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The meeting was called to order in Room 323, Legislative Building,
at 1:34 p.m. on Thursday, February 8, 1979.

Senator Blakemore in the Chair.

PRESENT : Senator Richard Blakemore, Chairman
Senator Wilbur Faiss, Vice Chairman
Senator Keith Ashworth
Senator William Hernstadt
Senator Clifford McCorkle

ABSENT: _ Senator Lawrence Jacobsen
Senator Joe Neal

OTHERS
PRESENT : Will Scott, Office of Traffic Safety
Col. Barney Dehl, Nevada Highway Patrol
Sharon Alcamo, Department of Motor Vehicles
Art Rader, Southern Nevada Chapter, National Drivers'
Association
John Borda, Office of Traffic Safety
Stan Warren, Nevada Bell
Gene Phelps, Nevada Highway Department
Joe Souza, Nevada Highway Department
Melvin Beauchamp, Nevada Highway Department
Barton Jacka, Department of Motor Vehicles
Jim Barrows, Las Vegas Sun
Robert F. Guinn, Nevada Motor Transport Association
Doug Hill, Administrative Office of the Courts
Ralph McVane, Federal Highway Administration
James F. Rud, Federal Highway Administration
Virgil Anderson, American Automobile Association
Hugh Ricci

The Committee heard testimony on the following bills:

S.B. 167 PROHIBITS RENEWAL OF DRIVER'S LICENSE IF DRIVER
HAS FAILED TO COMPLY WITH CERTAIN TRAFFIC CITATIONS.

Senator Hernstadt, who introduced the bill, spoke on S§.B. 167.
He said this is just another scofflaw bill and is a permissible
bill. He asked for testimony that would make this bill more
workable so it would not cause more inconvenience for the
Department of Motor Vehicles.

Ms. Sharon Alcamo, Chief of the Driver's License Division of

the Department of Motor Vehicles, spoke on problems that would
be caused by administering the bill. Since they have a current
program, F.T.A. or Failure to Appear, it would be difficult to
administer both programs; it would prove inconsistent and there
would be an increase in the workload. There would also be dupli-
cation in suspensions and it would have a fiscal impact which
would run about $67,000 a year.

(Committee Minutes)
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Mr. Doug Hill, Adminstrative Office of the Courts, spoke on

the effects of S.B. 167. He said that drivers with 11 demerits
on their licenses would not be able to avoid losing their
licenses.

Senator Hernstadt asked Mr. Hill if he thought a larger time
frame than one year, possibly three years, and more demerit
points would be more feasible. Mr. Hill thought this might
help but was not certain.

Col. Barney Dehl, Nevada Highway Patrol, gave information on
quantities of drivers' traffic warrants. They can serve
approximately 10 percent. He spoke on how the problem is solved
in other states.

Senator Hernstadt asked if this bill would pay for itself, as
does the F.T.A. Program, or would it exceed the F.T.A. Program.
He asked if this could be a good program from an economic point
of view as well as from a law enforcement point of view. Ms.
Alcamo said it could.

The hearing was closed on S.B. 167.

Chairman Blakemore asked for testimony on the balance of the
Agenda.

S.B. 176 INCREASES MAXIMUM SPEED LIMIT ON NEVADA HIGHWAYS TO

65 MILES PER HOUR.

S.B. 177 EXCLUDES CERTAIN CONVICTIONS FOR SPEEDING FROM DEMERIT

POINTS SYSTEM AND LIMITS INSURANCE RATE INCREASES
THEREFOR. '

S.B. 186 AUTHORIZES DEPARTMENT OF HIGHWAYS TO INCREASE SPEED

LIMITS ON CERTAIN HIGHWAYS FOR PURPOSE OF CONDUCTING
STUDIES.

S.J.R. 11 MEMORIALIZES CONGRESS TO PERMIT STATES TO RAISE

MAXIMUM SPEED LIMIT.

Senator Ashworth spoke on the bills introduced by him, S.B. 176,
S.B. 177 and S.B. 186. He said the crux of the whole matter is
Senator Hernstadt's bill, S.J.R. 11, in which Congress is memori-
alized to do something about the maximum speed law in the State
of Nevada. .Senator Ashworth said that he had learned today that
there are 14 western states that are considering the same problem.
He said the main thrust of the introduction of these bills is to
try and get some attention in Washington, D.C. He did not feel

S.B. 176 could be passed. He did feel that S.B. 177 could be

passed since this is being done in other states and he felt
S.B. 186 was an innovative idea to try and get attention in
Washington, D.C.
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Mr. Art Rader, National Drivers' Association, read a letter
written to Senator Ashworth (see Exhibit A). He also read from
pages 1, 4, 5, 6, 7, 9, 10, 12 and 14 from a booklet that was
distributed to the Committee (see Exhibit B).

Senator McCorkle stated his personal opinion is that the only
legitimate reason to oppose this bill is the loss of federal
funds. He asked if the present laws in Idaho and Montana are
exactly like the bills that have been introduced here. Mr.
Rader said that S.B. 177 is somewhat similar.

Senator Ashworth stated that most citations in Idaho and Montana
are for wanton waste of fuel and not for exceeding the speed
limit.

Senator McCorkle was interested in evaluating ways to replace
the revenue. He asked what has been the federal government's
attitude toward Idaho and Montana since 1974. Did they threaten
to withhold funding and then did not follow through? Mr. Rader
said that he did not know what happened in recent years, his
research was done for the 1977 Session and at that time no
serious action had been taken. Mr. Rader did not see how the
federal government could take funding from Nevada if they had
not taken it from other states that were not observing the

55 milesper hour speed limit.

Senator McCorkle asked if anyone had been trying to coordinate
other states to work with Nevada. Senator Ashworth stated he
had been requested to attend a meeting in Denver and there will
be at least 14 states that will be attending where there will
be introduction of speed law bills that are safe and sane. The
thrust will be to get the attention of Washington, D.C. He did
not think any of the states would be irresponsible in regard to
their federal funding.

Mr. Joe Souza, Nevada State Highway Engineer, reviewed the loss

of funds and what it would do to the State. He said that if
Nevada does not comply with the federal mandate, all of the feder-
al highway funding would be lost. This would mean $88,000,000

in 1979, $80,000,000 in 1980 and $60,000,000 in 1981. This loss
in revenue would cause 700 to 800 employees in the Department to
be laid off or an overall unemployment figure of over 10,000.

To offset this loss, gas tax would have to be increased by 12¢

a gallon.

Senator Hernstadt asked Mr. Souza his opinion on what the impact
would be on each of the three bills; which would cause Nevada to
lose highway funds and which would not.

Senator Ashworth asked Mr. Souza if there was a schedule of
sanction by the percentage of noncompliance.

19
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Mr. Souza replied yes. He said the percentage of vehicles over
55 miles per hour in 1979 would be 70 percent and that would be
an assessment of $1.235 million. 1In 1980, it would be dropped to
60 percent which would be $1.10 million. He said the State could
not lose more than 5 percent of $80,000,000.

Mr. Melvin Beauchamp, Deputy Attorney General with the Nevada
Highway Department, said that if S.B. 176 were passed it would
mean a mandatory loss of 100 percent of highway funds.

Senator Hernstadt stated he wanted to clarify the subject bills.
He understood that S.B. 176 would be a mandatory loss of 100 per-
cent of funds. If S.B. 186 wereé processed, Nevada might be cited
for not being in compliance on a part of the highway system and
therefore would lose 100 percent. If S.B. 177 were passed and

the percentage of cars over 55 miles per hour stays below 70 per-
cent, Nevada might not lose any funds. If Nevada were to lose any
funds with S.B. 177 in effect, the maximum would be 5 percent.

Mr. Souza said that would be assuming the Secretary of the
Department of Transportation took the position he has with Montana
and Idaho.

Mr. John Borda, Director of the Office of Traffic Safety, submit-
ted a document showing what bills regarding the speed limit have
been introduced in other states (see Exhibit C). He will be
speaking further on the speed bills at the Joint Hearing on
February 27, 1979. He stated what actually happened in the

five states, Montana, Wyoming, Oklahoma, Idaho and one other,
that did have varying laws which actually weakened the 55 miles
per hour with either no demerits, a maximum $5.00 fine, an

energy citation, etc., and all they ever received from Washington
was a strong letter and a telegram. He stated the five afore-
mentioned states had no increase in fatalities but the rest of
the nation including Nevada had a 17 percent decrease. He felt
that fatalities will go up if the speed limit goes up. He thought
the way to go would be to ask Congress if the speed limit could
be lowered in some necessary areas and up to 65 miles per hour in
rural areas. Senator Ashworth agreed with this.

Mr. Robert Guinn, Nevada Motor Transport Assocation, stated the
law on the books now says the Secretary of Transportation shall
not approve any federally funded highway project unless the
Governor or some delegated representative can certify to certain
things; one of them being that the State has an adequate 55 miles
per hour speed limit law on the books. He felt Nevada would be
playing Russian roulette if this legislation were passed.

Mr. Virgil Anderson, American Automobile Association, said the
insurance industry would be very much concerned about the loss of
federal funds. They also feel the 55 miles per hour speed limit
has reduced fatalities.

<0
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Mr. Hugh Ricci, representing himself, gave some statistics on
energy consumption. He stated the easiest way to conserve

energy is by lowering the speed limit. He stated that according
to some calculations that he had done that between Las Vegas and
Reno the approximate miles per gallon came to be about 19.8 at

65 miles per hour or 23.1 miles per gallon at 55 miles per hour,
which is a difference of 15 percent. The difference in time
being one hour and fifty minutes. He said there is an average
usage of 112,000,000 gallons of gasoline at 65 miles per hour

and 96,000,000 gallons at 55 miles per hour which is an increase
of 16,000,000 gallons or 3.6 percent. All of his comments were
directed at S.B. 176.

