
nmiscellaneous accldents. These Iigures cover only those persons
coming within the provisions of the California Workmen's Compensation
Act,

7. PUBLIC UTILITIES QQMMISSION ANNUAL ACCIDENT
SPORT ~ BUS AND STAGE LINES -

Exhibit 66 entitled "Annual Report of Accidents Reported
Under General Orders 22~A and 93-A for the Year 1948"™ in addition

to covering grade crossing accidents, also includes a complete
analysis of accidents invelving bus and stage lines. It includes the
records for the years 1932 through 1948.

Summary table II-F of this exhibit imdicates that the
number of aceidents involving bus and stage lines increased from 222
reported in 1932 to a peak of 2,565 in 19%7, then dropped to 1,991
In 1948, It also shows that the casualty rate (total persons killed
or injured) per million bus miles rose from 5,07 in 2932 10 1&‘60

in 1947 and then dropped to 11.7& in 1948. The numdber killed rose from
6 in 1932 %o 71 in l9h3 and then dropped to 38 in 1948. The number
injured rose from 260 in 1932 to 3,146 in 1947 and then dropped to

2,592 in 1948. This section of the report also contains other analyses

by kind of accident and a comparison of aceidents involving buses and




stages with those involving other types of land transportation, as
well as several summary tables showing the experience of practically
every bus and stage line under the jurisdiction of this Commission.
The following summary covers the reported accidents of all bus and

stage lines in California for the years shown:

1947 1948

Total number of lines 209 +205
Total aceldents reported 2,565 1,991
Total killed P4Y 138
Total injured 3,146 - 24592
Total passenger bus miles 214,412,322 223,679,077
Bus miles per accident Y 833592 ©+112; 345"
Bus miles per person killed 5,229-,5‘?2 5,886,292
Bus miles per person injured 68,1 86,292 .
Total lines having no accidents 15% 152
Total bus miles of lines having '

no accidents 20,714,313 ‘2h,h66,830”

The following general comment aptly summarizes the
significance of the figures set forth in the various tables contained
in the report:

"It is evident from the tables and accompanylng remarks
in the preceding pages that the accldent and casuvalty record
of public transportation by land has been much improved in 1948,
continuing the definite trend of the past three years in the
railroad and street rallway groups. This trend now appears for
the first time in the bus and stage figures.

"No doubt many factors have contributed toward this desirable
development. Surely among the most Important of these is the
gradual improvement in the operating personnel of the carrier,
through training and experience and by replacement of those
less competent or inclined to carelessness, It is well known
that during the war emergency many were necessarily employed or
rctained in service who were obviously not well fitted by prior
experience or personal characteristics to render satisfactory
sexvice in public transportation. Stabllization of personnel
and the cumulative effect of training and experience should
coumbine to pay good dividends in safer operation.

"On the human side also must be included the cumulative
effect of the more vigorous campalgns for better safety education
of the public, waged by national and state agencies and by
civic and industrial organizations. The public transportation
groups have beern quite active in promoting accident prevention
education, not only among their employecs but for the general:
public as well.




"Betterment of physical conditions and equipment must also
be given credit for a considerable share in driving the:accident
rate downward in California. In every field the tracks, roads
and streets are undergoing general rehabilitation or permanent
enlargement and correction of grades and alignment. Many new:
and better engines, cars and buses have been put into sexrvice,
all embodying provisions for greater safety in operation.
Literally millions of dollars, necessarily withheld from such use
during the war, are now being invested in making ground trans-
portation more efficient, faster and safer. -

"In our report for the year 1947 we called attention to
the adverse effect on accident frequency of several conditions
prevalent in California; namely, the generally mountainous
character of the terrain, the phenomenal increase in population
during the past few years, and the highest registration of '
automobiles and trucks of any of the States. It appears obvious
that the pronounced decrease in the frequency of accidents and
casualiies on carriers by rall and highway in 1948, notwithstanding
such obstacles, reflects the cumulative efforts of managements,
labor organizations and State agencies representing the generai
public, to abate the needless sacrifice of life, limb and
proper%y in preventable transportation accldents." '

8. CALIFORNIA HIGHWAY PATROL SURVEY OF
VEHICLE CODE VIOLATIONS

The California Highway Patrol representative ine
troduced Exhibits 45, 46 and h7; containing a partial digest of
citations issued to drivers and owners or operétors of commercial
vehicles for the years 19%7, 1948 and January through August of 1949.
These exhibits include the several firms receiving the highest number
of citavions and, for comparison purposes; list the citations given
three other trucking concerns. They also contain comprehensive |
details of the exact citations given each firm or its drivers. The
names of the involved firms are not shown and it is not deemed

essentlal that the record for each firm be individually analyzed and

set forth herein. The following partial digest of the eitations

lssued against drivers and operators of commercial vehicles with the

comparison will suffice:




For Comparison - Total
Total Citatioqg_igg Citations for ree
ine Pi Llrms Other Hig irms

JanrA JaneAug .
Approximate

1947 ;242 047 1948 1949
Registration:.

Trucks 550 .18 878 1 22
Trailers 838 1,112 l

03
Total Number of ‘

Citations: 1,528 1, 160 3 87 121
For Speed 164 75 5 6
For Rallroad
FCrossingst 58 : 33 5 4

or Exhaus
L 9 Q. ‘ L g
-apdMarflers 183 768 56 86
Pounds of . : - :
Overload 3,081,443 l,739,h70 2,332,783 132,730 151,%90 22%,190

1,507 2, 128
g 1581 1,142
"

The foregoing figures indicate that certain highway
carriers show a greater tendency to vioclate provisioﬁs of the Vehicle

Code than do others.

Exhibit 125, introduced by the highway patrol's
representative, shows the following flgures for all types of vehicles
for the calendar year 1949 occurring on all roads 1n rural areas onlys

Total arrests all types of vehicles - 323,580
Total arrests for moving violations - 26 889
Total warnings issued - 27% 171
For commerceial vehicles on all roads in rural areas

only, the exhibit shows the following arrests and warnings issued
during the six-month period July through'becember, 1949




Type of Violation Arrests

Mufflers 1,177
Speed 3,732
Rules of Road 4,806
Lights 3,378
Brakes 968
Weight 8,686
size 1,241
Other Equipment 2,143

' Miscellaneous 2,401

Total 28,507
Percentage of Arrests
and Warnings Issued Against
all Vehicles (yearly basis) 18,24%
Pounds of Overload Removed 21,654,586
Total Commercial Vehicles Checked ‘243,108
Amount of Fees found Due $ 23,135.0%
According to the record, commercial vehicles generate
16% of the vehicle mileage on rural state highways and from the fore-
going figures, it appears they are responsible for about 18% of

the arrests made on all roads in rural areas.

9. PUBLIC UTILITIES COMMISSION FIELD CHECK
OF VEHICLE CODE COMPLIANCE

A member of the Commission'!s staff introduced Exhibit
124, entitled "Results of Field Checks Dealing With Highway Safety
as Related to Compliance With Certain Sections of the Vehicle Code

of the State of Californial, dated February 9, 1950. The check was

cormenced on December 22, 1949 and completed on January 20, 1950.

A total of 21 days and 972 man hours was consumed in actual field
operations. The study covered most of the major highways-of'thé State
of California. Certain areas were subjected to concentrated cheéks by
the fleld representatives and in some cases extended over a 24 hoﬁr

period. Other portions of the highways were given’spotvchecks on
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one or more days during the period of investigatidn. The:operations
of all commercial vehicles carrying passengers or property were

observed., Three observers were placed in cach of two automoblles |
and they gave concentrated attention to such areas as Altamont Pass,

Pacheco Pass, the Grapevine, Cajon Pass and others.

The complete and accurate identification of equipment
observed in violation of the Vehicle Code was found to be difficult
in a majority of the cases, the main causes for this difficulty being:

'(a) license plates were obscured either by mud; disfigurement or
vorn letters; (b) name of carrier was not shown on the vehicle; and

(¢) unit numbers or other identifying markings were lacking.

From the field work of these investigators; several
tables were prepared, recapitulating the violations observed. The -
first table shows that from December 23; 1949 to Janvary 20; 1950;
buses of passenger stage corporations were observed exceeding the
prima facie speed limit on W& occasions. Sixteen buses were observed -
traveling 70 miles per hour in a 55-mile zone. .On U.S. Highway 99
near Cottonwood the fleld party was usable to keep up with a bus
because of the observer's unvillingness to exceed 70 miles per hour,

Otaer buses were observed traveling 30, 35, 45, 50 and 55 miles per

hour in 25-mile zomes; 40, 45, 50, 55 and 60 miles per hour in

35-mile zones; and 50 and 60 miles per hour in 45-mile zones.

The second table lists other types of violations
observed in connection with passenger stage operations inclﬁding
following too closely, driving in the wrong 1ane; emitting excessive
exhaust residue, driving without due regard to safety of persons

and property, changing lanes without giving proper signal, straddling
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the white line, license plates not properly 1lluminated, and passing
on curves without sufficlent visibility.

The third table lists L0 observed violations by
property carrying motor vehicles of the speed restrictions-of-the
Vehicle Code, 10 by certificated carriers and 30 by»permitted,
private or interstate carriers. Three vehlcles were observed
traveling 70 miles per hour, nine, 65 miles per hour; eleven, 60
ziles per hour; and three, 55 miles per hour under the circumstances
under which the Vehicle Code prescribes a 4O-mile per hour maximum
speed limit. Other trucks were observed t*aveling 45 and 50 miles
per hour in 35-mile zones and 35, LG, 50 and 60 miles per hour in
25-nile zones. Three trucks were observed »raveling at 20 or 30
miles per hour under conditions permitting a 40 or 55 mile speed
impeding and blocking the normal and reasonable movement of traffic
in viclation of Section 51% of the Vehicle Code. One truck was
observed traveling 55 miles per lour in foggy weather when visibility
was estimated to be 25 feet, all in vielation of Section 510 of said
code. Another truck was observed traveling over 80 miles per hour

wnder conditions permitting only a 40 miles per hour max{mum,

The fourth table also covers property carrying vehicles

and shows that during the period :rom December'az, 1949 to Jénuary[20,~

1950, 65 violations of Vehicle Code sections, other than speed
restrictions, were observed; 15 by certificated carriers and 50 by
permitted, private or interstate earr*ers.. These involved violations
of Sections 158(a) and (b), improper display of license plates-
Section 475, failure to obey traffic signal; Section 5057 reckless

driving, Section 525, fallure to stay on right side of rcad Scction

526(a), riding over center lines Section 527(a), improper passmg other
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vehicles proceeding in opposite direction; Section 528(b), failure to
yield right of way to overtaking vehicle; Section 530, attempting
to pass vehicle golng in same direcction vith insufficient visibllity;

Section 530.5, passing on upgrade at less than 12 miles per hour;
Section 531, following too closely; Section 544+, failing to give

proper signal when turning or stopping; Seetion 577, failing to
heed stop signs; Section 590; failure to display warning devices |
vhen vehicle is disabled; Scetion 604, disregarding one~way traffic
signs; Section 621(b); failure to properly illuminate rcar'licenge\
plate; Section 633(b); improper use of spot light; Section 673.5,
excessive exhauwst residue; Secetion 700; improperly sccyred loads;

and Section 701(e), trailer swaying or whipping excessively.

The exhibit indicates that the foregoing tables

contain a record of only 175 of the 258 violations observed.

At the coneclusion of the report the following

observations were made:

"l. In wet weather a muddy spray is often throwm from
wheels of heavy vehicles which causes a deposit on the windshield
of following and passing motor vechicles. The residue is not
immediately cleared by the winers and a driver'!s vison is so ime
paired as to create hazardows operating conditions. Some pro-
vision should be enacted requiring auto trucks in this state to .
be equipped with mud aprons to prevent this spray.

"2. For the purpose of quick and accurate identification,
consideration showld be given to requiring all vehicles within
the jurisdiction of the Commission to be marked, so as to be
legible at a reasonable distance, fron the,fron% or rear, either
by name or P.U.C, number. The number method has been used quite
successfully by the Interstate Commerce Commission.

"A great deal of difficulty was encountered in identifying
various vehicles during the check because of:

(a) Tailure to display California license plates.
(b) Plates were displayed so that a part of them was

hidden elther by signs or other state license
plates. : ‘
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Multilated plates.

Failure to illuminate plates so that they were
visibie for a distance of at least 50 feet.
Plates were covered with forelgn matter.

Passenger automobiles towing house trailers apparently
too heavy for the motor power often nresent a serious hazard.
£lso in many instances these combinations are not equipped with
adequate mirrors or signaling device.

"k, In one area a passenger car was ohserved traveling at
about 50 mph, passing a school bus that was discharging children.
The auto made no attempt to decrease its speed or stop.

"9, It would seem that further study is needed in the
matter of dotermining the reasonableness of the 40 mph speed
limits for trucks and trailers. On many highways with only ftwo
lanes, equipnment traveling at this rate of speed often held.
up automoblle and stage traffic for several miles bc;ore safe
passing could be executea.

"6, It appears that the California Highway Patrol is en-
forcing the provisions of the Vehicle Colde to the best of its
ability with the personnel nrovided. In areas where patrol cars
eruised with rcgularltj we discovered fev, if any, violation" "

We are in agreement with *he foregoing comments\and en=

brace as our ovn the findings in paragraphs 1, 2 and 5.

