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EXECUTIVE SUMMARY

The "energy crisis” became a reality to motorists
during the latter months of 1973, Several major events
that were factors during this period are listed in
chronological order:

1. Mid-October 1973 - Arab oil embargo began

2. November 7, 1973 President's energy
message
December 1, 1973 - gasoline allocation
December 1973 - Sunday gas station closing
February 1974 - truckers' strike
March 1, 1974 - 55-mph speed limit

. Mid-March 1974 - Arab oil embargo ended

The gasoline shortage became critical after the oil
embargo began. The President urged the nation to
voluntarily limit travel and to lower driving speeds.
Mandatory gasoline allocation to service stations was
initiated. With December came ''gasless Sundays''. Most
service stations were closed from 9 p.m. Saturday until
Monday morning. The truckers strike further intensified
gasoline shortages. Kentucky speed limits were reduced
to 55 mph on March 1. Gasoline again became plentiful
upon lifting of the oil embargo, but at a much higher
price.
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Traffic volumes, speeds, and accidents for the rural-

highway system (approximately 23,000 miles of roads)
in Kentucky were studied. Monthly volumes and
accidents, during the period characterized as the "energy
crisis'" and its after effects, were compared to the data
of the corresponding months in the preceding year. The
method best illustrated changes occurring during
otherwise comparable periods of time,

Traffic volumes first showed a decrease in
December 1973 and has continued through June 1974
- reaching approximately a 7-percent seduction in March
1974, Total travel on rural highways in the last seven
months (December through June) has decreased by 3.5
percent and must be viewed as highly significant in light
of the 5 percent increase during 1973. Interstates and
parkways (toll roads) had the largest decreases in traffic
(about 6 percent). The decline in volumes in June 1974
compared to June 1973 may reflect the public's concern
for higher gasoline prices and economic uncertainties in
general, ‘

Imposition of the 55-mph speed limit placed a
definite restraint on traffic speed. Even before then,
appeals for conservation started a trend toward reduced
speeds. In June 1973, the average speed on interstate
highways (previously posted 70 mph) was 68.4 mph for
automobiles and 62.6 mph for trucks. Some speed.
reductions occurred as early as November 1973, In
March 1974, after the speed limit was changed,
automobile speeds reduced by 12.5 mph and truck
speeds reduced 8.8 mph compared with June 1973,
Speeds increased again in May. Automobile speeds in
July were comparable to those in May, but truck speeds
continued to rise; and, for the first time, trucks were
traveling faster than automobiles. By July, automobiles
were being operated 9.6 mph slower than in the previous
year and truck speeds had increased to 3.5 mph under
the previous year, On two-lane highways, previously
posted 60 mph for daytime and 50 mph for nighttime,
the average automobile speed decreased by 3.5 mph
under the average for the previous year.

The decreases in traffic speed have been
accompanied by greater uniformity in driving speeds. A
larger percentage of vehicles were found to be operating
within the 10-mph pace, particularly on interstate
highways, as compared to the before time.

As shown in Figure 81, the decrease in traffic
volume corresponds to a reduced accident rate. Volumes
passed through a low in March and rose in April and
May; the accident rate reached a low in April. The

greatest decrease in accident rate occurred in March
1974 while the volume was fairly steady. The large

accident rate decrease, therefore, corresponded with
lowering the speed limit to 55 mph on March 1, 1974.
Total travel during the seven months (December 1973
through June 1974) decreased by 3.5 percent while the
accident rate decreased by 13.6 percent.

All major highway types experienced a decrease in
accident rates for almost every month in 1974, January
1974 was an exception for the multi-lane facilities
because of the unusually severe weather (snow and ice
conditions). Interstate and four-lane, divided (no access
control) highways had the largest drop in accident rates.
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A summary of accident experience for various highways
is presented in Table S1. Fatality and injury rates
decreased more than the accident rate (total rural
highway system). The most dramatic impact, of course,
must be the 179 lives saved between December 1973
and June 1974 (number of fatalities in this period less
the number in the same period a year earlier).

The relationship between traffic speed and accident
rate for interstate highways is shown in Figure 52 and
for two-lane highways in Figure $3. Very limited data
points were available in preparing the plots. The plots
do, however, illustrate a great decrease in accident rates
as traffic speeds decreases. The difference between

wet-surface and dry-surface accident rates is significant
but is more so on interstate highways than on two-lane
highways. Improved wet-pavement skid resistance
(traction) at the lower speeds obviously contributed to
a reduction in accident rates. Decreased speed, therefore,
has a greater effect upon accident rates during
wet-surface than during dry-surface conditions.

Although traffic volume and other contributing
factors may account for some of the decrease in accident
rates since the beginning of the energy crisis, lower
traffic speeds certainly stands out as the single, most
important reason why accident, fatality, and injury rates
decreased.
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ACCIDENTS FATALITIES INJURIES
RATE RATE RATE
DECREASE DECREASE DECREASE SEVERITY

TYPE OF HEGHWAY PERIOD®  NUMBER  RATEP {percent) NUMBER  RATED (percent)  NUMBER  RATEY (percent) INDEX
Two-Lane 1973 13283 266 446 8.5 8593 172 276

1974 11160 230 13.5 290 6.0 6 6653 137 203 2.63
Four-Lane Divided 1973 592 162 o 2.7 353 %6 248
(MNa Access Control) 1974 480 131 19.1 3 30 1.l 28% 9 17.7 2.41
Interstate 1973 Loge B8 a6 1 678 55 2.50

1974 845 3 17.0 27 2.3 954 455 43 21.8 2,58
Parkway 1973 216 69 11 3.5 L3¢ 48 3.17

1974 192 62 10.1 2 0.6 829 98 a2 333 2.53
Total System® 1973 15411 220 512 7.3 9940 142 272

1974 12847 190 12.6 313 4.9 328 660 113 04 2.65

Oncrense

|- S

£1973 - Dec 1972 through Jun 1973
1974 Dec 1973 through Jun 1574

brumber pec 100 million vehicle miles (161 million vehicle kilometers}

CAlso includes three-lanc and fourane, undivided (no access control) highways
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SUBJECT: Research Report No. 404; ""Effects of the Energy Crisis on Traffic in Kentucky
(Rural ‘Highways);" KYP-72-32; HPR-PL-1(10), Part Iil.

The recent shoriage of pgasoline and the conservation measures which ensued provided a grand
experiment and opportunity to study the effects of speed and traffic volume in relationship to accidents.
No other, known constraint on traffic has been found to be as effective toward accident abatement
as reductions in speed limits. Although there are no assurances from the study reported at this time
that the effectiveness will persist, or that a valid basis for comparison will be found after a significant
lapse of time, continuation of the 55-mph speed limit seems highly advisable,

The transition and readjustment period may not be over; traffic volumes have recovered considerably.
Weckend travel was affected most by the crisis. It is hoped that accident rates will remain low.

Whereas 70- and 60-mph speed limits were lowered, the 50-mph roads (nighttime) were allowed
to increase to 55 mph. This effect has not been evaluated.