Col. Barney Dehl, Nevada Highway Patrol, commented on some of

the statements made by Mr. Rader. He distributed Chi-Square
Criteria (see Exhibit D). He said that a study done by the
Nevada Highway Patrol showed that 18 percent of traffic accidents
investigated by the Highway Patrol have had 55 miles per hour
speed convictions and 8 percent that have 55 miles per hour speed
convictions were not involved in accidents. He said there is a
definite correlation that drivers who get speed tickets are twice
as likely to be involved in an accident as drivers who do not

get 55 miles per hour tickets.

Chairman Blakemore closed the hearings on the speed bills until
the Joint Hearing on February 27, 1979.

ACTION WAS THEN TAKEN BY THE COMMITTEE ON THE FOLLOWING BILLS:
Senator Ashworth moved that S.J.R. 11 "Do Pass."
Seconded by Senator Faiss.
Motion carried.
Senator Hernstadt moved that S.B. 167 be "Indefinitely
Postponed."
Seconded by Senator Ashworth.
Motion carried.
Respectfully submitted,

i //’ / /
Eme L // .

Jane A. King, SéCringy

s ///

{chard E. Blakemore, Chairman
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FEBRUARY 4, 1979
KEITH ASHWORTH

Member,
Transportation Committee RE: National Speed Limit
NEVADA STATE SENATE and SB 176, SB 177

Carson City, Nevada
DEAR SENATOR ASHWORTH,
Three cheers for youl

I strongly support your two recent bills dealing with reform
of the National Speed Limite.

SB 176, advancing the limit to 65 mph in Nevada (hopefully in
concert with several other western states), is excellent legislation
because it will mandate a more realistic 1limit.,

For each 20 miles traveled at 65 mph rather than 55 mph, a motorist
saves three minutes. On a 440 mile auto trip from Las Vegas to
Carson City, a driver will save 66 minutes travel time at 65 mph
over 55 mph.

I'm sure you will agree this is a substantial savings in travel
time. It diminishes driver fatigues on long trips and thus promotes
safety. ’

Your secordbill, SB 177, eliminating demerit points and insurance
premium penalties for convictions of speeding between 55 mph and 70
mph, is also excellent legislation.

While Dick Rottman was Insurance Commissioner, he conducted hearings
in June, 1977, on similar administrative proposals. Assemblyman
Bob Price and I attended the hearing in lLas Vegas during which in-
surance industry executives testified that they had conducted no
actuary studies to prove motorists who get tickets going up to 76
mph are greater risk liabilities. Thus there is no actuary just-
ification for insurance companies penalizing these motoristse.

It is important to note SB 177 duplicates two of the four provisions
of the Dale Goodman bill last session that copied laws on the books
in Idaho and Montana since 1974, and partially adopted in Oklahoma,
Texas and Nebraska. None of these states have lost their federal
highway funds.

So it is impossible to believe Nevada would lose its federal highway

&
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funds if SB 177 is enacted.

Enclosed is a booklet with copies of studies and surveys that
directly contradict what federal and state traffic safety bureau-
crats have been telling us about the National Speed Limit.

PAGE ONE is a survey done by Mechanix Illustrated Magazine which

shows Americans oppose the speed limit by a 2-to-1l margin. This

contradicts a recently published DOT poll which claims 56% of all
Americans strongly favor the speed limit.

The DOT poll was taken from a sampling of 1500 Easfern citizens.

The Mechanixzx Illustrated poll was offered to the magazine's five
million nationwide readers. Ten thousand of these responded. The
sampling audience and response audience was vastly larger than DOT's
poll and is probably vastly more valid.

PAGE TWO is a study done by the chairman of the economics department
of University of California, Irvine, which proves the speed limit
coststhe United States SIX BILLION DOLLARS in annual lost productivity.
It also saves only one or two percent of our total gasoline con-
sumption.

PAGE THREE is a study by the National Traffic Safety Administration
that reports traffic deaths relate directlyPeconomic growth and re-
cession (and thus do not necessarily relate directly with the National
Speed Limit).

PAGE FOUR is a study done by the California Highway Patrol that proves
naked speeding is only the 11th most important cause of highway
deaths, far behind drunk driving and other violations.

PAGE FIVE is a study by Car & Driver Magazine on how the speed limit

i

does not really save lives (or saves lives at best at a marginal rate),

and that possibly federal safety officials are manipulating the death
statistics for their own purposes.

PAGE SIX is a Texas A&M University study that indicates the National
Speed Limit is unsafe because it promotes driver fatigue on long
trips.

PAGE SEVEN is a study commissioned by Motor Trend Magazine that in-
dicates the National Speed Limit saves energy at a marginal rate, if
at all.

PIEASE WRITE ME OR CALL WME TO ADVISE WHEN THE COMMITTEE HEARINGS
WILL BE HELD ON SB 176 and SB 177. I will appear to testify strongly
in support of both of your fine bills.

SINCERELY,

Q- Racken

ART RADER

4923 Colorado Avenue .
Las Vegas, Nevada 89104 o
L52-8881
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@ Vote Ends
ina Surprise!

SPEED

35

MINIMUM

40

since Prohibition.

been popular,

motorist.

We found a major surprise in the 25-word
comments that voters could write on their

balluts if they wished. What the com-
ments revealed is a widespread feel-
ing of disenchantment and frustration
with inepiness in government. In
short, our people are seething., Our
55 bullot in many cuses thus became
a means of expressing feelings not
relating direetly to the speed issue,
-The number of marked ballots
sent in was another surprise. By
the time we closed the books, MI
received more than 10,000 votes.
That response was nothing short of
astounding in view of the circum-
stances. In order to be counted, a
reader had to cut out our printed
ballot, mark it, sign with name and
“ address (optional) and then fur-
nish his own envelope and stamp.
Nobody can tell us people just
don't care anymore!
Of 10,333 ballots, the counting
went this way:

For 55 mph ... ... 3,649
Against 55 mph ............6,684
that is the feeling of our read-

ers, what do they want in place
of 5357? There was some consensus
on the answer—increase the na-
tional limit to 60 or 65 mph, the
latter having been in effect onmany | |
highways when 55 was imposed. As -
another possibility, many readers - - 3
who voted Against said they’d 2% Y
favor 55 if it were enforced. Sample
comments are presented alongside =
this report. M
The results of our Referendum - " 3
have been made known to every = -
member of the U.S. Senate and ™"/
House. In addition, all 50 gover-
nors were given the information,; * 1.1
(Continued on page 95) L s ¢

.
3

HE VOTES are counted in MI's
_ National 55-mph Spepd Limit
LI MIT {ieferendum. The news is that 55

oses by a margin of 2 to 1. Am

ica hasn't had such a disliked law
The outcome was not really a

surprise because 55 has never

particularly

with MI's readers, who under-

stand and care about cars much
more than does the average

er-

FOR

At 70 mph a crash has aimost twice the,
damaging forces as at 50. Think it over.
F. Roehler, Mallbu, Cailt.

It's either sacrilice at S5 now or we will
?n' raquired ta make far bigger sacritices
ater.

M.W. Kline, Long Bbach, Calil.

g ion time can still
function reasonably well at 55. Beyond
that, reaction time fails due la apeed.

Juila Burgen, Arlington, Tex.

Whatever the limit, strict enforcement
is imperative. Nonenforcement creates
iwo streams of traffic at vastly dilterent
peeds. This dif! is iy
hazardous.
N. Dobbins Callahan, Rocky Face, Ga.

Although | feel need for speed, | am

realizing that not only have 1 arrived about

the same time but | have, in fact, arrived.
Lewls McNaughton, Lancaster, Pa.

The 55 mph speed limit, if enforced, can
result in a significant saving (n gas

and oil.

Charles Kordowski, Palmetto, Ga.

Many lives have been savad by the lower
speed limit, but if only one were saved—
and it was yours—would you tavor il?

L. Bryan Cox, Reseda, Calif.

Remember: If you and | coilide on some

highway, the tact that | was traveling at

§5 rather than 85 may save your life.
R.M. Barnetf, N. Huntington, Pa.

EXHIBIT B

AGAINST

55 Is not :al'o for the person who obeys
2 . Pl Frndar el

s y being
Dennis Downey, Lansing, lii.

It the idiots In Washington really want to
save gas, they should remove hal! the
stoplights In our citles and synchronize
the rest!

R. Jesse Davis, Greeley, Colo.

At 70 mph, tralfic was spread out, which
made il safer. At 53 the aniy thing you
find in a rear-view misror s somebody
else’s radiator.

Jahn G. Meyers, Elk Grove, I},

It we want to save fuel, have a higher
timit (7S mph?) for economy cars.
D P. Joh Wey th, Mass.

| go 40,000 mi. a year, 727.3 hrs. at 55,
615.4 hra. at 8S. | don't Infend to spend
an extra 111.9 hrs. driving.

John B. Baker, Blilings, Mont.

55 is impractical In most western states
due to long distances belween cilies.
Bryan Keeathisy, Abllene, Tex.

How about axtra time added to a 300-mi,
trip? 50 min. addod to 4%2 hrs. can be

unsalo for a tired businessman.

Tom Cagen, Cahakla, Ill.

If legisiation Is y then regulate
mlles gar gailon, not speed.
J.E. Harmon, Jr., Carroilton, Tex.

