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F.OREWORD 

One major responsibility ,of the International Association of. Chiefs of Police is to .con­
stantly develop and improve techniques and methods that will aid the police adminis­
trator and his staff in fulfilling their sworn duties. 

While we do not accept credit for the c'"lncept of "selective enforcement, " we believe 
that there are things brought,together with~n this document. that have not previously 
been compiled. Perhaps for the first time. ,the police administrator can pla."1 a 
successful selective traffic enforcement effort. regardless of the size of his'depart­
ment. utilizing what appears on thes~ pages. 

Selective enforcement~ as a concept. is not new. It has been used in police work for 
. many years. Even though administrators may not have used the term "selective 

enforcement. " when they assign manpower to those places. and at those times. in 
response to those types of incidents requiring action as indicated by past records. 
the concept of selective ~nforcement is brought mto play. 

In a selective traffic enfor.C!e~erit effort. the same holds true. Selective traffic en­
forcement is. simply. di~e('.lfed ill accordance with needs as indicated by the study of 
traffic accident Fecords. lViere quantities of manpower will not produce needed re­
sults. If officers are deployed where. when and how they should be. the results can 
be extremely effective. 

This manual can be used in ootaining results in any police agency. Should anything 
between these covers require further clarification. IACP. as always. is prepared to 
assist. 

Participants in this effort include: 

William H. Franey. Director. IACP Highway Safety Division 

Norman Darwick, Assistant Dire?tor. IACP Highway Safety Division 

Frank D. Roberson. Management Consultant. IACP Highway Safety Division 
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. C mander Research and Development Division. . . ct' Palmer StUlson om. .' 1 In addlhon,. ap a~. tm' t as retained to serve in ~he 'capacity of specla. 
Oakland. Califorma pollce Depar en:.w, . 
consultant during the development of thl~ manual. . 

. k th Projeot Director. Consultant Frank D. 
Assistant- Director No:man Dar~lc t ;.as t:r. Dol:glaS C. Battram of the IACP Field 
Robersonwa~ ~~ ASslstant ProJec .lre~ r editin. Final manuscript review and 
Operatio,~s D1V1Slon assu~bel.dlitrye~f~gl.~;~tyY i~ety Divfsion Director William H. Franey. 
approval was the responsl 
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CHAPTER 1 

INTRODUCTION 

Selective Enforcement Defined 

Selective enforcement is that part of a traffic safety program which involves the 
planning, directing, implementing and evaluating of traffic law enforcement activity. 
The ultimate goal of selective enforcement is to reduce traffic accidents by systematically 
improving the manner in which available police manpower and equipment resources 
are used. 

, 
Maximization of resources is achieved through the scientific, geographical/chronological 
assignment of personnel and·equipment and the establishment of preventive patrol to 
deal with specific categories of unlawful driving behavior, according to needs which 
are based on accident statistics, enforcement activity records, traffic volumes, and 
other local traffic conditions. 

Alfhough selective enforcement schemes and rationales are sometimes complex and 
controversial, the classic definition applied to traffic law enforcement is concise and 
to the point: 

1 

Selective enforcement is enforcement which is proportional to . 
traffic accidents with respect to time. place, and type of violation. 1 

Selective Enforcement Rationale 

It. is obvious that the complete elimination of traffic accidents is an unrealistic objective. 
The massive application of traffic law enforcement measures cannot prevent vehicle 
component failures, animals from running in, front of autos, road washouts, and many 
forms of driver behavior resulting from inadequate training or a lack of intelligence. 
On the other hand, it is possible for police officials who are iesponsible for traffic 

1 International City Management Association, Municipal Police Administration, 6th 
ed. (Washington: International City Management Association, 1969), p. 115. 
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law enforce!ent to reduce traffic accident rates through the judidous use of selective 
enforcement techniques applied by ad~quate manpower resou:cces, properly deployed. 

The standard definition of selective ,enforcement is P?rased in easy-to-understand 
language. However, when t?O l~terally inte~pr~ted, 1t has .frequently led to an over-

alc
us self-defeating appl1catlon of the pr1r;lc1ple. Traff1c law enforcement depends 

ze , ' t b f . I 
upon public as well as judicial acceptance and, as a ~onseq~e.nce, 1t mus e ~ 
applied. The spectacle of uniformed motorcycl~ off1cers l'H~lOg around corners or be­
hind signboards cannot be justified under the gU1se of selectlve enforcement. 

The selective enfor.cement principle must also be examined and inter?reted wit.hi~ the 
total context of today's environmental problems. The use of gene:allsts, spec1al1~ts 
or teams is an ihcreasingly critical decision bearing on the effechveness of selechve 

enforcement prog'tams. 

A burgeoning new crop of electronic gadgets ~anging from speed r:neasuring ~evices to 
traffic surveillance t~levision cameras shoula be evaluated and glyen a role 10 

appropriate tra.ffic safety programs. It'is also important that the ,selective ,enforcement 
principle not be indiscriminately applied ~o as to per~e.r~ the trafflc law~p.forcem~nt 
purpose and crleate public doubts concermng the cred1b1llty of the enforc\rl~ent ratlOnale. 

Traffic laws as well as the penal, statutes; permit wide discretion in their application 
by police officers. The failure of police man,ager:n.ent to e~t.a~lish guidelines for the, . 
exercise' of enforcement discretion has been Jushflably crlhclzed bY,a.varie,ty of crltu:s 
including the President's Commission on Law En!or~ement and,Admlm~tratlOn of Justlee. 
Accordingly, the unifor:m interpretation and apphcah~ of trafflc laws 1S an extremely 
vital element of a selective enforcement program. 

Many state police agencies have developed excellent policy manuals which interpret the 
law and provide guidelines .on traffic .enforcement tolerances, 2 Unfortunately. there are 
too many examples of urban, suburban and rural police departments ,(both large an~ 
small) which tend to overlook this important form of management gU1dance. Agencles 
which lack 'the resources necessary to develop their own documentation of policy should 
take advantage of the many well-written enforc~ment guidelines which are available. 

It is clear to even a casual observer of tvaffic law enforcement practices that there is 
occasionally some validity to a complain.t ~.bout "ticket quotas. II :'-00 often a~agency's 
concern over revenue from traffic law violators results in exceS.S1ve emphas1s on 
(uantitative enforcemE.\nt. This misguided approach. coupled with the failure of many 
~olice administrators to recogoize the need for management direction and .special', training 
in traffic matters. are responsible for a number of bad enforcementprachces which 
continue to exist in some police jurisdictions. 

2 Wisconsin, California, Kansas, North Dakota, etc. 

o 

The most visible result of quantitative, revenue-oriented, nonselective traffic law 
~nforcement ,Policies is t~e persi,stent, use ~f ff~itting:'inll enforcement techniques. Sitting-
1n usually occurs at locatlons whlCh, 1n pollce Jargon, are referred to as "duck ponds" 
or "cherry patches. II T?e Sitting-in practices are particularly objectiqnable when two 
or more, enfor~em:nt umts group together to work an intersection which generates fre­
Cluen.t driver vlOlatlons.. Usually, where this situation occurs. the 'officers are ,doing 
noth1?g more than reapmg the harvest of i!1adequate or poor traffic enginel:ring. These 
locaho~s frequently encourage noncolJlpliance by the motorist to traffic signals or 'turning 
regulahons. Very often, .however, the real culprit is faulty traffic engine~lring rather 
than the driver. Poor positioning of signals and channelization deficiencies are 
characteristically present at the "duck ponds. II . ' 

Frequently, quantit~tive traffic law enforcement is the object of conte,mptuOlllS' ridicule 
at the patrol operatmg level. This attitude is well illustrated by tbe pragmatic phrase 
often heard in locker rooms, "A citati~n a day keeps the sergeant away . II " 

( \ 

Mal~rac~ice in traffic law enforcement is. happily. dimihishing. and the intelligent 
apphcatlon of selective enforcement is upgrading the quality of traffic law enforcement 
generally by providing sound motivation and guidance to the uniformed officers. 

NotWithstanding occasional invidious comment~' from the public about "quotas" 
~nd the "numbers game. II the. quantitative measurement of traffic citation activity 
1S properly a concern of traff1c officer supervisors. Both quantitative and qualitative 
emphasis are integral parts of selective enforcement. . 

After allowances are made for collateral police tasks. it is reasonable and necessary 
to look at ea~h officer'S productivity and to make comparisons with norms. What may 
be normal w1ll vary, of course, according to ~easonJ time of day. traffic density, 
and a host of other facto.rs. N'evertheless, the establishment of minimum quant~tative 
performance standards 1S a thoroughly defensible supervisory function. Cynicism 
at the operating level will be minimized wherever administrative traffic iaWenIorce­
ment policies are oriented towards safety and service to the pu1;llic. 

The reduction of traffic accidents is perhaps a too generalized statement of the objective 
of sel:ctive enforcement to be meaningful. and it may be helpful in understanding the 
selechve enforcement rationale if the technique is considered in another frame of 
reference. 

Traffic accidents are most often the result of aberrant driving behavior, and it follows 
that Rimost desirable goal for all police jurisdictions would be to create a "climate 
of compliance" by motorists to all laws governing the operation of a vehicle7'Ourculture 
is based upon l3: system of reward and punishment. RelationsHips between a child and 
parent. student and teacher, employee and employer are all founded' on an understanding 
that good performance merits a reward, while bad behavior will result in'punishment. 
The structure of American soci~ty as well as our police and judicial systems rests on 
this cultUral constraint. In the simplest terms, it is axiomatic that intentional unlaw-
ful acts Py drivers can be discouraged by fair. consistent enforcement, 

Ii 

I 
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Most states have recognized the importance of identifying problem drivers, and towards 
this end have created point systems, The value of a point system is directly proportional 
to the quality of each agency's traffic law enforcement pr-ogram. Accordingly, one of the 
more important objectives of enforcement attention to accident-causing driver behavior 
is the identification of these problem drivers. Although the threat of apprehe.nsion with 
punishment will inhibit most drivers from indulging in unlawful acts, there will always 
be a significant number of emotionally inadequate or improperly trained drivers who 
should have their driving privilege curtailed. 

The selective enforcement program should cause the motorist to believe that traffic 
officers are everywhere and that if he violates a law he will be caught. Such a 
program. operating in concert with an enlightened traffic court, will most certainly 
encourage the development of a "climate of compliance" by causing drivj:lrs who are 
traffic-violation prone to anticipate apprehension and the application of judicial sanctions. 

Highway Safety Program Standards 

Included in the appendix to this manual are Highway Safety Program Standards 4.4.1 
through 4.4.16. The National Highway Traffic Safety Administration is currently 
revising and consolidating the Highway Safety Program Standards. 
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CHAPTER 2 

ELEMENTS OF SELECTIVE ENFORCEMENT 

The key elements of a selective enforcement program are: 

• Traffic Accident Data Base 

• Traffic Accident Analysis 

• Training for Selective Enfor~ement 

• Technical Implementation 

Traffic Accident Data Base 

Need for Accident Statistics 

Nearly everyone concerned with traffic safety agrees that there is a need for better 
accident statistics. The research efforts of police traffic management to establish 
relationships between enforcement programs and vehicle accident experience are 
often handicapped by imprecise methodology and inadequate vehicle collision data. 

Shallowness and superficiality are also, on occasion. much too evident in public 
announcements wherein officials. anxious to gain recognition for their programs. will 
point to a fatality or injury rate decline as proof of their program's success. Entirely 
ignored by the publicity seekers will be changes in the environment which are unrelated 
to the safety project. Improvements in medllcal servi,ces. traffic engineering and 
vehicle safety. weather. and plain chance are just a few of the important factors for 
which allowances should be made when evalulating accident statistic trends. Accordingly. 
police officials'should exercise caution when comparing accident rate trends witli enforce­
ment programs. The statistical techniques described in this ~anual will. however. 
provide practical means whereby selective enforcement needs can be determined and 
program results fairly evaluated. 
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Accident Investigation ResponsibiUEl 

The applica1:l'~n of selective enforc:ement in a reasonably sophisticated form does 
require the d~\relopment of a sound data base. To achieve the esse'ntial facts, vehicle 

\) ---
collisiol1 reporting levels must ne kept reasonably. constant. Too often the number of 
accidents reported in a given jurisdiction will be a product of the interest and I or 
resources devoted to accident investigative activity. For example, in a, medium-sized 
city. the shift of accident investigation responsibility from a specialized unit to 
generalist patrolmen is virtually certain to affect reporting ratios unless the organiza­
Uonal change is accompanied by an effective training p:.f'ogram. 

There is also an ever-spre~ding police crisis which is increasingly impacting systems 
for the collection and analysis of accident facts. The problem, faced by police 
managers responsible for traffic safety in virtually every poliC'e agency,is "How to assign 
priorities to competing demands for polil~e service ?I' 

Expanded law enforcement respo~<d.hilities alld sky-rocketing crime trends in aU urban 
areas have resulted in a public cl\).m~~r for uugmented patrol forces. Nearly every city 
police administrator, however, is caught in~tfinancial squeeze created by the inflationary 
economy and a shrinking tax base, Most of ou~ major cities have been hard pressed to 
meet growing demands for service which are aggrilv~ted by the socioeconomic population 
shilt cUt-rently underway in the larger cities. With a"Ij.1.i1it~d supply of manpower, any 
strengthening of patrol forces is usually at the expense of ot/1,er specialized operational 
units .. 

.' ; 
And so it is that wherever crime in the cities has reached epigemic proportions, the 
handling of accident investigation by specialists is often one (.it the ear'ly casu,alties of 
any reorganization involving a realignment in police servic~i?priorities. A very 
definite tren.o towards curta. ilment of accident investigatiVej(SerViCe is observed in many 
police jurisdictions. In the larger metropolitan areas, traIned accident investigation 
squads ordinarily respond only to fatal or 1ikely~to-be fatal,\ accidents. In most big 
cities, routine accident reporting is being handled by unifot,::n~~.Lp~}:I:ol officers, if 
they are not otherwise occupied in general crime prevention activrt~S.,. 

'\ 
The !lse of generalists for traffic law enforcement and accident investigation in these 
drcumstances cannot be faulted if adequate reeorting ratios are maintained. There is 
general agreement among traffic safety experts that whenever a reportinl! ratio drop~~ 
below five to one (five property damage accidents to each injury or fatal accident), the 
agency is not providing the minimum accident reporting service necessary for intelli­
gent analysis of selective enforcement needs. The ultimate goal should be the required 
reporting of every motor vehicle crash involving unintentional damage or injury. 
However, current' resources cause this to be impractical. 

!,n spite of the manpower limitations confronting law enforcement, there are practical 
measureS which will aSSure the continued existence of an adequate accident data b~se. 
Th{!!l'rcssut'C of dbmpeting demands for police service upon traffic law enforcGmt.!nt 
and investigative activities can be eased by aClministratively controlling the degree of 
police involvement in minor traffic colliSions. 
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Accident Investigation and Reporting 

Traffic aC.cidents c~ b~ eith~r r~ported or investi~. Obviously, the amount of time 
expended 10 any pollce lOvestlgatlon should depend upon the seriousness of the crime or 
incl.dent. Accordingly, the approa~h to a minor "fender bender, II as opposed to a fatal 
.accIdent, can be com~~ed to the. d~ffere?ce ,in investigative attention given. to a Simple 
battery versus a homl~lde .. AdmImst~ahve lOstructions whlch outline a clear separation 
between repo.rted and Inveshgated accldents and provide streamlined reporting methods 
are a necesslty in the real world of urban and rural pOlicing. 3 

The !.lse of structured statement forms4 can significan.tly reduce the amount of time 
expended by an officer at the accident scene. The format of these questionnaires 
enables each principal to complete his own statement of facts relating to the colliSion. 
T.hf~ ~nswers to the series of questions will assist the persons involved in settling the 
cIV'lll~SUes that often establish the elements of a vehicle code violation. The follOWing 
reporhng procedure is r.ecommended when structured statements are used: 

1. Determine the severity of the ac.cident and request additional 
help or equ1.pment if needed. Order tow service if indicated. 

2. Obtain driver licenses from drivers. 

3. Provide each driver with a structured statement form. Instruct 
each person to fill out the form and explain that you will review 
the fapms with each driver when they are completed, 

4. Chec~ vehicle brakes and other equipment, such as lights, wipers, 
steerl?g gear. when appropriate.. Note any defects, in the description 
of aCCIdents, only when they are determined to have contributed to 
the colliSion. --

5. Complete accident report while statement forms are being filled in by 
each driver. 

6. Include in the cescription of the accident and circumstances leading 
to it any pertinent environmental factors that, in your opinion, 
contributed to the accident (lighting. bad conditions, defective vehicle, 
etc. ). 

3 See appendix for example of general order on traffic i~vestigation policies. 

4 See appendix for example of a structured statement form. 
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7. Collect, read, and countersign the questionnaires filled out by each 
principal. Permit each person to make corrections if necessary. Re­
view the statement for legibility and cOIJlpleteness in the presence 
of the person who filled it out. Unreadable answers Should be re­
written by the officer. In the event an illiterate driver is involved 
in a minor ac(~ident, the reporting officer will ask the questions arid 
write in the responses made by the person being questioned. 

By carefully designing the collision report5 so as to eliminate nonessential information, 
and by utilizing driver !IUestionnaires to eliminate handwritten narrative statements 
by the officer, it is possible to reduce consumed time in accident rep01~,ting. Estimates 
of time savings accomplished by streamlined reporting range from 20 percent to 50 
percent. 

Traffic Accident Analysis 

Traffic acciderlt analysis should never be considered a part-time activity. Traffic 
patterns, accident rates and violation levels arc dynamic in nature and, as a result, 
must be continuously studied. The traffic administrator, through this staff activity, 
should be provided with regular reports which will enab}.e him to identify eoforcement 
problems and effectively deploy manpower, 

The size of a jurisdiction and the number of accidents occurring within its confines 
will affect the choice of a data processing method. In all police-oriented analyses of 
location, time and violation factors in vehicle collisions, it is necessar'Y to work with 
a numerically significant quantity. In rural or suburban areas it may be necessary 
to base these studies on annual accident experience. As traffic densities and accident 
rates increase, however, the reporting period will necessarily become compressed. 
In most urban areas there are sufficient numbers of accidents reported to justify a 
monthly reporting cycle, 

Analysis based on monthly reports permits adjustments for radical changes in traffic 
patterns due to the seasonal influence of tourism, weather exlremes, or spec:tator 
sport activity, 

Analysis by Tim~ 

The procedure for establishing optimum deployment patterns for selective enforce­
ment is the same for both large and small police agencies, Although the data collection 
method may range from hand entries on tally sheets to third-generation computer 
programs, ~he first step, tabulating the hours of occurrence, is the same in all 
systems, 

Traffic accident frequency patterns are uniquely related to the day of the week. For 
this reason, accidents occurring on Monday should never be compared with accidents 

5 See appendix for copy of Collision Report. 

occurr~ng on Tuesday. Wednesday, etc. It is more appropriat~ to consider aU accidents 
occurrlng on Monday as falling into a distinct category, and so on with the other days f 
the v.:eek: It, is somet~mes Simpler, for purposes of statistical analYSis. to consider 0 

the .dlstrlbubon of accldents,by the hours of the week-l68 hours-rather than 0111 a daily 
baS1S. Graphs 2. land 2.2 lllustrate a typical graphic charting technique for tWQ days 
of the week (Thursday and Sunday), 

Police departments committed to the use of general patrol units for traffic accident 
reporting Rnd selective enforcement must reconcile these activities with other demands 
for s.ervice .. The p,rofile ?f all ca~l~d-for services should therefore be developed and 
~onsldered along wlth vehlCle colhslOllS when analyzing the chronological deployment 
need. (See Gra.ph 2. 3. ) 

Aft:r chartin~ the I:::hronological distribution of inc,ldents, the police manager can then 
deslgn,th: shift ~rr~nge.ment and assign units so that the number on duty is propol'tiot'lal 
to the lDcldent dlstrlbutlOn curve. (Agencies which use specialists for traffic law 
~nforcement and accident investigation need only consider the accident charts when 
making shift arrangements. ) 

The activity peaks peculiar to vehicle collisions do not always lend themselves to the 
t?re: conventional eight-hour shifts (8-4, 4-12, 12-8), The solution to the problem 
hes tn the Use of an overlapping shift plan. Two to ten p. m. and seven p. m. to 
three a. m. are commonly used as backup shifts. . , 
Ov~rlapping shifts are, however, ordinarily only justified in those larger cities in 
which there are a substantial number of field units dedicated to traffic activities. 
There are, i? addition to the general demand for police service, morale and practic~al 
pr?blems which should be considered in shift planning. Accordingly. the following 

, gUidelines should be observed whenever possible: 

• Shifts should not be changed during periods of maximum activity . 
~deally~ units i~tended to handle the peak periods should come on duty 
lmmedlately prlOr to the. time they are needed. 

• Shift changes for specialized traffic units ordinarily do not require a face­
to-face relief. They should therefore be offset from regular patrol 
unit shift changes. The offsets will improve the agency's ability to 
respond to emergencies when reliefs are being made. 

• Working relationship between officer and police management will be 
improved if the shift scheme avoids frequent rotation or changing of 
time slots. 
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GRAPH 2.1 
Coml*\\son of Number of Accidents 

By Hour of Day 
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GRAPH 2.2 

Comparison of NU1"ber of Accidents 
By Hour of Dey 

Sundey· 

.. n II -
These two graphs illustrate the day to ~V differences in traffic accident patterns. A marked 
dissimilarity can be observed during the early morning hours. 

·Totals rapresent actual reported accident. reported on Thursdlys and Sundays durinlla four-month period in a 
city of approximately 370,000 population.' , 
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Analysis by Location 

The second procedural step in organizing traffic accident data is to plot the location 
patterns. The information gained'is then used to determine beat assignment13 for units 
with primary responsibility for: traffic law enforcement. Accident location data should 
also influence the geographic distribution of general patrol units, even though their 
interest in traffic matters is coincidental to their regular patrol duties. 

Small- and medium-sized agencies will find that a large-scale map provides the best means 
for graphically recording the location of accidents. Map pins or a, dot marker may be 
used to record the location of each reported traffic accident. Large police agencies 
with data processing resources can conserve man-hours by programming location print­
outs. (See example printout illustrated in Figure 1.) This data can either be analyzed 
in tabular form or transferred easily to wall maps. 

The patterns which emerge will shape the area assignments of traffic specialists. At 
first glance, a spot map may suggest that accidents are diffusively distributed. Close 
examination, however, will reveal clusters which represent problem locations. 

Larger agencies with higher volumes of accidents should maintain limited time span rnaps. 
The increments may be as low as four hours and, should be no longer than eight h()Urf,L 
This enables the analyst to identify accident patterns unique to certain times of day ~:' 
Many streets which carry a heavy burden of traffic during commuter hours are nearly 
deserted during the midday and nighttime hours. Other streets, usually servicing 
entertainment facilities, begin to be crowded only after night falls. 

Selective enforcement units should be assigned to areas reflecting the greatest concen­
tration of aceidents. The areas experiencing fewer accidents would then become the 
responsibility of general patrol units. 

Ordinarily, line patrol assignments are the most appropriate means of ameliorating, 
through selective enforcement, the accident problems on arterial stre'ets. Neighborhoods 
with moderate traffic and many uncontrolled intersections are more suited to random 
zone patrol. 

It is important that traffic beats be clearly defined so that radio dispatchers can 
conveniently determine which units shoulJj respond to accidents, handle traffic congestion. 
and respond to other calls for service. 

Generally, traffic patterns change slowly, and it is not advisable to weaken the impact 
of enforcement attention in high-density problem areaS by periodically moving traffic 
beats to secondary str.~ets for control of temporary increases in traffic volumes, 
Exception$ to the rule do, however, occur~s a result of major street construction, 
special events or dther'tempor'ary traffic dislocations. The opening of a major freeway 
through an urbanized area is one of the few situations where a single factor will justify 
a complete re-examination of the traffic acci.dent picture. Spot maps should be kept 
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in archival files for at least two years. Comparison of a current spot map with retired 
maps will reveal the existence of new traffic accident patterns. 

.0nnlysi~ by 'J'yPe 

'The concluding procedural step in analyzing traffic accident reports for se:ect~ve 
enforcement purposes is to identify. categorize and tabul.ate the ty~es of vlOlahons 

. 'd ts Some experts are inclined to engage in semantic debates over 
causing accl en . .. • ,t d' t d 
th P 'opel' definition of "causal factors." Terms such as proxima: e. me la e an 
ul:im~tc" are used to label accident causes. Delayed ?ercepti.o~ o:i' inattention have 
also been employed to identify the triggering elem.ent 1o. a C~lllslon. .All of these 
ex ressions have some value. particularly in the 1Ove,stIgat.lOn of accidents. Non.e of 

th 
p te ms however rests on firmer thesis than the follow1Og statement concermng 
e r. . • , 'd t traffic law violations as a causal factor 10 aCCi en s: 

• 

• 

• 
'Ii' 

Compliance with traffic laws can be reasonably defined as driver 
behavior suited to the driving environment. 

A driver's obedience t~ signs~ signals. and other regulations gover.ning 
th~~ operat.iol:1 of a motor vehicle. clearly facilitates the use of evaSive 
maneuvers to avoid an accident whenever a hazard develops. 

The threat of enforcement action and .subsequent sanctions inhibits the 
intentional violati.on of traffic laws by drivers, > 

o the basis of these self-evident facts. it can be stated with confidence and a~thority 
th:t there is a cause and effcct rclationship between driver violations and vehicle 

accidents. 

The first two steps in accident analysis provided the informaVo~ necess,afY t~, . 
intelligently deploy mallPower. The last procedure makes pOSSible ,th~ lOentification 
of enfa'rceplent actions which will yield the greatest returns' by modlfY1Ogaccident-

causing driver behavior. 

Recent changes in laws concerning misdemeanors,committe,d out Of. the presence of an 
officer have greatly reduced the number of enforcement achons WhiCh are taken at, 
the accident scene. Accordillgly. therecord~n~ of possible violations, in most aC~ldents 
must be based on the expert opinion of the rel'0rtingofficer. Tabulations of !raf~lC 
accident violations are ordinarilY limited to the 10 or 12 most common contnbu!1Og 
~actors. Insmall p~liceagenties this task can be accomplished manually on a sll'nple 

chart. 

Large organizations, nowever. must ha"e access to d~ta processing res,ources in 
order to orgahiz~ the. data in a form suitable for study~ In-depth,analysls and control 
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of the selective enforcement program also necessitates the maintenance of accurate 
actiVity reports for each traffic officer. The information from the activity repol·ts should 
be arranged in a format which can be compared with the accident data. Data processing 
tecfmiques can easily convert the officer's activity report into two useful reports re­
flecting type and time of enforcement action taken (Figures 2 and 3). The p€!rcentage 
distribution on these reports can be directly cqp1pared to the time of accidents and type 
of violation involved. Figure 4 shows how activity data can be organized from the same 
report. Conversion of category totals to percentages is desirable due to the numerical 
disparities. 

