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ABSTRACT

THE RELATIONSHIP OF FLEET SAFETY PROGRAMS
TO ACCIDENT FREQUENCY RATES IN SELECTED
CITY DELIVERY FLEETS

by Walter D. Weiss

For more than three decades fleet safety programs
have been employed by motor vehicle fleets throughout the
United States. These programs are based on the premise that
most vehicular accidents result from human failures; failures
that can be reduced to a minimum through, among other things,
fleet safety program activity.

The major purpose of fleet safety programs is to
prevent accidents under routine conditions. In police fleets
most accidents occur under routine patrol conditions, when
they can best be prevented. Thus, fleet accident prevention
takes on importance to the police administrator in operating
an efficient department. Reduced accident experience in
police fleets: (1) lowers the cost of fleet operation; |
(2) helps to maintain man-power at peak strength; and (3) assists
the police administrator in building good public relations.

Safety administrators have put a great deal of faith
in the ability of fleet safety programs to favorably affect
the accident experience of their drivers.

A search of the available literature on fleet safety
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programs revealed studies that point up definite reductions
in company accident frequency rates. These studies conclude
that these reductions result, at least partially, from fleet
safety program activity. No comparative studies were found
in the literature that revealed the trend of accident experi-
ence in companies with similar exposure but contrasting fleet
safety programs.

The author hypothesizes that there is no difference in
the trends of accident frequency rates in motor vehicle fleets
employing standard fleet safety programs and fleets employing
sub-standard programs.

A study was designed to test this hypothesis since no
data was found in the literature that either support or
reject the hypothesis.

A relatively homogeneous group of wholesale bakeries
in Detroit, Michigan serves as the population in this study.
A questionnaire was used to survey these companies in an
effort to gather data on each of their: (1) delivery opera-
tions; (2) driver selection procedures; (3) accident preven-
tion activities; (4) maintenance policies; and (5) mileage
and accident experience.

These data were used in a comparison of accident
frequency rate trends of companies with standard fleet safety

programs and companies with sub-standard programs.
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In all butvone of the comparisons, a difference in
frequency rate trends occurred in companies with standard
fleet safety programs as contrasted to those using sub-
standard programs.

Since an exception existed, the author felt it could
not be concluded that the data either support or reject the
hypothesis.

Data from the study show, however, that in each case
where a standard fleet safety program was in effect, each of
the companies experienced a reduction in their accident
frequency rate trend.

Because of the large number of variables involved in
any study outside a controlled environment, this study being
no exception, a great deal of additional research is needed
to provide information on the relationship of the variety of
factors that might influence accident frequency rate trends

in motor vehicle fleets.
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CHAPTER I
THE PROBLEM

At the onset of the motor vehicle era, accidents
were regarded as strictly chance happenings due to bad
luck. Accidents were called wrecks and if one occurred,
the after effects were cleared away and it was hoped it
would not happén again.

As the motor vehicle began to take on more
. prominence in the American way of life and their numbers
increased, laws and ordinances were developed as a means
of keeping these vehicles from running into each other
as well as into pedestrians and fixed objects. This:
resulted in a‘substantial contribution to accident preven-
tion and a change in the motorist's concept of accident
involvement. Traffic laws and ordinances directed the
“driver's attention toward determining whether one of these
regulations had been violatgd. Thus, he attempted to
establish legal blame in accident situations.

Commercial vehicle fleet safety directors reaiiged

. - that even though their drivers obeyed traffic laws and



regulations, they were still being involved in accidents.
They looked beyond legal fault in accident situations to
try to develop means, in addition to obedience to traffic
laws, by which accidents could be prevented.l The

search for an answer to the accident problem brought about
the fleet safety program which has as its major purpose
the prevention of accidents.

For more than three decades2 accident prevention
activities have been employed by motor vehicle fleets
throughout the United States. The National Safety Council
and the American Trucking Associations, Inc., among
others, have served as clearing houses for ideas on how
to prevent vehicular accidents. These ideas evolved into
fleet safety programs which are currently in use by their
respective members. In addition, a number of companies
have designed their own programs to fit the peculiarities
of their particular type of fleet operations.

Today, safety administrators generally agree that

the great majority of traffic accidents result from human

1
Chris Imhoff, Better Driving Is Better Business
(Chicago, Illinois: Natlonal Safety Council, I198L]), pp. 4-6.

2
National Safety Conzress - Transactions, Historical
copies of these publications cescribed fleet safety programs
in use prior to 1934. (Chicago, Illinois: National Safety
Councll§
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failures, failures on the part of drivers to adjust their
driving to mental, physical and environmental conditions.

The National Safety Council booklet, ACCIDENT FACTS states

that improper driving is a contributing element in over
90 per cent of all motor vehicle accidents.3

Human failures might stem from a variety of factors.
For example, a driver may be unable to adjust his driving
to his environment due to his physical qualities or
characteristics. Selection procedures have been developed
by the transportation industry to reduce this problem to
a minimum.

Driver failures might also stem from an individual's
lack of knowledge in how to adjust his driving to his
environment. Likewise, human failures in driving can
occur when the knowledgeable driver is unwilling to adjust
his driving to the environment.

Considerable information is available that describes
fleet safety programs and how they have been used to try

to reduce human failures in an effort to prevent vehicular

accidents.

Accident Facts, 1965 Edition, (Chicago, Illinois:
National Safety Council, 1965), p. 48.




Many companies have, in fact, stated that a fleet
safety programn has played a role in reducing their motor
vehicle accident frequency rate. Following an internal
evaluation of their safety program, a number of companies
have pointed out definite reductions in their accident
frequency rates and have concluded that the reductions
are a result, at least partially, of their fleet safety

program.
I. THE PROBLLEM

tatement of the Problem. 4lthough definite reductions

in accident frequency rates have been attributed to fleet

safety program activity, no study is known to have pre-

sented combarative data that shows the trend of accident
experience in companies with similar exposure but differing

fleet safety programs or no program whatsoever. The purpose

of this study is to compile information about companies

operating fleets of motor vehicles that have similar exposure

but differing fleet safety programs in order to: (1) determine
whether there is a difference in the.trends of accident frequency

rates in fleets employing standard fleet safety programs and

See Definitions, "Standard Fleet Safety Program"
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fleets employing sub-standard programs; (2) determine

whether there is a difference in accident frequency rates
in fleets that have a fleet safety program and those that
have no program; and (3) establish whether the use of a
fleet safety program consistently results in reduced
accident frequency rates.

Hypothesis. There is no difference in the trends of

accident frequency rates in motor vehicle fleets employing
standard fleet safety programs, as defined, and fleets
employing sub-standard programs, as defined.

It is also conjectured that available literature is
neither sufficiently objective nor sufficiently complete
to either support or contradict the hypothesis.

Methodoloey. In order to establish what a fleet

safety program involves, a search of available literature
was conducted for descriptions of fleet safety program
activities. Also, available literature was scrutinized
for research conducted on the relationship of fleet safety

programs to accident trends.

See Definitions, "Sub-standard Fleet Safety Program"
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The four elements described by the National Safety

Council as being basic to effective fleet safety activity
were used to define a standard fleet safety program.

A questionnaire was developed using the standard
flee§ safety program as a frame of reference. Through the
use of this questionnaire, a survey of current operations
and fleet safety program acﬁivities in selected city delivery
fleets was conducted. The findings are included in the
study.

An analysis of the data obtained through the question-
naire coupled with the review of literature was used to

test the hypothesis.

Limitations of the Studv. The universe for this study

includes all wholesale bakeries operating within the Detroit
metropolitan area, including suburbs. A list of these
bakeries was acquired from the Michigan Bell Telephone
Yellow Pages Directory for Detroit.

The population used for this study is limited to those
wholesale bakeries which operated a fleet of motor vehicles
as defined, i.e., ten or more delivery trucks.

No attempt is made to evaluate specific parts of
standard or sub-standard fleet safety programs and the

individual relationships of these parts to the various

6
Chris Imhoff, Better Drivinz Is Better Rusiness (Chicago,

Illinois: National Safety Councii, 1964), Ppe. L.




companies' accident frequency rates. An evaluation of this
type would require the manipulation of company fleet
safety program activities and policies over a number of
years along with subsequent comparisons of accident trends.
This type of evaluation is behond the scope of this study.

This study, likewise, does not attempt to evaluate the
relationship between differences in the application of the
specific parts of standard or sub-standard fleet safety
programs and the companies' accident frequency rates.
Such an evaluation is also beyond the scope of this study.

Environmental elements were assumed to work equally
on all subjects since all the fleets that cooperated in
this study operéted within the Detroit metropolitan area,
including suburbs, during the period of time involved in
the investigation. Therefore, the effects of road, weather,
road-side environment, location, traffic, light conditions,
time of day or week, etc., will be considered negligible
variables.

An attempt was made to resolve variables such as -
types of equipment used, employment practices, maintenance
programs, size of fleet, etc., by matching fleets with

similar equipment and policies.



II. TLiPORTANCE OrF THE STUDY
The question of the relationship between fleet
safety programs and accident experience in motor vehicle
fleets has been subjected to considerable study. However,
the objectiveness and completeness of these studies is
questionable if the published literature 1is any criterion.
Safety administrators have put a great deal of faith
in the ability of fleet safety program activity to favorably
affect the accident experience of their drivers.
A. R. Hoenniger, Safety Officer, San Liego County,
California, stated that: '
"Proper preliminary training and a
continuous safety progzram are necessary
elements of any realistic approach to
prevention of traffic collisions involv-
ing police drivers and vehicles."?
Gerald O'Connell, Assistant Director, Traffic Institute,
Northwestern University, also stated that:
"Success in preventing police vehicle
accidents requires participation by
every division, and active support by
all command and supervisory personnel

for requirements of the (fleet safety)
program."

A. R. Hoenniger, "Police Fleet Safety," Traffic
Digest and Review, March, 1962, p. 10.

8

Gerald O'Connell, "Safety Program Tops Operating
Policies For Police Fleets," Traffic Digest and Review,
February, 1963, p. 8.




It is important, then, that an objective attempt be
made to evaluate the relationship between fleet safety
programs and fleet accident experience in an effort to
substantiate the faith put in fleet safety programs.

While police fleets are not specifically involved in
this study, their basic accident problems are substantially
the same as any other fleet operation, including wholesale
bakery fleets. Although operating a police vehicle is
unique in some respects, accidents occur in police fleets
due to human failures much like in any other fleet.

Emergency operation of police vehicles places law
enforcement officers in positions not encountered by most
other drivers. Often they must exceed the speed limit,
abridge right-of-way regulations, and take other risks when
on emergency runs; and usually in city traffic where driving
conditions are most congested. It would seem, then, that
a police officer pursuing a fleeing car would have little
time to think about the refinements of safe driving.
Accident involvement under these conditions would not seem
too surprising.

However, contrary to popular belief, high speed pursuit
or the emergency run are not the principle factors in

accidents involving police vehicles. One police agency
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reported that during a twelve-month period, approximately
78 per cent of its accicents occurred during routine patrol
duty, and only 22 per cent during emergency or pursuit
driving.9 |

Another police department reported over 84 per cent
of all moving accidents occurred during routine patrol.lo

A survey conducted by the Highway Safety Division of
the International Association of Chiefs of Police in 1962
found that approximately 90 per cent of reported police
accidents occurred during routine patrol or when the vehicle
was parked..11

Not taken into consideration in these figures is the
ratio of routine patroi miles to pursuit or emergency-run
miles driven. Were these facts known, it might show that
accidents occurring during pursuit driving or emergency

runs are proportionately higher to the miles driven during

pursuit than those occurring during routine patrol.

Paul H. Coburn, "For Safer Police Drivers," Traffic
Digest and Review, October, 1953, p. 1li.

10
Figures obtained from the City of Dallas Police
Department, Dallas, Texas, in a letter dated April, 1965.

11

_ "Safe Driving Techniques,™ Training Key # 20, Field
Service Division, International Association of Chiefs of
Police, 1319 18th St., N.W., Washington, D. C. 10026, 196L.
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However, the fact remains that most accidents do occur on
routine patrol when they can best be prevented.
riost police vehicle collisions, however,
occur during normal patrol operations
and not during pursuit. The sudden erratic
movement of another vehicle or the momen-
tary distraction of the patrol driver while
cruising can bring about collisions in
much the same way_as accidents occur to
John or Jane Doe.l2
The importance of fleet accident prevention to the
police administrator is three fold. First, reduced
accident experience lowers the cost of fleet operation
through lower insurance premiums, less vehicle repair
and fewer man-hours wasted.
Second, reduced accident experience helps to maintain
pPresent man-power at peak strength by preventing:
a. Loss of personnel due to injury
b. Loss of efficiency because of inexperienced
personnel replacing experienced men

¢c. Man-power loss due to investigating accidents -

involving department vehicles and personnel.

12
. A. C. Finch, "Police Flsets Need Safety Too," The
Police Chief, November, 1956, p. 4l.
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Finally, reduced accident experience helps to build
better public relations and helps to establish police
personnel and police departments as leaders in accident
prevention in the community.

Lt. V. K. Hipskind of the Dallas Police Department,
concluded in one of his many articles in police journals
that, "A definite safety program is necessary for the
efficient and economical operation of a police department."13

Fleet safety programs are usually designed to prevent
accidents under routine driving conditions. Thus, the
police administrator may be in a position to reduce his

accident frequency rate by using the techniques of fleet

safety programming found in private transportation concerns.
ITI. DEFINITION OF TERMS

Certain terms are defined in order to make this
study more meaningful. These terms and definitions follow.