.
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55-MPH
(Continued from page 58)

The import of this expression of
inion hardly can be ignored b
our legislators because ti'ie huge
ample provide e ballots rep-

; resents the Ieeling ol almos
million readers, Urganizations con-
ucting public-opinion polls (such
as on the popularity of television
shows) use samples that are mini-
scule compared to what MI’s read-
ers produced. Thus our confidence

in the viability of our balloting.

Our kind of people—we own one
to three cars each, like to drive,
like to take care of our machinery,
own a home, work for a living and
struggle forever to make ends meet
—see the 55 limit as a relic of the
Nixon Administration that has nev-
er accomplished what was supposed
to be its main objective. The law
was imposed to conserve fuel; it
was suid. Anyone who takes a look
at Lhe country’s petroleum-con-
sumption figures knows instantly
that we have a massive failure on
our hands,

Besides that, the 55 limit, like
Prohibition itself, simply is not be-
ing enforced. And éven in the few
spats where there is enforecement,
treatment of motomsts does  not
sceem o be faie and even<handed.

On the other side of Lthe coin, the
minority who voted in support of

5 point out that the discernible
slowing of traffic has saved lives.
No one claims we have fewer acci-
dents than in pre-55 days hut those
that occur tend to be less destruc-
tive and fatalities are fewer. Back-
ers of 55 also say that nonenforce-
ment does not mean the law is bad
—only that enforcement is bad.
These and other minority opinions
also were made known in our let-
ters to Washington and the state
capitals.

The comments that came in with
both For and Against ballots often
seemed to be the cries of disenfran-
chised citizens. Even those who
voted to support 55 had sharp crit-
icisms of the government. General-
ly the ballots reflected a profound
dissatisfaction, a type of alienation
usually associated with college stu-
dents. We working people are often
pictured as happy and even smug
in baing the best-paid and best-fed
such group in the world.

Well, happy we're not, according
to what we read. Whether dismiss-
ing the 55 limit with a sharp jab—
“it stinks”—or supporting it be-
cause of the lives it is supposed to

MECHANIX ILLUSTRATED/AUGUST 1978
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save, reader »{ter reader displuyed
dismay at the colossal and unre-
sponsive Washington bureaucracy.

Seme voters feit—and <aid—that
Washington is too stubborn to ad-
mit the 55 limit is played out. To
another set of readers, Washington
is not responsive for precisely the
opposite reasun. The government
is not taking a hard.line, they said,
and is not committing itself to prop-
er enforcement of the law.

The 55 mph limit in many com-
ments became the symbol of a gov-
ernment out of control, one that no

longer answers to the individual
citizen. Some readers admitted vot-
ing against the limit solely to vent
aniter at Washinetan. They felt the
Referendum -+ the only way they
could register their frustration,
they said. In several instances two
ballots would have alinost exactly
the same comment but one reader
would vote For, the other Against.

The bhallots show an overwhelm-
ing reliance on the automobile. Not
one comment even mentioned the
+ ossibility of mass transit. Many

.described a feeling that the 55 limit

4

was an intrusion on their right to
drive as fast as desired. To hear
some tell it, you'd think the car
should be mentioned in the First
Amendment to the Constitution.

There’s irony in all this, of
course., One of the attractions of
out Referendum had to he our an-
notincement that the results would
be made knowm to influential law-
makers—the exact people who are
so distrusted by the vote-casters.
Perhaps they're angry and frus-
trated—but thev obviously haven’t
given up hope.®

MECHANIX ILLUSTRATED/AUGUST 1978
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BY CHARLES A. LAVE

YT O g Lt n

The Costsof Going 55

® The campaign 10 educauz us ahum the
benetfits pf the 55 mph limit has been stri-
dent uad pcg'sim:m. Samehow this wonder
drug, tne 35 limit, is supposed to cure our
national energy problem, save lives, and
cause 1is all w pursue 3 more viruiois exis-
tence. But wonder druys often have unfors
wnate side eftects, and this one is no ex-
ception. ['want to facus your 3tiention en
some of these undesirable side eflects. -
‘I'he major cost associated with the 55-
mph linit is an enormous chunk of wasted

travel ume. Speailically, it costs aliout 102
R e Lo SR m;
mnan-yuars of eatra riavel bme to save one

for less mnney? Well, it has been es'timnted
that placing a smoke dgtector in every
home in the U.S: would save about as many
lives in total as the-85-mph limit, and would

cost only $60,000 to $80,000 per fife saved;

or more kidncy-dialysis. machipes could
save lives for only about $30,000 per life;
ot-additional mobile cardiue-cure units cost
only about §2000 pes life ‘saved? ind there

. are eveq a great pumben of highway im»

provements that.can be made, through re-
ducing roadside hazards; which cost only
ahout $20,000 to $100,000 per life saved.

Al a ¢ost ol $ 1.3 million per s.nvvd hife, the

. life. In_contrast_to this conslderable cost/
he encrgx mvinps associated with the 55-
o m

» mph limu are.so tuvial that we rould get

T The same coliservatiai Eﬂtﬂ.‘l 5}, sun=-

about

NIy CHsuring thal everyune Kept Mg 1ires
Ty uillated. (Consiaer lé whimsical -
nmpinc.mum of

this {aet; imagiue an elite’”

BEinph Timit 18 hardly = bagg

For a more¢ humanc wny o calculaung

* the cost of the 3k-mph limit, we might com«

-, pare the 2,710 Lillipn cxtra travel hours

(From lower travet speeds) with the reduce -

“tion in fatalities, This shows that 1t costs
‘102 man-years. of wasted ime;to save one

sidewalk Pressure-Patrol, armed.with di¢ * 1ife, Ves, That means 102 yoars e oxira Ume,

gauges, uckcung cars forrJow tire pressuge.) .

nﬂmng around in your w.v.omohilq in orde;,
There is” another way of evaluating the “"ta save* one life. Now, [ confess some:
cosuly side effects of the 55-mph wonder: :

trouble keeping up withthe lacest.theologi-

diug: the valug of iithe, The principle ja © ml notiors as'to the-paturg-of hell; but 102
simple: time is money,;. apd dtudies have’. ‘years of travelmg‘ in an.automahile femy
showa that commuters are w:llmg,to pav-up: Persnnal, notion bf thiat place mthmdosely

to 42 percent vf an hour’s wage 1 savenn;. ~-Where docs.ail this leave ug? We now see -
hour of travet time, 1humwhen{m-pon¢é; that the 55-mph limit is a2 intredibly. ex-. .
tion analysis- measure the benefits ‘of new Mm«, and thar there are
subway systems; like BART or METRQ, A cheaper and more effective meang of res-

they count up the number of mvd hours % siucxng our national dca!.h rate. We now see

that would be saved by the trangit i improve-",
ment and then multiply by the value of ime:
1o compute a dollur measure of the bene:-
tits. ‘The same prinaple ¢an also be used to”
assign a dollar cost to theexira trayel time-

caused by slowing down: iraffic. When we

do this we find that the 55:mph lmit causes -

i -mph. e
- can{ elfect on cnergy conservalioh: even
fﬁe MOST oplinustic government estinates

say that it saves only about 1 ta 3 percent of -

our Easolme consumption. [his s an ellect
30 mvial that we can do as weil by switching
O T Tes Of Dy chanmng ppa

enough of a slowdown to waste aubout (‘ ‘

Billion worth of travet Lime enr,

T RTNTRT Highey T Satety Ad-
ministration saya we save about, 4500 liyes
per year because of thé 55-mnph limit.

Jnore Tar mtervals.

if we wan! (o save transporfation energy " ;

' there is @ much moce effective way fo do so.

Instead of focusing sa much of our auten~
tion on a nusgunded specd limit that saves -

Hence, it costs about §1.8 million per life’ oaly-1 te & pesrent of gur:gasoline, 'let’s
" savedl. Is this a bargain, or are there other

social policies that might save more lives

Inok at sume changes that could save 50
peicent of our gasoline, 1he average cur n

LA
<] ymnnum&_}-»

: P! ugs ag

x' gl

d

the U.S. now gets about fifteen miles per .«
gallon. But the showrooms are full of ¢ars .

that can double or triple this efficicncy. 1
we could persuade only 4 percent of the
drivers 1o switcl) from conventional cars (o
luel-efficient cars, we wauld make a-bigger
contribution to saving energy thun was ac:
complished by the 55-mph limit.

How could we get people Lo drive.smalle
er cars? Well, there are two traditional ap+
proaches 1o influencing human hehavivr:

we can pass a new:law and make the desired?.
‘ behavior compulsory—theanethod so bey -

luved uf dictatarsy lawyers, and old-fush-

* ioned Hberals, or we can inerease:the wcen-

tives tor buying fuel-clticient cars—the
“method favored by econonists,. psychok\-‘
3 guu. and ather suspicious characters.

Since L am'a card-curtying member: of the™

sevond group, let me advocate an incentive: |

scheme, Suppose:we reward the drivers of - -

fuel-cfficient cars by allowing them ro drive
tapters 2 55°mph himij, for gas guzzlers anda’
65-mph limit (raffic permitting) for econo-
my cars, [ssue two kinds of license platcs so
thae-the pulice«w_ould have no-troyhle ;qu,

ing the:classes apart; permit dtﬁmaml {

speeds anly op uncongested higliways.