Under ideal conditions, a close match between enforcement action and violations in 
acci~ents would be art·hipated. There are, however •. some violations which present 
speclal enforcement problems. One of the more difficult violations to enforce is 
"right-of-way." This is particularly true in states in which the right-of~way ~ay 
shift from one driver to another after certain yield requirements are met. An officer 
on moving patrol ordinarily does not witness all of the elements constituting the offense 
and, as a result. he cannot make a sound judgment regarding a possible violation. 

Certain equipment violations also fall into the problem violation area since they cannot 
be confirmed while the vehicle is in motion, In the absence of reasonable cause to stop 
the vehicle. an equipment check cannot be made in some police jurisdictions. Violation 
matching. accordingly. must be only approximate. Major distortions will, however. 
Signal the need for training and/or new selective enforcement directives . 

. ~ .. 
Training for Selective Enforcement 

There are many excellent traffic enforcement training guides6 which can be used to 
good advantage by agencies interested in upgrading the quality of their selective enforce­
ment programs. 

Specific Areas of Enforcement Training 

The selective enforcement training course should not be limited to elements of traffic 
law violations and apprehension techniques. Instruction in the following areas should 
be included. 

Drinking Driver. A tragic correlation has been shown to exist between intoxicated 
drivers and fatal traffic accidents. A high priority should be given to training dealing 
with driving while under the influence violations. The curriculum should develop a 
thorough understanding of the law and procedures necessary to gain conviction. 
Surprisingly. there. is a need to provide even experienced policemen with specific infor­
mation which will help them recognize a drunk driver. The obse;;vable indications of 
dr~nkenness are sometimes subtle in drivers whose ability to drive is definitely im­
paired. The role playing technique and controlled drinking experiments are very useful 
in training officers to spot drinking drivers with impaired judgment. 

6 
Northwestern University Traffic Institute. 
InternationalAssociation of Chiefs of Police. 
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MONTH/YEAR Of XXX/XXXX 

OFFICER B!=ATI 

Total Speed 

1 .. I 148 I 34 
11l 1 Hill J 71 

Smith. T.F. 0551 

JO 
.... 47 , .. , 
0' 

McCormick T.F.1234 19. 4 

~y 

OFFICER ACTIVITY - TRAFFIC ENFORCEMENT BY VIOLATION 
SAMPLE POLICE DEPARTMENT 

ENFORCEMENT ACTIVITY 

Ri!#tt Drunk Drunk 

of Way Driving Ped. 

I I 35 5 2 

1 25 3 
, d ., 

4 3 

Medolo, R.K. 4579 I 8 125 23 4 3 8 \ 

TOTAL ~ 10780 832 56 234 110 

Figure 2 
Sample Report 

45 

Page 1 

OTHER CATEGORIES INCLUDE THE FOLLOWING: 

Following Too Closely, Lane Changing, Improper Turning, 

Improper Passing, Improper Starting, Improper Lane, Im­

peding Traffic, Pedestrian Right ~f W;y, Pedestrian Viola­

tion, Brakes, Lights, Other Equipment, Stop Signs, Stop 

Lights, Hazardous Parking~ Hit-Run, Other HazardOus, 

Weight, Size, Muffler, Smoke, Registration, Other Non­

Hazardous. 

.~ 

MONTH/YEAR OF XXX/XXXX OFFICER ACTIVITY - TRAFFIC ENFORCEMENT BY HOUR OF DAY 
SAMPLE POLICE DEPARTMENT 

Page 1 

OFFICER BEAT 

I. I I ,~ nME~ 11 
0001-

0100 

0100 

0200 

0201 

0300 

0301 

0400 

0401 

0500 

0501 

0600 

2301 

2400 

NOT 

STATJ:D 
TOTAL 

Smith, T.F. 0551 1 1 4 26 
Jones A.B. 0709 16 4 5 2 17 

Brown, F.G. 0789 28 3 5 14 
Johnson, K.D. 0998 7 1 2 

McCormick, T.F. 1234 19 12 

Stinson, P.H. 1256 29 9 16 29 

Dunn, S.M. 1279 13 5 7 20· 
Medolo, R.K. 4579 8 4 1 ~ 15 
Stein burg, R.D. 4580 6 620 

~ ~--+----+--
TOTAL i2 21 24 34 34 43 

Figure 3 
Sample Report 

----- -_. ----~ -- --- - ----
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Accident Investigation and Diagramming. Instruction should cover methods and 
procedures to ~e employed in investigating traffic accidents. Such topics as parking 
at the scene, questioning witnesses, observation of drivers •. checking of vehicles 
involved in accidents, checking the roadway, observation of signs and signals, and 
taking of measurements are important training areas. Special emphasis should also 
be given on the proper completion of accident reports, 

Traffic Direction and Control. A course covering the mechanics of traffic direction 
and control should include field training under the direction of an"f:!xperienced officer. 

, Stoppins and Approaching Violators. The safety of the traffic officer has been 
greatly jeopardized by ever-increasing traffic densities. Hostility 'growing out of 
social turmoil is also a serious personal safety consideration. Instruction must 
therefore be given in the proper methods to be followed when stopping a suspected 
traffic violator or a misdemeanant or a felon who is driving a vehicle. 

Traffic Engineering. Although traffic engineering is a profession which 
demands the completion of a technically oriented rigorous college education, there are 
suitable training materials written in easy-to-understand language which can provide 
police officers with an understanding of basic traffic engineering problems and solutions. 7 

Very often, substandard signals, signs or pavement markings, may be primarily , 
responsible for an unusually high accident experience in a particular location. Failure 
to give due consideration to such factors ca:n lead to faulty interpretation of vehicular 
accident statistics by officers involved in selective enforcement. For these reasons, 
traffic engineering concepts should be a part of the traffic officer1s education. In 
police jurisdictions which do not have support from a qualified traffic engineer, the 
inclusion of highway engineering principles in the training program is absolutely 
essential to the development of sound selective enforcement programs. 

Essentials of Enforcement Training 

Traditional traffic law enforcement training methods have emphasized technical aspects 
of the function. Todayl s social conditions, however, clearly reflect a need for increased 
attention to the friction potential in officer/violator contacts. The objective of a good 
training program must be to develop traffic officers who are: 

• Motivated to do the job 

• Technically competent 

7Institute of lrraffic Engineers, Manual of Traffic Engineering Studies, 1964 
3rd Edition. 
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Human relations oriented 

Success and public acceptance of selective enforcement ,programs depend, in great 
part, on replacing the image of the "rigid authoritarian b'affic cop"-where it 
exists-with that of a humanistic officer performing a nec~ssary public service. 

Police officials must be on guard against complacency in regard to the need for traffic 
law enforcement training and direction. Periodic printouts 'or tallies of each officer's 
enforcement activity will dramatically spotlight individual idiosyncrasies. Unless there 
is continuous supervisorial and management control, officers tend to focus their 
attention on just a few specific traffic regulations. More often than not they will issue 
citations for failing to obey stop signals or signs because the violations are relatively 
common and easy to spot. Other officers become defective-equipment specialists and 
confine their traffic ticket writing to o\'i>erators of vehicles with faulty taillights, 
mufflers, etc. 

A new or untrained officer's ability to recognize traffic violations and take appropriate 
enforcement action is greatly accelerated through the use of field training officers. 
Experts generally agree that good tpaffic officers develop a unique awareness to the 
dynamic traffic enviromnent while pa.trolling. The assignment of new officers to work 
as partners with an experienced traffic officer yields gratifying results in the 
development of this special skill. Quality control of field training requires supervision 
by a program monitor. This individual evaluates field training progress, corrects 
apparent training deficiencies and generally maintains the integrity of the program. 
Only the most highly qualified traffic enforcement oriented officers should be assigned 
as field training officers. 

Recognition should accompany the responsibilities assumed by field training officers. 
A formal letter of appointment from the agency head and special inSignia are inexpen .. 
sive forms of recognition which can be used to attach special status to the position. 

Admittedly, top quality training requires special skills and facilities which may be out 
of the reach of many police agencies. Video tape recorders and closed circuit tele­
vision systems are excellent, albeit expensive, aids to training. Wherever size or 
financial constraints make in-house training impractical, police officers should be 
encouraged through the use of incentives, if pOSSible, to attend specialized ltraffic 
courses featured by local colleges, zone police schools and institutes. 

Technical Implementation 

Visible Patrol 

Traffic patrol for selective enfol'cement must be visible patrol. Although ju,l3tification for 
concealment or the use, of unmarked vehicles may exist for certain situationl;, rationales 
for the use of unmarked cars for ge?eral traffic enforcement patrol are not readily 

I 
I 
'I 
1 

accepted by the motoring public. In some states distinctively marked patrol cars are 
required by law. The "fair play" concept was the initial reason state legislatures 
passed statutory requirements that traffic enforcement vehicles bear prominent 
markings. i. ' 

Visible patrol is a proven deterrent to the potential accident-causing violator. It also 
makes the officer accessible to motorists who need assistance. 

Electro/Mechanical Speed Measuring Devices 

~adar and other electronic or mechanical speed measuring devices have been a boon 
to law enforcement. Their relative infallibility has led to both public and judicial 
acceptance insofar as accuracy is concerned. Agencies using modern equipment to 
apprehend speeding drivers have benefited greatly by a reduction in the nu::aber of 
court appearances by officers. 

There are, however, pitfalls to be avoided by agencies using these devices. Improper 
and over:zealous speed law enforcement has kept alive the specter of speed traps in the 
minds of the public and legislators. If this concern over the 'manner in which technolo­
gical aids to enforcement are used' by the police is to be laid to rest, all agencies must 
operate within the following constraints. 

First, an understanding of the traffic engineering method by which speed limits are 
established is a prerequisite to a reasonable and fair speed enforcement program. 
This knowledge is necessary because posted speed limits are often set at unrealistic 
levels (either too high or too low). 

Prima facie po~ted speed limits are ordinarily set according to the "85th percentile" 
technique. Table 2.1 illustrates a mathematical formula for deriving the 85th . 
percentile from speed measurement studies. The engineering philosophy behind this 
approach is that 85 percent of all drivers will travel at safe speeds considering the 
road environment (surface, lane widths, cross traffic and weather). A large 
majority of the remaining 15 percent will exceed the posted prima facie limits by 
tolerable limits (5 to 8 MPH), leaving only a relatively small number of drivers 
traveling at truly dangerous speeds. 

In metropolitan areas composed of many police jurisdictions, uniform poliCies in 
regard to the a,ctual speed'which should trigger enforcement action are also of prime 
importance. A study of radar speed enforcement in a group of cities comprising a 
large metropolitan area revealed a gross differential in tolerance pol~cies or 
enforcement latitudes. 8 A hapless motorist, conditioned to certain enforcement practices 
in his home town could, under the circumstances exist:ing in the metropolitan area, 
travel a short distance into a neighboring city and be penalized for driving behavior 
which 'was acceptable in the jurisdiction he had just left. Coo:dinated enforcement 
policies are an important conSideration when setting up programs in population centers 
policed by multiple agencies. 

8 Bay Area Traffic Executives Committee (BATEC), California, 1962. 
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TABLE 2.1 

FREQUENCY TABLE 
FOR GRADE PERCENTILE DETERMINATION . , 

Classes';' 
;~J;.:.n;;.:t.;;,e;;..r~v;;..al;;..s;...:)_ 

96-100 
91-95 
86-90 
81-85 
76-80 
71-75 
66-70 
61-65 

Frequency 

3 
7 
6 
3 
3 
2 
3 
3 

30(N) 

To obtain the iS5th percentile, multiply as follows: 

Cumulative 
~rrequency 

30 
27 
20** 
14 
11 

8 
6 
3 

.85 x N = 25. ij . . .. 25. 5 equals 93.93 MPH (by interpolation) 

The median, I:>r average speed, is the figure above which half of 
the classes appear and half below. It is obtained by dividing the 
total frequenoy (N) by 2. The median also equals the 50 percentile 
and can be ob1tained by multiplication (.50xN) . 

,~ Each class consl.sts of speed measurements in increments of 5 MPH 
~,~" In this frequency table the median is the lowest grade in the 86-90 
class interval (86 MPH). 

Enforcement units with speed measuring devices should primarily be assigned 
as follows: (1) to rou:tes where the rising accident trend is accompanied by a persistent 
pattern of speed viola:tions; and (2) to neighborhoods where a citizen complaint of 
speed has been received. If sustained radar enforcement (one to two weeks on a citizen 
complaint and one to il:wo months on a high accident route) fails to markedly reduce 
the number of violaticilOs, the help of a traffic engineer should be obtained. Some 
officers assign,ed to Ii!adar en,forcement without explicit assignment directions will 
maintai.n. theirproducjtivity levels by "milkingll locations (i. e., radar enforcement for 
brief periods in areal!! which generate moderately high speed patterns for many years). 
This technique is not: selective enforcement anc;l it should be discouraged by traf~ic 
supervisors. 

Special Vehicle Enforcement 

Motorc:(cle. The solo motorcycle is uniquely suited to enforc~ment on . 
m.uUilane roadways carrying high density traffic. They are also especlally useful 10 

,-'.' -'------------

the presence of vehicle congestion whe:re their mobility remains relatively unimpaired. 
A patrol automobile can easily become trapped and ineffective under the Same 
conditions. 

The cost of training (which is considerable in terms of time), amount of intemperate 
weather, and nature of the traffic problem are all trade-off factors which must be 
considered when deciding on the extent to which solo motorcycles will be used in 
13elective enforcement. 

Helicopter. Like the solo motorcycle, the helicoptor has enforcement 
cB;pabilities which cannot be equaled by any other mode of transportation. Cost/ 
effectiveness, however, when the aircraft is exclusively devoted to traffic matters, 
:is exceedingly difficult to justify in most police jurisdiotions. 

Rotary wing aircraft are more often successfully employed in multipurpose 'aerial 
patrol programs. (See appendix for typical operating procedures in a multipurpose 
helicopter patrol program. ) 

Electronic Surveillance in Selectiv~ Enforcement 

The possibilities of using television technology in selective enforcement have not 
been fully exploited. The following is a partial listing of potential applications: 

23 

• Evidence of impairment ir:t DWI arrests. (See program description in Sha\pter 5. ) 

(. 
\\ 

• 

• 

Remot.e observation of driver violations on toll ways or toll 
bridges with appropriate enforcement follow-up at toll collection 
stations. 

':Driver violation studies. (See program description in Chapter 5. ) 

Genera~ Enforcement Policy and Procedures 

A sample highway patrol directive on enforcement policy is contained in the append/ix. 
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CHAPTER 3 

SELECTIVE ENFORCEMENT: STANDARDS AND RATES 

For years. professional police administrators have tried to establish a set of standards 
wh~reby the effectiveness of their traffic law enforcement programs could be measured. 
It was anticipated that warrants, similar to those developed by traffic engineers, could 
trigger or justify enforcement against selected violations. This admirable objective 
has not yet been attained, and there is reason to believe that easy-to-use rates or form­
ulas for enforcement evaluation purposes will always have limited validity. The 
measurement of cause and effect in any situation involving human. mechanical and 
environmental factors is an enormously complicated task. If selective enforcement 
studies are to mean anything, they must be managed by trained and experienced statis­
ticians using advanced statistical techniques. 

Rates 

While it is true that some rates have been articulated by traffic safety profeSSionals, 
the scale of measurements is merely the product of an official consensus. based on 
empirical observations and subjective experience. Most texts, when quoting the 
rates. disclaim their validity as standards by stating that they represent generally 
the best informed opinions. 

Enforcement Rate. This rate, more often referred to as the Enfor.'cement 
Index. is expressed as an equation: 

Conviction with Penalty for Hazardous Moving Violations 
EI = Personal Injury and Fatal Accidents 

The minimum effective rate is declared to be 20. 

In theory. the rate is set at a point where additional enforcement fails to produce a 
corresponding decrease in motor vehicle accidents. This is assumed to be the point 
of diminishing returns beyond which the application of enforcement is n9t warranted. 
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Two problems severely limit the usefulness of the Enforcement Index: (1) it cannot be 
applied by agencies with a small accident data base; and (2) it presumes a cause and 
effect relationship without due consideration to other fact('lrs which influence traffic 
accident statiStics. 

/ 
j 

Use of the Enforcement Index has been supplemented by more modern statistical 
methods which are now used to analyze the impact of enforcement on accidents. 

Accident Reporting .Ratio. The' generally accepted proper reporting ratio is 
1:55:200 (55 personal injury accidents per fatal accident, and 200 property damage 
accidents p.er fatal acCident). Law enforcement and traffic engineering professionals 
recognize the importance of a numerically adequate accident data base and support 
this formula. Wbenever the property damage accident rate drops substantially below 
200, it can be concluded that the agency is not providing an adequate level of service 
to the motoring public and that the accident statistics will not furnish enol:1gh infor-
mation to analyze the traffic problems. ' 

'r: 

Accident Arrest Rate. '17he recommended rate of 55 arrests (or citations 
issued) per 100 accidents invest;lgated~is virtually impossible to attain in many urban 

. ~ . . . 
jurisdictions Which must limit the time officers devote to the less serious accIdents. 
However, if relativelyrninor crashes, which are merely recorded on a collision 
report, are not defined as "investigated" accidents, even the busy, big city depart­
ments should be able to meet or exceed this rate. 

A refinement of this rate considers the number of persons arrested or dted per 100 
investigated accidents. The recommended level of 60 is attainable by most juris­
dictions when only "investigated, " and not "reported, 11 collisions are counted. 

Hit-and-Run Clearance and Arrest. These rates are 85 and 80, respectively, 
per 100 cases reported to the police. Both are set very high, particularly since 
court decisions, beginning with Miranda, have altered the art 'of police interrogation. 
A new survey is needed to establish more realistic arrest and clearance rates for 
hit-and-run cases, A limited number of inquiriesS designed to sample current rates 
has suggested that 60 percent would be a more appropriate rate. This percentage 
figure can be attained by even the urban d7fartments if they develop and talte .advan-
tage of computerized known vehicle files.1 . 

9Five West Coast cities ranged from a low of 30 perc~!'~t to a high of 60percetlt 
hit-and-run clearance rate. 

10The known veh!cle file is a listing of all cited vehicles over a 90 or 120-day period. 
The data is organized so that it can be a,ccesSed by any number of vehicle description 
factors. The known vehicle file comp1,l.ter, for instance~ can provide a list.ing of all 
white Fords, a listing of 1962 white Fords. ora further refined listing of 1962 white 
Fords if any of the license digits are known. 

\\ 
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Conviction Rate for Accident and On-View Arrests and Citations. This rate of 
95 percent. although set very high, is usually attainable wherever the court system 
gives a:PP'ropriate attention to traffic problems by creating a sufficient number of 
special courts to handle the volume of traffic cases. If the rate drops below the stan­
dar'd, it usually means that officer training in courtroom 'presentation and case prep­
aration is needed. 

It must be acknowledged that these l1rates, II discussed above, have only a limited 
utility, and they cannot be considered validated standards. 

Safety officials who continue to seek "standards" which would 'provide an easy way to 
measure their traffic enforcement efforts must reconcile themselves to the fact that 
such l1 s tandards" do not exist. States, cities, police policies, training, resources. 
weather, roads, traffic densities, and laws are not standard from one jurisdiction 
to another. Any attempt to establish criteria, rates, etc., which would be valid for 
comparison 'purposes is predestined to fail. 

Other Statistical Techniques 

There are, however, statistical techniques which, when used with carefully designed 
base line data, will permit the evaluation of the effect of new safety programs or iden­
tification of program needs. 

The accuracy of conclusions based on traffic accident and enforcement analysis is 
largely dependent on the existence of a sizeable data base and access to automated or 
electronic data processing equipment. The measurement and reporting of increases 
or dE~creases in the recorded data is a'simple task once the relevant data items have 
been, defined. The analytical task becomes much more complicated, however, when 
it COlrnes time to declarE:: whether or not the increase or decrease is Significant and 
what factors contributed to the change. 

Idiosyncratic variations in accident levels at isolated locations can ordinarily be . 
ascrilbed to environmental changes which are unrelated to traffic law enforcement. 

WheIlI a traffic accident increase displays an area or line pattern, the prooability of 
incre!ased enforcement activity being needed may be assumed. 

If there are no important seasonal environmental or engineering changes affecting the 
figure, a closer look at the violation patterns and the development of an enforcement 
strat1egy is in order. 

In order to determine .the significance of traffic accident patterns,! the base line data 
'ishould be organized intocol1ision sub-lists. A description of six listings which are 
basic to traffic analysis follows. . 
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Intersection Accident Frequency (Table 3.1). Intersections are listed in order 
of descending frequency. A minimum of three year's' experience should be shown for 
comparison purposes. Intersections with insignificant frequencies (less than four 
accidents annually) can be droppeCi from the list. 

TABLE 3.1 

SAMPLE CITY - 1970 TRAFFIC ACCIDENTS 
RANKlNGS OF INTERSECTIONS BY ACCIDENT FREQUENCY 

Number of Accidents 
Position Intersection 1970 1969 1968 

1 14th St. & Grove St. 31 31 22 
2 Peralta Oaks Blvd. & Helen St. 31 24 19 
3 '7th St. & Broadway St. 31 20 33 
4 Market St.' & Athens St. 30 30 26 
5 14th St. and Broadway St. 29 18 22 
6 Haven St. & Fen St. 24. 25 16 

Intersection Accident Rates (Table 3.2). All of the intersections appearing on 
the Intersection Accident Frequency Report will also appear on this listing. They will 
be arranged, however, in different order according to their relative accident rate. 
The accident rate is expressed as accidents 'per million vehicles entering the inter­
section. Obviously, i.';'ongestion will influence the number of accidents. This listing, 
by taking into account the relationship of volume to accidents, helps equate the low 
volume intersections with more heavily traveled intersections. (The relevance of 
volume is mostly confined to the busier intersections and for this reason intersections 
having less than eight accidents per year should not be included on the list. ) 

TABLE 3.2 

SAMPLE CITY - TRAFFIC ACCIDENTS. 
RANKlNGS OF INTERSECTIONS BY ACCIDENT RATE* 

Rate Number of Accidents 
Position Intersection 1970 1969 1968 1970 1969 1968 ----

I Peralta Oaks Blvd. & Helen St. 3.86 3.45 1. 15 .21 14 5 
2 Oak St. & Madison St. 3.81 1.11 1. 45 10 2 5 
3 22nd St. & Grand St. 3.60 1. 01 .45 1\9 2 1 
4 Market St. & Broadway st. 3.11 2.85 1. 90 ;~ 6 4 
5 Grand St. & Loop Blvd. 3.10 2.40 1. 97 2\~ 20 17 
6 Maple St. & Park St. 2.94 2.35 1.82 11.'. 16 9 

*Based on accidents per million entering vehicles. (Only intersection~i with eight or 
more accidents. ) 

"Alpha~etical Inte:-section Accidents (Table 3.3). This is Simply a printout of 
all acc1dents m alphabehcal order. In very large cities it is desirable to elim" t 
f th 1" t" 1 "" mae rom e 1S mg ocahons W1th three .or less accidents. It is very helpful in d li 

"th "t" 1 "t b ea ng r ~1 C1 1zen comp am s a out allegedly dangerous intersections. 

TABLE 3.3 

SAMPLE CITY - 1970 TRAFFIC ACCIDENTS 
ALPHABETICAL INTERSECTION LISTING 

Accidents Frequency Rankin~ 
Intersection 1970 1969 1968 1970 1969 1968 

1st St. & Aaron St. 4 5 .1 283 287 592 
1st St. & Apple St. 2 4 3 528 :W5 421 
Ist.St. & Alta St. 2 1 8 565 561 43 
1st St. & Broadway St. 5 7 2 178 95 489 
1st St. & Boston St. 5 8 4 170 37 265 
1st St. & Charles St. 2 4 7 522 264 87 

'Classified Street Accident Rates (Table 3.4). This listing groups accidents 
by routes which consist of the important through streets. They are classified as 
prime arterials, major streets, and collector streets. The route limits are dis­
,tanc:s between i~te:-ce~tions of the classified streets. Supplementary information 
prov1ded by the listmg mcludes route length, traffic volume, number of accidents 
accidents per mile and accidents per million miles for each route secti<?n. ' 

ode: 

TABLE 3.4 

SAMPLE CITY 
1970 ACCIDENT RATES ON CLASSIFIED STREETS 

Accident 
CL MI ADT Rate 

1st Ave. /14th St. - 15th St. M .07 2000 19.52 
1st Ave. /Broadway St. - Telegraph St. M .07 4000 9.76 
1st Ave./Frank .st. - Washington St. M. .07 4500 8.67 
1st Ave. /Hano St. - 40th St. M .07 5000 31. 23 
1st Ave. /22nd St. - 32nd St. P .25 11000 9.94 
1st Ave. /Bend St. - Front St. Q .05 '7000 .00 

MI ~ Number of Miles, ADT = Average Daily Traffic, CL = ClaSsifications 
(M - Major, P - Primary, C - Collective) 

; \ 
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Accident Rates by Street Classification (Table 3. 5 ). All classified. streets 
(prime arterial, major. collector) and unclassified streets have their cv:inulative 
accident experience reported on this list. The accident figures are jur.'isdi~tion-wide 
averages. By comparing these rates with the specific classified street route rates, 
significant deviations from normal experience can be spotted. Analysis of the 
particular violation pattern on the high-accident routes will then shape the selective 
enforcement effort to be applied. 

TABLE 3.5 

SAMPLE CITY' 
1970 ACCIDENT RATES BY STREET CLASSIFICATION 

Vehicle 
Class MI ADT Mi. Daili ACC Acc. Mi. Acc. Rate 

(MVM) 

Prime Arterial 41. 27 18400 760000 918 22.24 3.30 
Major 219.0~ 12600 2754000 7122 32.52 7'.06 
Collector 250.84 4000 995000 3293 13.13 9.04 
Unclassified 1227.00 700 807000 4238 3.45 14.34 

Classified Streets/Above-Average Rates (Table 3. 6). Programming a print­
out of all routes with above-average accident rates greatly simplifies the task of 
identifying routes with Significant deviations from normal. 