Respectiully s?mitted:

Jas. H. Havens
Director of Research
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INTRODUCTION

The "energy crisis’ became a reality to motorists
during the latter months of 1973. Theretofore, the
public ignored warnings of fossil fuel shortages. Events,
however, demonstrated the seriousness of the problem.
Gasoline availability became critical, Voluntary (later
mandatory) adherence 10 lower speed limits reduced
traffic speed. Traffic yolumes decreased. Public's rush
to purchase smaller cars exhausted inventories. Driving
habits and lifestyles changed, Speculation concerning
effects upon accident experience abounded in the press
and in the professional community. Clearly significant
and perhaps lasting changes in highway transporation
were being shaped.

The gasoline shortage became critical soon after the
Arab oil embargo began. The Arab oil-producing nations
began withholding oil from the United States in
mid-October 1973. The President delivered an important
energy message to the nation November 7, 1973. He
discussed the criticalness of the situation and requested
voluntary energy conservation measures such as reducing
travel and lowering Lravel gpeeds, Gasoline allocation to
service stations was initiated. With December 1973,
came "gasless Sundays'. Most service stations were
closed from 9 p.m. Saturday until Monday morning, The
truckers' strike in February 1974 intensified the
awareness of the gasoline shortage. On March 1, 1974,
Kentucky's speed limits were reduced to 55 mph (24.6
m/s). The oil embargo ended in mid-March. Gasoline
again became plentiful but at 2 much higher price.

This report presents data and analysis of traffic
volumes, speeds, and accidents on rural highways in
Kentucky as affected by the energy crisis.

PROCEDURE

Accident and traffic volume data were collected for
each month between November 1971 and June 1974
The accident data were obtained from computer tapes
containing all state police reported accidents for rural
areas. Therefore, only rural accidents (inciuding cities
with less than 2500 population) were considered.

The report deals with the total rural system as well
as the various highway types comprising the total
gystem. The highway system was divided into the
following highway types:

()  two-lane,

(2) three-lane,

(3) fourlane, undivided,

(4) four-lane, divided (no

access control),

(5) interstate, and

(6) parkway (told road).

Volume data for each month was obtained from
the automatic traffic recording (ATR) statjons located
throughout the state. Volumes were converted into
vehicle miles of travel for each type of highway. The
total vehicle miles of travel for 1972 (1) was used as
the base or reference. Data from the ATR stations were
summarized by month. The percentage of the total
traffic counted in 1972 was calculated for each month.
The total vehicle miles of travel on a particular highway
type from 1972 was then multiplied by the adjustment
factor for each month to obtain the monthly volumes.
These volumes were also adjusted for new bighway
openings. There Wwere 29 ATR stations on two-lane
highways but none on three-lane highways. The factors
obtained for the two-lane highways were used for
three-lane highways. There was only one usable ATR
station for rural, fourdane highways. The factors
obtained_from this station were used for both four-lane
divided and undivided highways. Five ATR station’ were
located on rural interstate highways. The monthly
factors for parkways were obtained from monthly
counts of total traffic on the toll road system made
available by the Kentucky Toll Road Authority. Apnual
growth factors from 1971 to 1972, from 19772 to 1973,

‘and from 1973 to 1974 were then calculated for each

month and used to find the monthly traffic volumes
in 1971, 1973, and 1974. Volumes from the ATR
stations were used in the analysis of traffic volumes.
Inasmuch as sections of new highways were added
during the study period, vehicle miles (kilometers) of
travel used for rate calculations reflect changing lengths
of roads. The tota! vehicle miles (kilometers) of travel
for a given type of roadway, therefore, may not be
directly comparable from one year to the next.

From the accident and volume data, monthly
accident rates (accidents per 100 million vehicle miles)
(accidents per 160 million vehicle kilometers) were
calculated for each highway type.

Severity of the accidents was studied. The number
of fatalities and injuries for each month were obtained.
The monthly severity index (2} was calculated.

Traffic speed data were obtained at two interstate
(I 65 in Hardin County and 1 75 in Scott County)
locations, five four-lane highway locations, and one
two-lane highway site before and after initiation of the
55-mph (24.6-m/s) gpeed limit. The average speeds and
speed distributions were determined as well as the
10-mph (4.6-m/s) pace and the percentage of vehicles
in the 10-mph (4.6-m/s) pace. The pace is the increment
of speed including the greatest number of vehicles.



Safety belt usage was also determined. The
percentage of vehicle occupants involved in accidents
who were using safety belts was obtained as well as the
number of occupants riding in vehicles not equipped
with safety belts.

RESULTS

The findings presented here pertain to the total
rural highway systeim (approximately 23,000 miles
(3700 kilometers) of roads) and its major components
in Kentucky. Detailed accident and volume data may
be found in the APPENDIX. Monthly data of 1 year
were compared to the data of the corresponding month
in the preceding year. This method best illustrated
changes OCCUrIIng during otherwise comparable periods
of time. Three-lane and fourlane undivided highways,
however, will not be discussed here because of their
fimited mileage.

Traffic Volume

An evident effect of the energy crisis has been the
reduction in traffic volume. Monthly volumes for the
total rural system are compared in Figure 1. December
1973 was the first month in which volume dropped
below the corresponding month of the previous year.
In the past, volumes increased by about five percent
annually as exhibited by the months preceding
December 1973, The decrease in traffic volume beyond
December 1973 continued through June 1974 -
reaching a maximum in March 1974. In April and May
1974, the decrease in traffic volumes lessened, giving
indications that 1974 monthly volumes may s00n
surpass 1973 volumes. But in June 1974, there was a
slightly larger decrease in traffic. For a seven month
period (December 1973 through June 1974), the total
vehicle miles (kilometers) driven decreased by 3.5
percent compared to the same period a year earlier. The
decrease was surely significant in light of a five percent
increase experienced heretofore.
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TRAFFIC VOLUME AS PERCENT OF PREVIOUS YEAR
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Figure 2. Comparison of Monthly Volumes to Corresponding Month in Preceding

Year (Various Highway Types).

Major events surrounding the energy crisis are also
shown in Figure 1. The traffic volumes began dropping
shortly after the start of the oil embargo in October
1973 and continued to drop until the end of the oil
embargo in March 1974, Traffic volume increased from
May to June 1974, but not by as large a percentage
as in the past. The decline in volumes in June 1974,
compared to June 1973, may reflect the concern for
higher gasoline prices and economic uncertainties in
general.

Trends in volume changes for the various highway
types were similar (Figure 2). In all cases, December

1973 was the first month which showed a large decrease '

compared with the preceeding year. The maximum

reductions occurred in February and March 1974,
Interstate highways and parkways showed the largest
reduction in volume, This would be expected because
minimizing long distance travel by the public would be
considered forernost. The increase in parkway volume
in 1973 was partially due to the opening of a new
parkway in December 1972. The volume on the
patkway, however, was minimal compared to the whole
highway system. Two-lane and fourlane divided (no
access control) highways had a smaller decrease in
volume due to the local traffic on these types of
highways.