“Would thiigkind of rewdrd, Selum; 18 :
~drive faster, provide enough-of an incentivg -

L amse people ‘10 switch' car:types? Well,

e twcmg ycarl ‘afwatfic rcsean:h zumedaury
rc&fct why commmcrs ohouse oné
imode of’ travcl fver.another, or one route:

ing to p

Gver-another, all confirm - one’ nmghtfofo ™
ward rule: the fastest modegets all the pea-
ple. There is no question ihag the cluince to
drive faster would make a really signifirant |
impact on felative market sharos uf ga;
“guzzlérs versus fuel-efficient cars,..

sThe puint is simple; if we are go ET

insiston wanipulatng the speed Tmie ta i

{ECUCRCrRY con®innyiiing. THon 1ets af |east :

“TRANIPUTALC W ay ellectve way, .
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Speed Kills

But Not Very Often

Every fatal accident in the U.S. is investi-
gated by a state-police unit which reports the
“primary collision factor.” Blood tests are
used to identify drunken drivers, and experi-
enced investigators can reconstruct the
events leading up to an accident with sur-
prising accuracy. .

The result? Typically, speeding ranks
about eleventh as a cause of highway deaths,
well behind such sundries as “improper
turns” and “drivers being distracted by pas-
sengers.” In 1976, only 2.3 percent of fatal
accidents in California, and only 5.4 percent
of fatal uccidents in New Jersey, were caused
by vehicles exceeding the speed limit, ac-
cording to the respective state-police Fatal
Accident Investigating Units. New Jerscy
and California are significant for this com-
parison because New Jersey has just about
the highest concentration of radar units per
mile of Interstate in the country, and conse-
quently the strictest enforcement of the 55
mph speed limit. In California, on the other
hand, police radar may not be used by the
highway patrol.

Even more interesting, these percentages
didn’t change much when the speed limit
was reduced from 70 mph to 55 mph. Com-
plete statistics weren’t compiled in 1973, but
New Jersey's 1972 figure was 6.25 percent
fatalities caused by exceeding the speed lim-
it. In California in 1972, unfortunately, fatal-
ity figures for exceeding the speed limit
weren't broken out of the total. But it's easy
to see that in New Jersey, at least, the num-
ber of people killed because of speeding
stayed virtually the same no matter what the
speed limit, while the percentage of drivers
driving faster than the posted speed limit
rose from only 10 percent who exceeded the
70-mph limit in 1972 to over 60 percent who
exceeded the 55-mph limit in 1976,

Surprisingly enough, there has been no
NHTSA study on the causes of fatal acci-
dents. These records are kept only on a state
level, but, according to NHTSA, figures
have been collected on a national level for
drunken drivers and youthful drivers. And

it’s pretty well documented that over 50 per-
cent of all vehicular fatalities are caused by
————— "}

drunks and 20 percent by drivers between
the ages of 17 and 24.

The moral of this story is obvious. Speed
may kill, but drunks and inexperienced driv-
ers kill about fifteen times as often. It’s about

time that the NHTSA rearranged its priori-

ties accordingly. —Rich Taylor
1. Driving while intoxicated ........ 1126
2. Driving within speed limit, but too
fast for conditions ............... 584
3. Pedestrian stepped intoroad ....... 375
4. Driving on wrong side....... eeees237
5. Failed to yield at intersection ...... 237
6. Disobeyed stop signal ......... ...190
7. Improper driving maneuver ....... 141
8. Driver distracted by passenger .....140
9. Impropertumm ......couocneneenns 103
12. Improperpassing .....ccoveeveenes 53
13. Improper lanechange ............. 48
14. Under the influence of drugs........ 18
15. Improper parking....... 5000000 17
16. Brakes failed.............. R 14
17. Followingtooclose .......ocvvvne. 11
18. Other equipment failure ............ 9
19. Improper backing up........ S 7
20. Headlights failed .................. 2
21, Undetermined .................. 438

Total California 1976 fatal accidents. . .3980
Source: Analysis Section of CHP
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Why You Shouldn’t Believe
The Feds Body Count

BY RICH TAYLOR
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The government says the 55-mph
speed limit saves lives.
We say the government is wrong.

Continued

-

Foomaote to Fig. | (abave): You will notice that the futality numbers in this illustration do not agree with the numbers in the 1ext. Both vets come from the
NHISA Office of Stanstics and Analvsis. The ones in the ilustration are more recent, having andergone an adjustment”” carlier this year. the

“wdnomment’” served 10 narrow the gap between pree and post specd tindt fatalities. But why deaths. poaticdarly those dating back 1o 1973, should be

adpasted ot thiy bate dute has not been eaplained.
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-mph ‘Speed Limit Saved Lives,”
claims the h-adlive 1in 1the New York
Times. And the article of Jasuary 24,
1978, poes on to say, “Federal officials 1n-
terviewed all agieed on one thing—that at
least 50 percent of the reduction in traflic
fatalities over the last few years was att: ib-
utable to efforts by many drivers to comply
with lower speed limits.”

In this case, “federal officials” means
representatives of the National Highway
Traffic Safety Administration, and
NHTSA is not exactly what you'd call an
unbiased source. Their $150 million annual
budget is dependent on proving that Amer-
ican roads are safer because of NHTSA
regulations, and the only statistics avail-
able come from NHTSA.

But NHTSA's claims simply don’t add
up. The 55-mph speed limit is nowhere
near as effective al saving lives as the gov-

ernment would like you to belicve, and you

can _prove this using NHTSA's own statis-
tics, Rather than accounting for 50 percent

of the reduction in traffic fatalities, the 55-

mph speed limit has accounted [or no sig-
nificant fatality reductions at all.

The 55-mph speed limit was made man-
cdatory on all U.S. roads as o March 4,
1974, At that time, NITTSA Jind been con-
vinced by a study done Tor the Ohio Stale
Highway Paitrol that reducing the national
speed limit to 55 mph was the most effi-
cient way to save gasoline during the “En-
ergy Crisis.” But, even with the reduced
speed limit, consumption increased. Do-
mestic demand for gasoline actually rose
from 6.674 billion barrels a day in 1973 to
6.978 billion barrels a day in 1976, as total
vehicle miles traveled increased from 1309
billion to 1391 billion.

According to Dr. John Eberhart of the

Department of Transportation, Office of

" Driver Research, the most accurate gov-

ernment study shows a maximum fuel sav-

ings of only one percent directly attribut-
1n perspective, John Kellvy. Jirector of de-
velopment at the Firestone Tire & Rubber
Company, says a one percent improvement
in fuel economy can be gained by increas-
ing inflation pressure of the radial tires on
the average car from 24 to 26 psi. A one
percent improvement in fuel economy is so
insignificant, in other words, that no one
now defends the 55-mph limit as a conser-
vation measure.

The 55-mph speed limit has survived
solely because it “‘saves lives.” According
to table A-4, Traffic Safety 76, published
by NHTSA, there were 55,759 traffic fatal-
ities in 1973—the last year of the 70-mph

76

21-30 mph 31-40 mph 41-50 mph 51-60 mph 61-70 mph over 70 mph

0-20 mph

Fig. 2

VEHICLE SPEED BEFORE
FATAL ACCIDENTS

NUMBfF R OF VI-|IICLES

A
oF a

speed limit—and onlv 46,629 in 1974, the
first year of the 55-mph limit. In 1975,
45,515 people were killed: in 1976, 46,150.
(Because of the complexity of compiling
these figures on a national level, the 1977
total will not be available until later this
year.) NHTSA vufTicials would like you to
belicve that there's an across-the-board
correlation between the spced-limit reduc-
tion and this reduction in traffic fatalities,
that reducing the speed limit by fifteen
mph is responsible for at least half the av-
erage of 9661 lives saved each year for the
past three years. Maybe. Then again, may-
be not.

Until 1975, all government traffic-fatali-
ty figures included everyone who died
within one year as a result of injuries suf-
fered in a vehicular accident. But in the fall
of 1973, according to Marvin Stevens of
the NHTSA OfTice of Statistics and Analy-
sis, the recording system was chauged (o
include only people who died within thirty
days after an accident. The published 1975
and 1976 fatality figures have been artifi-
cially reduced by fivc percent, says Ste-
vens, making direct comparison impossible

with earlier years. As research ts being

done for this article, the NITTSA has yet

to publicize this chanpe Adjosted o con
torm 1o the earlier svstom, trattic tahies

were actually 47,791 v 1975 and 48,457 in
1976. Applying the appropriate correction,

the difference in the number of tralfic fa- -

talities between 1972 and 1976 1s then
7302, not 9609 as the NHTSA would like
you o believe.

Still, considering that much ol every
driver's time is spent mired in urban and
other low-speed traffic, the real question is
how many of these fatalitics were even sub-
ject to the 55-mph speed hmit in the first
place. NHTSA claims that half of the fa-
tality reduction when you compare 1973
and 1976 was due to the speed reduction.
But according to table 11.2.1.5. of the
NHTSA Fact Book, 59.35 percent of all ve-
hicles involved in fatal accidents in 1973
were traveling 55 mph or less belore the
accident, even though the speed limit was
70 mph. In 1974 and 1975 this figure was
66 percent. (Later information was not
available at press time.)

This is a very important point. Il 59 per-
cent of all vehicles involved in fatal acci-
dents were going less than 55 mph when
The speed Iimit was /0, then it’s obvious
that reducing the speed limit from 70 mph
to 55 mph would not have ailected these

dnvers. So, of the total reduction in fatali-
ties that occurred between 1973 and 1976,
59 percent is not attributable to the lower
Continved
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speed limit. To assess the effect of the

speed limit change then, we must subtract
39 percent, or 4308, from the total reduc-
tion of 7302 Tatalities to calculate the effect
of 55 mph. Subtotal: 2994.