TABLE 3.6 

SAMPLE CITY 
1970 ACCIDENT RATES - CLASSIFIED STREETS 

WITH ABOVE-AVERAGE ACCIDENT EXPERIENCE* 

Route Miles ADT Veh Mi ACC 

Prime Arterials 53.46 19700 1074000 1,341 
Averaged 

Mission St. /Rand 
to Helen .73 66100 48253 69 

Major Streets 
Averaged 234.98 12600 2956000 7587 

7th St. /Broadway 
to Oak 2.13 9100 19383 94 

nly one example shown in each street classification 

Acc. Rate 

3.41 

3.91 

7.00 

13.25 l"~ , 
~. ~ 

f} 

f~ ~; 

The ;,outes with above-average accident rates~e the pointers or triggers for selective 
enforcement. The data processing system will then, when properly programmed pro­
vide the type of violation and time distribution of accidents on each route which i; 
selected as a target for selective enforcement. Armed with this kind of information 
the traffic police administrator can sy8tematical~y and efficiently assign his traffic ' 
enforcement units, identify the principal violations requiring enforcement emphasis 
and favorably influence accident rates. ' 

It 
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CHAPTER 4 

IMPLEMENTATION OF 

SELECTIVE TRAFFIC ENFORCEMENT 

The primary purpose of traffic laws and traffic law enforcement is to regulate traffic 
flow, reduce traffic a('~idents, and make streets and highways safer for drivers and 
pedestrians. This is accomplished by directly and indirectly controlling driver 
behavior and attempting to assure their compliance with traffic laws and ordinances. 

The regulation of traffic and the prevention of accidents are, of course, major 
responsibilities of the police. and fulfillment of these responsibilities is largely 
dependent upon the active participation of patrol officers as well as those assigned 
to specialized traffic enforcement units. 

The. majority of highway and street users voluntarily comply with traffic laws, but 
there will always be some who ignore their responsibilities. The opportunities to 
violate laws are so numerous that the ideal goal of achieving full compliance by 
society is practically im.possible to achieve. Therefore. traffic enforcement should 
be broadened to include all those actions that the police can take to bring about the 
desired results in traffic safety. The degree of success in controlling today's massive 
highway system depends upon the quality and quantity of services to the public designed 
to facilitate traffic flow and provide maximum safety. Therefore, it is imperative 
that selective traffic enforcement techniques be applied to assist in bringing about 
the desired results and objectives. 

Accurate and c.omplete accident frequency data must be available to determine the 
amount of selective enforcement needed in a community. If proper investigative and 
reporting procedures have been developed and an adequate information storage and 
retrieval system is available. effective analysis of da:ta is possible. 

Before a selective enforcement program is implemented, analysis and evaluation of 
all pertinent data should occur. including discussions with police personnel familiar 
with high-accident frequency locations. Such evaluations will permit factual deter­
minations as to when and where selective enforcement is necessary to reduce the 
causes of accidents and improve traffic safety. 
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Selection and Training of Personnel 

Personnel selection is of paramount importance in developing a selective enforcement 
program. Prime eonsideration should be given to those" officers who show a special 
interest in traffic safety, and have a deal' understanding of the need for effective 
enforcement of traffic laws. 

Personnel with above-average qualifications should be given top consideration in the 
selection process. Those interested in traffic safety and have displayed the ability to 
communicate with the public would be an asset to an enforcement program. Other 
assets would includ,e a working knowledge of motor vehicle mechanics, familiarity with 
psychological and physiological reactions of operators and pedestrians in crucial 
situations, and a general knowledge of thE>. conditions and characteristics of the area. 

Officers selected for assignment to a selective enforcement program should be given 
thorough training in all those procedures designed to reduce the number of accident 
causing violations. Training in accident investigation diagramming, traffic direction 
and control, stopping and approaching violators, and traffic engineering is essential 
for selective enforcement officers. Officers must be trained to recognize violations 
and instructed in the elements of each offense. Apprehension of speeders and 
drinking drivers also requires special training .. 

. The development of a selective enforcement program will require special equipment 
to aid tt'affic enforcement officers in accomplishing program objectives. Adequate 
training in the use of such equipment should be included in the training program. 

Enforcement Techniques 

Visible Patrol 

In order to achieve greater compliance with traffic regulations and to make selective 
enforcement more effective, traffic units should participate in visible enforcement. 
Visible enforcement is a deterrent to criminal activity as well as to traffic violators. 
A motorist assesses his driving habits at the moment he perceives a police unit. Un­
like the sitting-in approach, moving patrol provides a greater deterrent effect because 
the police vehicle is observed by a large number of drivers. 

In some s.ituations, visible off-street observation in strategic locations has some .value 
in traffic enfor:.l"~ment. When conducting off-street observation, it is important i:~ park 
the patrol vehicle legally. Deliberate violations by patrol vehicles must be avoided. 

When conducting visible patrol, officers often establish patterns in their patrolling 
procedures. Methodically, the officer goes from one end of his beat to the other 
appearing at the same place at the SU-'lle time each day. This practice should be' 
avo~d.ed. Set patl·.o~ pa.tterns permit motorists t.o anticipate police presence at a given 
locahon at a speclflc hme and they regulate thelr driving conduct accordingly. To 
overcome this problem, random patrol procedures should be employed. This has the 
affect of creating the belief that the police are everywhere. 

Active and visible patrol affords better supervision of traffic and, since a greater area 
is covered, an increased deterrent effect results. By maintaining visible patrol during 
peak accident periods, traffic accidents can be decreased and accident-causing violations 
reduced. 

Active, visible enforcement creates the belief in the mind of the driver that if he violates 
the law, he will be caught. 

Violator Detection 

An efficient traffic enforcement officer should not only be able to recognize a violation 
that is ~ommitte.d ~n his ~res:nce, but to detect the driver who is going to violate, 
or who 1S commlttmg a vlOlahon that cannot be detected without stopping the driver and 
invastigating .. 

When a patrol officer detects a potential violator and maneuvers so that he can observe 
and apprehend the violator, other motorists witnessing the apprehension, will draw 
appropriate conclusions regarding the efficiency of the patrol. 

Assignment Techniques 

ASSignment of selective enforcement personnel should be made in such a manner that 
the public will believe that patrol units are omnipresent. Accident data will help to 
determine the type of assignment, whe'i:her it be line/linear patrol, area patrol, or 
point/ spot assignment. Generally, point / spot assignments produce better results if 
they will be observed by a greater number of people than a moving patrol unit. 

In order'to attain a high level of enforcement, consideration must be given to a number 
of factors including the area to be enforced, the kind of traffic, types of accidents 
and the times the accidents occur. These fa(;tors must be known before methods 'of 
enforcement can be determined. 

The squad concept is an effective method of assigning personnel to selective enforce­
ment tasks. Under this system, supervisors and patrol personnei work togethel' -
on the same shift, and rotate together with 'the same days off. 

.. 
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if the supet-visor and officers function as a team, their efficiency and effectiveness 
are greatly enhanced. 

Types or Deployment 

Selective enforcement is accomplished through the deployment of personnel in several 
types of patrols: 

• 
• 
• 

Linea~r 
Moving patrols 

Area 

Point/ spot Stationary assignment 

Linear or line patrol is the assi.gnment of personnel on a street or highway from one 
point to another fixed point. Patrol units move between the two points concentrating 
on the pr-ime accident locations in their efforts to apprehend motorists committing 
accident-causing violations. ~ 

Arca patrol is the assignment of selective enforcement personnel to an area which may 
include several streets or highways. It may be re{erred to as a beat patrol but may not 
have the same beat configuration established for routine policepatr·ol. Personnel 
assigned to urea patrol should move about the entire area placing particular emphasis 
on those locations where the frequency of accident-causing violations is high. Moving 
patrols in selective enforcement are effective when this type of assignment will be 
observed by a greater number of motorists. 

Point or spot assignment is most effective in selective enforcement when the accident­
causing violations are concentrated at a single location, or when a stationary post will 
be observed by a gr-eater number of street/highway users. 

Temporal Assignment 

Specialized units requir.e substantially the same type of operational data as those units 
assigned to perform in a generalist capacity. The significance of information utilized 
by specialized ,units for Ptlrposes of resourc.e allocation is the emphasis placed on a 
specific pro;Jlem. In the case of ,traffic law .enforcement the. real problem confronting 
the police e:li!ecutive is reduction of the accident frequency. 

To determine the extent of the problem, complete accident reporting is c;Jesirable. To 
be effective, as it concerns traffic manpower distribution, the. day of week and the 
hourly distribution of accidents must be clearly identified. One year's experience 
should be examined in order to provide data that includes all seasons of the year. 
This is important because of the variation that occurs as a result of weather, 

population shift, increase or reduction of traffic volume, etc. 

AS.Signment of avail~ble units should be such that .at a~y given hour the percentage of 
urnt.s on duty ~pproxl:nates the percentage of accident experience, i. e. perfect selective 
aSSignment Will reqUlre exact matching of the hourly percentage of accidents and the 
hourly per.cent~ge. of units on duty. Asa practical matter this is impossible but should 
be sought 111 pnnciple. Of course, the more units available the closer the matching 
can be accomplished. 

There are two ideal conditions in the temporal assignment of traffic manpower. 

1. There will be enough personnel assigned to complete all required 
police traffic assignments. . 

2. Available traffic personnel will be distributed in time exactly 
in proportion to need. 

Most police traffic operations fall short of these ideals. 

The assignm~nt of police traffic services personnel by time is complic'ated by a number 
of factors WhICh must be taken into consideration. Some of these factors are: 

! 
" There is a fluctuation in the demand for police traffic services 

• 

• 

by hour of day, day of week and in some cases, months of year. 

There is a difference between the gross manpower employed 
and the manpower available for routine assignment. 

Police availability is fUrther reduced by leave time, court time, 
t;raining time, special assignments, etc. 

The first proc~dure in the temporal assignment of traffic personnel is to determine 
t?e hourly variation in acc.ident frequency iworkload). This involves the extraction of 
hme of accident frequency and the times of occurrences are'tallied by hour of day. 
T~:\percentage of the total daily workload for each hour is then .computed. 

Second~y, the optimum distribution of manpower must be determined. The objective 
of traffic personnel distribution is to keep the disparity between work and assigned. 
m~npow:er to the absolute minimum. This is done by first establ~shing reasonable 
ShIft change times. Shift changes should be accomplished when traffic problems are 
stable or declining.. Experienc.e suggests shift changes between 6 a. m. and 8 a. m. , 
2 p. m. and 4 p. m. and 10 p. m. and 12M. . 
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The median percentage of workload for the resulting eight-hour spans of time is 
computed. This percentage applied to the available manpower will determine the 
number of men to be assigned for the period in question. For example if 20 percent 
of the accidents occur during the 4 ~o 12 shift and 50 men are available for assignment, 
ten should be scheduled towdrk the 4 to 12 shift. . 

See Graph 4 1 for example of unit assignment by time compared to accident frequency. 
Other examples of two and three unit assignment are shown in Graphs 4.2 and 4.3. 

Geographic Assignment 
Ii 

The assignment of personnel by geographic area is a condition impose,d by the necessity 
to provide pClhce traffic services over an extended jurisdiction. Ideally, there will be 
enough personnel to provide for all called-for and on-view services and provide a full 
measure of preventive traffic patrol. Personnel should be distributed by area in 
proportion to the existing need in each area. Again, most traffic police operations fall 
short of these ideals. Improper assignment procedures weaken traffic patrol effective­
ness. /' 

The jurisdiction should be divided into sections so that traffic units available for assign­
ment will have an equal workload. Areas will change as the number of available units 
increases or decreases. For example of geographic assignment c1ee Maps 4.1 and 
4.2. 

Continuous assessment and follow-up is necessary in order to maintain area distribution 
on an effective basis. Full use of officer activity reports, enforcement statistics and 
accident data is required. 

Use of Traffic Accident Analysis 

Assignment of Priorities 

Assigning priorities as to the kinds of violations needing attention by enforcement units 
is critical to the success of the selective enforcement program. The objective is to 
obts\in the kind of enforcement effort wl1ich is directed toward violahons in proportion 
to which they occur in accident situations. Meeting the obj~ctive depends upon making 
the best use of good accident facts and properly processed enforcement data. For ' 
example data should be evaluated after being viewed in proper perspective. See Table 
4.1. 
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Example of One Unit Assignment 
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Example of Two Unit Assignment 
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~xample of Thr~e Unit Assign,men~ 
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Map 4.1 

EXAMPLE OF GEOGRAPHIC ASSIGNMENT 
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TABLE 4.1 

Accide~t Violations Violation Arrests 

Percent Percerit 
Numbel: of Total Number of Total 

Speeding 500 50 1,000 20 (Low) 

Stop Sign 1'00 10 3,000 60 (High) 

Improper Turns 100 10 600 12 (Adequate) 

Improper Passing 300 30 400 8 (Low) 

1,000 TOo' 5,000 100 

ma be si nificant variation in one area compared with another 
In somfethcase.~ th~r:o th: distri~utibn of the typE' l)f accident-causing violati~ns. Such 
area 0 e Cl y a . . f al and urban areas. ThIS problem 
differences are usually f.ound lnhcomPharlson:s °a ~up~cial problem and matching data 
can be resolved by treahng eac suc area 
on an independent basis. 

Accident Patterns and Violations Analysis 

. . d 1 ent atterns for selective enforcement The procedure for establishmg ophmum ep oym p. . Although the data 
. f b th 1 rge and small pollce agencIes. 

is substanhally the same or f 0 ~ d entries on tally sheets to sophisticated computer collection method may range rom an 
programs, the information is basically the same., 

The second pro~edural ~tep i~:::~~i:~:: ~::f!i~o a~;;::;~:ea~e;~ :~:il;:u!~:tl~.ca~:l:ctive 
~~;~:~:~e~h:n~~O:::~~O~eg:~Signed to areas reflecting the greatest concentration of 
accidents. 

The concluding procedural step is analyzing traffic accident reports. For seleCtiv:
s 

' 

enforcement purp?ses th~S procedurde is .tdo alidenti~t.~:!eg:~~~:n~a~~~u~~~:!::: t:force_ 
of violations r-ilusmg accIdents. Un er 1 econ 1 1 • ' 

ment action and violations in accidents would be antiCIpated. 

The first two steps alone in accident analYSis provide at least the information necessary 
to deploy selective enforcement manpower intelligently. (Adjustments should be 
made to compensate for radical changes in traffic patterns caused by tourism, 
spectator sports, or extreme weather conditions. ) 

If selective enforcement units are not used, these two steps determine where and when 
the beat officer should concentrate his effort. The third procedure makes possible 
the identification of e¢orcement actions which will yield the greatest returns by 
modifying accident-causing behavior. 

Traffic accident spot maps have long been recogni~ed as valuable tools in city, county 
and state accident prevention programs. The primary purpose of a spot map is to aid 
in the identification of high accident locations and areas. It furnishes a quick visual 
index to concentrations of accidents which warrant detailed analysis. Many police 
administrators prefer to keep several different spot maps for the same period. 
Maps are broken down by time of day, kind of accident, type of vehicle, and other 
pertinent information. Experience suggests that the greate'r the mass Of information 
compiled on one map, the more accurate the forecast will be. 

It is impossible to predict exactly when and where. accidents will occur; making close 
approximations is the best that can be expected. Law enforcement cannot expect to 
match precisely their enforcement with accident experience by time, place or type 
of violation. This suggests that a single spot map, kept for a long period of time 
will show Significant accident experience and distribution. This type of map is better 
than several different maps or maps for short periods of time that will give inadequate 
and possibly false pictures of what may be expected in the future. A spot map does not 
replace. but rather, supplements a location file of reports and is therefore only one of 
the tools in studying hazardous traffic locations. 

In addition to the maintenance and use of accident spot maps and location files, a correC!t 
interpretation of accident statistics is essential. Through the use of these several 
tools it can be determined with some assurance where the high accident locations are 
and what are the peak periods of the day and the week. Subpeaks and low volume 
accident periods are also clearly identifiable. Those violations associated with 
accidents and how they compare in frequency will also be disclosed. 

Police administrators will be able to obtain the necessary data to attack the accident 
problem through enforcement if they can achieve: 

• Maximum accident reporting by the public 

• Thorough and complete investigation by officers 

• Intelligent and orderly analYSis 
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With the data compiled from reports, the administrator must decide what manpower 
is available for selective enforcement activities. The ad.ministrator must clearly 
establish through -::arefully expressed department policy, al'!d through command and 
supervisory personnel, that selective traffic law enforcement activities be given 
prime consideration. 

Manpower allocation should be utilized where it can best fulfill the need. It is a 
budgeting of time, effort and ability so that a department can obtain the optimum effort 
from its manpower. ' 

Evaluation of Selective Enforcemet:lt Efforts 

Effects of Enforcement 

Observational Effect. If. F.- driver sees a police officer or identifiable police 
vehicle he is reminded that he must obey the law or suffer the consequences. Few 
drivers violate traffic laws when they.are in the presence of a police officer. The 
officer is a symbol of authority that inhibits certain types of driving behavior. While 
he is present, the risk of being apprehended and penalized for his violation is high. 
How long this effect will last after the officer leaves the immediate vicinity depends 

upon: 

• The strength of the symbol of enforcement authority 

• The frequency with which the driver sees suc~ symbols. 

The strength of the authority symbol is determined principally by what enforcement 
officers do. If they take action each time a violation is observed, the deterrent effect 
of seeing an officer tends to be high and more lasting. If action is infrequent, it is low 
and short-lived. The frequency of observation depends, of course, on how many police 
officers are available. 

By Reputation. The long-range effect of enforcement programs in a community 
create general beliefs concerning P,91fce and enforcement which do not depend directly 
upon seeing a police officer. If enforcement is steady and active over a long period of 
time, drivers develop the feeling that the risk of being apprehended at any time is high. 
If the estimate of risk is high, drivers do not take chances frequently. As a result, 
long-term changes in the driving habits of the community gradually begin to take place. 

, 
It is the "influence by reputation" that enforcement strives to attain. It is usually 
these long-range effects which lead to perma~ent improvements in the driving habits 
of a community. 

The type of traffic has a great deal to do with the effectiveness of enforcement effort 
Long-term driving habits are usually affected most by the enforcement climate which 
exis~s in the community where the driver lives and works-not where he is driving 
at the m?m~nt. Th~s, if, a g:eat majority of traffic on a given highway or in a given 
commuruty IS tranSIent, It WIll be more responsive to director observational effect 
than to the reputation for enforcement action. 

The amount of enforcement determines the effectiveness of both immediate and long­
range enforcement effort. The amount of enforcement may be measured in two 
different ways: 

• The number of police officers or patrol units patrolling in a given 
community at any time. 

• The frequency with which actions such as arrests, citations or 
warnings are taken against drivers who commit violations. 

The number of police officers visible determines the frequency with which drivers 
are reminded of the presence of enforcement authority. The frequency of enforce­
ment action d~termines the strength of the reaction to the symbol of authority. Both 
play an important part in the development of long-range enforcement efforts. 

How enforcement is applied helps to determine its effectiveness. Certain kinds of law 
v~olati.ons are ,more ha~ardous than others in terms of producing accidents. By 
dIrectIng speCIal attentIon to such violations, specific changes in dr'iving behavior can 
be effected. Violations are more plentiful at certain times and places, as are 
accidents. The application of maximum enforcement effort at the times and places 
where violations are most plentiful makes the most effective use of available enforce-
ment units. ' 

Evaluating Selective Enforcement Activity 

Once a traffic selective enforcement progdnn has been implemented. periodic 
evaluations should be conducted to determine if enforcement efforts have been fruitful. 
Tabulation of all accident information including traffic violations and other pertinent 
data necessary to analyze the accident picture should be accomplished. 

After an analysis of the accident data is completed, then a thorough evaluation of the 
enforcement activity including warnings, verbal and written, and citations should be 
aC~9mplished. When a complete tabulation of selective enforcement activity has been 
compiled, then the selective enforcement program can be evaluated. 

/: 

A comparison of work required, (reledive traffic enforcement) against work accomplished 
(traffic enforcement efforts) will determine the results of a traffic enforcement program. 

47 

", f 



) 
i' 

-" ~-- -'SWSiif W'W'Wzrra;;rnm;W'7WEFWZP'Fumrr:J·:;=;-, ~. -. 1-

48 

If the results of 8\ traffic selective enforcement program has not produc.ed results after 
the sec.ond evaluation, then an evaluation of program implementation should be ctete'rmined 
and proper adjustments made to accomplish the mission established Jor the enforce-
me'nt unit.-_" • ' 

Illustrated on the following pages are samples of selective enforcement forms Y'lhich 
can be used to record accident ahd enforcement data for analysis purposes: 

tyear 
rrype of AcCident 

Fatal 
Non-Fatal Injury 
Property Damage 

Total 

Year 
Violation 0/0 

MHV Arrests 
MHV Written 

..... ;. 

Warnine:s -
Ar rests at Scene 

of Accident~ 

Total 

SELECTIVE ENFORCEME,NT 
FORMS 

MONTH 
,~-----------------

SCHEDULE" A" 

1971 '1972 

Iyr. to Date IYr. to Date 

1971 1972 

1% Yr. to Date % % Yr. to Date 

. 

" 

, 

( 

.:.:) 

Month & Year 

i,1 
~'- 0-_ 

J 
L Viol.ation 

Speed 
Right of 

Way 
Improper 

Passing 
One Way or 

Wrone: Way 
StoE Sign 
Improper Lane 

Usage 
Traffic Sie:nal 
Following too 
j' Closely 

Imegal -
Improper Turn 

Failure to 
Signal 

Driving While 
Under Tre 
Influence 

Improper 
. Backine: 

iOther 
Brakes - Lights 

-
'Total 

SELECTivE ENFORCEMENT 
FORMS 

MONTH ----------.,_ .. 

SCHEDULE "C" 

1971 1972 

Accidents Enfor~ement Accidents Enforcement 
No. % Ncf. % No. ' % No. % 

:' : 

" ,;\ 
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Month & Year 

SELECTIVE ENFORCEMENT 
FORMS 

MONTH _______ _ 

SCHEDULE "D" 

1971 1972 

Accidents Enforcement Accidents Enforcement -
Time of Day No. % No. % No. 0/0 No. % 

M - 12:59 
1:00 AM- 1:59 
2:00 AM - 2:59 
3:00 AM - 3:59 I 

4:00 AM - -4:59 _. 
5:00 AM - 5:59 
6:00 AM - 6:59 
7:00 AM - '7:59 
8:00 AM - 8'59 

9~~9 .-
9:00 AM -

10:00 AM - 10:59 
11:00 AM - 11:59 
12:00 N - 12:59P 

1:00 PM- 1:59 .. -
2:00 PM - 2:59 
3:00 PM - 3:59 
4:00 PM • 4:59 
5:00 PM .. 5:59 ,.... 
6;00 PM .. 6:59 
7:00 PiVl .' 7:59 
8:00 PM· 8:59 
9:00 PM - 9:59 
0:00 PM - 10:59 

11;00 PM - 11:59 

Total 

Year & Month 1971 1972 

Accidents Enforcement Accidents Enforcement 
Day oi' Week No. % No. % No. % No. % 
Monda 
Tuescia'~-----#-----+----~--------+-------~----r---~~---------+-----------1 

Total 

-' 
" ~----- -~ ---::-- -

-<'<'-';~-;' 
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CHAPTER 5 

MANPOWER ALLOCATION AND DISTRIBUTION 

Careful analysis of motor vehicle traffic accident frequency at specific locations will 
reveal certain patterns and trends. A determination of problem areas can be developed 
quickly with the use of measures already discussed. 

Enforcement activity must occur at those times and places where accidents are frequent 
and action should be taken against those violations which contribute to the collision fre­
quency. Arbitrary assignment of traffic police officers to broad, general areas is in­
efficient and ineffective. The basi..::: "consumed time" concept which is employed in the 
allocation of general patrol resources is the same as that utilized for selective enforce­
ment. 

Relationship Between Traffic and Pah'ol Activity 

The major thrust of this manual is directed toward the police role in accident prevention 
and police traffic services. Specialized resource allocation was discussed in the 
previous chapter for utilization by those agencies with traffic divisions, bureaus, etc. 
For those departments not able to specialize to the extent that a separate and distinct 
traffic unit can be "fielded", a general manpower allocation and distribution scheme is 
presented in this chapter. 

Over 37,000 police departments in the United States report that they have 100 police 
personnel or less and over 31,000 indicate a total sworn personnel strength of less 
than five. (See U. S. Bureau of CensTls Table. ) 

Traffic operations, as an integral part of the enforcement system, i1'3, in fact, a non­
separable element. On this prernise, we will proceed in what we consider a practical 
approach to police rrnnpower resource allocation. 
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SIZE OF POLICE DEPARTMENT BY UNIT 
OF GENERAJ,..t..OCA:L GOVERNMENT, 1967 

General units of governments No. of Percent No. of police 

having Gov. Units of Total personnel 

0-4 full-time eqlHvalent 
policemen 31,442 82.3 14,884 

5-9 full-time .equivalent 
policemen 2,504 6.5 16,579 

10-24 full-time equivalent 
policemen 2,463 6.4 37,387 

25-49 full-time equivalent 
policemen 942 2.5 31,752 

50-99 full-time equivalent 
policemen 481 1.3 33,378 

~ 00-199 full-time equivalent 
28,081 policemen 203 .5 

200-299 full-time equival<mt 
policemen 71 .2 16,977 

300+ full-time equivalent 
policemen 116 .3 160,302 

Total 38,202 100.0 339,340 

Source: U. S. Bureau of the Census. Compendium of Public Employment. 
of Governments, Vol. 3, No. 2, Table No. 19. 

Percent 
of Total 

4.4% 

4.9 

11.0 

9.4 

9.8 

8.3 

5.0 

47.2 

, 
100.0 

1967 Census 

Because specialization is not always permitted due to restricted and limited resources, 
the IACP in 1970 adopted a position concerning Specialization versus Generalization: 

SPECIALIZATION VERSUS GENERALIZATION 
uno 

WHEREAS, The decision to specialize is extremely critical to the police 
administrator and has a great effect on the total operatioh of the police agency; and 

WHEREAS, Law enforcemen~ executives are aware that when specialization 
is ca:r;'ried to excess it seriously aHects departmental operations; and 

WHEREAS, All departments regardless of size generally orfer the same 
services and perform similar fUnctions, it is imperative to maintain a delicate 
balance as it relates to specialized and generalized units or divisions within the 
organizational structure; therefore be it 

RESOLVED, That due to the many complex variables which are responsible 
for jurisdictional problems, the Intel'national Association of Chiefs of Police 
recommends the following guidelines for use in determming the need for specialized 
traffic units' 

1. Every agency regardless of size should have someone eithe.):' in a staff 
capacity or in the line function. trainec;i in the areas of highway safety 
management and in a posihon to stimulate and evaluate effective action. 

2. In the event that a specialized traffic unit is determined to be necessary, 
careful evaluation should be made in terms of public protection, cost and 
benefits to determine what duties should be performed by the functional 
units (Patrol-Traffic- Investigati ve). 

3. Regardless of the degree of specialization within the department. most 
street-traffic duties E;hould be performed by the motorized patrol-­
division. 

4. Specialization should be limited to need. Some specialization is necessary, 
but police manpower is limited and increased specialization usually results 
in diminished patrol. Again, public protection and cost benefits· should be 
cons idered. 