STANDARD FLEET SAFETY PROGRAM

For purposes of this study, a standard fleet safety

13
V. K. Hipskind, "The Development of a Police Safety

Program," Police, January-February, 1965, p. 63.
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program contains four elements the National Safety Council
calls essential for effective fleet safety activity.
These elements are:

1. A4 standard of driving performance

2. Driver training

3. Record keeping on individual drivers' performances

L. Recognition for good driving performancelh

An outline of a standard fleet safety program model
might include the following:

ELEMENT 1. Standard of Driving Performance

An example of a standard of driving performance is:
Driving with the objective of preventing accidents
through the continuous exercise of every resource of
alertness, foresight, knowledge, judgement, and skill
necessary to avoid preventable accidents.

ELE:ENT 2. Driver Training

The following are examples of methods and materials

that might be employed in driver training.

1L
Chris Imhoff Bctter Drivi Is Better Business, Chicago
Illinois. National Sa Tety Coun EI 1584, p. & ’
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Methods of Training

Examples:
1. Initial indoctrination
2. On-the-job instruction (behind-the-wheel)
3. Check-rides and inspections
L. Safety meetings
a. Lectures
b. Demonstrations- including use of films
5. Bulletin boards - posting accident prevention
information
6. Mail safety material to home

Materials and Publications used in training that

contain safe driving information

Examples:

1.

2.

Driver magazine (containing defensive driving

‘and safety inforumation)

Driver letter (containing defensive driving
and safety information)

Booklets ( containing defensive driving

and safety information)

Safety posters

~a. In terminal building

b. In vehicle
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5., Bulletins (containing safety information)
6. iotion pictures
7. Slide shows

ELEMENT 3. Record Keeping

This element includes:
a. Definition of an accident
b. Definition of a reportable accident
c. Definition of a preventable accident
d. A policy requiring all accidents to be reported
e. A systematic record of the individual driving
performance of each driver

ELEMENT 4. Recognition

a. Recogpition based on a standard of performance
(See Element 1)
b. Well defined rules describing the standard of
recognition
¢c. Forms of recognition
1. Safe driver awards (pins, emblems, certificates,
etc.)
2. Cash or merchandise bonuses
3. Incentives of many different types and values

(vacation trips, letter of commendation, etc.)

§H§:ST%NDARD FLEET SAFETY PROGRAM

A program that contains less than all of the four basic

elementg of a standard fleet safety progranm.
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NO FLEET SAFETY PROGRAM
] A motor vehicle fleet program that fails to employ

any of the four basic elements of a standard fleet safety

program.

DEFENSIVE DRIVING

Driving so as to commit no driving errors and to avoid
accidents that could result from the actions of other

drivers or adverse conditions.

ACCIDENT
Any occurrence involving a fleet motor vehicle in

15
which there was death, injury, or porperty damage.

PREVENTABLE ACCIDENT (For Individual Drivers)

Any occurrence involving a motor vehicle in which there
was death, injury or property damage, where the driver in
Question failed to do everythigg he reasonably could have

1

done to prevent the accident.

—

15 '
Safe Driver Award Rules, (Chicago, Illinois: National
Safety Council, January, 196L), p. 2.

16
Ibid., p. 3.
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REPORTABLE ACCIDENT

Any occurrence involving a fleet motor vehicle which
results in death, injury, or property damage, unless such
fleet vehicle is properly parked. Who was injured, what
property was damaged or to what extent, where it occurred,

17
or who was responsible is not a factor.

FININMUM MAINTENANCE

Regular‘schedule of servicing and checking a vehicle
to help prevent vehicle defects that might result in

vehicle accidents.

FLEET
Ten or more vehicles of a single type (bus, truck or
passenger car) comprising identical motor transportation

operations.

FREQUENCY RATE
_ ' 19

Reportable accidents per million vehicle viles

PR a Reportable hccidents X 1,000,000
Vehicle Miles '

17
11+ Contest Rules, National Fleet Safety Contest. (Chicago,
llinoistT National Safety Council, revised July I, 1964). p. 1.

18
Ibid., p. 1.

19
Ibid., pp. 4 and 5.
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IV. ORGANIZATION OF REMAINDER OF THESIS

A review and analysis of the literature on accident

prevention and fleet safety programing are presented in

Chapter II.
Chapter III relates the method used to gather fleet

safety program and accidenﬁ experience data. Details
outlining the developmént of the questionnaire used in
the survey, the source of the data collected, and variables
involved are also included in this chapter.

Chapter IV reviews and analyzes the data collected
in the survey.

Conclusions drawn from the analysis of the survey
" data are presented in Chapter V. Finally, .the need for

further research is discussed.
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CHAPTER II

REVIEW OF THE LITZRATURE

A search for the available literature on fleet safety

programs was conducted at the National Safety Council

Libréfy, Chicago, Illinois; Michigan State University

Traffic Library, East Lansing, Michigan; and the Northwestern

University Transportation Library, Evanston, Illinois.

In addition, inquiries were sent to:

1.

2.

5.

New York University, Center for Safety Education,
New York, New York

University of California at Los Angeles, Institute
of Transportation and Traffic Engineering, Los
Angeles, California

University of Illinois, Highway Traffic Safety
Center, Urbana, Illinois

Pennsylvania State University, Institute of Public
Safety, University Park, Pennsylvania

U. S. Government Printing Officgé Superintendent

of Documents, Washington, D. C.

Most of the material obtained was of a descriptive

20

the i See Appendix B for sample letter number 1 used in
€& lnquiry to the latter 5 organizations.
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nature presenting brief outlines of safety programs or
simply stating that a fleet safety program was in effect.
Accident and accident frequency rate reductions were also
cited.

Literature describing comparative data that exhibits
the trend of accident experience in companies with similar

exposure but differing fleet safety programs appears to be

non-existent. However, literature describing fleet safety

programs and improvement in accident experience are numerous
and are reviewed in the selected materials presented in
this chapter.
Major General Paul F. Yount, in his talk before the

1955 National Safety Congress, Commercial Vehicle Section,
reported a reduction of the Army Transportation Corps!
accident frequency rate from 2.6 to l.4 accidents per
100, 000 vehicle miles between 1946 and 1954. He credits
this reduction to a numter of f‘actors.21

Specific safety objectives, teamwork,

strong command support, able technical

advisors, and making safety the responsi-
bility. of every commander are the

P. F. Yount, "The Army Transportation Corps Safety

21
Progrwam," National Safety Congress = Transactions5 Vol. 1,
, P. 19.

“}hicago, ITIinois: National Safety Council, 1955
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22
essential factors of our program.

A 63 per cent decrease in the number of persons killed
between 1946 and 1954 in accidents involving buses operated
by interstate carriers who reported to the Interstate
Commerce Commission was attributed to the use of fleet
safety programs according to Harold Hosea, Director of
Research, National Association of Motor Bus Owners.23

Mr. Hosea cited some of the ingredients in the
programs employed by these companies operating buses
interstate and cited as most important driver selection
and training.

Most of the carriers, especially the larger
companies, have set up minimum physical and
psychological hiring standards considerably
more rigorous than required by I.C.C. safety
regulations. A great deal of emphasis is
put on the aptitude and personality charac-
teristics of driver applicants.<4

Considerable emphasis was also placed on vehicle

inspection and maintenance by Mr. Hosea.

——

Ibid.

23
Harold R. Hosea, ™Safety Programs Pay Off In Intercity

Bus Operations." Public Safety, March, 1956, p. 17.

Ibid.
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At the 1954 National Safety Congress motor Transport-
ation Conference, Carlton Alexander, then Director of
Safety, Mclean Trucking Company, Winston-Salerﬁ, North
Carolina, outlined, among other things, in-service train-
ing in his company.

According to bMr. Alexander, the purpose of driver
training in his .company was three-fold:

(1) To develop skill in the driver enabling him

to maneuver the vehicle in a safe manner.

(2) To develop the necessary amount of knowledge to
permit the driver, to operate the vehicle.

(3) To instill proper attitudes so the driver
utilizes his acquired skill and knowledge in
performing the oberation of safe driving.

In his presentation, he cited principles of driver
training and made suggestions as to what type person or
empl oyee might make good trainers. Although the subject
matter to be taught was not covered, tools that could be
used in in-service training were mentioned, as follows:
(1) bulletins; (2) letters; (3) posters; (4) cartoons; |
(5) house organs; and (6) others. Job analysis, accident
3nalysis, and training records were suggested as those
factors that should give direction to the use of these

tools .,



23

He also pointed out other devices which, although
their primary function is not training, could have a
secondary value as a training tool: (1) award programs;
(2) accident review committee; (3) safety committees; and
(4) supervisory techniques.

Mr. Alexander reported a study involving 52 McLean
drivers in which some of these in-service training
devices were used. In addition to two weeks of recruit
training, each of the 52 drivers received one week of
in-service training and a three day refresher or second
in-service training course. This training was conducted
over a three year period and a before and after study
showed the following:

(1) Before In-Service Training - 114,791 miles per
accident |

(2) After In-Service Training - 252,000 miles per

accident

(3) After Second In-Service Training - 330,000 miles

per accident.
The miles per accident operated by the 52 drivers

furilxg the periods before and after training were reported

—

25
Carlton Alexander, "Evaluating Progress Through In-

Service Driver Training,™ National Safety Congress =-
Chicago, lllinois: National Safety

Transactions, Vol. 18, (
CounciT, 1954), pp. 1h-17.
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by Mr. Alexander as, "the results which have been accompl=-
ished by the utilization of soge of the in-service train-
ing devices mentioned above."2

Robert Meyer, in an article about the Chicago Sun-Times'
fleet safety program, reported this company's fleet had a
frequency rate of 1l4.31 accidents per 100,000 vehicle miles
in 1952. By 1959, six years after their fleet safety
program had been inaugurated, their rate dropped to 3.03.

In addition to the fleet safety program which was design-
ed around the National Safety Council's Complete Motor Trans-
portation service, close attention was given to the driver
selection procedure which included reference checks, driving
history checks, physical examinations, personal interviews,
attitude and road tests. Close stipervision on the road and
regularly scheduled maintenance completed the over-all
program.2

Spector Freight System supported a sound accident
prevention program in citing a drop in the System's topal

number of accidents of more than 31 per cent from 1952

20
Ibid., p. 17.

27 ' :
Robert Meyer, "Chicago Sun-Times Headlines Safety,"
Traffic Safety, (March, 1959), pp. 30-32.
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to 1954 despite a 10 per cent increase in total mileage
during that period.
An article written about Spector's program related
that Spector officials regard careful driver selections
as a fundamental principle of a good safety program. Their
selecting standards were reported as high. Screening
includes:
(1) A personal interview by a driver supervisor.
Past experience, appearance and attitude are
sized up and evaluated in this interview.
(2) A thorough check of the applicants' work
history, police record, driving record, and
personal references.
(3) A physical examination.
(4) A road test if the previous employer's
opinion of the applicant's performance and
ability indicates one is needed.
The National Safety Council's Complete Motor Transport-
ation Services were described as an integral part of Spector's

28
accident prevention program.

28
John Gwin, "Spector Success Story,"™ Public Safety,
(September, 1955), pp. 20-21.
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In October, 1954, the Baltimore Yellow Cab Company
introduced a fleet safety program into its operations.
Coupled with this program were a regularly scheduled
preventive maintenance and inspection procedure for its
vehicles, a comprehensive driver selection procedure,
and street supervisors who patroled the streets and ob-
served drivers under actual driving conditions.

When violations of safety regulations were observed
by the street supervisors, they stopped the driver and
explained why the violation.could be serious. Both driver
and supervisor were then scheduled into the main office and
disciplinary action or retraining decided upon. A similar
meeting was scheduled when a driver was involved in a pre-
ventable accident.

Over a three year period, 1954 through 1956, the Yellow
Cab Company experienced an accident rate reduction from
7.41 accidents per 100,000 miles to a rate of 5.22.29

In 1950, I. C. Thomas, Superintendent of Safety,

Sioux Falls Transit Company reported that the company's fleet
safety program resulted in a 60 per cent reduction in

accidents five years after the program was introduced.

29
Frank Davin, "Safety Rates Top Priority at Baltimore

Yellow Cab," Traffic Safety, (August, 1957), pp. 50-53.
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Incorpofated in the program was the use of bulletin
boards to give helpful aids in how to prevent accidents as
well as a running account of how the fleet was doing re-
garding accident experience.

In addition, safety meetings were held quarterly at
the start of the safety program. Drivers having earned
safe driver awards received them at these meetings. Three
years after the start of the program, safety meetings were
scheduled every six weeks and award presentation meetings
were held twice a year.30

Mr. Thomas stated in his article that, "We found that
safety pays off in tangible ways. Our accident preven-
tion program has put money in the bank for both our company
and our drivers."31

When 1962 performance was compared with that of 1958,
Lincoln Coach Lines, Irwin, Pennsylvania, found a 53.9 per
cent reduction in total accidents. The company used 1958
as the base year for comparison because that was the year

prior to the adoption of the company's present fleet safety

program.

30

I. C. Thomas, "Sioux Falls Transit Is Safer,™ Public
Safety, (October, 1950), pp. 8-9.

31
Ibid., p. 9.
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The core of Lincoln's safety program was described as
a bi-weekly evening discussion limited to seven partici-
pants. Employees attendéd on a rotating basis and during
the course of a year each man had studied the various parts
of the total safety program.

A comprehensive maintenance program was also reported
as part of the company's safety effort. Coaches undergo
a thorough mechanical over hauling every 4,000 miles.

Both the company and the drivers enjoy a favorable
image in the community and have received excellent press,

radio, and television coverage of their safety activities.32

A reduction in the number of preventable accidents
from more than 4 per month to less than‘one a month was
attributed to the use of short weekly safety meetings at
the New Orleans terminal of Couch Motor Lines.