There's another big group of fatalities, a
full seventeen percent, that hasn't been
considered. In 1973, 9774 pedestrians
blundered into the street and were killed
by oncoming traffic; in 1976, only 7895
(8290, adjusted to compensate for the new
NHTSA recording system) pedestrians
were killed, according to Traffic Safety 76.
This reduction of 1484 pedestrian deaths is
due to a combination of factors, none of
which had anything to do with the 55-mph
speed limit. Breakaway houd ornaments
and rear-view mirrors, smooth hubcaps
and soft-nose cars have accounted for most
of this reduction in low-speed pede:isian
fatalities. Obviously, nearly all pedestrian
deaths occur on surface streets where the
speed limit was unchanged between 1973
and 1976. Subtract 1484 pedestrians from
the 2994 Latadities saved between 1973 and
1976. New subtotal: 1510,

There are now about 104 million auto-
mobiles in the United States, and approxi-
mately ten milljon new cars enter the total
transportation pool each year, while ten
million old cars are scrapped. In other
wuords, to make a complete Cliangeover of
all US. automaobiles takes elfectively ten
years, actuully a bit more. The Maotor Ve-
hicle Safely Act was passed only in 1966
and began to affect the design of cars only
in 1968. The progression since then has
seen the percentage of cars equipped with
lap and shoulder belts increase from 60
percent in 1973 to 90 percent in 1976, ac-
cording to NHTSA's Fact Book.

The big change in seatbelt usage came in
1974, due to the ignition interlock, the
same time as the 55-mph speed limit came
into effect. But since the interlock was a
short-lived measure, disregard it. Still, be-
tween 1973 and 1976, 30 million 1974—
1976 cars equipped with lap and shoulder
belts entered the highways, according to
NHTSA's Fact Book, while another 30
million old cars with only lap belts or no
belts at all left the highways. The usage for
seat belts increased from six percent on
1963-1966 models in 1973 to 21.37 percent
on 1974-1976 models in 1976, according
to Sufety Belt Usage Survey, published by
NHTSA.

According to NHTSA's Traffic Safety
’76, page 5, “Each ten percent increase in
the usage rate of lap and shoulder belts re-
sults in about 1115 lives saved.” Since us-
age of lap and shoulder belts increased fif-
teen percent between 1973 and 1976, sub-
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tract 1673 fatalities saved through in-
creased use of better seatbelts in order to
determine the effect of the 55-speed limit.
New subtotal: -163.

The Motor Vehicle Safety Act of 1966
decreed a multitude of changes in car de-
sign in addition to lap and shoulder belts.
These include collapsible steering columns,
energy-absorbing chassis and dashboards,
roll over protection, side-impact door
guards and energy-absorbing bumpers. Al-
most 30 million safer 19741976 cars were
put on the roads between 1973 and 1976,
while another 30 million comparatively

The speed limit had
nothing to do with the
1484 fewer pedestrian

deat_hs in 1976

unsafe older cars were junked. According
1o studies done tor NIITSA by the North
Carolina Highway Safety Research Center,
a person is “ten to fifteen percent less like-
ly to be killed or seriously injured in a
post-1974 car.” Let’s split the difference at
12.5 percent for purposes of discussion.
Now, this study has lumped fatalities and
serious injuries together. But we will statis-
tically separate them by referring to a
study conducted by Yolvo i 1965 und
1966, which concluded that serious injuries
and fatalities occur in a ratio of 6.5 to 1. In
other words, of the 12.5 percent reduction
in serious injuries and fatalities observed
by the North Carolina Highway Safety Re-
search Cenler, only about 1.9 percent are
fatalities. But, since 1974 and newer cars
accounted for only about one-third of the
cars on the road in 1976, only one-third of
the 1.9 percent can be applied to the over-
all car population. Applying that factor to
1973 deaths yields a savings of 353 lives
attributable to safer car design. New subto-
tal: -516.

According to Marvin Stevens of
NHTSA, stricter driver-licensing require-
ments, stricter vehicle inspections, im-
proved roadways, completion of more
miles of federally funded Interstate high-
way, increased police patrols and stricter
drunk-driver legislation have all contribut-
ed to the reduction in highway fatalities.
Breaking out figures for the individual
changes is impossible, says Stevens, but
there has obviously been some benefit. We
will not try to calculate it here.

What else changed? Well, there has been
a dramatic shift in the number of drivers
who are safer than the average. In the 1973

*g

EXHIBIT B _J

to 1976 period, drivers increased by six
million, according to the Fact Book, with a
corresponding shift of the total driver pop-
ulation from 55.2 percent male/44.8 per-
cent female to 54.2 percent male/45.8 per-
cent female. Because men are involved in
fatal accidents at about four times the rate
of women (among other factors, they drive .
more miles), this population shift should
result in about 1.1 percent fewer fatalities
if everything else remained the same.

We could go on about the reduction in
the number of convertibles and the increas-
ing tendency of all cars to gravitate
towards a weight of 3100 1bs.—thus elimi-
nating the dangerous weight disparity be-
tween big cars and small cars in two-car
collisions, which is pointed out by Hans
Joksch in Analysis of Increased Small Car
Usage upon Traffic Deaths and Injuries,
published by the Department of Transpor-
tation. There have also been a substantial
increase in the use of radial tires with im-
proved roadholding, increased use of disc
brakes and heavy-duty suspensions.

You get the point. NHTSA would like
you to think that 9609 people were saved
in 1976 who would have been killed in
1973, and that half those people, 4805,
were saved because the speed limit had
been reduced from 70 mph to 5SS mph.
There is no reason to believe that. In fact,
data provided by the NIFFSA suggest oth-
crwise. Comparing vehicle speed inunedi-
ately before fatal accidents (I9g. 2) for
1973 and 1975 (numbers for 1976 are not
yet available), we can see that the reduc-
tion in accidents happened not only above
55 mph but also below 20 mph. So it would
be very difficult for a rational man to give
all the credit to the lowered speed limit.

We're not going to argue that the 55-
mph limit actually cost 516 lives, as our
calculations show. That would be as feeble
as the NHTSA'’s position. Instead, we’ll
settle for a compromise. The NHTSA al-
ready admits that the 55-mph speed limit
doesn’t save fuel. It should admit that it
doesn’t save lives either.

And when it gets that done, it might just
as well raise the speed limit back up to 70
mph where it was, at least on the Inter-
states. The death rate is incredibly low
there—1.43 fatalities per 100 million vehi-
cle miles in 1975 (the latest figures avail-
able)—less than half that of any other type
of road. And it is insensitive to speed.

Looking back into our history for prece-
dents, Prohibition was another misguided
attempt to restrict the American people,
and when it was proven inctfectual it was
rescinded. We think that same time has
come for the 55-mph speed limit. ®

Continued
81
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Gasoline and Prosperity Don't Mix.
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® In its campaign against truflic deaths, the
safety cstablishment. invariably falls back on
statistics. 11 tries to find a correlation be-
tween an increase in fatalities (or a decrense)
and some other trend or occurrence in socie-
ty. But these correlations are hard to find.
Traffic deaths don't automalically go up
when the number of cars on the road in-
creascs. Or when the number of licensed
drivers increases. Or when the average
horsepower of the new mudels goes up.

To the frustration of everybody, traffic
deaths seem quite unpredictable. That is why
the NHTSA has been so quick to credit the
55-mph speed limit with saving lives. On the
surface, there is a correlation. But after
checking through the evidence it appears to
be more of a coincidence.

There is, however, one correlation that
seemy unshnkable. That v the telationstip
between motor-vehn ' .} aths and the Feder-
al Reserve Board’s Industrial Production In-
dex, a commonly used indicator of the
strength of the economy. As you can see on
the accompanying graph, whenever the In-
dustrial Production Index goes up, so do fa-
talities. And when the index goes down,
there is an associated reduction in deaths.

This relationship was noted by B. Bruce-
Briggs in his well-researched book, The War
Against the Automohile. He rcasoned that
the mood of the nation changes with the
economy. “In hard times, people are pessi-
mistic and cautious, and are not risk takers.

10088 ALT[ ] 197
. .. Gowdl times mean good feclings, rbul-
lience, optimism and u tendency (v pul your
foot on the gas and go." Certainly the death
rate supports this conclusion.

Interestingly, the death rate also suggests
something clse. Looking at the two curves,
it's clear that their respective rates of in-
crease begin (o diverge aboul [96R. iven
though the Inclustrinl Production Index con-
tinues to climb, denaths start to level ofT and
later decline. You will remember that (968
was also the year in which federally ma: Jat-
ed safety equipment (energyv-absorbing steer-
ing columns and other occupant-protection
devices) first became required on new cars.
It would appear that this equipment is doing
the job for which it was designed. '

Nevertheless, its seems to be the economy
that's calling the shots here, because, with or
without the safcty equipment, both curves
rise or fall at the same tune. Then why, you
ask, doesn’t somebody mail this page down
to the NHTSA so our men in Washington
can get on with the real correlation? Well,
you can forget that approach. They already
know this stuff. In fact, the graph was taken
from the NIITSA Fact Buok.