The violations revealed by this sampling survey indicate

an wnwillingness to observe or a d&isregard of the Vehicle Code

by the operators or drivers and clearly show that both passenger
and property carrying vehicles can greatly improve their per-
formances in thils regard. It sugzests either voluntary impro?ement
on the part of the carriers themselves or the establishment of -
greater enforcement and possidbly other sanctions caleculated to
compel involuntary observation of fundamental traffic safety rules

and practices,
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10. _PUBLIC UTILITIES COMMISSION ANALYSIS OF
CALIFORNIA HIGHWAY PATROL ARRESTS

Exhibit 125; entitled "Report on Analysis of Arrests
Made by the State Highway Patrol for Certain Offenses Which Relatg
to Highway Safety, Particularly the Issues Involve& in Case 5136",
dated Febdruary 9, 1950, was introduced by a member of the Commission's
staff. The analysis was directed to the provisions concerning the
violations of the following sections of the Vehicle COde.by the |
class of vehicle known as "commercial"; which does not include
those vehicles licensed similarly to private passenger automobiles;

such as taxicabs, and panel and small pickup trucks:

Section 510 Basic Speed Law

Section 511 Prima Facle Speced Limits

Section 515 Speed Law Based on Weight
and Tire Equipment

Section 528 Overtaking a Vehicle on the Left

Section 529 When Qvertaking on the Right is
Permitted

Section 530 Limitations on Overtaking on
the Left

Section 531 Following too Closely

Section 533 Meeting or Passing School Bus

The following summary from Table 2 for the year 1948

shows the number of violations of the Vehicle Code by type of

carrier, for which citations were issued, grouped according to speed
violations in the first column and rules of the road in the | |

seeond:
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: Vehlcle Code Sections Violated
Type of Carrier : - ©t 528, 529, 530, :
: 510, 511, 515 5317 533

Proprietary
Passenger 2 2
Freignt 1,496 727

Subtotal 1,498 729
Percent ‘

Permitted
Passenger

10 L
Fraight RN 01

Subtotal , 2,639
Percent

Certificated -
Passenger 276
Freight 308

Subtotal 58k
Percent

Governmental

Passenger
Freight

Subtotal
Percent

Qut-of-State
Subtotal (Freight)
Percent

Unclassified
Subtotal (Freight) L3
Percent

Grand Total 1,935
Percent 8% 27.2%

Table 3 contains a summary of the total "commereiall
arrests by the highway patrol for violations of all Vehicle Code
sections for the year 1948 and for the first ten months of 1949,
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The following i1s a comparison of the first 10 months of each year:

19 &8 : 1.9 4% 9
: Rules : : ¢ Ruleg i
Speed = of Read : Total : Speed : of Road ¢ _Total

3,172 4,932 8;10# by QWb 7,368 12,31%

The foregoing indicates that elther more violations or

greater enforcemént, or possibly a combination of the}tvo have taken
place.

11, CALIFORNIA RATIROAD ASSOCTATION SURVEY OF
ARRNGTS INVOLVING COVMMERCIAL VEHAICIES

The Director of the'California Raillroad Associgtion,
on behalf of the Class I railroads;(k)introduced Exhibits 25, 26
and 27 based upon information securgd from the records of the |
California Highway Patrol and the lbcal courts of the arrests involving
comnercial vehicles covering the calendar years 1840 and l?hl‘and the . |
fiscal year 19%6-19%7. Wnile it is not practicable to fully set forth
thelr contents here, each of the exhibits has been carefully ahalyzed o
and a partial summary has been made and is set forth in Appendik E.

The survey of arrests for the fiscal year 1946-19%7 (Exhibit 27)
contains the following comment:

"A most significant fact 1s the total number of commercial-
arrests during the three years. There were 7,019 in 19%0,,
4,806 in 19%1, and approxinately 25,000 in the 19u6-L47
period. No effort was made to count *he exact number of
arrests made in 19L6-47 as the number involved in the cases
reported in the tables of this survey were sufficiently
great for the desired anclysis. The approximete figure of
25,000 is based upon the records of the highway patrol and
is sufficiently accurate for these purposes. '

(%) The Atchison, Topeka & Santa Fe Railway Company, Great
Northern Raziway Company, Southern Pacific Company, Union

Pacific Railroad Company and Vestern Pacific Railréead
Company.
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"Several factors contributed to the startling increase in
the total number of arrests in the last year. ProbablK the
aost important was the simplification of the law in 1943
which now permits enforcement activity to be carried on

by patrol officers generally rather than being restricted
vo a relatively small group of specially trained men.

"In 1946-47, 63 operators were found to have: been arrested 30
or. more times. They were responsible for 3,980 cases. In
1941, 44 operators were arrcsted 15 or more: times and were
responsidble for 1,29% cases., In 1940, 66 operators were
arrested 15 or more times and were responsible for 2,379
cases, Of the 63 operators listed in 19W6-47, 16 appear in
both the 1940 and 1941 lists and 6 others appear in one of the
other lists,

"In 1940, 66 operators having 15 or more arrests to their
credit were responsible for 329 of all arrests made,

Similarly in 1941, 4k operators having 15 or more arrests were
responsible for 26% of all violations. In 1946-hL7, 63
operators having 30 or more arrests were responsibie for

15% of all arrests. However, 317 operators arrested in
19L6-h7 had 7,533 cases charged against them. This is more
cases than the entire number of arrcsts in either of the

two previous years. This last figure represents 304 of all
viclations apprehended during the year. These figures
1llustrate the fact that a relatively few number of operators
are proving themselves to be consistent violators of the
law, The important fact is, however, that this group, small
in comparison to the total number of persons who operate
commercial vchicles, is the one that runs the largest flcets
of trucks which make the most trips and contribute the dulk .
of vehicle miles traveled on our highways.

"While there has been a notable inerease in the number of
arrests of commercial violators the fact remains that there
is no evidence of any lessening in the number of violations.
In fact the evidence shows a continuation of a practice of
consistent violations on the part of certain large scale
operators on the highways, '

"What can be done to dlscourage a continuwance of these
practices? One method would seem to be an inerease in the
fines assessed to the point wherc the fine paid would cause
the violation to be unprofitadle to the operator. The
result of these violations, particularly those in which over-
loads are involved, is an unwarranted wear and tear upon the
highways used. The truckers who tear up the roads should
pay a penalty for such conduct. The moneys collected go
into county funds. The cities and counties have been most
explicit in their recent pudlic showing that they need more
funds to care for local road needs. This is one way in
which they may secure additional funds from the very people
who make their expenditure necessary."” . o
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12, CALIFORNIA HIGHWAY PATROL - SURVEY OF OVERLOADS

It appears that the highway patrol has been giving .
considerable attention to overloading during the last few years,
although 1t was pointed out that the overloads apprehended certainly
do not represent all violations for the reason that the highway
ratrol does not have enough men to man the scales twenty-four hours
per day, and that during 1946, 1947 and 1948; only a relatively small
nunber of patrolmen were assizned to this work. More men were used
in 1949 with a resulting increase in the number of cltations issuzd |
but it was emphasized that even then it was impossible to apprehend

all violators,

Exhibit 48 was introduced showing the reduction of over-
loads of commercial vehicles for the four years 1946 through 1949

and reveals the following overload removals in pounds for the years

indicated:
Years Pounds

1946 7,“175“89
194 13,482, 852
January through : -
August, 1949 283238,2%6.
The California Highway Patrol has been following a policy
of requiring that the quantity of merchandise involved in the over-
load be unloaded or transferred to another vehicle before the

violating truck is allowed to proceed.

This witness alsc testified relative to the fines which
were. being assessed for these overload violations. It appears that
the fines vary greatly from one jurisdietion %o another. Exhibit 49

was introduced showing the fines assessed in connection with citations
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issued in Humboldt County for the year 1948. The exhibit lists 67
separate overload citations with a total overloa§ of 812,875 pounds
on which the total fines assessed amounted to $1;7OO or $;002; per
pound. The smallest fine assessed was $5 and the largest $95. Only
'one Jail sentence was given and that was suspended. The larges?t
single overload was 33;350 povnds on wvhich the fine assessed was
$25. The next largest overload was 33,100 pounds on which the fine
was $75. On another overload of 28;850 pounds the fine was $20. The
average fine for the 67 violations was approximately $25 each. It
appears that the flines assessed have not been sufficient to dis-

courage overloading.

In the opinion of the witness from the California State
Automoblle Assoc¢iation, overloading constitutes one of the worst
abuses not only because of the extensive damage such overloads do
to an already inadequate highway plant but also of equal importance
is the loss of eff;ciency of the braking system of an overloaded
vehicle. It was his opinion that studies should be conducted to

determine ways and means of inereasing the braking efficiency of
heavily loaded trucks.

It appears that the present program of the California

Highway Patrol, within existing limitations, is proving helpful in
lessening the prevalence of overloads, It is also evident; however;
that there 1s ample room for improvement.

It is our conclusion that the present penalties are;prov$ng
inadequate and ineffective in curtailing overload violations and
that, therefore, the penalties provided in the Vehicle Code should'be

substantially increased.
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It 1s also our conclusion, therefore, that the Commission's
staff should examine the highway patrol's reports from time to time
and if the carriers fail to show needed improvement as regafds over=
loads, the Commission investigate further to determipe what measures
should be taken and wvhat recommendations should be made in dealing
further with this situation.

13. GOLDEN GATE BRIDGE AND HIGHWAY DISTRICT
ACCIDENT EXPERIBNCE

The Vice President of the Golden Gate Bridge and Highway
District introduced Exhibit 24 covering 65 accidents :eported to the'
oridge directors commencing with September 2; 1937 and ending with
September 29, 1949. This statement indicates that in several
instances accldents involving trucks resulted from brake failure andf
in a few others from the fallure of the bdindings on loads of lumber.
Some accidents were of the so-called rear end collision type. The
witness stated that acting upen rccont enabdling legislation the
directors have reduced the maximum speed on the Golden Gate Bridge

to 45 miles per hour and that additional highway'patrolmen had'been

assigned to enforce this speed limit with good resﬁlts.

4. TESTIMONY OF OTHERS ON GENERAL HIGHWAY SAFETY

Representatives of the California StateiAutoﬁobile
Association and the Automobile Club of Southern California, among _
other things, stated that they were vitally interested in the question
of highway safety, that this Commission should be cemmended for under-
taking these hearings; and that their officials werngreatly.éoncerned“

over the growing problems arising out of commercial vendcle operations -
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on the public highways, which from their viewpoint involved the safe |
use of the highways and the elimination of irritations caused by in-

ecreased congestion.,

One of these witnesses stated that congestion was due
in part at least to the inadequacy of exisiing highway facilities
tb accomodate the present volume of massed traffié; and whiie under the
present Colllier~3urns highway program additional highway facilities
are being provided and the existing system is being improved just
as rapidly as funds will permit; 1t will be another ten years before
the facilities needed to meet traffic deﬁands can be expected.‘ It
was his opinion that some consideration should be given to ways and
means of improving commercial vehicle operations and to the
elimination of those abuses which jeopardize bota the highway itself |

and the safety of the users thereof.

These witnesses made valuable recommendations on all
of the problems involved in this hearing. Their suggestions will

be considered subsequently herein.

A public witness appeared and introduced photographs
and reproductions of photographs 11lustrative of accidents that
occur on highways and expvressed the view that the trucks have taken

over the highways relegating private passenger automobiles %o a

secondary role. This witness also made several gencral recommendaticns

cencerning the problems involved in this hearing which will be con~

sidered herecinafter.

The Director of the Public Utilities Department of The
California Farm Rureaw Federation made certain recommendations.

This witness stated 4hat he was ot odds with general thinking on the

-l -
‘e




c.5136 FrR @

subject of the hearing and that it was hls candid opinioé after long
vears of experience In traveling on the highways that we need very
few nev laws But that we do need a lot of onforcement. It was his
opinion based upon his own personal observations of accidents that.
in almost every case the situation involved was amply covered by |
existing laws and expreﬁsed the belief that adequate law enforcement
would have prevented the occurrence. It was also his opinion‘tbat
the trucking industry has as a whole received a lot of blame it is
not entitled to and that many accidents are caused by the ﬁfool
automobile drivers" who can't wait until one %truck paSsesnanother on
the highways to have an acecldent. He stated that the large‘majority
of the truck operators observe the law and that if the small per-
centage who 4o not were compelled by law enforcement dfficerS‘tOudo 50‘
the accidents in which trucks would be involved would be a very

limited number. This witness! suggestions and recommendations on

particular subjects will likewise be considered.subsequently herein.

15. ENFORCENENT

In this section it is the intention to consider the
broad general question of enforcement. It is recognized that the
enforcement problem also arises in connection with speeding; bthhing;
overtaking, passing and ovcrldading, and these aspedts will be con-

sldered in connection with the sectlions on these particular matters.

A representative from a railroad labor organization
testified that it was his opinion that the exercise of the highway
patrol's jurisdiction was ineffective in that there are not enough

patrolmen on the highways.
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The Chief of the highway patrol testified that at the

present time there are approximately 1,300 men on the highway
patrol and that he would like to have approximately 1,000 additional
men on patrol on the highways in California in order to bring about

adequate enforcement.

