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PREFACE 

This volume is one of a three-volume final report  prepared under a 

National Highway Traffic Safety Administration (NHTSA) contract (DOT- 

HS-8-01827) to identify and assess procedures used by the police to enforce 

certain unsafe driving actions (UDAs). The project was conducted by the 

Policy Analysis Division of The University of Michigan Hiqhway Safety  

Research Institute. 

This project was closely coordinated with another NHTSA-sponsored 

project of broader scope, entitled "Identification of General Deterrence 

Countermeasures for Unsafe Driving Actions" (DOT-HS-7-01797). A n  initial 

task supported by both contracts was to identify and rigorouslv define the 

specific UDAs tha t  would be addressed by the two projects. NHTSA 

decided that three UDAs should be considered: 

e speeding, 

a following too closely, and 

e driving left of center. 

i3ecause rigorous definitions of these three UDAs did not exist in the 

literature, a separate substudy was conducted under the general deterrence 

project to develop such definitions that would be operationally useful. The 

detailed results of the definitional study a re  described in a seoarate  

volume to be published as a part of the general deterrence final r e ~ o r t .  

A synopsis of the definitions is provided in Volume I of the final report 

for the police enforcement project. 

Thus, the police enforcement project was concerned with the speeding, 

following-too-closely, and driving-left-of-center UDAs. Specific areas of 

act ivi ty included conducting a literature search to identify and describe 

relevant police procedures, documenting (through a series of telephone 

contacts  with police agencies) current police procedures, and conducting 

field studies to describe and assess selected procedures in more detail.  



The results of the first areas of activity are presented in Volume I1 of this 

final report, entitled "A Review of the Literature," 

The present volume contains the results of the last two areas of 

activity. It is presented in two parts. Part  One summarizes t h e  

documentation, through telephone contacts, of current police enforcement 

procedures. Part Two contains detailed case studies of procedures in four 

en fo r cemen t  agenc ies  representing a wide range of jurisdictional, 

organizational, and procedural attributes. Information for developing the 

case studies was collected by project staff in visits to the case-studv sites: 

Washtenaw County, Michigan; Cincinnati, Ohio; Tucson, Arizona; and 

California (the California Highway Patrol). 

The telephone contacts sought information on all three of the subject 

UDAs, but found that few agencies had formal procedures for enforcing 

following too closely or driving left of center. The definitional studv also 

indicated that the speed UDA represented a much larger crash risk than 

the other two. It was therefore decided (with NHTSA1s concurrence) that 

the case studies be limited to the speed UDA. Thus, the reader should 

bear in mind that Part One of the field studies sought information on all 

three UDAs, but Part Two was concerned only with the speeding UDA. 
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CHAPTER ONE 

INTRODUCTION 

This p a r t  of Volume I11 summarizes the results of a substudv to  

document, through telephone con t ac t s ,  c u r r e n t  po l ice  e n f o r c e m e n t  

procedures for speeding, following too closely (FTC), and driving left of 

center (DLOC). The specific objectives of these telephone contacts were: 

e to determine the extent  to  which enforcement practices 
that were identified in the l i tera ture  a r e  currentlv beino: 
used by police agencies; 

e to identify any additional practices, used by agencies, that 
have not been described in the literature: and 

e t o  determine the general nature of the case studies of 
selected agencies. 

SCOPE, APPROACH, AND LIMITATIONS 

This substudy provides information about the use of various patrol 

configurations, measuring devices, and deployment procedures as well as 

the general po l ic ies  t h a t  a r e  r e f l e c t e d  i n  agenc i e s '  s e l e c t i o n  of 

procedures. It also considers the outcomes (i.e., stops, citations, and 

convictions) of police enforcement procedures as well as the external 

influences that  help determine agencies' choice or use of procedures. 

General areas of inquiry that were addressed by the telephone contacts  

reported here include: 

What were  t h e  general characterist ics of the selected 
agencies and the jurisdictions they patrolled? 

e What efforts  were undertaken to  make drivers aware of 
police presence? 

How did agencies deploy their vehicles and officers? 

e What kinds of patrol vehicles were used? 



Were specific or on-view procedures used to reduce the 
incidence of speeding, FTC, and DLGC? 

What surveillance and measurement methods were used? 

0 What stopping, citation, and warning practices did agencies 
follow? 

What environmental, budgetary, political, or other factors 
affected agenciesf use of enforcem ent procedures? 

The substudy reported here has several limitations that  should be 

noted. First, the telephone contacts were exploratory in nature and were 

intended to provide a broad overview of the range of current procedures 

as a basis for more detailed study later in the project. Because of the 

informal way that the information was gathered, the results should not be 

interpreted as a final, definitive statement of procedures. Second, while 

an understanding of the range of procedures was sought, no attempt was 

made to obtain a statistically representative sample. Thus, a finding 

reported here that a given percentage of agencies contacted engaged in a 

particular procedure should not be interpreted to mean that  the same 

percentage of agencies nation wide use that procedure. Also, because of 

the wide range of topics covered in the telephone conversations, only a 

limited amount of information could be obtained about each topic. Thus, 

only a top-level description of the procedures was sought. 

A third limitation is that  only one individual was contacted at each 

agency. While a t tempts  were made to identify c o n t a c t s  who were  

knowledgeable about their agencies' procedures, the lack of corroborating 

accounts or first-hand observations by project staff make it impossible to 

determine the validity of the data. Also, some of the data sought were 

quantitative and not readily available from agency records (e.g., percent 

of observed violators who were stopped). The data obtained in these 

instances were the subjective estimates of the contacts  and are  thus of 

unknown validity. 



ORGANIZATION OF PART ONE 

The remainder of Part One is organized into three chapters. Chapter 

Two sets  out the study approach that  was followed; i n  ?art icular ,  i t  

describes how the police agencies were selected for contacts and what 

kind of information was sought. Chapter Three reports the findings of 

those contacts ,  including descriptions of the jurisdictions served by the 

agencies, descriptions of the enforcement procedures, the procedures they 

used, ou tcom es of those procedures, and factors aiding or inhibiting their 

use. Chapter Four discusses the findings of this study and se ts  out the 

principal conclusions suggested by those findings. 





CHAPTER TWO 

METHOD 

This chapter describes the method used to acquire descriptions of 

traffic enforcement practices from selected police enforcement agencies. 

The followinq topics are discussed: 

selection of patrol agencies to be contacted, 

information sought from the selected agencies, 

procedures for contacting agency personnel, and 

0 limitations of the method. 

SELECTION OF PATROL AGENCIES 

Thirteen st  a t e  and eighteen local (county or municipal) patrol agencies 

were contacted and asked to describe their enforcement procedures .  

Since the purpose of this phase of the police enforcement study was to 

document and describe a wide range of traffic-enforcement procedures, 

ef for ts  were made to select  state, county, and local agencies that use a 

variety of traffic enforcement techniques. 

To obtain this information, directors of the National Highway Traffic 

Safety Administration (NHTSX) regional offices were asked to  identify 

s t a t e  patrol agencies that  used a wide variety of enforcement activities. 

In format ion  ob ta ined  f rom t h e  N H T S A  t e l e p h o n e  c o n t a c t s  was  

supplemented by a study reported by Darwick (see Volume I1 of this 

report for a discussion of this study). Darl~ick identified ten s ta tes  using 

ei ther a wide range of procedures or one or more innovative procedures 

to enforce the 5 5  mph national maximum speed limit (NIIST,). 

In  all, thir teen st  a t  e-level agencies were selected. Agencies from six 

s ta tes  originally described by Darwick were  i den t i f i ed ;  t h e s e  were  

Arizona, California, Colorado, >!myland, 3lassachusetts, and N e w  York. In 

addition, the following seven states were named by the  NHTSiS. reqional 

administrators: Michigan, Minnesota, Montana, Nebraska, New Jersey, 



North Carolina, and TVashington. 

To s e l e c t  t he  loca l  enforcement agencies for study, the NHTSA 

regional directors were asked to name s ta tes  i n  which county and local 

agencies carried out large-scale programs for enforcing traffic laws. The 

Governor's Highway Safety Representative i n  each of those s ta tes  was 

then contacted and asked to identify specific city and county agencies 

within their states. The Governor's Representatives identified 114 such 

en fo rcemen t  agenc ies .  From the se ,  5 7  were selected for further 

consideration. The 57  agencies were selected to represent a range of 

size, geographical location, type of organization, and general type of 

enforcement procedure. 

The fifty-seven local agencies were then contacted by telephone and 

asked to describe their traffic enforcement procedures. From these, the 

eighteen local agencies representing the greatest  variety of procedures 

were selected for a second, more detailed telephone contact .  Seven 

county agencies were selected: Burleigh County, North Dakota; Erie 

County, New York; Henrico County, Virginia; Jefferson County, Kentucky; 

Knox County,  Tennessee; Lane County, Oregon; and Pulaski County, 

Arkansas. The eleven municipal agencies selected were: Albuquerque, 

New Mexico; Baltimore, Maryland; Cincinnati, Ohio; Dallas, Texas; Denver, 

Colorado; Eugene, Oregon; Lincoln, Nebraska; Penn Hills, Pennsylvania: 

Seattle, Washington; Washington, D.C.; and Worcester, Massachusetts. 

This selection of agencies was judgmental. No a t tempt  was made to 

obtain a set  of agencies that was statistically representative of police 

agencies nationwide. Rather, the primary basis for selection was the 

variety and imovativeness of enforcement procedures that an agency used. 

In addition, all of the agencies selected were reported to maintain a 

relatively high level of enforcement activity. 

INFORMATION ITEMS 

Two kinds of information were sought. First,  representatives were 

asked to describe the procedures used by their agency to reduce the 

incidence of speeding, FTC, and DLOC violations. Areas of interest 

included the type of vehicles and measuring equipment used, methods of 



deploying officers and equipment, and the degree to  which agenc i e s  

a t tempted to conceal their equipment, Factors that influenced the use of 

these enforcement procedures were also discussed. These  included:  

physical and environmental influences; officersf  and drivers' attitudes; 

political, budget, and legal constraints; possible impact of the current fuel 

shortage; and relationships between the enforcement agency and other 

elements (such as courts and prosecutorsf offices) of the t raf f ic  law 

sys t en. 

T h e  s e c o n d  t y p e  of i n f o r m a t i o n  sought  focused  on g e n e r a l  

characteristics of the agency. This included information such as the  

agencies' structure, size, and budget. 

HSRI s t a f f  who contacted patrol agencies were provided a guide 

outlining the principal discussion topics for their conversations with 

agency  r e p r e s e n t a t i v e s .  The outline for discussion is contained i n  

Appendix :A. 

PROCEDURES FOR CONTACTING AGENCY PERSONNEL 

Representatives from each of the thirty-one selected law enforcern ent  

agencies were contacted by telephone during May and June 1979. These 

individuals were, as stated above, identified either by the Governor's 

Highway Safety Representat ive for that state or through referrals within 

the selected agency. 

HSRI staff introduced themselves, named the Governor's Representative 

(or NHTSA regional administrator) who recommended the contact ,  s ta ted  

the purpose of the project, and described the kind of information sought. 

Some of this information was not readily available to some agency 

representat ives,  for example, the current population of their jurisdiction, 

the current number of licensed drivers, the number of accidents tha t  

occurred i n  1978, and the number of citations that the agency issued in 

1978. The agency representatives were asked to provide this information 

by mail. One follow-up l e t t e r  was sent to each agency resarding such 

items; no other follow-up procedures  were  used t o  ob ta in  f u r t h e r  

information. 



SUMMARY 

The purpose of t he  t e lephone  c o n t a c t s  with the police agency 

representatives was to obtain information about the procedures used by  

police agencies to reduce the incidence of speeding, FTC,  and DLOC 

violations. Thirty-one state, county, and local jurisdictions were selected 

for discussion of enforcement procedures. Jurisdictions were selected to 

represent the range of current procedures as identified by the NHTSA 

regional administrators and Governor's Highway Safety Representatives. 

Representatives from each of the selected agencies were contacted by 

telephone to discuss their enforcement activity. These conversations dealt 

with two broad areas: the nature and use of spec i f i c  en fo r cemen t  

procedures and factors affecting the use of those procedures; and the 

agencies' structure and organization. Some inform ation could not readily 

be obtained by telephone; this was requested by mail. 



CHAPTER THREE 

RESULTS 

INTRODUCTION 

This chapter summarizes police agenciesf responses in the telephone 

discussions dealing with their traffic enforcement procedures. We define 

an ffenforcement procedureff as a sequence of tasks, performed by police 

personnel, to  deter  drivers from commit t ing U D  As. Follo winq t h e  

approach used in our l i tera ture  review (Volume I1 of this report) ,  we 

concentrate on the  component subprocedures. These components a r e  

o rgan ized  in to  two major  c a t e g o r i e s  that  represent the  two basic 

principles that underlie the operation of the traffic law system: 

special deterrence: the use of punishment to  deter the 
punished parties from committing further UDAs, and 

general deterrence:  the use of the fear of punishment to 
deter drivers from committing U D X s  even i f  they a re  not 
caught and punished. 

Special deterrence procedures require that  drivers actually be cauqht 

committing a UDA. This requires surveillance, detection,  stoppinq, and 

sanctioning or presanct ioning activi ty by the police. Special-deterrence 

procedures tend to be covert,  since their objective is t o  catch the  law 

violators. General-de terrence procedures do not necessarily require these 

activities but often involve them in the course of creatinq a credible 

d e t e r r e n t  th rea t ,  General-deterrence procedures a re  often (but not 

always) overt to create the impression of police presence and a cer ta in tv  

of punishment for a law violation. 

The remainder of this chapter describes the results of our tele~hone 

contacts with respect to  these two categories of procedures and their 

component subprocedures. The descriptions are preceded by a discussion 

of the general characteristics of the jurisdiction contacted. 



G E N E R A L  C H A R A C T E R I S T I C S  O F  T H E  A G E N C I E S  A N D  T H E I R  

P R O C E D U R E S  

The t hirt y-one police agencies contacted included eighteen state, seven 

county, and eleven municipal police agencies. These aqenc i e s  were  

located i n  all geographical areas of the nation and patrolled all types of 

roads: urban, rural,  limited-access, residential,  and commercial. The 

populations of the thirty-one jurisdictions ranged from 40,714 for Burleigh 

County, North Dakota, to  19,969,175 for the  s t a t e  of Ca l i fo rn ia .  A 

complete list of agencies contacted, together with the population of the 

jurisdiction served by each, appears in  Table 3-1. 

There was variation among the types of agencies with respect to the 

proportion of effort devoted to traffic enforcement. St a t  e-level agencies 

placed greater  emphasis on traffic patrols. This result would be expected 

considering that nearly half of them were primarily responsible for t raf f ic  

enforcement, This was not t rue  in the case of the county sheriff's and 

municipal police departments, which have both cr iminal  and t r a f f i c  

enforcement responsibilities. However, these local departments differed 

from one another with respect  to the specialization of their  t r a f f i c  

enforcement responsibilities. Most local agencies assiqned some traffic 

enforcement responsibilities to specialized patrol units; a few assigned all 

t raf f ic  officers to such units. The size of efforts ,  in terms of sworn 

officers of the contacted agencies ranged from 16 to approximately 5,000. 

Departmental budgets, like the size of the departments, showed wide 

variation: The smallest r epo r t ed  budget  among t h e  agenc i e s  was 

$600,000, while the largest was $230 million. In terms of dollars per 

sworn officer, agency budgets ranged from $8,667 to $63,636. In general,  

s t a t e  agencies reported higher per capita budgets than did local aqencies. 

Agency manpower and budget data are set out in Table 3-2. 

Patrol agencies reported they used a number of different methods-and 

often used two or more i n  combination--to se lect  areas for assiqning 

officers. The most frequently mentioned methods were com~tlter models 

and Ifpin maps." Officers' judqrnent and ci tizensr complaints were also 

reported by agencies as means of selecting locations for enforcement. 



TABLE 3-1 

POLICE .AGENCIES CO'iTACTED 

POPL!LATIOi\T SERVED 
AGENCY BY A G E N C Y ~  

Arizona Department of  S a f e t y  
C a l i f o r n i a  Highway P a t r o l  
Colorado Highway P a t r o l  
Jlaryland S t a t e  P o l i c e  
~ ~ I a s s a c h u s e t t s  D e p a r t m e ~ t  of  P u b l i c  S a f e t y  
Michigan S t a t e  P o l i c e  
'+ i innesota  S t a t e  P a t r o l  
Yontana Highway P a t r o l  
Nebraska S t a t e  P o l i c e  
New ,Jersey S t a t e  P o l i c e  
New York S t a t e  P o l i c e  
North C a r o l i n a  S t a t e  P o l i c e  
Washington S t a t e  P a t r o l  

Bur le igh  County (North Dakota) S h e r i f f ' s  Department 
E r i e  County (Sew York S h e r i f f  I s )  Departmefit 
Henrico County ( V i r g i n i a ]  Div i s ion  of  Pol i c e  
J e f f e r s o n  County (Kentucky) P o l i c e  Department 
Knox County (Tennessee) S h e r i f f ' s  Department 
Lane County (Oregon) S h e r i f f ' s  Department 
P u l a s k i  County (Arkansas) S h e r i f f ' s  Department 

.4lbuquerque, Xew hlexico P o l i c e  Department 
Ba l t imore ,  Maryland P o l i c e  Department 
C i n c i n n a t i ,  Ohio P o l i c e  Depar tnent  
D a l l a s ,  Texas P o l i c e  Department 
Denver, Colorado P o l i c e  Department 
Eugene, Oregon P o l i c e  Depar tnent  
Lincoln ,  Nebraska P o l i c e  Depar tnent  
Penn H i l l s ,  Pennsylvania  P o l i c e  Department 
S e a t t l e ,  Washington P o l i c e  Department 
Washinzton, D , C ,  P o l i c e  Department 
Worcester ,  > lassachuse t t s  P o l i c e  Department 

a .  Source:  U.S.  Departnent of Commerce. 1973. 1970 Census of  P o p c i a t i o n .  
/'olu,?ie I :  C h a r a c t e r i s t i c s  of t h e  p o p u l a t i o n .  P a r t  I :  United S t a t e s  summary. 
S e c t i o n  1. pp.122-70. Washinzton, D , C , :  U.S. Government P r i n t i n g  O f f i c e .  

b .  1970 Census f i g u r e s  n o t  a v a i l a b l e  f o r  Penn H i l l s ;  r e p o r t e d  f i g u r e  i s  
an  e s t i m a t e  o n l y .  -source:  Rand >lcNal!y 5 Company, 197'4. 1974 c o m e r c i a i  
a t l a s  and market ing g u i d e .  105th  ed .  C h i c a ~ o :  Rand >lcNally E Company. 



TABLE 3-2 

REPORTED WAPO\%ER AND BUDGET DAT.1, FOR POL ICE .4GENC IES CONTACTED 

i 1 ' NUMBER OF SPORd BUDGET P E R  SCORY 
AGENCY / TOTAL BUDGET / OFFICERS 1 OFFICER 

I 
S t a t e  Agencies 

a Arizona a 
C a l i f o r n i a  
Colorado 
! lary 1 and 
Massachuset ts  
Michigan a 
hlinneso a 
l!ont ana 6 
Nebraska 
New J e r s e y  
New York 
Yorth c a r o l i n a a  
Washington 

Counq Agencies 

Burle igh County 
E r i e  County 
Henrico County 
J e f f e r s o n  County 
Knox County 
Lane County 
P u l a s k i  County 

Albuquerque 
Balt imore 
C i n c i n n a t i  
Da l l a s  
Denver 
Eugene 
Lincoln 
Penn H i l l s  
S e a t t l e  
Washington, D O C o  
IVorchester, ) lass.  

I 

a .  Th i s  agency i s  r e s p o n s i b l e  f o r  t r a f f i c  enforcement o n l y .  bu t  o f f i c e r s  may 
make a r r e s t s  f o r  crimes c o m . i t t e d  i n  t h e i r  p resence ,  

b .  T h i s  agency i s  s o l e l y  r e s p o n s i b l e  f o r  t r a f f i c  enforcement.  

c .  Th i s  in fo rmat ion  vas  not  r e a d i l y  a v a i l a b l e  t o  t h e  agency r e p r e s e n t -  
a t i v e  con tac ted .  



However, they were used to a much lesser extent. 

Many agencies reported using multiple procedures against the speed 

UDA. All agencies reported that  they used a secondarv as well as a 

primary speed-enforcement procedure; however, agenc ies '  secondary  

procedures accounted for considerably less patrol t ime than did their 

primary procedures. Similarly, some agencies reported using a third and 

even a fourth procedure against speeding; but these procedures accounted 

for very small portions of agencies' patrol time. All of the procedures 

r e p o r t e d  for the speed UD,4 were for speed-too-fast; no aqency had 

specific procedures for speed-too-slow. 

P R O C E D U R A L  C O M P O N E N T S  A S S O C I A T E D  WITH G E N E R A L  

DETERRENCE 

The components of general-deterrence procedures tend to fall into four 

major categories: 

intensity of enforcement, 

visibility of enforcement symbols, 

a patterns and configurations of patrol, and 

type of patrol vehicle. 

The procedural components of each of these categories as identified in 

the telephone conversations are discussed in this subsection. 

I n t ens i t y  of En fo rcemen t  

The intensity of enforcement is defined as the number of ~ a t r o l  units 

passed by a driver per mile of travel. Information regarding the actual  

i n t ens i t y  of en fo r cemen t  in the jurisdictions selected could not be 

obtained, since complete data regarding the number of miles of roadway 

patrolled by the agencies were not available. However, some information 

was obtained regarding the agencies' efforts  to  increase the perceived 

i n t ens i t y  of en fo r cemen t .  One t e chn ique  fo r  increas ing drivers' 

perceptions of the  i n t ens i t y  of e n f o r c e m e n t  is t h e  use of public 

information and education campaigns. Generally, the agencies contacted 

did report making use of media coverage. Speed-enforcement activitv 

received considerably more media coverage than activities directed aqainst 



FTC or DLOC offenders. Only a small minority of agencies reported that 

their FTC enforcement received an appreciable amount of publicity, and 

none of t h e  agencies reported appreciable publicity for their D L O C  

enforcement. 

Among t h e  speed-enforcement  procedures, the amount of media 

coverage tended to vary with the frequency with which agencies used the  

p rocedure .  In the  agenciesf subjective judgment, a majority of the 

primary speed-enforcement procedures received f fapprec iab le"  media  

coverage; this compares with less than half of the secondary and tertiary 

p r o c e d u r e s ,  a n d  a n  e v e n  s m a l l e r  p r o p o r t i o n  of t h e  f o u r t h  

speed-enforcement  procedures, Levels of media coverage given the 

various enforcement procedures are set out in Table 3-3. 

Another  means of communication that  has been used to publicize 

enforcement presence is citizen band (CR) radio. No agencies contacted 

reported using CB specifically to publicize police presence. However, 

some agency representatives did express the belief that  when drivers 

communica ted  t h e  p resence  of enforcement symbols via CB, those 

communications created a "halo" ef fect  among drivers, especiallv with 

regard to slowing down to safer speeds. 

Visibility of Enforcement Symbols 

X large majority of poIice agencies reported that their speed, FTC, 

and DLOC enforcement procedures relied on conspicuous enforcement 

symbols rather than concealment or disguise. About seventy-five percent 

of the enforcement procedures reported by police aqencies ref lec t  an 

fTove r t f l  approach  t o  speed enforcement. The proportion of "overt" 

procedures was even higher fo r  t h e  F T C  and DLOC e n f o r c e m e n t  

procedures ( 8 6 %  and 90%, respectively). A listing of approaches is shown 

in Table 3-4. 

Table 3-5 presents the comparative breakdown in overt and covert 
approaches for agencies' primary procedures (i.e., the procedures most 

frequently used) for enforcing the three selected UDAs. -4s can he seen 

from the table, the proportion of pr imary approaches  r e f l e c t i n g  a 

preference for visible symbols is nearly identical to the proportions for 



TABLE 3-5 

LEVELS OF MEDIA COVEMGE 
REPORTED FOX SSLECTED 

UDA ENFORCEbIENT PROCEDURES 

a .  F igures  a r e  number of agenc ies  and a r e  f o r  pr imary procedures  o n l y .  Only 
f o u r  agenc ies  r e p o r t e d  us ing  a secondary FTC enforcement p rocedure :  
two r e p o r t e d  a mediun l e v e l  of media coverage and two r e p o r t e d  a low 
l e v e l  of coverage.  

1 UDA 
I LEVEL OF I 

S!EDIA 1 I I 

COVERAGE Speed 
I 
I I 

I Primary Secondary Thi rd  1 F T C ~  1 i l d  
Procedure Procedure 

/Procedure I 

b. F igures  a r e  nuiiber o f  agenc ies  and a r e  f o r  pr imary p rocedures  o n l y .  
No agency r e p o r t e d  u s i n g  more than  one DLOC enforcement p rocedure .  

High 1 15 I 8 1 4  5 1 0 

!'edium 

Low 

None 

I 

I " 6 
I 
1 

I 
i 0 

3 ' 6 
l1 I 

I O I l l  
4 6 i I l 1  15 2 o 

I TOTAL 5 1  3 5  3 ! i I 







the total number of approaches used by the agencies. 

Our discussions made no a t tempt  to identify specific steps taken by 

agencies to heighten the visibility of, or to conceal, police vehicles (such 

as placing them behind billboards or parking them in full view of traff ic) .  

However, some agencies mentioned that one response to the current fuel 

shortage was t o  order vehicles to  be parked part of each hour i n  a 

location most visible to drivers. 