Police agencies generally do not function in a manner which permits an absolute sepa­
ration of traffic activity and general patrol operations. That is, a traffic officer or 
supervisor is often assigned to both areas of operation simply by virtue of the fact that 
he is a sworn police officer. Simila:rly, the same is true of uniformed patrol officers. 

There is a close interrelationship between traffic activity' and all other police activities. 
For example, a motor vehicle operator, who is apprehended and cited for a traffic 
violation, may also be of special interst to the police for ather reasons-he may be 
wanted by another jurisdiction, he may be in flight from the scene"'of a crime, and so 
on. Furthermore, traffic-related records, such as registration records, operator 
permits, citations, collision reports, and the like, all play an important role in both 
trafficrmmagement and cri~inal investigation. 
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Because of this close interrelationship, such problems as the definition of responsi­
bilities and the determination of resource requirements must be approached with care. 

The Need for a Sound Manpower Distribution System 

Proper allocation of resources is one of the most critical problems facing law .enfor~e­
ment today for three basic reasons. First and foremost among these are cons1derahons 
of efficiency and economy. The salary portion of the police budget is by far the greatest 
expense in a typical departmental budget, and since the police department is usually one 
of the large/5t of state and local governmental agencies, police salaries represent a 
major expenditure to the taxpayer. 

Second, the allocation problem has a fundamental relationship to crime repression, . 
preventive patrol, investigative efficiency, and traffic enforcement. Proper allocatlOn 
can mean the difference between high crime and accident rates, or lower ones, and 
can significantly affect departmental ~fforts. 

Third, proper allocation and distribution of resources is an important factor in police 
morale, which in turn affects productivity. 11 

The term allocation, as used here. is the determination of the overall manpower re­
quirements for the department and for each unit within the department, while the term 
distribution means the assignment of a given number of personnel according to work­
load, time or function. 

It becomes rather obvious that one of these two activities-distribution-is much more 
easily accomplished than the other: It i~ ~ fairly easy. matter ~o d~strib~te available 
manpower according to workload, 1f suff1c1en~ fa~tual 1OformatlOn lS ava1lable: For 
example, if a division or bureau commander 1S glven a group of 100 patrol offlcers, 
and he knows the measurable workload is divided by shifts into groups of 22. 33, and 
44 percent of the total, he knows he must assign approximately 22. 33. and 44 percent 
of his beat officer strength to these. same shifts if he wants to ke~p the workload 
equitably apportioned. 

Similarly, reasonably accurate methods have been developed to distribute the work 
into mot~rized patrol beats of equal workload. Some sophisticated work in distribution 
of available resources has been carried out in the past by many agencies, institutions 

. ; 

URoy C. McLaren. "AllocatioI). and Distribution of Police Patrol Manpower, " 
International Association of Chiefs of Police. 

and individuals. One significant contribution was by August Vollmer and the Berkele 
~olice Department in the early 1930' s. Even in those days, Berkeley tested and adjIsted 
ltS patrol beat struct~res by calculating the number of felonies, arrests, investigations, 
acc1dent~, and so on 10 each beat, and conducted studies of the time required to conduct 
general l?vestigations by patrolmen: those involving detective investigations, and arrests. 
O. W. Wlllson, noted pollce authorlty and former superintendent of the Chicago Police 
D.epartment, developed and refined the distribution technique, and applied it to numerous 
clties. Other noteworthy efforts in distribution have been made by Frank Walton of the 
Los. Angeles Police Depa~tment,. who ~sed the term "selective distribution, " the Oakland 
Police Department, R. Dean Smlth, DIrector of the IACP Pi'ofeslsional Standards Division 
and others interested in the distribution problem. . ' 

These approaches have dealt with the measurement of workload by time of d~ty. day of 
week, by shift, by month, and by census tracts ~tnd other small areas. Different classes 
of even.ts have be~n timed and weighted, and diff~~rences in time have been diBcovered 
acco:dmg to the !lIDe of day oX' according to shift, Construction of patrol beats and 
prec~nct boundarles has bee~ ba~ed on logical measurements, with appropriate factors 
consldered such as event welghtmgs, area, response time, presence of hazards and 
so on. ?on:puters have ai?ed the "selective distrIbution" process, and in recent years 
the appllcahon of cybernetlCs ttl deployment, as summarized by Robert Gaunt I:>f the 
Los A.ngeles Police Department, has received widt1spread attention by progres~live 
agencles. 

Inadequate distribution of resources is a great problem in itself, and one that! affects 
a g~eat many departments-perhaps a substantial majority of them. It is very common 
to fmd that a department has simply distributed manpower equally among the shifts; in 
some cases only for one reason even when they know better-it is easier to rotate shifts 
that way. (Se·e Graph 5.1. ) 

This practice is widespread even though most dl,epartments can demonstrate a level of 
a~tiv~ty o?- the swin? shift which is roughly twice as high as the midnight-to-8 am shift. 
Dlstr1buhon accord1Og to workload by day of week is similarly fgllored. either because 
of the lac~ of adequate measurement or simply 1:0 eqt:lalize the number of nights off for 
eaCh. day m th.e week-even though the cal1ed-fclr-services workload is typically twice 
as h1gh Ott Frlday and Saturday evenings as it is[ for c:omparable periods on Tuesday 
an~ Wednesday. Patrol beat boundaries are oft,!m deltermined by seat-of-the-pants 
estlmates, or by arbitrarily dividing a city map into a number of beats of approximately 
equal area. In this sort of situation, some offi(~ers run themselves ragged on some 
beats on some shifts, while others are bored wi;th idleness. ' . 

< :f -. :vaste of manpower bebause of inadequate functjenal distribution is also highly apparent 
m many departments today. Some have excessi:ve numbers of men assigned to foot 
patrol, traffic corner duty, station duties, and !.o on, while there are insufficient men 
assigned to motorized pafrol. general investiga!:ive duties, and traffic enforcement 
duties • 
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The remaining pages of this chapter describe a sOlUld approach to the allocation and 
distribution of manpower which has proven successful in many progressive police 
agencies throughout the United States. 

Determining Manpower Needs 

In spite of an urgent need, precise determination of the best balance between minimum 
strength and maximum effectiveness is not yet possible. The reason for this is that 
no exact method exists for determining the proper number of hours which should be 
devoted to preventive patrol duty. No one can say with assurance that a given amount 
of time spent in purposeful patrol will prevent a given number of incidents. On the 
other hand, the manpower required to handle investigations of offenses and ihcidents. 
inspectional tasks, and other services can be established with much greater accuracy. 

What system does a chief use to determine the overall size of his force? Too often, 
we find that there is no system beyond the next year's budget. Prepared with little 
or no thought, it is typically based on the premise that it must remain witbi,n the 
allowable percentage increase for the budget year. 

Often a sudden increase in criminal activity. deteriorating traffic conditions, and 
similar considerations bring about an increase in police personnel and the police 
budget. Emotional decisions are not usually based on sufficient facts and result in 
increased expenditures of the tax dollar with little, if any. lasting benefit. 

Present Systems for D~termining Manpower 

It's no secret that there are substandard police agencies. Prominent among the factors 
contributing to substandard performance is misuse of manpower. Patrol and traffic 
enforcement activities are not conducted in a sophisticated manner. 

Almost all police agencies adhere to the three-shift concept in deployment of their 
force. The normal watch hour's for these department are either 8 am to 4 pm, 4 pm 
to 12 midnight, and 12 midnight to 8 am. or 7 am to 3 pnl. 3 pm to 11 pm, and 11 pm 
to 7 am. In many instances, personnel are equally distributed on each shift even 
though there are no statistics to prove that the workload is evenly distributed among 
the three watches. In fact," most police chiefs will readily agree that the evening shift 
carries a greater workload than the day shift, and the day shift a greater workload 
than that of the midnight shift. 

Patrol is. the most fundamental of police operations. Uniformed officers assigned to 
qonspicuous patrol vehicles provide the basic services for which any department is 
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established. The patrol force seeks to prevent law violations by creating th~ impression 
of omnipresence. When placed in pr,oper perspective, all ot~er police operations assist 
or supplement patrol activities. 

Basically, traffic enforcement activities are similar to general patrol activities. 
While necessarily more specialized and narrower in scope, distribution of selective 
traffic enforcement personnel is accomplished along quite si,milar lines. In other 
words, once a police age~cy is effectively distributing manpower for general patrol 
activities, the capability for distributing selective traffic enforcement personnel exists. 

In many police agencies, there is little relationship between the demonstrated need for 
service in any given area and the patrol strength assigned there. In some units work­
load is heavy, and in others, there is more than enough manpower for the workload 
~~xperience. (See Graph 5. 1 for a typical manpower and workload distribution sample. ) 

These problems can be attributed to: 

1. A desire to have an equal number of patrolmen and supervisors on 
each shift, partly to facilitate scheduling and rotation of shifts. 
As,'3igning manpower in proportion to need would result in approxi­
malely twice as many men being assigned to the 3 pm to 11 pm shift 
as 0;1. the 11 pm to 7 am shift, which complicates the rotation of men. 
This',',: in turn, requires planning to a degree not found in many 
depaNments. 

2. Inability to recognize the value and role of the patrol function, and 
willingness to sacrifice patrol strength while building up other 
operational units in numbers and prestige. 

A Sound Approach to Manpower Allocation and Distribution 

The following approach can be adopted for use in any police department regardless of 
size or organizational structure. The techniques described here and the philosophy 
determining the application of these techniques are a significant improvement over 
trial and error or guess work allocation techniques which have been in existence 
throughout the United States. This method has proven effective in a number of pro­
gressive police agencies. 

The first step in determining the proper number of men in a department is,to decide 
how many officers are necessary to staff the uniformed patrol force. To do this 
effectively, the amount and type of police workload by time and place of occurrence 
must be known. Demands for police service occur in fairly systematic and predictable 
patterns over an extended perioct'of time. Rather accurate predictions of future require­
ments can be made on the basis of recorded calls for police service. ,The major objective 
is to give a proportional share of the total workload to each patrol beat. 

From the workload pattern, it must be determined how many patrol beats are required 
for each shift or watch. The number will vary from shift to shift since police Workloads 
seldom f:lCCUr in equal proportions by shift. Applying the same reasoning to th~) location 
of POliCEt workloads, individual beat configurations should be structured so that each 
will havie a proportionate share of the total workload. Once the number of beats and 
configur'ations are known, manpower can be assigned in sufficient quantities to staff 
the beats. This coverage cannot be provided by the simple expedient of assigning one 
man for ~ach beat. Such factors as days off, vacations, holidays, training time, and 
other activities which detract from an officer's productive patrol time must be considered. 

Records Necessary to Determine Workload 

Sourlce documents must be identified which would most accurately reflect the police 
workload. In many departments, a radio log is kept to record pertinent information 
concerning each call for service and can be used for this purpose; in some agencies 
the case files themselves may be considered as source documents. Some departments 
meinta'.in a daily log which also may be used as a source. Arrest records should also 
be scrtttinized. ' 

The major requirement of any source docuh~ent is that it accurately reflects the 
workload of the department including the many hours of work performed by the patrol 
force in such activities as answering calls for service, making field contacts, making 
arrests, 11nd handling traffic accidents. 

Definitions _ 

The following definitions are provided to c1~rify the terms used in desct'ibing the 
allocation and distribution of manpower. 

PoS\~ 

Beat 

Sector 

District 

Shift, Watch 

A fixed point or location of assignment such 
as a traffic control assignment. 

A geographical area of the community 
assigned to a uniformed officer. 

A geographical area consisting of a number 
of beats. 

The primary geographic subdivision of the 
patrol force. 

Used synonymously, a working time period, 
usually eight consecutive hours. 
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Reporting Area A small subdividion of a beat used as a base 
in the distribution of ~~hpower. Its boundaries 
are usually well defin.ed by main streets, rail­
roads,' natural terrain and so on. 

Classes of Events Broad categories of incident~ or items of 

Methodology 

work which are a part of police responsibilities 
used to measure the amount and type of patrol 
workload. 

A workload-manpower distribution study should adhere to the following steps: 

1. 

2. 

3. 

4. 

\\ 

The total number of calls for police service (complaints, offenses, 
and other i1'J.cidents) handled by the police department for a one-year 
period should be carefully examined. 'rhe nu:nb,er of calls for'ser­
vice used may represent an accurate and statlstrca1ly cqrrect per­
centage of the year's total workload such as a 25-percer,t sample. 

A map of the community should be divided into ~m~l r~porting areas 
designed and arranged to facilitate ,later consohdat~on mte. patro~ 
beats~ Reporting areas should represent a populatlon of approxl­
mately 1,000 persons. If an area is less densely populated, the 
reporting areas will be larger in size. 

Each incident should then be located geographically on the map, and 
t!le reporting area for each call determined. , 

Each incident should be identified as belonging to one of the cJ!A.sses 
of events listed below, and the time and day of the week of OCicurrence 
(or reporting) should be ascertained: 

Part I Offenses 

Part I Arrests 

All Other Offenses 

All Other Arrests 

Traffic Accidents 

Miscellaneous Services 

5. 

6. 

This information should be entered oil specially designed workload­
manpower distribution coding cards-one card far each incident. 
This coding card should include the manth, day, time, event classi­
fication, and the lacation by reporting area. 

These cards must be key punched and the data analyzed by a com­
puter, programmed to show: 

a. 

b. 

c. 

d. 

The number af incidents multiplied by relative weighting 
factors (to be described subsequently) in each reporting 
area by shift. 

W arkload by day af week. 

Workload by time af day in hours. 

"Within-shift" variations in worklaad. 

". ~taining the Required Number of Patrol Beats 

The worklbad of the patroi force does not occur with equal intensity in each of the 24 
hours of the day. The normal distribution ex:isting in many departments indicates that 
44 percent of the workload occurs on the evening shift. 33 percent on the day shift, 
and 22 percent on the midnight shift. 

;:lowev.~r, each polL;e agency must ascertain its individual optimum shift hours and 
the per'centage of workload per shift in order to determine the p..umber of patrol beats 
necessary for .each shift. 

Within-Shift Varience. Within-sh~/tJ",.j·iations in the workload should be, one 
of the outputs of the computer. This computa.tion should show the total variations 
occurring in hourly peaks and lulls for each possible combination of three 8-hour. shifts 
per day_ The object is to select the shift hours with the least internal variations of 
workl:Ol)1d since they are th~ most effiCient in terms of minimizing the diffeirence in 
worklond between peaks and lulls in activity. It is desirable to minimize imbalance 
such as; heavy workloads during the first two hours o~·~ shift and below-average' work­
loads for the remaining hours. (This means that there al'e either too many or too few 
men to handle the workload. ) 

.. 
Day-of-Week Variance. Workload variations also occur by day of the week. 

Therefore, the computations must provide th.e average daily warkload. The percentage 
abov,~ o.r below the daily average can then be" computed for each day of the week. 
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Normally, the heaviest workloads will occur on Friday and Saturday with below-average 
workloads occurring during the middle of the week. For ';.nis reason, the assignment of 
days off should be scheduled so that the maximum number of'patrol officers is available 
for the heavy workload days. This can be accomplished by giving most police officers 
their days off on the lower workload days during the middle of the week. 

Calculating the ~umber of Patrol Beats. Previous studies have indicated that 
the average time require a, to conduct a preliminary investigation of a case by members 
of the patrol force is 45 minutes. It is possible to calculate the av~rage time required 
to take a traffic enforcement action for both hazardous and nonhazardous traffic law 
violations. 12 

Calls for routine police service on a given tour of duty do not occur on a regular, pre­
dictable basis. The same is true of traffic law violations, except over a longer period 
of time. That is to say, it would be fairly easy to predict the number of driving-while­
intoxicated violations that would warrant enforcement action in a given sector over a 
period of 30 days. To predict the probability of that same violation occurring in the 
same sector on a given night would be much less feasible. 

A buffer or stacking time must be provided to compensate for the tendency of calls for 
service and traffic violations to occur in sporadic groups rather than in equal intervals 
throughout a given tour of duty. This buffer factor aldo allows time for various activi­
ties such as servicing the police vehicle, personal relief, eating, supervision and so 
forth. 

The time reqdred for aggressive preventive patrol must also be considered. Experience 
has shown that about one-third of an officer's time should be spent in handling requests 
for service and investigations. The remainder should include such activities as routine 
premises inspection, contacting persons, issuing traffic warnings and citations, patrolling 
high-hazard locations, and performing administrative duties. After the calculation of 
the time required to handle investigations and other requests for service has been made, 
and after making allowances for buffer and administrative time, the number of patrol 
bemts can be determined. 

. The formula used to determine the number of patrol beats needed for a specie .. watch 
or shift is as follows: 

1. The number of incidents is multiplied by .75 hours (45 minutes> 
which is the average time required for handling an incident or 
investigation at the patrol force level. 

12 See appendix entitled "Classification of Traffic Law Violations, " 1964, revised 
1966. 

"" 

-,. , 

~., 
, ~ ~ ',: :; J!. ~ - .! , _ 

,; 

; : , 

,I,' 

,;' 
I 

.. '"= i J-
" I 

':.. ' 

, " ' 

----- --~- ---' 

- .~ . - ~ .-;:~~:. , ' 

! ' 

" 

" 

I 
(\ 

I) , 
, , 



, 
, 

\ , 

CHAPTER 6 

DEMONSTRATION PROGRAMS 

DRIVING WHILE INTOXICATED 

ENFORCEMENT PROGRAM 

VIOLATION SURVEY PROGRAM 
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DRIVING WHILE INTOXICATED 

ENFORCEMENT PROGRAM 

Progr~m Title 

A demonstration 'prograrrl in the selective enforcemeht of drinking-qriver laws. 

Objective 

The primary objectives of the program are to increase the drinking-driver arrest rate 
and reduce alcohol-related traffic offenses by fielding units which are specially trained 
and equipped to apprehend and process alcohol-impaired drivers. The ultimate objec­
tive is to reduce the frequency; of serious traffic accidents in which alcohol is a contribu­
ting factor. This program, known as a component of the Alcohol Safety Action Program, 
will accomplish its .objectives without impacting or reducing general patrol efficiency. 

The program is designed for a police agency which routinely uses vans or panel trucks 
for prisoner transport. (Thl:l transfer of arrested persons from the field to jail is usually 
a special patrol function in. coities ranging upwards from -200,000 inhabitants.) Studies 
have shown that prisoner transport vehicles are used on actual transporting assignments 
as little as 11 percent of the! shift period.13 Maximum utilization ordinarily does not ex­
ceed 44 percent. 

Departments which use pax'titioned patrol vehicles :for supplementary prisoner trans­
port should experience co'rrespondingly low utilization of their prisoner "wagons." In 
this proposal, the special prisoner transport function is aSSimilated by the drinking=­
driver processing teams, thereby upgrading the agency's special enforcement efforts 
without degrading the agency's attention to general crime activities. 

The objectives of the program will be met through the realization of the following goals: 

1. To create special units that will focus on inten;sive dlt'inking-drivel~ 
law enforcement. 

13 . I d lif 19 1 Oakland Police Department, Oak an , Ca '::>rnia, 7. 
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2. To implement an expeditious process for drinking-driver enforcement 
that will r~duce the present complexities involved in drunk arrests. 

3. To improve teclniques for ga.thering evidence that will be useful in the 
prosecution of violators of drinking-driver laws. 

4. To initiate referr~1s t,o appropriate community hea.lth agencies so that 
chronic offenders may be isolated and treated as appropriate. 

5. To improve training of all field officers in drinking-driver laws and 
arrest procedures. 

Statement of the Problem 

It is tiXiomatic that drinkers who drive are a seriou,s threat to the public safety. Nearly 
50 percent of the traffic fatalities in the United States are a result of· collisions in 
which an alcohol-impaired driver is involved. Drinking-drivers are responsible for 
an additional 800, '000 nonfatal collisions a.rulUally. Furthermore, the attendant loss 
of private property is now measured in billions of dollars. 

As the grim statistics increase, it becom,e,s apparent that traditional public education 
and prevention programs have failed. Some of the reasons for failure are no doubt 
related to cultural factors. The use of alcohol is deeply rooted as an acceptable social 
mechanism in this country; it is estimated that 80 million adults, or 62 percent of the 
total'population, drink alcoholic beverages at least oc<;asionally. The United States is 
not only a nation of social drinkers; it is also a nation of drivers. We have become 
singularly dependent on the private automobile as a mode of transporation. In 1965 
there were 91, 000, 000 licensed drivers operating 80, 000, 000 vehicles. 

All too often, conformance to the custom of drinking co-exists With a conformance to 
the custom of driving. Despite the well-known hazards involved, this pattern of behavior 
seems to be socially acceptable. Attitude studies show that, while most resp9ndents 
verbally condemn drunk driving, they show little willingness to sanction anyone who 
drives after he has had "just a few. II It would seem that the prevalent a.ttitudes toward 
drinking and driving make the public generally unreceptive to information that demon­
strates how destructive to driving ab.'i1ity "just a few" drinks can be. Such public education 
programs are atte,mpts to/go against the current of social custom. 

A large part of the responsipili.ty fot' failing to pr.event drunk driving rests at the enforce­
ment level, and here again attitude is a fa~{or. In any police department, opera.ting 
policy is set as much in the lockerroom as it is in the chief's office. Wherever the pro­
cess of arresting an intoxicated driver is a cumbersome one, there will be a corresponding 
reluctanqe on the part of the patrolmen to make such arrests except in the most ext.reme 
cases of driving while intoxicated. 

" 

The fact that many patrolmen do not recogniWe impairment in "borderline II cases also 
hampers drinking-driver appehension. 

Whether it is due to policemen's reluctance to arrest or inability to judgt\\ impairment, 
many intoxicated drivers escape apprehension and, as a consequence, ha\bitually vio-
late drinking-driver laws. A study of the dlt~inking-driver arrest records! of police 
departments in several cities14 revealed th:itt, regardless of the blood alcl';>hol concentration 
legally presumptive. of intoxication, police (,fficers make most arrests in the. 23 per-

77 

cent to .25 percent blood alcohol concentraition raQ.ge. Most experts agree" how,ever, that most 
people.at the . 10 percent level are incompetent to drive. 

The arrest rate at the lower, but still dangerous, blood alcohol levels will i.\lCrel:lSe 
only when the element of subjectivity in drinking-driver arrests is reduced. True 
objectiv~ty requires improved training in the detection of erratic driving, a stre~lm­
lined procedure for processing arrestees a,nd, perhaps most important, scientifically 

. valid field tests for sobriety. In this age olf sophisticated law enforcement equipment 
and techniques, drunk driving prevention lags far behind. It is curious and inexcusable 
that any police department in the United St!3.tes would continue to rely on simple cobrdin­
ation tests to determine reasonable cause ito arrest, when relatively inexpensive chemical 
testing is available for field screening purlPoses. 

It is not likely that a police department sel~ving a large urban area can allocate l\lUfficient 
personnel resources to totally eliminate dlrunk driving. Few departments, facec\ with 
rising crime rates and other demands for service, have been able to devote a sif;~nifi­
cant part of their overall effort to DWI safety programs. But most police departlnents 
can Significantly reduce the incidence of dl('unk driving by using modern field test ,Iequip­
ment and motivating officers to take proper enforcement action in every case of d.\;'unk 
drivin~ they encounter. 

Program Impact 

The Alcohol Safety Action Program, with its selective conc~ntration on violations of 
laws related to driving while intoxicated, wiUlncrease traffic safety. Headw~y tow&lrd 
this objective will be achieved in the initial·::;tages of the program by specially trained 
officers whose function it is to speedily remov'e intoxicated drivers from the street. 
Both the drinking-driver arrest rate and the conviction rate will increase due to the 
improved evidence gathering and processing techniques of the support team operating 
in the field with special vehicles and equipment. 

It is anticipated that the combination 0:£ more efficient DWI law enforcement, cooper­
ating courts, and a referral follow-up program will result in a gradual alteration of 

14Analytical Section, Oakland Police Department, Oakland, CaJifornia, 1963 • 
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the behavior of drivers who drink. Specifically. as public awareness of the program 
grows, a hesistancu to drive after drinking will develop until a climate of compliance 
to drinking-driver laws is established. . . 

There may be. a lower incidence of compliance among drivers who have an alcohol­
related problem than among drivers who drink socially only. Thus, alcoholics would 
be more likely to be repeat offenders of drinking-driver laws. The automatic referral 
system which is built into this program is designed to focus the attention of community 
health officials on this class of offender. If a follow-up treatm.ent program is conducted 
by community health agencies, the Alcohol Safety Action Program will have some im­
pact on the greater social problem of alcohol misuse as well as on the specific problem 
of drunk driving. 

The net gain of a su'ccessful program. will be measured by a reduction in injuries, fatal­
ities, and property damage traffic accident. Additionally, the project should favorably 
affect police man-hours involvement in accident investigation, insurance rates, the 
general security of the community, and the general quality of life within the urban area. 
These gains will be achieved through a project which will not require a major shift in 
police manpower allocations. 

Implementation 

Specially equipped station wagons will be operated by tWlo officers in each vehicle to 
effect intensive enforcement of alcohol-related traffic UlWS. These vehicles will be 
equipped with video-tape recording (VTR) cameras mounted inside the vehicles, port­
able encapsulator kits for immediate administration of breath tests, and "cage" parti­
tions for the safe transportation of arrestees. The teams will concentrate on identified 
critical areas, watching for erratic driving near alcoholic beverage establishments, 
and will assist other officers in the handling of suspected drinking-drivers. The intent 
is io sharply increase the rate of drinking-driver arrests by expediting the arrest 
process. 

The'alcohol safetY,teams will be responsible for the following duties: 

L Intense enforcement of laws pertaining to drunk driving. 
2. Processing ofarrestees and administration of chemical tests 

to drunk drivers arrested by the team or by other officers. 
3. Preparation of cases for the prosecuting attorney and 

appearance as witnesses in court. 
4. General crime prevention and prisoner transportation. 

The alcohol safety teams will be assigned to the general Patrol Division and will 
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operate on a 24-hour basis. While it is anticipated that at least 40 percent of their 
total time will be expended on activities within the scope of this program. arrangements 
will be made to transfer the non-program duties of the teams to other units during the 
critical late evening and early morning hours in order that the alcohol safety officers 
will be free to devote full attention to drinking-driver apprehenSion during those hours. 

rrhe teams will assume the responsibility of processing all persons arrested for drunk 
driving during their tours of duty. Team members will arrange for the administration 
of blood and urine tests where governing statutes give the arrestee a choice of these 
tests il,l addition to a breath test. 

The alcohol safety teams will utilize a portable encapsulator device to take the breath 
sample immediately subsequent to the arrest whenever this option is acceptable to 
the arrested person. The device intended for use is specially designed to enclose in 
a controlled length of indium tubing three separate capsules of indentical volume of 
breath sample. In addition to those used by the alcohol safety teams, the encapsulators 
can be issued to supervisors. 