The representative from the Automobile Club of Southern
California testified that in the opinion of his orgénization; there
is roon for improvement of enforcement of existing regulations and
that he has had this matter under discussion with the highway patrol.
Ee added that it appears that the highway patrol iu being called
upon to do some things that are not properly within the provinée of
such a group, for example, the enforcement of the Caravan Act, whichhe
considers a registration and tax measure. He also called attention
to the report of the highway patrol showing that a very large number
of man hours is devoted to office work. In his opinion, 1t was the
intention of the legislature that the highway patrol should.functibn
a2s a body of law enforcing officers out on the highway but -that
during the past years a larger and larger percentage or‘patrdlmen's:
vime is being taken up with office work; paper wérk\and various
extra functions soﬂ:at at many times there are not a sugficient number

of officers out on the highways.

some of thls, he stated, is not the fault of the adminis-
tration of the highway patrol for they are required bjilaw to perfbrm
more and more functions such as those just mentioned and that there
is need for a very careful study of the total functions of the highway
patrol with the object of making it more: eXelusively a‘body of officers
who actually will be present on the highways enforcing.tfaffic laws;
He stated further that he was unwilling to say whether his crgéniiétion
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would support a request for additional men for the highway patroi-

but that he would want first to make certain that it is functioning
properly, adding that it would not do any good to add more men
to the highway patrol unless they were going to be on the highway.

He called attention to the factor of costs and stated
that the total budgets of the California Highway Patrol and the -
Department of Motor Vehleles result in the spendingvof very ldfge‘
sums of money which come from the motoring public. He stéted that
to increase the highway patrol by 900 additibnal personnel would
invelve a cost in excess of six milllon dollars per year and‘that such
an increacse, if permitted, would mean that there would be just that
mueh less money available for maintenance and care of the state high-
ways. It was his further opinion that the burden of showing the
- need for additional personnel was on the highway patrol itself and
that his organization would be willing to give consideration to any

evidence that may be advanced in support of such a request.

One public witness recommended that nmore highway patrolmen
should be assigned to the hishmays_to enforce the traflfic laws.
A member of the Commission's staff, who participated in the making
of road checks for Vehicle Code violations; testified that it was
his observation that practically no violations occurred in areas

where highway patrolmen were actually present patrolling the highway.

A represcntative from the. organized trucking industry
testified that in his opinion it would not be possible to have
enough patrolmen on the highways to completely enforce the lgws
contained in the Venicle Code relating to operation of vehicles;

that it would not be necessary to have an additional 1,000 patrolmen
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to bring about complete comnliance; énd that the approach now being -

used by the organized trucking industry (to be considered subsequently)
would bring about more nearly complete compliance wita the Vehicle

Code *than adding of additionmal patrolmen.

On the other hand; another representative from the
organized trucking industry testified that if the police authorities
would go all out to enforce the law, the job of the safoty'director
of many companies would be easier; that hevfirmly believed in the
enforcement of the Vehicle Code.

Another representative of this group stated that he believed
we have enough laws and that the real need is to try to get them
universally observed and enforced. He added that safety is something
that cannot be legislated, that it is a state of mind and haS-to"
be continually worked at, and that ultimately the employer-employee
relationship must be improved in order to improve safety and bring
about compliance with the law., This witness also staﬁed that he does
not think that safety can be accomplished by laws and régulations
even with rigid and effective enforcement because men will not respond’
to a rule unless they want to; but that if you cooperate‘and consult
with them, the result will be much better. It was also his belief
that hot much good comes from enforcement because the people invélved
will not comply unless they feel a personal desire to 4o 50 and see
that it is for their own good; he did admit; however, that 1f the-
carrier were deprived of his right to operate because of‘repthed
and frequent violation of the Vehicle Code, 1t might béﬂéffecfive in
bringing about better compliance. W
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From the record in this hearing it is clear that there

is far from complete compliance with the provisions of the Vehicle

Code and that there is a difference of opinion as Vo whether in~

creased enforcement will improve the situation.

It is our conclusilon that the sudbject of enforcement sﬁould
be given additional study by the California Highway Patrol and other
interested organizations and groups for the purpose of ascertalning
whether additional enforcement personnel are needed and‘Justified

in view of the other aspects of the subject such as exvenses and the
results likely to be accomplished.

It 1s also our conclusion in connection with those
carriers under the Commission's jurisdiction; including both certifi-
cated and permitted carriers, that the Commission should proceed on
its own motion to institule procecdings looling o cancellation or
suspension for specified periods of the operative rights of those
carriers whose records indicate a consistent and flagrant disregard

of the provisions of the Vehicle Code.

16, SPEED

A representative from the Interstate Commerce Commission
testified that several surveys have been made by his ¢commission in
District 16 (Arizona, California and Nevada) which indicated that
tTucks and passenger cars as well asg buses are exceeding the speed
iimits. It was his conclusion that practically all vehicles are
traveling the highways today at a faster rate of speed than they

were traveling a few years ago. In connection with buses, he stated

that according to management the schedules have been stepped up for
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the purposc of meeting competition and are such that, after deducting

the time for rest and mail stops, a bus could travel the distance
between points at 35 to 40 miles pef hour, depending on the schedule, -
but that traffic conditions on the highway as shown by the survey
will not permit a bus to maintain that schedule.

While 1t may be possiadle on week'days to maintain schedules,
on weekends and during heavy traffic pveriods, it is practically
impossible to do so and that buses are exceedingyspeed limits; eg-
peclally during weckend periods. It was the witness! conclusion that
the principal difficulty in this regard is not an insufficiency of

regulations but rather not enough enforcement.

‘The representative of the California Railroad Aésociation
testifled that, as the result of considerable study; it had been -
concluded that excessive speeds present a threat to frafric safety,
Statistics on speed violations were inecluded in Exhibits 25, 26 and 27

introduced by this witness and previously considered herein. (Sée
Appendix E.)

The representative of the California Division of Highways
introduced in evidence a publication of the American As§dc1ation of
State Highway O0fficials (Exhibit 121). The recommendation contained
%n this publication as to maximum speed reads in pare: |

"No truck shall be operated at a greater speed than 45
miles per hour. Passenger vehicles may be opéerated at

such speeds as shall be consistent at all times with
safety and proper use of the roads.!

The Chief of the California Highway Patrol testified that :
“he problem was not alone with excessive speed but also with too slow
& speed which impedes the movement of other'vehiCIes and gives rise

o many complaints on all types of highways.
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We have previously consldered and discussed in this
oplnion the citations for speed violations in connection with
accldents as revealed by the field check (Exhibit 124k) and the analysis
of arrests (Exhibit 126), and also the citations for speed violations
as revealed In the accldent statistics introduced'by the highway
patrol (Exhidits 62, 62 and 6#); summarized in Appondices C and D
hereof, at the conclusion of which we made a finding of the need
for some remedy.calculated to put a stop to the flagrant disregard

of Vehicle Code provisions.

Another problem involving speced is the maximum speed
limit contained in Section 515 of the Vehicle Code limiting to k40
miles per hour the speed for any motor truck and traiier and any
motor truck alone or truck tractor with a semi-trailer naving a gross

weight of such vehicles and loads of 25,000 pounds or more.

A representative of the Automobile Club of Southern
California testified that many complaints are received that commercial
vehicles operate either too slow or too fast. As to the o) miles per
hour speed limit for certain vehicle combinations and vehicles exceed-
ing specified weights, he stated that the subject had been discussed
in the advisory committee which had voted to approve an 1ncrease
in this speed for the reason that the 40 miles per hour speed limit
il adhered to, would result in congestion rather than facilitate the
flow of traffiec. It was his observation that the 40 milss per hour
speed limit was not being complied with; and, in fact, many of the
restricted vehicles actually were operating in excess of 40 miles per
hour. It was his opinion that this restriction of 40 miles per hour

has resulted ln a breakdown of enforcement because such a restriction

is unreasonadle, and as a result of the consequent lack of enforcement,
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truck drivers seem to drive about as fast as they please., He stated
it would be more appropriate to adopt a higher limit of 45 or 50
miles per hour as a maximum and then require the highvay patrql
to enforce that limit ;trictly. Itlwas hls belief that if the limits

were a bit higher enforcement would be more feasible.

The chief engineer of the same organization testified that

it was his opinion that commercial vehicles and private passenger
vehicles are operating under the same general highwvay conditions and
that generally speaking the driver of the former is a better operator
than the latter. He stated that it was his personal view that a |
prima facle speed law should be established for commercial vehilcles
similar to that applicable to private passenger vehlcles and that
such a law would result in much less congestion and eliminate much of
the necessity for private passenger vehicles overtaking and passing

trucks.,

Varlous representatives from the organized trucking industry
testified extensive;y on this subject; all strongly favored increasing_
the limit to 50 miles per hour. It appears from the record‘that the
policy of the trucking industry is to instruct its drivers to observe
the law but, if the drivers of trucks and trailers and heavy trucks
exceed the 40 miles per hour maximum speed limit, no disciplinary actim
is taken unless they exceed a 50 mile per hour speed. These repre-
sentatives of the trucking industry testified further. that in thei}
opinion a 50 miles per hour maximum speed limit is definitely safer
as a maximum speed for the class of trucks Involved and would”permit
them to operate with the flow of traffic; that a slower speed 1mpedes
the flow of traffic and results in rear-end collisions; that the

present 40 miles per hour masximum speed limit is an antiquated’law and,
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when strictly observed, the truck gets into everyone's way, resulting

in many complaints end a serious threat to safety.

A momber of tho Commission's staff introduced two oxhibits
showing typical results of test runs of coertificated highway common
carriors between San Francisco and Los Angeles via both the Valley:
and Coast routes (Exhibits 75 and 76). The Commission's representative
actually rodec on these test runs and made notes of all of the factors
involved. The vehicles were ogquipped wiﬁh a mochanical recobding
device (tachograph) which develeped & recorded chart showing raﬁe of
apecd, standing timo, miles troveled, and total elapsed time between
all wey points and terminels, so the performance could‘bo checked.
Several runs were made. On several trips the drivers strictly
observed the legal moximum speed limit of 4O miles per hour. Another
round trip test run was made during which the driver obser&ed a 50

riles per hour maximum speed limit. The results of typleal runs are

sat forth in the following tabulatlions taken from the two exhibits:

Typical Test Runs vie San Joaquin Valley - U.S. Highway 99

Northbound Southbound
Max. Speed in M.P.H. Lo 50 4o 50

Lv. | L.h. 7:02 BM L:4O PM Oakl. 6:35 PM  L:30 PM
Ar. 0ak1.10:10 AM 5:20 AM L.A.10:25 AM  7:25 AM

Time: Hrs.Mins.Hrs.Mins. Hrs.Mins.Hrs.Mins.
Running 13 21 ."11 17 -3 78 11l. 22
Standing 1 h.g 1 23 2 ko 33
Elapsed 15 12 Lo 15 50 lﬁ ‘58

Average M.P.H. running 30.2 35.7 32.5 354




Typical Test Runs via the Coast Route - U.S. Highway 101

Northbound Southboqgg-v
Max. Speed in M.P.E. o) 50 40 50

Lv. LeA.1:35 PM 1:50 PM S.F.1:30 PM 1:59 PM
Ar, S.F. 5:10 AM 3:05 AM L.A, 5:00 AM 2:40 AM

Time: Hrs,Mins.BErs.Mins. Hrs.Mins.Hrs.Mins.
Running 13 3% 11 49 13 23 11 35
Standing 1 59 1 26 2 7 1 10
Elapsed 15 35 13 15 15 30 12 4%

Average M.P.H. running 32.1 37.0 32.6 37.7

This witness stated that on both the 40 miles per hour and

the 50 miles per hour runs, he noticed many trucks . passing him going

in the same direction and noticed some bunching on the highways._ It
was his opinion that the 50 miles per howr moximum speed rate is more
economical than the 40 miles per hour maximum because the present day
heavy duty equipment cannot use the economical gears with which the
tractors aré equipped when operating at the latter speed. It was also
his opinion that the higher maximum speed limit was safer, stating
that when trucks observed the 40 miles per hour maximum speed;‘con-
gestion and consequent hazard resulted; especiﬁlly on two and three
lane highways and that if trucks were allowed to travel at the

50 miles per hour maximum 1t would not be necessary for so much passing
to take place., It was also his conclusion, judging from what he
observed, that the braking efficiency of the vehicles on which he

rode was sufficient to safely control such vehicles under existing
traffic conditions at the higher speed and further, that if the 50

miles per hour speed limit were established, it should be strictly
enforced,

The regord indicates nearly complete unanimity of witness

opinion on the desirability of increasing the meximum speed for
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the types of trucks involved from 40 to 50 miles per hour, that it
would promote rather than hinder safety, and that if established the
higher speed limit should be rigidly enforced.

It is our conclusion, however, that the remedy lles not so

much in an inecrease in the maximum speed allowance, as sugzested by
certain witnesses, as it does with making uniform the allowable speeds
as to all forms of highway transportation. The opinion voiced by these
witnesses that a higher speed limit should be established and rigid;y
enforced is unrealistic. According to the record present speed limits
are not being observed, Of the 9;185 citations issued by the
California Highway Patrol for the first six months of 1949 in connec-
tion with 5,172 accidents involving commercial vehicles, 34.27% or
3,148 involved speed; the largest category of violatf&ns. Ve hold
that the recomﬁendation to inerease the speed limit is inconsistent

with the facts.