So why don’t they pay altention to their
own data instead of trumpeting red herrings
such as the speed limit? For that answer
you'll have to examine the political process
by which laws are made. Congress is not
likely to vote for 1 recession, no matter how
many lives it would save. —Patrick Bedard
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HERE HAS BEEN o multitude of
5, words written, spoken and proba-

bly shouted about the national 55-
mph speed limit which has been with us
more than 1wo years now. And it will
probably remain in force for quite some
tume, il not forever, despite the antipathy
of many drivers. Several ot us associated
with R&T have been traveling recently,
covering rather long dJistances in a vari-
ety of cars, and have rediscovered the

impracticality of 55 mph. The Feuature -

Editor recently drove approximately
5000 miles round trip going home to
Wisconsin for the holidays and | made a
2500-mile jaunt to Wyoming and back,
One of lile’s great frustrations is being on
the interstate highway system in the wide
open spaces ol Nevada or Utih and only
asmnple carsight L that one, unltor-
tunately bemp a highway patrol car. You
stare at the mountains in the distance
and it seems they never get any closer.
One ol the more interesting essays I've

ot
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COMFORTé]SBLE SPEED
' LEGAL SPEED

There’s a big difference, according to one study

seen on the subject ol the speed limit is
“An Analysis of Comtortable Driving
Speed” by Dr Ronald Morris and
Charles Berry. Jr. Their report stems
from an experiment they carried out for
Texas A&M University’s Texas Trans-
portation Institute, in which they hy-
pothesized that a comfortable driving
speed would be estublished by the driver
bused on vehicle characteristics and
roadway design and conditions if he or
she was not receiving feedback Irom the
speedometer.

Dr Morris is now living in southern
Calitornia and | spent some time talking
with him about the experiment and read-
ing the report he presented to the 14th
SAFL Symposium (SAFE is an orga-
nizatton of spectihists involved with sur-
vivil, tansportiation salety, lile suppont
and related ticlds).

in stating the problem ol comfortable
driving speed, Dr Morris says that even
the casual observer can perceive that

there is a relationship among himself, the
operating characteristics of the car being
driven and the roadway parameters,
which tends to establish a comfortable
speed of sustained travel. Dr Morris ad-
mits that the exact nature [ this relation-
ship is not known even thuugh there has
been a considerable body of research
over the past several decades attempting
to.identify parameters.

The primary question for our purposes
here is what effect does mismatched
comfortable speed and legal speed have
on driver performance. Dr Morris says
thatil'a driver's comfortable speed varies
significantly from the legal speed limit,
and il the driver desires to remain legal,
he will constantly be adjusting speed by
throttle chanpges and continuous obser-
vittion ol the speedometer. e adds thint
any ckixation of vigtlanee results i a
tendency to return (o the comlortable
speed.

/0
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To test this hypothesis, Morris and 3>
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Berry designed an experiment in which
they attempted to keep the numb.
uncontrolled (nuisance) varint 1 oa
minimum. With the coopewat + ol the
‘Texas Department of Public Satoty, they
u.edd arv isolated section of Interstate 30
some 40 miles west of Texarkana, Texas.
All testing involved runs in both duec-
tions to compensate for lighting and
wind conditions, tests were conducted at
the same time of day during dry, sunny
weather, the vehicle's interior tempera-
ture was maintained between 70 and 75
degrees Fahrenheil, and driver instruc-
tions were administered identically to all
subjectc by use of a tape recording.

Morris adds, “Tt was assumed’ that
vehicle type would be a signilicant pa-
rameter, so a single-fuctor, 3-treatment-
level, completely randomived experi-
ment was constructed. Three auto-
mobhiles, sclected to cover the range of
generally available commercially man-
ufactured types served as the test vehi-
cles.” These were a Datsun 240Z, a Ford
Torino station wagen and a GMC Sports
Van, each with less than 22,000 miles and
each recently tuned (including wheel
halance and alipnment) 1o Factory speci-
fications, Fach was equipped with a
specd recorder that was dden from the
driver, and the instrument pancl was
covered so the driver had no leedback
from the vehicle's standard instrumenta-
tion. The drivers involved were not told
the purpose of the experiment and their
instructions were as follows:

“You have been asked to take partin a
human factors experiment. You will he
reyuired to drive approsimately 30 miles
on Interstate Highway 30. This experi-
ment is intended to measure various
human factors associated with driving:
the instrument panel will be covered.
You are asked to find a speed which is
comfortable to you and maintain it. 1 will
be taking various measurements during
the experiment but try to ignore what |
am doing. Your task is to drive as you
normally would. Adjust your sgeed so
that it feels comfortable to you. i there
are any questions | will replay the tape;
otherwise, begin now. | will give direc-
tions as required.”

There were seven drivers for each of
the three vehicles but none of them drove
more than once. Dr Morris concedes that
his sample was small in number and thus
conclusions drawn from the experiment
must be general. He adds that there is an
apparent need for more experimentation
to determine the nature of the distribu-
tion of comfortable driving speeds. His
conclusion?

“The experiment clearly demonstrates
that the average comfortable driving
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speed is well above the existing national
speed limit of 55 mph. The analysis of
our data resulted in an overall mean
comfortable speed of 69.94 mph with a
standard dcviation of 4.425 mph. From
this it is reasonable to conclude that the
probability that the entire population’s
comfortable speed is 55 mph is essen-
tially zero. The comfortable speed of
69 94 mph demonstrates that if the pres-
ent speed himit of 55 mph is to be con-
tinued, further rescarch is needed in the
areas of vehicle and roadway design to
establish a more acceptable interface be-
tween inherent vehicle characteristics
and legal speed limits.”

Dr Morris adds that constant atteotion
to speed on 1he part of the diwver places
additional stress and latigue on the per-
son, as well as requiring constant threttle
corrections which do little to maximize
engine performance and conserve en-
ergy.

Jusl as an additional-point of interest,
the lastest mean average was for the
GMUO van. The 2407 was sccond lastest
and the station wagon was third. Dr
Morris told me that if anyohe is inter-
ested in pursuing this line of research, he
would be happy to give whatcver assis-
tance and guidance he can. even though
he is presently in a different fleld. He can
be rcached at PO Box 2169, Downey.
Calit. 90242.
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That way

BY PATRICK BEDARD

we could save time while we’re saving gas.

e We must assume that our lawmakers
had their hearts in the right placey during
the hard times of 1974 when they lowered
the speed limit from 70 to 55 mph. The
nation was faced with a critical fuel short-
age, and nobody either then or now dis-
putes that cars use less fuel when traveling
at lower speeds.

But just because their hearts were in the
right places doesn’t mean that they did the
right thing. Why, a reasonable man might
ask, if the government was looking for a

NQOVEMBER 1977

way to boost fuel economy, did it make a
law controlling speed? Speed, in the funda-
mental sense, has little to do with econo-
my. If the government wants better fuel
economy, it should pass a law that specifies
fuel economy.

Moreover, that same reasonable man
might find the 55-mph limit discriminatory
in that it does not divide petroleum re-
sources equally among motorists. In an
America based on equal rights for all, why
does the law allow motorists who opt for

fat-back highway hogs to burn more fuel
than those who voluntarily choose more
frugal models?

The question boils down to this: If the
government wants twenty mpg, why
doesn't it write a twenty-mpg law instead
of a 55-mph law? Because even though
speed does have some effect on fuel con-
sumption, it’s not nearly as important as
the type of car.

Our technical editor, Don Sherman, has
produced an eye-opening set ot test results.

Continued
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20-MPG Conrinued

He evalnated three cars: a 460-cubic inch
Ford LTD as the typicatl sac pus.ler; a
305-cubic inch. auteinatic Monza Spvder
as a representative perforinance car o+ la
1600cc Ford Fiesta, a delegate from the
econobox ranks. In each car, he measured
steady-speed fuel economy in ten-mph in-
crements from 30 to 90 mph (actually, he
ran the Monza up to 110 mph).

The data shows that the 55-mph limit
effectively subsidizes gas guzzlers at the
expense of more efficient cars. Peak mile-
age of the LTD was 16.5 mpg at 40 mph.
Consumption dropped to fifteen mpg at 55
mph and twelve mpg at 70 mph. The Mon-
za’s most efficient range was 35 to 55 mph
where it produced 25 mpg regardless of the
speed. At 70 mph, mileage dropped to
about 21 mpg. As expected, the Fiesta was
a miser, scoring a peak of 58 mpg at 30
mph, dropping to 46 mpg at 55 mph and
35 mpg at 70 mph.

But most important of all, the curves
shoWw that car size is ever so much more

important than speed. The Monea, at 92
mph, produces the same economy as the
LTD at 55 inph. And driven flat out, the
Fiesta still gets betler mileage than that of

When it comes to saving
gas, tests show
that car size is ever so
much more
importunt than car speed.

efficient speed of 40 mph.

The comparison shows up the 55-mph
limit for the limp gesture that it is. And
President Carter’s idea of a gas-guzzler
tax, at least temporarily put on the shelf
now, is more of the same bureaucratic fol-
ly. What this country needs is a good twen-
ty-mpg speed limit (or eighteen mpg, or 22
mpg—whatever can be agreed upon in the
smoke-filled committee rooms). Let the
motorists go as fast as they want so long as
they don’t drop below the mileage mini-
mum. You can be sure that gas guzzlers
would lose their appeal if they were con-
fined to the slow lane, being passed by
streams of I‘iestas, Hondas, Rabbits, Che-

X
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Such a scheme conld be easily put into
niotion. The EPA compiles mileage figures
on every new car as it is being certified for
cmissions. A speed limit for each car could
be based on the same data. The govern-
ment already requires that emissions num-
bers be pasted on the side windows of new
cars. Maximum allowable speed could be
placarded there as well.

Of course, there would be criticisin from
the safety establishment. It would see the
unequal speeds as a source of danger. But
it should Le reminded of the natural selec-
tion process at work here. The slow speed
limit for big cars would soon make them
unpopular, weeding them out of the traffic
mix, ultimately making the roads a safer
place for smaller. more efficient cars. And
in fact, the hazard to small cars would be
reduced immediately because big cars trav-
eling at lower speeds pose less of a threat.