The samples thus taken will be delivered to a criminalistics laboratory appropriately 
packaged and marked for analysis. A gas chromatograph should be used by laboratory 
personnel who are experienced in the processing of evidence and testifying in court. 
The samples will be analyzed and the results forward~d to the prosecuting attorney. 

The video-tape recorder systems have been utilized with some success in several 
cities to record sobriety test~ administered in stati.o.nl'3. The project will expand on 
such use and evaluate the VTR as field equipment installed in special vehicles to re­
cord the actual driving irregularities that draw attention to the violator and to record 
the field sobriety examination. >·The tapes thus used will be available for play-back in 
court on an 18" screen monitor. . 

An incidental benefit from the use of the VTR is its use for training purposes. After 
the tapes have served their evidentiary purpose, they will be shown in recruit training 
classes to supplement instruction on drinking-driver apprehension and proct.~ssing, > 
and in daily briefings for field personnel in-service training. 

Outline of Principal Tasks 

I. Phase I 

A. Development of a systems design 

1. Community description 
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a. Population 

b. Area in square miles 

c. Physical characteristl<IS 

(1) Adjacent communities 

(2) Residential areas 

(3) Entertainment centers 

d,. Traffic volume' 

e. Total miles of roadway within community 

(1) State and Interstate (freeways) 

(2) City (surface streets) 

2. Analysis of departmetlt's personnel strength by divisions 

3. Development of drj,nking-driver data 

4. Evaluation of department's present procedures relevant 

to drunk drivers 

a. Pt'evention 

b. Patrol 

c. Arrest 

d. Administration of tests 

e. Transportation 

f. Booking 

g. Coordination with other agencies (e. g •• prosecuting attorney) 

5. Development of operational project based upon needs defined by 

preceding analyses 
I 

6. Development of cooperation by other agencies 
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III. 
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a. Office of prosecutmg attorney 

b • Court of hearing 

c. Community health facilities 

d. Others as appropriate 

B. Pr'eparatioq of tra.i.ning bulletins 

1. Laws relevant to drunk drivers 

2. Statistical patterns of violation 

3. Significance of the problem (e; g .• statistics'on alcohol-related 

accidents) 11 ,eY' :. 4. Methods of detection 
':'.\ 

5. Instruction i,n use of equipment 

a. Video-tape recorder 

b. Chemical test kits 

c. Advertisement of bid specifications and awarding of contracts 

D. Selectior~ of personnel 

Phase II 

A. Training of program personnel in accordance with training bulletirlS 

prepared during Phase I 

B. Installation of equipment 

C. Evaluation of operational test 

Phase III 

A. Selection of training tapes from program tapes 

B. Evaluation of fully operating program 

Phase IV 

A. Implementation of recruit and in-service training tapes 

B. Continued' evaluation 
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VIOLATION SURVEY PROGRAM 

Program Title 

A selective enforcement/violation survey program .. 

Objective 

The primary objective of the program is to institute methods that will produce vali"d 
assessments of the effect of selective traffic enforcement. . 

Statement of the Problem 

An elaborate enforcement rationale together with a set of parts and standards has been 
developed and utilized by poHce agencies for decades. There is. however. a fundamental 
weakness in the classic selective enforcement principle. The simple fact is that too 
many variables (which cannot be isolated and identified) influence accident statistics. 

Heroic efforts have been r,nade by the most eminent of experts in the field of traffic 
, police administration to validate the relationships between accidents in a given juris­

diction and the effectiveness of a selective enforcement program. These labors have 
been useful in focusing attention on the importance of a systematic approach by the police 
to the vehicle accident problem. They have rarely. however. produced valid assess­
ments of the effect of selective enforcement. 

The fact !hatinot all enforcement actions lend themselves to measurement further com­
plicates the process. 

There are. to be sure, some discrete enforcement activities such as speeding and 
drinking-driver arrest programs which are suitable subjects for a testing environment. 
But what about warnings, both oral and written? And how about vehicle e9uipment 
safety checks with accompanying sanctions? 
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Most selective enforcement! accident reduction studies simulate a scientific statistical 
methodology but conclude with an empirically deduced evaluation. Community safety 
progr~s traditionally revolve around the three E's concept (engineering, enforcement 
and educ~.tion). With the notable exception of engineering, the plethora of environmental 
conditions has consistently blocked attempts to relate fa.vorable accident trends to the 
safety programs. 

More and !,:?ore officials, ~ho are burdened with responsibilities for selective enforcf:­
ment, have th~orized that a better measure of effectiveness can be obtained from 
before-and-after studies of driver behavior. 

Unfo:tunately, ~iffic~lties associated with environmental control and subjectivity have 
also Ilampered ·trafn~ law observance" or "driver violation" surveys. It has been 
found that officer-observers employed on such projects tend to L'1terpret driver vio­
lations from within their own fra."Ue of reference . 

It was noted. for instance, that officers were bad judges of speed-often erring as much 
as 10 MPH (either high or low). The counting of speed violations, accordingly was not 
precise. 

Observance studies have also experienced difficulty in placing officers in locations 
which did not influence the traffic. If the observers were adequately concealed, their 
range cof observation, in most instances, was limited to a view of the rear of autos 
going away from the location. In cOltgested areas many violations were overlooked. 

Implementation 

New technological developments have furnished the'means to greatly reduce the methodo­
logical differences characteristically present in violation studies. 

It is now feasible to eliminate the use of officer observers in ground level locations. 
In this demonstration program, the officers would be. replaced with strategically placed 
VHF television broadcasting units. Through the medium of television, panoramic views 
of traffic conditions will be transmitted into a laboratory el1vironment for scientific 
analysis of driver violations. 

Production cost breakthrotighs and miniaturization have made the use of VHF television 
broadcasting techniques a practical solution to the survey problems commonly encountered 
in the past. 

", 

The effect of personal bias will be minimized in thi.!? program by the use ofa multidisci­
plinary'. team to analyze violations on either video tap'es or real-time video screens. 
Suggested occupational disciplines to be l~epresented on the team would be police, legal 
and engineering (traffic). Occupational hias and subjectivity would be moderated sig­
nificantly by this procedure. The use of:rnultiple-viewing screens would permit simul­
taneous study by the group. VHF televisjion broadcast in the real-time mode would permit 
adjustments in the field or area being sca,nned by the team from their remote viewing 
location. 

In some locations it may not be practical to mount the television camera in a fi:Jiled 
position. Assuming that the agency conducting the survey has a helicopter unit, many 
traffic problems could be analyzed by using the helicopter as an aerial observation 
station. Miniaturization has reduced camera weights to approximately 26 pounds, and 
even the smallest rotary wing aircraft could manage the equipment. 

The violation categories used in the study should be hazardous by nature and frequently 
the cause of those accidents typical to the route or area being observed. . 

Speed me.asuremeht j.n areas being observed would be best accomplished by automatic 
recording devices. 15 Other types of hazardous moving violations which would most 
offen be adjudged and tallied by the viewing teams are: . 

• Right of way violations, particularly left turns across multiple­
laned roadways. unsafe lane ch:anges, a.r1d pedestrian violations. 

• Improper vehicle positioning in relation to roadway (wrong side, 
lane straddling, on shoulder). 

• Improper passsing. 

• Improper turning. 

• FollOWing too closely. (Surveillan,ce from va,ntage points which 
look down on the vehicle permits e~ccellent violation and density 
counts. ) 

A limited number of vehicle deficiencies which frequently contribute to collisions should 
also be considered by the team. Inadequate headlights and no side mirrors on vehicles 
towing trailers are examples of equjpment violations which can be observed in moving 
traffic. 

15These devices provide extremely accurate records. It is easy. from the methodology 
standpoint, to conduct a large number of measurements over a long period of time and 
precisely chart the immediate impact of enforcement as well as the decay rate in 
drivercoriipliance when enforcement is temporarily discontinued. 
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For program measurement purposes. it would be desirable to keep as many variables 
as possible unchanged from one studY,period to the next. Ideally. data gathered during 
each phase of the si;udy should not be influenced by changes in methodology or environ­
ment. Furthermore. the entire operation should be 'conducted over a lengthy time span 
(one to two years) to, eliminate strong seasonal influences in both traffic patterns and 
driver actions. 

The basic idea of this type of research is to clilange one varil!lble (enforcement) by a 
known quantity; to introduce this variable into an en:vironment (street or highway route) 
while all other val'iables (road, weather. denElity,.e:tc.) remain relatively stable; then. 
if the control variable (vehicle collisions) changes. it may be inferred that it changed 
becaus~ of the test variable (enforcement). Obviously all variables will not remain 
stable because some are uncontrollable (weather. emergency road t'epairs, etc.). 

Driver behavior as a variable can also seriously influence the violation survey. Media' 
pu1,1licity can prompt drivers to change their habits and even change their customary 
commuting routes. 

The il¥.fluence of uncontrollable variables. OC/t the st:udy would be best measured and com­
pensated through interpolation of hjsto~ical ba.se line accident data. 

Violation Survey Staffing (Minimum) 

Administrative' BosHions 

1 Project Director 
1 Stenographer 
1 Statistician! Analyst 

Observer Team'~ 

1 Attorney at Law 
1 Traffic Engineer 
1 Traffic Officer 

Enforcement Team* 

1 Radar Unit 
6 Solo Motorcycles 

1 Television Technician 

*The number of personnel in the observer and enforcement teams 
will be proportional to the geographic scope of. the program. If 
undertaken by a state highway patrol agency, the staffing cpuld 
increase te.nfold. 

" 
Violation Survey Special Equipment (Miniinum) 

1 Television System 

Lightweight. high resolution. camel·a 
Field transmiti4>,.l;' 
Receiving station and monitor 
Video-tape recorder 
Mobile van for ground station16 

$90. 000 (estimated) 

16Assuming an effective range of 10 miles for the transmi.tter, a mobile van is 
necessary for a project involving any sizeable geographic area. 
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Highway Safety Program Standard 4. 4. 1 

. PERIODIC MOTOR VEIDCLE INSPECTION 

Purpose 

To increase, through periodic vehicle inspection, the likelihood that every 
vehicle operated on the public highways is properly equipped and is being mru.ntained 
in reasonably safe working order. 

Standard 

Each State shall have a program for periodic inspection of all registered vehicles 
or other experimental. pilot, or demonstration program approved by the Secretary 
to reduce the. number of vehicles with existing or potential conditions which cause or 
contribute to accidents or increase the severity of accidents which .do occur, and shall 
require the owner to correct such conditions. 

I. The program shall provide, as a minimum, that: 

A. Every vehicle registered in the State is inspected either at 
the time of initial registration and at least annually thereafter, or at su<::h other time 
as may be deSignated under an experimental, pi.lot, or demonstration program approved 
by the Secretary. 

. B. The inspection is performed by competent personnel specifically 
trained to perform their duties and certified by the State. 

C. The inspection covers systems, subsystems, and components 
having substantial relation to safe vehicle performa':lce. 

D. The inspection procedures equal or exceed criteria issued 
or endorsed by the National Highway Safety Bureau. ':' 

E. Each inspection station maintains records in a form specified 
by the State, which include at least the following inrormation~ 

':, Now called National Highway Traffic Safety Administration. 
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1, Class of vehicle 

2. Date of inspection 

" ,). Make of vehicle 

4. Model year 

5 .. Vehicle identification number 

6. Defects by category 

7. Identification of inspector 

8. Mileage or odometer reading 

F. The State publishes summaries of records of all inspection 
stations at least annually~ including tabulations by make and model of vehicle .. 

II. The program shall be periodically evaluated by the State and the 
National Highway Safety Bureau shall be provided with an evaluation summary. 

'I' 

Highway Safety Program Standard 4.4.2 

MOTOR VEffiCLE REGISTRATION 

Purpose 

I. To provide a means of identifying the owner and _ type~ weight, size, 
and carrying capacity of every vehicle licensed to operate in the State, and to make 
such data available for traffic safety studies and research, accident investigation, 
enforcement, and other operational uses. 

II. To provide a. means for aggregating ownership and vehicle information 
for: (a) accident research; (b) planning and development of streets, highways and 
related facilities; and (c) other operational uses. 

Standard 

. 
Each State shall ha'fe a motor vehicle registration program, which shall. 

provide for rapid identifi~,ation of eaoch vehicle and its owner; and shall make available 
pertinent data for accident research and safety progr~ development. , 

I. The program shall be such that every vehicle operated on public 
highways is register.-ed and the following information is readily available for each 
vehicle: 

A. Make. 

'B. Model year. 

G: Identification number (rather than motor number). 

D. Type of body. 

E. License plate number. 

F. Name of current owner. 
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G. Current address of owner . . , 
H. Registered gross laden weight of every commercial vehicle. 

II. Each program shall have a records system that provides at least 
the following services: 

A. Rapid entry of new data into the records of data system. 

B. Controls to eliminate unnecessary or unreasonable delay in obtaining 
data. 

C. Rapid audio or visual response upon receipt at the records station of 
any priority request for status of vehicle possession authorization. 

D. Data available for statistical compilation as needed by authorized 
sources. 

E. Identification and ownership of vehicle sought for enforcement or 
other operation needs. 

III. This program shall be peri()d'ically evaluated by the State, and the 
National Righway Safety Bureau shall be provided with an evaluation summary. 

" 
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Highway Safety Program Standard 4. 4. 3 

MOTORCYCLE SAFETY 

Purpose 

To assure that motorcycles, motorcycle oper:~to~s and their passengers meet 
standards which contribute to safe operation and protection from injuries. 

Standard 

For the purposes of this Standard a motorcycle is defined as any motor-driven 
vehicle having a seat or saddle for the use of the rider ~nd designed to travel on flI':)t 
more than three wheels in contact with the ground, but excluding tractors and vehicles 
on which the operator and passengers ride within an enclosed cab. 

Each State shall have a motorcycle safety program to ensure that only perSons 
physically and mentally qualified will be licensed to operate a motorcycle; that pro­
tective safety equipment for drivers and passengers will be worn;' and that the 
motorcycle meets standards for safety equipment. 

1. The program shall provide as a minimum that: 

A. Each person who operates a motorcycle: 

1. Passes an examination or reexamination designed 
especially for motorcycle operation. 

2. Holds a license issued specifically for motorcycl~ use 
or a regular license endorsed for each purpose. 

B. Each motorcycle operator wears an approved safety helmelt 
and eye protection when he is operating his vehicle on streets and highways. 

C. Each motorcy~le passenger wearS an approved safety helmlet. 
and is provided with a seat and 'footrest. 

"'."' .. ' ... ' ~ ,t:,:1 . ~ , "' 
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D. Each motorcycle is equipped with a rearview mirror. 

E. Each motorcycle is inspected at th~ time it is initially' 
registered and at least annually thereafter, or in accordance with the State!s inspection 
requirements. * ' 

II. The program shall be periodically evaluated by the State for its 
effectiveness in terms of reductions in accidents and their end results, and the 
National Highway Safety Bureau shall be provided with an evaluation summary. 

,~ See Highway Safety Program Standard 4.4.1, :!?-<::!riodic Motor Vehicle Inspection. 

Highway Safety Program Standard 4.4.4 

DRIVER EDUCATION 

Purpose 

To insure that every eligible high school student has the opportunity to enroll 
in a course of instruction designed to train him to drive skillfully and as safely as 
possible under all traffic and roadway conditions. 

To insure that commercial driver training schools achieve and maintain a 
corresponding level of instruction for beginning drivers with recognition of differences 
between the needs of adults and adolescents. 

To provide education courses offering driving iosb'uction to adults. 

Standard 

Each State, in cooperation with its political subdiviSions, shall have a driver 
education and training program. This program shall provide at least that: 

1. There is a drivElr education program available to all youths of 
licenSing age which: 

these purposes. 
A. Is taught by instructors certifi'ed by the State as qualified for 

B. Provides each student with practice driving and instruction 
in at least the following: 

1. Basic and advanced driving techniques. including 
techniques for handling emergencies. 

2. Rules of the road and other State laws and local 
motor vehicle laws and ordinances. 

t ';, 
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3. Critical vehicle systems and subsystems requiring 
preventive maintenance. 

4. The vehicle, highway, and community features: 

a. , that aid the driver in avoiding crashes, 

b. that protect him and his passengers in crashes, 

c. that maximize the salvage of the injured. 

5. Signs, signals, and highway markings, and highway 
design features which l'equire understan,ding for safe operation of motor vehicles. 

6. Differences in characteristics of urban and rural 
driving, including safe use of modern expressways. 

7. Pedestrian safety. 

C. Encourage students participating in the program to enroll 
in first aid training. 

II. There is a State research and development program including adequate 
research. development, and procurement of practice driving facHitie::;, simulators, 
and other similar teaching aids for both school and other driver training use. 

III. There ,is a program fot· adult driver trai~"tng and retraining. 

IV. Commercial driving schools are licensed and commercial driving 
instructors are certified io. accordancEI with specific criteria adopted by the State. 

V. The program shall be periodically evaluated by the State, and the 
National Highway Safety Bureau shall be provided with an eValuation summary. 

II 
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Highway Safety Program Standard 4. 4; 5 

DRIVER LICENSING 

PurposE! 

. . To improve the quality of drivlnlg by implementing more effective and uniform 
hcenslllg procedures, and thereby to reduce the number of accidents whiie also 
increasing the efficiency of traffic flow. ' 

Standard 

Each ~tate Shall have a driver licensing program (a) to insure'that only . 
p~rsons P~ysl~ally and mentally qualified will be licensed to operate a vehicle on the 
h~g.hways of ~he State and (b) to prevent needlessly removing the opportunity of the 
cltlzen to drIve. The program shall provide, as a minimum, that: 

1,. Each drlver holds only one license, which identifies the typ'e(s) 
of veh.icl~{s) he is a:uthorized to drive. * 

II. Eacbdr1lver submits acceptable proof of date and place of birth in 
applying for his original license. 

III. Each driver: 

A. Passes an initial examination demonstrating his: 

1. Ability to operate the c1ass(es) of vehicle(s) for which 
he is licensed. 

2. 
symbols. 

Ability to read and comprehend traffic signs and 

3. Knowledge of laws relating to traffic (rules of the road) 
safe dr.ivi~g pr.ocedur~s, vehicle and highway safety features, emergency situations ' 
that anse 10 the operation of an automobile. and other driver responsibilities. 

,~ See Highway Safety Program Standard 4'.4,3; Motorcycle Safety . 
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4. Visual acuity, which must meet or exceed State standards. 

B. Is reexamined at an interval not to exceed foul' yearg;, for at 
least. visual acuity and knowledge of rules of the road. 

IV. A record on each driver is maintained which includes positive 
identification, current address, and driving history. In addition, the record system 
shall provid.e the following set'vices: 

A. Rapid entry of new data into the syv~em. 

B. Controls to eliminate unnecessary or unreasonable delay 
in obtaining data which are required for the system. 

C. Ho.pid audio or visual response upon receipt at the records 
station of any priority request for status of driver license validity. 

D. Ready availability of data for statistical compilation as needed 
by authorized sources. 

E. Ready identification of drivers sought for enforcement or 
other operational needs. 

V. Each license is issued for a specific term, and must be renewed to 
remain valid. At time of issuance or renewal each driver'S record m!lst be checked. 

VI. There is a driver improvement program to identify problem drivers 
for record review and other appropriate actions designed to reduce the frequency 
of their involvement in traffic accidents or violations. 

VII. There is: 

A. A system providing for medical evaluation of persons whom 
the drivel' licensing agency has reason to believe have mental or physical conditions 
Which might impair their driving ability. 

I( B. A proc,edure which will keep the driver licem=e agency informed 
of aU licensed drivers who are,C;:llrrently upplying:::for or receiving any types of tax, 
welfare, or other benefits or E]''lte,mptions for the blind or nearly blind. 

.' 
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C. A medical advisory board or equivalent allied health profeSSional 
unit compoSied of qualified personnel to advise the driver license agency on medical 
criteria and vision standards. 

VIII. The program shall be periodically evaluated by the State and the 
National Highway Safety Bureau shall be provided with an evaluation summary. The 
evaluation shall attempt to ascertain the extent to which driving without a license 
occurs. 
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Highway Safety Program Standard 4.4. 6 

CODES AND LAWS 

Purpose 

To eliminate all major variations in traffic codes, laws, and ordinances on 
given aspects of highway safety among political ~ubdivisions in a State, to increase the 
compatibility of these ordinances with a unifiE!d overall State policy on traffic safety 
codes and laws. and to further the adoption cf appropriate aspects of the Rules of the 
Road section of the Uniform Vehicle Code. I~ 

Standard 

Each State shall develop and implement a program to a.chieve uniformity 
of traffic codes and laws throughout the State. The program shall pz'ovide at least that: 

I. There is a plan to achieve uniform rules of the road in all of its 
jurisdictions. 

II. There is a plan to make the State's unified rules of the road con-
sistent with similar unified plans of other States. Toward this end, each State shall 
undertake and maintain continuing comparisons of all State and local laws, statutes 
and ordinances with the comparable provisions of the Rules of the Road section of the 
Uniform Vehicle Code. 

;~ 

National Committee on Uniform Traffic Laws and Ordinances, Uniform Vehicle 
Code (Washington, D. C.: National Committee on Unikr,:m, Traffic Laws and Ordinances, 
Rev. ed. 1962). 
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Highway Safety Program Standard 4.4.7 

TRAFFIC COURTS 

Purpose 

To provide .prompt impartial adjudication of proceedings involving motor 
vehicle laws. 

Standard 

Each State in cooperation with .its political subdivisions shall h~ve a program 
to assure that all traffic courts in it complement and support local and Statewide 
traffic safety objectives. The program shall provide at least that: 

1. All convictions for moving traffic violations shall be reported to the 
State traffic records system. 

11. Program Recommendations: In addition the State should take 
appropriate steps to meet the following recommended conditions: 

A. All individuals charged with moving hazardous traffic 
vio~ations are required ~o appear in court. 

B. Traffic courts ar~. financially independent of any fee system, 
fines, costs, or other revenue such as p'osthlg or forfeiture of bail or other collateral 
resulting from processing violations of motor vehicle laws. 

C. Operating procedures. assignment of judges, staff. and 
quarters ensure reasonable availability of court services for alleged traffic offenders. 

D. There is a uniform accounting system regarding traffic 
. violation notices, collection of fines, fees, and costs. 

E. There are uniform rules. governing court procedures in traffic 
cases. 

F. There are current manuals and gUides tor "administration, 
court procedures, and accounting. 

15 
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Highway Safety Program Standard 4.4. 8 
.; 

ALCOHOL IN RELATION TO HIGHWAY SAFETY 

Purpose 

To broaden the scope and number of activities directed toward reducing traffic 
accident loss experience arising in whole or part from persons driving under the 
influence of alcohol. 

Standard 

Each State. in cooperation with its political subdivisions, shall "develop and 
implement a program to achieve a reduction in those traffic accidents .arising in whole 
or in part from persons driving under the influence of alcohol. The program shall 
provide at least that: 

1. There is a ~pecification by the State of the folloWing with respect to 
alcohol related offenses: 

A. Chemical test procedures Jor determining blood-alcohol 
concentrations. 

B. (1) The blood-alcohol concentrations. not higher than 0.10 per-
cent by weight, which define the terms "intoxicated" or II under the influence of 
alcohol"; a,nd 

(2) A provision making it either unlawful, or presumptive 
evidence of illegality. if the blood-alcohol concentration of a driver equals or exceeds 
the limit so established. 

II. Any person placed under arrest for operating a motor vehicle while 
intoxicated or under the influence of alcohol is dee!Iled to have given his consent 
to a chemical test of his blood, breath, or urine for the purpose of determining the 
alcohol content of his blood. 

III. To the extent practicable. there ,are quantitative tests' for alcohol: 

17 
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A. On the bodies of all drivers and adult pedestrians who die 
within 4 hours of a traffic accident . 

IV. 
specifying: 

. 
B. On all surviving drivers in accidents fatal to others. 

There are appropriate procedures established by the state for 

A. The qualifieations of personnel who administer chemical 
tests used to determine blood, breath, and other body alcohol concentrations; 

B. The methods and related details of specimen selection, 
collection, handling and analysis; 

C. The reporting and tabula~ion of the results. 

V. The program shall be periodically evaluated by the State, and the 
National Highway Safety Bureau shall be provided with an evaluation summary. 

Highway Safety Program Standard 4.4.9, 

IDENTIFICATION AND SURVEILLANCE OF ACCIDENT LOCATIONS 

Purpose 

To identify specific locations or sections of streets and highways which have 
high or potentially high accident experience, as a basis for establishing priolrities for 

,improvement, selective enforcement, or other operational practices that will 
eliminate or reduce the hazards at the location so identified. 

-Standard 

Each State, in cooperation with county and other local governments, shall have 
a program for identifying accident locations and for maintaining surveillance of those 
locations having high accident rates or losses. 

1. The program shall provide, as a minimum, that: 

A. There is a procedure for accurate identification of accident 
locations on all roads and streets: 

(1) To identify accident experience and losses on any 
specific sections of the roac.and street system. 

(2) To produce an inventory of: 

(a) High accident locations. 

(b) Locations where accidents are incre~sing 
sharply. 

(c) Design and operating featu.res with which high 
accident frequencies 'or severities are associated. 

(3) To take appropriate measures for reducing accidents . 

19 
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(4) To evaluate the effectiveness of safety improvement on 

any specific section bf the road and street system. 

B. Ther~ is a systematically organized program: 

(1) To maintain continuing surveillance 'of the roadway 

network for potentially higl~ accident locations. 

(2) To develop nlethods for their correction. 

II. The program shall be periodically evaluated by the State and the 
National Highway Safety Bureau shall be provided with an evaluation summary. 
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Highway Safety Program Standard 4\ 4. 10 

TRAFFIC RECORDS 

To assure that appropriate data·on traffic accidents, drivers, motor vehicles, 
and roadways are available to provide: 

1. A reliable indication of the magnitude and nature of the highway 
traffic accident problem on a national, state, and local scale. 

2. A reliable means for identifying short-term changes and long-term 
trends in the magnitude and nature of traffic acc\idents. 

3. A valid basis for: 

A. The detection of high or potentially high accident locations 

and causes. 

B. ']:he detection of health, behavioral, and related factors 

contributing to accident causation. 

C. The design of accident, fatality, and injury countermeasures. 

D. Developing means for evaluating the cost effectiveness of 

these measures. 

E. The planning and implementation of selected enforcement 

and other operational prbgrams. 

Standard 

Each State, in cooperation with its political subaivisions, shall maintain a 
traffic records system. The Statewide system (which may consist of compatible sub­
systems) shall include data for the entire State. Information regarding drivers, 
vehicles,accidents, and highways shall be compatible for purposes of analysis and 
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correlation. Systems maintained by local governments shall be compatible with. and 
capable of furnishing data to, the State system. The State system shall be capable of 
providing summaries. tabulations, and special analyses to local governments on request. 

The record system shall include (a) certain basic minimum data. and (b) pro­
cedures for statistical analyses of these data. 