Speed

Imposition of the 55-mph (25-m/s) speed limit
placed a definite constraint on traffic speed. Even before
then, conservation efforts by the highway user resulted
in reduced travel speeds. Figure 3 shows the average
automobile and truck speeds on interstate highways. In
June 1973, the average speed was 68.4 mph (30.6 m/s)
for cars and 62.6 mph (28.0 m/s) for trucks. Some speed
reduction occurred by November and again in February
for all vehicles. In March 1974, after the speed Hmit
was changed, speeds reduced by 12.5 mph (5.6 m/s)
for cars and 8.8 mph (3.9 m/s) for trucks compared
with June 1973. Both car and truck speeds increased
in May compared to March. Car speeds in July were
comparable to speeds  in  May, but truck speeds
continued to rise. By July, automobiles were being
operated 9.6 mph (4.3 m/s) slower than last year, and
irucks had slowed by 3.5 mph (1.6 m/s). However,
trucks, for the first time, weré traveling slightly faster
{han automobiles on interstate routes.

An important aspect of traffic speed is uniformity.
An index to uniformity is the 10-mph (4.5-m/s) pace
which indicates the 10-mph (4.5-m/s) speed range in
which the greatest percentage of vehicles operate. Data
in Table 1 show that the percentage of vehicles on
interstate routes in the pace increased as traffic speed
diminished. This increased percentage Imeans that the
average variance in speeds between vehicles has
decreased. This may contribute to a reduction in
accidents (3).

Average driving speeds and 10-mph (4.5-m/s) paces
for four-lane divided (no access control) and two-lane
highways are surmmarized in Table 2, which includes
data for before and after the speed limit reduction. The
changes in speeds on both types of highways were
similar. Average truck speeds decreased by about 1.5
mph (0.7 m/s), and average automobile speeds decreased
by more than 3.5 mph (1.6 m/s). No significant change
in percentages of vehicles in the pace was evident on
the four-lane divided (no access control) highways. On
two-lane toads, the percentage of vehicles in the pace
increased.

Speed distribution curves for automobiles and
trucks are presented in Figure 4 through Figure 7.
Before the concern for gas conservation materialized
(June 1973) 40 percent of the automobiles on the

interstate roads traveled above the 70-mph (31.3-m/s)
posted speed. A year later (July 1974), 79 percent
exceeded the posted speed of 55 mph (24.6 m/s). These
percentages. drop 10 16 percent (June 1973) and 26
percent (July 1974) when a 5-mph (2.2-m/s) tolerance
above posted speed was considered. On two-lane roads,
the previous 60-mph (26.9-m/s) posted speed (daytime)
was exceeded by 19 percent of automobiles; the
percentage remained the same after the speed was
changed to 55 mph (24.6 m/s).

Before the reduction of posted speed from 70 mph
(31.3 m/s) to 55 mph (24.6 m/s) on interstate roads,
six percent of the trucks exceeded the speed limit and
one percent exceeded 75 mph (33.6 m/fs) (June 1973).
After the reduction, 78 percent exceeded the speed limit
and 26 percent surpassed 60 mph (26.9 m/s) (July 1974)
- these percentages after the speed reduction are
identical to those for automobiles. On  two-lane
highways, the truck speed limit was raised from 50 mph
(22.4 mfs) to 35 mph (24.6 m/s).. The increased speed
limit has reduced the 32 percent of trucks traveling
above 50 mph (22.4 m/s) (before) to virtually zero at
55 mph (24.6 m/s). The speed data, however, represents
a single location and, therefore, may not be entirely
representative of all two-lane, state maintained roads.
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Figure 3. Interstate Speed Trends during the Energy Crisis

TABLE 1}

10-mph (4.5-m/s) PACE FOR INTERSTATE HIGHWAYS -

(COMBINED BARDIN AND SCOTT COUNTY LOCATIONS)
AUTOMOBILES TRUCKS
RANGE RANGE
MONTH (percent) {mph) (m/s) {percent) (mph) {m/s)
Jun 1973 50 64 - 73 28,6 - 32.6 68 59 - 68 26.4 - 304
Nov 1973 64 61 - 70 27.3 - 313 70 57 - 66 25.5 - 29.5
Feb 1974 64 51 - 66 22.8 - 295 66 55 - 64 24,6 - 28.6
Mar 1974 79 51 - 60 22.8 - 268 76 49 - 58 21.0 - 25.9
May 1974 74 55 - 64 24.6 - 28.6 79 53 - 62 23.7 - 217

Jul 1974 82 53 - 62 23.7 - 277 79 53 - 62 23.7 - 277




TABLE 2

AVERAGE DRIVING SPEEDS AND 10-mph (4.5-m/s)
PACE BEFORE AND AFTER THE SFEED LIMIT REDUCTION

10-mph (4.5-mfs) PACE

ew? . = - @

AVERAGE SPEED DEFORE {1972) AFTER (Avg 1974}
[ sichiuliin i, oS :
DEFORE {1972) AFTER (Aug 1974) CHANGE RANGE RANGE : i
— o [ — — ——— - : . ;
TYPE OF HIGHWAY {mph) {m/s) {mph) (mfs) (mph} (mfs) {perceit) {mph} {mfs} (percent) {mph} {mis)
e —————
AUTCMOBILES
Four-Lane Divided®
(Mo Access Control} 57.2 5.6 53.7 24.0 -5 1o 66.5 53 - 62 237 - 207 64.6 43 . 58 219 - 259
Twu-Laneb 56.0 25,0 52.0 232 4.0 <18 61.0 53 - 62 237 - 217 70,0 45 - 54 20.1 - 24.1
TRUCKS
Four-Lane Divided”
(Mo Access Caontrof) 332 228 50.5 2.8 i3 0.6 8.9 47 - 56 210 - 25.0 al.9 47 - 56 210 - 230
Two-Laneb 47.7 213 46.2 207 -1.§ 0.7 550 47 - 56 .0 - 250 83.0 43 - 52 19.2 - 23,2 :
b
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Figure 5,
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Truck Speed Distribution Curves (Interstate Highways).
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Accidents

The effect of the energy crisis on the number of
accidents on the entire rural system is shown in Figure
8. Similar to traffic volumes, December 1973 was the
first month which exhibited decreased accidents
compared to the year before, Except for January 1974,
the number of accidents in each month of 1974 was
considerably less than for the corresponding month in
1973. During the months preceding December 1973,
accidents had increased by an average of more than 10
percent over the year before. The largest decrease in
accidents occurred in March and April 1974, There were
also decreases in volume during these months, and it
should be noted that these low accident months
followed the lowering of the speed limit on March 1,
1974. '

All four major highway types experienced a
decrease in accidents for almost every month in 1974
(Figure 9). March and April 1974 showed the largest
decreases. Interstate and four-lane divided (no access
control) highways had the most dramatic drop in
accidents. The number of accidents on parkways has
fluctuated widely, but the largest decrease occurred in
March 1974. On two-lane highways, the monthly
percentage in the number of accidents first dropped
below the previous year in December 1973. This
decrease continued through June 1974 -- reaching a
minimum of 75 percent in March and April. On
fourlane divided (no access control)} highways, the
number of accidents remained below the previous year
since August 1973, except for January and June of
1974. Monthly accident rates on the total rural system
first showed a significant decrease from the year before
in March 1974, although there were indications of
the accident rate lowering prior to then (Figure 10).
In November and December 1973, the accident rate
dipped slightly below the same periods in 1972. In
January 1974, there was an increase, but the rate again
decreased in February. After the speed limit reduction
on March 1, 1974, the accident rate reduced sharply
compared to the year before. The reduced accident rate
has continued through June 1974 - reaching a minimum
during April. The accident rate for the period between
December 1973 and June 1974 was 190 accidents per
100 million vehicles miles (160 million vehicle
kilometers) but was 220 during the same period a year
carlier. Between 1970 and 1972, the rate was 204 (1.