Procedures for making enforcement symbols more visible also include 

plainly marking the patrol vehicle, and identifying i ts  occrlpants as police 

officers. Use of marked patrol vehicles predominated over unmarked ones 

among the agencies contacted. The majority of agency representat ives 

reported having f lee ts  composed entirely of marked vehicles or having a 

majority marked. The frequencies with w h i c h  agencies reportedly use 

marked and unmarked vehicles are set out in Table 3-6. 

Patterns and Configurations of Patrol 

The majority of agencies reported that  they relied exclusively on 

"solo" patrol configurations in which a sinqle officer both observes for and 

stops violators. A minority of the agencies relied exclusively on "teamf' 

configurations in which one officer observes for violators who subseauently 

are  stopped by "catch" vehicles located downstream of the observer. Still 

other agencies used a mix of solo and team confiqurations as se t  out in 

Table 3-7. 

Solo configurations especially   red om in at ed when "routine" (on-view) 

procedures (explained later i n  Chapter Three) were used to  observe for 

violators. Team configurations were more frequent when a i rcraf t  or 

nontraditional patrol vehicles observed for violations and i n  agencies that  

used covert enforcement strategies. 

Paralleling the reported predominance of solo patrol configurations is 

the reliance on one-officer patrols by a majority of patrol agencies. The 

frequency of mu1 tiple-officer patrols is greatest for the third-order speed 

procedures; note that  a number of those procedures involve a i r c r a f t  

patrols and therefore consist of the aircraft, plus catch vehicles. 

Single-officer patrols a re  especially predominant in  FTC and DLOC 





TABLE 3-7 

REPORTED USE OF SOLO 4ND TE&I PATROL C3NFIGUIIATIONS I!J SPEED, 
FTC , AID DLOC ENF0RCE:IENT PROCEDURES 

CONFIGURATION 1 
I 

UDA 

a .  F igures  a r e  number o f  agenc ies  u s i n g  i n d i c a t e d  pr imary p r o c e d u r e s .  Only f o u r  
agenc ies  r e p o r t e d  u s i n g  a second FTC enforcement p rocedure ;  a l l  f o u r  used a 
s o l o  c o n f i g u r a t i o n .  

SPEED 

I 

Primary I Second , 1 Thi rd  I F T C ~  / D L O C ~  

b .  F igures  a r e  number of  a g e n c i e s  u s i n g  i n d i c a t e d  pr imary p r o c e d u r e s .  So 
agenc ies  r e p o r t e d  u s i n g  n o r e  than  one DLOC enforcement p rocedure .  

Procedure  

So lo  Only I 19 

Procedure  j Procedure  
1 

2 3 15 I 
5 I 8 Team Only 

So lo  and Team 
Combined 

I 

29 1 3 1  

2 6 

6 

TOTAL 

I O 

5 1 1 1 I I 



enforcement procedures. These a re  larqely solo operations that rely on 

routine or on-view patrol. A listing of the number of o f f k e r s  used i n  

enforcement procedures appears in Table 3-8. 

Within the context of solo and team configurations, the l i tera ture  has 

identified a number of methods in which patrol vehicles can be de~loved. 

These include, for example, parking vehicles parallel or perpendicular t o  

the roadway, in the same direction or i n  the opposite direction of the 

flow of traffic, in median strips or along road shoulders. Information a t  

this level of detail was not sought in the telephone conversations but will 

be collected later during the field assessment activity. 

Type of Pa t ro l  Vehicles 
As expected, agencies reported that for their speed, FTC, and VLOC 

enforcement procedures, the automobile was by far the predominant patrol 

vehicle. Vost agencies' f lee ts  consisted of automobiles only, although 

some agencies used a mix of automobiles and mo to rcyc l e s .  A f ew  

agencies reported using "nontraditional" vehicles such as vans and sport 

cars to heighten the  covert  nature of cer ta in  enforcement procedures. 

For example, the Maryland State Police operates a "Bus and Truck" (BAT) 

patrol i n  which officers operating bus and truck vehicles report  FTC 

v io la t ions  by commerc i a l  t r a f f i c .  Like wise, several agencies use 

aircraft--both fixed-wing and rotary-wing-- to  c a r r y  ou t  s e l e c t i v e  

enforcement as well as routine patrol operations. Because the number of 

aircraft in agency fleets is small (agencies that  have a i rcraf t  typicallv 

r e p o r t e d  having f e w e r  than  t e n ) ,  a i r c r a f t  procedures were used a 

comparatively small proportion of the time. As the l i tera ture  previously 

i n d i c a t e d ,  t r a f f i c  patrol by officers on foot was rarely reported bv 

agencies contacted.  A listing of the  vehicle types used bv agencies 

appears in Table 3-9. 

P R O C E D U R A L  C O M P O N E N T S  A S S O C I A T E D  WITH S P E C I A L  

DETERRENCE 

-4s noted earlier,  special deterrence requires surveillance, detection, 

stopping, and sanctioning drivers who have been identified bv the ~ o l i c e  



TABLE 3-8 

YUMBER OF OFFICERS REPORTEDLY ASSIGNED TO SPEED, FTC, AYD DLOC 
ENFORCEMENT PROCEDURES 

SPEED 

NUMBER OF OFFICERS UD A 

a .  Figures  a r e  number of  agenc ies  a s s i g n i n g  i n d i c a t e d  number of  o f f i c e r s  t o  
primary procedures .  Only f o u r  agenc ies  r e p o r t e d  us ing a second FTC enforce -  
ment procedure;  each used on ly  one o f f i c e r  p e r  procedure .  

b .  F igures  a r e  number o f  agenc ies  a s s i g n i n g  i n d i c a t e d  number of  o f f i c e r s  t o  
primary p rocedures .  No agenc ies  r e p o r t e d  us ing  more than one DLOC procedure .  

I 
I 

F T C ~  ' D L O C ~  

2 8 3 0 

1 1 

2 0 
I 

1 

3 1 
I 

I 3 1 

- 

One 

Two 

Three o r  more 

TOTAL 

I 

Primary Second Third  
Procedure Procedure 

I 
19 1 23 

7 I 
I 3 

3 1 

Procedure 

1 5  

2 

8 

2 5 



TABLE 3-9 

PATROL VEHICLZS REPORTEPLY 'JSEC IN SPEED, FTC, AND DLOC 
EXFORCEMENT P R O C E D U R E S ~  

COMPOSITIOK OF FLEET / 
1 
I I I 

Speed 1 FTC 1 DLOC 
I 

Automobiles Only 

blotorcycles Only 

Both .4utomobiles and 
! lo torcycles  

Automobiles wi th  
Foot P a t r o l  

A i r c r a f t  

"Nont rad i t iona l "  
Veh ic les  

TOTAL 

a .  The numbers a r e  t h e  t o t a l  number o f  enforcement p rocedures  i:lvolving 
i n d i c a t e d  v e h i c l e s  r e p o r t e d  by t h e  t h i r t y - o n e  a g e n c i e s  c o n t a c t e d .  



as  t r a f f i c  v io la to rs .  Findings on p rocedura l  components used i n  

performing these four functions are discussed in this section. 

Surveillance and Detect ion 

Surveillance procedures can be characterized as either 'lsnecificv or 

lfroutine." In specific procedures officers patrol an area for the express 

purpose of observing for a particular violation. In routine procedures an 

officer does not concentrate on a specific violation but does t ake  action, 

if warranted, when violations are observed. 

Each of the thirty-one patrol agencies that  were contacted reported 

using a t  l e a s t  one specific procedure to observe for and stop speed 

violators. Approximately two-thirds of the agencies used a secondary 

specif ic speed-enforcement procedure to observe for and stop speeders; 

however, these procedures were used very infrequently, usually less than 

t e n  pe r cen t  of pa t ro l  t ime .  -4 majori ty characterized their third 

procedures as "specific," the remainder as 'lroutin e." A handful  of 

agenc ies  repor ted  fourth speed-enforcement procedures: most were 

routine; and all were rarely used. 

In contrast to speed enforcement, only four agencies reported using 

specific procedures to observe for and stop FTC violators, and only one 

used a specific DLOC enforcement procedure. 

The agencies contacted reported usinq a variety of measu remen t  

devices to detect  law violators. Many agencies reported usinq two or 

more specific procedures to observe for and stop speeders, and those 

agencies frequently used different measurement devices in connection 1,vith 

each procedure. In contrast to speed enforcement, agencies r e ~ o r t e d  they 

used a few specific procedures to observe for and stop FTC and DLOC 

offenders. 
All but two of the poIice patrol agencies contacted used some form of 

radar device in connection with their primary procedure for measuring 

vehicle speeds. One of the two agencies, the California Highway Patrol, 

is prohibited b y  law from using stopwatches or VASCAR and has been 

denied funds  t o  purchase radar units; therefore, i t  relies on expert 

judgment (primarily speedometer and odometer pacing) as its chief speed 



measurement method. The other agency, the Penn Hills, Pennsvlania 

Police Department, is prohibited by law from using radar; instead i t  uses 

stopwatches to measure speeds. 

Radar measurement procedures have been divided into stationary and 

moving radar. Although all radars operate on the same technological 

principles, their use in stat ionary and moving modes raise operational 

considerations that are somewhat different from one another. Most s t a t e  

agenc i e s  r epo r t ed  using moving radar i n  their primary enforcement 

procedures, while the major i ty  of l oca l  pa t ro l s  used r a d a r  i ?  t h e  

stationary mode, 

Of those agencies that  characterized their secondarv procedures as 

"specific," all but one used radar to measure vehicle speeds; the exception 

reported using VASCAR. With respect to  radar, a majority of agencies 

used stationary rather than moving radar. All of the patrol agencies that  

characterized their secondary procedure as "routinef' used speedometer 

pacing to measure speed. 

In all, fifteen agencies reported using specific, third speed-enforcement 

procedures. In nearly half of those procedures, speeds were measured 

from ai rcraf t  by officers using stopwatches. Stationary radar was the 

next most frequently used device, followed by VASCAR and moving; radar. 

Of the agencies using routine procedures, all reported using speedometer 

pacing or expert judgment to measure vehicle speeds. 

A minority of the  agencies reported using a fourth speed-enforcement 

procedure. Of those agencies that  did, most characterized them a s  

r ou t i ne  and used speedometer pacing to measure speeds. Only four 

agencies reported using specific procedures: two used stopwatches to  

measure speeds; two used VASCXR. A listing of the measuring devices 

used in speed enforcement is presented in Table 3-10. 

As discussed previously in this chapter ,  a large majority of agencies 

reported using only routine procedures to  observe for and apprehend 

following-too-closely violators. Drily four agencies characterized their 

FTC-enforcement procedures as f 'specif ic."  Th ree  of t h e  agenc i e s  

reporting specific procedures and all agencies reportins routine orocedures 

used "expert judgment" to determine whether an F T C  viola t ion had 



TABLE 3-10 

SPEED-I4EASUREhENT ZEI'ICES REPORTEDLY ITS" BY P?,TROL AGENCIES a 

MEASUREbENT 
DEVICE I 

SPEED PROCEDURES 

a. Numbers are numbers of agencies using indicated neasurement device in a 
given procedure. 

Primary Second Third 

5. "Stationary radar1' includes hand-held as well as vehicle-mounted radar. 

c. In one agency (California Highway Patrol) officers characterized their 
primary measurement procedure "expert judgment"; however, most such 
measurements involved speedometer pacing. 

I 

Fourth 

Stationary Radar b 

Moving Radar 

Stopwatch 

L'ASCAR 

.A1 1 

1 7  4 i 0 3 2 
1 

I l 1 I  * 1 1 I 0 I 21 

I 
10 

6 

0 

2 9 

7 1 2 

9 
! 

1 I 

Speedometer ~ a c i n c  0 11 

Expert ~ u d y n e n t ~  1 1  0 

0 I 3 

9 

1 i O 1 1 2 

2 

I I I 

i I 

1 

TOTAL 1 31 i 51 25 13 100 
I 



occurred, Uniform measurement criteria, however, vere not used by all 

agencies. Most patrol agencies reported using a distance cri terion that  

determined safe following distances in terms of car lengths (i.e., one car 

length following distance per ten mph), The remainder used the time or 

"two-second1' criterion (i.e., the following vehicle is too close if it passes 

over the same point less than two seconds af ter  the lead vehicle passes 

i t ) .  

Only one agency, the Henrico Countv Virginia Division of Police, used 

a measuring device to  identify FTC violators. That device, the F T C  

Moni tor ,  was used a t  t h r ee  locations in the county (Traffic Safetv 

Systems, Inc. 1971). The enforcement procedure used i n  conjunction with 

this device involved a solo patrol configuration: an officer stationed in a 

plainly marked vehicle a short distance downstream of t h e  moni to r  

observed for violations; violators identi .ied by the device were either 

waved over or pursued. 

-411 of the specif ic FTC-enforcement procedures reflected some deqree 

of innovation, In addition to  Henrico County 's  FTC Moni tor ,  FTC 

procedures  included: the Maryland B A T  patrol (discussed earlier); an 

enforcement procedure similar to  BAT in Knox County, Tennessee; and 

observations from helicopters in New Jersey. 

Only one patrol agency reported using any speci f ic  p rocedure  t o  

observe for and stop persons driving l e f t  of center .  That agency, the 

North Carolina Highway Patrol, stationed officers a t  high-violation roads 

(primarily in the mountainous areas of the state) and instructed them to 

observe for DLOC violators. All of the other patrol agencies enforced 

laws prohibiting DLOC in a routine or on-view manner. A11 agencies used 

simple observa t ion  t o  d e t e r v i n e  whe ther  a DLOC v io la t ion  was 

committed. As will be discussed later  in this chapter, it is difficult to 

separate DLOC enforcement from more general efforts to observe for and 

stop drinking drivers: poIice often use left-of-center driving as a siqn of 

driving while intoxicated. 



Enforcement Out comes (Stopping and Presanctioning/Sanct ioning) 

Although a large number of drivers exceed posted speed  l i m i t s ,  

en fo r cemen t  action appears to be taken against relatively few such 

drivers. Aside from the obvious fact that limited numbers of officers can 

observe only a small percentage of violators, one of the most important 

factors affecting enforcement action is the  use of official or unofficial 

speed tftolerances.'t All but one of the thirty-one agency representatives 

reported that  such tolerances were used. Reported tolerances ranged 

from five to fifteen miles per hour with the most frequent response being 

five miles per hour. A listing of speed tolerances is set out in Table 3-11. 

Police agencies were asked to  est imate the proportion of observed 

speed v io la to rs  who a r e  s topped  by t h e  p o l i c e .  ?/ lost  a g e n c y  

representatives estimated that  officers took action "most of the timef' 

(defined as at  least seventy-five percent of the time) that  a speeder was 

observed, and many estimated that  action was taken as much as ninetv 

percent of the time (see Table 3-12). In contrast ,  only about a third of 

the agencies reported that  "all" or "mostf' FTC violators they observed 

(see Table 3-13) they stopped, 

In considering the stopping citation, and conviction rates for following 

too closely, the agencies reported that FTC violators are often cited as a 

r e su l t  of postcrash as well as on-view enforcement activity. Patrol 

agencies were asked to  es t imate  how often FTC citations were issued 

a f te r  rear-end collisions. A wide variety of responses was obtained, 

which could indicate that agencies were not sure how their FTC citations 

were allocated between on-view and postcrash enforcement activity. Most 

agencies, though, estimated that postcrash enforcement accounted for a t  

l e a s t  half of t h e  FTC c i t a t i o n s  they issued. These est imates are  

presented in Table 3-14. 

Owing t o  t h e  va r i a t i ons  among agencies' postcrash enforcement 

policies, FTC stopping rates also showed wide variation. .4pproximately 

half t h e  agenc ies  estimated that  they stopped the majoritv of FTC 

violators they observed. 

Citation rates for drivers stopped for FTC also showed considerable 

variation; however, approximately two-thirds of the pa t ro l  agenc i e s  



TABLE 3-11 

SPEED TOLERANCE ()!pH) NUMBER OF CLJblULAT IVE 
AGEYCIES USING PERCENTAGE 

TOTAL 3 1 --- 

a .  The speed t o l e r a n c e s  r e p o r t e d  h e r e  a r e  t h o s e  used i n  connec t ion  
w i t h  t h e  pr imary enforcement p rocedure  o f  each agency c o n t a c t e d .  



TABLE 3-12 

ESTIMATES OF STOPPISG, WARNING, CITATION, AVD a 
CONVICTION RATES FOR SPEED ENFORCEMENT PROCEDURES 

TOTAL 1 

ESTIP.UTED ENFORCEMENT OUTCO?IE 
RATE 

a. Numbers shown a r e  number o f  agencies  having t h e  i n d i c a t e d  r a t e  f o r  a  given 
outcome. The s topping r a t e s  a r e  e s t i m a t e s  f o r  a l l  speed v i o l a t i o n s  ob- 
served by t h e  agenc ies  c o n t a c t e d .  The warning, c i t a t i o n ,  and conv ic t ion  
r a t e s  r e f l e c t  on ly  those  a t t r i b u t a b l e  t o  t h e  a g e n c i e s 1  primary enforce -  
ment procedures .  

b.  Wri t ten  warning, v e r b a l  warning, and c i t a t i o n  r a t e s  a r e  e s t i m a t e s  o f  
t h e  p ropor t ions  of a l l  d r i v e r s  s topped .  

Conviction C 

2 3 

7 

0 

0  

i r e rha l  \Vri t t en 1 
T r a f f i c  Stop Warning warningb 1 c i t a t i o n b  

c ,  Conviction r a t e s  a r e  e s t i m a t e s  of t h e  p ropor t ions  o f  a l l  d r i v e r s  c i t e d .  

Yearly A l l  
(76-100%) 

?/lost (51-75%) 

Half (50%) 

Few (1-10%) 1 1 

V i r t u a l l y  None 0 

15 1 9  0 

I 1  0  0 

19 

6 

1 

1 

0 

1 

0 

0 

1 

Some (11-49%) , 2 

(o- l%) I 
1 

1 7  

1 0  

2 

i 

2 I 



TABLE 3-13 

ESTIE4ATES OF STOPPING, C ITA4TION, WAENING , AUD 
CONVICTION RATES FOR PRIMARY FTC ELFORCEMENT P R O C E D U R E S ~  

a .  Numbers a r e  numbers of  agenc ies  wi th  an i n d i c a t e d  r a t e  f o r  a g iven  outcome 

I 
ESTIbMTED I E!!FORCESIENT OUTCO?!E 

R.ATE 

b .  Wr i t t en  warning, v e r b a l  warning, and c i t a t i o n  r a t e s  a r e  e s t i m a t e s  of t h e  
p r o p o r t i o n s  o f  a l l  d r i v e r s  s topped .  

c .  Convict ion r a t e s  a r e  e s t i m a t e s  of t h e  p r o p o r t i o n s  of a l l  d r i v e r s  c i t e d .  

I 

C i t a t i o n  ' Convict ion i C 
T r a f f i c  Stop 

I 
Wri t tenb  

ii%Agb Warning 

Near ly  A 1 1  I 9 

1 
0 

0 !lost 1 

Half  

O I I 13 

6 4 I ' 6  

0 
I 

5 ' 10 

i i I I I 

6  

Some i 4 I 
! 3 I I 

Few 10 ' 8  I 
I 15 

3 

16 i 7 ,  1 O l 1  L ' i r t u a l l  y None 
I 

I 
I I 

4 0  

i I I 
I 
r 

TOTAL I 
I 31 1 30 

1 I I 
I 

3 0 3 1 i 3 0  
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ESTI&WTED POSTCPASH CITATION ,RATE 

FTC 

Yearly A l l  

'lost 

Half 

Some 

Few 

I ' i r t u a l l y  None 

DLOC 

TOTAL 

a, !?u~bers a r e  n u ~ b e r s  o f  agencies with an indica ted  r a t e  f o r  a  given UDA. 



estimated that at  least half of the drivers they stopped were also cited. 

Estimated conviction rates for FTC were considerably higher t  hart the  

FTC stopping or ci tat ion rates.  Verbal reprimands were judged to be 

rare;  writ ten warnings were rarer  st i l l ,  Est imates of FTC s topp ing  

citation or warning, and conviction rates are set out in Table 3-14, 

Driving left of center, as noted earl ier ,  is a commonly used sign of 

driving while intoxicated (DWI). Asked to estimate how frequently thev 

investigated DLOC violators for  possible i n tox i ca t i on ,  most  agency  

representat ives judged tha t  nearly all or most DLOC stops resulted in 

further investigation. It is not known how often initial stops for driving 

l e f t  of center  led to DWI arrests rather than DLOC citations; this could 

have influenced the est imated DLOC citat ion and conviction rates.  In 

addition, approximately onethird of the agency representatives estimated 

that a majority of their DLOC citations were issued after head-on t ra f f i c  

crashes (see Table 3-13). 

Reported t ra f f i c  stop ra tes  were higher than those for FTC but still 

below t h o s e  f o r  speed ,  More  t h a n  t w o - t h i r d s  of t h e  a g e n c v  

representat ives est imated that  nearly all or most of the  drivers they 

observed driving left  of center were stopped by police officers. 

DLOC citat ion ra tes  also were estimated to be higher than those for 

FTC but below those for  speed. Slightly more than half t h e  p a t r o l  

agencies judged that  almost "all" or 'lmost" of the drivers stopped for 

DLOC were cited. Estimated DLOC stopping and ci tat ion or warnine; 

rates are set out in Table 3-15. 

FACTORS INFLUENCING ENFORCEMENT PROCEDURES 

During the telephone conversations the aqencv re~resentat ives were 

asked to identify those factors, if any, that aided or impeded their use of 

speed, FTC, or DLOC enforcement procedures. The following t o ~ i c s  are 

discussed in this subsection: 

e legal constraints, 

budget constraints, 

a t t i tudes  of ~ o l i c e  officers, court personnel, and drivers 



TABLE 3-15 

E S T I b l A T E S  OF S T O P P I N G ,  WARVING, AYD C I T A T I O N  R A T E S  
FOR P R I 5 W R Y  DLOC ENFORCE>lENT PROCEDURES a 

I 
E S T I M A T E D  R4TI 1 ENFORCEEIZNT OUTCOME 

r, 

N e a ~ l y  A l l  

?.lost 

Half  

Some 

TOTAL i 3 1 I 3 1 I 2 9 1 3 1 

I 

a .  Numbers a r e  number of agenc ies  having an i n d i c a t e d  r a t e  f o r  a g iven outcome. 

14 

9 

4 

3 

I 

b .  Wr i t t en  warning, v e r b a l  warning, and c i t a t i o n  r a t e s  a r e  e s t i m a t e s  of  t h e  
p r o p o r t i o n s  o f  a l l  d r i v e r s  s topped.  

TOTAL I 3  1 3 1 

0 

0 

2 

5 

1 

1 

1 

5 

4 

13  

6 
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toward enforcement procedures, 

physical and environmental factors aiding or impeding the 
use of procedures, 

the impact of the current fuel scarcity, and 

0 the effect of drivers' use of citizens band radio (CB) and 
radar detectors. 

Legal Constraints 

Two agencies-the California Highway Patrol (CHP) and the Penn Hills, 

Pennsylvania Police Department-reported that  they do not use radar t o  

measure vehicle speeds. The C H P  reported its nonuse of radar was due 

to legislative refusal to appropriate funds to purchase the devices (which 

amounts to a legal constraint),  and the Penn Hills police explained that 

state law prohibits police departments other than the  Pennsvlvania S t a t e  

Police from using radar to measure vehicle speeds. 

Several patrol agencies either r e~o r t ed  occasional judicial reluctance t o  

convict drivers of speeding, or reported having had some difficulties in 

the  past.  In addition, several  other agencies noted the  difficulty of 

establishing FTC violations in court and reported that some judges were 

reluctant  to  convict a driver of FTC on t h e  bas is  of an o f f i c e r ' s  

testimony alone. A number of other agencies-as stated earlier-reoorted 

low FTC conviction rates. 

In several jurisdictions, there existed legislation that  less directlv 

hampered enforcement of the  5 5  mph speed limit.  For e x a m ~ l e ,  the 

Montana Highway Patrol  reported that  Wontana did not have a daytime 

speed limit until the national maximum speed limit took e f fec t  in 1973.  

Even a f te r  the 5 5  m p h  l imit  was imposed, legislation was gassed that 

fixed a maximum fine for speeding above 5 5  mph a t  five dollars. The 

imposition of a small fine on violators was viewed as detr imental  to 

speed enforcement. 



Budget Constraints 

In add i t ion  t o  t h e  budget  da t a  reported earlier in this chapter, 

agencies were also asked whether they believed their t raff ic budgets to 

be adequate. Nearly all of the thirty-one agencies characterized their 

traffic budgets as inadequate or very inadequate; only five considered 

them "adequate." Perceived inadequacy was greates t  among the state 

agencies; only one reported that its traffic budget was "adequate." 

Cost considerations also dictated the selection of procedures in some 

jurisdictions. Several agencies stated a preference for moving radar over 

stationary radar-or vice versa-owing to cost efficiency. A breakdown of 

agency responses appears in Table 3-16. 

Attitudes Regarding Enforcement Procedures 

Agency contacts were asked to assess the attitudes of police officers, 

judges, others in the traffic-law system, and the driving pubIic toward the 

enforcement procedures used in traffic patrol activities. Vost agencies 

reported at t i tudes only to  ward the speed enforcement procedures; this is 

so because few agencies used specific procedures to observe and stop FTC 

and DLOC vio la to rs .  Thus, meaningful data could not be obtained 

regarding attitudes toward those procedures. 