The program shall provide as a minimum that: 

1. Information on vehicles and system capabilities includes (conforms 
to motor vehicle registration standard): 

A. Make. 

B. Model yeaI'. 

C. Identification number (rather than motor number). 

D. Type of body. 

E. License plate number. 

F. Name of current owner. 

G. Current address of owner. 

H. Registered gross laden weight of every commercial vehicle. 

1. Rapid entry of new data into the records or data system. 

J. Controls to eliminate unnecessary or unreason~ble delay 
in obtaining data. 

K. Rapid audio or visual response upon receipt at the records 
station of any priority request for status of vehicle possession authorization. 

L. Data available for statistical compilation as needed by 
authorized sources. 
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. M. Identification and ownership of vehicles sought for enforcement 
or other operational needs. . 

II. Information on drivers and system capabilities includes (confo~ms 
to driver licenSing standard): . 

A. Positive identification. 

B. Current address. 

C. Driving history. 

D. Rapid entry of new data into the system. 

E. Controls to eliminate unnecessary or unreasonable delay in 
obtaining data which are required for the system. 

. F. Rapid audio or visual response upon receipt at the records 
station of any priority request for status of driver license validity. 

G. Ready availability of data for statistical compilation as 
needed by authorized sources. 

H. 
other operational needs. 

Ready identification of drivers sought for enforcement or 

. III. Information on types of accidents includes: 

A. Identification of location in space and time. 

B. Identification of drivers and vehicles involved. 

c. Type of accident. 

D. Description of injury and property damage . 

E. Description of environmental conditions. 
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F. Causes and contributing factors, including the absence of 
or failure to use available safety equipment. 

IV. There are methods to develop summary listings, cross tabulations, 
trend analysee, and other statistical treatments of all appropriate combinations and 
aggregations of data items in the basic minimum data record of drivers and accident 
experience by specified groupS. . 

V. All traffic records relating to accidents collected hereunder shall 
b~ open to the public in a manner which does not identify individuals. 

. V!. The program shall be periodically evaluated by the State and the 
National Highway Safety Bureau shall be provided with an evaluation summary. 

Highway Safety Program Standard 4.4.11 

EMERGENCY MEDICAL SERVICES 

Purpose 

To provide an emergency care system that will: 

1. Provide quick identification and response to accidents. 

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

III. Provide the coordination, transportation, and communications 
necessary to bring the injured and definitive medical care together in the 
shortest practicable time, without simultaneously creating additional haze:l...:-ds. 

Standard 

Each State, in cooperation with its local political subdivision. shall 
have a program to en§lure that persons involved in highway accidents receive prompt 
emergency medical care under the range of emergency conditi.ons encountered. The 
program shall provide, as a minimum, that: 

I. There are training, licenSing, and related requirements (as appro-
priate) for ambulance and rescue vehicle operators, attendants, drivers, -~nd 
dispatchers. 

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

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

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

--~.---.-' -------
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V. There are criteria ~or the use of two-way communications. 

VI. There are proceduX'es 'for summoning and dispatching aid. 

VII. There is an up-to-date, comprehensf.ve plan for emergency 
medical services, including: 

A. Facilities and equipment. 

B. Definition of areas of responsibility. 

C. Agreements for mutual support. 

D. Communications systems. 

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

r 

Highway Safety Program Standard 4.4.12 

ffiGHWAY DESIGN, CONSTRUCTION AND MAINTENANCE. 

Purpose 

To assure: (a) that existing streets and highways are maintained in a condition 
that promotes safety, (b) that capital improvements either to modernize exis~ing roads 
or to provide new facilities meet approved safety standard::;," and (c) that appropriate pre­
cautions are taken to protect passing motorists as well as highway workers from accident 
involvement at highway construction sites. 

Standards 

Every State in cooperation with county and local governments shall have a 
program of highway design, construction, and maintenance to improve highway safety. 
Standards applicable to specific programs are those issued or endorsed by the Federal 
Highway Administrator. 

1. The program shall provide, as a minimum that: 

A. There are design standards relating to safety features such as 
sight distance, horizontal and vertical curvature, spacing of decision points, width of 

, '!.anes, etc., for all new construction or reconstructionl, at least on expressways, major 
streets and highways, and through streets and highways. 

B. Street systems are designed to provide a safe traffic environment 
for pedestrians and motorists when subdivisions and rE~sidential areas are developed 
or redeveloped. 

C. Roadway lighting is provided or upgraded on a priority basis 
at the following locations: 

1. Expressways and other major arteries in urbanized 
areas. 

2. Junctions of major highways in rural areas. 

3. Locations or sections of streets and highways having 
high ratios of night-to-day motor vehicle and / or pedestrian accidents. 

:ru:". 
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4. Tunnels and long underpasses. 

D. There are standards for Pavement design and construction with 
specific provisions for high skid resistance qualities. 

= E. There is a program for resurfacing or other surface treatment 
~':'~:(eiilPhasis on correction of locations or sections of streets and highways with a low 
skid resistance and high or potentially high accident rates susceptible to reduction by 
providing improved surfaces. 

F. There is guidance, warning' and regulation of traffic approaching 
and traveling over construction or repair sites and detours. 

G. There is a systematic identification and tabulation of all rail-
highway grade c,rossings and a program for the elimination of hazards and dangerous 
crossings. 

H. Roadways and the roadsideil are maintained consistent with the 
design standards which are followed in construction, to provide safe and efficient 
movement of trafflc. 

1. Hazards within the highway right .. of-way are identified and 

corrected. 

J. There are highway design and construction features wherever 
possible for accident prevention and survivability including at least the following~ 

1. Roadsides clear of obstacles, with clear distance 
be~ng determined on the basis of traffic volumes, prevailing speeds, and the nature 
of development along the street or highway. 

2. Supports for traffic control devices and lighting that 
are designed to yield or break away under impact wherever appropriate. 

3. Protective devices that afford maximum protection 
to the occupatlts of'vehicles wherever fixed objects cannot reasonably be removed 
or designed to yield. 

4. Bridge railings and parapets which are des.igned to 
m,inimize severity of impact, to retain the vehicle, to redirect the, vehicle So that it 

. will move parallel to the roadway, and to minimize danger to traffic below. 

, 5. Guardrails. and other design features which protect 
people from out-or-control vehicles at locations of special hazard such as playgrounds 
schoolyards and commercial areas. . • 

K. There is a post-crash program which includes at least the 
following: 

1. Signs at freeway interchanges directing motorists to 
hospitals having emergency care capabilities. 

2. Maintenance personnel trained in procedures for 
summoning aid, protecting others from hazards at accident sites, and removing debris. 

• 3. Provisions for access and egress for emergency 
vehlcles to freeway sections where this would significantly red'lce travel time without 
reducing the safety benefits of access control. 

II. Th~ki program shall be periodically evaluated by the State for its 
effectiveness in terms of reductions in accidents and their end results, and the National 
Highway Safety Bureau shall be provided with an evaluation summary. 

--~-...... ,----. 
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Highway Safety Program Standard 4.4.13 

TRAFFIC CONTROL DEVICES 

Purpose 

To assure the full and proper application of modern traffic engineering practice 
and uniform standards for traffic control devices in reducing the likelihood and 
severity of traffic accidents. . 

Standard 

Each State, in cooperation with its county and local government, shall have 
a program relating to the use of traffic control devices (signs, markings. signals, etc.) 
and other traffic engineering measures to reduce traffic accidents. 

1. The program shall provide, as a minimum, that: 

A. There is a method: 

1. To identify needs and deficiencies of traffic control 
devices. 

2. To assist in developing current and projected programs 
for maintaining, upgrading, and installing traffic control devices. 

B. Existing traffic control devices on all streets and highways are 
upgraded to conform with standards issued or endorsed by the Federal Highway 
Administrator. ' 

C. New traffic control devices are installed on all streets and 
highways, based on engineering studies to determine where devices are needed for 
safety. Such devices conform with standards issued or endorsed by the Federal Highway 
Administr ator. 

D. There are programs for preventive maintenance, repair, 
and daytiine and nighttime inspection of all traffic control devices. 

F ,I 
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.. Fixed or '~"ariable speed zones are established, at least on ex­
pressways, maj:; st::eets and ?igh~r~YS, and through streets aQ" highways, based on 
engineering and trafflc regulahons. ' 

II. This ,program s,hall be periodically evaluated by the State and the 
National Highway Safety Bureau shall be provided with an evaluation summary, 

Highway Safety Program Standard 4.4,14 

PEDESTRIAN SAFETY 

Purpose 

To emphasize the need to recognize pedestrian safety as 'an integral, constant 
and jmportant element in community planning and all aspects of highway transportation 
and to insure a continuing program to improve such safety by each State and its political 
subdivisions. ' 

Standard 

Every State in cooperation with its political subdivisions shall develop and 
implement a program to insure the safety of pedestrians of all ages. The program 
shall provide, as a minimum, that: 

I. There is a continuing statewide inventory of pedestrian-motor vehicle 
accidents, identifying specifically: 

A. The locations and times of all such accidents. 

B. The age of all of the pedestrians injured or killed. 

C. Where feasible, to determine whether the exterior 
features of the vehicle produced or aggravated an injury. 

D. The color and shade of clothing worn by pedestrians when 
injured or killed, and the visibility conditions which' prevailed at the time. 

E. The extent to which alcohol is present in the blood of fatally 
injured pedestrians 16 years of age and older. 

F. Where possible, t,o determine the extent to which pedestrians 
inv'olved in accidents have physical or mental disa~ilities. 

33 
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II. There are established statewide operational procedures for improving 
the protection of pedestrians through reduction of potential conflicts with vehicles: 

A. By application of traffic engineering practices including 
pedestrian signals, signs, mal'ldngs, parking regulations and other pedestrian and 
vehicle traffic control devices. 

H. 
pedestri,an' movement. 

By land-use planning in new and redevelopment areas for sRfe 

C. By provision of pedestrian bridges, barriers, sidewalks 
and other means of physically separating pedestrian and vehicle pathways. 

D. By. provision of environmental illumination at high pedestrian 
volume and/or potentially hazar'dous pedestrian crossings. 

III. There is established a statewide program for familiarizing drivers 
with the pedestrian problem and with ways to avoid pedestrian collisions. 

A. The program content shall include emphasis on: 

1. Behavior characteristics of the three types of pedestrians 
most commonly involved in accidents with vehicles: (i) children; (ii) persons under 
the influence 0f alcohol; (iii) the elderly. 

2. Accident avoidance techniques that take into account 
the hazardous conditions, and behavior characteristics displayed by each of the three 
high risk pedestrian groups listed in subparagraph (1). 

B. Emphasis on this program content shall be included in: 

1. All driver education and training courses 

2. Driver improvement courses 

3. Driver' license examinations 

IV. There are statewide programs for traini~g and educating all members 
of the public as to safe pedestl'ian behavior on or near streets and highways. 

~ 
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, A. For children~ youths and adults enrolled in schools, beginning 
at the earliest possible age. 

B. For the general population via the public media. 

V. There is a statewide program for the protection of children walking 
to and from school~ entering and leaving school buses, and in neighborhood play. 

VI. There is a statewide program for establishment and enforcement 
of traffic regulations designed to achieve orderly pedestrian and vehicle movement 
and to reduce vehicle-pedestrian conflicts. 

", 

VII. This program shall be periodically evaluated by the States and 
the National Highway Safety Bureau shall be provided with an evaluation summary. 
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F. Appropriate agreements by the State and its political sub-
ciivisions regarding primary responsibility and authority for police traffic supervision. 
and cooperative responsibilities where concurrent jurisdictional boundaries and 
problems exist, and appropriate participation of each law enforcement agency in the 
comprehensive highway safety program of the State and its politic~ subdivisions . 

II. The programs shall be periodically evaluated by the State and 
the National Highway Safety Bureau shall be provided with an evaluation summary. 

III. Nothing in this standard shall preclude the use of personnel other than 
pc,lice officers in carrying out the mj,nimum requirements in accordance with laws 
and policies established by the State and/or local governments. 

...... _ .. - .. _--------
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F. Appropriate agreements by the State and its political sub-
divisions regarding primary responsibility and authority for pc"lice traffic supervision, 
and cooperative responsibilities where concurrent jurisdictional boundaries and 
problems exist, and appropriate participation of each law enforcement agency in the 
comprehensive highway safety progt-am of the State and its political subdivisions. 

II. The programs shall be periodically evaluated by the State and 
the National Highway Safety Bureau shall be provided with an evaluation summary. 

III. Nothing in this standard shall preclude the use of personnel other than 
police officers in carrying out the ,minimum requirements in accordance with laws 
and policies established by the State and/or local governments . 
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Highway Safety Program Standard 4.4.16 

DEBRIS HAZARD CONTROL AND CLEANUP 

Purpose 

To provide for the assignment of official responsibilities and for the planning, 
training, coordination and communications necessary to assure the recognition, report­
ing, and prompt correction or' conditions or incidents that constitute potential dangers; 
that incident sites are r€'ci'tored to a safe condition; and that traffic movement is 
expeditiously resumed. 

Standard 

Each State in cooperation with its political subdivisions shall have a program 
which provides for rapid.. orderly, and safe removal from. the roadway of wreckage, 
spillage .. and debris resulting from motor vehicle accidents, and for otherwise 
reducing the likelihood of secondary and chain-reaction collisions, and conditions 
hazardous to the public health and safety. 

1. The program shall provide as a minimum that: 

A. Operational procedures are established and ·implemented for: 

1. Enabling rescue and salvage equipment personnel 
to get to the scene of accidents rapidly and to operate effectively on arrival: 

a. On heavily traveled freeways and other 
limited access roads; 

b. In other types of locations where wreckage or 
spillage of hazardous materials on or adjac,ent to highways endangers the public health 
and safety; 

2. Extricating trapped persons from wreckage with 
reasoU(.'\ble care-both to avoid injury or aggravating existing injurie$'l; 

3. Warning approaching drivers and detouring them with 
reasonable care past hazardous wreckage or spillage; 

- -------.----------~--.----.-- ----------
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4. Safe handling of spillage or potential spillage of ... . 
materials that are: 

a. Radioactive 

b. Flammable 

c. poisonous 

d. Explosive 

e. Otherwise hazardous 

5. Removing wreckage or spillage from roadways 

or otherwise causing the resumption of safe, orderly traffic flow. 

B. Adequate numbers of rescue and salvage personnel are 
properly, trained and retrained in the latest accident cleanup techniques. 

C. A communications system is provided, adequately equipped 
and manned, to provide coordinated effort in incident detection, and the notification, 
dispatch, and response of appropriate services. 

II. The program shall be periodically evaluated by the State, and the 
National Highway Safety Bureau shall be provided with art evaluation summary. 

APPENDIX 2 

Genex,'alOrder: Investigations of Vehicle Collisions 

Sample Policy for Motor Vehicle Accident Investigation 

Report of Driver Involved in Accident 
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. DEPARTMENTAL GENERAL ORDER 

Index as: 

Collision, Vehicle, Investigation 
Investigation of Accidents, Vehicle 
Investigation of Traffic Collisions 
Traffic Collisions, Investigation of 

INVESTIGATIONS OF VEHICLE COLLISIONS 

The purpose of this order is to establish response policy and reporting procedures 
concerning traffic collisions. < 

I. ACCIDENT INVESTIGATION AND REPORTING POLICY 

A. The serious vehicle collisions specified in this order shall be 
investigated. An investigated collision requires a systematic 
inquiry including statement-taking, evidence-gathering, etc. 
Police service in all other reported collisions shall be limited 
to recording relevant information on a Vehicle Collision Report 
and taking necessary safety measures, e. g., arranging for removal 
of debris, ordering tows, traffic direction. 

1. The following types of vehicle accidents shall be 
investigated: 

a. 

b. 

c. 

All motor vehicle collisions involving fatalities. 

Motor vehicle collisions causing serious injuries. 
Serious injuries are those which, based on facts 
available to the officer at the scene, are likely 
to result in: 

(1) Hospitalization of ~ than one day. 

(2) Permanent disability. 

Traffic collisions involving drivers suspected of 
being under the influence of alcohol or drugs. 

cl. Hit-and-run collisions. 
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II. 

III. 

e. 

(1 ) A police officer will be dispatched to the scene 
of hit-and-run collisions. When the victim has 
permanently left the scene and has delayed re­
questing a report, he shall be advised to call 
in person at the Traffic Division reception desk. 

Collisions involving city property. 

(1) A police officer will be dispatched in 
response to collisions involving 
property except wpen the responsible 
person has left the scene or otherwise 
delayed reporting the incident. In 
such cases, the responsible party will 
be advised to report the incident at the 
Traffic Division reception desk in person. 

2, All other vehicle collisions will be reported. 
(Exception: Radio Room complaint operators will 
advise minor accident principals to exchange names, 
etc., whenever the police response will be delayed 
an hour or more due to stacked assignments. ) 

RESPONSIBILITY FOR INVESTIGATING OR REPORTING VEHICLE COLLISIONS 

A. Solo motorcycle and radar units shall have primary responsibility 
for all vehicle collision assignments during their tours of duty. 

B. ,Regular patrol units shall be assigned to handle vehicle collisions 
only when units with primary reporting responsibility are not 
available or circumstances exist which demand an immediate 
police response. 

VEHICLE COLLISION CITATION POLICY 

A. Reported Collisions. 

1. Citations shall not be issued at the scene of a reported 
collision unless the causing violation was witnessed by 
the issuing officer and the elements of the offense can 
be substantiated in court. 

a. Officers shall not seek corroborative statements 
from witnesses to establish grounds for a citation; 
however, the names of the witnesses may be noted 
on the report. 

IV. 

B. Investigated Collisions. 

1. Cita:ti?ns shall not be iss.ued at the scene of an inve stigated 
CollISIon unless the causmg violation was witnessed by the 
issuing officer. ' 

2. A systematic inquiry shall be made to establish and 
prove the elements of any offenses related to the 
investigated collision. All practical investigative 
procedures necessary to a successful prosecution 
shall be completed by the unit assigned to the scene. 

RESPONSIBILITIES OF THE COMMUNICATIONS SECTION 

A. Complaint dispatchers receiving calls for police service at the 
s.cene of a vehicle collision shall comply with the following 
procedures: 

1. Determine if an immediate police response is required 
at the scene. 

a. Officers shall be promptly dispatched when the 
collision involves death or injury requiring 
dispatch of an ambulance, hit and run, intoxi­
cation, city property, a disturbance between 
principals, or major traffic congestion. 

b. The police response in all other non-emergency 
vehicle collisions shall depend on the availabllity 
of officers and the volume of stacked assignments. 
Whenever the response will be delayed one hour or 
more the complaint operator will inform the caller 
that: 

(1) There will be a delay of an hour or more before 
an officer can be dispatched. 

(2) A police report is not required by law and the 
matter can be handled without police assistance 
by exchanging information with the other accident 
principal. 

(3) A return call in an hour will be required if a 
police report is still desired. 

(4) A report may be made in person at the Patrol 
Division, during office hours. 
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V. ON-VIEW COLLISION PROCEDURE 

A. 

B. 

Officers encountering on-view collisions will determine the facts, 
instruct the principals according to the policies and directives' 
n~ted in this order, and handle any police' problem requiring 
immediate attention. 

When an inve.stigation of an on-view collision is required, the 
Communications Section shall be requested to dispatch, a 
Collision Prevention Unit (Solo motorcycle or radar) i1' such 
unit is available ' .. 

1. A report shall be completed by the on-view unit if 
required by department policy. 

~ - - -----.."... .. ------
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SAMPLE POLICY 

MOTOR VEHICLE ACCIDENT INVESTIGATION 

1. Members shall familiarize themselves with the fundamentals of investigative 
techniques and procedures contained in the Traffic Collision Investigation Manual, 
thus recognizing the importance, the multiple reasons and the obvious need for sound 
accident investigative procedures. Accident investigation is recognized today as the 
basis for traffic control and accident prevention programs. 

a. Factual information secured through investigation of accidents is the 
basis of a rational method of controlling vehicular traffic. 

b. The investigation of accidents provides information w.hich is the foun­
dation for action taken by study groups to prevent accidents. It provides: 

(1) Evidence for the legislator in the enact.ment of laws. 
(2) Data for the engineer in the design and contruction of highways, 

and traffic control devices. 
(3) Information for the educator in formulating educational programs. 
(4) Factual data for the police administrator to improve selective 

enforcement programs . 

Motor Vehicles 

2. Fundamentals of Accident Investigation. Determine: 

a. What happened. 
b. How it 4appened. 
c. Why it happened. 
d. Who is.at fault. 

This basic approach will establish cause, reconcile conflicting informatioll, and pro­
vide evidence for prosecution. 

3. For many people involved in a traffic accident, it is their first coqtact with the 
police. 

a. The trooper is in a position to be of assistance and to provide a valuable 
service. 

b. The manner in which the trooper conducts the investigation will reflect 
the person's attitude toward ~e trooper and his organization. 

--... - .... _- ----.----.~---.------~-. 
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4. As an operational guide, the trooper should formulate a flexible plan of action, 
based primarily on the urgency of th~ situation. 

. 
a. The trooper must in the first instance resolve and recognize th'at, it is 

not necessary to do all things at all accidents, nor is it necessary to 
follow the listed steps in order. Briefly, "Do the first things first. " 

5. Upon learning of the accident, the desk man is in a. position to secure infor-
mation, which will be a matter of record, and serve as the basis for immediate action 
and assistan'ce. 

a. Name, address and phone number of caller. 
h. Exact location of the accident. 
c. Severity of the accident. 
d. Number of vehicles and whether drivers are at the scene. 
e. Traffic conditions. 
f. Need for ambulance or doctor. 
g. Need for other emergency services. 

6. Based on the information available, the urgency and severity of the accident 
will dictate the operational procedure in securing the following services for the inves­
tigative patrol unit. 

a. Alert patrols for assistance. 
b. Ambulance service. 
c. Hospital or doctor. 
d. Clergy. 
e. Medical examiner. 
f. Tow truck, fire vehicle, etc. 
g. Ptility company. 
h. State Roads Commission. 

7. Current information as to the location and phone numbers of all emergency 
agencies should be readily available at each installation. 

Motor Vehicle Accident Investigation Assignment 

8. A flexible procedure based on urgency should be established. 

a. Assignment. Proceed to the scene as quickly as possible, consistent 
with safety. Exercise judgment and give suitable warning with red light 
and siren. 

b. Arrival. Park the police vehicle in a manner consistent with safety to 
the public and your vehicle. Wherever possible, park it off the travelled 
portion of the road. As the vehicle is being parked, observe and evalu'­
ate obvious conditions that will dictate the next move. Be alert for fallen 
wires, fire potential, hazardous location and highway pavement conditions. 
Do not drive over or otherwise obliterate tire marks at the scene, on 

1, 
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d. 

e. 

the shoulders, etc., as these are evidence. 
Care of the Injured. The trooper should have a thorough knowledge of 
basic first aid in order that he may make an intelligent effort to save life 
or ease suffering. The trooper should not attempt to diagnose the case, 
administer first aid beyond his capabilities, or permit incompetent 
volunteers to move or treat injured persons. 
Safeguard Property. Prompt and positive action must be taken by the 
trooper to safeguard property at the accident scene, including perscnal 
property of the injured or deceased and merchandise and equipment from 
vehicles, especially trucks. 
Safeguard the Accident Scene. Evaluate conditions quickly and take pre­
vent;ve action. Resolve the need: for flares to warn approaching traffic; 
to re-route traffic; for emergency crews from utility companies; for 
State Roads Commission crews to spread sand or other materials over 
road surfaces made hazardous by spillage of oil, tar:, etc. or by severe 
unusual icy conditions. Be alert to the potential danger of spilled gaso­
line and other inflammables and to any other factor which may further 
endanger the scene. Take whatever remedial action is indicated by the 
nature of the existing danger and control and direct traffic until the 
hazardous condition is corrected. 

9. Take Complete Charge at the Accident Scene. 

10. 

a. Instill confidence and respect at the scene by being calm, businesslike, 
obji:lctive and in control of the situation. 

b. A quiet, sympathetic and understanding approach will tend to create a 
cooperative respect from all persons. 

Ititerview Drivers and Witnesses. 

a. The techniques and methods of interrogation and interviewing should be 
studied carefully. It is important that the trooper secure informatioll 
to provide the most complete, unbiased and accurate accounting of the 
accident. 

(1) Information will verify or disprove some opinions, based on 
observation of physical evidence, or statements made by other 
drivers or witnesses. 

(2) The questioning should be courteous, objective, and adaptable to 
the occasion. 

(3) Drivers and witnesses should be interviewed as soon as possible. 
The answers will be more spontaneous and truthful and not colored 
by rationalization or counsel of others. Be alert for false reporting 
of information by persons involved. For example, a wife may convey 
the information that she was driving, whereas, in fact, her husband 
was the operator. 

(4). Verify the driver'S identity, ownership of the vehicle, and the iden­
tity of any witnesses. 

3 
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11. 

12. 

b. 

(5) Drivers are affected by various physical and emotional factors 
caused by the accident, and the manner of questioning by the 
officer may create tension ane;! fear. The officer should overcome 
the difficulty sympathetically, calmly and objectively. 

. Questioning Witnesses. 

(1) The ideal witness is one who actually observed, through the use of 
one or more of his five senses, something of importance relating 
to the accident. 

(2) The trooper must be alert to the reliability of the witness1s infor­
mation. Did the person actually observe something or is the infor-
mation based and influenced by prejudice or relationship? . 

(3) Information secured from a witness should be reduced to writing 
in the form of a deposition to support the trooper I s information 
when enforcement action is contemplated. 

Direct Traffic and Pedestrians. 

a. Prevent congestion to permit emergency vehicles to move freely and 
safely, to prevent theft, further accident, or the destruction of evidence. 

Record the Facts. 

a. The basic method of recording data, evidence and testimony about an 
accident: 

(1) Complete the accident report form in its entirety. 
(2) Statements - participants and witnesses. 

J (3) Photographs - whenever it is deemed necessary. 
(4) Diagrams and measurements - things observed a;t the scene. 

b. Completeness and accuracy of reports. 

(1) 

(2 ) 

It becomes a permanent record for the information of interested 
parties and agencies. 
It provides the trooper with complete factual data for purposes of 
testimony. 

13. Follow-up Action and Procedure. Investigating an accident leads to subsequent 
activities. 

a. Fatal Accidents: 

(1) Always suspect suicide, homicide, or ,criminal negligence. 
(2) Notify relatives, employer and other agencies. 
(3) Cause of death. as pronounced by the medical examiner. 

--- -.~------~'~:~ 
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14. 

b. 

(4) When a railroad train is involved, detain only for as long as 
reasonably nece$sary. 

(5) Transmit information as soon as possible to installation and 
headquarters as required. 