At the same time it must be apparent that the disp&rity
between the speeds allowable on the highways for private passénger
vehicles and those for commercial vehicles is a factor of great weight
contribﬁting to accidents. The reasonable remedy is to eliminate the
disparity factor by making more nearly uniform the allowable speeds
for all types of highway tralfic. Whether the allowable‘spééd Lfor
private passenger vehicles should be reduced or that for commercial
vehicles be increased is a matter for the legislature of the state
to determine. Our conclusion is that tﬁe legislature should bring
into reasonable uniformity the allowable maximum speeds for all types
of highway traffic.




17. RULES OF THE ROAD

The term "rules of the road”, im this opinion, includes
overtaking and passing, following too closely, bunching and cutting
in and the further related probléms of a unifornm speed requirement

or a performance ability standard.

The Chief of the California Fighway Patrol testified that
the question of speed presents a very difficult enforcement problem
wﬁcn vehicles, especialiy trucks and buses; attempt to pass going
in the same direction. The Vehicle Code permits passing but does not‘
require that it be completed within any limit of time or disténce; As
a result, two heavy vehicles moving much slower than the prevdiling
traffic speed could block the highway for a con#iderable distance and
for a comparatively long period of time and still not be guilty of a

violation. The witness stated that the prevention of bunching*is élso

related to the question of passing because, vefore a truck can pass
another, it must overtake the vehicle ahead and such a maneuver 1is not
illegal. He stated when traffic is held up by one heavily Loaded
truck attempting to pass another, blocking both lanes on the highway,

or by ong vehicle following oo closely or by eutting in-, the highvay

patrol is making arrests. He added, however, that not many arrests are
being made. for overtaking and passing becéuse it is extremely difflcuwlt

to secure evidence that will result in a conviction of the driver of the
passing vehicle unless the maneuver is taking place at the wrong place

on the highway, for example, on a curve or if there appears to be

another vehicle approaching.

Be testified that vhile it is difficult to secure evidence

that will convict, officers arc instructed to warn all truck drivers .

-
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not to male attempts to pass which will result in obstructing traffic,
It was his opinion that the only way this difficulty can be corrccted
is to establish a uniform specd requirement which would eliminate or
reduce the necessity for overtaking and passing. Such a requirement
is not a part of the law at the present time and 1t was his belief
that i the performance factor were‘taken‘into consideration in es-
tablishing legal load limits so that commercial vehicles could operate
at or near a wmiform speed; the present difficulty would be greatly
alleviated. It was hié conclusion that wnder the existing prcvisions
of the Vehicle Code, there results too gréat a difference between the
maximum and minimum speeds actually maintained on the highways but
that to bring about a correction of this situation; additional
legislation would be required.

An automoblle association witness stated in cﬁnnection
with these problems that it is apparent that some operators take
advantage of the size and weight of their equipment and added that
these practices not only call for strict law enforcement but also
better control of the driving privileges of those who are guilty of
such abuses, some of which, in his opinion, can be corrected under the
present law. It was his further opinion that the setting up in the
law of a performance ability standard and adequate braking standards
for commercial vehicles could well receive further study. He
emphasized that these problems do not arise from any single‘group of
cozmercial vehicle operators but that the abuses‘mentioned'may be
comnitted by a relatively few operators in each group and that whatever

remedial measures are determined upon, should be applied equally to all.

The general counsel of the Automobile Club of Southern

Callfornia also testified that some consideration should be given to
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a performance ability standard for all vehicles, including not only
commercial vehicles but also ﬁ}ivate vassenger vehlcles hauling house
trailers because of complaints received 6f their inability to maintain
average highway speeds. He added that thg matter of performance ability
is a very large subject which has been given wide study and that it
should be recognized that it would be uvnwise to apply any such standard
to existing equipment because It might rule off the highways a substan-
tial number of exlsting commerclal vehicles., He also pointed out that
1t would be unreasonable to expect a performance ablility standard

which would require a large truck and trailer to go‘up 2 steep grdde

as fast as a private passcinge» vehicle dbut that there 1ls ample room

for Improvement over the extremely slow speeds presently traveled by

many of such vechicles using the highways today.

He called attention to Vehicle Code Section 530.5; which
requires that the overtaking vehicle be capable of and be operat!u/ éﬂé? 
at a speed of at least 12 miles per hour before attempting to overtake |
anG pass another vehicle upon a grade and pointed out that this was a
compromise measure and does not complete;y solve the problem; but. |
leaves room for further study and iavestigation to determine whether
or not performance ability standards can be developed which would be
equitable and not impose too great a burden upon coimercial operators
but which, at the same time, would insure a better speed for such
vehicles upon grades. It was the witness! opinlon that this minimm
mnight be increased in future yéars whenever 1t appears that comme&cial

vehlecles can generally comply with it.

Another witness digcus ed the attempts which had been

made to alleviate the s*tuatmon resulting from the overtaking and
passing problem on level stretches of highway and stated that
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consideration was being given to suggesting that passing lanes be
constructed alternately along the highway on both two lane and three

lane roads to adequately provide for this maneuver,

It was the opinion of the representative of the California
Farm Bureau Federation that there are many trucks on the highway
today having power entirely inadequate for the type‘of operation‘they
engage in, resulting in congestion which becomes intolerable to the
automobile driver and makes him so impatient that he attempts to pass
and then runs into some other vehicle. In his opinion; it would be
éesirable to establish certain minimum speeds-at which trucks must be
able to operate to take effect in the future as it would be Im- |

practicable to apply such a requirement to those vehlcles presently
in existence.

A representative of the organize@ trucking industry, in
testifying with reference to heavy trucks passing each‘other on'grades;
stated that the industry is oppoéed; as a matter of record; to the
present provisions of the Vehicle Code not because‘it is opposed to
any provision that will prevent trucks from blocking traffié un=-
feasonably, but because it has heen the experience of the trucking .
industry that it is lmpossible to develop or devise a plan wnich would |
be enforceable and satisfactory. He stated that the present law was’ |
passéd over the trucking industry's objecﬁions and that it tends to

cavse congestion rather than %o relleve I1t.

On the subject of bunching, he testified that the 12 miles
per hour passing law likewilse tends to increase'bunching rather than
to lessen it for the reason that many vehicles are unable to operate

on grades at the required speed of 12 miles per hour and as a result
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some vehicles operating faster than others but less than 12 miles per
hour would have to stay behind the slowest operating vehicle in the
line. As to dunching on level stretehes of the highway, the witness
stated that he has no answer for it and that it does net seem £o be

possible to work out a completely satisfactory law on the subjeét;‘
that the requirement that an overtaking truck stay 300:feet‘to-the

rear of the truck akead is not enforceable for the reason the driver
merely has to state that he was preparing to pass. Ié was his opinion
that the nearest thing to an answer would be simply to appeai o the |
driver's pride and his professional ethics. He stated that he knows
of no other approach to the problem. It was this wiﬁneés'-opinion
that normal progress will bring about a solution of the problem
concerning the power of trucks and thereby make the establishment of

a performance abillity standard unnecessary.

This witness also testified that the organized trucking
industry had accomplished good results in establishing what was
knovn as a "diesel smoke control board" vhich haS'been‘successful in
elininating excessive smoke from diesel engines and brought about
excellent compliance with the provisions of thevahicie Code. In
fact, this board was discontinued for lack of business.“,He added
that at the present time thils industry is exploring on a‘scientifié'

basis what can be done about diesel engine noilses,

It is clear from the record that the matters embraced within
the term "rules of the road" present problems the sdlution’of which is
extremely difficult even for those eminently qualified by training
and experience, Nevertheless; these problems continue to he a major

factor in the matter of safety on the highways.
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Therefore, 1t is cur conclusion that these subjects should
be given further study by all interested parties. It i§ also our
conclusion that the trucking industry should continue té endeaver to
improve the situation by proper training and disciplining of drivers;
and further that every possible enforcement means should be used to
bring about better compliance with existing laws concerning rules of

the road.

18. SIZE AND WEIGHT

The representative of the Division of Highways testified
extensively relative to size and weight of vehicles. He referred to
previouvs testimony herein by representatives of labor'organizations
involved in the lumber industry; suggesting the initiation of legis-
lation which would permit increases in the weight limitations in
proportion to the safety equipment installed on a truck.: He stated
that the Division of Highways wished to take issue with this proposal
because the California legislation on the size and ﬁéight of vehicles

%s among the most liberal in the nation. He then gave a brief summary

of those provisions of the Vehicle Code applicable to this{subject.'

This representative stated that the weight limitations
are the result of many years of study and the consi@eration by
interested parties and the legislature and that aside from.the
purely safety angles having to do with the acceleration and braking
abllity of the vehicle, the weight limitations are based upon tW6
priﬁary considerations: first; to protect highway surfaces, there
must be a limitation upon the axle and wheel welght; second, bridges

or ¢ther structures reduire additional protection because considération
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must be given to the construction and disfribution of weight. The
primary purpose of design being to spread 'the weight over a sub-
stantial portion of the structure;there is, therefore, a very definite &

relationship between the length of a vehicle and the weight which can-

be safely imposed upon such a structuie.

The witness pointed out thaf this subject has also rececived
detailed study in other states becausec of the desirgbility of
uniformity or substantial uniformity betﬁ%en the states, a considerakic
portion of the transportation of both persons and properties by
motor vehicles involving the crossing of many state lines and;_in
some instances, the crossing of the entire nation from coast to
coast. In addition, the witness testified that the American
Association of State Highway O0fficials, which 1s composed of the
engineering staffs of every state in the union; and the Bureau of
Public Roads of the United States has also given this subject in-
tensive study and has adopted in substance the type of regulation
as to size and weight which is presently enforced in California as a
model toward which every state should'strive and that in California
the only departure fronm thesé recommendations has been oh thé side

of being more liberal.

‘ In pointing out the importance from a safety standpoint
of the enforcement of the present regulatlons and the :etention of
the limitations imposed upon the present law, this witness calied
attention to the fact that on the State Highway system for the past
five years, venicles of illegal slze or weight, by reason thereof;
very seriously damaged 33 bridges; 8 of ﬁhich collapsed and that
in addition, more than 75 bridges have been slightly damaged and in
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many instances have been hit repeatedly. He stated that damgging of
bridges oy overheight loads alone has cost in excess of 3500,000 over
the past five years. He stated that it should bhe obvious to everyone
that an over-loaded vehicle cannot be as easily controlled wheﬁ
proceeding downhill as can a properly loaded one, and that more
important from a traffic standpoint are the extremely slow speeds
which necessarily result on ascending grades when vehicles are
over-loaded. He also stated that the heavier vehicle; are not
sufficiently powered to permit specds on ascending g;ades which will
be sufficient to avoid traffic cqngestion and thaf ovef-loading]

inevitably decreases the speed generally which caﬁ be maintained.

This witness testified further fhat the revenues used
by the Hignway Department consist of the receipts or designated
portions of receipts of various taxes imposed upon the distribution
of* fuel used in the operating of motor wvehicles upon the highways‘
and that fundé are insufficient immediately or in the foreseceable
future to permlt the improvement of all highways in our state highway
system to the maximum desirable safety standards. Ee added that
anything which increases maintenance costs or requires the expenditure
of money for reconstruction of highways or bridges because of
- structural failures necessarily subtracts from the money available
for new construction and; as a result; highway improvements nécessary

or desirable from a safety standpoint are delayed.

Modern design standards, continued the witness, to which
highways and bridges are deing constructed, are based upon the
assumption of the continuation of the present limitation of size and

weight and that many highways and bridge§ so constructed in the last

15 years are reascrably safe Ifrom the standPOint\of-gréde] sight
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distance and width of surface so that their reconstruction from
these standpoints will not be required for many years but that any
increase in weight limitations would result in their damage and

require their rebuilding.

This witness then discussed the engineering factors
supporting the views of the Division of Highways and introduced a
chart’(attached to Exhibit 120) showing the relatije increase in
she average welght of commercial vehicles from 1936 to 1949, It
was his conclusion from these figures thap not only have there been
substantial increases in the aVerage weights of the various come
binations of vehicles but that the number of vehicles.carrying
maximum permitted loads have likewise increased very substantially.
In concluding his testimony, the witness stated that the figures
introduced illustrate that the maximum capacity for which the high—

ways and bridges have been designed is being approached and that

since the question of increasing size and the welght limitations was

injected into this hearing, the Division of Highways strongly urges
this Commission to g0 on record agalnst any increases in the sizes,

weight and loading of vehicles in excess of what is presently pro=-

vided by law.

A representative of the Automobile Club of Southern
California also testified that his organization was opposed to any
increase in the permissible size or welight of commerc1al vehicles

because the California law in this regard-is very liberal., He

stated that there should be strict enforcement of the present

limitations.




It is our conclusion after a careful consideration of
the testimony, and we so find, that from the viewpoint of safety 1t
woeuld not be in the public interest to change the laws to increase

the maximum size, weight, or loading of wvehicles.