A substantial majority of patrol agencies reported that the officers 

themselves, courts, f'community policymakers" (pub l ic ,  o f f i c i a l s  and 

influential private citizens), and the general public for the most part had 

positive attitudes toward speed-enforcement procedures. Their at t i tudes 

toward speed-enforcement procedures are set out in Table 3-17. 

Although patrol agencies reported favorable court a t t i tudes  toward 

their speed-enforcement procedures, they reported slightly poorer relations 

with the judges and prosecutors themselves. To improve their relations 

with court personnel, several patrol agencies reported they invited judqes 

and prosecutors--on an informal basis-- to personal ly  observe  t h e i r  

enforcement procedures or demonstrate speed-measurement equipment to 

them. Such meetings with c o u r t  personnel  were  sa id  t o  i nc r ea se  
conviction rates. 

Agency contacts were also asked about the effect the increased recent 



TABLE 3-16 

PERCEIVED ADEQUACY OF TRAFFIC BUDGETS a 

PERCEIVED ADEQUACY AGENCIES' RESPONSES 

S t a t e  
Agencies 

' Local / Agencies 

0 

5 

1 7  

9 

I 
I 

Very Adequate 
1 

0 I O 

4 

8 

6 

Adequate 

Inadequate 

I 

1 

9 

TOTAL 

I'ery Inadequate I 3 

a .  Numbers a r e  number of agencies repor t ing  an ind ica ted  l eve l  of adequacy 

13 1 18 3 1 

I 
l 



TABLE 3-17 

PERCEIVE3 ATTITUDES OF TRAFFIC OFFICZRS, COU?TS, POLICY\IAKERS, 
.%'ID T%E D U V I N G  PUBLIC TOZARD SPEED-ENFORSEFIEXT ?liOCEDLJRESa 

PERCEIVED ATTITUDES I GROUP 

I I 
I 1 T r a f f i c  ( Policy- Driving 

a .  Numbers a r e  nwnber of agencies with ind ica ted  a t t i t u d e s  by a given group. 

TOTAL I 31 1 31 / 31 

Yakers ( Off icers  

3 1 

Courts I Public  

Favorable I 26  

Neutral I 
Unfavorable 0 

2 5 

5 

I 
2 1 

9 

1 

2 4 

5 
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emphas i s  on the  5 5  mph speed l imit  has had on their overall patrol 

operations. About half the  agencies that  had a p ~ r e c i a b l e  amounts of 

limited-access highway mileage replied that  emphasis on the  national 

maximum speed limit diverted police from patrolling high-accident rural 

and secondary roads and from observing for and stoppinq drinking drivers. 

Most of the remaining agencies that patrolled 5 5  mph highways reported 

no detr imental  e f fec t  from increased speed limit enforcement; several 

agencies even reported beneficial effects, includinq increased visibility and 

productivity of patrols and greater emphasis on traffic-law enforcement in 

general. 

Physical and Environmental Factors 

Patrol agencies were asked about the  possible influence of various 

physical and environmental factors on their use of speed, FTC, and DLOC 

enforcement procedures, meaningful data could not be obtained regarding 

the latter two UDAs. 

Seve ra l  f a c t o r s  po t en t i a l l y  in f luenc ing  the  use of enforcement 

procedures were included in the discussion guide ( s e e  Appendix A ) ;  

respondents were asked to es t imate  the e f fec t  of each, ranging from 

''highly positivef' to lfhighly negative." 

The strongest negative influence on speed enforcement was said to be 

heavy traffic flow. When traffic was heavy, a number of patrol agencies 

refrained from pursuing violators because pursuit would create a greater 

crash risk than the UD.4 itself.  In addition, several  agencies reported 

t ha t  radar's usefulness was limited in heavy traffic; thus, speeders could 

not easily be identified. 

A second negative influence was extreme weather conditions. Rain, 

snow, and poor visibility precluded a i rcraf t  patrols. Precipitation also 
res t r ic ted  the use of r d  ar  in some jurisdictions. The Arizona Highway 

Patrol reported that extreme heat caused parked vehicles to  overheat and 
hampered  the i r  use of stat ionary radar. At the other extreme, the 

Baltimore Police Department was forced to curtail motorcvcle patrols o n  

very cold days. 

-\not he r  nega t ive  influence on speed-enforcement orocedures was 



certain types of road geometry. In a number of jurisdictions, barriers and 

ditches in the center of multilane divided highways impeded the use of 

moving radar since patrol vehicles could not "flip-flop" across them and 

pursue violators. 

A f inal  negative influence was adverse conditions associated with 

specific times of day: as noted above, darkness precluded a i r c r a f t  

patrols; in some jurisdictions, i t  made the use of radar more difficult. 

Rush hours produced heavy traffic which hampered radar measurement and 

pursuit of violators. 

Fuel Scarcity 

At t h e  t i m e  t h e  pa t ro l  agencies  were contacted, the price and 

availability of gasoline were major public concerns; consequentlv, the 

agencies were asked what effect, if any, the scarcity of fuel would have 

on their speed, FTC, and DLOC enforcement procedures. With respect t o  

speed enforcement procedures, approximatelv one-third of the aqencies 

believed that  the gasoline shortage would "definitely" or 'lsornewhat't 

c u r t a i l  them.  On t h e  o the r  hand, most agencies s ta ted  that  fuel 

considerations would have "very little ' '  effect  on speed-enforcement  

procedures. 

Among t h e  agencies  t h a t  used moving r ada r  as t he i r  primarv 

speed-enforcement procedure, a majority believed that  the fuel shortage 

would have a curtailing effect .  On the other hand, nearly all of the 

agencies relying on stationary radar as t he i r  pr imary en fo r cemen t  

procedure beIieved fuel scarcity would have Iittle or no effect, Agencies' 

responses concerning the perceived impact of fuel scarcity are  se t  out i n  

Table 3-18. 

Among agencies that  cited the fuel shortage as a constraint on their 

speed-enforcement activity, several  ment ioned t h e  use of  s p e c i f i c  

fuel-conservation measures. These included: shifting from moving to 

stationary radar; increasing the use of motorcycle patrols; requiring that  

patrol vehicles be parked a t  the rod  side for fifteen minutes everv hour 

(thus keeping the enforcement symbol visible to drivers); and reducing: the 

use of aircraft patrols. 



TABLE 3-18 

PERCEIYED EFFECT OF FUEL SCARCITY ON THE USE 
OF SPEED-ENFORCESENT P2OCEDURES a 

I 

PERCEIVED EFFECT ' I 
' Agencies Usino I Agencies Using 1 Moving Radar a 1 Stationary Radar 

I 

Definitely will curtaid 
I 

Nil! curtail somewhat 1 

Will curtail very lit- 1 
tle 1 

Will not curtail at I 
I 

0 
a1 1 I 

TOTAL 

a. Numbers are number of agencies believing fuel scarcity will have the 
indicated effect. 

b .  "Use of radar" applies here to primary enforcement procedure only. 



Very few agencies reported using specific procedures to observe and 

apprehend FTC and DLOC violators; thus response ra tes  t o  questions 

concerning the impact of fuel scarcity on FTC and DLOC enforcement 

procedures were low. 

U s e  of C i t i z e n s  Band Radio  (CB) and Radar Detectors 

Patrol agencies had a variety of reac-tions to  drivers1 use of CB and 

radar detectors. In general, agencies viewed CB as a slightly negative 

influence. Agencies characterizing the impact of t h e s e  dev i ce s  as  

"positive" pointed out such devices caused drivers to slow down to safer 

speeds; in the case of CB, the presence of an enforcement symbol widely 

broadcast by radio created a "halo effect" among all drivers. Agencies 

opposing the use of devices noted that  radar detectors coun te rac ted  

covert patrols and that  both devices generally reduced the effectiveness 

of radar speed measurement. 

SUMMARY 

Represen ta t ives  of the thirty-one police agencies were contacted 

regarding their traffic-enforcement procedures and the factors influencing 

their selection and use. These agencies operated at  the state, county, 

and local levels and varied widely in their size, organization, and t raf f ic  

patrol duties. 

Procedural components discussed by agency representatives included 

those commonly associated with both general and special deterrence of 

UDAs. A number of representatives said that  their patrol activities, 

especially their speed-enforcement procedures, receivd appreciable media 

coverage. Most agencies reported a preference for placing their vehicles 

where they can be seen by drivers; furthermore, most patrol vehicles 

were reported to be clearly identifiable as such. The patrol configuration 

most often reported was the solo configuration, in which an officer both 
observes for and stops violators. \lost representatives said their fleets 

consisted predominantly of automobiles; however, the use of motorcycles, 
aircraft  and even flnontraditional" vehicles was also reported. The use of 

foot patrols was rarely mentioned. 



Agency r ep re sen t a t i ve s  uniformly reoorted tha t  they specifically 

concentrated on observing for speeding violations; however, few agencies 

were said to  observe specifically for FTC and DLOC. -411 patrol agencies 

mentioned they used one or more speed measurement devices. The most 

commonly reported device was radar. Pacing was the next most widely 

reported device, followed by stopwatches (usually operated from a i rc ra f t  

and VASCAR. One agency reported i t  used a monitoring device t o  

identify FTC violators; all other agency representat ives mentioned tha t  

their FTC and DLOC measuring method was expert judgment. 

Nearly all agency representatives reported that their agencies granted 

d r i v e r s  speed  " t o l e r a n c e s , "  most  commonly f i v e  miles  pe r  hour. 

Representatives judged that most drivers, once stopped by the  police for  

speeding, were issued citations, and that few were given written or verbal 

warnings. Conviction rates for those cited for speeding were uniformly 

said to  be high. Reported stopping rates for FTC showed wide variation, 

and they tended to  be lower than those reported for speeding. Vanv 

representat ives mentioned that most of the FTC citations were issued by 

their agencies a f t e r  t raf f ic  crashes ra ther  than on view. For D L O C ,  

reported stopping ra tes  were higher than those for FTC. Some DLOC 

citatiors, like FTC citations, were said to be issued after t raf f ic  crashes. 

Nearly all representatives reported that drivers stopped by the poIice for 

DLOC also were likely to be investigated for possible alcohol impairment. 

Agency representat ives cited a number of factors that influence their 

UDA enforcement pract ices .  Repo r t ed  l e g a l  c o n s t r a i n t s  included 

restr ict ions on the use of radar and other devices, judical reluctance to 

accept  officers1 judgments, and light penalties for cer ta in  violations. 

Lack clf funds was cited by most representatives as a constraining factor. 

About half of the  agencies tha t  patrolled significant lirn i t ed -access  

highway mileage s ta ted  that  increased 55-mph speed limit enforcement 

diverted offices from secondary road ' patrols and detection of impaired 

drivers, while half of the agencies were of the opinion that ''55" either 

had no adverse e f f ec t s  or even improved officer  productivity. -4 few 

agencies said they experienced poor relations with judqes and prosecutors. 

A number of representatives reported phvsical and environmental factors 



such as heavy traffic, darkness, poor weather, and barriers and ditches on 

roads as negative influences on surveillance and stopping of dr ivers .  

Concern over the cost and availability of fuel reportedly caused some 

agencies to alter their patrol procedures, such as shifting from moving to  

stationary radar or parking patrol vehicles for part of every hour. Manv 

representatives reported that CB radio and radar detectors hindered their 

surveillance efforts,  although some representatives characterized CB as a 

positive factor since it promoted safer driving. 



CHAPTER FOUR 

TELEPHONE CONTACT SUMMARY 

Officials in thirty-one police agencies were contacted by te le~hone to 

identify current procedures for enforcing laws on speeding, f 0110 wino; too 

c lose ly  ( F T C ) ,  and drivine; l e f t  of center  (DLOC). Information for 

designing further field studies to  be conducted in this project also was 

sought. The contacts  provided a better picture of police procedures for 

enforcing laws related to these three UDAs than existed previously. This 

is especially t rue  for agencies operating a t  the  county and municipal 

levels, where there was a void of information on such procedures. 

The major  f inding of t h e  con tac t s  is that  a few basic types of 

procedures are being used against the subject UD4s. These types a r e  

substantially the same as were described in our literature review, although 

some interesting variations not reported previously were identified. They 

involve the  use of solo or team configurations of police vehicles (usuallv 

automobiles) that watch for violations in the  course of routine patrol or 

dur ing spec i a l  enforcement efforts  aimed specifically a t  the  t a rge t  

violation. Overt surveillance generally is preferred, but covert  methods 

a re  used sometimes to create perceived enforcement threats at  times and 

places where actual threats do not exist. 

We also found that  the  speed U D A  is the  onlv one of the three to 

which police devote any significant enforcement effort .  This is also 

consistent with the literature review. Action was taken against FTC and 

DLOC violations most commonly i n  the  course of routine surveil.lance 

activi ty or a f t e r  the occurrence of a traffic crash. DLOC violations are 

often used as an indicator of drunk driving and may ini t iate a series of 

enforcement actions that are associated with drunk drivinq procedures. 

FVe found no evidence that  any of the  jurisdictions contacted had 

selected their procedure as a result of a formal scientific evaluation of 

alternative procedures. The contacts revealed a lack of quanti tat ive data  



on the e f f ec t s  of the procedures. Also, few agencies had performance or 

activity data readily available. 

Most of the information collected in the telephone contacts was at a 

fairly high level of aggregation. A detailed activity analysis of specific 

procedures was beyond the scope and intent of this initial investigation. 

Thus, subtle differences between procedures of the same general type 

were not detected. Also, the specific reasons why one procedure was 

preferred over another could not be ascertained from the contacts. These 

details were sought in other stages of the project, in particular, the case 

studies of selected jurisdictions. 



PART I1 

CASE STUDIES 





CHAPTER FIVE 

INTRODUCTION 

TO THE CASE STUDIES 

The preparation of detailed case studies of selected police aqencies is 

the third step in our documentation of current enforcement ~ r o c e d u r e s .  

The earlier st eps--a review of the literature, and telephone contacts with 

police agencies--identified existing enforcement procedures and how 

frequently they were used, as well as some major factors affecting their 

use. These case studies were conducted to develop this information in 

greater detail, particularly with respect to the factors that determine the 

relative effectiveness of specific procedures. Greater insight was sought 

concerning a number of questions, including reasons for selecting certain 

available procedures over others, levels of performance achieved through 

specific procedures, how police traffic resources are allocated among the 

various procedures, and the effect of such nonpolice influence as courts 

and legislatures on police performance. The primary purpose of these case 

studies is to describe as broad a range of speed-enforcement procedures as 

possible. The procedures described here a r e  not necessarily ''ideal'' 

procedures, nor are they necessarily those most widely used by police 

agencies nationwide. 

These case studies were prepared by project staff who visited each of 

the four agencies between September 1979 and March 1980. Four police 

enforcement "systems"--each consisting of the police aqencv itself, the 

judiciary, and the driver-licensing authority--were selected for study. 

These were chosen to represent a wide range of attributes, including type 

of agency type of roads and traffic, adjudication ~ r o c e d u r e s ,  and speed 

measurement devices and procedures. (Attributes are listed in Table 5-1.) 

Key actors within each of the systems were contacted i n  the field and 

interviewed. In addition, background information about each of the 



TABLE 5-1 I ATTRIBUTES OF POLICE AGENCIES SELECTED FOR CASE STUDIES I 
I 

1 
1 

1 

/ TYPE OF AGENCY: 
I 
I 

Hiqhwav Patrol (statewide) 
Sheriff's Deoartment (county) 
Police Department (rnunici~al) 

AGENCY RESPONSIBILITIES: 
Traffic offenses onlv 
Traffic and all criminal offenses 

TYPES OF ROADS P.4TROLLED: 
Interstate hiqhwavs and freewavs 
Rural secondarv roads 
Urban boulevards 
Residential and business district streets 

PATROL VEHICLES USED: 
Automobiles (marked and semi-marked) 
?4otorcvcles 
Aircraft (fixed- and rotarv-wing) 

SPEED MEASURING DEVICES USED: 
Movinq radar 
Stationary radar 
Sto~watches 
Pacing; (s~eedometer and odometer) 
Visual observation ( e x ~ e r t  iudqment) 

YETHODS OF DEPLOYING OFFICERS: 
Computer accident analvsis 
Experimental model 
Vanual accident analysis 
Supervisors' judgment and experience 
Individual officersf exoerience 

CONCEALVENT OF PATROL: 
Fullv marked, visible vehicles 
Semi-marked visible vehicles 
Marked or semi-marked, concealed vehicles 

ENFORCEMENT (sanctioninq and presanctioninq) OUTCOhTES: 
Citations 
CVri tten warnings 
Verbal warninqs 

MODE OF ADJUDICATION: 
Traditional criminal ~rocedure  

I 
Modified criminal ~rocedure   leas heard bv court referees) 

I 
L Administrative adjudication , 



jurisdictions was obtained from agencv sources as well as from qeneral 

reference materials. In the case of Cincinnati, California, and Tucson, 

requests for information were sent to agencv officials in advance of our 

visit to conserve time in the field. These data apoear in Appendix B. 

The organization of the case  studies reflects our conception of speed 

enforcement as an element of a systemwide activity of the larger Traffic 

Law System. Consequently each case study presents, in order, each of the 

processes involved i n  speed enforcement: deployment of o f f i c e r s ;  

su rve i l l ance  of t raf f ic  and detection of law violators; pursuit and 

apprehension of violators; and presanctioning action by enforcement 

elements. The significant interfacing activi t ies of adjudication and 

sanctioning elements are also described. 

.4ccompanying the descriptions of each system's enforcement activity 

are background materials describing each jurisdiction and police agency , 
and describing the legal environment in which each enforcement svstem 

operates. Also included are quantitative measures of enforcement activitv; 

quanti tat ive data  were gathered and developed whenever they were 

reasonably available to the project staff. The primary purpose of these is 

to  i l lustrate the nature and extent of the various enforcement practices 

and to support the descriptive materials. They a r e  not offered as the  

product of a rigorous evaluation of the impact on traffic safetv that anv 

specific procedure or combination of procedures might have. Quantitative 

data are presented in tabular and worksheet form in Appendix B. 

For the Washtenaw County case study, project s taf f  contacted the  

following: Undersheriff Curtis F. Orsinger, who coordinated meetinqs with 

other Department personnel and who provided gene ra l  i n fo rma t ion  

concerning the Department's organization and duties; Lieutenant Ronald J. 

Schebil, who described the duties of road patrol deputies and who provided 

samples of traffic citations for study; Lieutenant Bruce A. '3okolove, who 

provided budget data; Sergeant Carl Rinna, who discussed i n  detai l  the 

organization, duties, and enforcement procedures of the Secondary Road 

Patrol (SRP); Sergeant Chester Reese, who described the functions of the 

Traffic Division; and Deputies Anderson Brown and Richard Havward of the 



SRP, with whom s t a f f  members rode as observers to view enforcement 

procedures firsthand. Staff also contacted the Honorable Karl Fink, 14th 

District Court judge, and Mrs. Margaret Heiser, who administers the 14th 

District Court's civil division, to obtain information about the adjudication 

and sanctioning of violators. Quantitative caseload estimates were supplied 

by Mrs. Heiser. 

For  the Cincinnati case study our chief contact  was Lieutenant 

James E. Combs of the Department's Traffic Division, who detailed the 

Depa r tmen t ' s  overa l l  ope r a t i ons  and,  in particular, i ts  Selective 

Enforcement Patrol (SEP) and other traffic-enforcement practices. Captain 

Howard Espelage of District One arranqed our contacts with personnel in 

that district, including Specialist David Holloway and Officer Steven 

Eggers,  who described both general police and traffic-enforcement 

procedures. Mrs. Lucille Y arborough of the Depart men t's Bureau of 

Records arranged for project staff to examine a sample of citations. Vr. 

Paul Gorman, City Prosecutor for Cincinnati, and Vr. Frank Proutv, 

Ass i s tan t  C i t y  P ro secu to r ,  detailed adjudication, sanctioning, and 

recordkeeping practices. 

For the Tucson case study our chief contact was Lieutenant Kenneth K. 

Krieger of the Department's Traffic Section. Lieutenant Krieger described 

the Department's computer analysis of traffic crashes and the selective- 

enforcement program that is based on that analysis; he also detailed the 

Department's specific traffic-enforcement procedures. Others contacted 

during the site visit to Tucson included Sergeant J.W. Harris and Officer 

Randy Deeming of Team One, who described line patrol operations; Officer 

Carlos Marquez of the Traffic Team, who described traf fic-enforcement 

procedures, the use of radar, and the training of radar operators; and the 

Honorable Thomas D. Welch, Chief Magistrate of the City Court o f  

Tucson, who discussed adjudication and sanctioning practices. 

The site visit to the California Highway Patrol was coordinated bv 

Deputy Chief James E. Smith, Commander of the Planning and Analvsis 

Division. Deputy Chief Smith, together with Assistant Chiefs Conrad 

Menzel and Charles Hiquera of the Planning and Analysis Division, detailed 



statewide organization, duties, and procedures of the Highway Patrol, and 

provided an extensive overview of policies and procedures related to speed 

enforcement. Project  s taff  also visitied the South Sacramento area 

command to gain greater insight into the deployment and supervision of 

officers, speed-measuring techniques, and apprehension and pursuit of 

violators. Those contacted at the South Sacramento com mand included 

Lieutenant Richard N. Tatti, Executive Officer; Lieutenant Sob L, Vitchell, 

Field Operations Officer; and Gardner I(. Curtright, Public -4ffairs Officer. 





CHAPTER SIX 

CASE STUDY 

WASHTENAW COUNTY, MICHIGAN 

BACKGROUND 

Washtenaw County, \!lichigan, is located in the southeastern region of 

the state's lower peninsula. I t  has an area  of 711 square miles and an 

est imated population (as of 1975) of 247,242, Its county seat and larrest 

city is Ann Arbor, which has an est imated population (1975) of 103,512. 

The next largest city in Washtenaw County is Ypsilanti, with an estimated 

population (1975) of 26,745. The remainder of Washtenaw County ' s  

population resides i n  three  other incorporated cities, three incorporated 

villages, and twenty townships. About three-f i f ths  of t h e  coun ty ' s  

estimated 197 5 population lives in the incorporated cities and villages. 

The eas tern  part  of Washtenaw County is considered p a r t  of t h e  

Detroit  metropolitan area and much of this region is essentially urban in 

character. Interstate 94, which crosses the county, is a major commuter 

route as well as an important highway connecting Detroit with Chicago 

and other points west. Other controlled-access highwavs serving the  

coun ty  a re  US-23 (a north-south highway that  carries a considerable 

amount of recreational  as well as commercial t raf f ic)  and 74-14 ( a n  

east-west highway that  bypasses Ann Arbor and Ypsilanti, and connects 

the Detroit area with points west). Other trunk lines and numbered s t a t e  

highways a re  US-12 (east-west) and M-17 (an east-west urban boulevard 

connecting Ann Arbor and Ypsilanti). 

As of 1977 (as of this writing 1978 or 1979 figures were not available 

from the Michigan Department of State [DOSI) Washtenaw County had a 

to ta l  of 177,332 registered vehicles (including 132,734 passenqer cars) and 

by DOS estimates, approximately 170,000 licensed drivers. In 1977 (as of 

this writing final 1978 or 1979 figures were not available) a total of 9,327 

t r a f f i c  crashes occurred in the county. Of that  to ta l ,  6,237 ( abou t  



two-thirds of the total)  occurred on roads other than interstate hiqhways 

and state routes. In 1977 there were 6 0  fatal crashes in which 9 9  persons 

died, 2,915 personal-injury crashes in which 4,226 were injured, and 6,582 

property-damage crashes. 

Besides the through traffic using the controlled-access freeways, other 

unusual traff ic within the county is caused,  f o r  example ,  b y  those  

a t t end ing  foo tba l l  games  and o t h e r  univers i ty  events, commuters 

(especially industrial plant workers), shopping center  patrons, and persons 

using lakes and other recreational areas. As might be expected in a 

northern region, snow and ice are frequent during the winter. 

GENERAL DESCRIPTION OF THE WASHTENAW COUNTY SHERIFF'S 

DEPARTMENT 

Duties and Organization 

The Washtenaw County Sheriff's Department is one of a number of law 

enforcement agencies serving the county. Others include the Vichigan 

S ta te  Police, the Ann Arbor and Ypsilanti Police Departments, and several 

other city and village police departments. 

The Sheriff 's Department has general power to enforce the laws of the 

state of Michigan as well as those of municipalities located within the 

county .  However,  under an agreement with city and village police 

agencies, the Department does not normally patrol within the county's 

incorporated areas unless requested to do so by that  city or village. 

Nevertheless, i f  a sheriff's deputy on patrol happens to  be t rave l inq  

through a c i t y  or village (e.g., when returning to  headquarters) and 

witnesses an apparent law violation, (s)he will take action. I n  addition, 

the Sheriff's Department has also agreed with the Michigan State Police 

not to regularly patrol in ters ta te  or s t a t e  (U.S. or  "74" numbered)  

high ways, which the s t a t e  police have the primary responsibilitv for 

patrolling. As is the case in incorporated areas, a deputy who witnesses 

a violation while traveling on a numbered highway will take action aqainst 

the violator. Of all the speeding citations issued by the department, an 

e s t i m a t e d  f i f t e e n  pe r cen t  or more involve offenses committed on 



numbered highways. The Department's responsibility essentially extends to 

roads maintained by the Washtenaw County Road Commission. According 

to  i t s  June 1979 figures, the Commission maintained 1,462 miles of roads. 

These roads have posted speed limits ranging from 25 to 55 mph. Few of 

these l imits  were higher than 5 5  mph prior to enactment of the national 

maximum speed limit. 