At another company terminal, after the terminal manager
began to participate in the weekly meetings, the number of
accidents went from two per month to no accidents for nine
months from the date of the first meeting. After three
years of weeklyvmeetings at ‘this terminal, the rate has

remained under four accidents per year.

32
"Lincoln Coach Lines Program Cuts Total Accidents In
Half," Traffic Safety, (July, 1963), p. 23.
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W. T. Couch, Safety Engineer for Couch Motor Lines

concluded:
From the success of these two experiements
we know where to begin our safety efforts.
We know the men will be no safer than their
boss. They will think, act, drive safely,
if their superior sincerely promotes ac-
cident prevention. ‘

Vehicle maintenance and cooperation with drivers by
quickly checking any complaints about the vehicles adds
to the safety attitude of the drivers according to Mr.

34
Couch.

- Although a fleet safety program was in effect at
Pacific Intermountain Express employing, among other things,
a safe driver award program, frequent visits to branches,
and personal letters to drivers from the safety director,
one branch of city drivers was experiencing frequent and
costly accidents. In view of this, the safety department
tried a new approach; an individual interview with each

driver at the branch.

33 o
A. E. Nichols, "How to Organize an Effective Fleet
Safety Program in a Large Fleet," National Safety Congress -
Transactions, Vol. 18, %Chicago, ITIinois: National Safety

Council, 1955), pp. 32.

Ibid.
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Interviews lasted about 15 minutes and were held during
the first hour of work each morning in a quiet office away
from distractions. It took two months to cover all 100

drivers.

The driver was seht to the office where the interviewer
first tried to put him at ease and then outlined the serious-
ness of the accidenﬁ problem in the branch. The driver was
then asked for his cooperation and was asked whether he had
any suggestions for reducing accidents in the fleet. This
brought out complaints about equipment as well as con-
structive suggestions.

No reference was made of the driver's accident record
unless the driver brought the subject up and started to
talk about it. No written records were kept of the inter-
view except for making a note of complaints or suggestions
after the interview was completed.

At the conclusion of the interview a plea for help was
made, especially slanted at the more experienced drivers
to pass on some of their knowledge to the new men.

In the three months immediately prior to the meetings,
the accident rate for this branch was 90.81 accidents per
million miles. In the next three months, during and fol-
lowing the interviews, the rate dropped to 39.95. A year

later the rate was 41.92.
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Frank M. Williams, Assistant Director of Safety for
Pacific Intermountain Express, concluded that there were
other things that may have interacted with the interviews
to bring about the reduction, but that much of the change
could be traced to the interviews.35

The Industrial Psychological Services of Johannesburg,
South Africa, at one time the personnel selection depart-
ment of the Johannesburg Public Utility Transport Corpora-
tion, placed strong emphasis on personality tests in an
attempt to predict accident. involvement in their bus
operators.

Two tests were ﬁséd,_the Thematic Apperception Test
and a Social Relations Test which was developed by the
Industrial Psychological Services.

For selection purposes, these tests were used to dis-
tinguish between good and bad risks. For in-service
drivers the tests were used to diagnose a driver's difficulty
when he suddenly ran into trouble, i.e., increased apc;-
dent involvement.

In both cases the tests were used to determine an

employee's or potential employee's weaknesses and, armed

Frank M. Williams, "P-I-E's Safety Program Has the
Personal Touch," Traffic Safety, (November, 1963). pp. 21.
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with this information, training could be used to overcome
these weaknesses. At a talk before the Transit Section at
the National Safety Congress, October, 1965, Lynette Shaw,
Manager of the Industrial Psychological Services organiza-
tion concluded that the psychological testing program ap-
peared to be the controlling factor in a reduction of
over 50 per cent in the accident frequency rate when the
supply of applicants was sufficient to turn down the majority
of applicants that failed the tests.

Her conclusion was based on the company's experience
in 1964 when it expanded, with a general South African
industrial boom, to the point of a sudden need for zbo

new drivers.

The company was forced to lower its selection standards
and signed on 200 drivers irrespective of their test results.
Each of the 200 men had prior experience in and had drivers
lipenses for heavy vehicles. It was reported that 75 per
cent of these applicants had failed the personality tests.

The dangers of this reversal of policy were
appreciated only too well, and, cosequently,

supervision was stepped up to the hitherto
unprecedented degree. Despite this fact, the

—3 |
Lynette Shaw, "The Practical Use of Projective Personality
Tests as Accident Predictors,"” National Safety Congress -

Trangactions, Vol. 17, (Chicago, Illinois: Natlonal Safety
ouncII’ 1965)9 PP- 3§"+30



33

records of the majority of these men
have already proved blatently unsatis-
factory; the PUTCO buses have been in-
volved in the sort of accidents that
had become a thing of the past, and the
corporate accident rate of the company
had stopped declining and is showing a
most ominous increase.

Summary. Most of the material obtained in the search
for literature on fleet safety programs was of a descrip-
tive nature presenting brief outlines of fleet safety pro-
grams and citing reductions in accident experience.

The review of literature as presented should not be
construed to be all-inclusive of the available data on
fleet safety programs. Rather, these materials are
presented as representative examples of the types of studies
that have been conducted regarding fleet safety programs
and their relationship to accident experience.

The review of the foregoing published materials supports
the conjecture that the available literature is neither
sufficiently objective nor complete to either support or

contradict the hypothesis.

37
Ibid., p. 43.
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The objectivity of the published materials is ques-

tioned because:

1.

All of

experience.

Company safety administrators or personnel

of safety oriented organizations assembled
the materials as a means of illustrating

the effects of safety program activities

on accident experience.

These materials were designed for presentation
in safety oriented publications.

It is only natural, therefore, that positive
results, i.e., a reduction in accident ex-
perience, would be presented.

the literature cited improvements in accident

Some of the materials related this improvement

to a change in the fleet safety program activity. The

improvements

in accident experience cited in the studies

appear to serve primarily an illustrative purpose and

lack objectivity.

Since negative results of fleet safety programs were

not presented in the literature, two possible conclusions

might be drawn from this:

1.

Fleet safety programs consistently result in

generally reduced accident experience
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2. Reports of fleet safety programs that show
no reduction in accident experience have
not been published.

In all cases, the literature was not sufficiently
comp;ete to determine whether the safety program activity
fell within the definitions of the terms standard fleet
safety program or sub-standard program.

Finally, it was nét possible to determine from the
available literature whether there is a difference in accident
frequency rates in fleets that have a fleet safety program
and those that have no program since no published material

was found that presented these comparative data.
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CHAPTER III
THE SURVEY
I. DEVELOPMENT OF THE FLEET SAFETY PROGRAM
ACTIVITY QUESTIONNAIRE
The initial development of the questionnaire centered
around a search for literature containing accident pre-

vention and fleet safety program information. Spec-
ifically, literature was sought that:

(1) Described research on the effectiveness of
fleet safety programs relative to reducing
accident frequency rates;

(2) Described actual fleet safety programs;

(3) Described materials used in fleet safety
progfams.

The questionnaire was designed as a five part form.

Among other sources, the following were relied on heavily
in the development of the "Selection of Drivers" and

"Accident Prevention Programming" sections of the question-

(1) Fleet Safety Manual - National Safety Council

(2) Complete Motor Transpvortation Service Brochure -

National Safety Council
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(3) Driver Selection Procedure - American Trucking

Associations, Inc.

(4) Sights on Safety Service - American Trucking

Associations, Inc.

The "Operations,™ "Selection of Drivers," and "Vehicle
Maintenance" sections were designed to provide a means by
which similarities in the cooperating fleets could be
matched for making possible comparisons of these fleets
in the analysis of fleet safety programs and accident
frequency rates.

OPERATIONS

The "Operations™ section of the questionnaire was
developed in an attempt to aid in the matching of fleets
relative to size, type of vehicles operated, type of
delivery service, area in which they operated, the time of
day the drivers were driving and whether regular drivers
covered the same assigned routes each week.

SELECTION OF DRIVERS

Questions pertaining to procedures used in selection
of drivers were developed to determine if the screening of
applicants for driver-salesmen was similar in each of the
cooperating bakery fleets. This information was also

utilized in the attempt to match fleets for later analysis.
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ACCIDENT PREVENTION PROGRAMING

This section was designed to measure the application
of the four basic elements in a standard fleet safety
program as defined.38 The data developed from this section
was the basis for comparison of fleet safety programs in the
cooperating bakery fleets.

VEHICLE MAINTENANCE

This was considered in the questionnaire to ascertain
whether or not the vehicles being operated by the fleets

included in this study received at least a minimum amount

39

of maintenance.

ACCIDENT AND MILEAGE DATA

Finally, the accident and mileage data requested was
essential for the computation of accident frequency rates
for each of the cooperating bakery fleets. These data
were used in conjunction with the information from the
other questionnaire sections in an attempt to deﬁermine
trends in accident frequency rates.

It is recognized that any of the five sections of the

Questionnaire could have contained a great variety of

——

38
See Definitions - "Standard Fleet Safety Program®,

Chapter I, p. 7.
39

P 10 See Definitions - "Minimum Maintenance", Chapter I,
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detailed questions and, in fact, did in its initial develop-
mental stages. However, it was condensed to the major '
points of concern in terms of this study to facilitate a
workable questionnaire; one that would not too readily
discourage the cooperation of the wholesale bakery companies
that had a fleet of delivery trucks that fell within the
definition of the term fleet.ho
II. TESTING THE INITIAL QULESTIONNAIRE
Once the questionnaire was condensed, i.e., after
questions not essential to the study were deleted, it was
field tested. Six dairy companies operating in the greater
metropolitan Chicago area were contacted and agreed to serve
as test fleets for the questionnaire. Using the initial
questionnaire, each of these fleets was surveyed at the
company office. The survey was conducted as though these
companies were actual fleets to be included in the study
and the questionnaire was in final form.
The field tests were conducted to determine:
(1) Whether the questions and the wording used

were understandable and clear.

40
See Definitions - "Fleet", Chapter I, p. 10.
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(2) “whether it was possible to get the information
requested.
(3) The time it required for the survey to determine
the feasibility of this approach.
The field test suggested a number of revisions in the
wording of several questions which were incorporated into
the final questionnaire.
Throughout the period of designing the questionnaire,
the Research Department and the Motor Transportation
Department of the National Safety Council were consulted

for critical reviews of each of the questionnaire drafts.

III. SOURCE OF DATA

Recognizing the large number of variables involved in
any study outside a laboratory environment, especially when
dealing with several organizations and many individuals
spread over a wide geographic area, it was desirable that
subjects for this study be as homogeneous as possible, in
sufficient numbers, and assessable for a meaningful and
workable study.

To reduce the size of the geographical area in which
the study would be conducted, only city delivery fleets
were considered. Few industries in any given city have a

number of companies with similar operations that would lend
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themselves to this type of study. To obtain a satisfactory
number of fleets, an industry was needed which would provide
an adequate number of companies operating in one city.

Of the few industries that fell into this category,
threg appeared to be the most promising: dairy; laundry;
and bakery. Dairy and laundry have mixed delivery services,
both wholesale and retail,.to stores as well as private
homes. They also have é wide variety of types of trucks
in operation.

Wholesale bakeries appeared to be the most homogeneous
in all areas.

(1) They operate the same kind and size of trucks
.for the most part.

(2) They deliver primarily to retail store outlets
or institutions.

(3) Different companies frequently deliver to the
same locations consequently the geographical
area covered is similar.

On this basis, and because of the availability of
these companies, Detroit metropolitan wholesale bakers
and distributors operating in the Detroit metropolitan
area including suburbs were chosen.

The Michigan Bell Telephone Company Yellow Pages for

Detroit were used as the source of wholesale bakery names
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and locations. In all, there were 86 wholesale bakeries
listed which, to the writers knowledge, is all the whole-
sale bakeries in Detroit. Each of these companies was
telephoned to determine if it had ten or more delivery
trucks to constitute a fleet.

Eighteen companies of the 86 qualified, i.e., had a
fleet of ten or more vehicles, and all agreed to cooperate
in the study. These eighteen fleets made up the population

or sample for the study.

IV. VARIABLES INVOLVED

Exposure
Environmental elements. Since all fleets in the study

operate in the same geographical area, this variable will
be assumed to affect each fleet equally. Therefore, road,
weather, road-side environment, location, traffic, light
conditions, time of day, day of week, etc., will be con-
sidered negligible variables.

Exposure based on number of miles operated. An attempt

will be made to match companies operating approximately the
same number of miles to nullify this exposure variable.
Equipment

For the most part, the fleets in the study operate
equipment that is similar in body style, i.e., van type
trucks, and weight. An attempt was made to match fleets
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on the basis of equipment. Therefore, where this was done
it is assumed that equipment variables are negligible.

Selection of Drivers

One section of the qﬁestionnaire was devoted to selec-
tion and employment of ﬂriver-salesmen. Where these
procedures are the same or similar in companies and an
attempt has been made to match them in all other respects,
selection procedures will be assumed a negligible variable.

Training of Drivers

Training was covered in the questionnaire in an attempt
to match this factor and where matched in fleets, this
variable will be considered negligible. However, a fleet
safety program can be considered in-service training which
might vary from fleet to fleet.

Type of Operation

The subjects all operate within the greater Detroit
metropolitan area including suburbs. The study was limited
to this geographical area in an effort to reduce the ex-
posure variable.

All companies involved in the study deliver to retail
stores and institutions, consequently all encounter similar
delivery experience and exposure. This factor will be con-

8sidered negligible when other factors are matched.
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Likewise, hours of operation, length of driver tenure,
and route coverage will all be considered negligible variables

when they are similar in the fleets in the study groups.