19. METHODS OF LOADING AND SECURING LOADS

This subject deals primarily with the transportation of
logs, lumber, and hay. In connection with logs and lumber; the
Chief of the Division of Industrial Safety, State Department of
Industrial Relations, testified that by virtue of certain provisions‘
of the Labor Code, his department has rather broad jurisdiction
over the conditions surrounding the places of employment of those
engaged in the lumber in@ustry, including.the'transportation of logs'
and other forest products. That division's primary interest; howQ
ever, has been for the safety of the employee rather than that‘of
the public.

He testified that many meetings have been held between the
representatives of management; particularly the California Lumbermen's
Accident Prevention Association, the representatives of labor working
in that industry, representatives from his department and from the
Public Utilities Commission, as a result of which certain rules and
regulations calculated to promote safety for the employee have been
promulgated and published as a part of the Califofnia Administrative
Code. Suggested rules and regulations calculated to further promote
safety within the lumber industry and in the transportation of forest
products were introduced by the representatives of the two labor

organizations involved in this industry, by the representative of the
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California highﬁay Patrol, and by a member of the staff of the
'Operations and Safety Division of this Commission.

The California Highway Patrol representative also intro-
duced a series of photographs (Exhibits 50 through 61) together with
detailed reports showing typical accldents, many of vwhich were caused
by lmproperly secured loads, failure of load binders, top heavy
loading of ﬁrailers, the shifting of loads of lumber and the over-
loading and improper binding of loads of logs.

It appears that much of the hauling of logs, lumber and

hay 1s done by other than certificated highway common carriers.

The representative of the California Farm Bureau Féderation
testified that it was his opinion that improper methods used ih
loading deserved some attention by this Commission and the nighway
patrol. He added that too many loads of hay fall off on the'highways;
that most of the hay is hauled by permitted carriers and that those
carriers owned by various cooperative assoclations have been muél'_: more
careful about thelr loading methods than have the individuals who own
their own equipment and the public carrlers who haul hay for hire.

Re stated that if this Commission sees fit to recommend the applying
of safety rules and regulations to private carrlers, the farmers
represented by his organization should also.be required to comply
with them.

-

A Commission staff member introduced in evidence a book
entitled "Rules Governing the Loading of Commodities on Open Top
Cars" together with its effective amendments as of 1949, published
by the Assoclation of American Railroads (Exhibits 72~A and 72éB).
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It shows what 1s being done. by the railrocads in many instances in
formulating rules covéring the important subject of methods of
loading and securing loads. The witness stated that fhe rules re~
rpresented the results of 53 years of study and experience and added
that while he recognrnized that‘the operating conditions under'whiéh_
trucks and railroads function are not exactly the same he believed
that the subject of loading on trucks is deserving of at least the‘
same degree of thoroughness as 1s given to the study of the loading
of freight on railroad cars; particularly in view of the trucks!

great exposure to accldents,

The Commission staff rewpresentative also introduced

Exnibit 71-A consisting of photographs, together with eritical

analysis tpereof, showing the various observed methods employed by
kighway carriers in the loading and transportation of lumber; logs
and hay. Thls exhibit contains the following conclusions and re-
commendations: ' |

"Conclusions

"In the investigation Into the prevailing practices exlsting
in the loading of lumber, logs, hay, ete., and the current »ules
and regulations applying thercto, the following conditions were
found to exist:

"l. There is a complete lack of uniformity in the loading
of lumber, logs, and hay, and said lack of uniformity results
in the construction of loads on highway carriers which could
concelvably be subject to falling off of the equipment or
shifting thercon, in such a way as to create a hazard to the
notoring public or pedestrlans. :

"2. This Commission has no rules and regulations applying
toh?hi loading or hauling of lumber, logs, and hay on motor
vehicles.

"(a) The Interstate Commerce Commission, Bureau of
Motor Carriers, rules and regulations applying to the hauling of
various commodities by highway carriers do not apply to the
hauling of lumber, logs, and hay.




"(b) The State of California Department of Industrial
Relations, Division of Industrial Safety, logging and sawmill
safety orders in this connection apply only to the hauling of
logs. However, 1t is understood that this .agency contemplates:
the revision of said current logzing and sawmill safety orders,
ané the extension of their other jurisdictiomsto result in a
general order regulating the hauling of various commodities
oy highway carrier, not regerding class of carrier. Neverthe-
less, it is further understood that such rules would be general
in nature and would not specify loading methods in detail,

"Recommendations

"In view of the findinzs set forth above, the following
recommendations are made for the Cormission's consideration:

"That the Commission (1) continue the study of the
matier of loading of various commodities on motor trucks;
(2) solicit the opinion of industry and labor representatives
through informal conferences, and/or at hearings; (3) work
jointly with the Highway Patrol, Division of Industrial
Safety, and other State zgencies, for the purpose of pro-
mulgating loading rules and regulations covering the loading
.upon and hauling by motor truck of various cemmodities; and (&)
obtain legislation which will assure a strict application |
of such loading rules to all carriers using the public highways
to any degree, regardless of class.!

-

After a careful consideration of the testimony, it is our

conclusion, and we so find, that the above quoted recommendations

are justified and we heredby adopt them as our own.

20. CHAUFFEURS! LICENSES

Four representatives of the organized trucking industry

vestified Rab UNEy consider fhe P dant me£ho&.uséé in the issuance

of chauffeurs' licenses by the Department of Motor Vehicles to be

unsatisfactory and inadequate. Thoy were unanimous in their testimony

that much could be accomplished if the requirements for the issuance
of these licenses were made more stringent and that the examinations

given applicant were to take into consideration the types of vehicles

to be operated by séid applicant.
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One of the witnesses stated he believed that such a change
would have a merked beneficial cffect on the quality of truck driving
orn the highway and on the truck driver's ability.

Another of the witnesses was of the opinion that the Vehicle
Code provisions relative to the issuvance of chauffeurs' licenses
could be greatly improved by requiring tests which would adeguately
determine the ability of the applicant to drive various types of
equipment and that this would be the only way that all truck drivers
could be properly tested and the public safeguarded.

Another witness from the organized trucking industry
stated that the Vehicle Code apparently contemplates some such
tests and standards at present but that thelwording‘is still too
vague and should be changed. |

The general counsel of the Automobile Club of Southern
California testified on this subjeet and stated that the matter was
under consideration by the Division of Drivers! Licenses of the
Department of Motor Vehicles z2nd that a number of years ago the
advisory committee recommended amendments to the Vehicle Code which
were adopted and which permitted that department to examine applicants
for chauffeurs' licenses in a manner appropriate to the licenses to
be received and the type of vehicle to be operated (Vehicle Code
Section 268). It was his opinion that these c¢lasses of licenses shoull

be held to the fewest possible number, and that there should be

special investigations of drivers who are to operate heavy commercial

vehicles and with special examinations for those who are to
orerate combinations of heavy wvehicles. He expressed the hope that
an agreement in this regard can be brought about between the vehicle

owners and the unions representing the drivers which will enable
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the Motor Vehicle Department to put into effect an adequate exanin-
ation system. It was his further bellef that this would accomplish a
great deal of good because heretofore there has been practically no
suitable examination for these who opérate the heavier types of

vehicles,

In view of the fact that all drivers, whether operating

certificated vehicles or not, are subject to the Vehicle Code, it
is our conclusion that an adequate and comprehensive examination
system for chauffeurs' licenses should be'put into effect by the
Department of Motor Vehicles at the éarliest possible time.

2l. HOURS OF SERVICE AND DRIVERS' LOGS

_ A public witness recommended that the number of hours
"a driver is allowed to drive should be controlled. Tt appears that
the Vehicle Code (Section 602) and the Commission's General Order No.
93~A are not exactly the same. The Vehicle Code permits the drivers
of property carrying vehicles te drive for 12 consecutive hours,
while General Order No. 93-A restricts drivers of certificated highway

common carriers to a ten-hour period with certain‘exceptions.

The representative of the Tank Truck Operators Assoclation
testified that his assoclation feels that the regulation requiring
the drivers of highway common carrier vehicles to drive not more than
ten hours is too stringent and that the 12 hour provision of the
Vehicle Code is more recasonable and not inimical to safety on the
highways. It was his belief that the drivers should not be restricted
to ten hours by the Cdmmission'!s rules and regulations‘when the‘general‘

state law permitted 12 hours.
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Another representative of the organized trucking industry

testified in connection with hours of service and drivers' logs that
re had attended the hcarings preceding the adoption of the existing

rules applicable in interstate traffic and had heard thg nation’s‘
experts disagreé on the subject. He stated that he did wot know Just
what the rules should bé with respect to these matters; but that 1t
scemed to him that those people intimately acquainted with the
Interstate Commerce Commission's rules and regulations and their
application to the trucking industry are fairly well satlisfied that
they are sound. He stated that he saw no particular‘objection to
having similar provisions established in California whétherlthey are
made by rules of this Commission or added to the Véhiclé Code., |

The representative of the California Rallroad Assoclation
was of the opinion that the drivers of all types of highway carriers,
even of proprietary carriers, should be required to maintain driver's
logs for the purpose of checking on hours of servicc; adding that the
keeping of a log would enable enforcement officers of a;l governmental

agencies to more easily enforce the hours of service law,.

It 1s our conclusion that it would be desirable to have
uniformity in the hours of service regulations applicable to all
types of highway carriers, both intrastate and interstate, and

whether certificated, permitted, or propriectary.

It is also our conclusion that the use of driver's logs

in a manner similar to that required by the Interstate Commerce
Commission should be established in California and made applicable
to all types of over the road commercial vehicles. It appears that

these matters can be best accomplished by having appropriate
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legislation enacted as part of the Vehicle Code. It is our further

conclusion, therefore, that this Commission should recommend to the

legislature consideration of the enactment of such legislation.

22, IDENTIFICATION ON TRUCKS

Considerable testimony was received on the subject of
identification on trucks. All who testified favored adequate
identification which would make it possible for anyonevto easily
identify the ovmer or operator of the wehicle. This Commission's
representatives who made the field check testified that it was
difficult, if not impossible, at times; to ascortain the name of
the operator either because the name was not carried at all or could

not be read.

Two representatives of the organlized trucking industry '
favored adequate identification not only on owned equipment bdbut |
also on leased equipment. One of these witnesses added that the
present regulation of the Interstate Commerce Commission in this

regard appeared to be satisfactory.

It is our conclusion that all property carrying motor
vehicles should be required to be identified in a manner similar
to that provided by the Interstate Commerce Commission regulations
and, therefore, that this Commission should recommend to the
legislature the enactment of appropriate legislation‘aé«part of the
Vehicle Code.
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23, INSURANCE REQUIREMENIS

Two representatives of the organized trucking industry
testifled that the present insurance requirements were unrealistic
and inadequate, and that the miniimums required should be increased
5o as to bring them more in line with the upward trend in prices and
costs. It was his opinion that such action would tend to imprdve the

safety situation.

Another witness testified that in his opinion the present
22mits of public liability and property damage insurance are much too -
pem low. He added that his company provides for limits on public <E§£3
liability of $50,000/$100,000 and on property damage of $50;OOO. |

It is our conmclusion, and we so find, that this Commissicn

should undertake, on its own motion, an investigation to determine

proper and adequate linits for pubdblic liability and property damage

insurance requirements.

24. SAFETY PROGRAMS

Representatives of the passenger stage corporation industry
and the trucking industry testified extensively on the general subject
of safety and on safety programs and introduced numerous exhibits
relative thereto,

(a) Passenger Stage Corporations

In connection with passenger stage corporations, the records
show that appvroximately 209 companies report to this Commission.

These companies in 1948 operated a total of 223,679;099 bus miles.
Six witnesses representing'eight of these carriers testified in this

proceeding. These eight carriers operated a total of 111,265;95h.bus
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miles in 1948, No testimony was introduced on behalf of the

remaining 197 bus or stage lines,

Attention was called to the fact thet in addition to the
bus and stage lines opeorating under the Commission's jurisdictioh,
there are a large number of municipally owned buses; bus lines
opcrated wholly within a single city, school buses; charter buses
and buses hauling agricultural workers not under this Commlssion's
jurisdiction, especially as to safety and from which no reports\as
to accident experience are received. The uniform application of
safety rules and regulations to these segments of passenger trans-

portation operations descrves legislative consideration.

It appea rs that the passenger stage cornormtions whose
representatives testified, fully realize the importance of an
adecquate safety program., In seve;al instances thesc programs have
been cmbarked upon after extensive study of the p;oblcm and the‘
coming to a realization of their nceessity. The programs of all of
the companics introducing testimony involve a comprchensive basis
for the sclcction,'schooling,‘training and suporvision of the
drivers. Somc of the tests given to applicants cover montal abilily,

the Johnston temp.rament analysis, vocational aptitude and the

Minnasota Iultiphas*c personality inventory. Alse includéd‘in these

testing programs arce gulded interviows, pbYolOlO leal tesiulng,
Xeystone Telobinocular tests, toste for color blindncos, reaction
time, ficld of visions and dcpuh of perception, psychological tcst*ng,
inecluding the Otls cmploymant test, driving Xnowledge cxaminatlon

and Kuder Prcforencc rceord.  In addition, a physieal cxamination is'

givon invelving complete medical checkups by a competent physician,
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The driver's training schools include a general description
of a drivers responsibility and his advantages, instruction in coach |
operation, with emphasis on how to prevent various kinds of-écéidents,
instruction in the operator!s manuwal and a full déscription of all
rules and regulations of the Interstate Commerce Commission and state
agencies, as well as all rules and.genéral ¢company or@ers and account-

ing work,.