County budget documents show that the Sheriff's Department operated 

on a fiscal 1979 budget of $8.1 million, some $3.6 million of which a r e  

spent on road patrol operations. -4bout $2.4 million, or two-thirds of the 

road patrol's funding, c a m e  f rom t h e  county ' s  g e n e r a l  f u n d .  The  

department received slightly less than one million dollars from several of 

the county's townships, chiefly Ypsilanti Township, which contracted for 

additional poIice protection. The remaining funds, some $180,000, were 

provided by the s ta te  of Michigan and earmarked for the  department's 

Secondary Road Patrol (SRP), which is described in more detail below. 

Sheriff's Department headquarters a r e  located a t  t h e  W ash t ena  w 

County Service Center ,  between Ann Arbor and Ypsilanti, in the eastern 

part of the county. Most deputies are based at ,  and operate out of ,  the  

Service Center;  however, patrol deputies also operate out of several other 

locations. There are, in addition to  the  main (Service Center)  s ta t ion,  

three  substations: one in Northfield Township, near the county's eastern 

boundary; one in Ypsilanti Township, near the  countv's eastern boundary; 

and one in the  village of Dexter ,  i n  the county's north central region. 

These substation locations correspond to  the  Depart men t's geographical 

division of the county-east, central, and west, respectively. Most of the 

county's residents live in the  eastern and centra l  distr icts ,  and most 

requests for services originate from there; the western district consists of 

more than half the area of Washtenaw County but it is sparsely populated. 

The Sheriff's Department is headed by the sheriff who is elected to a 

four-year term. The sheriff,  in turn, is required by law to  appoint an 

unde r she r i f f  and depu ty  s h e r i f f s ,  -4i p r e s e n t ,  the  department is 

essentially organized as follows: 

There are  two commanders, one each for law enforcement 
and corrections (county jail). 



Within the law-enforcement division a re  the patrol and 
detective divisions. The patrol division is headed by a 
lieutenant, who makes decisions regarding the assignment 
of manpower (i.e., how many deputies and which ones) to 
various substations within the county. Beneath him are 
eleven sergeants. 

Nine of t h e  pa t ro l  s e rgean t s  are  assigned among the 
Department's four substations; they are  responsible fo r  
supervis ing day-to-day patrol operations, incIuding the 
assignment of deputies to specific du t ies  or l oca t i ons  
within their districts. 

One  s e rgean t ,  who superv i ses  t h e  motor  pool, a lso  
supervises the Department's t raff ic division. The present 
t raf f ic  division, following the creation of the SRP, consists 
of deputies who patrol i n  townships that  have contracted 
and paid for additional police services, While much of 
their services involve traff ic,  they also perform criminal 
investigation and preventive patrol. 

. One sergeant supervises the Department's Secondary Road 
Patrol,  which now has primary responsibility for traffic 
enforcement. He is given wide discretion concerning the 
assignment of deputies, who operate throughout the county. 

During 1979, the  Sheriff's Department had an average of 160 sworn 

officers and 100 civilian employees. An average of about 100 of the 

officers were assigned to the law enforcement division and the remainder 

to corrections, communications, and administration. -4bout one-fifth of 

the law enforcement division personnel a re  detectives; the remaining 

deputies are assigned to road patrol and perform the Department's general 

patrol functions. According to  the  Department's personnel rosters, i ts  

patrol s trength consisted of one lieutenant, eleven sergeants, 58 road 

patrol deputies, 12 traff ic division deputies, and seven Secondarv Road 

Patrol deputies; thus, the Department's maximum patrol strength was 77 

deputies. Deputies on road patrol provide 24-hour, countywide coverage 

and work in preassigned geographical districts. On the other hand, traffic 

division and SRP deputies primarily work day and eveninq shifts,  and S R P  

sh i f t s  may vary i n  t ime and location. -4llowing for distribution of 

deputies among shifts, as well as for days off, holidays, and vacation and 



sick t ime,  the  Depart m entfs  patrol strength averages 13 deputies working 

on the day shift, 19 working evenings, and 12 working nights. 
The Department's patrol fleet currently consists of 44 vehicles, which 

includes those used by SRP and t raf f ic  section deputies. There a r e  no 

unmarked patrol vehicles, but some are "semimarked," that is, thev have 

the departmental emblem and either have no top lights, or are painted all 

black instead of black and white. Semimarked vehicles a r e  now used 

primarily by sergeants, and current plans are to  phase them out in favor 

of fully marked vehicles. Road patrol vehicles are generally used for two 

shifts per day, every day of the year. Thus, given a 50,000-mile l i f e s ~ a n  

(vehicles a re  sold at  that point), a vehicle used in the eastern part of the 

county lasts an average of 18 months, while one used far ther  west lasts  

only about 12 months. The patrol f lee t  also includes four motorcycles; 

three  a r e  used i n  t raf f ic  enforcement,  and one is used primarily f o r  

ceremonial occasions such as parades. The Department also has one 

helicopter. 

The Department uses a total of 23  radar units, and borrows two other 

units from a township that has contracted for additional deputies. Al l  

but two of these a re  K-55 units produced by VPH Industries; the others 

are Kustom Signal products. Most of the K-55 devices a r e  less than two 

years old. (The Department "mothballed" five CVI sweedguns because of 

repair costs  and downtime.) One advantage of t h e  K - 5 5  is t h a t  a 

D e p a r t m e n t  mechan ic  can perform basic repairs on them. Planned 

equipment purchases include four hand-held units. With a few exceptions, 
radar units remain in the  same patrol vehicle; only four are assigned to 

substations and shared by deputies assigned there. 

Road Patrol 

Most deputies who perform line functions are part of the department's 

road patrol, which is charged with carrying out the full range of police 

functions--both t raf f ic  and nontraffic. The duties of deputies on road 

patrol vary with the region to which they a r e  assigned; in the urbanized 
eastern townships greater  emphasis is placed on responding to criminal 

complaints, investigating suspected crimes, and conducting preventive 



patrols of neighborhoods. For example, Department sources estimate that 

a deputy assigned to Ypsilanti Township (located i n  the eastern part of 

t h e  county)  might spend 80 percent of the available ~ a t r o l  time on 

criminal matters, leaving only 2 0  percent of patrol time to  his or her 

discretion. In the western townships, however, deputies receive fewer 

calls and must patrol a much larger territory; there, a typical deputy may 

find that  an estimated 8 0  percent of the patrol time is "discretionary," 

that is, not spent on service runs or preventive patrol. Discretionary 

time is important because i t  is then during which a d eputy can enforce 

traffic laws. 

With respect to traffic, the Department conducts no formal public 

information and education (PI&E) programs. However, the D e ~ a r t m e n t  

does p a r t i c i p a t e  in a number of public information and education 

activities related to traffic safety. Department personnel have prepared 

a number of public-service messages for WAAJII, 5000-watt AV radio 

station that serves Washtenaw County. Their message is safe  driving i n  

general, rather than threats of enforcement action. On occasion, deputies 

will visit local schools, colleges, and social and fraternal  organizations, 

and give talks about safety-related issues. The Department distributes a 

magazine-type !'Safety Guide," which is sponsored by the Vichigan Sheriffs 

Association. It contains suggestions for safe and economical driving, as 

well as home protection and crime prevention. 

Traffic Section 

Pr io r  t o  i n s t i t u t i ng  t h e  SRP,  the Sheriff's Department assiqned 

selective traff ic enforcement  du t ies  t o  i t s  t r a f f i c  division.  The 

Department retains a Traffic Section consisting of twelve deputies. While 

these  depu t ies '  du t i e s  include t r a f f i c  en fo r cemen t  and acc iden t  

investigation, their duties are in fact more similar to those of road patrol 

deputies than those of the SRP. Traffic section deputies do not regularly 

perform selective traff ic enforcement; this task has, for the most part, 

been given over the SRP. 
The T ra f f i c  Sec t ion  ope ra t e s  only i n  those township  that have 

contracted with the Department for additional police services. Ypsilanti 



Township, the largest  contractor,  has no police force of its own; it has 

therefore contracted for ~ i x  t raf f ic  section deputies in addition to  the 

regular Sheriff's Department patrols (both road patrol and SRP deputies) 

assigned there .  The other six deputies patrol  in six other townships 

having contracts  with the Department. The traffic section sergeant has 

primary responsibility for scheduling ard assigning; deputies, although the  

Department's road patrol sergeant for the district including that township 

may also assist him. 

Secondary Road Patrol (SRP) 

The Washtenaw County Secondary Road Patrol (SRP) was created by a 

1978 Michigan s t a t u t e  tha t  authorized s t a t e  appropriations to  coun tv  

sherif f t s  departments throughout the s t a t e  for the purpose of secondary 

road patrol and traffic accident prevention. The SRP's s ta ted  purposes 

parallel those tha t  appear in the  s ta tu te :  observing for, stopping, and 

citing for hazardous t raf f ic  violators; responding to  and investigating 

motor vehicle crashes; providing emergency assistance along; secondarv 

roads; conducting selective motor vehicle i n spec t i on  p rograms;  and 

conducting safe ty  program demonstrations. The SRP began in January 

1979 when seven new deputies were sworn in and trained. Regular patrols 

began in March 1979. The seven newly-created positions are permanent, 

and i t  is anticipated that SRP activi t ies will be continued indefinitelv. 

The Department recently shif ted several SRP deputies to road oatrol to 

give broader enforcement experience, and replacing them with deputies 

drawn from r o d  patrol. 

For fiscal 1980 the  Department received a grant of 5180,000 for SRP 

operations. Those funds were used to pay salaries of the  seven deputies, 

and to  purchase and maintain equipment for patrol, The SRP currentlv 
has nine patrol vehicles: six mark4 automobiles and three  "semimarked" 

automobiles (which have the departmental emblems and emergency liqhts). 

SRP vehicles are, with minor differences, the same as those used by the  

road patrol. However, because SRP vehicles are used for only one s ~ i f t  

per cl ay--as opposed t o  as  many as  t h r e e  in t h e  road  pat rol - -one 

Department source est imated they have an expected useful life of three 



to  four years, which is at least twice that of road patrol vehicles. Each 

SRP vehicle is equipped with a radar unit that can be operated in either 

the moving or the stationary mode. 

TRAFFIC ENFORCEMENT 

Top-level functions relating to traff ic enforcement include allocation 

and deployment of officers, observation, apprehension, and enforcement 

ac t ion .  Within t h e  Washtenaw County Sheriff's Department some 

differences exist among the general (road) patrol, the Traffic Section, and 

the Secondary Road Patrol (SRP), regarding the way these functions are 

performed. Because the SRP is the Department's s~ecial ized t raf f ic  unit, 

and because i t  accounts for about half of all the Department's traffic 

enforcement act ivi ty,  SRP functions a re  discussed in g rea te r  de t a i l .  

General patrol activity, when i t  differs from that  of the SRP, is then 

described. 

Deployment 

SRP. The primary mission of the SRP is to reduce the frequencv and 

severity of traffic crashes, b y  enforcing t raf f ic  laws and carrving out 

related activities, This contrasts sharply with the road patrol deputies' 

responsibilities, which center around crime prevention and investigation. 

Thus, even though "SRP deputies a re  officers first," and will respond to 

emergency calls, they receive comparatively few such calls in the course 

of their normal duties. 

Aside from their respective responsibilities, another difference between 

SRP and road patrol deputies involves the flexibility with which SRP 

operates. The SRP operates out of the Department's Service Center 

headquarters, but SRP operations can be conducted anywhere i n  t h e  

county .  The sergeant who supervises the S R P  is given considerable 

discretion by his supervisor, the patrol lieutenant, concerning assignment 

of manpower, The SRP sergeant has adopted flexible shifts (as opposed 

to the fixed ones worked by other patrol deputies), the  main benefit of 

which is that SRP deputies can more easily be assigned to work when 

they are most needed. 



The SRP sergeant  normally assigns three  deputies to work the day 

shif t  and four t o  work evenings. Because of days off and s ick  and  

vacation t ime,  not all of the  SRP deputies a re  available for duty on a 

given shift. Shifts last  eight hours; day shif ts  typically begin a t  7:00 

a.m. or 8:00 a.m., while evening shif ts  s tar t  at  6:00 p.m. or 7 :OO p.m., 

depending  on t h e  t i m e  of t h e  yea r .  A s a m p l e  of SRP logs  fo r  

August-September 1979 showed that about 40  percent of the shifts beqan 

between 6:00 and 9:00 a.m. SRP logs also showed that  day shif ts  beqin 

earlier and evening shifts begin later during the summer. Because traffic 

on secondary roads is relatively light af ter  1:00 a.m., niqht shif ts  a r e  

s e l d o m  ass igned ,  e x c e p t  when depu t i e s  a r e  ass igned t o  e n f o r c e  

drunk-driving laws. According to one sample of SRP logs, SEEP deputies'  

shif ts  averaged 8.5 hours. However, during the period covered by the 

logs, some depu t i e s  worked ten-hour  s h i f t s  in connec t i on  with a 

schoolbus-enforcement effort .  Thus the average shift lasts slightly more 

then 8 hours. SRP downtime averaged 1.17 hours per shift. 

The SRP supervisor does not maintain a regular overtime schedule for 

deputies, although on occasion--such as when an officer  r e c e i v e s  an 

emergency call near the end of the shift-overtime is authorized. When a 

deputy's shift falls on a "hot" night, that is, one with frequent or severe 

t r a f f i c  violations, the supervisor may permit a deputy to work overtime 

on a compensatory basis-one hour's overtime earns the  deputy one and 

one-half hoursf free time to be taken later. 

Patrol locations-as well as shifts-are selected by the  SRP sergeant ,  

on the  basis of his personal judgment, suggestions of other D e p a r t ~ e n t  

personnel, computerized and pin-map analyses of acciderlt l o ca t i ons ,  

weather conditions, reports  from public emplovees and private citizens, 

and such special functions as concerts, fairs, and festivals. 

Geographically, there are three types of SRP assignments. 5 y  far, the 

most common assignment consists of one or more townships within which 
the officer may, on the basis of personal experience, select certain "hot!' 

(high-violation) locations. The next most frequent assignment is a specif ic 

location, which involves most--or even all-SRP vehicles. About once a 

week (more often in the  summer) the ent i re  fo rce  is  ass igned t o  a 



particular shift and location for some special effort. For example, during 

the opening week of the 1979-1980 school y e a r ,  SRP d e ~ u t i e s  were  

assigned to follow school buses on their routes and to observe for drivers 

illegally passing stopped buses. Vore  commonly,  spec i f i c - loca t ion  

assignments are  "blitzesu directed a t  speeders in high-violation areas; 

intense observation and enforcement act ivi ty is directed a t  an area for 

several days. Speed blitzes reportedly produce a reduction in violations, 

which may l a s t  f rom t h r e e  t o  four  weeks. In t h e  f i na l  type  of 

ass ignment ,  o f f i c e r s  "freelance" about the county and select  patrol 

locations where they believe they will be most effective. Freelancing is 

comparatively rare; i t  is relied on when only one or two deputies are 

available for patrol during a given shif t ,  and i t  al lows depu t i e s  t o  

concentrate on areas they know to be "hot." 

In general, the speed violator population within TVashtenaw Countv 

var ies  by t ime  of day and by location. The most widespread and 

persistent speeding reportedly occurs i n  the early morninq hours. These 

violators (who typically are  on their way to work, usuallv at one of the 

industrial plants in the eastern part of the county) a r e  reportedly the 

least deterred from speeding by police activitv. Speeding is also quite 

frequent during the afternoon commuting hours. Currently, the  SRP is 

concentrating its speed-enforcement efforts  on these times of the dav. 

On the other hand, one Department contact  s ta ted  that  "violent" or  

excessive speeding tends to occur after 9:00 p.m. when traffic volume is 

generally the lightest. In general, roads having low t raff ic  volumes and 

long straightaways are  most often used by excessive speeders who, it is 

believed, perceive a low probability of observation and aporehension; i t  

was o f fe red  that  patrol activity directed a t  these roads and drivers 

produces stronger and more long-lasting deterrent  e f fec t s ,  SRP patrols, 

unlike general road patrols, a re  exempt from the Department's ''doublinq 

up" policy. That policy, which is incorporated into the deputies' labor 

contract ,  requires two-deputy patrols during the evening and night shifts 

unless deputy agrees to  patrol alone. The SRP, however, occasionally 

assigns two-deputy patrols. 

In contrast to the SRP's flexible, countvwide activity, the road patrol 



depu t i e s  a re  assigned to  shif ts  and locations. The general patrol is 

divided geographically into three  platoons responsible for patrolling the  

eastern,  central, and western districts of Washtenaw County, and also into 

three eight-hour shifts: day (8:OO a.m. to 4:00 p.m.), evening (4:00 p.m. 

to  12:OO midnight), and night (12:OO midnight to 8:00 a.m.). The patrol 

lieutenant decides how many depu t i e s  a r e  t o  be  ass igned t o  e ach  

respective location, distr ict ,  and shift.  Deputies, once assiqned, report 

for duty at  the substation located within their distr ict  and under normal 

c i r c u m s t a n c e s  t hey  p a t r o l  only in t h a t  d i s t r i c t .  Genera l  patrol 

assignments within the district are made by the sergeant  in charge; with 

r e s p e c t  t o  t r a f f i c ,  dep loyment  is determined primarilv by ci t izen 

complaints and the presence of high accident locations. The frequency of 

violations is also used as a d eployment criterion, but to a lesser extent. 

Traffic Section, Traffic section deputies work shif ts  that  overlap 

those of the regular road patrol and supplement road patrol coverage; 

thus, typical working hours are 6:00 a.m. t o  2:00 p.m., and 2:00 D.m. t o  

10: 00 p.m. Y psilanti Township receives seven-day coverage: two deputies 

work the  morning shif ts ,  two work the  evening shif t  every day. The 

r ema in ing  con t r ac t  townships receive five-day coverage, one deputy 

typically being assigned to each shift.  Like road patrol deputies, those 

ass igned t o  the t r a f f i c  secton operate out of substations in or near 

contact  townships. Deployment is based on c i t i z e n  compla in t s  and 

high-accident locations, plus the deputy's own experience and judgment. 

Deputies assigned to the traffic section average one hour of downtime 

per  sh i f t .  Vuch  of the  remaining t ime is spent answering criminal 

compla in t s ;  t h e  r ema inde r  is ava i l ab l e  fo r  t r a f f i c  e n f o r c e m e n t .  

Availability for t raf f ic  enforcement depends on geography. However, 

because road patrol deputies handle more criminal complaints i n  Ypsilan t i  

Township,  T r a f f i c  Sec t i on  depu t i e s  reportedly have more time--an 

estimated four hours per shift-for traffic enforcement. Elsewhere in  the 

county, t raf f ic  section deputies answer more criminal complaints and thus 

have about two to three hours available for selective traffic enforcement. 

One D e p a r t m e n t  c o n t a c t  characterized a t raf f ic  section vehicle as 



17visible11 and "availablev to take action against traffic offenders for most 

of its nondowntime hours, except when on an emergency run or while 
investigating a crime or traffic crash. 

All vehicles driven by traffic section deputies are equipped with radar 

units. Deputies primarily stress speed enforcement; about 8 0  percent of 

their moving violation citations were for speeding. According to one 

Department contact  they keep their radar un i t s  on whenever t he i r  

vehic les  a r e  moving, and occasionally measure speeds while i n  the 
stationary mode, On the infrequent occasions when depu t ies  pa t ro l  

i n t e r s ec t i ons ,  they  will emphas ize  such offenses as stop-sign and 

lane-usage violations. Traffic section deputies do not specifically observe 

for drunk drivers; this is done by the SRP. 

Surveillance and Detection 

S R P .  The amount of time during which a deputy is free to observe 

traffic violations' is f irst  of all limited by the  amount of discretionary 

t ime that  is available; discretionary time is that part of patrol time that 

remains after downtime, attending to criminal matters ,  performing other 

nontraffic functions. A deputy may choose to spend discretionary time on 

activities other than traffic enforcement, such as carrying out additional 
surveillance in populated areas where crime is a serious problem. 

Because the SRP was established for the express purDose of providing 
t raf f ic  services, its deputies have considerably more time available for 

traffic enforcement than do road patrol deputies. O f  the seven hours 

(excluding downtime) an SRP deputy has available for patrol, no more 

than ten percent is taken up with nontraffic matters ,  such as serving as 

lfbackupsl '  t o  o t h e r  depu t ies  on call, or answering emeqency  calls 

themselves. SRP logs examined by project staff revealed that  five hours 
per shift were devoted to "selective (traffic) enforcement.lf This is most 

frequent during afternoon hours when there tends to be fewer road patrol 
vehicles than desired. While SRP deputies emphasize observation for 

specific traffic violations, chiefly speeding and vehicle equipment defects  
(e.g., headlights out), not al l  activity dealinp with traffic can be classified 

as lfenforcement." 



Responding to  and investigating traffic crashes occupies an estimated 

t e n  t o  f i f t e e n  p e r c e n t  of a n  S R P  d e p u t y ' s  p a t r o l  t i m e ,  a n d  

motorist-assistance calls require about two or three  percent. Other 

nonenforcement t r a f f i c  functions of the  SRP include operating vehicle 

checklanes to determine compliance with s t a t e  vehicle equipment laws, 

and rendering emergency assistance in times of poor weather. In times 

of snow, ice, or heavy fog, SRP vehicles are assigned to a "first response 

deployment," that is, they are assigned to fixed locations throughout the 

county to reduce their response time to crashes or other emergencies. 

Speeding is the  offense most commonly ci ted b y  t h e  S R P .  In a 

s a m p l e  of c i t a t i o n s  issued by the  Department during January 1980, 

fifty-six percent  involved speeding. In another sample of court files 

involving c iv i l  i n f r a c t i o n s ,  s e v e n t v - t h r e e  percen t  involved speed. 

According to  logs examined by HSRI s ta f f ,  the  average SRP o f f i c e r  

averaged 5.4 t raf f ic  violation stops per shif t ,  2.8 of them-or sliqhtly 

more than half-for speeding. 

Once SRP deputies arr ive a t  the location to which they are assigned 

they select roads for moving patrol (or locations to take  stat ionarv radar 

m e a s u r e m e n t s ) ,  based on their experience and judqment. As s ta ted  

earlier, the SRP supervisor occasionally assigns the ent i re  patrol t o  one 

specific task or location. 

A11 SRP patrol vehicles a r e  equipped with radar units. Owing to the 

presence of radar, combined with SRP's specific t raf f ic  assignments and 

the  prevalance of speeding on county roads, SRP deputies concentrate on 

observing for speeders. Other moving violations and vehicle equipment 

defects are observed for on an on-view basis, 

The most common method of observing for speeding violations is b v  

radar. Pat rol  vehicles a re  equipped with the  K-55 model. T h e  unit 

(control panel and receiver)  is mounted on the  dashboard of a patrol 

vehicle, and i t  can be operated in the stat ionarv or the moving mode. 

SRP radar units are not transferred from vehicle to  vehicle, and onlv a 

handful of road patrol units are shared. 

Sheriff's Department deputies currently rely on several  ~ r o c e d u r e s  to  

cal ibrate their  radar units and ensure that they are functioning ~roperly. 



Before each shift the units are  calibrated externally, using two tuning. 

forks as well as (on occasion) calibrated patrol vehicle speedometers. I n  

addition, radar units have an internal "calibratiorl" feature that is also 

checked. If the radar device is shown by the calibrations to  be accurate,  

i t  will be used on patrol during that shift. In addition, to qualify to use 

radar, deputies at tend eight-hour t r a i n ing  sess ions  conduc ted  b y  a 

manufacturer's representative. (Nearly all of the Department's radar units 

are manufactured by MPH industries.) Those who successfully complete a 

p r o f i c i e n c y  t e s t  a r e  g i v e n  c e r t i f i c a t e s  by t h e  manu fac tu r e r ' s  

representative (this cer t i f ica te  is reportedly required by s t a t e  law) .  

Rookies. also receive additional radar training as part of ther general 

on-the-job training, which generally involves going on patrol with an 

experienced deputy. Because radar operation is only one of a variety of 

police skills involved in on-the-job training i t  is difficult to determine 

how many hours of on-the-job training a rookie may actually receive 

before (s)he uses a device to observe for and detect speeders. 

In the Secondary Road Patrol deputies also attend monthly meetings at  

which they discuss radar-related problems and experiences. In addition, 

because all seven SRP deputies were hired without prior experience they 

were initially instructed to  operate their radar units but not issue any 

citations until they became more skilled at using the unit. In any event, 

all deputies are instructed not to issue any speeding citations based on a 

f ' ~ ~ ~ p i ~ i ~ ~ ~ "  measurement, such as an improbably hich or rapidlv chanqing 

speed reading. 

Department contacts  cited a number of factors-other than the unit's 

operating condition-that affect their 'use of radar speed measurements. 

Weather is one such influence: hot weather results in heavier traffic and 

more violators, while rain or snow holds down both t raf f ic  volume and 

speeds. 

While driving during the shift, the deputy periodically checks the radar 

unit's patrol vehicle speed against the speed indicated on the p a t r o l  

vehicle speedometer to ensure that it is operational. 

Throughout the shift, SRP deputies keep their radar units act ivated;  

most of them prefer to rely on the digital display and many reportedly 



rely on its audio signal as well. The use of the unit's automatic alarm, 

which alerts the deputy to violations whether or not (s)he viewed them, is 
discouraged. Sheriff's Department policy and local judges' rulings stress 

that a deputy visually observe both the  offending vehicle and the  unit's 

d i g i t a l  speed  read ing ,  r a t h e r  t han  re ly  on t h e  warning s y s t e m .  

"PoundingM-a series of digital readouts showing the same high speed-is 

believed most reliable, and is preferred by the Department. 