The monthly variation in accident rates for the
various highway types is given in Figure 11. Except for
two-lane highways, there was a large variation in the
monthly accident rates. March and April 1974 showed
the largest decrease in accident rates for all highway
types. The reduction in accident rates was greater for
interstate than for two-lane highways. This might be
related to the fact that speeds decreased more on
interstate than on two-lane highways.

Pavement surface conditions (dry, wet, snow, or
ice) should be considered whenever accident occurrences
are compared. Weather conditions for the months of
December 1973 through June 1974 were, therefore,
compared to the corresponding month in the preceding
year. Large differences were found for Fanuary and
April. There was a 63-percent increase in the hours of
inclement weather in January 1974 and a 52-percent
decrease in April 1974, These differences in weather
may partially account for the increased accident rate
in January 1974 and the decreased accident rate in April
1974. A 14-percent decrease in inclement weather in
March 1974 may slightly affect the accident rate
although not to the extent that the rate decreased.
During the remaining months, variations were five
percent or less.
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ACCIDENT RATE AS PERCENT OF PREVIOUS YEAR
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Fatalities considerably while the average speed decreased by 3.5
The monthly variation in catalities has fluctuated — mph (1.6 m/s) (automobiles).
considerably as shown in Figure 12. The number of A very wide fluctuation in fatality rate was also
fatalities has remained below the preceding year from observed for the total rural system during the study
December 1973 through June 1974. The total number period (Figure 15). As with fatalities, the fatality rate
of fatalities from December 1973 (when the energy  has remained below the preceding year rate (December
crisis seemed to have an impact) through June 1974  through June). The lowest fatality rate occurred in May
were compared to the same time periods two years 1974. The fatality rate for the period December 1973
earlier (Figure 13). The pumber of fatalities dropped  through June 1974 was 4.9 fatalities per 100 million
from 512 (1973) to 333 (1974}, or a reduction of 35 vehicle miles (160 million vehicle kilometers) and 7.3
percent. At the same time, vehicle mites (kilometers) fatalities per 100 million vehicle miles (160 mitlion
driven dropped by only 3.5 percent. vehicle kilometers) for the same period a year earlier.
Figure 14 presents the number of fatalities for The drop in fatality rate, therefore, was considerable
several highway types. The average change in fatalities (329 percent).
was a 35.0-percent decrease for two-lane highways, 2 The fatality rate on two-lane highways decreased
81.9-percent decrease for parkways, a 10.8-percent by 32.6 percent. As stated before, changes of other
increase for four-lane  divided highways, and a highways may not be statistically valid comparisons. If
3.8-percent increase for interstates. Changes in fatalities. additional, clarifying information such as roadway
on the multilane facilities may not be statistically ~ conditions at the time of the accident werc available,
significant because of the limited number of fatalities explanation of the differences may be evident.
recorded. Fatalities for two-lane highways were reduced

Figure 12. Comparison of Monthly Fatalities to Corresponding Month in Preceding
Year (Total Rural Highway System).
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Injuries

The change in injuries for the total rural system
is shown in Figure 16, There was a pronounced change
in the number of injuries since December 1973. In the

months preceding December 1973, the number of
injuries increased on an average of more than 10 percent

from the previous year. In April 1974, the injuries
reached a minimum of only 67 percent compared to
April 1973,

The reduction in injuries for the various highway
types is shown in Figure 17. All highway types had a
reduced number of injuries in 1974, the greatest
decreases occurred in March, April, and May. Interstates
and parkways had the largest decrease -- to below 50
percent in March and April 1974. The number of injuries
on two-lane highways first dropped below the previous
year in December 1973 and has remained below the
previous year through fune 1974. For fourlane divided
(no access control) highways, the number of injuries has
fluctuated widely. The reductions in April and May
1974 could not be considered dramatic.

The change in the injury rate for the total rural
system (Figure 18) since the beginning of the energy
crisis was very similar to the change in the number of
injuries. With the exception of January 1974, every
month since November 1973 has been below the
corresponding month in the preceding year. The large
drop in the injury rate occurred in March 1974 and has
continued through June 1974,

The variation in injury rates by highway type is
given in Figure 19. For interstate, parkway, and
fourdane divided (no access control) highways, injury
rates have fluctuated above and below the previous year
rates since the first months of 1973, but the injury rate
did decrease in 1974. The injury rate on two-lane
highways first dropped below the previous year in
December 1973 and reduced to 68 percent in April
1974,

Severity Index

The severity index (SI) attempts to place a value
on the average severity of accidents, The severity index
increases as the damage and injuries increase. The
weighting factors used in the formula {2) were calculated
by considering the cost of each type of accident or
injury and the number of accidents or injuries. Fatal
accidents and A-injury accidents were grouped together;
although fatalities are much more costly, they are also
rarer, Accidents classified as B-injury or C-injury were
also grouped together.

No definite trends could be discerned in the
monthly severity index for the total rural system when
compared to the corresponding month in the preceding
year (Figure 20). However, from November 1973

through June 1974, the severity index had decreased
to 2.65 compared to 2.72 a year garlier.

Accident severity has decreased slightly each year
since 1970 (1). This decrease may be attributable to
safer vehicles, safety belt usage, safety improvements to
the highway system, etc. The severity index for each
highway type has decreased since the beginning of the
energy crisis in December 1973 except for interstate
highways.

Safety Belt Usage

Accident severity has decreased slightly over the
past few years. One reason may be the safety features
incorporated in newer vehicles. Beginning with the 1974
mode] year, automobiles could not be started until the
occupants' safety belts were fastened. This feature could
significantly increase the percentage of vehicle occupants
who were wearing safety belts. A past study (1) showed
that persons not wearing safety belts had approximately
twice the probability of being injured and four times
the probability of being killed compared to persons who
do wear safety belts. There has been a slight increase
in the percentage of motorists involved in accidents who
were wearing safety belts. This percentage has changed
from an average of 6.0 percent for 1970 through 1972
to 6.7 percent in 1973 and 6.6 percent for January
through June of 1974, It is interesting to note that this
percentage is much lower than the 20 to 25 percent
of all occupants of cars on the road today who are
wearing safety belts (4). This may also suggest that
wearing a safety belt may decrease the probability of
being involved in an accident; it could also mean that
drivers who use seat belts are more cautious and
attentive. Another possible reason for reduced accident
severity is that the percentage of older cars not equipped
with safety belts, or other safety features, is constantly
being reduced. The percentage of vehicle occupants in
a car not equipped with safety belts has dropped from
an average of 44.2 percent for 1970 through 1972, to
35,0 percent in 1973, and to 32.1 percent for January
through June of 1974.
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Figure 17,
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INJURY RATES AS PERCENT OF PREVIOUS YEAR
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Surface Conditions

Accident rates have been recognized as being higher
on wet pavements than on dry pavemenis. Furthermore,
research has shown that accident rates tend fo increase
as wet skid resistance diminishes (5). Table 3 shows
accident rates for dry, wet, and snow or ice surface
conditions for two periods of time (1973 and 1974).
Accident rates were calculated from adjusted vehicle
miles (kilometers} of travel under each surface condition
using precipitation data for the Lexington area (Fable
4). The assumption was made that Lexington weather
data applied statewide and that traffic volumes did not
differ between dry, wet, and ice or snow surface
conditions. The latter assumption in particular is not
entirely true. Some reduction in travel probably occurs
in wet weather, and travel would certainly diminish
during snow or ice conditions, The accident rates in
contrast to those cited in Table 3, therefore, would be
lower for dry surfaces, somewhat higher for wet

surfaces, and substantially higher for ice or snow

surfaces.