Hit and Run Accident: 

(1) Is a criminal investigation coupled with the accident investigation? 
(2) Upon arrival at the accident scene, determine that it is a hit and 

run accident. 
(3) Relay information available so that other patrols may be alerted. 
(4) Search foJ' physical evidence, question victim or witnesses, and 

coordinate the activity of assisting patrols. 
(5) Common motives for leaving the scene of an accident are: unlaw­

ful use of a vehicle, panic, intoxication, and to conceal another 

(6) 
(7) 

crime. 
The trooper must search for the driver quickly and systematically. 
The success of a hit and run investigation may depend on the 
troopers initial effort to establish the identity of the vehicle or 
driver. 

Enforcement Action. 

a. 
b. 

c. 

d. 

An accident may indicate a violation of the law. 
Unless the trooper witnessed the accident, evidence of a violation must 
be established by investigation. 
Mere opinion, belief or suspicion alone is not sufficient to warrant 
enforcement action. 
If the knowledge is based on information and beUef, it must indicate 
the sources of inform'ation and the grounds for belief, such as state­
ments and admissions made by t.he defendant to the arresting trooper. 

15. Working With the Prosecutor. 

16. 

a. 

b. 

Prepare the accident arrest case carefully and discuss all aspects of it 
thoroughly with the prosecuting attorney. 
Pre-trial preparation will familiarize the trooper as to What testimony 
he will be expected to provide. 

Court Testimony. 

a. 
b. 

c. 

d. 

The trooper may be required to testify in both criminal and civil cases. 
Every trooper should have a complete understanding of the rules of 
evidence. 
The main function of the trooper in court is the same as any other wit­
ness, to supply the pertinent facts so that the court or jury may make a 
just decision. 
Diligent investigation and careful preparation of cases may be wasted if 
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e. 

f. 

the trooper fails in the very important task of giving evidence in court. 
The trooper is a representative of the people and is expected to give 
evidence with great accuracy regardless of its effect. 
The trooper should have all the facts of the case well organized in his 
mind to testify effectively. 

Fatal Accidents 

17. Medical Examiner. If a victim is obviously dead, the medical examiner must 
be notified. 

Whenever possible the body of a victim should be left undisturbed at the place of death 
until the arrival of the medical examiner. This procedure is based on long established 
custom and practice rather than upon any specific provisions of law or court decision. 
After causing the medical examiner to be notified, there is no need to obstruct traffic 
or delay a railroad train for any longer period of time than is reasonable, in .order to 
await his arrival. A reasonable length of time would be determined by the time, place 
and other circumstances of the accident. 

18. Notification of Next of Kin. Members who investigate fatal accidents shall be 
responsible for the initiation of irrill1<.!diate and necessary action to insure prompt noti­
fication of the victim'!i; next of kin. 

a. 

b. 

Members making notification of death or other bad news shall be tactful 
and diplomatic and whenever practicahle such notifications shall be made 
in person. Interest and sympathy should be sincere, reflecting a desire 
to assist. When a member delivers bad news, it is important that he: 

(1) Get the recipient's full attention. 
1(2} Give the message a little at a time. 
(3) Let the recipient set the pace of the delivery. 
(4) Give the recipient a chance ~o express his emotions. 
(5) Exercise good judgment, when recipient is operating a motor 

vehicle, to determine the advisability of permitting continued 
operation. 

(6) Secure the assistance of relatives, clergy, physician or friendly 
neighbors when it is known or quite apparent that the recipient, 
due to age, physical or mental condition, may present difficulty. 

When requesting other members of the division, or other authorities, 
to make such a notification, consideration shall be given to the urgency 
of the message in determining the type of communication to be used, 
and verification of notification shall be requested in each instance. 
Messages involving such notifications shall be expedited by department 
personnel concerned. 

19~ Notification - Death of Military Personnel. In all investiga.tions involving tile 
death of a member of the arme d forces, the following procedure shall be followed: 

a. Notify the closest military facility of the branch of service to which the 
deeeased was attached and furnish the following information: 

b. 

c. 

(1) Full name of deceased. 
(2) :Bull rank of deceased. 
(3) Unit attached to and deceased serial number. 
(4) Manner of death. 
(5) Place where remains are being held. 

The military authority so notified is responsible, dependent upon cir·· 
C'lmstances for: 

(1) Identification of deceased. 
(2) Notification of next of kin. 
(3) Notification of proper military authorities. 
(4) Arrangements for disposition of remains pursuant to such 

r.equest from next of kin. 

Where the death of a member of the armed forces occurs from an inci~ 
dent investigated by the state police and tilB serviceman is on offidal 
leave and lives in the area of tile state police jurisdiction. the procedure 
for notification as outlined above (next of kin) should be followed. In 
addition, the information listed above under paragraph "a" shall be 
transmitted to the appropriate military facility and also advice to the 
fact that identification was established and next of kin notified. 

" 

7 

-'~-~'-~-'--"--'-~-'-------------'--'-- _._. __ .--



/1 
;/ 

r 
- ,--"""',,,--_. -" I<'? ,,\1>'<''',' ~ ._ ..... ~ .... __ ""--___ .- .-0-. _._ • ....-c.... ........... 

REPORT OF DRIVER INVOLVED IN ACCIDENT 

NOTICE TO DRIVER - THIS IS YOUR REPORT OF WHAT HAPPENDED IN THE 
ACCIDENT. ANSWER EACH QUESTION COMPLETELY. 

1. I was driving on 
(Dire ction) ---:'( S="t:-"r-e-e-:-t'-) ---

2. I first saw the other car when it was 
away from me. -;(':;:F;-e-e'7t-o-r--::;C;-a-r--L~e-ng-t:";h-s"")-

at this time. (A) I was going -;-::~ __ 
(Miles per Hout") 

(B) The other car was going at this time. 
(Miles per Hour) 

3. r was going when the impact occurred. 

4. 

5. 

(Miles per Hour) 

The other car was going _....,.--...,..,.. _____ ,....when the impact occurred. 
(Miles per Hour) . 

My car went -=_~ __ =-_."....-_..,.,...-,-_after the impact. 
(Feet or Car Lengths) 

6. To avoid the accident I ---------------------------------------
I move my car before the officer arrived. 
~~-~~~~,...--

(Did or Did Not) 
7. 

8. In my opinion, the accident was caused by ----
(Describe action of yourself or other person) 

9. If you were injured, describe briefly: 
------------~--------------

. 10. Note b:{"'low names and addf-=sses of your passengers and additional 
explanation of accident if necessary: 

lDriver Sign Here) 

Date -----------------------
Reporting Officer 
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APPENDIX 3 

Standard Police Traff:ic Collision Report - Form A 

Standard Pollce Traffic Collision Report - Form B 

Standard Police Traffic Collision Report - Form C 

These reports were taken from "Excerpts from a Final 
Heport on a State Accident Investigation Program" by 
M. Blumenthal and H. Wuerdemann. prepared under 
Contract FH-1l-6688 with the U. S. Department of 
T'ransportation. National Highway Safety Bureau. 
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U TWO (OR MORE) M.V. 

e SINGLE MV (NON.COLLISION) 

IIAM( (110" or STRLer OR HIGIIW4'f' 

o VEH.-PEDESTRIAN 

[] OTHER 
[J VEH.-OBJECT 

[I FATAL c.; INJURY 

CITY. TO .... 'N. OR TO'MIStl~ P­
I 
I 

PROPERTY 
II DAMAGE 

~ fAE'FERENCE (\/d"/.H." SII .. "ft"r,·u·,·f"Jtt. Ol!" r 1.".""lIIlrk) i OISTANCEA~"acTio;;r-Ro;:tii'tft~[,"ieE·"~· -~ 
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3t-------=I:7':rncn;;;<,:'T--------------------.... ----------.. OBJECT NAME OF OBJECT :, LOCATIOII OF OBJECT 

STRUcK 

SEX 

I 
fULL NAME 

I-.~O~DR~£S~S-----------------------------~·- ~F~U~L~L~N~.~.-'£-----------------------.-.--------l:~ 
'DDRE 55 

o 
Z 
IX 
o 
I-

ci 
Z 
IX 
o 
I-
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--:F-FULL .... e 
SEX FI.1I.L ,OME 

~=-----------------.------ I~Ge 
'" -Z 
:! o AiiDiE-s-s---------------- ---.. ----------i--:::~ o .09RESS 

Z 
AGE .., z 

!;; 
ti i FUl.l. N.AME 

,-,,------------------... -. -.~-- - +-- .. ,St, -- SEX- W F'ltlo:N", 'I [ -------------._,-- 0 

& ... : W 
"- ... 

ffi 0,--'·0-0-R"'C,.-3-S-----'---·----------------­
~ %, 
< r

GE IX 
0 gr~E5S 

I 
------~------------tAG~~ 

"-r-~:~FU~L7L~'~.M~, ~E------------------~--------~~ 
I 
I '" IX . W 

CI 
Z 
W 

I sEX" 
I M; 

gi ;-A~0::-~"'~:-:Ec5;c::S-----------------·-­
I -f AGE '" VI 
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~I FULL ~'''E 

~rODPT:;5 -. ----.----,-------.. - --·_--_-L..iGC 
Q. 

FIRST ~ POLlC~. c: BYSTANDER 'II~JUREO REMOVED TO: I REMOVED BY: 

AID :. AMB. ATTEND, i:: UNKNOWN 0 AMBIJLANCE C OTHER 
BY: :. PHYSICIAN C NONE 0 POLICE VEH. 0 NONE 

I 
I 

Occupa"lS: V.h. -=-_~, :pa .. ~NO.lIPo ... N".2iPa ... No.J ~u.pant .. Veh. ! O!!~._~~.:t!?:.!.~~s.::.:.!!.2 .. 22o-s.!. . .::!~J 
Seat Locolio" T • .t. L I '1 -- Seat Local;o" t ., =J I --t- .. '--' 
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:. OFFICER :: USER C WITNE:;S C OFFICER :. USER 

t SEAr i.O':-'f~" I rrl~ASSIFI: ... Tt'JN I "EJECTION 

VI ~ -. ---~l ~x - Un"n<N" I A - Not E,'OCled 
Wo • F~ ; ~~ ~ AN I - No Injolry I B _ ~, ort,'al ~ _ P.J.,,,,r,,n .... 
o ~;c. :c 1 ~t; 2 - Inlury C _ Total U ;VP - Sc"enl . 

~.~'::'~ ~.::' _i I/cni':"! ?lSS'!:"U • J - F'l101 0 - Un:"na\orill 

=-"'==-----:..~-.:.~"' .. -===_==_==:=-,,==.=-._=~=-=_,=======c==:.-~=-",. ====".~===== 
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U - U .. d 

! ~p : ~~: ~'~~~II.d 
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Fonn A continued STATE OF ________ _ Page 3 

~TANDARD POLICE TRAFFIC COLLISION REPORT 

I CASE Nu ... aER ·~r 

:=======~-========~===========================r=======================k=========== I _~.o(~_ 
VEHICLE DAMAGE SEVERITY 

Ent., Coe/ •• * In V.hlcl. Damage A,oo(.) ROADWAY/ENVIRONMENTAL CONDITlOIlS 

:. 
I 

I 
: 

Vehicle No. 

~15 :' 
I i i 

i 7 
I 

I , 

Roadway Surface Weoth., 

:a 
1 o HOLES, RUTS, BUMPS DORY D CLEAR 

2"- - ••• ['~=~~=5ii==~=:::~ 
i I : 

a 
i-"---

n·····' 
o LOOSE SURFACE MATERIAL II WET r -J ••• RAIN 

o OBJECT(S) ON ROAD o SNOW USNOW 
~ ...... -.- ... 
I ,. I .1 tie • 
I 0 to' 1 o 0 , . :,"17··1 

-0 , 
o 0 

." ...... f , ............... ' L ___ .. : 

-". 
: I. ! 13 12 

i e- . -. -'(C;::::::'~~;;;;;m;;;;;;;;~~=~ 
l'D 
I : ! : 0 

i . 0 
0 

! I 
! ! i 

io-- ........ D SOFT SHOULDER DICE OFOG 

li"-" . D OTHER D OTHER o OTHER 

- ... ,>,. 

- ~'~'-'-

'" 
20 Undercarriage ______ 

• w Body St,l. t:I: 

w -u • 
~S---
CO 
W 
..I 
U . 
i: 
w 2-- .. - .. 
> 

1---'--' 

ie------

• 
I 

-
II. 
0 

0 
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Vehicle Ne. 

'1' 
I 

!ii--...... 1 

toO"_" ... .! 
~ 1 J 

TRAFFIC CONTROLS 

SICiN,lLS : SIGNALS OPr.R"1'I~~;---· 

DYES 
. '1 ,...~ 

, ~_. YES ~_.t tiD 

JDIT;]~I.-· .. l ~.~~~~--. 
I ......... 

"--. _ ...... 
" 11 

~---------.-------------------------12 

o NO OTHER CONTROLS 
Q OTHER C0tlTROLS (Specify) ____________ ,.--__ 

TRAFFIC FLOW TRAF FIC LANES 

20 Undercarriage ____ _ T empcrary Change 
in Trafric Direction 

[] TEMPORARY REDUCTION IN NO. LANES 

o TEMPORARY REOUCTION IN LANE WIOTH 

C! NONE 

IU 

Bady Styl. 

* SEVERITY coots 

SLIGHT OR 
MINOR 

ALCOHOL 

CITATIONS 

PHOTOS 

HA~AE 

2 MODERATE 

~DHDl INDI~E01 

U YES UNO 

CITATlD'S GIVEN TO: 

=:; OPERATOR NO IS) 

POLICE PHOTOS·rAI(£H' 

.....; YES =: NO 

~ ~i:ASDN rOR NDTIFIC4T1DN o 
ll. 

[j YES c; NO 

3 
SEVERE OR 
EXTREME 

UNKNOWN 
i TAT REQUtSTED fCR; 
I LJ OPER. NO,(S) 

CJ PEDESTRIAN NO.(S) 

'--:1 PED. NO.(S) 

~ NONE 

I 
'

ALI,. RCOUIREO S.f£Ty tOUlP'-IENT uSEO' 

MOTORCYCLISTS eYES . = NO ~ UNKNOWN 

,-, NO 
. ....J TEST 
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DATE 
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Form B 

STATE OF" _________ _ 

STANDARD POLICE TRAFFIC COLLISION REPORT 
TIME 

""AC""C""I D""EN':-T ""'IN""VD"".L:-::ve-=-D ----

I DATE or ACCIDENT o A.M. ICAse kU4Di:R 

o P.M. 
I SHEt T _0' __ 

o VEH.-OBJECT 
o TWO (OR MORE) M.V. 

o SINGLE M.V. (NON.COLLISION) 
o VEH.-PEDESTRIAN 

o OTHER 
NAME (NO.1 or STREET DR IIiGNIiAY 

ACCIDENT SeVeRITY 

[J FATAL 0 INJURY 

CITY. TOWN. OR TDWNSHIP , 

PROPERTY n DAMAGE 

, 
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~ . < , 
u : 
3r-----------~~~~~----------------____________________ +~--~ __ ~.~ ____________ , ________ ~ 

OBJECT INAME DF OBJECT : LOCATION DF DDiECT 
STRUCK I 

VEHICLE MAKE MDDEL VEHICLE. MAKE MODeL I YEAR I LICENSE PLATE HUMBER 

, 
ci IDENTInCATIDN NUMBER 

STATE 

-,YEAR 

I DDOMETER -~ I LICENSE PLAtt NUMBER srATE -rOiiiii.tmJ .. --. -T~ 
O'~~~~~~L~~'~I--I~~I-~-~~~_I~~I-L-L--L--L~ Z IDt"nFiCAT'ON NUMBER Z 

~ I -.l I L..l_ ~ '-L.,=!-' -:-:,'=~I --,1,--,-1_,-1 --,1_1 -1...' I I I I 

i i 
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TOWED TO: TOWED TO: 

SEX FULL NAME 

ci 
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o ... 
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.............. 
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, 1 o i 

SEX 
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o WITNESS 
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VEHICLE DAMAGE SEVERITY VI I ~ SIGNALS 
En'er Coe/e,· in Veh,cle Damago A,ea;s) SCHOLES, RUTS. BUMPS ~ CORY ___ ::.;~ ~ 0 YES ::::i NO 
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VI ;" j14 : 13 i 12 FLOW LANES 1= -, -: :o:,"ced Width 01 T,o •• 1 Lone 
;:'i .-•.••• -_. ----'- --.......... --"---'------1 iJ YES 0 NO I:. '. ,-. 
?i 20 Unde,ca,,; aga ------ '""'-O--T-OR--C"-YC--L-IS.J.T-$.-' ---------r-t-'':'"LC--O-HO--L-I':"N-=-'O ':-: -, _:":::':-; ----.,-.,--------~ 
IIJ VI C Opa,. No,/.) 
~ Body Style. All Req'd Safety Equipment U,ed i5 0 YES :z ::J: ________ • • _ _ _ _ _ _ _ _ _ 0 ------

IIJ~ ____ ! ____ V~e~h::.i::cl:e..:N::o;.-==:;==-__;;----~ [] YES 0 NO ~<U ~~~i ~ ~~~ = '.: ••• _==== 2 0 Ped. No.1 •• 
J 4 ~15 Ie '7 .8 -U-'-N ---dl ' o UNKNOWN ONO-~:- L.. on~ • 

~>. C='I,,: •• :-.,~::iOF=5IE=S;D~)fcJ':-:"='~"'-··-·· ''>ENC,ES NOTIFIED POLICE p~qros H;;;'/'! 
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• 1~'--' Noma/,) -~--------------------- ----- I 
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r.sf'lCR. If CODES 

FORM C 
STANDARD POLICE TRAFFIC COLLISION REPOHT 

1. State 

2. Date of accident 

3. Time of accident 

4. Case number 

5. Sheet of 

6. Accident involved [motor vehicle, pedestrian, objcct, ctc.] 

7. Accident severity [fatal, injury, property damage) 

8. Location: Name [no.] of street or highway 

9. Location: City, town, township 

10. Location: Reference [milepost no., intersection, otheL' landmark] 

11. Location: Distahce and direction from rf)ference 

12. Object struck: Name of object 

13. Object struck: Location of object 

14. Vehicle: Make 

15. Vehicle: Model 

16. Vehicle: Model year 

17.· Vehicle: License plate no. and state 

18.. Vehicle: Odometer reading 

19. Vehicle: Identification no. [manufacturer's no.) 

20. Trailer: License plate no. and state 

21. Vehicle [trailer] towed to 

22. Operator: Name 

23. Operator: Sex 

24. Operator: Address 

25. Operator: License no. and state 

26. Operator: Date of birth 

27. Passenger: Name 

28. Passenger: Sex 

29. Passenger: Age 



FORM C (Continued) 

30. Passenger: Address 
: tlUM C (Continued) 

31. Pedestrian: Name 
..;. 

60. Agencies notified [by police) 

32. Pedestrian: Sex . 6l. Police photos taken 

" 
33. Pedestrian: Age 62. Time police notified 

34. Pedestrian: Address 63. Date police notified 

35. First aid by 64. Time police arrived 

. 36. Injured removed to 65 . Reporting officer 

, i 37. Injured removed by 66. Badge no. 

38. Seat location code 67. Unit 

39. Injury classification code 68. Reporting agency or department 

40. Ejection code 69. Date of report 

41. Seat belt type 70. Approved by 

42. Seat belt usc code 71. Date approved 

43. Be It use reported by 

44. Witnesses: Name 

45. Witnesses: Address 

46. Accident diagram 

47. Accident description 

48. Vehicle damage severity code 

49. Vehicle damage areas 

50. Vehicle body style 

51. Road condition 

52. Road surface condition 

53. Weather condition 

54. Traffic controls: Status and type 

55. Traffic flow: Temporary change in traffic direction 

56. Traffic lanes: Temporary reduction in number and width 

57. Motorcyclists: Al1 required safety equipmcnt used 

58. Alcohol indicated and test for 

59. Citations for 
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APPENDIX 4 

Helicopter Unit Standard Operating Procedu>;e 
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HELICOPTER UNIT 
STANDARD OPERATING PROCEDURE 

---_ ... ,..-"_: ....... ,, 
.-".-""'~ .. ,'" ,'-,"',~.-,.-~,' ;', .. '" ;--, ',. 

T.he purpose of this directive is to establish standard procedures which will coordi-

nate the crime-reduction activities of the Helicop.ter Unit with those of the other 

operational units. 

I. TRAFFIC SURVEILLANCE 

A. On a daily basis, the Helicopter Unit will study the flow 'of traffic 

along the major arterial routes of the city. At the direction of the 

traffic engineer, the observers will photograph those areas that tend 

to have recurring congestion, and will make evaluations regarding 

the causes of the congestion. Special events that alter traffic patterns 

will be observed by the helicopter crew and photographs will be taken 

of the problems generated by such events. Reports on all aerial 

observations of traffic activities will be prepared ~n duplicate and 

submitted to the Traffic Division commander and to the city traffic 

engineer. 

B. The unit will cooperate with the office of the city traffic Emgineer at 

all times. The helicopters will be used to fly the tr~ffic engineer or 

his designated aide over problem areas When t~leBituation requires 

evaluation by an expert and to complete other traffic-related assign-

ments as scheduled by the traffic engineer and the chief of police. 

.' 
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C. The unit will be active in the daily enforcement of traffic laws within 

the corporate limitlf) 'Of the city. 

1. While engaging in surveillance of the main traffic arteries, 

flight crews will have occasion to observe haza.rds such as 

oil on the streetsJ unusual obstructions, collisions, etc. 

When it appears that a hazard will have a detrimental effect on 

the even flow of traffic along streets or freeways, the observing 

unit will notify the Communicatiolls Unit,'1 and advise that 

immediate action is necessary. In'the event that such a hazard 

'is affecting a "peakll traffic hOl.\r, a sig-a-lert will be initiated. 

2. When a flight crew observes a s'erious, continuing traffic 

violation, and is able to maintain thfl offending vehicle in 

view, a ground unit will be called via the radio dispatcher 

The ground officer will intercept und cite or arrest the 

, '·'~i'i-----'-~~·"· motorist. The name and serial number of the flight 
i 

observer will be placed in the (J.ppropriate box of the citation. 

3. Where a ground unit is engaged in a high-speed pursuit, the 

Helicopter Unit will respond immediately and relieve the 

ground unit of the pursuit responsibility. As soon as the 

flight crew has made visual contact with theileeing vehicle. 

all ground units will reduce their speeds to that which is 

reasonable and prudent, thereafter converging on the subject 

vehicle as the helicopter crew gives directions. In the m~an-

time, and as circumstances permit, the flight observer will 

I
t:.' 
J , 
, 

II. 

III. 

use the public address system to identify himself as a police 

officer and to instruct the motorist to stop his vehicle. When 

the vehicle is intercepted, the members who originated the 

purlmit will effect the arrest and complete the required 

reports. 

The pursuli~ policy, wherein the Helicopter Unit is utilized 

in a team effort along with grou~d units, will reduce the 

number of fleeing motorists who elude police, as well as 

reduce collision hazards. 

RESPONSE TO DISASTERS 

When a major traffic accider:" fire, or other disaster is reported, the Heli­

copter Unit will respond immediately and determine requirements for traffic 

and crowd control, and emergency equipment needs. After making such 

determination, t.he craf~ will orbit on the perimeter of the disaster area 

and the observer-officer will relay information concerning potential 

problem situations. 

SURVEILLANCE OF DEMONSTRATIONS AND DISORDERLY GATHERINGS 

Helicopter person'nel and craft will be at the disposal of the command Off~cer 

coor'dinating police activities at any large disturbance within the corpOrl:.\te 

" 
limits, of the city. When appropriate. the craft will serve as an aerial 

I 

command post, enabling the command officer to have direct visual contact 

wi.th the situation, and increasing his ability to evaluate the movements , 
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IV. 

.' d In the event that the command officer numbers, and mood of the crow, • 

chooses to remain on the ground and close to the disturbance, the flight , 

crew will contillue to orbit the scene and keep the command post apprised 

of any information that will aid in tactical decision-making. 

TACTICAL OPERA'l'IONS RELATED TO SPECIFIC CRIME PROBLEMS 

A. 

B. 

C. 

Under the coordination of the Traffic Division commander, the 

Helicopte'r Unit and the Special Operations Unit will develop crime 

reduction 'techniques. These units shall emphasize tactics intended 

to reduce the burglary and auto theft rates. Additionally, Patrol 

Division members may request assistance from the Helicopt~r Uni:: 

regarding beat problems that can be studied from the air. Traffic 

Division members will also receive information from t~e unit on 

areas experiencing persistent traffic violations and congestion. 

F~lony-in-progress calls shall receive top priority response from 

flight crews. Upon arrival at the scene of such a call, the cre,w 

will report the de scription, direction of flight, and pla-:;~ of 

concealment of any fleeing suspects. The crew may la'1,d the 

craft and give r,l.irect ;)olj,ce service when the situation require s 

such action. 

When not engaged in another high-priority ass~gnment. a flight crew 

will respond when a ground unit requires cover and the responding 

d The craft will orbit the scene and the ground cover is delaye . 

crew will concern itself with the safety of oHicers and private 

,f} " 

V. 

persons on the ground. An assault upon 1the person of a police 
'\ 

officer constitutes a felony-in-progress a,nd will receive the priority 

indicated in Section IV-B. 

Oij.GANIZATIONAL AND OPERATIONAL PROCI~DURES 

A. The Helicopter Unit is a subordinate unit of the Traffic Division. 'and 

is responsible to the commanding officer thereof. The unit super-

visor will daily submit to the division.a detailed accounting of 

personnel. Departmental distribution of the daily detail ~ill be the 

responsibility of the division secretary. 

B. When not otherwise engaged in special tactical missions, the unit 
t-"\ 

will a'dhere to the following schedule: 

1. Helicopter Unit personnel w1'll report for duty at the airport 

at the hours determined by need and specJfied by the unit 

superTllsor and the division commander. These hours will 

be arranged in order that, with two crews being op'erational 

simultaneously, one will report for duty one hour later than 

the other. An immediate relief procedure will ensure 

continuous availability of an airborne helicopter. Each airc)~aft 

will stay up for one hour and thirty minutes, and will then land 

for pre- and post-flight maintenance while the companion craft 

operates. This procedure will have the effect. of rE'ducing pilot 

fatigue and maintenance problems. Meal breaks win be tak,en 

during the maintenance periods. 

5 
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2. 

3. 

Flight 1 

Flight 2 

Flight 3 , 

4. 

1'1' f . tance each flight will When not respond~ng to ca \\ or assls, I 

patrol within predetermined flight corridors and will have 

specific traffic-related and crime-reduction duties to perform. 

The flights will not leave the corporate limits of the city unless 

specifically authorized by the chief of police or a deputy chief. 