But best of all, getting rid of the speed limit
in favor of an economy limit provides an
incentive to improve transportation that’s
missing now. The first pnal of better trans-
portation always has been—and always
should be—-getting to thedestination sooner.
And whocan argue with getting theresooner

the LTD when it is cruising at its most  vettes and the like. andsaving fuelin the process? ®
STEADY-SPEED FUEL ECONOMY .
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The 55-mph fallacy: Slowing a 460 LTD from 70 to 55 mph saves three mpg but 23 mpg could be saved in a Fiesta without slowing.
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974 was a year of desperation.
Millions of motorists all across the
country reported late to work because
a good portian of their early marning
hours were spent playing a new game
called "Find The Fuel.” No one felt
much like playing, particularly when
the payotf might be as little as an
eight- or ten-gallon drink, maximum.
The motorist was rightly outraged.
There could be no winner in such a
game
But the worst was yet to come. The
government quickly upped the ante of
desperation by responding in kind with
another desperate move. The 55 mph
speed lim\{ was enacted by an unpopu-

Does Congress have
By Herb L. Adams

lar and essentially inoperative adminis-
tration with the avowed intent of con-
serving precious gasoline. The govern-
ment also undertook the task of print-
ing miilions upon millions of rationing
coupons. ‘'Just in case."

States quickly jumped into the_act,
many of them with ‘“‘rationing’’ pro-
grams of therr own The government
countered with its own national alloca-
tion plan, supposedly based on each
state's own needs for fuels. Daylight
saving time became the law of the land
to help conserve heating oil.

Since then, ot course, our Arab
friends have resumed business as usu-
al, it only for the time being Perma-
nent daylight saving time is gone, as
are state's rationing schemes All the
threatened lawsuits which would have
pitted state against federal government
over allocation allotments are fargot-
ten. Tensions have eased For the time
being.

But what about this offensive 55
mph speed imit? The bad news 1s well
known, it's here to stay. Both houses
of Congress have perpetuated the low-
ered maximum speed indefinitely. What
about the 1re ot multitudes of
Americans—often expressed violently
during the so-called '‘crisis days' '~
against this most unpopular restriction?

Has it, in fact, saved enormous
amounts of gasoline as promised?

No one knows. The tederal officials
whom one might suspect have such
data have remained strangely silent.
The Ford administration admitted that
no one, except the oil_industry itself,
has any hard facts on what our real
petroleum situation is.

Reason urges us to confess that we
believe there is a distinct possibility
that this 55-mph speed limit may actu-
ally be preventing us from using our
finite fuel reserves most intelligently.

We're getting ahead of the story
When the 55 mph speed limit was first
imposed it was becduse it seemed a
quick means ot saving gasoline and
would atfect all citizens equally Rais-
ing the price of gasoline (which hap-
pened anyway) was rejected because
of obvious increased hardships (pro-
portionally) to lower income families

Although the lowered speed limit
might appear to be equal for all citi-
zens, consider a Cadillac traveling at
55 mph and a Volkswagen cruising at
70 mpnh. The Cadillac is using approxi-
mately twice the fuel. even though it is
traveling slower It would be difficuit to
administer a law which would permit
smaller, more econoumical cars to run
tasier but this would probably be fairer.

Before we look at an alternative
means of saving gasoline, lets look at
just how much the 55 mph speed limit
might be saving. Figure 1 shows a
typical full-size car's fuel usage at con-
stant speeds. At 70 mph it gets 16.2
mpg and at 55 mph it gets 18.6 mpy

The difference is 24 mpg or a 14 8
percent increase in fuel economy. It
should be noted that is the maximum
increase that could be expected Fac-
tors such as some smaller cars in the
overall driving population and actual
variable-speed driving conditions would
significantly reduce this percent of im-
provement. Since we don't have data
to support these factors, we will use
the 14.8 hgure for turther analysis

All the cars in the country do not
run at highway speeds because they
are frequently operated in urban areas.
The U.S. Department of Commerce es-
timates that 45 percent of the mileage
accumulated by passenger cars is on
rural roads which are attected by a 55
mph limit. This means that the 14.8
percent savings in gasoline must be
factored by 45 percent for an actual
savings potential of 6 7 percent. This
savings must be factored again by the
mileage driven in those states that had
speed imits iower than 70 mph before
the Federal law was passed.
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THE AATIONAL SPEZD LIBMT

FUEL ECONOMY VS. CONSTANT SPEED

SPEED LIMITS AND "OPULATION

STATE DAY NIGHT INTERSTATE POPULATION
(1.000s)
20 N\ Al ABAMA 60 50 70 3 151
ALASKA 60 — 70 305
ARIZONA 60 60 - 1792
ARKANSAS 60 - 75 196
18 CALIFORNIA 65 - 65 19 Y4y
: \ COLORADO 70 - 70 Y225
CONNECTICUT RP - - 3.032
DELAWARE 50 - 6n 550
WASHINGTON D.C. 45 - 50 753
16 FLORIDA 65 70 - £.845
GEORGIA 60 *50 70 4 602
HAWAII 45 - 65 774
IDAHO 60 55 70 717
14 ILLINOIS 65 — 70 11137
INDIANA 65 - 70 5208
IOWA 70 60 75 7 830
KANSAS 70 60 75 2248
12 KENTUCKY 60 50 70 3.224
. LOUISIANA 60 - 70 3.644
Q MAINE 45 - 70 995
; MARYLAND 50 - 70 3.937
. 4 - ; 4 K9
3% 40_50 60 70 80 90 MICHIGAN 65 55 % 8001
SPEED M.P.H. MINNESOTA 65 85 70 3870
s e o —_ MISSISSIPPI 6h e 70 RIREIT
R AHG_UR*_E 31._ ikt s MISSOURI (HB Ho n REEIR]
MONTANA 6Hh iy 0
Figqurey %2 <hinws e clate by stile NERRASKA 2N Ho " 1190
breakdown ol old sprred Innits and NEVADA N bt except ac posted i citie 113
pupulation. A weighted average of the NEW HAMPSHIRE 60 = 0 742
population of each state pius an aver- | NEW JERSEY 30 - &0 T 1o
age ol the ste-wnposed speed limits :Ex vg:'l(co :g 7_0 ég % 18 ?,1.‘8
shows that 63 mph is rgpresentatwe of NORTH CAROLINA ‘55 _ 16 5 2)9:
‘he average SDF‘ed a driver was triinl- NORTH DAKOTA 60 65 75 61R
ing in rural areas before the federal H5 OHIO 60 no 70 10 G848
mph limit was imposed. When Hus dala OKLAHOMA 64 HYy ) AR
Is factored into our 6.7 percent poten- OREGON 55 - 70 Y102
tial savings, the maximum savings is PENNSYLVANIA 55 - 70 11817
opsequently reduced to 3.1 _percent RHODE ISLAND 55 45 60 a1
This calcuiation does not consider SOUTH CAROLINA 60 54 0 2596
that some drivers always exceed the SOUTH DAKOTA L0 60 75 i
5
speed Iimit or that some drivers never JENNESSEE o5 95 75 3.8m2
A TEXAS 70 65 70 11254
go as fast as the limit aliows. UTAH 60 50 70 1 069
It does not take into account driv- VERMONT 50 - 65 447
ing factors such as acceleration, hiil VIRGINIA 55 - 70 4,653
climbing and traffic patterns that wouid WASHINGTON 60 - 70 3414
all reduce the potential savings. For WEST VIRGINIA 50 - 70 1796
comparison purposes il is sale to say WISCONSIN 65 55 70 4.443
that_the three percent” savings _in_Tuel WYOMING 65 - 75 g3
we calculated is the maximum that
might be expected as a result of the
federal 55 mph speed Iimit. Consider- FIGURE #2

Ing actuai driving condttions in all parts
of the country, the minimum potential
gasoline savings could be as ittle as
one percent. A three percent fuel sav-
ings Is significant but not really very
much in hght of the enormity ol the
problem.

Can a better way to save gasoline
and the time-saving 70 mph speed limit
go together? ideally, a fuel conserva-
tion program should affect all people
equally and save maximum amounts of
fuel. If we could reduce the weight of
the average car by 1000 pounds we

rea

would realize a fuel savings far greater
than wouid ever be possible with re-
duce speed limits.

The weight of your car has a grealer
effect on fuel economy than any other
design factor. Analysis of comprehen-
sive data shows that the overall fuel
economy is approximately equal lo a
constant, 56,000

Weight
56,000 divided by total vehicle weight

MPG =

Figure =3 shows this relationship for
a group of cais with varying weights
and fuel economies This data indi-
cales fuel economy thal 1s reahzed 'n
overall dnving conditions such as you
might encounter in putting 25.000
miles on your car over a two year peri-
od. As is shown by the data it is accu-
rate within two mpg This variation al-
lows for different driving habits, car-to-
car variations, engine tune and al the
other variables that affect fuel econo-
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EXHIBIT B _J

OVERALL FUEL ECONOMY VS. TOTAL VEHICLE WEIGHT
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56,000 divided by total vehicle welght

FIGURE #3

my. Our purpose in presenting this
data 1s tu show the relatonship be-
lween fuel economy and total vehicle
welghit In this case the total vehicle
weight includes passengers. cargo and
anything eise that moves with the car
Reduced weight resuits in fuel savings
because less energy is required to
move less weight. Using the chart for
an example we see that a 4000 pound
car will get approximately 14 inpg av-
erage under a/l dnving conditions. We
also see that a 3000 pound car wilt get
18.6 mpg under the same conditions.
This increase of 4 6 mpg equals a 32
percent saving in fuel. If we couid re-
duce the weight of the average car on
our roads from 4000 to 3000 pounds
we would realize a fuel savings ten
times as gieat as might be realized
with lhe 55 mph speed umit the rea-
son reduced weight can save so much
fuel 1s because every car will save all
the time, not Iike with a reduced speed

limit where only a seiect few will save
on select occasions.