Under dry conditions, the greatest accident rate
decrease occurred om interstates (19.2 percent) and
parkways (22,2 percent). As shown earlier, the speed
decreases were much larger on these highway types. It
is important to note the very substantial decrease in
wet-weather accident rates on interstates (45.3 percent)
and parkways (54.1 percent). The reductions were far
in excess of the corresponding decreases during dry
conditions., Obviously, improved skid resistance at the
lower travel speeds provided an added margin of safety
and, therefore, contributed to a reduction in accidents.
A similar decrease was found for four-lane divided (no
access control) highways -- 33.7 percent when wet and
11.8 percent when dry.

The wet-weather accident decrease (10.3 percent}
on two-lane highways was somewhat similar to
dry-surface conditions (13.4 percent). It must be
pointed out, however, that even a modest error in the
precipitation data used in one of the periods could
substantially influence the results,

During snow- or ice-surface conditions, some
decreases in accident rates are evident on all highways
as a result of lower posted speeds. The decreases,
however, were below those shown for dry and wet
conditions; the decrease on four-lane divided (no access
control) highways was significantly greater, No data
were available to compare travel speeds under these
conditions. It may be reasonable to assume, however,
that traffic normally responds to severely hazardous
driving conditions and reduces speeds accordingly.
Changes in posted speeds, therefore, may not affect
driving speeds to the same extent as during favorable
weather. Again, assumed applicability of weather data
may introduce errors.

DISCUSSION

It was shown that fatalities, accidents, and injuries,
as well as fatality rates, accident rates and injury rates
decreased since the beginning of the enersy crisis. The
question remains whether these decreases resulted from
changes in traffic volumes, speeds, etc. or as a result
of any combination of contributing factors, As shown
in Figure 21, the decrease in volume, which began in
December 1973, corresponds to a reduced accident rate;
but volume reductions lessened in April and May while
the accident rate reached its lowest percentage in April.
The dramatic decrease in accident rate occurred in
March 1974 while the reduction in volume remained the
same. The large accident rate decrease, therefore,
carresponded with the lowering of the speed limit to
55 mph (24.6 m/s) on March 1, 1974, Total travel
during the last seven months has decreased by 3.5
percent while the accident rate decreased by 13.6
percent compared to the same period a year carlier.

The relationship between traffic speed and accident
rate for interstate highways is shown in Figure 22 and
for two-lane highways in Figure 23. Very limited (but
precious) data points were available in preparing the
plots, The data points, of course, are subject to errors
due to uncertainties as to traffic speeds and volumes
associated with various weather conditions. The plots
do, however, bring to attention a disproportionate
increase in accident rates as speed increases, The
differences between wet-surface and dry-surface accident
rates are especially significant and more so for interstate
highways (previously posted speed - 70 mph (31.3 m/s))
than for two-lane highways (previously daytime posted
speed - 60 mph (26.9 m/s). Improved wet-pavement skid
resistance at the lower speeds obviously contributed to
a reduction in accident rates, Reduced speed, therefore,
has a greater effect upon accident rates during
wet-surface than during dry-surface conditions.

A summary of accident experience for various
highways is presented in Table 5. Fatality and injury
rates decreased more than accident rates. The most
dramatic impact, of course, must be the 179 lives saved
between December 1973 and June 1974 when compared
to the same period a year earlier. Whereas traffic volume
and other contributing factors may account for some
of the decrease in accident rates since the beginning of
the energy crises, lower travel speeds certainly stand out
as the single most important reason why accident,
fatality and injury rates have decreased.
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TABLE 3

SUMMARY OF ACCIDENT DATA FOR VARIOUS
PAVEMENT SURFACE CONDITIONS

ALL ACCINENTS DRY-SURFACE 'ACCIDENTS WET-SURFALE ACCIDENTS sNOW OR ICE ACCIDENTS
_— - - S
RATE RATE RATE RATE
DECREASE DECREASE b PLCREASE b BECREASE
TYVE OF HIGHWAY pERIOD® NUMBLR R.f\Tlib (pereent} NUMBER RATEh tpercenty NUMBER RATE {percent} NUMBER RATE [percent) -
e —— — _.g‘f{r__i,_?___——g_),___-—f.___,,_A) -
TFwo-Lane 1973 13252 3 a0} 330 Aot 403 602 A4
1974 11104 i) 114 7641 199 13.3 2506 dal 102 Y57 249 10.5
Four-Luge Thwided 1913 590 Ial 154 123 102 293 44 323
{Mn Acvess Conut) 1974 465 127 NA 35 199 1.8 102 1ud a7 48 198 40.5
tnterstare 1973 Lo7e HR 595 62 Rlk 145 163 n
|74 Bal EA 16,3 452 50 .2 130 m 453 260 341 18
Tackway j73 Mh a9 [ 51 58 104 Al m
[R2L] i 56 v 99 41 1 2 4 540 il 251 9.z
Tenl Systemn 113 15007 p] 10400 186 4175 238 Hal EXV
{for uhove 1ypek) 1974 12587 184 i35 R507 123] 134 150 MY 14.1 1416 oy V.7

e ——

-

a3 . Dec 1972 tinagh Jun 1973
J974 - Dee 1973 thngh Jun 1974

Bacidents per 00 oulliva weiucle mdes (141 naidion yehicic kilomeiers]

.

TABLE 4

PRECIPITATION DATA

SURFACE CONDITION?

[CE OR
PERIOD DRY  WET? SNOW
Dec 1972 through Jun 1973 78.5 17.9 3.6
ec 1973 through Jun 1974 79.1 14.3 6.6

Dec 1973 thoough e W74 YL

pgrcent of time in the Lexington area

bTrace or more of rainfall

25




AS0NT COHYENZ S0 dvdy

e

TiwT 03225 HdW 98

e ———

I¥ELS  5,5340NYL

s

SNISO1D NOILYLS 5¥9 AVONNS

e

4DySS3W ADHINT m_kzuc_mmm&\

L}

ACCIDENT RATES

130
120

no
100

d¥3A SNOIA3Hd 0
SIWNTI0A D13dVHl gNv 83

(o] Q
[>] [:<]

LN3OY3d SV
Lyy LN3GI00V

70

JAN
73

MONTH

113
B
3

=

2

S

E

=]
(SR

o E
-2

gz

m.s
= b
- %
=

g8

g3
g2

EH
g o

g3
< g
MW

ey
3 3
=8
m.h

.w.m

L=

jgure 21.