The prospective drivers are also given instruction on‘the
paintenance of the types of buses operated and on the use of fire
extinguishers. Practically all programs require each student driver
to spend a minimum time in actwal driving practice after which he is
assigned to student break-in trips. Upon completion of the school
training, the new driver is assigned a minimum numbér-bf‘days under a
selected senior operator in regular scheduled service; during which he
1s expected to learn bus operation by observation and by acfually
driving the bus under the senior operator's supervision, After the
nev driver is assigned to regular operation, regular_éhecks-are'made

by the safety superintendent and other éupervisorial personnel.

All of the companies represented carry on a continuous
safety program involving merchandise rewards in drivers! safety |
contests, safety bulletins sent both to the driver and to his home;
bulletins which are posted conspicuously at all'terminals, frequent
safety meetings and other rewards for various periods of accident-
free driving. |

Wh;le the individual programs may vary in some of the details,

fundamentally they are essentially the same.
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A1l of the companies appeared to follow, with considerable
benefit to themselves and with great increases in safety, oxtensive

and well integrated preventive maintcnance programs,

Examples of the accomplishments of some of these compan?es
show commendable results. One passenger stage corporation in 1946
operated 39,821 bus miles between accldents and for the first nine
months of 1949 operated 79;197 miles between accidents. In 1946 this
company operated 19;867;3%0 miles between bus passenger fatalities '
and 1in 1949 this figure had been increased to 77;752;9h2 bus miles.
Exhibit 31 introduced dy this company shows that 1;92% drivers had
a total of 630 driver years of safe driving including two drivers
with seventeen years, three drivers with sixteen years, one driver
with fifteen years, thirty drivers with ten yoars; and 125'drivers
with five years.

It is not decmed necessary to set forth fully the individual
results of ecach of the passenger stage corporations whoselreprcsen—_
tatives testified. The testimony and evidence introduced by them

likewise shows commendable results,

It is our conclusion, based upon the record, that the safety

programs followed by those who appearcd and testified, are very:

necessary and desirable and their usc should be continued and

encouraged,

The record does not reveal the character of the safeﬁ&‘pro—
grams followed by the companies which did not appear in this hearing
and it is hoped that their absence does not indicate indifference on
this subject. It 1is our conclusion that if thoy do not have and are




not following adequate safety programs at present they should take

steps immediately toward their cstablishment.

(b) Trucking Industry
The principal witness of the organized trucking industry

was the executive secretary of the California Motor Truck Assoclation
which is composcd of the varlous trucking associatlons in'California.
This witness is also the general manager of the Motor Truck Assoclation
of Southern California. He testifiecd that the various'trucking
associations in California have carncstly concerned themselves with the
problem of highway safety and stated that such concern must be para-
mount for threce reasoms: (1) the human abhorroncC‘for-dcath or ine-
jury; (2) the economic cost of accidcnts; adding that an‘dperator'.
cannot long remein in the trucking business if he has many accidents;
and (3) tho public relations angle, adding that if the trucking
industry doces not make safety paramcunt it wili not e possible for
it ©To continue to operate on the highways. This witness testified -
further that of the many factors involved in the approach to the
safety problem the organized trucking industry has concentrated its
attention on those that it is qualified %o approach and study; ané
has cooperated with state ageneies and other groups on ﬁany of the
other factors in programs caleulated to promote safety. |

Many of the programs followed by the organized trucking
industry, continued the witncss, cmanate from the American Trucking
Assoclation, a federation of state associations, which has a permanent
rcscarch organization constantly studying the problem of aceidonts

and causcs of accidents and makes suggestions on how to reduce or

climinate them. OnéofthQEprograms 1s the so-called S.0.S. program,

or Sights On Safcety, a roward incentive program for drivers. Ahother_

program 1s the truck "Roadeo" contest involving statc and national
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contests based on drivers' skill., 8till another program is the

"Driver of the Month" contest in which outstanding drivers are

selected and given awards.

The organized trucking industry in the southern part of

California established about three yecars ago, what is known as the

Drivers Safety Center, a non-profit organlzatlon 5ponsored jolntly

by the Motor Truck Association of Southern California and the Vestern
Line Drivers' Council of the Teamsters! Union. Tt specializes in
conducting physical examinations and other tests of*drivers for the
trucking industry with very favorable results., At the present time
this center is operating only in Southern California but the establish-
ment of a similar set-up in the northern part of the state is under
consideration. From the results shown by th@ record this would

appear to be a desirable objective and one likely to improve the

safety performance of the trucking industry.

It also appears that the organized trucking'industry uses
other available means to continuously promote safety such as publica-
tions, films, safety meetings, road. checks and in addition, collects
and evaluates all available statistics and information. In this
connection the witness- testified that it has been extremely dszicult
to find out the real "why" of accidents. It was his opinion that the
most important factor is the man behind the wheel. For this reason

great stress has been laid upon the selection, training and continuous

education of drivers.

In summary, this witness stated that more improvement can be
achieved in highway safety in so far as it involves trucks by develop-

ment of voluntary action on the part of the industry itself in.
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improving the quality and attitude of the men driving the trucks, He
stated that it is his firm belief that there is no other way to

approach the »nroblen,

He also stated that the present proceeding is one in which
the entire trucking industry has desired to take an active part and
that it has caused the members of the various associations in the state
to take an inventory of their safety programs. Some of the carriers
and some segments of the trucking industry; he testified, were very
apprehensive about this hearing but he believes that the great.

majority welcome the opportunity to show what they are doing.

Other witnesses for the for hire property carriers testi~
fied generaliy along the same lines relative to their safety prdgrams
including preventive maintenance procedures and emphasized that any
successful salety program must be based upon good management and
adequate employer-employee relationships; and fqrther that 1t is
believed the safety programs now being followed are producing good
results, that it is clear that safety is not any one thing but a con- |
tinuous program and that the organized trucking industry as such has
reached a definite goal in connection with safety far above and beyond
the normal requirements of any regulatory body. All recognized that
perfection has not been achieved but that the endeavor_tovattain a
good safety record is a long and never ending struggle. They also

stated that their accident frequency record has been greatly improved

as a result of the safety programs being followed.

It appears from the record, and we so f£ind, that notwith-
standing these commendable safety programs being foliowed by the
highway transportation industry and progress in the field of safety,
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thcré 15 still wide spread disregard and non-compliance with the
Vehicle Code. Thercfore, it is our conclusion, in vicw of the
industry's belief that voluntary action on its part is the hest
solution .of the highway safety problem; that it should leave no stone
unturnod to bring about a morc complete compliance with the pro-

visions of the Vehicle Code than is being achiceved at prcsent. 

25, TACHQOGRAPHS OR SIMILAR RECORDIVG DEVICES

The Director of Safety of a substantial earrier was called
to the stand and testiflcd at some length in the use of tachographs
or similar recording instruments which make a poermanent rocord on
a chart of the specd, standing timc; miles traveled, and total
clapsed time hetween all way points and terminals. He stated that
his firm has lnstalled a tachograph in cach of the units owncd by
it and‘that they have been in use for over five yecars. At first the
tachograph was called a "stooi pigeon” but thls attitude has beon
completely overcome for the reason that the drivers have come to
realize that it really protects the good driver and that only o "eramk' -
will try to beat it. This instrument glves the maintcnance depart-
ment a complcte index of what is hoppening. e stated that trans-
mission overhauls have decercased tremendously since these instruments
were installed and they enable the maintenance department to learn
of the oxoct éonditidns surrouncing tho operation of a truck. The
primary rcason for installing tachographs: is to secure data on and
keep supervision of the operation of a truck at all points on the
highway. What is nceded is more control and this is given by this
instrument. Notwithstanding the highway patrol; the insuranca

companles'! patrols, the companics! volicies and regulations, safety
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programs, and federal and state laws; the driver is many times out

on the highway alone and the tachograph(or other similar recording
device makes a permanent record of what is going on at all times,

Its use constantly works to increase safety on the highways not only
for the truck on which it is 1ﬁstalled but also for all others usirg
the highways, It was his opinion that the installation of such an in-
strument would be a distinct advantage to all highway carriers and

strongly recommended its use.

While we do not deem it advisable to recommend compulsory
installation of such recording instruments at this time; it is our
conclusion that they offer an invaluable aid in controlling the
operation of motor vehicles and in promoting safety on the highways,
and therefore their use should be given serious study and earnest
consideration by all operators of over the road commercial motor

vehicles.

26, CONSIDERATIONS CONCERNING EXTENT OF PUBLIC
UTILITIES COMMISSION JURISDICTION

Practically every interest aprnearing at this hcaringvtesti-
fied concerning the enlarging of or restriction of the Public Uti;ities
Commission's Jurisdiction and authority over safety of operations.

Some advocated the extension of the Commission's jurisdiction similar
to what it now has over railroads; that the .-Transportation Rate Fﬁhd
Act (Statutes 1935, Chapter 683 as amended by Statutes 1937; Chapter
831) should be amended to authorize the Commission to use. these funds
for the purpose of enforeing safety ordersj that 1egisla£ion'bolintro-
duced authorizing the Commission to revoke the opcrating rights of

those carricrs found to be consistent andvrlagrant vioclators of‘
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Vehicle Code provisions and that if the safety rulc:*s of the Cémmiss:t.on
were applied to permitted and proprietary carriers, the farmer owned
vehicles also should be required to obsexrve them; that laws be passed
requiring all highway carrlers to comply with this Commission's safety
rules and that the Commission's jurisdiction over intrastate carrlers
be made comparable to that of the Interstate Commerce Commission over

interstate carriers.

Others advocated that either the Commission's jurisdiction
remain as it is without any further extension or that it be restricted
to the extent of placing all safety rules and regulations governing
the operation of commercial motor vehicles on the highway in the
Vehicle Code.

Those advocating the latter view pointed out that atthe present
time this Commission's safety rules andlregulations apply only to
highway common carriers who represent approximately 2% of thg regis-
tered commercial vehicles; that it would be manifestly unfair to apply

more restrictive provisions to this group than to the remaining 08%.

It was contended by some that the Vehicle Code, with enrofée-
ment by the highway patrol, is the proper place for ruleé'and regula-
tions involving the safety of operations on the highways; and that
if this Commission's rules and regulations were extended, it would

be impossible for it to effectuate adequate enforcement.

One witness expressed doubt as to the legality of this
Commission's authority to establish more stringent regulations for
those under its jurisdiction than are contained in the Vehiclé Code

applicable to all commercial motor vehicles. It is our conclusion

© that this particular view is without merit for it is the established
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law that this Commission's authority controls in matters of sgfety

of operations as to those carriers subject to the provisions of the
Public Utilities Act. |

It can hardly be gainsaid that it would be desirable in the
interest of safety on the highwéys, to have the same safety rules and
regulations apply to, and be adequately enforced in-connection with
all commercial vehicles including certificated, permitted, proprietary,
and private carriers, If all highway carriers were made subject to
this Commission's safety jurisdiction, obviously 1% would require
adequate enforcement persomnel with a tremendous increase in fhé“
Commission's personnel and a commensurate increase in the Commission's-

budget.

It is our conclusion, based upon the testimony and évidence
of record, that the rules and regulations governing the safety of
operations of all carriers on the highways should remain in the Vehicle
Code; that this Commission, however, should continue its activity
in the safety field in connection with adequate and safe equipment;
including preventive maintenance programs; and that legislatidn“
should be considered extending this phase of its safety juris#iction

to a2ll carriers under its general jurisdiction.

In the foregoing opinion, we have already considerea the
question of revoking or suspending the operating rights of carriers
found to be consistent and flagrant violators of Vehlcle Code

provisions.




27. SUMMARY OF CONCLUSIONS

Based upon the record and the findings heretofore made, we

have reached the following comclusions:

(1) A limited nurber of reflectorized "high=-speed traln"
signs should be installed at selectecd railroad crossings agreed to
by the railroads and the Commission's engineers for temporary
experimental purposes only.

(2) The organized trucking industry; all other operators.-
of commercial vehicles, and passenger stage cofporations, should

use every possible means at thelr command, including thefﬁroper

training and indoctrination of their &rivers, to eliminate grade

erossing accidents,

(3) The grade crossing program of the Commission is pro-
ducing good results and should be continued; thevrecomﬁendatidns |
made in the Commission's survey entitled "General Statewlde Cfossing
Survey of the State of Californla", dated December 15, 19h9‘(Exhib1t
66), are in the public interest and should be effected as]expe@itiously |
as possible, consistent with the cooperation and assistance of the
State Division of Highways, counties and citles involved, the Federal
Government and the rallroads; the improvement of facilities and .
property of the railroads, as recommendéd, will promofe the hea;th
and safety of employees, passengers and the public; the Commission
should institute an investigation into the necessity of fevising_its :
General Order No. 75-B; and where necessary to implement the authority
of the Commission by legislation to be reéommehdcd by the Comﬁission
to the ILegislature of the State of California.

(%) The information and recommendations set forth in the
three studies introduced in this proceading by the Interstate
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Commerce Ccmmissicn's representative entitled "Motor Carrler Accidents
1945-1946", "Analysis of Mechanical Aceldents of Mctor Carrlers, 19#7"
and "Motor Carrier Fire Accidents, 194+8" (Exhibits 18 19, and 20),
respectively, should be given careful consideration and study by 2all
motor carriers.