Approximately eighty percent of all radar speed measurements a r e  

t a k e n  in t h e  moving mode; t h e  r ema inde r  a r e  s t a t i ona rv -mode  

measurements. The principal advantages of moving-mode radar include i ts  

ability to  monitor greater  volumes of t r a f f i c ,  the  element of surprise 

(drivers cannot see the radar antenna within the  vehicle until i t  is too 

l a t e  to  slow down), and deputies' preference to stay moving rather than 

remain parked; for those reasons it is preferred by most deputies. In the  

past year, however, stationary-mode radar measurements have become 

more common in light of the  Department's fuel-conservation effor ts .  

Present Department policy encourages deputies takinq radar measurements 

t o  spend a t  least  twenty-five percent of tha t  t ime in the s ta t ionarv  

mode. The chief advantages of stationary-mode neasurements are fuel 

efficiency and the  supposedly g rea te r  "halo effect1'  on passing t raf f ic  

created by a visible enforcement symbol. Radar measurements in the 

moving mode a r e  taken in the  course of routine patrol ac t iv i ty ,  The 

normal procedure is to  monitor oncoming traffic although moving radar 

can be used to  measure the speed of t raf f ic  t r a v e l i n g  i n  t h e  s a m e  

direction as the patrol car. 

Deputies taking st  ationary-mode measurements normally take steps to 

conceal themselves from passing traffic, usually by parking i n  a side road 

or driveway. It is believed, though, that  the  greater range of modern 

radar equipment has made concealment somewhat less important. The 

p re fe r red  measurement procedure involves parkinq the  patrol vehicle 
parallel to the road, facing in the same direction as the  closest lane of 

t r a f f i c .  I t  is usually easier to monitor speeds of oncoming vehicles, 

because a deputy can obtain a measurement before the subject bas passed 

by, and (s)he has more time to pursue. On the average, a deoutv taking 



stationary-mode measurements will remain in one location for one to one 

and one-half hours if the location is "hot," but less than thirty minutes i f  

there are few violators. 

Deputies are reportedly reluctant to stop a vehicle in poor weather 

(rain, snow, or bitter cold), because a traff ic stop means leaving the 

patrol vehicle. Open, level highways that afford no cover for a parked 

vehicle are not suitable for stationary radar; on the other hand, crowded 

urban boulevards that do not permit easy turnaround are not suitable for 

moving radar, Of course, it is pointless to  take radar measurements on 

roads where there is little or no traffic, especially if other locations are 

more heavily traveled. In general, radar units can operate at  any hour of 

the day or night; it was offered that radar is somewhat more effective at  

night since patrol vehicles are better concealed from driversf view during 

darkness. 
Speedometer pacing is used in the rare instances when radar is not 

available to measure speeds--that is, when the unit is not functioning 

properly or when it has not "warmed up." Because SRP deputies all have 

and use radar, they use pacing only on the rare occasions when their 

units are not functioning properly. This is not the case with the road 

patrol, since some deputies do not use radar. In pacing, patrol vehicle 

speedometers are used to make speed measurements. The officers learns 

from experience how to pace. There is no prescribed distance over which 

an officer must measure a suspect's speed. The preferred technique is 

for the deputy to position oneself from five to  eight car lengths behind 

the suspect's vehicle and hold that distance constant while obtaining a 

speedometer reading. However, measurements obtained through pacinq 

have s eve ra l  major def ic iencies .  First,  unless thev a re  externally 

calibrated (i.e., against radar measurements of the vehicle's speed) and 

shown t o  be a c c u r a t e  they  might not  be admitted as evidence i n  

speed-infraction cases. Second, since Sheriff's Department vehicles a re  

marked, speeding drivers often are  able to see  them (especially during 

daylight hours) and slow down before the pacing officer can get  a good 
reading. Third, speedometer pacing cannot measure speeds of oncoming 

vehicles. Finally, pacing is subject to human error. To minimize the risk 



of a judge rejecting a speed measurement obtained by pacinq, deputies 

charge violators with a speed somewhat below the speed actually measured. 

In both ci tat ion samples examined by HSRI staff, cases in which the 

violator's speed had been determined by pacing were extremelv rare: in 

one example, pacing was noted in fewer than one percent; in the other, 

less than five percent involved pacing. 

Because Sheriff 's Department vehicles are marked, they are visible to 

drivers when measuring speeds in either mode; they a r e  also recognizable 

when deputies carry out other police activities. It is Department policy 

to emphasize visibility not only to remind drivers of their presence, but 

to  assure residents that  their neighborhoods a r e  beine; protected. The 

SRP supervisor also made a distinction between "visibility" and "active 

visibility": the latter impIies a deterrent "message1' conveyed by a visible 

patrol vehicle in the act of enforcement with flashing blue liqhts. S R P  

deputies a re  instructed to  use their lights as much as oossible, and thev 

are advised that stopping a violator to give a warning is as ef fect ive  a 

message as stopping a driver to issue a citation, 

The number of miles covered by an SRP deouty depends on the s ize  

and remoteness of the area to which the (s)he is assigned, the number of 

driver contacts that are made, and the amount of t ime spent operating 

radar in the  stat ionary mode. According to SRP logs examined by staff, 

as well as contacts within the department,  i t  is est imated that  an SRP 

deputy covers from 7 3  t o  100 miles per shif t  i n  the eastern townships, 

from 100 to  150 miles farther west ,  and about  100 miles  Der s h i f t  

countywide. 

I t  is the Department's general policy that  patrol vehicles are to be 

visible whenever possible. Deputies a r e  encouraged t o  write up their 

paperwork  while parked i n  a conspicuous location; in addition, thev 

commonly spend their discretionary t ime parolling the  county's principal 

secondary roads. (One obvious exception involves stationary-mode radar, 

which requires concealment of the patrol vehicle.) 

Road Patrol. Road ~ a t r o l  deputies' observation practices differ in 

several ways from those of the SRP. First of all, road patrol deputies 

have l e s s  discret ionary t ime than do SRP officers. Second, not all 



d i s c r e t i ona ry  t i m e  is devoted to traff ic.  One Department contact  

estimated that in the eastern part of Washtenaw County only one-quarter 

of this discretionary t ime is devoted to traffic enforcement, since most 

time is devoted to  preventive patrols and propertv checks .  (In t h e  

western townships there is more discretionary time and there are fewer 

crime-prevention duties.) Third, road patrol deputies a re  more likelv to  

enforce t raf f ic  laws on an "on-viewu than a selective basis-for example, 

taking action against an offender seen while returning to the substatiorl 

a f t e r  answering a call. Finally, what t raf f ic  offenses a road patrol 

deputy emphasizes depends on whether (s)he has and uses radar. Vot all 

road patrol deputies are  trained to  operate radar; one source estimated 

that slightly more than half the road patrol used radar, and a sample of 

logs showed an equal division between radar and nonradar vehicles. 

Individuals having radar make regular use of it, and most of their movinq 

t raf f ic  citations are  for speeding. The remaining deputies prefer not to 

operate radar, have not received the requisite training, or  l ack  t h e  

confidence i n  their own radar expertise to testify in  court; thus, when 

they measure speed, they rely on speedometer pacing. Deputies who 

pa t ro l  wi thout  r ada r  uni ts  r epor ted ly  write a comparatively large 

proportion-one-third to  one-half--of their t raff ic citations for moving 

violations other than speeding. 

Apprehension 

Both the SRP and the road patrol use similar apprehension procedures. 

A deputy detecting a driver exceeding the speed limit must first decide 

whether to pursue and apprehend the violator. The Sheriff's Department 

has an official but unpublicized tolerance of 15 m ~ h .  -A number of 

r e a s o n s  w e r e  o f f e r e d  by Depa r tmen t  c o n t a c t s  for  th is  ~ o l i c v :  

enforcement efforts should be directed at  dangerous violators; speed limits 

a r e  so frequently violated; many drivers have speedometers that do not 

give true readings; and drivers who a re  stopped for a clearcut violation 

are less likely to  contest the citations they receive. Deputies will stop 

some drivers for speeding within that tolerance, but normally will not c i t e  

unless the driver exceeds the speed limit by at least 15 mph. Individual 



deputies have discretion regarding the  l 5 - rn~h  tolerance, and thev mav 

c i t e  for speeds within the  tolerance when circumstances make  the^ 

unusually dangerous (e.g., violations in school zones or on pave1 roads, or 

speeding accompanied by defective equipment on the vehicle). The great  

majority of ci tat ions examined by project s taff  involved more than 15 

miles per hour above the limit. Violators' measured speed averaged 16 to  

18 miles above the posted limits. 

There is no s ta ted  policy regarding pursuit, so the decision whether to 

pursue a fleeing driver is left to  the  deputy's determination of whether 

pursuit would cause too great  a risk of a crash, A deputy who decides 

to stop a speeder, and concludes (s2he can safe ty  pursue, "locks in" the  

speed readout on the radar unit, turns around if necessarv (the violator 

usually is moving in the opposite direction), ac t ivates  the  blue flashers, 

and pursues the violator. 

Before the vehicle is pulled over and stopped, the deputy radios its 

registration (license plate) number and a description of i ts  o c c u ~ a n t s  to  

h e a d q u a r t e r s ,  which queries s t a t e  law-enforcement data  systems to  

determine i f  t he  vehicle is stolen. The deputy then parks the  patrol 

vehicle behind, and slightly to  the  l e f t  of, the violator's vehicle. (This 

gives additional protection against being struck by passine; t raff ic.)  The 

deputy is instructed to  approach from the driver's side from where (s)he 

can observe the occupants and the vehicle's interior. Violators will, on 

occasion, leave their vehicles and approachqthe patrol vehicle in which 

the case the deputy must-in the interests of safety--direct the  violator 

back to his or her own vehicle. 

When a deputy believes the circumstances surrounding the stop are 

dangerous (s)he may order the driver out of the  vehicle. Otherwise, the 

deputy asks the driver to hand over the license, registration, and proof of 

insurance then returns to the patrol vehicle and radios the  driver's name 

and Iicense number to  headquarters to  determine if any arrest warrants 

are outstanding. 



Presanctioning 

Several Department contacts stated that while it is general policv that 

a deputy should decide, at the time of the stop, whether to  c i te  or warn 

a violator, this is not always the case. It was estimated that 75 to 80 

percent of all speeding stops (including an even higher percentage among 

those made by SRP deputies equipped with radar) result in the issuance of 

citations; however ,  a depu ty  may warn i f  t h e r e  a r e  ex t enua t i ng  

circumstances. Deputies warn a t  least half of all the drivers they stop 

for equipment violations, but they a re  more likely to  issue citations i n  

certain instances (such as poor driver at t i tude,  or excessive speed in 

addition to the defect). 

In the case of speed violators, available data showed that about SO 

percent of the speeders contacted by SRP deputies, and about 58 percent 

of those contacted by road patrol deputies, were cited; the remainder 

were verbally warned. Equipment citations are dismissed, however, i f  the 

driver is able to prove that  (s)he made the necessary repairs within ten 

days. In an estimated 15 to 20 percent of all t raff ic stops, the deputy 

d i s c o v e r s  f a c t s  w a r r a n t i n g  f u r t h e r  a c t i o n .  

Vost such cases involve an outstanding traff ic warrant (failure to 

answer a citation or pay a fine), although drunk or reckless driving arrests, 

and arrests for possession of weapons, drugs, or open liquor containers, are 

also common. 

Deputies who make speeding stops based on radar measurements 

commonly charge violators with driving at  a lower speed than the one at  

which they were clocked. This, however, is discretionary, and a deputy 

may consider the magnitude of the speed violation, and other aggravating 

factors such as the driver's attitude or equipment defects on the vehicle. 

One reason why deputies "take a few miles offff the clocked speed is the 

frequency of speedometer errors in passenger cars; another is the local 

judges' distaste for drivers receiving violations points for speeds only 

slightly above a given cutoff level (e.g., 41 mph in a 30 mph  zone). In 

general, nearly all drivers receive the benefit of being charped with a 

lower speed than their clocked speed. In two citation samples, consisting 

of approximately 200 citations, the average reduction from measured t o  

charged speed was 4 to 6 mph. 



Sher i f f ' s  Depa r tmen t  policy stresses courtesy to  drivers who a re  

stopped for traffic violations; the deputy is expected to "sell1' ci tat ions t o  

violators, that  is, by politely explaining to the driver how (s)he violated 

the  law and why t h e  v io la t ion  was dangerous .  None the less ,  one 

Department contact stated that perhaps one-third of stopped drivers arque 

to the deputy that they were not speeding, or that  the'ir high speed was 

somehow excusable. 

Stops for speeding and other minor moving violations reportedlv take 

about ten to fifteen minutes t o  complete; this t ime includes the t ime 

spent determining whether there is an outstanding warrant for the driver's 

arrest, writing the citation, presenting and explaining; it to the driver, and 

making appropriate entr ies i n  the daily log. In the case of a speedinp; 

stop, the driver is usually given an opportunity to view the  radar readinq 

showing the speed. Few drivers ask to see the reading; nonetheless local 

judges apparently insist that deputies offer  to  make readouts available. 

Some judges have reportedly dismissed ci tat ions when no such offer is 

made or when a violator asks to drive the vehicle past the radar again to 

verify for speedometer error, and the request is refused. 

Depending on road and weather conditions, and the  volume of t r a f f i c ,  

S R P  depu t i e s  average  between eight and twentv contacts  per shif t ;  

according t o  S R P  logs, about half of these a r e  classified as ' ' t r a f f i c  

stops." Nearly three-quarters of traffic stops are for speed, while most 

of the remainder involve defective equipment. Although the  SRP consists 

of only seven deputies, because of its specialized traffic responsibilities it 

accounts for about half of 1,500 citations issued montly by the De~artrnent. 

For  t h e  D e p a r t m e n t  as a whole, about two-thirds of i ts  t raf f ic  

citations a r e  issued for hazardous moving violations. .Accordinq to  a 

limited sample of t raf f ic  citations (i.e., about 200 citations submitted by 

deputies to  the  Department's clerical  s t a f f  during December 1979 and 

January 19801, about four out of five hazardous-violation citations are for 

speeding. Drunk driving arrests are infrequent; and a typical deputy will 

make only about  one or two  per month.  Vost speeding citations 

examined by project staff-between 50 and 6 0  percent--are issued during 

the  day shif t ,  and about one-third result from evening; shift sctivitv. 



Fewer than ten percent of the Department's speeding citations are written 

during the night shift, although more than one-fifth of all the Saturday 

and Sunday citations examined were issued between midnight and 8:00 

a.m. More than two-thirds of the Department's citations examined by 

project s taff  were issued on roads with posted speed limits of 30 to 45 

mph; slightly more than one in ten were issued on limited-access highways 

formerly posted at  70 mph. 

LAW GENERATION, ADJUDICATION, AND SANCTIONING 

The preceding section described the functions carried ou t  by t h e  

Sheriff's Department itself. However, the Department enforces laws 

enacted by the Michigan legislature, and i ts  act ivi t ies a r e  restr icted bv  

other legislative provisions. In addition, responsibility for adjudicating 

cases lies with the Michigan courts, and sanctioning is done by both the 

courts and the driver-licensing authority, the Vichiqan Department of 

Sta te .  

Law Generation 

Several Michigan laws define and deal with speeding. The Basic Speed 

Law generally prohibits speeds that  are  greater  or less than what is 

reasonable and proper, as well as speeds that will not permit the driver 

to stop within the assured, clear distance ahead. .Another law permits 

the posting of prima facie speed limits on highways, subject to the 55 

mph national maximum speed limit, which is absolute. Under another 

l aw,  i n  r e s i den t i a l  a reas  where no limit is posted, the prima facie 

maximum speed limit is 2 5  mph. Violation of any of the s t a t e  speed 

laws--or municipal ordinances patterned after them-is a civil infraction, 

adjudication of which takes place in the district courts. 

In  one group of about I80 citations examined by project staff at the 

14th District Court it was found that most of the Department's citations 

(about 6 5  percent) were issued under local ordinances rather than state 

law. One reason is that townships without their own police forces have 

contracted and paid for additional Sheriff's Department protection. -4s a 

result, there exists an agreement between the Sheriff's Department and 



t h e s e  townships :  deput ies  will charge violators under local t raf f ic  

ordinances rather than s ta te  law, with the  result that  a portion of the 

f ine revenue from ordinance-violation cases is returned to the townships. 

Except for the disposition of fines, adjudication and sanctioninq is the  

s a m e  when an  ordinance rather than s t a t e  law is violated. On the  

average, fines and costs in the sampled speeding citations averaqed 334.61. 

Effect ive  August 1, 1979, Michigan "decriminalized" speeding; and other 

minor traffic violations, reclassifying them from misdemeanors to  "civil 

infractions." The maximum penalty for a civil infraction is now a $100 

civil fine (plus from $ 5  to $100 costs). A person may not be confined to 

jail except in cases of civil contempt resulting from an intentional refusal 

to  pay civil fines and costs. (Under prior law, persons convicted of 

misdemeanor  t r a f f i c  violat ions could be punished by up to  9 0  days 

imprisonment and as well as fines of up to $100.) 

Drivers found ''responsible" ( the  term replaces tfguiltyf' now that  a 

decriminalized procedure is in effect)  for a speeding infraction a r e  also 

assessed violation points by the Michigan Department of State (DOS). 

Neither Michigan statutes or appellate court decisions impose specific 

r e s t r i c t i o n s  on t h e  use of radar or other speed-measuring methods. 

Recent appellate court decisions have held that Michigan law prohibits the  

use of r a d a r  d e t e c t o r s .  One other s t a t u t e  deserves mention: the  

Michigan "fleeing and eludingff law provides that unless a police vehicle is 

a t  least  partially marked, a driver who flees from it cannot he ~rosecuted 

for that offense. 

-41though speeding and other minor t raf f ic  violations a r e  no lonqer 

crimes, police procedures for dealing with traffic viola tors a r e  essentially 

the  same as they were before the law change. Violators are stopped at 

the roadside, detained briefly for  a license and reqistration check, and 

issued a citation or warning or taken into custody when appropriate. 

Adjudication. In Michigan speeding cases are initially brought in tr ial  

courts of limited jurisdiction called district courts, and most are finally 

adjudicated at  that level. District courts are authorized to decide minor 

criminal and civil cases. Under the new traffic law, traffic offenses are 

civil infractions and continue to be heard in district courts; the law now 



provides for  an informal hearing procedure (described below) as well as a 

formal procedure that resembles a misdemeanor trial. 

Under Michigan law, the court that  has jurisdiction over the cited 

driver is the district court whose territorial jurisdiction includes the place 

where the civil infraction allegedly occurred. In TVashtenaw County, there 

are  two distr ict  courts: the 15th District Court, which ad jud i ca t e s  

offenses occurring within the City of Ann Arbor, and the 14th District 

Court, which has territorial jurisdiction over offenses committed elsewhere 

in the county. The 14th District Court has four district judges, each of 

whom is responsible for cases that  occur in a specific region of t h e  

county. One region consists of Ypsilanti Township, another includes four 

other eastern townshps, and a third consists of the western townships and 

vil lages.  The fou r th  region is the City of Ypsilanti, which is not 

normally patrolled by the Department. Therefore, nearly all speeding 
citations issued by Sheriff's Department deputies are adjudicated before 

three of the four 14th District judges. 

Adjudication 

Adjudication of a civil infraction begins when a police officer issues a 

citation to the driver, and fiies a copy of the citation with the  court .  

The citation contains the charges against the driver; thus, in speeding 

cases it must show the applicable speed limit as well as the speed a t  

which the driver allegedly traveled. The citation contains a space on 

which the officer enters a hearing date;  a hearing is scheduled on that  

date  if the driver later chooses to request one. Citations are sometimes 

referred to  as an ''appearance tickets" because the cited driver must 

"appear" (respond) by a specified date. 'Michigan law does not fix a time 

within which the driver must appear, but does require the  driver to  be 

given a reasonable time to do so. In the 14th District a "reasonable 

time" is typcially interpreted to mean at  least ten days after the citation 

was issued; the  great  majority of those citations examined by project 

staff provided between ten and twenty days between the alleged violation 

and the scheduled hearing date. (Nonresident drivers have the option of 

requesting an immediate hearing, i f  one can be arranged, t o  determine 



responsibility.) 

A n  average of about 3,000 traffic citations per month are filed in the 

14th Distr ict  Court,  and an est imated sixty percent or more of these 

ci tat ions a re  for speeding. Not all of this countywide ci tat ion total  

results from Sheriff's Department act ivi ty.  In one sample of ci tat ions,  

about t  wo-fifths were issued by the Sheriff's Department, about two-fifths 

by the  Michigan S t a t e  Po l i c e ,  and t h e  r ema inde r  by l o c a l  po l ice  

departments. 

A d r ive r  who r e c e i v e s  a c i t a t i o n  has three  options: to  "admit 

responsibility," which is equ iva l en t  t o  p leadinq gu i l t y ;  t o  " admi t  

responsibility with explanation," t ha t  is, give reasons why the conduct 

should be excused or why the penalties should be mitigated; or to  "denv 

respons ib i l i ty , "  which is equivalent to a not-guilty plea. The great  

majority of cited drivers choose to admit responsibility. One explanation 

offered for drivers' reluctance to  contest t raf f ic  citations is that they 

regard them only as a financial inconvenience; only when a driver faces 

license suspension or increased auto insurance premiums does (s)he usually 

consider the matter important and worth contesting. A resident driver 

who admits responsibility--with or without explanation-mav do so in one 

of three ways: in person, by representation (appearance by legal counsel), 

or by mail (sending a check for the fine and costs). 

In the 14th District a number of drivers have mailed explanations t o  

the  court.  In the case of one judge, explanations are first reviewed by a 

member of the  court s taff  to  d e t e r m i n e  which ones  s t a t e  a l e g a l  

j u s t i f i c a t i on  t o  t h e  t r a f f i c  v io la t ion  t h a t  was charged, and final 

dispositions are then made by the judge. The violator is then informed 

by mail of the judge's disposition and the fines and costs (if anv) that are 

due. An estimated ten to fifteen percent of all cited drivers in the 14th 

Distr ict  admit responsibility with explanation. Typical explanations for 

speeding include: the driver did not realize that (s)he was speedinq: (s)he 

was rushing t o  t h e  hospi ta l  in response to an emergency call (this 

explanation is frequently given by medical personnel); the speedometer 

was defective;  oversize t i res af fected the speedometer readinq; and tile 

driver suffered a personal health emergency. Some explanations, even 



though they do not legally excuse the violation, might stilI be considered 

in mitigation of the offense. Specifically, the judge may in a p p r o ~ r i a t e  

cases reduce the number of miles per hour by which the driver exceeded 

the limit; this may reduce the resulting fine and assessment of violation 

points. It is believed that  many drivers offer explanations in hopes of 

obtaining a udiscountfl on their fine or assessment of points. 

A driver who denies responsibility may request either a formal or an 

informal hearing. Hearings may be requested by mail or by telephone. 

Since iZugust 1979, the number of contested cases has reportedly averaged 

about 120-160 per month in the 14th District;  one member of the  court 

s taff  reported that  fewer than twenty citations have resulted in demands 

for a formal hearing. Hearings, especially formal ones, may be even 

rarer than the court employeesf estimates would indicate: in a sample of 

speed-infraction files examined by HSRI s taf f ,  fewer than three percent 

resulted in informal hearings, and none in formal hearings. 

A formal hearing is required to be heard before a district judge and 

t o  be conduc ted  according; to the rules and procedures that  govern 

misdemeanor trials (with one exception: jury trial is not provided for). 

In a formal hearing--as opposed to an informal one-involving speeding, 

"foundation testimony" establishing the validity an3 accuracy of radar 

must be offered. In such hearings, 14th District judges appear to consider 

the accuracy of radar measurements on a case-by-case basis, depending on 

the evidence before them, Judges reportedly tend to give valid radar 

measurements greater weight, as evidence, than readings obtained from 

pacing. An informal hearing may be requested by a driver who denies 

responsibility or who wishes to offer an explanation. Informal hearings 

may be held before a.district court magistrate, a court officer who is not 

required to be an attorney. In  the 14th District a magistrate was not 

au thor ized  and funded by t h e  county board of commissioners until 

February 1980, in the meantime, all traffic cases were heard and decided 

by district judges. Informal hearinqs are not necessarily bound by rules 

of procedure and evidence that  govern trials, so long as "substantial 

jus t ice"  is done. -4nother f e a tu r e  of the informal hearing is that  

attorneys may not appear on behalf of either side. 



A driver may appeal an adverse decision of a formal hearing to the 

next higher court (the circuit court),  which reviews the  hearing on the 

record rather than t r ies  it. Adverse decisions of informal hearings may 

be appealed within the district court in which case a new, formal hearing 

is held before a different  distr ict  judge. So far, very few appeals have 

been requested by the drivers. 

It was reported that  in the 14th District the absence of a prosecuting 

attorney in informal hearings has not made it any more difficult to  prove 

tha t  the driver committed a speeding violation, since proving the elements 

of a speeding case a r e  considered rather straightforward. In addition, 

14th Distr ict  judges' interpretation of the new procedure is that the citing 

police officer does not have to prove the underlving validity of the radar 

speed measurements (in practice this proof is quite routinized) unless the 

driver specifically makes the validity of radar an issue. 