F

26



ACCIDENT RATE
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Figure 22.  Relationship between Average Traffic Speed (Adjusted between
Automobiles and Trucks) and Accideni Rate (Interstate Highways).
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r TABLE 5

SUMMARY OF ACCIDENT DATA :
FOR VARIOUS HIGHWAY TYPES !

ACCIDENTS FATALITIES INJURIES
RATE RATE RATE
DECREASE DECREASE DECREASE SEVERITY

TYPE OF HIGHWAY PRRIOD®  NUMBER RATE? (percent) NUMBER  RATE® (percent) ~ NUMBER RATE® {percent} INDEX
Two-Lane 1973 13283 266 445 89 8593 172 276

1974 11160 230 13.5 290 60 326 6653 137 203 2.63
Four-Lane Divided 1973 592 162 10 27 353 96 248
(No Accsss Control) 1974 480 131 19.1 1 30 e 268 ks 17 2,41
Interstate 1973 1080 88 : 26 z.1 678 55 2.50

1974 B45 7 17.0 27 23 g.5¢ 499 43 218 258
Parkway 1973 216 6 i 15 150 48 LR

1974 192 62 10.1 2 0.6 829 98 32 133 252
Total System® 1973 1541y . 220 s12 7.3 9940 142 272

1974 12847 150 13.6 333 49 329 7660 113 204 265

1973 . Dec 1972 through jun 1973
1974 Dec 1973 through Jun 1974

PNumber per 100 million vehicle miles (161 million vehicle kilometers)
Ualso includes threedane and four-lane, undivided (no access control) highways

drncrease

CONCLUSION

Decreases in accident rates associated with reducing
the speed limit to 53 mph (24.6 m/s) {from previous
70 mph (31.3 m/s) on interstates and parkways and 60
mphi (26.9 m/s) on two-lane roads) have been dramatic.
To safegnard the public from undue hazards associated
with higher-speed driving, continuation of maximum
speed limit at 55 mph {24.6 m/s) on all rural highways
seems advisable.
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TARLE Al. DATA FOR TWO 1LAWE HiGHWAYS (?1R36 MILES)

FATALITY T TAURY _SEVERITY ;

_ACCIDENT
VOLUME TOTAL RATE ERATALITIRS RATE TRNJURTES  RATF TMDEY i
mitNTH (MVM) n;czggglngcc/lnﬂmwm) [EAT/3O00 PV N /100 MVM) ;
MOV 1971 649 1588 o5 . T4 11.1 1087 143 2.92
nEC.1971 658 1T74R 266 12 10.9 1037 158 7,73
JANLL19T2 576 14RY 259 Y IR LT 77 13% 2.0
FER.1972 hH3 1386 FELS L& 7.9 7RO 134 2. b6
_EEBLL3124_f_.ﬁlﬁ.ﬁ_.4_lili_‘m,,leﬁ”,Jn__"11,_._mlﬂlﬂwﬁ_,;_ﬁﬁﬁ__._.JLQL_A_T,Zlﬁﬁg
APR.1972 722 1700 735 fl A.9 1200 16T 7.9
szf_;@ﬂf_lﬁ?j_ﬁ _____ LS R - T _ﬁ_w»_#_ﬂlﬁz_%_,,.___gi___w i
JUNEL9TZ al4 907 234 TQ H.b 1221 150 2.0
JULYL97?Z R56 2023 236 71 B.3 1346 1h7 2,94
AUG. L1972 831 16716" 226 77 BT 1351 164 7.497
M#_JL.H_L‘?_&L,W,@;LW Ry 11.R 1339 18p o 2.94
fCT.1977 726 2016 274 R2 11.3 1793 17R 7.6
NOV L 1972 616 1883 219 53 1.8 a6l 117 208 ' %
NFC.1972 653 1970 302 52 a,0 12726 LRR 2.6
JAN.1973 . 604 " 1641 272 67 10.3 RY5 148 Fa AL
FFR.1913 634 1432 226 &1 A5 RYZ 141 Y]
MAR.1973 1924,“4_l§£2.,_A_fiiiﬂw_.a_jﬁLﬂ_g_ 7-U_ﬁ_ﬁiléiM_u_.AUﬁL.._AZJEEﬁ
APR.1973 749 1915 256 59 7.9 1286 1772 PIRTS
MAY 1973 801 22564 -~ 281 yz _11.5 1641 205 7,93
JUNEL973 853 2242 263 91 10.7 14 RA 174 2, 8L
JULY1973 887 2338 2 b 81 9,1 1546 174 2. RT
AIG.1973 870 2224 256 A5 7.5 1491 171 7 A%
82 2101 269 49 1l.b 1670 1RA 2,05
4 1445 193 2,11

NOV. 1973

o MOVel¥Yf=> . ——
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TABLE AZ. DATA FOR INTERSTATE HIGHWAYS (472 MILES)

ACCIDENT EATALITY INJURY SEVFRITY
N VL UME. TOTAL RATE FATALITIES RATE INJURIES  RATE INDEX
MONTH (MVM) AGCIDENTS (ACL/LOOMYM) (FAT/10N0 MyM) {INJ7100 Mum)
NOV, 1971 157 153 97 3 1.9 BY 57 P
NEC,.1971 154 115 72 5 3.8 71 45 2,56
JAN,1972 131 136 104 4 31 R 65 ?.AT
FER.1972 135 141 06 4 bk 49 73 2,75
MAR . 1972 167 134 820 3 1.8 iy 5] ?.58
APR,1972 180 132 73 6 3.3 HO bl 2,569
MAY 1972 173 147 A5 7 4.0 L) 51 7,88
JUNEL9T2 203 156 78 3 1.5 110 54 Py
JULYLI972 231 207 50 i 1.7 173 s 72.76
AUG, 1972 225 170 76 R 3.6 104 a6 2,40
SEP.1972 - 1H4 . 157 8 g 4.9 127 69 7,493
neT.1972 YL v 70 4 2.2 108 59 2.R7
TROV. 1972 167 154 92 7 4,2 11l 66 .74
NFC.1972 167 156 93 1 0.6 B L8 7,729
TAN.1G73 142 119 a4 3 7.1 57 &0 EREY)
JFFBL1973 1k lee o T30 L R A L .. SN o e N
MARLTYTE T 174 101 Y a1 110 Y, 2ob7 -
APRL1GY3 200 w2 o9y 4 2.0 D S L S - 2 W
TAY 1973 1RA 146 78 4 2.7 175 AT 2.54
JUNELYT3 210 ] Ry 4 &4 1.9 133 4% 7. h4
JOLYig73 234 213 Tyt TR 77 7s T e T e wr
_AUGLI9F3 241 B3 BR & L P R 01 L 70
SFP.1973 1HA 1720 P 1 AP Ak 4ah oL AT
MET. 197 194 _isu AT b 7l | L L 24K
MOV, 1973 178 140 79 E 1.7 V2 a0 AR
CDECL19Y3 A5l ie3 o ins b AT B LA hb _2ahb
JANL197 % 133 209 157 7 h. 3 111) 76 ?.35
_FFB,19764 13%  ace 1T 3 2. A2 L8R 7,15
Wi, 1974 156 - 91 58 1 e h 4H 37 .70
ARRLI9TSE AR5 Be A6 Bt R . L DU it s A
wAY 1974 1HA 100 G4 5 P &9 47 7,90
JUNELS T4 AL 92 45 L X - A R 1 S AP 4.2