V. METHOD OF CONDUCTING THE SURVEY

Phase I - Initial Contact

The initial contact with each of the 86 Detroit
metropolitan wholesale bakeries was made by telephone.
After a brief explanation that ﬁhe call was regarding a
study of the fleet safety programs of Detroit metropolitan
bakeries, each company was asked the number of delivery
trucks in its fleet.

In each case where the company had ten or more trucks
a more detailed description of the study was presented
including the several areas of investigation covered in
the questionnaire.

At this point the cooperation of each of the subject
fleets was solicited and a date set for a personal visit
to the company offices. Each company was assured that
company names and places would remain strictly confidential
in the analysis of the data and writing of the survey report.

Four companies of the eighteen cooperating in the study
requested that the questionnaire be mailed to them because
of their busy schedules or because only the parent company

had the authority to give out some of the information.
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Phase II - The Survey

A second phone call was made to each of the cooperating
companies on the day the meeting had been set for the
survey to confirm the meeting time and convenience with
the company representative.

From one to two hours was spent on the survey at
each company during which time each question on the question-
naire was discussed.

Where it was not possible to visit the company offices,
the questionnaife was sent via mail accompanied by a cover
let;t:er.h1
Phase III - Follow-Up

Accident and mileage data not available at the time
of the survey was given to the writer by mail or arrange-
ments were made to return to the company at a time when such

data was obtainable.

L1
See Appendix B for sample letter No. 2.
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CHAPTER IV
SUMMARY AND ANALYSIS OF DATA

The representatives of the eighteen cooperating
wholesale bakeries were generally open and free with
information about their companies and appeared to make a
concentrated effort to remain objective in their responses
to the questionnaire.

When a change in any of the programs occurred during
the study period, each of the company representatives
willingly provided the information that corresponded with
the year and the changes. Most of the representatives had
- been with their companies during the years covered by the
study.

Of the original eighteen wholesale bakery companies
that agreed to cooperate in the study, fourteen companies
furnished information on all five sections of the questionnaire.
The remaining four companies were unable to provide accident
or mileage data and are not included in the summary and
analysis of the survey results.

Since exposure, in terms of miles traveled, is probably
one of the most critical variables in this study, the fourteen

fleets are divided into three groups on the basis of their
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annual mileage. This also helps to facilitate a more
workable summary and analysis of the data.

The average mileage for each of the companies in
Group 1 ranges from 150,000 to 252,000 miles per year and
includes six bakeries; code numbers 3, 4, 13, 16, 17, and
19.

The average mileage for each of the companies in
Group 2 ranges from 800,000 to 950,000 miles per year and
includes three bakeries; code numbers 6, 8, and 12.

In Group 3, the average mileage for each of the
companies ranges from 1,155,000 to 3,110,000 and includes
five bakeries; code numbers 5, 9, 10, 11, and 1l4.

A complete summary of the survey data for each of
these groups is found in Appendix C. Summary tables showing
the responses to each of the questions in the survey are
found in Appendix D.

The remainder of this chapter is devoted to a summary
and analysis of the survey data by groups. For purposes of
this analysis, an increase or decrease in the frequency
rate trend of each of the companies in the study is baséd
on whether or not the frequency rate of each company in the
year 1964'13 higher or lower than at the start of each

company's reported experience.
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I. GROUP 1

Operations

Generally, the six companies in Group 1 are similar in
their operations. Differences were noted in only four areas.

Five of the six companies in Group 1 make 90 per cent
or more of their deliveries to retail stores, with delivery
to restaurants and institutions such as hospitals, schools,
etc., making up the remainder of their deliveries. Company 4
delivers solely to restaurants and institutions.

This latter company's delivery hours also differ most
widely from the others. Its restaurant and institution
deliveries are made between the hours of 3:00 a.m..and 6:00 p.m.
These hours extended beyond the other five companies which
have a range of delivery hours of 5:00 a.m. to 5:00 p.m.

The maximum number of hours a driver may work each day
varies from 8 to 12 hours in%he six companies.

Four of the six companies (3, 4, 16, and 19) had a
change in their operations during the ten-year period of the
study. Three of these experienced a general increase in
the size of their delivery area. The fourth, Company 16,
increased delivery to larger supermarkets and decreased
delivery to small grocery stores. However, no mileage

increase was experienced.
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Selection of Drivers

Of the sixteen items investigated in the driver selec-

tion procedure section of the questionnaire, differences in

seven of the items were found. These seven are:

1.

2.

3.

L.

56

6.

7.

Three companies (4, 13, and 19) use a planned-
interview checklist when interviewing an applicant.
Companies 3, 16, and 17 do not.

All but one company (16) check references and
previous employers of applicants.

Three companies (3, 13, and 19) check applicants'
driving records through local or state government
agencies. Companies &, 16, and 17 do not.

A physical examination is required before employ-
ment by three companies (3, 13, and 16). Three
companies (4, 17, and 19) do not require pre-
employment physical examinations.

Two companies (13 and 19) give pre-employment
driving tests which are conducted on the road under
actual traffic conditions.

All but one company (17) have age limits for
applicants. These limits range from 21 to 45.
Four companies (3, 13, 17, and 19) have minimum
educational requirements, i.e., high school.

Two companies have no minimum education requirements

(4, 16).
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slaintenance

All of the companies in Group 1l employ a maintenance
program as defined.

Frequency Rate

There is no over-all trend presented by the frequency
rates of the six companies in Group 1. Generally,lthe
yearly fluctuations of accident frequency rates in any one
company are quite pronounced, see Figure l. This is not
too surprising since the mileage of each company is relatively
low, ranging from 150,000 to 252,000. Thus, each accident
has considerable impact on the final year-end frequency rate.

Two companies, (13 and 16}, show a general reduction
in frequency rate over the ten-year period.

Two companies, (4 and 19), show a general increase,
although the fluctuations of the frequency rate for these
companies over the five and six year periods shown in
Figure 1 show little change in the rate from the first year
of their reported experience compared to the last year, 1964.

Company 17, did not supply exact accident data but
estimated the average number of accidents over the ten-year
period. Company 3 began record keeping in 1963 and gave
exact accident data for 1963 and 1964. Prior to this,
accident experience was estimated by this company. Neither

company is included in the final analysis because of the
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limited amount of exact accident experience available.

v Company 3. The accident data provided by this company
was estimated through 1962. Accurate accident records were
started in 1963 and actual accident data was available for
1963 and 1964. However, this did not provide enough informa-
tion for frequency rate trend comparison with the other
companies in the group.
| In 1964, monthly driver letters and more frequent
safety meetings were introduced in this company. Prior to
thhis, safety posters (changed monthly) and bulletin boards
foxr- safety materials constituted this company's fleet safety
program. It is interesting to note the decrease in the
accident frequency rate experienced by this company in 1964.
Howrever, not enough data is available to determine the cause
of <*his reduction.

This company employs two of the four elements basic to
an s tandard fleet safety program. These are: (1) driver
training (through the fleet safety program materials); and
(2) xecord keeping on individual drivers' records.

Company 4. Accurate accident data ‘was available‘ from
this company from 1960 through 1964, a five-year period.
Cons i derable fluctuations in the accident frequency rate
Otcux~red in this company during the five years of reported

®Xpex~ience. However, there was little difference between
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the rates at the beginning of the reporting period, 1960
and the last year in the reporting period, 1964.

The frequency rate trend for this company shows a general
increase over the 5 year reporting period.

This company's fleet safety program activity remained
the same from 1960 through 1964 and consisted of the use
of safety posters and monthly safety meetings.

Two of the four basic elements in a standard fleet
sa fety program are employed by this company. Therefore, its
pro gram is considered sub-standard. The elements used are:
(L) driver training (through the use of fleet safety program
mat erials); and (2) record keeping on the individual drivers'

pex~formances.

Company 13. The greatest amount of accident frequency

rat €@ fluctuation of any company in this group was experienced
by Company 13 throughout the ten-year period of the study.

In spite of fluctuating rates, the frequency rate trend
shows a decrease from 1955 through 1964.

A sub-standard fleet safety program was in operation
and remained unchanged throughout the study period. Three
of the elements of a standard program were used: (1) driver
training (through the fleet safety program materials);

(2) T"ecord keeping on individual drivers' performances; and

3) re cognition for good driving performances. No standard
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of driving performance, the fourth basic element in a
standard program, was specified by this company.

Safety program materials and activities used by this
company include the following: (1) monthly driver letters;
(2) safety posters, changed monthly; (3) bulletin board
materials; and (4) an annual safety meeting. |

Company l6. Company 16 experienced the least fluctua-

‘tion in its frequency rate trends. The over-all trend for
the ten-year study period was a general decrease in the
frequency rate.

Of the six coumpanies in Group 1, Company 16 is the
only one with a standard fleet safety program as defined.
This program remained unchanged for the study period, 1955
through 1964.

This company bases their standard of driving on the
number of traffic violations a driver has. If any driver
has excessive violations, he is taken off the road.

Their fleet safety program materials and activities
include: (1) monthly driver magazines; (2) occasional
booklets on safe driving practices; (3) safety posters
changed monthly; (4) use of bulletin boards for safety
information; and (5) monthly safety meetings.

It is interesting to note that this company reported

no initial training of new drivers on vehicles or route layout.
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This company is also the only one of the six in this group
to:

l. Give remedial training on the basis of individual

accident experience

2. Keep an accident analysis sheet

3. Analyze accidents as to primary types

Company 17. Accident data was estimated by this
company for the ten-year period of the study and could not
be used in the analysis.

Company 19. Accurate accident data was available from
this company for a six year period, 1959 through 1964, and
showed considerable fluctuation during these six years.
However, there was little difference between the expefience
reported in 1959 and that reported at the end of the period
in 1964. But this difference does show an increase in the
frequency rate trend during this time period.

The fleet safety program employed by this company
remained the same for the reporting period and included
the use of: (1) occasional booklets on safe driving practices;
(2) safety posters changed monthly; (3) bulletin board for |
safety information; and (4) quarterly safety meetings.

Two elements of a standard fleet safety program are
employed by Company 19. Iﬁs fleet safety program, therefore,

i8 considered sub-standard. The two elements used are:
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(l) driver training (through the fleet safety program

materials); and (2) record keeping on individual drivers'

performances.

II. GROUP 2

Operations

Of the companies within each of the three groups,

the companies in Group 2 differ the most from each other
regarding their general operating policies.

l. Each company operates a different type of vehicle.

2. Each has different operating hours.

3. Two companies (8 and 12) have a policy on the
maximum hours a driver can work per day; the
maximum being eight hours. Company 6 has no
maximum hours policy.

L. The drivers in two companies (6 and 8) cover the
same assigned routes each week. In Company 12,
the drivers change routes periodically so that
in time each driver will cover evefy route operated
by the company.

Selection of Drivers

The divergence of practices and policies in the
selection of drivers was less pronounced than in the data
obtained from the operations section of the questionnaire

for Group 2. Four areas of variation were found.
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1. A planned-interview checklist is used by one
company (6). - Companies 8 and 12 do not use a
checklist.

2. Two companies (6 and 8) give behind-the-wheel
driving tests to the applicant. Company 12 hires
only men inexperienced in driving the type |
vehicles used by this company and trains them
from the beginning on company equipment.

3. Company 6 administers an arithmetic test but
none of the other tests listed in the questionnaire.
Companies 8 and 12 give no written tests.

L. Company 12 will hire no one under 21. The other
two companies (6 and 8) have no age limit.

Maintenance

Each of the companies in Group 2 employed a maintenance
program as defined.

Frequency Rate

The three companies in Group 2 have no over=-all
combined accident frequency rate trend. Rather, each
company's accident experience trend varies directionally
from the other as shown in Figure 2. One company shows
a general increase in frequency rate trend. Another company
shows a general decrease in the trend of accident frequency
rate. The third takes a middle course; at first declining

and then swinging back up to an increase in the trend.
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The types of fleet safety programs used varied
considerably. During the ten years of this study, Company
12 had a standard fleet safety program, Company 6 had a
sub-standard program and Company 8 had no program at all.

The mileage for these companies ranged from 800,000
to 950,000 miles per year. Consequently, each accident
the companies experienced had less impact on their accident
frequency rates than was experienced by the companies in
Group 1 which had considerably lower mileage. Although
fluctuation in the rates from year to year is quite evident,
for the most part, this fluctuation is considerably less
than Group 1 experienced. This results in a clearer picture
of the direction the trends take. Accurate accident data
for the ten years of the study was obtained for all three
companies.

Company 6. Company 6 employed a standard fleet
safety program until 1959. In 1959, their activity was
reduced to a sub-standard program when records on individual
drivers' performances were no longer kept and recognition for
good driving performance was terminated.

After a sharp increase in the accident frequency rate
from 1955 through 1957, a sharp reverse trend occurred and

continued through 1960. It is interesting to note that
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a general increase occurred after 1960, one year after the
standard fleet safety program had been altered to a sub-
standard program. The over-all accident freéuency rate
trend for Company 6 shows a general increase.

Safety program materials used by Company 6 include
the following: (1) occasional booklets containing safe
driving information; (2) safety posters changed monthly;
(3) bulletin boards for safety materials; and (4) safety
meetings combined with sales meetings held monthly.

Company 8. The frequency rate for this company
fluctuated considerably over the ten-year period of this
study. However, there was definitely a general increase

~in the frequency rate trend.

Company 8 had no fleet safety program throughout
the study period. No standard of driving performance was
outlined by this company, fleet safety program materials
and activities were not regularly scheduled, and driver
records and recognition were also absent.

Company 8 is the only one of the fourteen companies
used in the study without a fleet safety program.