Recently, doubts have arisen on the  part of some judges-including a 

few within 'CVashtenaw County--about t h e  a c c u r a c y  of r a d a r  speed  

measurements. Moving-mode radar, which is the primary speed-measuring 

method used by t h e  D e p a r t m e n t ,  has  produced t h e  most  judic ia l  

skepticism. The so-called Miami radar decision, well-publicized in the 

popular  l i t e r a t u r e ,  c i t e d  a number  of poss ible  e r r o r s ,  including 

ove re s t ima t i ons  of target  vehicle speeds due to  a number of causes 

including: "cosine error" resulting from taking measurements a t  an angle; 

"ghost" readings caused by fans, air conditioners, or stationary objects; 

and the possibility that units might be measuring the speed of a vehicle 

other than the one nearest the observer. 30 far, judicial doubts about 

radar have not seriously restr icted the  Department's use of dev i ce s ,  

although some ci tat ions based on moving radar measurements, taken in 

the county's western townships, reportedly have been dismissed bv the  

d i s t r i c t  j u d g e  s i t t i n s  t h e r e .  The  D e p a r t m e n t  and o t h e r  l o c a l  

law-enforcement agencies recently have attempted to persuade judges that  

radar is generally reliable in either mode, and that errors that do occur 

can be dealt with by a trained operator. 

In the 14th District, judges tend to hear contested traffic cases on the 

average of twice a week; about four cases a r e  heard per sessiorl. I n  



addition, some judges report that  they schedule evening and Saturday 

hearings for  drivers who work during the day. On t h e  ave r age ,  an 

in formal  hear ing  requ i res  f ive  t o  t en  minutes ,  a f o rma l  hearing 

approximately twenty. The average period between issuing a citation and 

holding a hearing on i t  is approximately two to three weeks; however, if 

a formal hearing is held and if the at torney for the other side requests 

more time, the hearing date will be delayed, 

In civil-infraction hearings the burden of proving the driver responsible 

remains  with t h e  prosecution (as was the case with misdemeanors); 

however, under the civil-infraction procedure only a "preponderance" 

(majority) of the evidence is required, as opposed to the proof beyond a 

reasonable doubt that was formerly required. One judge observed that  

the relaxed standard of proof has had an impact on some close cases: 

some drivers who would have been found not guilty of a violation when i t  

was a misdemeanor are found responsible for the same violation now that 

it is an infraction. Aside from the relaxed burden of proof, another 

p r a c t i c a l  e f f e c t  of decriminalizat ion is that  the Fifth Amendment 

privilege against self-incrimination does not apply to infraction hearings. 

Thus, a judge can now focus on the driver's behavior by asking the driver 

questions, The informal hearing procedure also permits the judge t o  avoid 

the time-consuming ritual of an officer presenting an entire case. This is 

especially helpful when the driver's t rue  reason for having requested a 

hearing was only to offer an explanation for his or her conduet, and not 

to contest the validity of the citation itself. 

Another  e f fec t  of decriminalization involves the larqe number of 

drivers who ignore citations or who fail to appear at hearings. Under the 

current procedure an automatic "default judgment" may be taken against 

a driver who fails to respond to the citation or to  at tend a scheduled 

hearing. Not only can court personnel close a d efault-judgment case 

against the nonappearing driver, but existing c ivi l  p rocedures  ( i .e . ,  

garnishment of wages) are available to  collect the unpaid judgment. In 

addition--as was the case under the prior law--a driver who fai ls  t o  

answer a citation receives an automatic license suspension from the 

Department of State (not a court) until the outstanding fines and costs 



are  paid. Data gathered by the  14th Distr ict  Court staff show that a 

significant portion--perhaps one-third--of t raf f ic  citations issued since 

August  1979 have resu l t ed  in defaults (in the  case of nonresidents, 

forfeitures of bond). Owing to understaffing, the 14th Distr ict  Court has 

experienced a severe backlog in processing default cases; as of December 

1979 the court s taff  reported that  there  were about 1,350 outstanding 

t raf f ic  citations. ?Moreover, one court employee reported that default 

judgments are ,  in practice,  very difficult to collect: the amount of 

money involved does not justify the t ime and expense required to start 

garnishment proceedings against nonpaying drivers. 

Nearly all citations-approximately 99 percent-resulted in a finding of 

responsibility or in  a default judgment. It was est imated tha t  the  great  

major i ty  of con t e s t ed  cases result in a finding that  the  driver was 

responsible, but that an estimated one-fourth to one-third of all contested 

speeding hearings result in finding that the driver is not responsible. In a 

substantial percentage of these lat ter  cases, the citing officer failed t o  

appear a t  the hearing. One judge reported that  cases were extremely 

uncommon in which judges found the driver responsible, but reduced the 

violator's charged speed. 

One d i s t r i c t  judge s ta ted  that ,  in general,  the  reclassification of 

traffic offenses from ffmisdemeanors" to "civil infractions" has streamlined 

t h e  p rocess ing  of t r a f f i c  c a se s ,  Even though the civil infraction 

procedure has resulted in more paperwork for courts  and police officers 

than the  prior misdemeanor procedure, i t  has expedited adjudication of 

citations and has permitted fairer adjudication. 
\ 

Examination of a ci tat ion sample revealed that from the date of the 

infraction until the final disposition of the case ,  an average of 18.7 davs 

e lapsed .  For  c a s e s  in which the driver offered an explanation the  

average was 25.4 days, and cases involving hearinqs required an average 

of 28.2 days to close. It should be pointed out that many citations were 

never answered by the driver, which resulted in a default judgment ,  

Because the 14th District Court separates open and closed civil-infraction 

cases, it was not possible to determine what percent of all speeding cases 

ultimately resulted in defaults. 



Sanctioning 

Drivers found responsible for a traff ic infraction--with or without 

explanation-are subject to court-imposed sanctions (civil fines and court 

costs) as well as Ed ministrative sanctions (violation points). 

State law does not provide a uniform fine and cost schedule in t raf f ic  

infraction cases; that  is lef t  to  the discretion of judges, subject to the 

maximum penalties allowed by law. By administrative order the 14th 

Dis t r i c t  judges have adopted a schedule for speed violations: a $30 

minimum for any speed violation; $45 for speeding 11 to 15 mph above the 

posted limit; an additional $3 per mile for speeding 16 to 24 mph above 

the limit; and thereafter  an additional $ 5  per mile. In a sample of 

speed-infraction cases, the average total fines and costs paid by drivers 

found responsible was $34.61. It is anticipated that  the s t a t e  c o u r t  

administrator will soon publish guidelines for traffic fines and costs but 

these will not be binding on courts and they are  not expected to al ter  

the 14th District current fine schedule. In October and November 1979 

court staff estimated the t raf f ic  fine revenue received by t h e  14th 

District Court a t  $23,500 per month, approximately 60  percent of which 

was attributable to speeding citations. 

The 14th District's fine schedule is currently based on the offense but 

not the driver's past t r a f f i c  record. However, the 14th District Court 

plans t o  ob ta in  a compute r  t e rmina l  linking i t  to the state 's  Law 

Enforcement Information Network (LEIN), a t  which time driver records 

will be more available to judges and multiple offenders can be treated 

differently from those without prior traff ic violations. In addition to 

f i ne s  and cos t s ,  t h e  ctonsequences of being found responsible for  a 

speeding infraction include the assessment of violation points. Once a 

d r ive r  is found responsible by  a court an abstract,  of that  finding is 

forwarded by the court to  the  DOS, which assesses v iola t ion points  

against the driver. Although the 14th District Court currently experiences 

some delay in reporting final dispositions to DOS, i t  is expected that  the 

administrative backlogs causing these delays will be reduced in the future. 

Under Michigan law, drivers found responsible for  exceed ing  t h e  



maximum speed l imit  by 15 or more miles per hour a r e  assessed four 

violation points. Those exceeding the limit by ten to  14 mph receive 

three  points, and those exceeding the  limit by fewer than 10 mph (or 

violating the Basic Speed Law) receive two points. There is, however, 

one exception. On highways where previous limits were reduced to 5 5  

mph to comply with the national maximum speed l imit ,  no points a r e  

assessed for "energy speeds." These are defined by law as speeds above 

55 but below 60 mph. A driver who accumulates nine violation points 

may be  summoned to  appear for a driving interview conducted bv a 

Michigan Department of S t a t e  (DOS) driver examiner. A driver who 

accumulates 12 points within two years is subject to Iicense suspension 

proceedings. 

SUMMARY 

The Washt enaw County Sheriff's Department is responsible for general 

law enforcement, principally outside the county's incorporated areas and 

away  f rom t h e  county ' s  p r inc ipa l  t runk  highways. Therefore, the  

Depart mentfs  traffic-enforcement responsibilities a r e  c a r r i e d  o u t  on 

secondary roads in rural areas of the county, and involve relatively little 

5 5  mph enforcement. 

Most of the Depart ment's selective traffic enforcement is carried out 

by a small (7 deputies), specialized unit known as the  Secondarv Road 

Patrol  (SRP) .  The SRP was established by state law and is supported by 

state government grants; its functions are almost entirely traf  fic-r elated 

(enforcement,  accident response, motorist assistance, and the like). The 

Department's remaining traff ic enforcement is done by Traffic Division 

personnel, who a re  hired by some townships on a contract basis, and by 

general road-patrol deputies on an on-view basis. 

Speeding is the traffic violation most emphasized by the SRP,  although 

drunk driving and vehicle equipment violations are also of special interest .  

Obse rva t i on  fo r  speede r s  is done in moving,  fu l ly  marked patrol 

automobiles. The moving mode is preferred because more miles of road 

can be covered i n  that way, and because the deputies qenerally prefer to 

remain moving while on duty. Marked vhicles are required bv s t a t e  law, 



and because patrol visibility is a major goal of the De~artment. Team 

procedures to observe for speeders are very infrequent; in the SRP, nearlv 

all patrols are single-officer rather than "doubled up." 

Radar is by far the preferred speed measuring device in Washtenaw 

County. All SRP deputies have radar units in their patrol vehicles, and 

these are kept in constant use throughout their shifts. Elsewhere within 

the Department about half the deputies use radar while on duty; those 

that do not place a very low priority on speed enforcement and make few 

stops for that  offense. Vost radar measurements, especially those bv 

road patrol deputies, are taken while in the moving mode; the low t raff ic  

density and lack of center dividers on most secondary roads in the county 

permit easy turnaround and pursuit. 

The SRP's s e l e c t i v e  en fo r cemen t  s t r a t egy  focuses generally on 

identified high-accident and high-violation areas,  and on daytime and 

evening speeders, especially those who speed during the morning and 

evening commuting hours. In addition, some Traffic Division deputies 

target high-accident and high-violat ion areas for special speed emphasis. 

High patrol visibility is stressed by the SRP superv i sor ,  and his 

deputies are  instructed to convey to the public the message that they are 

"out there enforcing the law.1' Deputies are  also encouraged to  "sell" 

their citations to the public and to consider them as tools to promote 

safer driving. For a number of reasons, the Department has adopted an 

unofficial 15 mph tolerance; this helps direct attention to the most unsafe 

speeders. Many deputies reduce the speed measured bv radar--this is 

crucial to determining the number of violation points to be assessed-to 

increase public acceptance of their enforcement practices, 

In  general, the Department's speed-enforcement program has been well 

received by local judges, although one of them has publiclv expressed 

doubts concerning the reliability of moving radar measurements. With 

respect to adjudiaation and sanctioning in speeding cases, 'lilichiqan i n  

Xugus t 197 9 adopted a "decriminalizedff procedure for minor traff ic 

offenses. However, this law change has had l i t t l e  impac t  on t h e  
Department's enforcement procedures. Conviction and failure-to-appear 

rates have not changed markedly, although some drivers have used one 



f e a t u r t  of the  new procedure to offer explanations in mitigation of their 

driving behavior. 

In conclusion, the following principal observations can be made with 

respect to speed enforcement in IYashtenaw County: 

0 Most of the roads patrolled by the Sheriff's Department 
are rural secondary roads, although a limited amount of 5 3  
mph enforcement is carried out. 

Selective traffic enforcement is carried out countywide b y  
a specialized, state-funded unit within the Department. 

0 Speeding is regarded as a priority t raf f ic  violation and 
speed enforcement is stressed. 

0 The primary speed-measurement procedure is moving radar. 

N e a r l y  a l l  s p e e d  e n f o r c e m e n t  i n v o l v e s  t h e  so lo  
configuration. 

In general act ive visibilitv--"advertising" t o  drivers that 
off icers  a re  present--is s t r e s s e d  by t h e  D e p a r t m e n t ,  
although no formal PI&E campaigns are carried out. 





CHAPTER SEVEN 

CASE STUDY 

CINCINNATI, OHIO 

BACKGROUND I 

Cincinnati, Ohio, is located on the Ohio River in the southwestern part 

of the state. It is the third largest city in Ohio, with an area  of 7 2  

square miles, a population (1970 census) of 453,000 and a metropolitan area 

(Standard Metropolitan Sta t is t ica l  Area, 1970 census) populationof 1.11 

million. These figures are somewhat dated; the city of Cincinnati itself 

has steadily lost residents during the past decade, while the population of 

surrounding area has increased. Cincinnati is the county seat for Hamilton 

County (1970 census population 923,000). It is served by two principal 

in te r s ta te  highways: In ters ta te  71 (1-70, which connects the city with 

Cleveland and Columbus to the north, and Louisville to  the south; and 

Interstate 73 (I-75), a major north-south highwav that connects the Great 

Lakes area with Atlanta and Florida. In all ,  there  a r e  2 7  miles of 

In ters ta te  highways, plus five miles of controlled-access state hiqhwav 

(Ohio 562) linking 1-71 and 1-75. There a r e  82 miles of other primarv 

highway, including US. 50 and U.S. 52, which run east and west along the 

river, U.S. 2 2  (Montgomery Road), U.S. 27  (Colerain Road), U.S. 4 2  

(Reading Road), U.S. 127 (Central Parkway), and Ohio 4 (Paddock Road) 

which run north and south through the city. 

According t o  e s t ima t e s  supplied HSRI by the  Cincinnati Police 

Department, there currently a r e  600,000 licensed drivers and 620,000 

registered vehicles in Hamilton County. Data compiled by the Police 

Department show that there occurred in Cincinati in 1979 a total of 28,085 

crashes, in which 78 persons (19 of them pedestrians) were killed and 6 ,?67  

injured. Although the overall crash figures were similar to those of recent 
years, the fatality count was significantly higher than during. 1975-78, when 



an average of 5 0  to  54 persons were killed, Police sources attributed 

much of this increase to an increase in the number of intoxicated 

travelers--both drivers and pedestrians. 

The Cincinnati Police Department reports that it patrols 1,045 miles of 

highways. These include 32  miles of limited-access highway, 82 miles of 

primary (U.S. or Ohio numbered) highway, and 931 miles of city s t ree ts .  

Less than one percent of Cincinnati's roads have a posted speed limit of 

55 mph; these are sections of Interstate highways that carry heavy volumes 

of commuter, commercial, and through traffic. It should be noted that 

much of the Interstate system within Cincinnati has a posted speed limit 

of 50, rather than 55, mph. Cincinnati's traffic patterns are expected to 

change markedly during the coming year, when completion of a bywass 

route around the city will divert much of the city's downtown through 

traffic away from 1-75, 

G E N E R A L  D E S C R I P T I O N  O F  T H E  C I N C I N N A T I  P O L I C E  

DEPARTMENT 

Duties and Organization 

The Cincinnati Police Department has general power to enforce Ohio 

state law as well as Cincinnati's municipal code. In theory, its authority 

to enforce traff ic laws in the city is shared with two other police 

agencies, the Ohio State Highway Patrol and the Hamilton County Sheriff's 

Department. However, it was pointed out by Department officials that 

neither s t a t e  nor county officers normally patrol within Cincinnati's 

c o r p o r a t e  l i m i t s ;  one contact s ta ted  that  in terms of traffic-law 

enforcement, the Cincinnati Police account for "about 99.9 percent" of all 

such activity. 

According t o  d a t a  i t  supplied t o  HSRI,  the Cincinnati Police 

Department's fiscal year 1980 budget is $25.74 million, excluding fringe 

benefits paid to Department employees. In addition to state and local 

government appropriations, the Department received $3.18 million in federal 

revenue-sharing funds, $302 thousand in Law Enforcement .4ssistance 



Administration (LEAA) grants and appropriations, and a '$285 thousand qrant 

(fiscal 1979 figure) from the Ohio Department of Highway Safety for its 

Selective Enforcement Program (SEP) onerations, which are described 

below. Of the Depart mentls fiscal 1980 budget, $19.96 million-or 77.5%-is 

devoted t o  patrol operations (officers1 salaries, vehicle purchase and 

upkeep, etc.), and $5.78 million-or 22.5%-to administration, support, and 

overhead. 

The Cincinnati Police Department is headed by the Chief, beneath 

whom are the Administrative Assistant and the Executive Officer. The 

Department is divided into five bureaus: Operations, Program Management; 

Services; Organized Crime; and Inspectional Services, The Operations 

Bureau encompasses the Traffic and Criminal-Investigation Sections, and 

the Department's five police districts. The bureaus and the Traffic Section 

a r e  administered centrally; however, most l7police work" is actually 

supervised, directed, and carried out at  the district level. The Traffic 

Section typifies the Department's decentralization philosophy. The section 

itself has only a small staff (one lieutenant, one sergeant, one specialist, 

three patrol officers, and support s taf f ) ;  ac tual  traffic-enforcement 

operations, both regular and SEP, are performed bv line officers assigned 

to the districts, to which they are responsible. 

The Police Records Section, within the Services Bureau, is responsi9le 

f o r  t h e  p rocess ing  of t r a f f i c  citations issued by members of the 

Department. It maintains copies of ci tat ions,  and compiles s ta t i s t ica l  

information resarding the Department's enforcement activity. 

According t o  figures submitted t o  HSRI ,  the Department has 3 6 8  

vehicles, including 160 marked and four semimarked vehicles (i.e., without 

light bars or plain-colored) used for routine patrol. The Department 

encourages visibility and conspicuity of patrol, but does not conduct any 

formal public information and education campaigns to  publicize i t s  

enforcement activities. The Department's fleet also includes 181 unmarked 

or "~amouflaged'~ vehicles (most of which a r e  used by supervisors and 

undercover officers), and 2 3  motorcycles, which are principally used in the 

central business distr ict .  The Department's vehicles a re  assigned to  



districts for general use; no vehicles are specifically earmarked for traffic- 

enforcement use. The Department states that is currently owns 18 radar 

units (11 YIR-7 units manufactured by Kustom Signals, and 7 I(-55 units 

manufactured by YlPH Industries). These can be used in either the 

stationary or the moving mode. The department has no VASCAR units or 

stopwatches. 

General Patrol 

There are five police districts within Cincinnati; each of them is self- 

contained and is ultimately responsible for all law enforcement in that  

district. The first district encompasses the downtown and innercity area. 

District II (Erie Avenue) includes the less densely populated eastern part of 

the city. The third district (Warsaw Avenue) covers the Southwestern   art 

of Cincinnati, including a large section of the riverfront. District IV 

(Reading Road) encompasses the city's northeast region, and District V 

(Ludlow Avenue) the northwest region. Each of the districts is headed by 

a captain, whose lieutenants have general supervisory responsibility over 

each of the "reliefsff (shifts). The Department reported that it presently 

consists of 717 line officers, 222 other sworn officers, and 159 civilian 

personnel. 

The Department's complement of sworn officers is down from a high of 

approximately 1,100 because a shortage of funds resulted in the layoff of a 

number of officers as well as suspension of the recruitment of new 

officers for several years. However, the laid-off officers have been 

recalled and a new recruit class has been formed. 

Personnel are not equally distributed among the five districts; ra ther ,  

the number of sworn officers ranges from a low of 96 in the Second 

District to a high of 186 in the First District. Although each district has 

separate responsibility for the deployment of officers, reliefs are eight 

hours long in all districts, and they are typically scheduled as follows: 
7:00 a.m. to 3:00 p.m.; 3:00 p.m. to 11:OO p.m.; and 11:00 p.m. to 7:00 a.m. 

As is discussed later, special-duty reliefs (such as for traffic enforcement) 

overlap those of the patrol officers. Each relief is subdivided into a 



number of "beats" covering a part of the district. Some inner-citv beats 

and beats involving work after 8:00 p.m. are doubled up; the l a t t e r  a r e  

required, by Department policy, to be doubled up. 

Traffic Section 

Aside from the districts themselves (each of which is responsible for 

enforcing traffic laws), two other enti t ies of interest  a r e  the Traffic 

Section and the Selective Enforcement Patrol (SEP), contained within the 

Traffic Section. As already stated, the primary functions of the Traffic 

Section are administrative in nature. For example, all reports of traffic 

crashes compiled and forwarded by district officers are forwarded to the 

Traffic Section, which analyzes them and generates statistical data (such 

as monthly reports of accident totals and trends, and pin maps showing 

fatal crash locations). 

Traffic Section personnel conduct classes in the operation of radar and 

breath test  devices, which a re  part of the regular police a cademv  

curriculum; they also maintain these devices in proper working order. 

Traffic Section personnel also inspect and license busses and taxicabs. 

Most importantly, however, the Traffic Section administers and coordinates 

SEP activity. The section monitors compliance with the terms of the SEP 

grant, keeps statistical data on SEP activity, and sets general enforcement 

priorities (including determining how manv officers a r e  needed, what 

offenses and geographical areas require attention, and during what hours 

enforcement operations are to take place). 

SEP operations a re  described i n  detai l  below: in sum, those who 

actually enforce traffic laws under this program are district officers; those 

who administer the program are Traffic Section personnel. 

Selective Enforcement Patrol (SEP) 

The SEP i s  primarily a state-funded t raf f ic  enforcement patrol 

operating under the supervision of the Traffic Section. Since its beginning 

i n  December of 1979 the S E P  operated for alternate two-week periods. 

There are two shifts operating every day of the week during each two- 



week period. A day shift operates from 1:00 p.m. to 9:00 p.m. and a night 

shift operates from 9:00 p.m. to 5:00 a.m. There a re  six patrol cars 

deployed on each shift to six high-traffic-accident locations throughout the 

city. 

Thus, during the period that the SEP is operating, there are a total of 

twelve SEP patrols per day. The six locations were identified a t  the 

beginning of the SEP program i n  December through analysis of traffic 

accident data compiled by the Cincinnati Police Department. To evaluate 

the effect of SEP patrol activity on traffic accidents, the six locations are 

kept constant during the period of the original funding. Accident rates for 

weeks when SEP is operating a re  compared to those when SEP is not 

operating. One of the locations is a portion of an in ters ta te  highwav 

running through the city and the other five are busy city streets. SEP 

officers are instructed to stay on or near their assigned location during 

their shift. 

All SEP patrols are conducted by single officers in marked automobiles. 

SEP officers are recruited primarily on a voluntary overtime basis from 

each distr ict ,  although several officers who are permanently assigned to 

the Traffic Section also participate in the SEP patrol. There is no limit 

to the number of SEP patrols for which an officer may volunteer, but the 

requirement that SEP patrol duty be in addition to a reqular work week 

tends to limit the number of shifts any single officer may do. 

TRAFFIC ENFORCEMENT 

Tra f f i c  en fo r cemen t  is conducted within the Cincinnati Police 

Department by general patrol officers in each of the five districts and by 

the members of the Selective Enforcement Patrol (SEP). Because traffic 

enforcement emphases and tactics vary between the two, the SEP and the 

general patrol are described separately. 

Deploy men t 

SEP. As indicated before, SEP officers are recruited from line officers 



in e ach  of the f ive districts.  Because each distr ict  conducts and 

supervises its own traffic enforcement the Traffic Section essentially 

performs administrative functions only. However, the Traffic Section does 

take a somewhat more active role with respect to the SEP: It chooses 

the Select ive-enforcement locations and also monitors overall compliance 

with state guidelines for SEP. 

Because the SEP was established for the express purpose of providing. 

traffic services, almost all of an SEP officer's shift is devoted to traffic 

enforcement. The supervisor of the SEP estimates that officers spend an 

average of seven out of the eight hours of the shift enforcing traffic laws 

or providing motorist assistance. The other hour is downtime, taken up 

with briefings, lunch, and routine administrative duties. The dispatchers in 

the Communications Section within each district are instructed not to 

assign any police runs to SEP officers on patrol, except in an emergency 

when no other manpower is available. &4n officer assigned to SEP duty is 

instructed to tell the dispatcher (s)he is on SEP patrol and not available 

for other duties. 

General Patrol (Distr ict  I). As stated previously, the Cincinnati 

Police Department is decentralized, consisting of five distr icts  that  a r e  

largely responsible for their own enforcement practices. -4s a result, 

enforcement practices in each District may vary. Speed enforcement 

p rocedu re s  used in D i s t r i c t  I a r e  described because this distr ict  

encompasses the downtown area of Cincinnati and therefore ref lec ts  the 

procedures and problems associated with enforcement of speeding bv anv 

large city police department. When practices differ in  the city's other 

four districts, they will be noted. Again, SEP operations are conducted bv 

district patrol officers on overtime duty; thus many procedures described in 

the material dealing with the SEP are identical to those used bv general 

patrol officers. Only general patrol procedures that  differ from S E P  

procedures are discussed in detail. 

District I, as is the case in the other four districts in the Cincinnati 

Police Department,  operates on the relief system for assignment of 



officers. There are three primary reliefs (shifts) with the following; hours 

seven days a week: 

1st relief - 7:00 a.m. to 3:00 p.m. 

e 2nd relief - 3:00 p.m. to 11:OO p.m. 

3rd relief - 11:OO p.m. to 7:00 a.m. 