32



TUTTRRLE EaL hATA FNk FANR LANE, DIVIDEG (N0 ACCESS CNNMTRNL) HIGHMAYS{195 MILES)

ACCTINENT FATALITY TUOTMJIIRY SEVERTTY
o NDLUME TOTAL  RATE _ FATALITIES, RATE | IMJURIES  RATE  INDEX
M TH TMvm)  AGCCIRENTS {ACC/L00mMyia) (FAT/Z100 mys) {INJ/200 myvm)
TaovL 1971 45,6 16 1A7 1 2.7 57 175 S
NECL197)L 0 &6.Z - R3Z o awsoe o oo 0 Rk L219 7oA
TTANL 972 39.7 7 176 0 0 27 BR 1.7A
FER, 1972 40,9 B9 1a6 0D L T V. B SV A
'JTF\?{.M? 46,9 T 151 1 2.1 55 117 Q. A0
APRLI9T2Z  49.9 sl JLRZ. N B SN s BN W VST ST A
MAY 1977 2.9 9y e 1 1.9 57 GR PRt
L JHNEL9T2 55.3% 12 13b & 9,0 _ B3F Y6 7,94
JNLYLIST2 5645 Y6 170 I3 n _ Ab 113 2,53
AUGLLYTR2  GE.G3 1l 10 .3 - SR 1 RS % 1 Y L
SEP, 1972 52,49 HR 1566 3 5.7 & 79 A
(MCT.1977 0 50.5 B d4l 2 WO ks 1?27 2.39
OV, 1972 4R.7 Kb 177 3 Fad’ 4R Yy 7. bR
CNECL.19T72  A4B.T o 1200 246 1 2] AL rs 7Ny
AN, 1973 45,5 77 158 2 &4 .4 35 77 7,87
_FERLL9T3 468 U Lt A 1) 1 RS S § U 12 SEN a5 Lo
AR, 1973 51.7 R4 162 1 19 42 R 7,70
APRL1973 _ 55.0  HA 153 R Y -2 . - UV . 1. B
TRAY 1973 57.»’4- HY 154 2 4,5 AG 119 7 RY
JUINELDT3 P - 121 2 3,3 b 104 3, NA
JLY1L973  62. P, ' T 0A “1a6 3 4 A Al Yh .37
CANGL19T73 . B2WA YT 154 B N | W £ W V-3 | 7. R4
SEP.1973 57.7 K1 . lan 3 5.7 61 106 7.90
NCT,197Y3  57. 7 .o es 0 1RS i 1.R 59 .. 10~ 2,74
MOV, 1973 53, 17 145 0 0 4] 77 7.79
NFEC.1973 48 _7 . _ B2 16R R 0 &7 97 7JIR
JAN, 1974 46 B Th 163 0 0 25 54 1.7A
FER.1974 4700 C8H . 123 4 R.5 34 A1 2,69
MAR . 19T 4 50T 62 127 3 5.9 41 Bl 3,14
CAPRL1I9T4  55.9 bt oz 2 . Be.f 33 RS 255
MAY 1974 58.1 65 112 0 t} 472 72 1.97
JUNE19 T4 59,9 80 134 2 3.3 63 105 2,04
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TABLE A4, DATA FOR PARKWAYS (565 MILES)

ACCIDENT. FATALITY INJURY SEVERITY |

VOLUME | TOTAL. RATE FATALITIES RATE INJURIES  RATE INDEX |

MONTH (MyM)  ACEIDENTS/{ACC/100MVM) (FAT/100 MVM) {(INJ/100 MVM) !
NOV. 1971 34,5 D42 122 1 2.9 25 72 2.46
NEC.1971 36,1 26 72 2 5.5 14 39 2.62

JAN.1972 29.8 20 67 1 34 14 47 3,25 |
FER.1972 28.9 20 69 0 0 12 42 3.32
MAR, 1972 37.2 30 a1l 0 0 32 B6 3.05
APR.1972 39,6 42 106 ? 5.1 28 71 2.61
MAY 1972 40,5 28 69 1 2.5 20 49 4,14
JUNE19T2 45,1 37 82 3 b7 37 71 3,35
JULY1972 51,6 30 58 1 1.9 FE 54 3,24
ALIG. 1972 50,2 30 60 2 4,0 29 58 3.93
SEP.1972 40,5 28 69 3 Teb 17 42 318
NCT.1972 39,1 20 51 0 0 10 26 2.35
NOV. 1972 iR, 6 25 65 1 2.6 12 31 2.96
NEC.1972 41,0 41 100 1 7.4 16 39 1,84
JAN.1973 35,7 3% =T 2 5.6 29 A1 3,70
FER.1973 35 .4 218y B R e 1 28 2469
MAR.1973  45,K a0 66 2 A 26 57 3.90
APR,1973 50.1 24 4B 2 4.0 24 48 4,21
MAY 1973 49, 4 33 &7 1 2.0 17 34 2.27
JUNF1973 544 37 59 3 5.5 28 51 4,05
JULYL973 59,7 47 70 5 Ao 32 54 3,4R
LAUGAASTS 6leb 32 52 1 le6 24 39 3.27
SEP.1973 £8.5 25 52 0 0 14 29 1,10

NCTL.1973 49,6 2K L 3, LU s 27 54 e8] _
NOV. 1973 47.8 32 67 2 ) 23 48 3,17
NEC.1973 47,3 40 95 0 0 13 31 2.01
JAN. 1974 37.3 by 123 0 0 17 46 1.7R
_FERLI9TA 34,5 0 0 23 I o b B 23_ 2480
MAR, 1974 41,73 12 49 1 2 ate 172 29 4,38
C_APRLIGTSE 46,30 1T 37 L S 11 24 2,58
MAY 1974 51,8 33 64 0 { 29 56 B LR
CWHNELE TS 54,4 AL 39 1 1.8 A__ 15 2,70
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TARLE A5, Nnata Epw THRFE LANE HIGHWAYS {34 MILFS)