(5) The present penalties are inadequate and ineffective
in curtailing overload violatlons and this Commission shculd
recommend to the state legislature the amendment of the Vehicle
Code to provide for increased penalties, Alsc; in ccnnection‘with

the overloading of trucks, the Commission's staff should examine

the highway patrol's reports from time to time and if it is found

that the carriers fail to show a needed improvement in the elimination
of overloads, the Commission should institute an investigation; on
its cwn.mcticn, to determine what further measures should be taken
and what recommendations should be made‘toward a correction of this
situation.

(6) The subject of enforcement should be given study by
the Legislature of the State of California, in conjunction with the
California Highway Patrol and other interested organizations and
groups, for the purpose of ascertaining whether'additional enforcement
personnel are needed and justified, giving particular consideration
to the highway patrol's statistical and clerical load and activities
not directly related to the enforcement of the Vehicle Ccde.

(7) In connection with carriers coming under this
Commission's jurisdliction, inecluding buses and both certifmcated and

nermitted trucks, the Commission should proceed on its own motion,

to institute proceedings looking to cancellation or suspension, for

specified periods of the operative rights of those carricrc whose

records indicate a consistent and flagrant disregard of the provisions ' -
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of the Vehicle Code or the Commission's safety rules and regulations.
(8) That the speed differential detween the classes of
motor vehicles specified in Section 515(a) of the Vehicle Code and
private passenger vehlcles creates a serious threat to safety on the
highways and that therefore this matter should be brought to the .
attention of the Legislature of the State of Californjia for further

consideration.

(9) That the problems involved in comnection with the

"rules of the road", yhicn includes overtaking and passing,”following
too closely, use of mud aprons by commercial motor vehicles, bunching
and cutting in, and a uniform speed requirement or a performance
ability standard should be given further study and consideration by
all interested authorities, groups and parties, including fhe
Legislature of the State of California.

(10) That from the viewpoint of safety it would not be
in tpe publig interest to change the laws to increase the maximum
size, weight, or loading of vehicles.

(11) In connection with the existing practices in the
loading and securement of loads of lumber; logs, hay; and other
commodities, the Commission showld (a) continue the stﬁdy of the
zatier of the loading of commodities on motor trucks; (b) solicit 
the opinion of industry and labor representatives through infofmal
conferences or at hearings; (¢) work Jointly with the Caiirornia
Highway Patrol, the Division of Imdustrial Safety; other state and
private agencies, and shippers with the objective of promulgating
loading rules and regulations governing'the lbading upon and:hauling
by motor trucks of various commodities; and (4) reéommend to the’
Legislature of the State of California the introduction of appﬁopriate
legislation calculated to assure a2 striet application of sueh loading
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rules and regulations to all carriers using the public highways,

regardless of class.

(12) This Commission schould recommend to the state
legislature the amendment of the Vehicle Code so as to make mandatory
an adequate and comprehensive examination system for chauffeun:é
licenses. |

(13) It would be desirable to have uniformity in the hours
of service regulations applicable to all types of highway carriers;
whether certificated, permitted‘or proprietary. The‘necessary._
changes to accomplish this result should be made in the Commission's
rules and regulations, and recommendations should be made to the
legislature of the State of California to make whatever‘chénges are
necessary in the Vehicle Code. ' |

(14) The use of driver's logs, in a manner similar to that
required by the Interstate Commerce Commission, should be established
in California and made applicable to all types of commercial vehiclés
operating in over the road service and; to this end;‘the Commlssion
should recommend to the legislature consideration of the enactment .
of such legislation.

(15) All property carrying motor vehicles should be re-
quired to be identified in a manner similar to that provided by
Interstate Commexrce Commission regulations andlthis Coﬁmiséion should
recoxmend to the Legisiature of the State of California the enactment
of appropriate legislation as a part of the Vehicle Co&e.

(16) The present minimum insurance requirements for
property carrying vehicles under this Commission's jurisdiction
appear unrealistic and inadequate and, therefore, this Commission; on

its own motion, should undertake an investigafion to determine
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proper and adequate limits for public liability and property damage

insurance for these vehicles.,

(17) A1 carriers of persons and'property who' do not have
and are not following adequate safety programs should take steps
immediately to establish such programs.

(18) That notwithstanding the many commendable safety
programs being followed by the nighway transportatioﬁ‘industry and
rrogress in the field of safety; there still remains a widespread.
disregard for and noncompliance with the Vehicle Code. Therefore, it
is our further comclusion, in view of the belief expressed during
thals hearing that veluntary action is the best solution to the high—
way safety problem, that the entire industry ghould take whatever steps
are necessary to bring about a more complete compliance with the
provisions of the Vehicle Code than is being achieved at present.

(19) It is not deemed advisadle to recommond compulsory
installations of tachographs or similaf recording-instrumentS'at
this time. However; 1t is our further conclusion that suéh in=
strumenvs offer an extremely valuable aid in controlling the operation
of motor vehicles and in promoting safety on the highways, and ,
that their use should be given serious study and earmest cohsideration
by all operators of motor vehicles in over the road operations.

(20) That the safety of opcfations of all carriers on the
highways should continue to be subject to the provisions‘of the
Vehicle Code and the enforcement thercof by the Calirornla Higbway
Patrol, subject however to the provisions of Secetion 42 of the
Public Utilities Act. |

(21) That this Commission should continue to be active in

the safety field in requiring adcquafe and safe cquipment and as to
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preventive maintenance programs, and should recommend legislation

to the Legislature of the State of California extending this phase

Gf ité gafeﬁv juris&iciion ﬁo all carriers'preséntly subjeect to its

general jurisdicitionald control.

(22) The uniform applications of safety and preventive
nmaintenance programs ané rules and regulations concerning safety of
operations of those passenger carriers not presently under this
Commission's jurisdiction should be given consideration by the

legislature.

Based upon the evidence of record and upon the findings

and conclusions set forth in the preceding opinion,

© I? IS ORDEPED:

1. That the Commissicn undertake on its own motion the;'
following investigations

(a) To Getermine the necessity of revising Ceneral Order No.
72-3. .

(b) To determine proper and adequate limits for public liébility’
and. property damage insurance reguired of all hishway carriers under
the Commission's jurisdiction.

2. That the Comniscion proceced to initiate procéedings
looking to the cancellation or suspehsion; for specified‘periods; of
the operative rights of those carriers whose records indicate a
ccnsistent and flagrant disregard of the provisions of the Vehicle
Code or the Commission's safety rules and regulations.

3. That a copy of this decision be forwarded to the
Governor of the State of California. |
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L. That the Commission transmit to the ILegislature of the
State of Califernic this decicsion together with the.followingf
recemmendatioens:

(2) That the lesiclature undertake a study in conjunction with
the California Hichway Patrol and others of enforcement of Vehicle
Coda provizicas for the purpose of ascertaining whether additibngl
enforcerment personnel are needed and"just‘fied; giving particuiar
concideration to the highway patrol’s statistical and.clericai load
and activities nunt diroctly rolafed Lo the enforcement of the
Tehicle Code. |

(t) That further consiceraticn be given to the existing
speed differentlal hetween wvehicles spceified In Vehicie Co@e Sectlon
515(a) ard private passenger cars and the resultant threat to safety
on the higaways. |

fe¢) That the legislature in conjunction with others 1nterested;
should comduct further study of the laws involving overtaking and
rassing, follcewing too closely, bunching; cutting in, use of nmud

aprons by commersial motor wvehicles, and of the desirability and

feasibility of establishing a wniform speed requirement#f or performanée ‘f

ability standard for commerclal motor vehicles.

(2) That there be no change made in the laws to inercase the
maximum size, welght, or leading of vehlecles. |

(e) That the legiclature amend the Vehicle Code so as to make
mandatory an adequate and comprehensive examination for chauffeurs!
licenses,

(f) That the legisclature amend the Vehicle Code so as to
establish uwniform hours of service for drivers of all commercial

vehicles in over the road operctions,
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(g) That the 1egislaturé amend the Vehicle Code so as to require
all drivers of commercial vehicles operating in over the road service
to keep and maintain an appropriate type of ‘drivers' log. | |

(h) That the legislature amend the Vehicle Code so as to require
all property carrying commercial wvehilcles to be properly identified
by displaying the name of the carrier on each slde and the rear
thereof in a manner similar to that required by the Interstate
Commerce Commission rules and regulations.

" (1) That the legislature amend the Vehicle Code to provide sub-
stantially increased penalties for violation of the maximum‘weight
provisionsof that code. | (§Z§f>

(3) That the leglslature give consideration to the uniform ‘
application of safety and preventive maintcnance programs and rules
and regulations concerning safety of operations of those passcngef
carriers not presently under this Commission's jurisdictioh.

5. That in the revision of this Commission's General Order
93-A now under submission in Cases 5097 and 5098; cénsideration be
glven to Lringing about uniformity in the hours of service rules
and regulations.

6. That this investigation be held open and that a further
hearing be set at a time and place to be determined after the close
of the year 1950 for the purpose of:

(a) Receiving reports from Commission staff members on the

matters they have been requested to further examine in the roregoing

opinion.

() Receiving reports of the results of the experimental
installétion of reflectorized "high sveed train" signs.

(c) Ascertaining what progress has been made by highway

carriers, including passenger stage corporations, in‘cstablishing‘
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safety and preventive maintenance programs and what has been
accomplished by tﬁe highway transportation industry toward bringing
about a more complete compliance with the Vehicle Code by the use of
"voluntary action'.

(d) Receiving reports on grade crossing accldent experienée.ﬂ

(e) Ascertaining what has been accomplished as to the elimin-
ation of overloading. | |

(f) Ascertaining what has been accomplished toward developing
rules and regulations concerning loading and securement of loads on
commercial motor vehicles;

(g) Receipt of evidence relating to any further'matfers that

may appear necessary concerning the problem of safety'on the highways.

7. That Southern Pacific Company, The Atchison, Topeka
and Santa Fe RPailway Company, Union Pacific Railroad Company, énd The
Western Pacific Railroad Company are authorized and directed to
install and maintain on an experimental basis, within ninety (90)
days from the effective date of this order; a specilal reflectorized
sign substantially as illustrated on Exhibit 69 in this proceeding;
at the followlng crossings on their respective lines of railroad:

SOUTHERN PACTIFIC COMPANY

Crossing No. E-36.6 « Ada Avenue
Crossing No. E-72,2 - Tennant Street
Crossing No. 4-17.2 - County Road
Crossing No. A-35.% = County Road

THE ATCHISON, TOPEKA _AND SANTA FE RAILWAY COMPANY

Crossing No, 2-98.2 - Hellman Avenue
Crossing No. 2-109.5 = Cienega Avenue
Crossing No. 2-162.7 - Cerrifos Avenue
Crossing No. 2-233.2 - Lacosta Boulevard




UNION PACIFIC LROAD COMP

Crossing No. 3-9,3 - Van Norman Road
Crossing No. 3~-34%.5 = Ramona Avenue
Crossing No. 3-39.0 - Grove Avenue

IHE WESTERN PACIFIC RAILROAD COMPANY

Crossing No, 4%156,0 - Pleasant Grove Road

Crossing No. 4«162,0 - Nicholas Road

Crossing No, 4=162.6 - Pacific Avenue

Within thirty (30) days thereafter, the carriers shall
notify the Commission in writing of the installation of these

siguns,

The effective date of this order shall be sixty (60) days

after the date hereof.

Dated at :

ca_y California, this _ /g%

day of __ /g iie i , 1950,

COMMISSIONERS = .
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APPEARANCES

S. G. Ballard, for Brotherhood of Locomotive Trainmen; E, W. Dickey,
for 3Zrotherhood of Locomotive Inglneers; S, A. PBuckley,
California State Legislative Committee, Brotherhood of
Rallway Clerks; Henry C. Sarri, for International Association
of Machinists; G. ¥. Irvine, for Brotherhood of Locomotive
Firemen and Tnginemen; C, O, Davis, for International
Brotherhood of Blacksmiths, Forgers and Helpers of the
Southern Pacific Rallrood Company and Western Pacific
Railroad Company; C. M, Gibbens, for Brotherhood of Rallroad
Carmen of America; F, G. Pellett, for Brotherhood of Railroad
Trainmen; C, . Goeble, for Order of Rallway Conductors;

John Gardner, for Southern Pacific Carmen.,

Kermit Maxwell, C. Kutz and Gordon Duggan, for International Wood-
workers of America, C. 1. 0.3 Clyn Cantrell, Robert Giesick and
Daniel Johnston, for Lumber and Sawmilil Workers, A. F. of L.;

Douglas Erookman, for Paciiic Greyhound Lines; E._ J, Potter, for
Ley Systenm fransit Lines; L. G. Perry, for Peerless Stages, Inc.;
2. F. Campbell, for American Bus Lines, Burlington Transporta-
wion Company and Gibson Lines; David B, Canning, for Los Angeles
-ransit Lines; Randolph Xarr, for Pacific Ilectric Railway
Company; Gordon, Knamp & Hennessy, by Wyman C. Knapp, for
American Bus lines, Burlington Transportation Company and
Gibson Lines; Robert W, Walker and Frederic A, Jacobus, for
Tae Atrhison, Topeka & Santa Fe ITransportation Company;
Z. Z. Bennett, for Union Pacifiec Railroad Comnany and Overland
Greyhound Company.