The following is a tent~tive weekly schedule for Helicopter 

'Unit personnel: 

Sun Mon Tue Wed Thu Fri Sat 

1300 1300 1300 1300 1300 Day Day 
2100 2100 2100 2100 2100 Off Off 
Patrol Patrol Patrol Patrol Patrol 

1400 1400 1400 1300 1300 
2200 2200 2200 bay Day 2100 2100 
Patrol Patrol Train. Off Off, Patrol Patrol 

1400 1400 1400 1400 1400 
Day Day 2200 2200 2200 2200 2200 
Off Off Patrol Patrol Patrol Patrol Patrol 

The following is a tentative daily schedule fOl' Helicopter Unit 

personnel: 

1300 First flight and section supervisor report for duty. 

Briefing is held and the crew conducts pre-flight maintenance 
7 

on aircraft. 

'1400: First flight takes off for patrol duties. Second 

flight reports, is briefed by supervisor, and conducts pre-

flight maintenance on craft. 

" ., ' ....... - .... ----"'-.~ -.-.. ~ ............ -'<. -- ---.,.;....-,,---.. -' -'-'--..--- ~--- ......... ,~----------

I ., 

'j 

, 

b r 
I: 
Ii 
I, 

C: 

D. 
,t •• , ' 

. " 

1530: Second flight takes off for patrol duties. First flight 

lands and conducts post-flight n;."intenance on craft. I~og 

books and maintenance forms are completed, and the 

mechanic is advised of any adverse conditions that may 

h!l.ve come to the attention of the crew during the flight. 

The Perpetual Maint~natice Chart is :filled in ~or inspection 

and departmental reports are also completed. The crew then 

conducts a pre-flight maintenance check for thil 1700 flight. 

1700: First flight takes off for patrol duties. Second 

flight'land,s and follows the above schedule. 

During the mai~tenance period, the pilot-officer will be 

responsible for the required helicopter checks and re-

fueling.. The pilot will also maintain the Operation Log by 

listing time in the air' and describing the flight mission, 

area covered by flight, and police activities. 

The observer-officer for each flight will maintain an awarEl-

ness of gen,eral crime trends by daily review of Stolen Vehicle 

L~stings, Crime At1:alysis Summaries, anti the crime recap 

information sheets. During each maintenance period, t~e 

observer will complete necessary poli<;;e reports. , Each 

observ~~-officer must be familiar with all landmarks readily 

discernible .from the air and possess the ability to relate 

landm.arks to the names and position of each street in the 

vicinity of the landmark. 

7 
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VI. 

E. 

F. 

On those occasions where inclement weather renders air­

flight unsafe for the crews, and other Helicopter Unit duties 

such as craft maintenance and ope:rational coordination are not 

immediately necessary, unit personnel will report to the 

division commander for alternate assignment. 

Except in rescue situations, only the following persons shall 

be carried on helicopter flights: 

a. 

b. 

c. 

d. 

A s signed. pilot- offic er s 

Assigned observer-officers 

Authorized maintenance personnel 

City employees or officials with prior authorization by 

the chief of police or a deputy chief of police. The 

emergency transport' of injured persons must be 

authorized by a supervisor or command officer. Use 

of the litter or the transport of an injured person in 

.. aircraft cabin shall only be authorized under extremely 

grave circumstances. The safety of the helicopter crew 

shall not be jeopardized unnecessarily. 

COMMUNICATIONS UNIT RELATIONS 

A. Departmental policies as stated in the General Orders will apply to 

helicopter personnel whil~ on duty. Unit members will be responsible 

.. d "908" to the Radio Dispatch Unit, reporting "gOg" upon takeoff, an 

____ ....... _. _ ,;:;,_ -A-.-____ _ 

--.,-,.-----~-.... ----..:.- -'" 

upon landing. A flight crossing the radio-channel boundary will 

tune to the channel into whose jurisdiction it is entering, and will 

advise radio dispatch of the change. 

B. When a ground unit requests Helicopter Unit assistance or a radio 

dispatcher determines in his own discretion that such assistance is 

necessary, and the airborne flight is on the channel opposite that 

in which the assistance is required, the crew will be ordered to tune 

to the appr·opriate channel, and the assignment will subsequently be 

made. A response delay should be expected in the event that the 

airborne unit is nearing completion of its flight period. In this 

case, the relieving crew will take the assignment. 

C. When a crew observes a ~raffic accident or other hazard in an 

adjacent jurisdiction which adversely affects the normal flow of 

traffic within the corporate limits of the city, the Communications 

Unit will be advised and will relay the information to the appropriate 

law enforcement agency. 

--- -- -----"----~ --~---- -- --- ----~...!..---.---~----.----
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APPENDIX 5 

Sample Highway Patrol Directive: Enforcement Policy 
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SAMPLE HIGHWAY PATROL DIRECTNE 

ALL MEMBERS AND EMPLOYEES, HIGHWAY PATROL 

ENFORCEMENT POLICY 

PURPOSE 

To set forth the enforcement acUon to be taken by members of the Department 
against law violators. 

POLICY 

1. Members of tl,le Department shall take an appropriate enforcement 
action for each and every violation of the law witnesseq by them. Such 
action shall be accomplished in a bUSinesslike, firm, fair, impartial, 
:courteous. and uniform manner, using one of the four following 
methods: ' 

a. By physical arrest in those cases provided by law. 

b. By issuance of a Notice to Appear (commonly called 
a citation). 

c. By issuance of a written warning. 

d. By issuance of a ve,rbal warning. 

2. In accident cases, violations/mot witnessed by the officer but found provable 
following thorough investiga4don shall be processed by filing formal com­
plaints as provided by law t. 

3. Whenever a member obs1crves a motor vehicle operator whose physical 
or other co!).dition indicates the need for-a re-evaluation of his ability to 
drive a motor vehicle he shall, in addition to enforcement action taken, 
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. , 

C. 

, ea commander in writing immediately fol-report such facts to h18 ~ h 'bill'ty of the area 
t T'- shall be t e responsl 

lowing h~ to~r e~p=~Xiou;~y communicate such inform~tion to the 
comman er V h' les Division of Drivers' Licenses. . Department of JYlotor e 1C , 

GENERAL DISCUSSION' 

, dir"'ctlv charged with the enforcement of the, traffic laws of 
The Department 1S ~ oJ b d' . ded into four general categorles: , this Stata. These laws can e 1Vl 

. ovement of traffic over the roadways of the 
First, the laws govermng~: ~les for tt'1e movement of motor vetll~les .. A 
State. The3e laws are safe.(f . , II referred to as a moving vlOlahon. violation of one of these laws H" gen~ra y 
It is also an accident-causing vlOlatlOn. 

, d 'th the mechanical conditicm of motor vehicles ,Second. those laws havmg to 0 Wl , . 
' 1 'l"'ne"e also heLve a safety basls. themse yes. "". 

, d·th licensing of drivers and vehicles. Third,those laws havmg to 0 Wl . 

Fourth, a miscellany of laws relating to vehicles. 

1 '" we are charged with enforcing . 
. This directive refers, to .all. t~cean~~~ be overlooked; none too important to be 
None is too small or l?Slgnifl th Against every violation witnessed, stressed to the excl1!slon of any 0 er. 
an enforcement action must be taken. 

. '.. artment was created to provide uniformity 
It should be remembered t~t ~tlSt Dep Obviously to achieve this uniformity, 
of enforcement throughout e \ \1' hed It is also obvious that the public 
some basic principles must be es a h lS, lator of the law be treated in a similar 
policy of the State demands ~at~acSt VtlO Chaotic conditions would result if 
manner :wherever he may be 1ll e a e. 'tt d to develop his own standards of 

ry man in law enforcement were perml e eve . 
enforcement of the law..-

, 're set forth in this Order. They are to 
Four alternative enforcement acitlons a artment.inaccordance with Departmental 
be applied by every mem~er of the De~d/'!SU"''With the.basis for the application 
Standards. The law of tillS State provl ~ ... , . . ';' " . 
of these enforcement actions. They are as follows. 

, . '" here the law r~quires or permits this 
1. Physical arrest 1ll thOS'~t c~ ... esd ~ot required, the decision must be process. Where perml ,e an 1 

based on sound professional judgment. 

~, . '" r (citation) is a process permitted by law 
2. Issuance of a Notice to A~p_a _ t It is a part of the arrest process 

as a substitute for a phYS1Cal a~e~ . f bringing the violator bef(,>Y'e the 
which, itself, is si,mply the, me, ~ 0 ce with suitable punisL,nent 
court for' adjudicatlOn of gullt or mnocen ~ _ 

----,-~--.. 
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in the case guilt is determined. It is a practica.l and humanitarian 
process developed over the years, and is gradually being extended to 
many regulatory fields. 

3. Issuance of a Written Warning is a process developed to achieve com­
pliance with the law governing the mechanical condition of motor vehicles 
without every violation resulting in an arrest. Where non-compliance 
is demonstrated, however, the law contemplates that arrest and adjud­
ication will follow the violation. 

4. Issuance of a Verbal Warning is a procedure to be used when a vio­
lation of law is observed but the officer is not reasonably Sure of the 
accuracy of his observation of the elements constituting the violation or 
when in his professional judgment such action is obviously proper. 

Thus we have the four types of enforcement action to be taken, and a gen­
eral standard for application of each. Every action taken by a member of this 
Department is to be governed by sound prOfessional judgment, in accordance 
with Departmental objective and duty. 

The work of the Department requ~res that in fulfilling these duti~s we utilize 
these two basic methods of operation: 

1. The Legislature has directed that we obtain compliance with the law, 
to the extent possible with the limited manpower at our disposal, by 
on-view patrol, This is based on the thinking that people do not gen­
erally vi.olate the law when they know they are being observed by officers 
of the law. We will do our utmost to comply with this Legislative 
direction. 

2. With the exception of accident investigation and follow-up, We are not in 
a field of law enforcement where we can sit back and wait for violations 
to be reported to us. In Our field it is incumbent that we actively and 
eternally seek out the law Violator. This is done in the profeSSional 
manner and in accord with Departmentt;tl polil~y. 

It is eS$ential that we aggreSSively pursue the violator of the law. Traffic laws 
are baSically safety rules, designed to insure the rapid, accident-free flow 
of vehicles over the roads of the State. Their purpose is to protect human 
beings from injuring and killing themselves and others. To see that this pur­
pose is achiElved, it is our duty everlastingly, diligently, and with a singleness 
of resolution to seek out and apprehend those who violate the law. The ultimate 
dispOSition o:f the case by the judge who passes on innocence or guilt and who 
administers punishment is ,not our concern. Our job is to enforce the law. 

We are responsible also for the rendering of certain services to the motoring 
public. These include, but are not limited to, giving information, aSSisting 
those who are disabled or otherwise need help, conducting blood relays, and' a 
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variety of other matters. Furthermore, we have th~ obligation to protect th~ 
public from the depredations of lawless persons who would prey on the motorIst 
if they could. 

Now, just how is all this to be implemented and put into practice? 

Zone and Area Commanders are responsible for the implementation of these ob­
jectives and policy and shall proceed to do so in conformance with the following 
direction: 

The Department has the responsibility of protecting life and property on the 
highways and roads. This responsibili:y pr~arily involves the a:pplication of 
preventive enforcement to reduce traffIc accIdents. 

All Commanders are professionally accountable for the proper discharge of this 
responsibility and they must direct maximum initiative and interest toward its 
immediate accomplishment. rrhey must personally p,rovide the quality of leader­
ship· and expertness of direction,which wi~ assure th~ m,o~~ eff~cient performance 
of personnel and best use of aVallable equIpment and ~acIlitres 111 conformance 
with existing policies. 

It is also the responsibility of command and supervisory personnel to intensify 
and instill in each enforcement officer a lasting personal interest and sense of 
individual obligation to prevant accidents on his beat. Th,e maxm:um eff~ctive­
ness of each officer in accident prevention ,cannot be obtalned untrl he fully 
accepts the concept of "beat accotmttibility. tI. When a tr,af!ic oificer'~ aC,tions 
while a.ssigned to patrol a beat d~viate from steady. effJCIent, cons (tIentlOus, 
and professional execution of the Patrol's applicable policy the office1:' is doing 
less than his full duty and consequently must accept a degree of moral respon­
sibility for each accident or incident occurring ?n h,is be,at whichrr:igh~ have 
been prevented had the officer been more consClentrous In the appllcatron of 
his time to the preventive actions a . .l.lticipated by existin~ policies. 

Years of experience have proven conclusively that quantity of enforcement with­
out regard to quality cannot achieve the maximum ,accident preventi.on~ossible 
from enforcement. It is also recognized that quaJity of enforcement WIthOUt 
qu·antity is likewise not the best answer. Therefore,· it is universally accepted 
that a combination of the two is essential to effective· enforcement. 

Factors necessary to attaining high quality enforcement includ~ ·deployment of 
personnel at the high accident frequency locations during the times when most 
accidents occur. The officers must also have full current knowledge of the pre­
dominant violations which are known to be causing the accidents on the beat. 

In order to improve. the quality of enforcement, commanders must continually 
answer in the affirmative the following questions: 

1. Is a complete and accurate analysis of traffic accident records being 
maintained? 

2. 

3. 

4. 
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Is this analysis being properly used to determine the predominant accident­
causin.g violations and the time and locations these accidents occur and 
to provide a sound basis for deployment of enforcement personnel by time 
and location: 

Are deployed personnel provided with complete beat int:Q):'mation as to: 

a. Predominant accident-causiner violations being committed on the 
beatj 

b. 

c. 

d. 

High frequency accident locations on the beatj 

The times when accident J:req~en.cy ~s the highest on the beatj day 
to day ch~ge, if anyj 

Proble~s peculiar to the beat, such a.s heavy traffic d~ys. and 
hours, seasonal Or climaUc ha~z;ards, etc. ? 

Is the beat informatibn continually evaluated and mainiained on a 
current basis? 

Is the statewide statist.: cal picture with regard to traffic accidents and 
enforcement disct..:3sed at each monthly area meeting? 

In order that these objectives will be achieved, each field sergeant 
shall, on a continuing basis, evaluate those under .his supervision. 
Faetors to be evaluated will include,. but not necessarily be limited to, 
the traffic officer's knowledge of his beat, the traffic conditions 
thereon. the accident causes thereon. and the DEMONSTRATEl> 
WILLINGNESS OF THE OFE:ICER TO ACCEPT HIS PERSONAL 
OBLIGATION FOR THE FULFILLMENT OF DEPARTMENTAL 
DUTIES AND OBJECTNES. It is essential that the sergeant have 
personal continuously current knowledge of the beats involved, 
based upon his own active observance, and that his evaluation of 
the officer also be based upon personal obbervations of the latter's 
work, abilities, aptitudes, and individual problems. 

It is the field sergeant's responsibility to assist each member under 
his supervision by identifying his strengi:i\1s and weaknesses and by 
establishing methods for increasing individual effectiveness. 

In the event that the traffic officer'S first line supervisor is someone 
other than a field sergeant, the evaluation will be made by the first 
llne supervisor. 

Similar thorough evaluation of the sergeant's accomplishments of 
his duties will be made by the area commander or a lieutenant, 
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whichever is appropriate .• Lieutenants will also be evaluated by 
the area commander. 

Zone commanders shall eva1l.\ate the area commanders from a like 
premise, and the zone commanders, in turn, will be evaluated by 
the Commissioner. 

Zqne commanders shall also evaluate the activities of the deputy 
zone commanders as to their demonstrated willingness to accept 
their personal obligation for the fu1fi1lment of Departmental 
duties and objectlves within their scope of assigned responsibilities. 

It is my sincere belief that each of us has a personal obligation 
to do everything we possibly can to see that the users of our high­
ways do not conduct themselves so as to cause injury or death 
to themselves or to others. The people of this State look to us 
to prevent traffic accidents .. We MUST get the job done. 

(SIGNED) 
Commissioner 
Highway Patrol 
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CLASSIFICATION OF TRAFFIC LAW VIOLATIONS 
.: HAZARDOUS VIOLATIONS 

A. Unsafe Behavior - Drivers 

General Group 

Speeding 

Right of Way 
, for Vehicles 

Traffic Signs 
Signals, and 
Road 
Markings 

Turning 
Movements 

Wrong Side 
or Wrong 
Way 

Code Section 

11·801.1 
11·801 
11·802, 11·803 
11·804 
11·8068 
11·806b 
11·808 

11·401 
11·402 
11·403b 
11·403c 
11·404 

11·405a 
11·1404b 

11·201 
11·202c 
11·204a1 
11-204a2 
11-204.1 
11·307b 
11-309a 
11-309d 
11-701a1 
11·701a2 
11-702 
11·508 

11·311 
11·601 a 
11·601b 
11-601a 
11-601 b 
11·601c 
11·602 
11·604 

11-301,11·302 
11-306a1 
11-306a2 

Violations 

Exceeded stated speee limit 
Too fast for conditions 
Disregarded speed zones 
Too slow for traffic conditions 
45 mph maximum for house trailer 
10 mph maximum for solid tire 
Racing on highways 

Failed to yield at open intersection 
Turned to left in front of approaching traffic 
Failed to yield at stop intersection 
Failed to yield at Yield Intersection 
Failed to yield entering highwaV from alley, building, 

private road .at driveway 
Falled to yield to emergency vehicle 
Failed to yield to streetcar at intersection 

Disregarded official traffic control device 
Disregarded steady red light 
Disregarded flashing red signai 
Disregarded flashing yellow signal 
Disregarded lane control signal 
Disregarded No Passing Zone 
Changed lane when unsafe 
Disregarded No Lane Change sign 
Disregarded signal at R R crossing 
Disregarded R R crossing gate or watchman 
Failed to stop at marked RR crossing 
Drove through safety zone 

Turned across dividing section 
Turned right too wide 
Cut corner left turn 
Turned right from wrong lane 
Turned left from wrong lane 
Disregarded turn marks at intersection 
Made U-turn on curve or hill 
Turned when unsafe or failed to signal turn 

Drove on left half - no overtaking 
Drove on left half, hill, curve, etc. 
Drove on left half, intersection or R R grade crossing 

I 
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A •. Unsafe Behavior - Drivers (Continued) 

General Group 

Following 

Overtaking 

Signal 
Intention 

Pulling Away 

Violations 
Against 
Pedestrians 

Motorcycle 
Violations 

Miscellaneous 

Code Section Violations 

11-306a3 
11-308b 
11-308c 
11-309b 
11-309c 
11-311 

11-310a 
11-310b 

11-310c 

11-303a,11-1404c 
11-303a 
11·304b 
11-307b 
11-502d 
11-706a 
11-1402a 
11-1403 

11-604 
11-606 
11-1107 

11-603 

11-202a1 

11-502a 
11-504 
11·509 

11-1302(a) 
11-1302(b) 
11-1302(c) 
11-1302(d) 

11-1303(a) 

1,.,303(b) 
11-1303(0) 

11-1303(d) 

11-1304 

11-1304(a) 

11-1304(b) 

11-1306(a) 

1,.,306(b) 

11-103 
11-303b 
11-140a 
11-309c 
11-312 

6-113d 

DrolJe on left half - no view, bridge, viaduct, or tunnel 
Drove wrong way on one-way s~reet 
Drove to left of rotary intersection 
Drove in middle lane when unnecessary 
Drove wrong way in de~i~nated ,lane 
Drove on wrong side, diVided highway 

Failed to keep safe distance f 
Failed to leave sufficient distance between trucks or 

Q.vertaking 
Motor vehicles in caravan too close 

Ct.t in before safe in overtaking vehicle, streetcar 
Overtook vehicle on right. . 
Drovl' off pavement, overtaking on right 
Overtook where prohibited . 
Overtlook vehicle stopped tor pedestrian 
OvertIJok or passed stopped school bus 
Overtook streetcar on left 
Overtook standing streetcar road 
Orovethree abreast on two lane 

Neglected to signal when required 
Gave wrong hand signal . 
Failed to sound horn, mountain road 

Started improperly from parked position 

Failed to yield right ot way to pedestrian at Signalized 
intersection .. I' 

Failed to yield right of way to pedestrian, .no signa s 
Failed to exercise due care towar~ pedestrians 
I=ailed to yield to pedestrian on SIdewalk 

Riders on motorcycles limited to number of se~ts 
Permitted to ride motorcycle only when straddling 
Operate without both hands on handlebars " 
Passengers not to obstruct vIew or Interfere with op­

eration or control of motorcycle 
Motor vehicles shall not deprive motorcycl£'s full use 

of traffic lane 
Passing in same lane prohibited 
Operating motorcycles between lanes of traffic pro-

hibited h' two Motorcycles shall not be operat8d more t an 
abreast in signal lome h hO 

No person riding upon a motorcycle shall attac 1m· 
self to any other vehicle . d· h 

Motorcycles carrying passengers shall be equlppe ~It 

footrests . h beat 
Handlebars shall be no more than 15 inC es a ove s 

occupied by operator . . h d 
Operator of motorcvcle shall wear protective ea-

goar ° 
Oper~tor of motorcxcle shall wear protective flye 

devices or have a Windscreen 

Disregarded police officer 
Failed to give way when overtaken 
Failed to give way when overtaken by streetcar 
Did not use designated lane . h 
Drove onto or from controlled access tllghway were 

• prohibited ° • d I x-
Failed to obey license restrictions (Glasses, pe a e 

tensions, special controls) 

~ not have UVC Section Number 

A. Uns&fe Behavior - Drivers (Continued) 

General Group Code Section 

11·701a3 
11·703 
11·704 

11·705 

11-901 

11·902a 
11·902.1 
11·903 
11-904 
11·1102 
11-1104a, b 
'11·1107 
11·1108 
12-101a 
12-223 
12-223 
12-223 
12·408 
14-107 

* 
* 
* 

11-1105 
* 

MTO 9-2 
11-1103 

Violations 

Disregarded train whistle 
Fai/ed to stop at RR, by bus or explosive cbl'rier 
Crossed R R with heavy equipment without notice or 

caution 
. Did not s~op emerging from alley, building, private 

road or driveway 
Di~\regarded safety of persons or property - Reckless 

driving 
Drove under influence of alcohol 
(Jro\le undeir influence of drugs 
Homicide by vehicle 
Fleeing or attempting to elude a police officer 
Backed so as to interfere, etc. 
Passenger obstructed driver's view 
Failed to keep right on mountain road 
Coasted out of Qear, down grade' 
Operating vehicie in unsafe condition 
Failed to use proper headlight beam 
Failed to dim lights for approaching vehicles 
Failed to dim lights following vehicle 
Warning devices not displayed 
Towed in a dangerous manner 
Pushed in a dangerous manner 
Drove in prohibited area 
Disregarded hand or warning signal 
Opened door into moving lane of traffic 
Parts of passenger projected from vehicle 
Drove through funeral or moving procession 
Drove on sidewal k 

Other Hazardous Violations which may he reported to the State Traffic Records System: 
A. Unsafe Behavior .- Pedestrians 

Right of Way 11-103 

Traffic 
Signals 

Miscellaneous 

11-503a 
1H>03b 

11-202c3 
i 1·::fJ3 

11-503c 
11-506a 
11-506b 
11·507 

* 
MTO 10-1 
MTO 12-2 

Disobeyed police officer 
Failed t() yield Outside crosswalk 
Failed to yield where protected crossing available 

Disregarded traffic control signal 
Disregarded pedestrian control signal 

Crossed between intersections where prohibited 
Walked in roadway where sidewalks provided 
Walked in roadway with traffic, no sidewalks 
Stood in road to solicit business or ride 
Played or lay in roadway 
Boarded or left vehicle in motion 
Hitched on vehicle 

B. Unsafe Behavior - People other than Drivers and Pedestrians 
Miscellaneous 11-1203 Rode improperly on bicycle 

Violations 11-1204 Clung to vehicle on bicy~:'e 
11-1205a Failed to keep bicycle on right of roadway 
11-1205b Rode mOre than two bicycles abreast 
11-1206 Carried Jrticles so a':l to interfere with handling of 

bicycle 
16-102 OWMr perm;{,,,,d hazlardous violation 

C. Unsafe Conditions 
Driver 1 H003(b) 

Highway 

Vehicle 

-" 

11·205a 

11-1111 
12·204a 

°00;$ not have UVC Section Number 

Unauth?lr~Zed Ijrlv~r parking llnl;:lwfUi!y 

Obselliring or interfering .with oftici(}1 traffiC!' contr'ol 
device 

Deposited glass, nails on main traveled way 
Defective tail lamps 
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c. Unsafo Conditio~ (Continuod~ 

General Group 

Parking 
Violations 

Code Section 

12-205a 
12-206a 
12-208 
12-213 
12-214 
12-215 
12-216 
12-2'19 
12-222 
12-301 
12-302 
12-303 
12-401a 
12-402 
12-403 
12-404a 

* 
12-404b, c 
12-406 
12-407 
12-409c 
12-409d 
13-101 

11-:/001<1 
11-1002b 
11-1 003a1 a 
11-1 003 (a) 1 b 

c 
d 
e 
f 
h 
i 

11-1003(a) 2 

a 
b 
c 
d 

e 

f 
11-1003(a)3 

11-1004(a) 

11-1004(b) 

a 
b 

• Doell not have UVC Section Number 

Violi;lt.ions 

No reflectors 
Defective stop lamps 
Defective clearance or side-marker lamps 
Projecting load to rear unlighted 
Defective parking lamps 
Defective lamps on farm equipment 
Defective lamps on other equipment 
Defective signal lamps 
Headlamps glaring, not adjusted 
Defective brake equipment 
Brakes improperly adjusted 
Brakes not maintained in good working order 
Defective horn 
Defective exhaust system 
Mirror defective or not equipped 
Obstructed view througH windshield 
Unsafe tires 
Windshield wiper not installed or defective 
Defective safety glazing material 
Warning devices not installed or defective 
Placard or other marking required 
Required safety devices for explosives cargo 
Vehicles without required equipment or in unsafe 

condition 

Parked on main traveled way 
Parked on bridge, in tunnel, etc. 
Parked double 
Stopping, standing, or parking prohibited: on a side-

walk 
Within an intersection 
Ona crosswalk 
Between safetY zone 
Alongside street excavation 

. On any RR tracks 
Where official signs prohibit par king 
Stand or park a vehicle, whether occupied or not, 

except momentarily to pick up or discharge a 
pa5senger or passengers 

In ft.)n t of a Pllblic or private driveway 
Within 15 feet' of a fire hydrant 
Within 20 feet of a crosswalk at an intersection 
Within 30 feet upon the approach to any flashing 

signal, stop or traffic-control signal located at the 
. side of a roadway 

Within 20 feet of the driveway entrance to any fire 
station within 75 feet of said entrance (when prop­
erly signposted) 

At any place where official signs prohibit standing 
Park a vehicle, whether occupied or nqt, except tem­

porarily for the purpose of and while actuaHy en­
gaged in loading or unloading merchandise or 
passengers 

Within 50 feet of the nearest rail of a RR crossing 
At any place where official signs prohibit parking 
Vehicle parked with wheels within twelve (12) inches 

from curb 
Vehicle parked facing in direction of flow of traffic 
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