ACCINENT FATALITY IRLITIRY SFVERTTY
e NOILLNAE TIITL\I ) RATE  FATALITIFS RAYE | IMJIRTRS HATE _ IMDEY

CWONTH (MY ) ACCTDENT S FACC/100MYM) (FAT /200 mym) [INJ/T00 v )
MITV L1971 B KT 7 18] ¢ 0 2 57 1,71
OFCL 1971 3.81 Bz S ?he? B 210 Bath
AN, 1977 3,33 5 150 (Q " 3 "t 2.0
_FFH.19%2 TR R 237 O N 9 2AHT 7,58
AR, 1977 3.RY 9 231 1 PRLT 3 v7 3,17
APR.I9T2 4,17 10 ~ 240 ] 1 2RLe_ la 33h AN
CwaY 1972 7T 4,80 3 67 n 0 4 a9 fabT
JUNELYGTD 4,70 Y 191 0 0 2 A4 PR
“'UT;T“\‘(T'&;(; T e T, T FRER h T T B s
AlG, 1972 4o b 125 n n kY A2 ey
CSERU1972 T 436 i lal 1 22,y H 185 NS
NCT. 1972 4el9 12 2RA 7 4ty 11 PR3 2.n3
NIV, TY72 T 3Ly 17 435 0 i 17 Taas RS
NEC. 1972 3.77 14 371 n e b 159 257
CUANVIGTE T g Ry T 1 34T i ) oo IS R
FRRL19 73 3.67 ) 163 0 0 wa 54 Pl HR
WARCTS7E T4 gm0 9 2] 0 0’ e 146 W, nn
L\P|<.l‘-i(:3 4,34 10 230 N Sl A 92 5las
CHAY 19Y3 T T4 k4 7 151 2 43,1 T n 216 3 ha
_JUNELY 73 Lheda N Lk B A0, N e 142 a4
CJULYTO73 T s T4 T 10 195 ( o K 154 EREY
_AM6,1973 5,04 6 Sl N S .20 .62
SFP,1973 4.53 1 155 ? 4a 2 10 271 4, A4
SCTL1973 0 4036 L - L0 L0 i . 5,00
MOy, 1973 4,003 R 194 1} 3] R 199 3,1
PEC,1973 3.66 6 SR YL S ¢ o 2 — 85 ).H3
JANG1974 3.36 B 208 0 f) 14 417 3,75
—FER.1974 3,49 A 20y 0 0 R fih 1.71
MAR, 1974 3.93 4 102 0 ) 4 102 P
APR.1974_ 4.38 7 LAy L | S ST | 2,93
MAY 1974 4 64 4 46 n 0 I 129 3,80
_JUNEL9 74 bo B4 5 N 1 R L N S 2.50

35



TARLF AhH,

DATA FOR

FitR

LAME,

LD TV INED,

HIGHWAYS [35MILES)

TN TH

VL b

TOT AL

(wvm) (ACCINEMTS

TTRGCINENY

R&TE

{(ACC/1LO0MYEYL

TTEATALITY
FATALITIFS RATF

{

TMHIRTES RATF_

EAT/100 @y )

TTRJURY SEVERTTY

Tl EX

TING 100 My

A . 1971
HFEC L1971
TUANLT LYY
R, 1972
TRk, 1972
BPK L1972
Ty 1972
JHRELYT2
TOLY19T?
AUG.19T2
CEER, 19772
NCTL. 1972
TWiv, 1972
NneEC . 1972

THAN19TR

FEs.1973
TwAK L1973
APR L1973

TWAY 1973

JUNMETG T3

TILYTG73

ANGLLI9T3
“EEPLLYT
OCT. 1973
TNV, 1973
NECL.1973

TUANG19T 4

_FEBLLGTL

MAR.1974
APRL1GTE:

TlahY 1974

JUNELYT4

Ik

HL04
A.96

1.7
Hed3
AyTh
Y, /R
9.70
9.91
10,2
9,260
HaR6
R, 54

Benb
T8

Rell
R,97
9, B4
1.0
1.5
10,7

Tebih

Fe32
9.72
9,96

T 198

4037,
%34
24l
376
316
183
254
2458
232
2H4
145
793
375

_ale
305

296
0L
252
250
238

236
EELN
369

3364

et

205

a0

945

P ]Il gz ——

278

AL

N N S v

N~

—_

M=

— P NN N e

67 wh 10 175
7.1 15
B POV 2
27,9 Ve 19w
16.5 19 231
1l.e . 11
37,3 Yu
20 A ”1 } U)
W T T o
19.6 27 ..
1.8 . 25
Ll o 1e
73,6 19
2.4 24 IR

TERle T 15 191
49,3 12

aa,4 15 T1a72.us
L85 13 _l3e 3.0R

Y o0

PRLA 19
TTelE T 71

18,9 g a5

0 1a

11.9 7 24
S ¢ S A8

7. hR
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TAMLE AT. DATA FOR THE TOTAL RIRAL SYSTEM (23137 MILES)

ACCIDENT FATALITY IMJIIRY SEVERITY
! VOLLIME | - TOTAL RATE FATALITIES RATE  IMJURIES _ RATE  TNRFEX
TMONTH (M) [ACCIDFNTS (ACC/100MYM) (FAT/ZL1NO mMyM) EIND /100 v )
WOy, 1971 910 1994 220 84, 9,7 1770 140 2 .86
NECL197L 91l Z0oT 220 K& g.p 1200 132 2,73
TJANL19T72 0 TRT 1737 221 6R H.6 914 116 7.56
FFR, 1972 798 | 1641 206 54 B 935 11T 2, A6
TwAR.19T72 936 1743, 184 R1 ol .. 1142 127 2.83
APRL1972 1004 . 1991 198 76 7.6 1403 140 2,90
TWay 1972 1060 2217 - 209 85 R0 14R0 140 2 84
JUNF19T72  EL32 2208 195 A3 7.3 la2n 1P P 7R
TJOLYTYT2 1210 2393 198 Th Aol 1679 139 2.91
AMIGL1S 72 11RO 22272 TRR 57 Tet 1575 133 7 RT
SEP, 1972 1046 2294 2149 1064 1n.1 1543 151 7.92
neT.1972  Lh07 2309 224 91 9,0 1497 R L
WOV, 1972, Y43 2197 233 Ak 7.0 1344 145 FREE
NEC.1972 | 972 232m : 252 57 6.2 1413 153 2. AN
TUANLTOTE | 83y 1902 i 227 71 R.5  lnan T 13a T 2 A3
FEAL. 1973 BT8R 1667 ' 1HY 47 5ot 1009 115 2,65
TMARLL9TI | 993 2158 [ 217 b4 Bat 1366 138 2,75
akR.1973 | 1naR 2234 | 210 67 A3 1489 139 2T
TwmAayY 1973 1109 2554 230 int Y.k 1854 r7o 2.90
JUNELGT3 1193 256H 215 105 HL K 1739 146 2. RA
THILYL9T3 ' ipeo T 277k 217 108 Roh 1840} 14 2005
AIGL1YT7R 1251 2547 F04 16 Bl 1709 137 2,80
‘§FP.1973 1090 2367 217 Y5 8.7 1655 152 2,07 b
NCT.1973 1063 2527 74 “h A1 P ey e
MOV, 1973 GR3 27269 731 19 B0 L3RG 141 7.0
NEC.1973 81 211A 240) 35 4,0 1177 134 2,44
AN 1974 BN 1896 236 VA 5.5 1018 177 2, a0
FER 1974 = RZ4 1492 181 4l 5.0 151 103 7,a8R
WAL, 1974 "] 931 158T 170 T80 5.4 Y53 107 ZaT3
APR, 1974 | 1052 1630 155 54 5,5 Y96k 9% 2,78
MY 1974 | 110% 2061 1R7 A a0 1286 116 7. AN
CJUNFIGTs 1163 2065 174 Al 5,7 1379 119 2,76

37