There are also two overlapping shifts, one running from 12:OO p.m. to 8:00 

p.m. and the other from 8:00 p.m. to 4:00 a.m., to provide added coveraqe 

during hours of peak demand. The typical patrol strength on these shifts 

is as follows: 

e 7:00 a.m. to 3:00 p.m. - 10 vehicles 

12:OO p.m. to 8:00 p.m. - 1-2 vehicles 

3:00 p.m. to 11:OO p.m. - 11 vehicles 

e 8:00 p.m. to 4:00 a.m. - 2-3 vehicles 

11:OO p.m. to 7:00 a.m. - 10 vehicles 

District I also has a Special Operations Unit consisting of two officers in 

two single-officer vehicles, assigned exclusively to traffic enforcement and 

accident investigation. Both special-operations vehicles are radar-equip~ed. 

All o f f i c e r s  on t h e  regular  and overlap reliefs have the same 

responsibilities.   he^ are assigned to any one of eleven beats within the 

District and are free to engage in whatever patrol activity thev believe 

necessary within their assigned beat, when they are not assiqned to radio 

calls. Special Operations officers may patrol anywhere within the district 

to enforce traffic laws and investigate accidents. Although District I 

operates single-officer patrols during the day, because District I contains 

some high crime areas, officers in seven of the eleven beats double up 

between 8:00 p.m. and 7:00 a.m. 

Observation of Traffic 

SEP. The specific traffic offenses that a SEP officer stresses during a 

shift varies with the shift, the time of day, the availability of a radar 

unit, and the location patrolled. During the day shift, an SEP officer 
observes for a wide variety of traffic offenses, includinq pedestrian and 



right-of-way violations as well as speeding. During the night shift, 

enforcement of drunk driving laws is s tressed i n  addition to  the other 

t raf f ic  laws. During both shifts SEP officers are instructed to provide 

assistance to motorists when needed; the SEP commander estimated tha t  

over one thousand motorists per vear are assisted by SEP. 

Typically, only two of the six SEP patrol vehicles on any shift a r e  

equipped with radar. According to the SEP commander, officers in the 

vehicles equipped with radar concentrate almost all of their time (probably 

90% or greater) on speed enforcement. The other four officers, who must 

rely on pacing to measure speed, generally spend very little of their time 

observing for speeders, and instead concentrate on other traffic violations 

(including pedestrian violations). However, on some occasions, particularly 

when on expressway patrol, a SEP officer without radar may spend sixty 

percent of the time pacing speeders. The SEP commander believes that 

limiting the  number of cars  with radar is effective for overall traffic 

enforcement because officers with radar tend to devote all of their time 

to speed enforcement to the exclusion of other traffic offenses that may 

be equally or even more serious. 

While enforcement of speed laws is a major concern for the entire 

period of both shifts, there are particular times of the day when speedins 

is more likely to occur; thus, speed enforcement is stressed a t  these times. 

According to the SEP commander, the incidence of speeding is highest 

between midmorning and midaf ternoon. ''Severe" speeding ( 2 0  or more 

miles per hour above the l imit)  is most likely to  occur i n  the early 

morning hours, primarily because many of these speeders are under the 

influence of alcohol, or because they perceive that no police are present 

to  enforce the speed laws. Speed enforcement is least likely to occur 

during the early morning and late afternoon rush hours because the densitv 

of traffic makes it difficult for drivers to exceed the speed limit. 

The Cincinnati police department has never emphasized nat ional  

maximum speed limit enforcement because-as stated earlier-there are so 

few 35 mph roads within the city. Emphasis is p laced  o n  s ~ e e d  

enforcement in general, without regard to particular speed zones. 



Surveillance and Detection 

Despite the scarcity of radar units, most speed violators are observed 

by radar measurement; in fact approximately eighty to eighty-five percent 

of all speed citations result from radar. The Department has both MR-7 

and K-55 units. There is no preference for either model; rather the 

selection depends on what type is available. Radar units are mounted on 

the dashboard of the vehicle and are transferred from vehicle to vehicle. 

As stated earlier, both types of radar can be operated in the stationary or 

moving mode. At the beginning and end of each shift each radar unit is 

calibrated with its internal calibration system and with two tuning forks. 

When the radar is used in the stationary mode it also must be calibrated 

a t  each  l oca t i on  both internally and with two tuning forks. The 

department advises, but does not require, SEP officers to recalibrate their 

radar af ter  every citation is issued and while in the moving mode to 

periodically monitor the patrol vehicle speed readout with the vehicle 

speedometer, Some SEP officers at least attempt to verifv devices this 

frequently. Maintenance requirements for either radar are reported to be 

minimal and usually result from the process of moving the radar from 

vehicle to vehicle. In the past, when MR-7 units were mounted on the 

outside of the vehicle, their cones would crack when struck 5v the patrol 

vehicle's door. Consequently, cones are now placed inside the car. While 

Department contacts believe that a cone mounted on the outside is more 

visible to drivers and therefore more of a deterrent to speeders, the added 

deterrence was not believed to be worth the extra maintenance expense. 

According to the SEP supervisor, eighty to ninety percent of his patrol's 

radar measurements are taken in the moving mode. He points out that 

moving radar is more compatible with the other duties of patrol and allows 

an officer to monitor the speeds of a greater number of vehicles. It is 

also believed that a moving vehicle is seen by a greater number of drivers, 

thereby enhancing the driver's sense of police presence. The chief 

disadvantage of moving radar that was cited is the increased use of fuel 

when the vehicle is constantly moving. 



When radar is used in the moving mode, oncoming traffic is usually 

monitored, although traffic traveling in the same direction as the patrol 

vehicle may be monitored on occasion. Moving radar is not used by patrol 

vehicles on expressways because they are divided and there are few places 

to turn around if an oncoming speeder is observed. 

Stationary radar is used primarily by S E P  patrol vehicles on the 

expressways. It is the policy of the Cincinnati Police Department not to 

conceal patrol vehicles taking stationary radar measurements; the emphasis 

is on visibility to  the public rather than production of s e e d  citations. 

The number of locations at  which a SEP officer running stationary radar 

might stop is left to the officer's discretion. (S)he may spend anywhere 

from fifteen minutes to two hours a t  a locatiorl, depending on the flow of 

traffic and how many speeders are observed there. When stationarv radar 

is used, the patrol vehicle is usually positioned perpendicular to the flow 

of traffic. Traffic is monitored in both directions, except on expresswavs 

where only traffic in the same side of the road as the patrol vehicle is 

monitored. 

At the present time, only 78 of the approximately 7'00 line officers in 

the Cincinnati Police Department are radar-trained. They a r e  the only 

officers who are permitted to operate radar. Radar training; includes two 

hours of classroom instruction given by the staff of the Traffic Section. 

A member of the staff then rides patrol with each trainee until (slhe is 

satisfied that the trainee is operating the radar correctly. Recentlv, an 

advanced radar training course was given to all  radar operators; this 

consisted of four hours of classroom instruction and two  hours of 

supervised radar patrol. All radar trained officers had to com~le t e  tbe 

advanced training to continue operating radar on patrol. How officers are 

selected to be radar trained depends on the particular district, but common 

criteria include interest in traffic enforcement and a good work record. 

Speedometer pacing is used by officers operating SEP patrol vehicles 

that are not equipped with radar. As stated previouslv, officers who must 

rely on pacing to monitor speeders are more likely to concentrate on other 

violations. Every S E P  patrol vehicle is equipped with a speed clock 



attached to the dashboard and calibrated to read the same speed as tbe 

vehicle's speedometer. These speedometers are calibrated monthly. When 

pacing a vehicle the officer usually positions the patrol vehicle behind and 

to the right of the speeder until the two vehicles are travelling a t  the 

same speed; this positioning is believed to be least conspicuous to the 

driver. There is no required distance that the patrol vehicle must stay 

behind the speeder. It is department policy that a vehicle must be paced 

for a minimum of two-tenths of a mile. After pacing for a t  least this 

distance the officer "locks in" the reading on the speed clock by pushinq a 

button (without looking a t  the clock); a t  the same time (s)he takes his or 

her foot off the accelerator, so the reading on the speed clock is likely to 

be slightly lower than the vehicle's actual speed. The SEP commander 

reports that  pacing is not an easy skill to develop and takes practice. 

Staff of the traffic section work with officers identified as having trouble 

with pacing to increase their skills. 

The amount of mileage that  a SEP officer travels during a shift 

depends on the location patrolled and the availability of radar. ,4s a 

general rule, SEP officers assigned to expressway locations without radar 

will travel the greatest distances, sometimes as much as 200 miles during 

a shift. Officers with radar patrolling on expressways will probablv travel 

the smallest distances, approximately 70  miles per shif t ,  because their 

radar measurements are  taken in the stationary mode. SEP officers 

patrolling city streets travel approximately 70 to 100 miles per shift, with 

officers without radar likely to travel slightly more than those with radar. 

General Patrol. Patrol officers on both the regular and overlappinq 

s h i f t s  spend an estimated twenty percent of their time on t raf f ic  

enforcement. This estimate represents an average amount of time because 

t raf f ic  enforcement is typically performed when other duties, such as 

criminal investigation or responding to radio calls, are not being conducted. 

Of t he  e s t i m a t e d  twen ty  pe r cen t  of shift time spent on t raf f ic  

enforcement, the proportion devoted to speed enforcement varies with the 

availability of radar. Officers with radar spend almost all of their traffic 



enforcment time enforcing speeding, while those without radar concentrate 

on other traffic violations, and probably spend no more than a quarter of 

their traffic-enforcement time on speeding. It is estimated that the 

Special Operations officers spend about one half of their time on traffic 

enforcement,  and the other half on accident investigation. Both Special 

Operations officers are permanently assigned radar; therefore, almost all of 

their t raf f ic  enforcement time is spent on speed enforcement. It was 

stressed by District I personnel that  speeding is not as frequent as  

elsewhere i n  Cincinnati because of the heaviness of traffic and traffic 

control devices downtown. The primary locations in District I where 

speeding occurs a r e  the expressways; consequently, most observation for 

speed violations is concentrated thcre. In the other distr icts ,  where 

suburban roads experience a more serious speeding problem, the emphasis 

on speed enforcement is likely to be greater. 

Officers working the regular and overlapping shifts are estimated to be 

on the road, visible to the public, for about sixty percent of their shift. 

The time that they are not on the road includes downtime (estimated to 

be one hour per shif t) ,  answering complaints, and performing routine 

administrative duties. Because Special Operations officers are assigned 

exclusively to t raf f ic ,  they a r e  est imated to  be visible about eighty 

percent  of the time. The department encourages all officers to do as 

much paperwork as possible on the road so that they can remain visible to 

the public. 

District I has three radar units available for use by its patrol personnel. 

-4.411 are YR-7 models, which are capable of being operated in ihe moving 

or stationary mode. Two of these are permanently assigned to the Special 

Operations Vnit for its two patrol vehicles; the other one is available for 

use on each relief and is usually in constant use. Only patrol officers 

trained as radar operators are allowed to use the unit during their shift. 

If more than one officer wants to use the radar during the same relief, 

those officers decide among themselves how the radar is to  be divided 

among them. 

Unlike the other districts and the SEP, almost all radar measurements 



i n  District I are done in the Stationary mode. This is true for Special 

Operations as well as the regular patrol officers. The reason for this is 

that most speed enforcement in District I takes place on the expressways, 

where the difficulty in turning around precludes the use of movinq radar. 

Patrol personnel in District I estimate that only ten percent of their radar 

time is spent in the moving mode. 

The stationary-mode measurements, described earlier, are essentially 

similar to those used by District I patrol officers. When there is very 

l i t t le  enforcement act ivi ty,  two patrol officers form a team to run 

stationary radar, The patrol vehicles are stationed next to each other; the 

officer with a radar unit measures speeds and the other operates the 

"chaseu vehicle. When the officer in the radar vehicle observes a speeder, 

(s)he radios the officer in the chase vehicle who pursues the violator. This 

procedure is not used often, and usually only late at  night when little else 

is happening. In District I, this procedure is never used during the dav 

and evening shifts because officers have so many other duties. 

It was reported that District I1 uses a team procedure on a permanent 

basis during the daytime. Two single-officer patrol vehicles operate during 

the week as a team; one has a radar unit; the other, without a radar unit, 

is stationed about 100 yards down the road. The officer taking radar 

measurements identifies speeders and radios their identity to the other 

officer, who pursues the violator and issues the citation. 

The moving-radar and speedometer-pacing procedures used by patrol 

officers in District I are the same as the ones described in the previous 

section on the SEP. 

The number of miles traveled by District I patrol officers depends on 

whether they have radar. The Special Operations officers and the regular 

patrol officers with radar are estimated to travel twenty-five to thirty-five 

miles per shift. It is estimated that officers without radar travel a t  least 

twice that amount. Officers with radar travel fewer miles than officers 

without radar because they are stationary for a significant portion of the 

shift running radar. This would not be the case in the other districts, 

where radar is used primarily in the moving mode; in fact, officers with 



radar units might travel more miles than those without units. 

Apprehension 

SEP. An officer who observes a driver exceeding the speed limit, 

either by radar or pacing, must decide whether to pursue and apprehend 

the violator. The Cincinnati Police Department has an official but 

unpublicized tolerance of 10 rnph. The tolerance is used because s ~ e e d  

violations are so frequently below the 10 mph tolerance, and because such 

a limit allows for any inaccuracies in the driver's speedometer. Some 

officers occasionally use slightly higher tolerances; on the other hand, the 

tolerance might not be followed at  all if weather or road conditions make 

any speeding exceptionally dangerous. 

When the SEP officer decides to stop a speeder and concludes (slhe can 

safely pursue, (s)he "locks in'' the speed reading (on either the radar or the 

speed clock) and pursues the violator. Once the officer gets close to the 

vehicle and is in an area where a safe stop can be made, (s)he motions 

the driver over to the right side of the road by turning on the vehicle's 

flashers, In the relatively rare instances when the flashers do not ~l t t rac t  

the driver's attention, the siren is used. However, the siren is to be used 

only when absolutely necessary, because of i ts  tendency to  s t a r t l e  the 

violators as well as other nearby drivers. 

Once the driver has pulled over to the side of the road the officer 

positions the patrol vehicle directly behind the driver's car. If there is 

very little room on the side of the road, the officer will position the 

patrol vehicle slightly to the left of the violator's vehicle. The officer 

then approaches the vehicle. It is left to the officer's discretion whether 

the driver is allowed to  remain inside the vehicle or is asked to step 

outside. In the latter case, the driver is requested to stand to the right 

of both vehicles, completely out of the roadwav. The officer then asks 

for the violator's license and registration, and explains the purpose of the 

stop-including the posted speed limit and the speed a t  which the driver 

was clocked. (If radar was used and the driver has any questions about it, 



the officer will answer the questions; the officer has discretion whether to 

allow the driver to view the radar reading.) After obtaining the license 

and registration, the officer returns to the patrol vehicle, and mav radio in 

the violator's name and license number to deternine whether there are 

any outstanding warrants. When the officer has reason to suspect the 

driver, (s)he will radio in any information about  t h e  s t o p  b e f o r e  

approaching the vehicle; otherwise ( she  will not do so. 

General Patrol. The procedures used by general patrol officers i n  

District I t o  pursue and apprehend speeders are the same as the SEP 

procedures. General patrol officers indicated they were willing to follow a 

higher tolerance for vehicles whose speeds they measured by pacing. Their 

reason for the higher tolerance--typically 12 or 13 mph--was the  concern 

tha t  the pacing was not as accurate as radar, and therefore the driver 

deserved more of a "break." 

Presane tioning 

SEP. Once the officer has obtained all available information about the 

driver (s)he decides whether to issue a citation (commonly referred to in 

Cincinnati as a "tag1'). The SEP commander reported that with respect to 

speed violators, almost every stop results in citation, In the rare instance 

that a warning is given, it is given verbally. It is de~ar tment  policy riot 

to issue written warnings for speed violations. Occasionally, the officer  

will discover fac t s  warranting further action bevond the speed citation. 

This is most often the case  when the license check results i n  t h e  

identification of outstanding criminal or traffic warrants. Less frequently 

the officer may stop a driver for speeding and detect evidence of another 

offense such as intoxication or drug possession. In all of these instances 

the officer arrests the driver. 

It is department policv that all speeding citations be written at  the 

speed a t  which the driver was clocked. Officially officers have no 

discretion regarding the reduction, on the citation, of the number of miles 



over the speed limit at  which the driver was travelling. Yor is there anv 

advantage to the driver in reducing the charged speed, except when the 

number of miles over the limit makes a court appearance mandatorv. 

When issuing the citation, the officer sets a date on the citation by which 

time the driver must either pay the citation or appear in court. This date 

is typically eleven to fourteen days from the date of the stop. The 

o f f i c e r  a l so  must determine whether the citation requires a court 

appearance and, if so, make the appropriate notation on the taq. Speeding; 

violations in school zones or in excess of 20 mph, as well as multiple 

violations within a year, require a court appearance. The officer then 

presents the t icket  to  the driver, who signs it .  The whole citation 

process-from the initial stop to the time it is signed by the driver--is 

estimated to take ten to fifteen minutes. At the end of the shift, the 

officer turns in all citations written during the shift to the sergeant on 

duty at  district headquarters. The citation is checked for errors bv the 

sergeant; one copy of each is forwarded to the Police Records Section for 

processing. Another copy of each is forwarded to the court. 

The citation procedures used by SEP officers are the same ones used bv 

general patrol officers in District I. 

While no ffquotas" exist, general patrol officers must meet "acceptable 

levels of performance" in traffic enforcement. An officer who consistently 

falls below the acceptable standard is encouraged to concentrate more on 

traffic enforcement. 

Rough est imates of the number of t raf f ic  citations written by all 

officers during each relief are as follows: 

7:00 a.m. to 3:00 p.m. - 10-12 moving violations 

e 3:00 p.m. to 11:OO p.m. - 17-18 moving violations 

11:OO p.m. to 7:00 a.m. - 12-15 moving violations 

If an officer has radar, almost all of the moving traffic violation t a p  will 

be for speeding; on the other hand, officers who must rely on pacing issue 

only an estimated ten percent of their moving t raf f ic  citations for 

speeding. 



LAW GENERATION, ADJUDICATION, AND SANCTIONING 

Law Generation 

Provisions of both s t a t e  and municipal law define speeding and deal 

with the adjudication and sanctioning of speed violators. With respect to 

speed limits, Cincinnati has adopted an ordinance that is virtually identical 

to the state statute, and the Cincinnati police charge speeders under thn 

ordinance rather than s t a t e  law. In addition to the Basic Speed Law 

(which prohibits speed greater or less than is reasonable and moper under 

the conditions), the Cincinnati ordinance imposes the following prima facie 

limits (unless different limits have been posted): 15 mph on alleys: 2 0  m ~ h  

i n  school zones when children are present; 5 0  mph on controlled-access 

highways without paved shoulders ( 5 5  mph if there are shoulders); and 5 0  

mph on state routes (U.S. or Ohio outside "urban districts"). The prima 

facie limit is 3 5  mph on state routes or through highways outside "business 

districts1'; and 2 5  mph elsewhere in the city. Because the city of 

Cincinnati receives more fine revenue from ordinance prosecutions than 

f rom s ta te- law prosecutions, all speeders are  cited under the city 

ordinance. 

Speeding violations are treated as criminal in nature under both Ohio 

state law and the Cincinnati Municipal Code. All violations of the city's 

speeding ordinance a r e  classified as "misdemeanors." The maximum 

penalties for a first conviction within one year include a $50 fine plus 

costs; maximum sanctions for a second or subsequent conviction l~ithin one 

year include confinement to jail for up to 10 days as well as a $100 fine, 

The city ordinance is thus similar to state provisions in its classification of 

speeding offenses. State law classifies most speeding violations as "minor 

misdemeanors," punishable by fines but not bv  confinement to jail, 
provided the violator has not been convicted within the past vear. If he 

has, then the speeding violation is classified as a misdemeanor of the 
fourth or the third degree, which is punishable by a jail sentence as well 

as a fine. 

In addition to the distinction between first and multiple offenders, the 



state law and city ordinance both recognize a distinction between offenses 

that require a court appearance and those that can be answered without 

appearing. ,411 multiple offenders (i.e., convicted within the past vear) 

must appear in court; in addition, any driver who exceeds a posted meed 

limit by  more than 2 0  mph (by 15 mph in a school zone) must aopear. 

Ohio criminal procedure governs the arrest and adjudication of speeding 

violators. Both the statute and ordinance permit officers to make arrests 

based on team measurement procedures: an officer may arrest a speeder 

on the basis of a radio message received from another officer who took 

the actual speed measurement and identified the violator. 

Whether the arresting officer must take the driver into custody, cite 

the driver instead, or exercise his or her discretion i n  tha t  regard, is 

de t e rmined  by s t a t e  law.  When making an arrest  for  a "minor 

misdemeanor" (i.e., the driver has no recorded convictions within the past 

year) an officer is normally required to cite the driver rather than take 

him or her into custody. On the other hand, drivers arrested for fourth- 

degree misdemeanors as well as more serious traff ic offenses (which 

includes all drivers wth recorded convictions within a past year) mav be 

taken into custody. Whether a driver has a previous conviction is 

determined by examining the official driving record, which is kept by the 

Ohio Bureau of tlotor Vehicles (BMV). However, the BVV check is not 

always made on drivers stopped for traffic violations. Thus many multiple 

offenders avoid being identified as such. Moreover, one contact in the 

city prosecutor's office remarked that some police officers who discover 

from the B M V  that a driver has a previous conviction nonetheless treat the 

driver as a first offender. 

An officer who arrests a driver for a traffic offense mav require t'lat 

bond be posted to secure a court appearance. According t o  the c i ty  

prosecut or, the typical bond required from Hamilton County residents is 

$10, while up to $100 may be required of nonresidents. Ohio residents 

without bond may surrender their driver's license as security in lieu of 

bond. 

In traffic cases, the charging document is the Ohio Uniform Traffic Taq 



(O.U.T.T.), commonly referred to as a lltag.ll Entries made on the tag 

inform the driver of the particulars of the offense that is charged, and 

whether a court appearance is required. Cincinnati police officers also 

give cited drivers who need not appear in court a set of printed "pavout 

instructionsf1 informing them to pay fines in person or by mail. After 

giving the driver a copy of the tag, the officer delivers one copy to the 
court,  and another to  the district, which forwards it to the Bureau of 

Records. On every tag a court appearance date is entered by the officer, 

in case an appearance is necessary or is requested by the driver. 

Adjudication and Sanctioning 

In Cincinnati, t r a f f i c  cases a re  adjudicated in the Hamilton County 

Municipal Court, a trial court of record whose jurisdiction is limited to  

misdemeanors and minor civil matters. There are three ways in which a 

speeding case can be adjudicated: "paying outf1 the tag (in person or bv 

mail); pleading guilty or no contest ( i n  effect a guilty plea) before a 

referee of the court; and contesting the case at trial. 

As stated earlier, only certain tags (first offenses other than exceedinq 

posted speed limits by 15 mph in a school zone or 20 mph elsewhere) may 

be paid out. Ohio law allows courts to establish fine schedules for oaying 

out minor misdemeanor citations that do not require the drivers to appear 

i n  court.  Thus, in the Hamilton County Municipal Court the standard 

penalties for speeding offenses are a $20 fine plus $3 costs; the arrested 

driver is informed of this in the payout instructions at the time of arrest 

or citation. If the driver fails to pay out within 168 hours (one week) not 

only does the $20 fine double (making the total payout $431, but s court 

appearance date (that which appears on the tag) is also scheduled for that 

driver. 

Overall the city prosecutor estimated that of all closed cases, eiqhtv to 

ninety percent of all cited speeders paid out, and the remainder aopeared 

in court.  He offered two reasons for the high pavout rate: first, the 

court's payout window is open on a twenty-four-hour basis; and second, as 

mentioned below, many multiple offenders oay out to avoid apoearinq 



before a judge or referee. As pointed out earlier, some ~ r i o r  offenders 

are not identified or treated as such by the arresting police officer. Still 

other prior offenders pay out their tags and violate both the lacv and the 

instructions given them a t  the time of arrest. Court ~ersonnel, who do 

not have access to drivers' traffic records, are unable to identifv drivers 

wi th  convictions and therefore accept pavments from those not entitled to 

pay out. One reason why drivers avoid the required court appearance is 

that  a judge or t raf f ic  referee  could impose license sus~ens ions  or 

restr ict ions on drivers with bad traffic records who appear before them. 

Cases in which a court appearance is required, the nonappearance cases in 

which the driver chooses to contest the citation rather than payout, are 

initially heard before one of the Hamilton County Municipal Court's three 

referees, who rotate among traffic and nontraffic cases. The referee is an 

attorney who has authority to accept guilty and no contest pleas, to assess 

fines and costs against drivers who admit guilt, and (in appropriate cases) 

to suspend or restrict driving privileges. Referees may suspend a license 

fo r  as long as two years, although most suspensions that are im~osed 

reportedly range from thirty to ninety days. Referees also may impose 

driving restr ict ions (such as driving to and from work only) in lieu of 

suspension. In practice, few suspensions or restrictions a r e  imoosed by 

referees; moreover, the possibility of arbitrarv sanctioning is slight because 

judges must review referees' decisions and approve them. Nevertheless, 

the threat of license suspension or restriction reportedly discouraqes many 

drivers who have the option of appearing or paying out from appearing 

before the re f reee  rather than admitting guilt and paying out the fine. 

This is so even though drivers who appear before the referee frequently 

receive smaller fines, especially if they offer a Dlausible explanation of 

their driving behavior. 

When a driver is required to appear in court, (s)he first appears before 

the referee for arraignment and plea: the charges a re  read,  and the  

driver is asked t o  plead. When a driver pleads not guilty before the 

traffic referee the case is assigned to a municipal judge and set for trial, 

A driver who pleads guilty or no contest  is permitted to  offer an 



explanation in mitigation of the offense. Traffic referees normally follow 

a fixed schedule for levying fines and costs. For example, the standard 

sanctions a re  a f i f teen dollar fine plus thirteen dollar cost for speeds 

fifteen or fewer miles per hour; a graduated fine schedule exists for more 

serious excess speeds. Referees may, however, consider the driver's traffic 

record as an aggravating factor, and suspend or restrict driving privileges, 

or may suspend fines and costs when mitigating circumstances are present. 