Company 12. Throughout the ten-year period of this

study, Company 12 had a standard fleet safety program in

effect.
The frequency rate of this company fluctuated the
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;east of the three companies. The over-all rate trend for
the ten year period was a general decrease.

This company operated only tractor, semi-trailer
combinations whereas the other companies operated 2-axle
vehicles exclusively. Company 12 was also the only company
in Group 2 or in tﬁe entire study that trained unskilled
employees to drive company equipment via a scheduled
behind-the-wheel training program. In addition, they
employed fleet safety program materials on a regularly
scheduled basis.

Company 12 used the following safety program materials:
(1) occasional booklets containing safe driving information;
(2) safety posters changed weekly; (3) bulletin boards for
safety materials; and (4) safety meetings held bi-monthly.

III. GROUP 3

Operations

For the most part, the operations of the companies
in Group 3 are quite similar. Each company operates a
van-type truck ranging from 6,000 to 14,000 pounds. All
but one company delivers 90 per cent or more to retail
stores. One company (l4) delivers 75 per cent to retail
stores and 25 per cent to restaurants.

Hours of delivery range around the clock. However,
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over 90 per cent of the deliveries are made between 4:30 a.m.
and 5:00 p.m. Company li4 again deviates the greatest from
the éroup since only 75 per cent of its deliveries are made
Between the above hours and 25 per cent are made between
10:00 p.m. and 6:00 a.m.
Two companies have policies on the maximum number
of hours their drivers may work. In Company 9 the maximum
number of hours is 7, and in Company 14 the maximum is 8.
Only Company 9 reported a change in operations which
resulted in shorter working hours for drivers. At one time
this company's drivers were allowed to stay on the road
as long as they wished.

Selection of Drivers

It is interesting to note that in 5 of the 16 items

investigated in the driver selection procedure section of the
questionnaire, Companies 9 and 10 deviated from the rest
of the group by including a procedure or policy in their
selection process that the rest of the group did not have.
In two of these five areas, as indicated in the follawing
list, Company 5 also followed the procedure of Companies
9 and 10.

The five items incorporated into their selection

program by Companies 9 and 10 and not used by the other

companies are:
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1. They use an interview checklist.

2. They check the dfiving record of the applicant
before hiring (Company 5 also does this).

3. Each gives an oh-the-road driving test to check
the applicants' skills before hiring.

L. A laws and ordinances test is given by each
company (Company 5 also does this).

5. Both companies have age limits

Other deviations in driver selection procedure be-

tween companies in Group 3 include the following:

1. Only two companies (5 and 9) give traffic and
driving knowledge tests.

2. These same two companies give other written tests.
Company 5 administers the Wonderlicht Personality
Test to applicants. Company 9 gives I.Q. and
Sales Aptitude tests.

3. Company 10 is the only company in Group 3 that
requires minimum driving experience but the
minimum was not stated.

L., Two companies (5 and 1li4) have minimum education
requirements, a high school diploma being required
by both.

Each of the companies in Group 3 employed a maintenance
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program as defined.

Freguency Rate
As in the other two groups, there is no over-all

trend of frequency rates in the five companies in Group 3,
see Figure 3. |

Annual fluctuations of accident frequency rates is
- generxrally the least of all groups as might be expected
since the annual mileage for these fleets runs highest of
the three groups, ranging from 1,155,000 to 3,110,000
miles. Thus, one or two accidents in any one year would
not change the frequency rate picture as much as it might
in other companies with less annual mileage.

Companies 9 and 10 show a general reduction in their
rates over the ten years of the study period. Companies
> and 14 show a general increase in their accident frequency
rate; especially Company l4 which (except for one year)
shows an increase each year during its reporting period,
1958 <through 1964.

Company 11 had accident data for only 1963 and 1964.
Consequently, this did not provide enough information |
for Comparison with other companies.

Company 5. Accident data for this company was
available from 1961 through 1964, a period of four years.

A decrease in accident frequency rate occurred during
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two years, 1962 and 1963. However, in 1964 the rate increased

above the 1961 starting level.

The over-all trend of the frequency rate for Company
5 shows a general increase.

Company 5 is one of two companies in Group 3 that
trains all new drivers in the basic driving skills, in
addition to the fleet safety program materials used.

This company's fleet safety program activity has not
changed through the reporting period of 1961 through 1964.

Three of the basic elements in a standard fleet safety
program are employed. Therefore, this company's program
is considered sub-standard by definition. The elements
used are: (1) driver training (both behind-the-wheel and
through the use of fleet safety program materials);

(2) record keeping on individual drivers' performances;
and (3) recognition for}good driving performance.

Fleet safety program materials used by Company 5
include: (1) occasional booklets on safe driving practices;
(2) safety posters changed monthly; and (3) safety meetings
conducted monthly. .

Company 9. Accident data was obtained for the ten-
year study period and the accident frequency rate trend
for Company 9 showed a general decline for this period.

This company had a standard fleet safety program
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vhich remained unchanged throughout the ten-year study
period.

This company's standard of driving performance is
based on a given number of accidents during a given period
of time. If a driver experiences more than three accidents
in five years, he is subject to dismissal.

The fleet safety program materials used by Company 9
include: (1) occasional booklets on safe driving practices;
(2) safety posters changed monthly; (3) bulletin boards;
and (4) safety meetings held semi-annually. '

Three types of safe driver awards are given by this
company; pins or emblems, merchandise and special letters
of commendation. Company 9 is the only one in this group
and in the entire study that gives three different types
of awards.

Company 10. Company 10 experienced the most marked
reduction in their accident frequency rate during the study
Period of any of the companies in the study. The rate
trend for this company shows a definite decline.

A standard fleet safety program was employed By fhis
company during the study period, 1955 through 1964. It
is interesting to note the changes that occurred in this

Program over these years.
" In 1957, posters and bulletins were introduced into
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the fleet safety program as added materials. Also in 1957,

a fleet safety director was appointed. In 1959, an improved
system of keeping drivers' individual driving performances
was initiated. Also in 1959, following irregularities in
making safe driver awards during the years 1955 through

1958, their recognition program was put on a more systematic
basis.

Company 10 also provides training in basic driving
skills for all new drivers, in addition to the in-service
training provided through the fleet safety program materials.

Fleet safety program materials and activities used
by this company are: (1) occasional booklets of safe
driving practices; (2) safety posters changed monthly;

(3) bulletin boards for safety literature; and (4) safety
. meetings held quarterly.

Company l1ll. Accident data from this company was
available only from 1963 when their accident record keeping
S8ystem was inaugurated. This did not provide enough informa- |
“tion for frequency rate trend comparisons with other companies
in the group. .

Safety posters, bulletin boards for safety materials,
and occasional distribution of booklets comprise this
company's fleet safety program.

This company employed three of the four standard
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fleet safety program elements. Therefore, their program
was classified as sub-standard. A standard of driving
performance was not included in the program of Company ll.

Company 1l4. Accident information for seven years

(1958 through 1964) was available from Company 1l4. The
frequency rate trend for this period showed a gradual
increase.

A sub-standard fleet safety program was in operation
throughout this time which included: (1) driver training
(through the use of fleet safety program materials);

(2) record keeping on individual drivers' performances;
and (3) recognition for good driving performance.

Although cumulative records of individual drivers'
performances were not kept, copies of the actual accident
report submitted by drivers were kept in their personnel
file.

During this company's reporting period recognition
was awarded every six months when each deserving driver
was given points applicable toward merchandise gifts.

Fleet safety program materials used by Company lL
include: (1) occasional booklets on safe driving techniques;
(2) safety posters changed bi-monthly; (3) bulletin boards
for safety literature; and (4) safety meetings held quarterly.



CHAPTER V
CONCLUSIONS AND NEED FOR FURTHER RESEARCH

I. CONCLUSIONS

GROUP 1
The data outlined in Group 1 of this study neither

support nor reject the hypothesis that there is no difference
in the trends of accident frequency rates in motor vehicle
fleets employing'standafd fleet safety programs, as defined,
and fleets employing sub-standard programs, as defined.
Discussion. A comparison of accident frequency rate
trends of Company 13 using a sub-standard program and
Company 16 with a standard program shows that both experienced
a general reduction in their rates over the ten-year
period of the study. However, Company 16 shows a generally
_more stable frequency rate pattern.
A comparison of the éccident frequency rate trend
of Company 16 with the.rate trends of Companies 4 and 19,
both with sub-standard programs, tends to reject the
hypothesis. The rates of both Company 4 and Company‘lé
generally tended to increase during comparable periods
of time, 1959 through 1964. However, the rate trend of
c°mpany 16 decreased during this period pointing up a
difference in the trends of accident frequehcy rates in
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fleets employing a standard fleet safety program as contrasted
to fleets using a sub-standard program.

Group 1 data also shows that the use of a fleet
safety program does not always result in over-all reduced
accident frequency rate trends.

GROUP 2

The hypothesis is rejected by the frequency rate
data presented in Group 2. An accident frequency rate
comparison of Company 12 with its standard fleet safety
program and Companies 6 and 8 with their sub-standard
programs shows a noticeable difference in the frequency
rate trends over the ten-year period of the study.

Discussion. The differences in the over-all rate

trends are seen in Figure 2, page 58. Further support

of the conclusion reached from Group 2 data is seen in

the variation in the frequency rate trend for Company 6.

A standard fleet safety program was used by Company

6 from 1955 through 1959. During this period, except
for a sharp rise in 1957, this company experienced a general
decline in their frequency rate. At the end of 1959; fwo
Parts of their program were discontinued, to wit: (1) record
keeping on individual drivers' performances; and (2) recogni-
tion for good driving perfdrménce. In 1960, following

the termination of these two elements of their standard
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fleet safety program, the frequency rate trend for Company
6 reversed and showed a gradual increase which continued
through 1964.

| Group 2 data also shows that the use of a fleet safety
program does not necessarily always result in over-all
reduced accident frequency rate trends. This is especially
evident in the experience of Company 6.

Finally, the data from this group tends to show a
difference in trends of frequency rates in companies with
fleet safety programs and those with no fleet safety
program. This difference is particularly evident in the
frequency rate trend comparison of Company 8 with no
program and Company 12 with a standard progrem.

GROUP 3 |

The data outlined in Group 3 of this study rejects
the hypothesis that there is no difference in frequency
rate trends of companies using standard fleet safety
Programs and companies using sub-standard programs.

Discussion. Comparisons of Companies 9 and 10, .
both using standard fleet safety programs, with Comﬁanies
5 and 14, both using sub-standard programs, show over-
all differences in the frequency rate trends. The frequency
rate experience of Company 1l was too limited for purposes

of comparison.
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Data in this group also show that the use of fleet
safety programs does not always result in reduced frequency
rate trends.

It is also interesting to note the rate trend of
Company 10 and the changes which occurred in this company's
fleet safety program activities during 1957 and 1959. |
In 1957, a safety director was appointed and safety posters
and bulletins were initiated.

Following an irregular application of their safe
driver award program during 1955 through 1958, their
recognition program was puﬁ on a more regular basis in 1959.
SUMMARY

In all the comparisons except one, a difference in
frequency rate trends occurred in companies with standard
fleet safety programs as contrasted to those using sub-
standard programs.

Regarding the exception noted above, to obtain
additional information with respect to this company (which
might explain the conpradictory results) would require
going beyond the scope of this study. o

Since the above exception does exist, it cannot be
concluded that the data in this study either supports or
rejects the hypothesis that there is no difference in

the trends of accident frequency rates in motor vehicle
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fleets employing standard fleet safety programs and fleets
employing sub-standard programs.

Data from the study does show, however, that in each
case where a standard fleet safety program was in effect,
each of the companies experienced a reduction in their
accident frequency rate trend.

The study also illustrates, with one exception,
that companies using sub-standard fleet safety programs
experience increases in their frequency rate trends.

This supports the conclusion reached in the review of

the literature which stated that reports of fleet safety
programs showing no reduction in accident experience failed
to get published.

Only one company was found in the study that had no
fleet safety program of any kind. Even though the frequency
rate trend of this company showed an increase during the
study period, it was felt that the experience of one company
was insufficient to permit drawing a conclusion as to whether
there are differences in accident frequency rate trendg
in companies with fleet safety programs and those without

programs.

II. NEED FOR FURTHER STUDY

It is recognized that a large number of variables
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are involved in any study outside a controlled environment,
especially when dealing with several organizations, and
many individuals administering in a variety of ways the
differing ééfety programs and policies within these organ-
izations. This study is no exception.

Because of these variables many questions remain
unanswered. Considerably more research is needed to provide
the data required to resolve these questions. Additional
research into the relationship of the variety of factors
that might influence accident frequency rate trends in
motor vehicle fleets includes:

1. Further study of pre-employment and in-service

driver training to determine the relationship
of this factor to accident frequency rate trends.

2. Research into whether the four elements of a
standard fleet safety program as defined in this
study provide the best criteria for judging the
effectiveness of a fleet safety program.

3. A detailed study of the various parts of fleet
safety programs and the individual relatidnship
of these parts to accident frequency rates of
fleets.

L. Detailed evaluation of the relationship between

differences in the application of the specific
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parts of standard and sub-standard fleet safety
programs and accident frequency rate trends.

A study of the role top management's support

of safety policies and fleet safety program
activities plays in accident frequency rate
trends.

Research into the relationship between differing
driver selection techniques and company accident
frequency rate trends.

A study of the relationship of different environ-
méntal elements such as road, weather, and traffic
conditions, time of day or week, etc., to accident
frequency rate trends.

Investigation into whether the type of vehicle
operated by a company is a factor in increased

or decreased frequency rate trends.