Z._H. Hart, for the Draymen's Association of Alameda Countys -
Pussell Bevans, for Draymen's Association of San Francisco, Inc.,
and San Francisco lovers, Inc., Larry M, Fites, for Truck
Ouners Association of Caiifornmb; Arloe D, Poe, for California
Motor Transport Assoclations, Ine., Motor Truck Association of Southem
California and Truck Ownors' Assoclation of Califernia; H. J.
Bischoff, for Southern California Freight Lines and Southern
California Frelght Forwarders; Williom L. Osborne, for Walkup
Drayage and Jarchouse Company; Robert L. ieCorltie, for
Callison Truck Lines; EBernard S. Moxris, for Morris Draying
Company; L. A, Oswald, for Rallway SXpress Ageney, Inc.; Wade
Sherrard, Lfor Motor Truclk Association of Southorn Callforndas;
Frank Terramorsc, for Kentner Truek Lines; Z. O, Blackman,
for Cclifornia Dump Truck Owners' 4ssoclation; Edward M. Berol,
for Tank Truck Opsrators' Association; Charles C. Miller,
for Monterey Bay Draymen's Assoclation; Claude Minard, for
Californiz Rallroad fssociation; R. Z. Wedckind, California.
Rzilroad Association and Southern Pacific Company. '
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Zdwin A. Xonny ond James Adams, Dircetors, Golden Gate Bridge and
Hlghway District; Pete H, Dawson, Distriet Director, Rureau
of Motor Carricrs, Interstatc Commeree Commission; évia s
Holmos and A, C. Blackman, Division of Industrial Safcty,
Department of Industrial Relations, State of Californiaj
i, L. Turlington, for the Governor's Committee on Safoty on
the San Francisco-Oakland Bay Bridge; Robert Reed and Russecll S.
Munro, for Department of Public Works, Division of Highways,
State of California; E. Ravmond Cate, Chicf, California Highwoy
Patrol. ‘ ‘

zdwin S, Moore, for Californis State Automobile Association;
J. Allon Dovis and E. B, Fast, for Automobile Clubd of Southern
California.

Kathic Zahn, in propriz peorsona; Iver C. Larsen, for National
Safety Council; Joe C. Lewis and Helga weigzert, for California
Farm Rescarch and Leglslative Committec; J, J. Douel, for
California Farm Burcau Fedoration.

J. G. Hunter, for the California Public Utilitics Commission.
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WITNTISSES

State and Federal Agencies:

Pete H. Dawson, District Director, Bureau of Motor Carriers,
Interstate Commerce Commission;

A, C. Blackman, Division of Industrial Safety, Department of
Industrial Relations of the State of Calilornias .

Edwin A, Kenny, Vice President, Golden Gate Eridge and Highway
District;

5, Raymond Cato, Chief, California Highway Patrol;

Thad Douarin, Captain, California Highway Patrol;

J, C. Young, Traffic Zngineer, and Robert E. Reed, Californla
Division of Highways. o

Automoblile Clubs:

Edwin S. Moore, Manager, Public Relations Department,
California State Automobile Association;

J. Allen Davis, General Counsel, Automobile Club of Southern
Californiaj

E. E. East, Chief Enginecr, Automoblle Club of Southern
California.

Labor Orranizatlions:

F. G, Pellett, State Representative, Brotherhood of Railroad
Trainmens .

Kermit Maxwell, Chairman Safety Committee, Distriet 13,
International Woodworkers of America, C.I1.0.;

Henry C. Parrd, Assistant Gencral Manager, District Lodge
No. ©9, International Association of Machinists;

F. W, Dickey, Brotherhood of Locomotive Engincers;

C. E. Goeble, State Legislative Representative, COrder of
Railroad Conductors;

S. A. Buckloy, Chairman State Legislative Committec, Brother-
hood of Rallroad Clerks; Secretary, California State

Leglslative Doard, failroad Brotherhoods;

C. 0. Davis, General Chalrman, International Brotherhood of
Blacksnjths, Forgors and Helporss

Robert Glesick, Nerthern California District Cowncil, Lumber

ana Sawmill Workers, A. F. of L.

Other Witnesses:

Kathic Zahn, Iin propria persona;
Jee C, s.ewig, Asscmblyman, 39th District, Kern County

Parmer; Mastor Local Grange: Viece Chalrman, Join% Committee
for Grade Crossing Safectys

J. J. Deuel, Director, Public Utilities Department, California
Farm Bureau Federation. ‘ ‘

Roilroads:

Claude Minard, Director, California Railroad Associationg. (5;;§>
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Passenger Stage Cornorations:

Glen C, Magnuson, Dircctor of Safety, Pacific Greyhound Lines;

L. G, Perry, Pcorless Stoges;

D. B. Millcr District Manager, Overland Greyhound Linecs;

Fred C. Patton, Genoral Supcrintendcnt Passenger Servico,
Pacific Electric Rallway Companys

Arthur Nay, General Manager, Santa Fe Transportation Company
ard Transcontinental Buu Systen;

H, F, Campbell, Supcrvisor of Operations, American Bus Lines,
Burlington Transportation Company, éibson Lincs.

Trucking Industry:

Wade Sherrard, Exccutive Secretary, California Motor Transport
Associction and General Manager, Motor Truck Association
of Southern California;

J. E. Xrucger, Manager, Driver's Safety Center, and W, J.
Rcllaforé Dircector of Safety and Porsonncl Asbury
Transportation Compony;

C, M, Wilson, Supcrvisor of Personnel and Safoty, Signal
Trucking Services;

G. E. McPeck, Director Personncl and Safety, Pacific Fredght
Lincs; :

Llovyd W, A, Erxl cben, Personnel and Safety Director, Bekins
Van and Storage Companys

Kenneth N, Beadle, Diroctor of Safety, Pacific Intermountain
EXpress;

Edward M. Bcrol Tank Truck Opcrators' Assoclations

Frank Tcrramorsc Prosident, Truck Owners Associhtion of
California; Prosidcnt "Yentner Truck Liness -

David Johnston, Dircetor of Safety, Miles and Son and Motor
Iransport System,

Walter Nichol, Supcrintendent Safety and Mgintenanco, Clark
Brothers Motor Transport;

Hugh Hi Williams, Supcrintcndont of Safety, Santa Fc Transporta-
tion Company.

California Publie Utilitics Commission:

J. G. Hunter, Assistant Director and Chief Enginocr,
Trensportation Departmont;
Ward Hall, Supcrvising Transportation Engincer, IEngincering
iv sion Transportation Departmeonts
Ted =, Roggrs, Senior Transportetion Supervisor, Operations
safety Division, ¢rhn5portution Departments
Benn W Portcr, Assoclate Ingincer, Transportation Departmcnu,
Owen Stanlcy, Assoclate Transportation Enginccr, Research
Division, Transportation Department;
William J. Schmidt, Transportation Ropreqcntativc Ticld
T Division.




APPENDIX C

» PART AL SUMNMARY oOF MOTOR VEHICLE ACCIDENTS I N CALIFORNIA
(ExeLuyDING THOBE OK PRIVATL PrOPERTY)«JANUARY TO JUNE, INC., 1949

WITH SELECTED S5TATISTICS ON THREE:. TYPES OF VEHICLES
TOTAL NUMBCH OF AGCIDENTE REPORTED FOM ALl YYRCR OF VIMICLES - WITHIN Q1T1ed 17,775 = IN RURAL AREAS 10,466 - = TOTAL 28,241

TOTAL NUMBER OF VEMICLES O ALL TYPLS INVOLVED IN ACCIDENTS HEAORTED = WITHIN CITIEE 29,641 = (N RURAL AREAS. 17,109 = - rOvAL 46,750

HEAVY TRUCKS AND TRAILERS LIGHT TRUCKS BUSES TOTAL FOR MEAWY TRUCKS
LIGHT SANRBUSES

TOTAL CITY TOYAL CITY TOTAL CITY \ .
[ 1had AURAL | AND  HURAL | QLYY RURAL | AND  RURAL AND RURAL CiTY RURAL' TOYAL

MMBCR OF ACCIDENTS 253 | 5% 803 [2.07 | 1,665 | 3.686 ' 63 |28 | 2,315 | sam
PERCENTAGE OF TOTAL ACCIDENTS REPORTED | 1,428 | 5.29% | 2.84%  [11.24%015.4% | 13.09% 2,4% | 16.0m| 2| Bax
MMBCR OF FATAL ACCIDENTS 18 a7 105 5 16 A 20 ' 8 213 296

NUMBER OF NONFATAL ACCIDENTS 235 | ae3 698 1,962 | 1,953 | 3,518 8 - 663 2,774 | 2,02 | 4,876 |

NUNBER OF VEHICLES INVOLVED OF YHE ' : . =T
TYPE SHOMN N HEADING OF LACH COLUMN 869 8 1,770 | 3,90 688 |2,985 ] 2,436 | s421

PLACENTAGE OF TOTAL VEHICLES INVOLVED 33 | 178 10,33 | 8.3¢% R 10,07% | 14.24% { 115K [
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* SELECTED STATISTICS ON FATAL ACCIDENTS INVOLVING COMMERCIAL VEKICLES
JANUARY TO JUNE, INC. 1949 :

HEAVY TRUCKS AND TRAILERS LIGHT TRXCKS

cITY RURAL TOTAL GITY RURAL,

TOTAL ACCIDENTS 293 550 803 1,669
TOTAL FATAL ACCIDENTS 18 a1 116
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APPENDIX E

PARTIAL SUMMARY AND COMPARISON SURVEYS OF ARRESTS OF COMMERCIAL

VEBICIES FOR 1940, 1941 and FISCAL YEAR 1946, 1947
(Frem Exhibits 25, 26 and 27)

Calendar Years . Fiscal Year

b igk ol
1. Total commerclial wvehlcle

arrests by highway patrol 7,019 4,806  Approx.25,000

2. Number of operators cited
15 or more times 66 Ll 53(1)

(a) Number cited between

15 and 25 times 34
(b) Number cited between

2% and 50 times ' 20 : 33
(¢) Number cited between

S0 and 100 times 9 22
(4) Numbexr cited 100 or

more times 3 8
(e) Number of repeaters 22

Total numbexr of arrests for
operators in Line 2 above
(a) Percentage of total

commercial arrests

Number of these operators
holding for-hire authority

Types of violations charged
against carriers shown in
Lire 2 above
(a) Faulty brakes 116 103 Not shown
(b) Welght restrictions - o .
overloads 2,167 1,080 1,841
(c) Other 179 265 2,139(2)

Disposition of arrests shown
in Line 3 above
(a) Fined $1 to $S 822 LL8 3(3 Bug(h)
(b) Fined over $5 to $10 777 317
Fined over $10 to $15 3ﬁ1 149
Fined over $15 to $20 146 2
Fined over $20 201 ,
Record incomplete oxrpending 200
Dismissals 29
Warrants issued 51 h?
Suspended sentences of fines %a
Total fines $2 3,06 $9 588 gzs 6L s,
22(9 §15.29 $ 7.0

990
Average fine $ 9.70

P e P P Vo T v N
WeaP R HO 00
e e N e e e N e
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APPENDIX E (Continued)

Calendar Years

Fiscal Year
19&0 3

1941 1946-L7

Examples of carriers having
greatest number of viclations

A

Carrlier

Carrier

Total violations
Total fines
Average fine
Most frequent
violation

B

Carrier

Total violations
Total fines
Average fine
Most frequent
violation

C

Carrier

Total violations
Total fines
Average fine

D

Carrier

TUotal violations
Total fines
Average fine .

E

Total violations
Total fines
Average fine

Carrier F

otal violations
Total fines

Average fine

8 1,550
$ é

Weight
$ 1 %g%
$ 14.51

Welght

1%
§ &%

86

6
3 63

y 78 . 1 93(3) . &Qp
JCARET AT
Weight All Welght Other

20 15(3) 5}4-0‘") ‘
g 335
6.21

127§ 172
9.82 % 10.83

Weight All Welght  Other
(6)

o

s 175
§ 0

103(7) g.
1§5§g 2117 2‘

Examples of average fines
asgessed for commercial
violations by ropresen-

. tative Justices!' Courts

Court A A
Total cases handled 583
Total fines
assessed $ 3,108
Average fine $ 5.48

398

Rl
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APPENDIX E (Continued)

Calendar Years. Fiscal-xear

6o la 1946-17

Court B

T Total cases handled 22, 26 166
Total fines assessed § 1,025 ol 937 286
Average fine $ u 20 l» 29 1.72

Court C
Total cases handled 225
Total fines assessed § h,857
Average fine ¢ 21.58

Court D ,
Total cases handled
Total fines agsegsed
Average fine

Court E
Total cases handled

Total fines acsessed $ 2,2l
Aversage fine 12.

For fiscal year 19L5-L7, only operators with 30 or more
violations are shovm.

These violations not segregeted as to type.

This column covers overloads only.

This column covers violations other than overloads.
Average fine per pound of overlosad $.00383.

This cerrier not within first 63 for 1946-47 survey.
Neither of these carriers appear in 1640 or 1941 surveys..