Foreign manulact irers (and Detroit,
to a much lesser degree) have shown
us that it 1s possible to build smaller,
lighter cars that are stiil sale, attractive
and, if desired, luxurious. The use of
smaller and lighter cars has the advan-
tage of other savings besides that of
gasoline For one thing. fuc! costs to
customers will be reduced because
they will use less gasoline More im-
portantly, the widespread use of small-
er and lighter cars will result n raw
material savings as well as a savings in
the energy required to process these
raw maternials.

Automotive manufacturers witl bui'd
any type of car that sells because their
business is to make money. Durnng last
year's gasoline shortage the salte of
smai! cars boomed. But, as soon as
gas was available again, even at higher
prices, people returned to buying big

cars. It 1s easy to see why Detroit has
not forsaken large cars. What we need
then, is an incentive to make people
want to own and drive smaller, lighter
automobiles.

The obwvious incentive to buyers in
the middle of a recession is monetary.
If the government levied an excessive
tax on the weight of cars—proportional-
ly increasing with the weight of the
vehicle—it would be possible to intlu-
ence the weight of cars on the road
and realize a savings In fuel usage.
Since we would like to inake 1t attrac-
tive for people to own and dnve lighter
cars, the formula for applying the ex-
cise tax should favor lighter weight ve-
hicles. This can be done by making the
excise tax a cubic function of car
weight. An example of how this would
work would be:

_ o [(Weight of Car}3
TAX = 3 ( e )

WEIGHT TAX

1000-pound car
2000-pound car
3000-pound car
4000 pound car
HOOO peonined o

$ 3 per year
$ 24 per year
$ 81 per year
$192 per year
$/0 per yoen

HHOO potnd car

$5H99 por year

To simplity paper work in collecting
taxes and as a further incentive to
owning a hghtweight car, all taxes of
$100 or less couid be waived This
would mean that a car weighing less
than 3000 pounds would pay no tax
yet a 6000-pound car would pay al-
most $600 per year in excise tax. Over
the ten year Wife of a car the excise
tax of a heavy car could approach its
initial cost. This system would permit
the status seekers and wealthy 10 still
own thewr large cars. but in the proc-
ess they would be paymnyg for the privi-

» lege. The majonty of the public wouid

be conscious of the cost savings ad-
vantages of lighter cars. buy them, and
drive them for an overail savings In to-
tal gasoline used

The above tax formula 's presented
only as an example. The constant and
power of the formula can be changed
to meet any tax rates that might be
desired.

Since the change to !ight cars is one
that must be made siowly we propose
tor the tull program to be exercised
over a five-year period. This would
allow for the rorrnal death of existing
cars while encouraqging the manutac-
turers and the public to wurk toward
the use of highter cars If the program
were enforced 20 percent per year we
would have a progressive approach to
realizing the overall objective. The total

APRIL 1975
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results v ould not be mmediate but
each year the tuel savings would in-
crease and the tax dollars to the gov-
ernment would multiply

To get some i1dea of how much tax
money the governmen! would realhze,
assume an average car weight of 4000
pounds The first year. 20 percent of
the total would be about 340 per car
108 milion cars x %40 each 1s over
four bition dollars. The second year
this would grow to over eight hillien
dollars until the fifth year when it
waonld exceed 20 hilhor ollars per
sear. Natvrally. by this tune maore peo-
ple would hs using sialler cars to
save the tax This would reduce lhe
armount ot money that the government

woulld colirct 1n excise i« but it would
also result i a conside ble savings In
gasoline and that is the real objective.
We have atteinpted here to show
how much gasolns the 55 mph speed
it »ally saves. We have also tried to
shov that teducing the weight of cars
1s a much more effective means of
saving gaschne We hope that the gov-
ernment recognizes the effectiveness
ol this gas savings program and uses
this—and all avaiable—informaton n
formulating our country s long range
energy policies bt we doubt this will
be the case: Remrmher that the toder-
al government has rebgiously adhered
to a knee-jerk get-in the-sayun ronard-
less atlitude aboutl yowr car and mine

ihat has resutted 1 some of the mo-t
laughable and inetfective laws on the
books. And now that President Ford
has proposed a five-year moritorium on
emissions standards—against the advice
of such prestigious orgamzahons as
the National Academy of Sciences--it
IS a pretty good indication that your
government will continue to allow de-
pressed big business all the 'eeway it
can take. never you mind that imphcit
hardstwps of such policies will be
torced onto an over-but-dened pubiic
Yeu, indeed. fend, you and | will
continue to pay the bigrest part of the
lab o nndo what has already been
done  Anct that is the biagest np-oft ot
alt Such are the pohitics ot desperation i




: EXHIBIT C

WYOMING

(:i} *Has two bills introduced. One bill in the Senate, one in the House.
*The House Bi11 (HB 432) has been amended to be similar to the Senate
Bill (SB 117).

*The Senate Bill passed, and is now in the House Transportation Committee.

CALIFORNIA
*Has one Bill in the Senate to repeal the 55 mph speed limit and revert to
prior'speeds.
*They have one resolution petitioning the U.S. Congress to remove the 55

mph mandate or remove the sanctions.

8 MONTANA

*0On the 30th day of a 90 day session, they have had no bills introduced in

reference to the 55 mph speed limit.

COLORADO
*House Bi1l 1341 changes speed 1imit from 55 mph to 65 mph. This bill is
presently in the State Affairs Committee.
*House Bill 1345 eliminates demerit point penalty from driving record;
depending on the stretch of road. This bill was assianed to the Trans-

portation and Energy Committee.

s

ARIZOMNA

*House Bill 2011--Traveling over 55 mph becores a petty offense; citations



e EXxXHIBLT C
vould not count against insurance. This bill was amended and sent to the
Transportation Committee.

(jrk *Senate Bill 1021--Extends the 55 mph speed limit from July 1, 1979 to

¥

July 1, 1981. This bill died on the floor.

IDAHO
%A Bill to change the speed limit from 55 to 65 died.

*Anticipate that other similar bills will arise.

NEW MEXICO
*A bill that would make a speeding citation of over 55 mph have a maximum
fine of $5. This bill was passed in the house but was killed in Senate
é::g Transportation Committee.

*A bill to raise the speed 1imit to 65 has not gotten out of the Committee.

UTAH
*Nothing currently introduced--they are awaiting action taking place in

Wyoming

OREGON
*One bill to revert to suggested speed of 70 mph for the valley; 75 mph

. for the eastern portion of Oregon.
gijl *A bill was introduced to raise the speed 1imit to 65. This was intro-

duced by a majority of the House Transportation Committee

"
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‘ ) CHI-SQUARE CRITERIA

Nevada Drivers Only

QUESTIMN: Is there a relationship between involvement in traffic accidents
by Nevada drivers to the type of citation previously received.
LEVEL OF SIGNIFICANCE: 0.05 level
DEGREES OF FREEDOM: 2
CRITICAL VALUE: 5.991
NUMBER = 152 driver involvements (Sampling of 200 drivers)
1 2 3
Class
55 Other Other
mph Speed Viol. Total Percent
A Involved in 18 29 60
Accident (18.3) (35.2) (53.5) 107 70.4
100 drivers
B Not involved 8 21 16 L5 29.6
in Accident (7.7) (1L.8) (22.5)
100 drivers
N
26 50 76 152 100.0
Class fo fe fo-fe (fo-fe)2 (fo-fe)e/fe
A-1 18 18.3 3 .09 .005
A2 29 35.2 6.2 38.uL 1,092
B-l 8 7.7 .3 009 -012
B-2 21 1.8 6.2  38.Lh4 2.597
© = 637

O &
\\/‘f“\

2
X of 6.374 is greater than the critical value of 5.991 at the 0.05 level,

therefore, there is a relationship between accident involvement and the

type of citation previously received.

Note:

The foregoing figures are not numbers of citations,
of drivers cited.

per type.

citation are not listed.

They are number
Several drivers received more than one citation
Firm correlation cannot be determined as all types of
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COMPARATIVE SURVEY
ACCIDENT AND DRIVERS RECORDS
(Previous to Accident)
Other

55 mph speed Other
Class of Driver viol. viol. Viol. No Violation
Nevada drivers involved
in accident 182 29% 60% 27%
Nevada drivers not .
involved in accident - 8% 21% 164 70%
California drivers
involved in accident 3L% 18% LB% 3L4%
California drivers =
not involved in accident L% 8% 18% 76%

N = 300

Note: The foregoing are based on the percentage of drivers who received citations
for a particular class of offense. The percentages will not total 100%
because of those drivers who received more than one citation.
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Citations

56-65 mph
66~75 mph
76-85 mph

85+ mph

Residence (%)

NEVADA HIGHWAY PATROL

ENFORCEMENT REPORT - 55 MPH N.M.S.L.

OCT. '76 THROUGH SEPT. '77

Nevada

Other

ZONE I (Las Vegas)

3,351
11,085
4,288
185

19,209

L8%
52%

3,351
x L8

1,608

ZONE II (Reno)

11,548
7,619
1,035

162

20,36l

EXHIBIT D .

ZONE III (Elko)

L7
53%

11,548

% N7

5,L28

1,608
5,428
+ 1,045

8,081

6,969 (21,868)
9,826 (28,530)
1,389 ( 6,712)
174 ( 821)
18,358 (57,931)
15%
854
6,969
x .15
1,0L5