It can be seen from the above list that considerable

data is still needed to determine the true relationship

of fleet safety programs to accident frequency rate trends.

This study, therefore, represents the beginniﬁg of

needed research into the multiplicity of factors surrounding

fleet safety programs and the determination of the relation-

ship of these factors to accident frequency rate trends.

It should be considered by no means and end product but



rather a preview of vast amounts of information yet to
be compiled, digested and ultimately used to benefit

mankind.
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FLEET SAFETY PROGRAM ACTIVITY QUESTIONNAIRE

Code No.

OPERATIONS - City Delivery
1. Average number of vehicles, 1955 thru 1964

2. Average number of drivers, 1955 thru 1964

3. Type of vehicles operated
‘[0 Van type - under 6,000 lbs.
] Van type - 6,000 to 14,000 lbs.
[J Other trucks, describe:

4. Type of Operation
[ Retail store delivery (] Home delivery

] Other, describe:

a. What percent of your operations is devoted
to delivery to: :

Retail stores

Homes

Other

b. Have the operations changed from 1955 thru
19647 (i.e., geographical delivery areas,
incr§ased store or increased home delivery,
etc.

5. Area of Operation

[C] 1Inside metropolitan area, including suburbs
[CJ Inside city limits, not including suburbs
[ other, describe:




}
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Between what hours of the day do your drivers usually
work ?

Retail store delivery drivers:

Home delivery drivers:

Other drivers:

Do you have a policy on the maximum hours a driver
can work each day?
- O Yes [J No

If yes, describe:

Do your regular drivers cover the same assigned
routes each week?
: ] Yes [J vo

Have any of the above changed from 1955 thru 1964?

[] Yes O No

If yes, describe:

SELECTION OF DRIVERS

1.

2.

L.

Is an applicant required to complete an application

form?

] Yes J No
Is the applicant interviewed?

] Yes J No

If yes, is a planned-interview checklist used giving
specific questions that are asked the applicant? -

O Yes ] No
Are the applicant's references and previous employers

checked? :
: [] Yes O No

Xs the applicant's driving record checked through
docal or state government agencies?

] Yes O No
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5. Is the applicant given a physical examination?

[ Yes O No

6. Is the applicant given a behind-the-wheel driving
test before being hired?

O VYes O No
If yes, is this test conducted:
[J Over a given course [] On-the-road
[J off-the-road  [[] For a given length of time
Is a driving check-list used for this test?
] Yes O No

7. Is the applicant tested for traffic and driving
knowledge by written test?

O Yes ] No

8. 1Is the applicant tested for traffic laws and
ordinances knowledge?
' : Yes I No

9. List any other written tests given to applicant:

l10. Do you have age limits for driver applicants?

[J Yes ] No

If yes, what are the limits:

11. Do you have minimum driving experience requirements?

[ Yes [J wo

If yes, what are the requirements?

12. Do you have minimum educational requirements®

[J Yes O o
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[ High school [] Grade through the 8th grade

[] Other, describe:

13. What is the average length of driving tenure with
the company?

ACCIDENT PREVENTION PROGRAMING

l. Who administers your accident prevention programing?

(GIve title of employee)

2. How much time per month is devoted to the administra-
tion of the accident prevention program?

[___] Full time ] Part time

of time or hours)

3. Do you define a Standard of Driving Performance for
all drivers? .
[J Yes ] No

If yes, describe:

L. Do you have a Driver Training procedure?

[[] Yes [] No

a. Initial driver training

l. Do all new driver-employees receive initial
driver training?

[ Yes [] No

2, If no, what is the deciding factor for initial
training?

[J No experience on type of vehicle company
uses

[CJ No previous driving experience (any vehicle)

[0 Initial behind-the-wheel test indicates
need
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5.

6.

7.

O

Who does the training?

89

Other, describe:

(Title of employee)

Which of the following areas are covered in
your initial training program?

O
O

Orientation (Job requirements, company
policy, safety program, etc.)

Motor vehicle accident problem (e.g., major
company accident types, major

accident areas and types in
these areas)

Causes of traffic accidents (driver,
vehicle, environment)

Personal traits relating to safe driving
(Physical and mental)

The vehicle (operations of, limitations
of, mechanical condition of)

Traffic laws and regulations

oo o o g

Basic driving maneuvers

Are new drivers accompanied by experienced
men’ ] Yes ] No

If yes, prinéiple duty of the trainer is:

D Instruct new employee in route layout
and work procedure

Instruct new employee in safe driving
techniques

Are drivers instructed in a procedure to
follow in case of accident?

] Yes ] No

g:w?many hours are devoted to initial train-
g .
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In the class room: hours

On the route: hours

8. Is refresher training given to your drivers?

] Yes [J vo

If yes: [] Annually [] Other, describe:

9. Is remedial training, on the basis of
accident experience, given to your drivers?

[] Yes O o

b. Does a regularly scheduled flow of safety
materials go to your drivers?

[ Yes | | No
If yes, do you employ any of the following:

[[] Special monthly driver magazines dis-
tributed to drivers

Monthly driver letters containing safe
driving or defensive driving information

Occasional booklets with safe driving or
defensive driving information

0o 0o o

Safety posters on safe driving or
" defensive driving?

How often changed?

EJ Bulletin boards
(] safety meetings
How often are they held?

5. Do you have an Accident Record Keeping System?
[ Yes ] o
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C.

d.

e.

f.
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When did you start this system?

(year)

What is your definition of a reportable motor
vehicle accident for your fleet accident records?

Do you require your drivers to report all
accidents regardless of cost, amount of damage,
or personal injury?

O Yes ] No

Do you keep an accident register for all accidents?

[[] TYes J No

Do you keep an accident analysis sheet?
[] Yes J No

Do you analyze accidents to determine:

[] Primary accident types (head-on, sideswipe, etc.)

[[] Primary accident causes

[] Problem areas that might need special attention

(] Other:

Are accident rates computed for your fleet?
I Yes ] No
If yes, for your rate do you use accidents.per:
[[] 100,000 miles ] 1,000,000 miles
[[J Other, describe:

If yes, to compute your fleet mileage figures,
do you use: (may check more than one)

[J Odometer readings
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[J Trip records or route mileage
] Gasoline consumption
[J Other, describe:

h. Do you keep an individual driver accident record?

J Yes [ vo

i. Do you use your definition of a reportable
accident for purposes of recording driver
accidents on their individual driving records?

[] Yes d wo

If no, what accidents do you record?

jo Do you Jjudge your driver's accidents as to
whether or not they are preventable?

[ Yes O we

k. Does your company have an accident review
committee?
[J Yes O vo

If yes, are both top management and drivers on
the committee?
Yes [J No

If no, who serves on the committee?

(Titles of Employees)

How often does the committee meet?

Do you have a method for Recognizing Safe Driving
Performance? o
[ Yes [ No
a. What type of recognition do you use?
]:] Safe driver awards (pins, cards, certificates)
[J Cash or savings bond bonus
[J Vacation trips
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[[] mMerchandise awards
[J Special letters of commendation
[C] Other, describe:

b. Is this recognition based on operating without
a preventable accident for a certain period of

time?
] TYes [J No

Is "one year" the period of time used?

[J Yes ] wNo

If no, describe system:

c. Are all accidents charged against the driver's
safe driving record regardless if the accidents
are preventable or not?

[ Yes [ No

If no, only those accidents judged preventable?

[0 Yes [J No

d. Is the recognition you use governed by rules to
insure it is awarded only to those who measure
up to your standard?

[J Yes [J No

Do you have special campaigns aimed at specific
types of accidents when they occur more frequently

than usual?
[J Yes [J No

Has any of the above accident prevention programing
or procedure been changed from 1955 thru 19647 -

[0 Yes [J No

If yes, describe changes:
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VEHICLE MAINTENANCE
1. Are your drivers required to perform pre-trip vehicle

inspections?
[] Yes [ No

2. Are your drivers required to turn in vehicle per-
formance sheets at the end of each day?

] Yes ] No

3. Are vehicles checked and repaired on the basis of
driver repair orders or malfunction reports?

[J Yes [J No

L. Is only the item written up by the driver checked and
repaired or is the rest of the vehicle inspected for

defects also?
[0 Only the item written is repaired (no further check)
[J Item is repaired and vehicle inspected
5. Is a regularly scheduled preventive maintenance program
in effect?
] Yes [J vo

If yes, is this scheduled on the basis of:

[0 Mileage ] Time

6. Please describe the program. (Show what is done at
what interval)

7. Has this procedure remained the same from 1955 thru 19647

] Yes O o

If no, describe changes:
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NUMBER OF REPORTABLE ACCIDENTS FLEET HAS EXPERIENCED

1955 1960
1956 1961
1957 1962
1958 1963
1959 1964

NUMBER OF MILES FLEET ACCUMULATED

1955 1960
1956 1961
1957 1962
1958 1963

1959 1964
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SAMPLE LETTER NO. 1

Dr. Walter A. Cutter
Director

Center for Safety Education
New York University

6 Washington Square North
New York, New York 10003

Dear Dr. Cutter:

I am in the process of compiling a bibliography of
studies and articles on commercial vehicle fleet safety
programs. I am particularly interested in the following:

l. Research on the effectiveness (or ineffectiveness)
of commercial vehicle fleet safety programs (or
parts of programs).

2. Articles which describe commercial vehicle fleet
safety programs and which report improvement (or
no improvement) in accident experience and/or
reduction in accident costs.

I would very much appreciate any bibliographical
information or, where possible, the actual material that
you have in these two areas.

Sincerely,

Walter D. Wbiss'
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SAMPLE LETTER NO. 2

Dear

Enclosed is the survey questionnaire which we discussed
today in our telephone conversation. The extra copy is for your
records if you wish. I am conducting this study in order to
write my thesis in partial fulfillment for my Masters Degree
work in Highway Traffic Administration from Michigan State Univer-

sity.

Since the outcome of the study hinges primarily on the
enclosed questionnaire and especially on obtaining accident and
mileage information, I am particularly anxious to get these data,
especially for your trucks involved in retail store and/or
institutional deliveries in the Detroit metropolitan area. If
you have other types of delivery such as to private homes and
do not keep separate records for the different types of delivery,
total figures will still be important.

The definition of a reportable fleet accident for fleet
records that I shall use is that of the American Standards
Asgsociation, namely: "A motor vehicle fleet accident is any
occurrence involving a fleet motor vehicle which results in
death, injury, or property damage, unless such fleet vehicle is
properly parked. Who was injured, what property was damaged or
to what extent, where it occurred, or who was responsible is
not a factor." If your accident data do not include all accidents
except wgere properly parked please let me know what criteria
were used.

All information concerning specific companies and places
will be held strictly confidential. Code numbers will be :
assigned to individual companies for analyzing all data to
insure strictest confidence.

Any helK you can give me on this will be deeply
appreciated. self-addressed envelope is enclosed for
returning the completed questionnaire. -

Sincerely,

Walter D. Weiss
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GRCUP 1

CPLWATICAS = PARY I

1.
2.

All companies operate similar type vehicles.
All but one company (4) deliver to retail stores.
Company 4 delivers to institutions.
Four other companies deliver to institutions
also - (3, 13, 17, 19).
All companies but number 4 deliver 90 per cent
or more to retail stores.
Company 4 delivers only to institutions and
restaurants.
All companies deliver in the Detroit metropolitan
area including suburbs within a 50 mile radius.
All but one company (4) operates within the
hours of 5:00 a.m. to 5:00 p.m.
All companies have policies on the maximum hours
a driver can wbrk each day.

Maximum hours vary from 8 to 12 hours.
In all companies, the drivers cover the same
routeg each week.
Two companies did not experience a change in
their operations during the ten-year study
period - (13, 17).

Four companies experienced a change in their
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operaticns.
Cne company decreased deliveries to small
stores and increased deliveries to super
markets - (16).
Three companies increased their delivery
area - (3, 4, 19).
SELECTICN OF DRIVERS = PART II

l. All companies use application forms.

2. All companies interview applicants.

3. Three companies use a planned-interview check-
list giving specific questions that are asked
the applicant - (4, 13, 19).
Three companies do not use such a checklist -
(3, 16, 17).

4, All but one company (16) check references and
previous employers.

5. Three companies check applicants' driving records
thrcugh local or state government agencies -
(3, 13, 19).
Three- companies do not check driving records. -
(4, 16, 17).

6. Three companies require applicants to take a
physical examination - (3, 13, 16).
Three companies do not - (4, 17, 19).
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7. Two companies give a driving test before
hiring - (13, 19).
Four companies do not give driving tests -
(3, 4, 16, 17).
The two companies that give driving tests
give them on the road in regular traffic.
Neither of these companies uses a check-list
for the road tests.
8. None of the companies in Group 1 give traffic
and driving knowledge tests.
9. MNeither do any of them give laws and ordinances
knowledge tests.
10. None give any other written tests to the
applicants.
11. All but one company (17) have age limiis.
1l2. None oif the companies have minimum driving
experience requirements.
13. PFour companies have minimum educational
requirements - (3, 13, 17, 19).
All- of these require a high school education.
Two companies do not have a minimum require-
ments - (4, 16).
1l4. The range of driving tenure for the companies
in Group 1 is from 10 to 15 years ; an average

of 11.8 years.
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ACCIDENT PhiVENTICON PRCGEAM — PART III

1. Titles of administrators of the accident
prevention programs
Compeny 3 - Insurance company safety engineer
Company 4 - General Manager
Company 13 - Agency Manager
Company 16 - Local office manager
Company 17 - Book keeper
Company 19 - Safety Director of leasing company

2. All administrators spend only part time on their
accident prevention programs.

Three of the six companies gave the per cent
of their time spent on their programs as
follows: .3 per cent; .6 per cent; and 2 per
cent. The average is about 1 per cent of
their time spent on accident prevention.

3. One company has a standard of driving performance -
(16). Any driver with excess violations is
taken off the truck.

Five companies have no standard of driving per-
formance - (3, 4, 13, 17, 19).
4. No company has driver traiﬁing for their new

employees.
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Initial training programs include the following:

a. Orientation (job requirements, company

policy, safety program, ete.) - (3, 13, 17, 19)
b. lotor vehicle accident problem (major
company accident types,vmajor accident
areas and types in these areas) - (3, 19)
c. Causes of traffic accidents (driver,
vehicle, environment) -~ (3)
d. Personal traits relating to safe driving
(physical and mental) - (3)
e. The vehicle (operations of, limitations of,
mechanical condition of) - (3, 4, 17, 19)

f. Traffic laws and regulations - (13)

g. Basic driving maneuvers - (no companies)
New drivers are accompanied by experienced men
in five companies - (3, 4, 13, 17, 19).

One company does not send experienced men with
their new drivers - (16).

Principle duty of the trainer in each of the
five companies is: (1) to instruct in route
layout; and (2) to instruct in safe driving
techniques.

All companies instruct their new drivers in

the procedure to follow in case of accident.
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11.

12.

13.
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Time devoted to initial iraining:
Classroom (includes across the desk orientation)
"hree companies - O hours (4, 16, 17) |
Two companies - 1 hour (3, 13)
Onevcompany - 1 day (19)
On the Route

Two companies - 1 tc 2 weeks (3, 19)
Two companies - 2 to 3 days (13, 17)
One conpany - 1 week (4)
One company - no time spent on route (16)
No company gives refresher training to their
drivers.
One company gives remedial training on the basis
of accident experience - (16).
Five companies do not give remedial training -
(3, 4, 13, 17, 19).
All companies reported use of a regularly
scheduled flow cf safety materials as follows:
a. Special monthly driver magazines distributed
to drivers - one company (16)
b. Nonthly driver letters containing safe
driving or defensive driving information -
three (3, 16, 17)
¢c. Occasional booklets with safe driving
or defensive driving information - two

companies (16, 19)
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d. Safet; posters on safe driving or defensive
driving - five companies (3, 4, 13, 16, 19)
Three companies change them monthly -
(3, 13, 16).
One company changes them guarterly - (10).
One company didn't indicate frequency -
(4).
e. Bulletin boards - four ccmpanies (3, 13, 16, 19)
f. Safety meetings - five companies (3, 4, 13, 16,
19)
Two comranies hold meetings monthly -
(4, 16).
Two companies hold meetings quarterly -
(3, 19).
One company holds meetings annually - (13).
14, All companies have an accident record keeping
system.
Three companies started system prior to 1955 -
(13, 16, 17).
One company started system in 1959 - (19).
One company started system in 1960 - (4).
One company started system in 1963 - (3).
1S . All companies have definitions of reportable
accidents for their fleets. These definitions

are similar, e.g., "All accidents regardless of
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17.

18.

19.

20.

21.

22.
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amount of damage, what property was damaged, who
was injured or who was at fault."

All companies require their drivers to report
all accidents regardless of cost, amount of
damage, or personal injury.

All companies keep an accident register for all
accidents.

One company keeps an accident analysis sheet - (16).
Five companies do not - (3, 4, 13, 17, 19).

One company analyzes accidents to determine
primary types - (16).

Two companies analyze accidents to determine
primary causes - (17, 19).

Three companies compute accident frequency
rates - (13, 16, 19).

Two comjanies base rates on accidents per
100,000 miles - (13, 19).

One company bases its rate on accidents per

1 million miles - (16).

Two companies compute their mileage figures -
from odometer readings - (13, 19).

One company computes its mileage figures from
route mileage - (16).
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23. Four comranies keep individual driver accident
records - (3, 4, 16, 19).
Two companies put copies of accident reports in
drivers' personnel folders but they are not
entered on a continuing driver record card -
(13, 17).

24. TFive companies put all driver accidents on
their individual driving records - (3, 4, 13, 17, 19).
One company did not respond to the question - (16).

25. Four companies judge accidents preventable or
non-preventable - (3, 13, 16, 19).
Two companies do not - (4, 17).

26. Two companies have an accident reviéw committee-
(3, 16).
Three companies 4o not have such a committee -
(13, 17, 19).
One company did not respond - (4).

27. One company, both top management and drivers
serve on the committee, and they meet after
each accident = (3).
One company has only top management on the
committee which meets monthly - (16).

28. Three companies have a method for mcognizing

safe driving performance - (13, 16, 17).
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| 32.

33.
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Three companies do not recognize safe driving
records - (3, 4, 19).
Type of recognition used:

‘hree companies use safe driver award pins -

(13, 16, 17).

One company also uses merchandise awards - (13).
Two companies base their recognition on operat-
ing without a preventable accident for a one
year period - (13, 16).

One company bases its recognition on operating
with no accidents what-so-ever for one year -
(17).

One company charges all accidents against the
driver's safe driving record regardless if the
accidents are preventabié or not - (17).

Four companies do not charge all accidents to

drivers - (4, 13, 16, 19).

One company did not respond to this question - (3).

Four companies charge only accidents found

'preventable against their drivers' records -

(4, 13, 16, 19).

The three companies using awards base them on
rules - (13, 16, ;7).

One company has special campaigns aimed at
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high frequency accident types - (19).
Five companies do not have special campaigns -
(3, 4, 13, 16, 17).

36. Four companies reported that their safety
programs did not change 1955 through 1964 -
(4, 13, 16, 19).
Two companies indicated théir safety programs
changed during this period - (3, 17).

Company 3 - Driver letter introduced in 1964;
safety meeting frequency was
increased

Company 17 - Safe driver awards were introduced

in 1963.
VEHICLE MAINTENANCE - PART IV

l. Two companies require their drivers to perform
pre-trip vehicle inspections - (13, 19).
Four companies do not require pre-trip inspections -
(3, 4, 16, 17).
2. Only one company requires drivers to turn in
vehicle performance sheets at the end of each
day - (16).
One company requires such reports on a weekly
basis - (13). |
Three companies recuire vehicle performance

reports only when a defect occurs - (3, 17, 19).
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One company does not require any vehicle
performance report - (4).

All companies repair vehicles on the hrasis of
driver repair orders or malfunction reports.
All companies repair item written up and also
check vehicles for other items not written up.
Five companies have a regularly scheduled
preventive maintenance program in effect -

(3, 4, 13, 16, 19).

One company does not have such a program - (17).
One company has their PM program on a mileage
basis - (13).

Three companies have PM programs on mileage and
time basis - (4, 16, 19).

One company has its PM program on time basis
only - (3).

One company has no PM program scheduled.- (17).
Three companies - their preventive maintenance
programs remained the same from 1955 through’
1964 - (13, 16, 19).

Two companies - their programs changed during
this time - (3, 4).

One company reported that their program changed
but did not state how.
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Company 3 - In 1960 a full time mechanic
was hired. Prior to this, gas
stations did the work.
Company 4 - In 1963, a comprehensive PM
| program was begun. Prior to
this, only defects were repaired
by outside agency.
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GROUP 2

OPERATIONS - PART I

1.

Each of the three companies in Group 2 operates
different types of vehicles.
Company’G - Vans under 6,000 lbs.
Company 8 - Vans under 6,000 lbs. and vans
6,000 to 14,000 lbs., mostly
the later (over 80 per cent)
Company 12 - Tractor, semi-trailer units only
All three companies deliver 100 per cent to
retail stores.
All companies deliver in the Detroit metropolitan
area including suburbs within a 50 mile radius.
Hours of operation vary considerably. The range
is 1:00 a.m. to 7:30 p.m.
Company 6 - operates from 7:30 a.m. to 7:30 p.m.
Company 8 - operates 50 per cent of the fleet
from 1:00 a.m. to 8:00 a.m. and
50 per cent of the fleet from
6:00 a.m. to 3:00 p.m.
Company 12 - operates from 3:30 a.m. to 12 noon.
Two companies have policies on the maximum
hours a driver can work each day - (8, 12).
One company his no policy on maximum work

hours - (6).
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Maximum hours - 8 hours for both companies.
In two companies, the drivers cover the same
assigned routes each week - (6, 8).

In one company, drivers change routes period-
ically - (12).

In all three companies, the operations changed
during the ten years of the study. All three

increased the size of their delivery area.

SELECTION OF DRIVERS - PART II

1.

2.

3.

All companies use application forms.

All companies interview applicants.

One company uses a planned-interview checklist
giving specific questions that are asked the
applicant - (6).

Two companies do not use such a'checkliat -
(8, 12). |

All companies check references and previous’
employers.

None of the companies check the aprlicant's
driving record through local or state govern-
ment agencies.

All companies require applicants to take a

physical examination.
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Two companies give a driving test before
hiring - (6, 8).
One company hires only men inexperienced in
truck driving - (12).
One company gives the driving test on the
road - (6).
The other company did not indicate where
their driving test was given - (8).
None of the companies in Group 2 give traffic

and driving knowledge tests.

9.Neither do any of them give laws and ordinances

10.

1l.

12.

knowledge tests.

One company gives an arithmetic test - (6).
Two companies do not give any other written
tests - (&, 12).

One company has age limits set for hiring
drivers - (12). The applicant must be 21 or
over.

Two companies have no applicant age limits -
(6, 8).

One company has minimum driving experience
requirements - (6).

Two companies do not have minimum requirements -

(8, 12).
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Minimum driving experience required by
Company 6 is the applicant must have a
chauffeurs license.
13. All companies have minimum educational require-
ments; a high school education.
14. The range of driving tenure for the companies
is from 12 to 20 years; an average of 15 years.

ACCIDENT PREVENTION PROGRAM = PART III

1. Titles of administrators of the agcident
prevention programs:
Company 6 - Stock foreman
Company 6 - None
Company 12 - Garage manager
2. All administrators spend only part time on
their accident prevention programs.
Company é - 5 per cent
Company 8 - none
Company 12 - 5 per cent
3. Two companies define a standard of driving
performance - (6, 12). |
One company does not define such a standard -
(8).
Company 6 - Driver is told what is expected:
(1) smooth operation; and (2) safe

operation.
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Company 12 - Courteous driving, care for
equipment and the company, and
safe operation.

4. One company has driver trainihg - (12).
Two companies have no formael driver training
program - (6, 8).

5. One company gives driver training to all drivers -
(12).
Two companies do not give driver training to
all new drivers - (6, 8).

6. Deciding factor for driver training:

Company 6 - No new employees receive driver
training.

Company 8 - Only those men with no experience
on the type of equipment the
company uses are trained.

Company 12 - All new driver employees are given

driver training. |
7. Company 8 - An experienced regular driver rides
with some new drivers and coaches
them.
Company 12 - The superintendent of Shipping and
Warehouse trains each new driver

on the company equipment.



118

8. Initial training programs include the following:
a. ' Orientation (job requirements, company
policy, safety program, etc.) - (all
companies)
b. Motor vehicle accident problem (i.e.,
major company accident types, major
accident areas and types in these areas) - (6)
c. Causes of traffic accidents (driver,
vehicle, environment) - (6)
d. Personal traits relating to safe driving
(physical and mental) - (6, 12)
e. The vehicle (operations of, limitations of,
mechanical condition of) - (all companies)
f. Traffic laws and regulations - (no
companies)
g. Basic driving maneuvers - (8, 12)
9. New drivers are accompanied by experienced men
in all companies in Group 2. |
10. In two companies the duty of the trainer is:
(1) to instruct in route layout; and (2) to
instruect in safe driving techniques - (8, 12).
In one company the duty of the driver trainer
is only to instruct new employees in safe

driving techniques - (6).
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1l. All companies instruct their new drivers in
the procedure to follow in case of accident.
12.' Time devoted to initial training:
Classroom (includes across the desk orientation)
Company 6 - 1 hour
Company 8 = O hours
Company 12 - unknown
On-the-Route

Company 6 - 3 weeks
Company 8 - 1 week
Company 12 - unknown
13. No company gives refresher training to their
drivers.
1l4. One company gives remedial training on the
basis of accident .experience - (12).
Two companies do not give remedial training -
(6, 8).
15. Two companies reported use of a regularly
scheduled flow of safety materials as follows -
(6, 12):
a. Special monthly driver magazines distributed
to drivers - (no company) |
b. Monthly driver letters containing safe
| driving or defensive driving information -

(no company)
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c. Occasional booklets with safe driving
"or defensive driving information - (6, 12)
d. Safety posters on safe driving or defensive
driving - (6, 12)

Company 6 - changes posters monthly
Company 12 - changes posters weekly

e. Bulletin boards - (6, 12)

f. Safety meetings - (6, 12)
Company 6 - holds meetings monthly
Company 12 - holds meetings bi-monthly

16. All companies have an accident record keeping
system.

Company 6 - started its system in 1953
Company 8 - unknown when system started
Company 12 started its system in 1956

17. All companies. have definitions of reportable
accidents for their fleets. These definitions
are similar, e.g., "all accidents regardlesé
of amount of damage, what property was damaged,
who was injured or who was at fault."

18. All companies require their drivers to report
all accidents regardless of cost, amount of
damage, or personal injury.

19. Two éompanies keep an accident register for all
accidents - (8, 12).
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22.

23.

24.

25.
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One company does not keep such a register - (6).
All companies keep an accident analysis sheet.
Two companies analyzed accident to determine
primary types - (8, 12).
One company analyzes accidents to determine
primary causes - (6).
One company analyzes accidents to determine
special problems - (12).
One company analyzes éccidents to determine
fault - (6).
All companies compute accident frequéncy rates.
Company 6 stopped computing rates in 1961.
One company bases its rates on accidente'per
1 million miles - (12).
One éompany bases its rate on accidents per
quarter; a time basis - (8).
One company did not indicate the base they use -
(6).
Two companies compute their mileage figures
from odome ter readings - ( 8, 12 ).
Two companies keep individual driver accident
records - (6, 12). Company 6 discontinued
record in 1959.

One company does not keep such a record - (8).



26.

27.

28.

29.

30.

31.
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Two conpanies put all driver accidents on their

drivers individual driving records - (6, 12).

Company 6 stopped in 1959.

Two companies judge accidents preventable or

non-preventable - (6, 12).

One company does not judge accidents - (8).

Two companies have an accident review committee -

(6, 12). |

One company does not have such a committee - (8).
One company has both top management and drivers
on the committee which meets monthly - (12).
One company has only top management on the
committee which meets every one or two months -
(6).

Two companies, (6, 12), recognize safe driving

performance, however, Company 6 discontinued

their recognition program in 1959.

One company does not have a recognition program -

(8).

Type of recognition used:
One company uses safe driver award pins - (6).
Two companies use cash bonuses - (6, 12).
One company uses merchandise awards - (6).

Two companies base their recognition on operating

without a preventable accident for a one year
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period - (6, 12).

32. Company 6 uses one year as the time period for
awards.
Company 12 uses 6 months as the time period
for awards.

33. Ccmpanies 6 and 12 do not charge all accidents
against their drivers' records.

34. Both companies charge drivers. only with prevent-
able accidents.

35. Companies 6 and 12 have rules governing their
awards.

36. Two companies have special campaigns aimed
at high frequency accident types - (6, 12).
One company does not have special campaigns - (8).

37. Two companies reported that their safety programs
did not change from 1955 through 1964 - (8, 12).
One company indicated their safety program
changed during this period - (6).

Company 6 discontinued driver records and

safe driver awards in 1959.

VEHICLE MAINTENANCE - PART IV
1. All companies require their drivers to perform
pre-trip vehicle inspections.

2. No company requires drivers to turn in vehicle
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performance sheets at the end of each day.

All dompanies repair vehicles on the basis of
driver repair orders or malfunction reports.
All companies repair items written up and

also check vehicles for other items not written
up.

All companies have a regularly scheduled preven-
tive maintenance program in éffect.

All companies base their preventive maintenance
program on both mileage and time.

All companies - their preventive programs have

remained the same from 1955 through 1964.
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GROUP 3

1.

4. .

Two companies operate van type trucks 6,000 1lbs.
or under - (9, 14).
One company operates van type trucks, 6,000 lbs.
to 14,000 1lbs. - (11).
Two companies operate both type van trucks,
6,000 1bs. and 6,000 to 14,000 1bs. - (5, 10).
All companies deliver‘to retail stores.
Companies 9, 10, and 11 - 100 per cent
Company 5 = 90 per cent retail and 10 per cent
other
Company 14 - 75 per cent retail and 25 per cent
restaurants
All cémpanies deliver in the Detroit metropolitan
area including suburbs within a 50 mile radius.
Hours of operation for the companies in Group
3 range around the clock (24 hours a day),
but the majority make deliveries from 4:30 a.m.
to 5:00 p.m,
Company 5 = 90 per cent 4:30 a.m. to 5:00 p.m.
10 per cent 11:00 p.m. to 12 noon
Company 9 - 100 per cent 8:00 a.m. to 4:00 p.m.
Company 10 - 100 per cent 6:00 a.m. to 4:00 p.m.
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Company 11 - 100 per cent 6:00 a.m. to 5:00 p.m.
Company 14 - 75 per cent 8:00 a.m. to 4:00 p.m.
25 per cent 10:00 p.m. to 6:00 a.m.
Two companies have a policy on the maximum
hours a driver can work each day - (9, 14).
Maximum hours vary from 7 to 9.
Three companies have no policy on maximum hours -
(5, 10, 11).
In all qompanies the drivers cover the same routes
each week.
Four companies experienced no changes in their
operations during the ten-year study period -
(5, 10, 11, 14).
One company experienced a change - (9). At one
time, drivers could stay out on the route
a8 long as they wished. Now they can stay

out only 7 hours.

SELECTION OF DRIVERS - PART II

1.
2.
3.

All companies use application forms.

All companies interview applicants.

Two companies use a planned-interview checklist
giving specific questions that are asked the
applicant - (9, 10).

Thrée companies do not use such a checklist -

(5, 11, 14).



Te

127

All companies check references and previous

empld&ers.

Three companies check applicants' driving

records through local or state government

agencies - (5, 9, 10).

Two companies do not check driving records -

(11, 14).

All companies require applicénts to take

a physical examination.

Two companies give driving tests - (9, 10).

Three companies do not give such tests - (5, 11, 12).
Both companies that give driving tests give
them on the road in regular traffic. |
Company 9 uses a check-list for the test.
Company 10 does not use a check-list.

Two companies give traffic and driving knowledge

tests - (5, 9).

Three companies do not give this type tests -

(10, 11, 14).

Three companies give laws and ordinances tests -

(5, 9, 10).

Two companies do not give this type tests -

(11, 14).
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11.

12.

13.

14.
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Two companies give other writtien tests - (5, 9).
Company 5 - Wonderlicht Personality Test
Company 9 - I.Q. and Sales Aptitude Tests

Three companies do not give other written

tests - (10, 11, 14).

Two companies have age limits - (9, 10).
Company 9 hires no one over 25.

Company 10 hires only applicants be tween 21
to 30.

Three companies have not set age limits -

(5, 11, 14).

One company has minimum driving experience

requirements however did not state what the

requirements were - (10).

- Four companies do not set minimum driving

experience requirements - (5, 9, 11, 14).

Two companies have minimum educational require-
ments - (5, 14). Both companies require a
high school education.

Three companies do not have such a require- -
ment - (9, 10, 11).

The range of driving tenure for the companies
in Group 3 is from 10 to 25 years; an average

of 16.4 years.
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ACCIDENT PREVENTICN PROGRAK - PART III

1.

Titles of administrators of the accident
prevention programs
Company 5 - Personnel Manager
Companies 9, 11 - Fleet Superintendent
Company 10 - Safety Directoar
Company l1l4 - Sales Manager
All administrators spend only‘part time on
their accident prevention program.
Companies 5, 9 - 1.5 per cent of time
Company 10 - 50 per cent of time

Company 11 5 per cent of time

Company 14 - 2 per cent of time
Two cpmpanies have a standard of driving
performance defined - (9, 10).

Company 9- more than three accidents in

- 5 years, the driver is subject
to dismissal.
Company 10 - Accident free or low accident
driving

Three companies have no such standard of
driving - (5, 11, 14).
Two companies have driver training - (5, 10).
Three companies do not - (9, 11, 14).
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Two companies - all new drivers get driver

training in basic skills - (5, 10).

Three companies - no drivers get training in

the basic driving skills - (9, 11, 14).

Company 5 - the Sales Supervisor does the driver

training.

Company 10 - the driver supervisor does the

training.

Initial training programs include the following:

8.

g.

Orientation (job requirements, company
policy, safety program, etc.) - (all
companies)

Motor vehicle accident problem (i.e., major

company accident types, major accident

"areas and types in thes areas) - (all

companies)

Causes of traffic accidents (driver,
vehicle, environment) - (5, 9, 10, 14)
Personal traits relating to safe driving
(physical and mental) - (5, 10)

The vehicle (operations of, limitations
of, mechanical condition of) - (5, 9, 10)
Traffic laws and regulations - (5, 9, 10)

Basic driving maneuvers - (5, 10)
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8. New drivers are accompanied by experienced
men in all the companies in Group 3.
9., In four companies, the principle duty of the
trainer is: (1) to instruct in route layout;
and (2) to instruct in safe driving techniques -
(5, 9, 10, 14).
In one company the trainer's principle duty
is to instruct only in route.layout - (11).
10. All companies instruct their new drivers in
the procedure to follow in case of accident.
1l. Time devoted to initial training:
Classroom (includes across the desk orientation)
Company 5 - 4 hours '
- Company 9 - 14 hours
Companies 10, 11 - none
Company 14 - 1 hour

One the Route

Company 5 - 1 to 2 weeks
Company 9 - 9 weeks
Qompanies 10, 11 - 2 weeks
Company 14 - 1 week
12. One company gives refresher training to their
drivers - (5).
The driver supervisor rides with each driver

once each quarter.
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Four.companies give no refresher training -
(9, 10, 11, 14).

All companies give remedial training on the
basis of accident experience.

All companies reported use of a regularly
scheduled flow of safety materials as follows:
a. Special monthly driver magazines dis-

tributed to drivers -~ (no companies)
b. lionthly driver letters containing safe
driving or defensive driving information -
(no companies)
c. Occasional booklets with safe driving
or defensive driving information -.
(all companies)
d. Safety posters on safe driving or defensive
driving - (all companies)
Three companies change them monthly -
(5, 9, 10).
One company changes them bi-monthly -
(14).
One company - the frequency of change
is unknown - (11).
e, Bulletin boards - (9, 10, 11, 14)
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f. Safety meetings - (5, 9, 10, 14)
One company holds meetings monthly - (5).
Two companies hold meetings quarterly -
(10, 14).
One company holds meetings semi-annually -
(9).
15. All companies have an accident record keeping
system.
One company started system in 1955 - (5).
One company started in 1929 - (9).
One company started system in 1957 - (10).
One company started in 1963 - (11).
One company started in 1955 - (14).
16. All companies have similar definitions of
reportable accidents for their fleets, e.g.,
"All accidents regardless of amount of damage,
what property was damaged who was injured or
who was at fault."
17. All companies require their drivers to report
all accidents.
18. PFour caompanies keep an aceident register
for all accidents - (5, 9, 10, 11).
One company does not keep such a register - (14).

19. One company keeps an accident analysis sheet -

(5).
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Four companies do not keep an accident analysis
sheet - (9, 10, 11, 14).
20. All companies analyze accidents to determine
primary types.
Three companies analyze accidents to determine
primary causes - (5, 10, 14).
Four companies analyze accidents to determine
special accident problems - (5, 10, 11, 14).
21. Three companies compute accident frequency
rates - (5, 10, 11).
Two companies do not compute rates - (9, 14).
22. Two companies did not indicate the mileage base
used to determine frequency rate - (5, 10).
One company bases its rate on accidents per
100,060 miles - (11).
‘23. Four companies'compute their mileage figures
from odometer readings - (5, 9, 11, 14).
One company computes mileage figures from
route mileage - (10).
24. Four companies keep indi&idual driver accident
records - (5, 9, 10, 11).
One company puts copies of accident reports
in drivers' personnel folders but they are not

entered on a continuing driver record card - (14).
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All companies put all driver accidents on their
individual driving records.
All companies judge accidents preventable
or non-preventable.
Four companies have an accident review committee -
(5, 9, 10, 14).
One company does not have such a committee -
(11).
Two companies, both top management and drivers
serve on the committee - (5, 9).
Two companies have only top management on the
comnittee - (10, 14).
Accident review committees meet:

Companies 5, 10 - After each accident

Company 9 - konthly

Company 14 - Every two weeks if accidents

occur that frequently

All companies have a method for recognizing safe

driving performance.

Type of recognition used:
Four companies use safe driver award pins -
(5, 9, 10, 11).
| Three companies use merchandise awards -
(5, 9, 14).
Iwo companies use spécial letters of commendation -

(5, 9).
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All companies base recognition on driving with-
out preventable accidents.
Four companies use one year as the award time
period - (5, 9, 10, 11).
None of the companies charge all accidents
against drivers' records. |
All companies charge only preventable accidents
against drivers.
Four companies base their recognition program
on rules - (9, 10, 11, 14).
One company does not have set rules for their
recognition program - (5).
Two companies conduct special emphasis campaigns
against high frequency accident types -
(9, 14).
Three companies do not conduct such campaigns -
(5, 10, 11).
Two companies reported that their safety
programs did not change 1955 through 1964 -
(5, 9). '
Two COmpanies_ indicated their safety programs
changed during this period - (10, 14).

Company 10 - Safe driver award program was

spotty 1955 to 1958.
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In 1959, full safe driver award
programvwes started.
1957 - posters and bulletins
were started.
1957 - safety director was
appointed.

Company 14 - More attention to program in
later years was indicated.
However no further details were
given.

One company did not respond to question - (11).

VEHICLE MAINTENANCE - PART IV

l. Three companies require their drivers to perform
pre-trip vehicle inspections - (5, 10, 14).
Two companies do not require pre-trip inspections -
(9, 11).

2. Only one company requires drivers to turn
in vehicle performance sheets at the end of
each déy - (11).
Three companies require vehicle performance
reports only when a defect occurs - (5, 9, 14).
One company does not require any vehicle
performance report - (10).

3. All companies repair vehicles on the basis of

driver repeir orders or malfunction reports.
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Four companies repair the item written up and
also check vehicles for otheritems not written
uwp - (9, 10, 11, 14).

One company repair only the item written up -

(5).

All companies have a regularly scheduled

preventive maintenance program.

Four companies base their preventive maintenance

program on both mileage and time - (9, 10, 11, 14).

One company bases their PM program only on

mileage - (5).

Three companies - their preventive maintenance
programs remained the same
from 1955 through 1964 -

(5, 9, 10).
Two companies - their programs changed during
this time period - (11, 14).
Company 11 - changed in 1963 but gave no
indication of what the change
was.
Company 14 - in 1960, company began renting
trucks and rental agency per-

forms all maintenance.
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