A driver who fails to  appear before the referee on t h e  in i t i a l  

appearance date  is issued a supplemental summons, in effect allowing a 

"second chance" to appear two to three weeks later. If the driver fails to 

appear a second time a "capias" (arrest warrant) is issued, and the case 

itself is kept open until the matter is resolved (usually, when the driver 

pays the outstanding fines and costs). 

There are two precedures by which a speeding case can be contested at 

a court trial: first, to plead not guilty before the referee; and second, to 

plead guilty or no contest before the referee and, if the outcome is 

unfavorable, to appeal the referee's decision to the municipal court, where 

it is retried. Trials of speeding cases are assigned on a random basis to 

the Hamilton County Municipal Court's ten judges. Because speeding is a 

misdemeanor, two laws governing criminal procedure affect speeding trials. 

First of all, when an offense is punishable by jail time or by a fine of 

$100 or more, Ohio law gives the defendant the right to jury trial. As a 

practical matter, jail sentences a re  extremely uncommon; in  f ac t ,  the 

Cincinnati city prosecutor was unable to recall any speeder receiving a jail 

sentence during his six years in office. 

A second legal restriction is the Ohio speedv-trial statute, which 

requires minor misdemeanor cases to be tried within thirty days after the 

case is filed with the court, unless the defendant waives the right to a 

trial within the time limit. The city prosecutor s t a ted ,  however, that  

ne i t he r  provision has seriously hampered speeding prosecutions i n  

Cincinnati. On court day, each judge-who is assimed cases on a random 

basis--will average one to two contested speedinq cases. All cases are 

prosecuted by the Hamilton County Municipal Prosecutor's off ice; on the 



o the r  hand,  only an est imated one i n  ten speeding defendants are  

represented by an attorney. The average length of a speeding trial is 

r epo r t ed ly  f i ve  t o  t en  minutes.  The Hamilton Countv Vunicipal 

Prosecutor's office est imated that  greater  than ninety percent of all 

speeding defendants are found guilty as charqed. Dismissals caused by t?le 

arresting officer's failure to appear are verv rare. Even more infrequent 

are reductions in charged speed caused by plea bargaining in speedinq cases 

(the plea bargain would involve reduction in the charged speed in return 

for a guilty plea). 

According to the city prosecutor, the validity of radar is not an issue 

in speeding trials. In fact,  foundation testimony (including the operator's 

qualifications and experience, and the use of proper calibration procedures) 

relating to the validity and accuracy of radar readings is not offered by 

the prosecution or demanded by the judge unless the defendant either is 

represented by an attorney or raises radar as an issue. Most drivers, 

though, con test speeding citations on more general grounds: they believe 

they were not driving as fast as they were charged. 

Unlike paid-out citations, there is no fixed fine and costs schedule for 

contested cases. Generally, speeders convicted in  court are  fined ten 

dollars to  f if teen dollars, plus costs, although drivers who exceed the 

posted limit by a larze zmount will be fined considerably higher sums bv 

judges. 

A driver convicted in the municipal court has the right to appeal the 

conviction to  the Ohio Court of Appeals; however, according to the 

prosecutor, appeals involving traffic offenses are very rare. 

Ohio law requires courts to report traffic convictions to the Bureau of 

\lotor Vehicles ( B V V ) ,  the driver-licensing authority. In Cincinnati, the 

clerk of the Hamilton County ILIunicipal Court is responsible for reporting 

convictions to BMV. 

The B V V  uses a point system to identify habitual and repeat traffic 

violators, and i t  has the power to  ini t iate revocation or suspension 

proceedings in court. Speeding offenses are reported by courts to the BMV 

result in the assessment of two penalty points. A driver svho accumulates 



twelve points within two years can be declared a "repeat violatorff subject 

to a six-month suspension, and a driver who receives twen tv-four points 

within ten years can be declared an "habitual violator" subject to a five- 

year suspension. Drivers with six or more points are given the opportunitv 

to take a remedial driving course and have two violation points forgiven. 

Repeat and habitual violator cases are filed in the appropriate county 

or municipal court by the BMV and argued by the county prosecutor. The 

number of points is prima facie evidence of repeat or habitual offender 

status,  and the final decision whether the driver is such an offender is 

made by the court. 

The BMV1s sanctioning powers are in addition to those of judges and 

traffic referees; when both the court and B M V  impose licensinq sanctions 

the court-ordered ones take effect first, followed by the administrative 

sanctions. 

The prosecutor's office expressed some dissatisfaction with the BMV's 

recordkeeping practices, which sometimes result in  i n c o m ~ l e t e  t raf f ic  

records and long delays between the time a driver is convicted and the 

time the conviction apears on the official traffic record. 

SUMMARY 

The Cincinnati Police Department is responsible for all law enforcement 

within the city. It carries out traffic enforcement primarily on urban 

boulevards, in the central business district, and in residential neighborhoods, 

as well as on a limited number of miles of freewavs. Because of 

Cincinnati's population density, a wide variety of traffic violations other 

than speed are believed responsible for traffic crashes; these include drunk 

driving, right-of-way and intersection violations, improper lane usaqe on 

expressways, and pedestrian violations. 

Depa r tmen t  ope ra t i ons  a r e  decentral ized;  most police work is 

administered at  one of the five districts.  Althouqh the Department's 

Traffic Section coordinates selective traffic enforcement citvwide, officers 

who do the enforcement are assigned and supervised bv district personnel. 

Most selective traff ic enforcement is carried out bv the state-funded 



Selective Enforcement Patrol (SEP), although some enforcement duties are 

also assigned to Special Operations personnel in the districts.  Traffic 

enforcement is also conducted, primarily on an on-view basis, by the other 

line officers. 

The SEP is responsible for traff ic enforcement in six hish-accident 

locations identified by Traffic Section analysts. Operations are carried out 

on a c a r e fu l l y  con t ro l l ed  basis to permit la ter  evaluation of the 

effectiveness of SEP. One officer--who works on an overtime basis--is 

assigned t o  each of the SEP locations for an evening shift and a night 

shift. While the entire range of traffic violations is observed for, although 

speed receives comparatively greater emphasis during the day shift and 

drunk driving is SEP1s first priority at  night. 

While speed enforceinent is given a high priority by the Cincinnati 

Police Department (for speed is the leading cause of traffic fatalities in 

Ohio), i t  is not overemphasized to the point of impeding other traffic 

enforcement. Citywide, citations for speed account for about one-third of 

all traffic citations that the Department issues. Also reflecting the policv 

against overemphasis of speed enforcement is the low number of available 

radar units: only eighteen are maintained for the use of more than seven 

hundred sworn officers. Nevertheless, most--perhaps more than four-fifths- 

-of all speed citations result from radar speed measurements. 

The Department's radar units are capable of being used in either the 

stationary or the moving mode. Because moving radar is compatible with 

the officer's other duties,  and because it allows qreater  coveraqe of 

traff ic,  i t  is preferred by officers and accounts for the bulk of radar 

measurements. Stationary radar is most frequently used on freewavs 

which, being divided, do not permit the monitoring or pursuit of oncominq 

traffic. Speedometer pacing is used primarily on the freeways where it is 

possible to maintain a pace for the required distance. Even though most 

patrol vehicles are equipped with speed clocks, pacing requires a qreat deal 

of training and is therefore not done on a regular basis by all officers. 

Visibility of patrol is emphasized by the Department; vehicles a r e  

required by state law to be marked, and departmental policy encourages 



stationing vehicles i n  conspicuous locations and discourages attempts to 

!'hidef1 them, 

Nearly all speed enforcement is done in the solo configuration, althouqh 

at  least one district maintains a regular team configuration i n  selected 

high-violation areas. Although line officers "double upn at  night, the SEP 

always deploys single-officer patrols to the selected areas. 

Ohio law provides for decriminalized adjudication of most minor traffic 

offenses, including speeding. Because all speeding convict ions a r e  

punishable by the same number of violation points, and because most fall 

under the city's uniform fine schedule, officers rarely reduce measured 

speeds when citing violators. Courts appear to support the Department's 

speed-enforcement efforts: the conviction rate is high in contested cases, 

and most drivers pay out their fines and plead guilty, However, heavv 

court workload and poor recordkeeping by the s t a t e  driver-licensing 

authority have been cited as problems. 

In conclusion, the following principal observations can be made with 

respect to speed enforcement in Cincinnati: 

e most of the roads patrolled by the Cincinnati Pol ice  
Department are  urban boulevards, business districts, and 
residential areas; 

e the Department is responsible for a limited amount of 
freewav mileage, only part of which is zoned 5 5  mph: 

near ly  a l l  Depa r tmen t  operations--including t raf f ic  
enforcement-are decentralized and are directed out of the 
five district headquarters; 

e s e l e c t i v e  t r a f f i c  en fo r cemen t  is c a r r i e d  out  t>y a 
specialized, s tate-funded unit whose personnel work on an 
overtime basis; 

speeding, while considered an enforcement priority, is not 
emphasized to the point of impeding efforts  directed a t  
i n t e r s e c t i o n ,  right-of-way, and improper lane change 
violat ions; 

radar is deemphasized because i t  is believed to  direct 
attention away from offenses other than speed; when radar 
is used, measurements are taken prirnarilv in the moving 



mode, except on expressways; 

visibility and conspicuity of patrol are encouraged, but there 
a r e  no formal PIScE ef for ts  to publicize enforcement 
operations; 

m o s t  s p e e d  e n f o r c e m e n t  t ake s  p l ace  i n  t h e  solo  
configuration; and 

a con t ro l l ed  expe r imen t ,  in tended  t o  eva lua te  the 
effectiveness of t he  Depar tment ' s  s e l e c t i v e  t r a f f i :  
enforcement ?roFarn, is now in proqress. 

a  con t ro l l ed  expe r imen t ,  in tended  t o  eva lua te  the 
effectiveness of t h e  Depa r tmen t ' s  s e l e c t i v e  t r a f f i c  
enforcement program, is now in progress. 





CHAPTER EIGHT 

CASE STUDY 

TUCSON,  ARIZONA 

BACKGROUND 

Tucson, Arizona is located in the southern part of the state, about 120 

miles southeast of Phoenix, the s t a t e  capital.  It has an a r e a  of 

approximately 100 square miles and an estimated population (1980) of 

325,000 (compared to the 1970 census figure of 262,993). Tucson is the 

county seat  of Pima County. It is served bv two major Interstate 

highways: 1-19, which connects Tucson with Nogales and the U.S.A.-Plexico 

border to the south; and 1-10, an east-west route connecting Tucson with 

Phoenix and El Paso, Texas. Interstate highwavs, however, a re  not 

patrolled by the Tucson Police Department. There are  18 miles of 

numbered highway (including U.S. 93, which is also the 1-10 business loop 

and Arizona 95) within the Tucson city limits; because these are not 

freeways they are patrolled by the Departmnt. The remaining 1,202 miles 

of roads within the city are urban boulevards and streets. 

According to figures supplied HSRI by the Department, there occurred 

in Tucson in 1979 a total of 12,115 traffic crashes. This total included 52 

fatal crashes in which 54 persons died, and 3,973 personal-injury crashes in 

which 5,954 persons were injured. 

1-10 and 1-19 run primarily north and south throuqh the Tucson area; 

bypassing the city's central business district. Thus there are no east-west 

controlled-access roads in the city, a condition that oroduces traffic 

congestion and resulting safety problems on Tucson's p r i n c i ~ a l  east-west 

streets during commuting hours. Other unusual traffic is created bv the 

annual influx of winter tourists and by the University of Arizona campus: 

consequently, Tucson's t r a f f i c  contains a rather large ~ ropo r t i on  of 

nonresident drivers. Although Department contacts  d id  not directly 



identify the speed violator population, they did state that most traffic 

crashes in Tucson occur between 10:OO a.m. and 6 : O O  p .m. ,  and that  

average speeds likely are  highest during those hours. "Violent" or 

excessive speeding was believed most likelv to occur in the hours close to 

and af ter  midnight. One motorcycle officer characterized the morning 

hours and lunchtime as the periods when s~eedinq is most frequent. 

GENERAL DESCRIPTION OF THE TUCSON POLICE DEPARTMENT 

Duties and Organization 

The Tucson Police Department has general power to enforce Srizona 

state law as well as Tucson's city code. With respect to  traffic-law 

enforcement, the Department does not regularly patrol the interstate 

highways. This task is left to officers of the Department of Public Safety 

(Arizona Highway Patrol) and the Pima County Sheriff's Department, 

although city officers do take action there on an on-view basis. Other 

police agencies may take action within the Tucson citv limits but, by 

agreement, they do not normallv work there. 

According to the data it supplied HSRI, the Tucson Police Department's 

budget for fiscal 1980 is $20.7 million. The entire budget was provided by 

city appropriations, except for a $233 thousand grant bv the Arizona 

Office of Highway Safety Planning to establish a DIYI sauad, and $ 2 0 7  

thousand in Law Enforcement Assistance Administration (L.E.A.A.) g-ants 

for video training and fire investigation. Of the Depart men t's current 

budget about 5 5 %  ($10.84 million) is devoted to "administration, com mancl, 

support staff, and overhead." 

The Tucson Police Department is headed by a chief. It is divided into 

two bureaus, the administrative and line bureaus, each of which is headed 

by a major. The line bureau, in turn, is divided into three divisions-- 

Detective, Uniformed Patrol, and Operational Support--each of tvhich is 

headed by a captain. The Traffic Enforcement Tactical Operations, and 

Communications Teams a r e  contained within the Operational S u p ~ o r t  

Division. The uniformed patrol division consists of four qeneral-patrol 



t earn s (each of them responsible for pa trollinq a designated qeoqraphical 

area of the city), plus the tactical-operations and the traffic-enforcement 

teams.  Each team in the uniformed patrol is headed bv a lieutenant, 

known as the team commander, and is divided into squads headed by 

sergeants. 

The Department reports that it currently has 568 sworn officers. Of 

this total 271 are characterized as l1deployable patrol officers," and the 

remainder  a re  administrative and support personnel and detectives.  

Deployable patrol officers include those assigned to each of the 4 general- 

patrol teams (ranging from 49 line officers in Team 3 to 6 4  in  Team 2); 

the special-services team, consisting of 30 officers: and the traffic team, 

whose strenqth averages between 27 and 31 officers. 

During the current fiscal year $251,000 was allocated to the ~urchase  of 

patrol vehicles. The Tucson Police Department now has 275 automobiles, 

including 138 marked, twelve semi-marked (i.e., without liqht bars or plain- 

colored), 107 unmarked, and 4 0  "camouflaged" automobiles. Onlv the 

marked automobiles--which are painted white and  old and equip~ed with 

light bars--are used in traffic-law enforcement: not only does the Arizona 

"fleeing and eluding" statute (described below) in e f fect  require marked 

vehicles for traffic enforcement, but the Department's qeneral policv is to 

emphasize patrol visibility. While there is no depart m ent wide ''doubling-up'' 

policy in Tucson, two-officer patrols are regularly dispatched to some areas 

of the city late at  night and on weekends. In addition, when officers 

perceive a threat  to their safety that  justifies doubling UD, they are 

authorized to do so. In addition to its automobiles, the Department's fleet 

includes 40 motorcycles (described below) and -1 rotarv-wing aircraft. The 

aircraft, however, are not used specifically to enforce traffic laws. 

The Tucson Police Department currently has eiqhteen radar units, all of 

which are hand-held speedguns. Fourteen of them, all of which can be 

used i n  the stat ionary mode only, a re  HR-8 models manufactured by 

Kustom Signals; the other speedguns are manufactured by C 711 Industries. 

Nine of the guns are permanently assigned to traffic enforcement team 

personnel, two guns are distributed to each of the four uniform ed-pa trol  



teams, and one is retained by the  uniformed patrol as a spare unit. 

Officers are issued speedguns on a "first-come, first served1' basis. Radar 

units are  constantly in  demand, especially amonp; officers who reoortedly 

wish to increase the number of contacts they make. The Department also 

has five stopwatches. These are used to measure speeds in school zones 

and in a handful of other areas where the posted speed is low and the 

o f f i c e r  on patrol does not have access to a speedgun. Stopwatch 

measurements are com~aratively rare in Tucson; it was estimated that onlv 

a few percent of all speeding citations (averaging; about one citation Der 

week) are based on these time-distance calculations. Next to  radar, 

speedometer pacing is the most frequent means of measuring. vehicle 

speeds; in perhaps forty percent of all citations (that is, about 80% of the 

nonradar citations) the off enderfs speed is measured by pacing. Speed 

determinations based on visual observation alone are permitted in Arizona, 

but Department contacts  noted that  this procedure is used only by 

experienced officers, and that few citations are based on visual observation 

lone. 

The Department currently has sixty-seven citizens-band (CB) radios, 

most of which were donated by citizens, as well as six mobile units and 

two base stations provided by the governor's highwav safetv office. Anv 

officer who holds a valid FCC license may volunteer to carry a CR radio. 

Although some units are  permanently mounted in patrol vheicles, lnost 

Department radios can be moved from vehicle to vehicle, (35-equipped 

officers normally monitor channel 9; thev mav, if thev choose, broadcast 

messages as well as listen to driver's conversations. The Depar tnen t  

a t tempts  to distribute its radios to ensure, whenever ~ossible, adequate 

coverage of the city at all times. It is believed by Department contacts 

that  CB radio has deterred speeding, owing to  broadcasts of oolice 

presence; on the other hand, CB radio reports have also enabled s~eeders  

to escape detection by avoiding heavily patrolled areas of the citv. 

It should be pointed out that Tucson has begun to implement the team- 

policing concept: on the basis of studies concerning the breakdown of 

time spent on patrol, enforcement goals have been set for each team. 



Uniformed Patrol Division 

Officers assigned to the uniformed patrol division are charged with the 

full range of law-enforcement responsibilities. These officers'  duties 

include t raf  f ic-law enforcement; the number of contacts attributable to 

traffic during September 1979 ranged from 3.3 per shift in Team 1 to 4.9 

in Team 3 .  Compared to all contacts made by uniformed officers, the 

proportion of traffic contacts during September 1979 ranged from about 

2 8 O 6  in Team 1 to about 41°6 in Team 4. 

Most of the Tucson Police Department's speed-enforcement act ivi tv 

(about 7 0 %  of the contacts during September 1979) is carried out bv the 

uniformed patrol. Nearly all the rest is conducted by the traffic division, 

which is discussed in the following section. Because the detective division 

and tactical-operations teams carry out little or no t raf f ic  enforcement 

they are not discussed further. 

As stated earlier, the uniformed patrol division consists of four teams, 
each of which patrols a specific region ("team area") of Tucson. Each 

team consists of eight squads (Team 2 consists of 9), each headed by a 

sergeant and typically consisting of seven to eight officers. Squads a r e  

responsible for patrolling the entire team area during their shifts. -111 

members of a squad work identical shifts and days, and i t  is a general 

policy that no more than one officer per squad may schedule the same dav 

off. The eight squadsf days and hours of work a re  staggered so that  

around-the-clock protection is afforded while peak activitv periods receive 

the greatest coverage--sometimes three squads a t  once. Squads a re  

geographically divided into from five to seven beats, and officers normallv 

are assigned to the same beat each shift. 

Off icers  are  assigned to  beats by the sergeant in charge of their 

squads; how specific the sergeant's directions are  varies from team to 

team, and from squad to squad. Officers have discretion regarding; where 

to patrol within the beat, but they are expected to remain vithin their 

beat, unless called out on an emergency. 

Most uniformed patrol officers work out of the Department's main 



(downtown) station; Team 4 operates out of its own substation, and one of 

the squads that make up Team 2 (known as "Adam-1'') is self-contained and 

operates out of a storefront. Only Team 4 and the !'Adam-1'' squad carrv 

out both general-patrol and detective activi t ies;  the remaining teams 

perform only line or general-patrol functions. 

The Traffic Enforcement Team 

Tucson's t raf f ic  enforcement team has been in  operation since 1959,  

when it was created by a citv code provision, Its ~ r imary  functions are 

traffic-law enforcement and traffic crash investigation as well as providinq 

computer analyses of traffic crashes and coordinating the Department's CB 

radio program. The traffic-enforcement team, which ranges in ~ a t r o l  

s trength from twenty-seven to  thirty-one officers, is headed b v  a 

lieutenant. It also consists of three motorcycle sergeants, and an average 

of twenty-five motorcycle officers, The t raf f ic  team has thirty-seven 

motorcycles and three three-wheeled vehicles. Manv of the motorcycles, 

and one of the three-wheeled vehicles, are used as spare vehicles. It is 

believed by Department contacts  that  motorcycles are not only hiqhlv 

visible (and thus deter would-be traffic offenders), but are also cheaper to 

maintain. Because of their high-visibility policy, the Department has 

adopted a "take-home vehicle" policy for motorcycles. Department 

personnel reported that they did not conduct anv formal public information 

and education programs to further publicize their enforcement efforts. 

The traffic team is divided into four squads. The first squad consists 

of two officers who ride three-wheeled vehicles and enforce ~ a r k i n g  

ordinances. In tha t  squad there are also four traffic investigators who 

follow up on all traffic crashes (especially fatal and hit-and-run crashes) 

that  occur i n  the ci ty,  and who conduct traffic traininq at  the police 

academy. Each of the team's remaining three squads consists of a 

sergeant and eight officers. Hours of duty emphasize maximum ~ a t r o l  

during the afternoon. One squad works from 3:00 a.m. t o  4:00 p.m. 

Mondays through Fridays, one works 10:OO a.m. to 6:00 p.m. Tuesdavs 
through Saturdays, and one works 11:OO a.m. to 7:00 p.m. Tuesdavs through 



Saturdays. Normally no traffic patrols are assigned to work Sundavs, since 

that day of the week accounts for the smallest number of traffic crasbes. 

Although the traffic officers currently work on a fixed schedule, thev will 

on occasion be deployed to work special problems such as drag races at  

night  on c e r t a i n  avenues .  In the average t ra f f i c  officer 's shif t ,  

approximately one hour is "downtime," and about one and one-half is spent 

investigating accidents; during the remaining five and one-half hours the 

officer is available for traffic enforcement. Traffic officers a re  not 

normally assigned to regular police calls, except during emergencies. 

TRAFFIC ENFORCEMENT 

Traffic enforcement is conducted within the Tucson Police De~artment 

by uniformed patrol officers i n  each of the four teams and bv the 

members of the traffic enforcement team. Because traffic enforcement 

tactics vary between the general patrol and the t raf f ic  team, both a re  

discussed below. 

Development 

T r a f f i c  En fo rcemen t  Team.  -4s described previouslv, the traffic 

enforcement team is funded out of the general budget of the Tucson 

Pol ice  Depa r tmen t .  All members of the team ride single-officer 

motorcycles and are deployed almost exclusively for t r a f f i c  enforcement 

(these officers are com monly referred to among Department personnel as 

''solo motor officers"). There a re  twenty-five solo motor off icers ,  

consisting of three squads of eight officers each, plus one officer assigned 

to the "Adam-1" squad. The three squads are  deployed in  a series of 

overlapping shifts,  described earlier,  to concentrate coverage on the 

afternoon hours. By deploying the solo motor officers a t  these times, 

coverage is provided for the times when the traffic is heaviest and most 

accidents occur. Officers are not scheduled to work Sundays because the 

frequency of traffic accidents is lowest on that day. Occasionallv, solo 

motor officers are deployed at hours other than their regular shifts to deal 



with a specific problem; for example, several officers were recently 

deployed in the evening hours to a road that reportedly had problems vith 

drag racing. Any such deployment, however, is only for a short period of 

time, after which the officers return to their normal shift schedule. 

The Tucson Police Department relies to a great extent on computer 

identification of high-accident locations as the basis for deploying i ts  

patrol officers. All t raf f ic  accident reports are  computer coded bv 

Department staff; crash location, time of day, day of week, and other 

descriptive information are entered into the Department computer, Once a 

week a "concentration mapt' is produced showing the locations where all of 

Tucson's accidents occurred during the ~revious 28 davs. These areas of 

concentration are analyzed and specific problem areas are identified. On a 

weekly basis motor officers a re  alerted by the squad sergeants to the 

specific problem areas within their beats. From one to three motor 

officers may be assigned to a particular location, dependinq on the nature 

and severity of tthe problem and the availabilitv of manpower. Officers 

can be deployed to  any area of the ci ty,  althouqh squad sergeants 

generally attempt to keep them in areas of the city with which thev are 

most familiar. Typically, most motor officers are assigned to the part of 

the city patrolled by Team 111, in the central section of the city, because 

both the density of traffic and the number of accidents are highest there. 

'4 motor officer, assigned to a beat that contains one or more problem 

areas, patrols the beat at the same time as the uniformed ~ a t r o l  officer 

assigned there; however; his primary assignment is traffic-law violations. 

To guide the motor officer i n  enforcement, he is given a computer 

printout containing detailed information for each of the collisions i n  the 

problem area occurring within the last  four weeks. The information 

includes: 

time of day; 

a day of week: 

actual locations by street and address: 

whether collisions were "intersection!' or "norlintersection" 



type crashes; 

e number of persons injured; and 

a summary of the reported causes of the collision, if the 
same cause is common to two or more collisions 

To a lesser extent! the squad sergeants also consider their own 

experience regarding high traffic violation areas and citizen complaints in 

deploying the motor officers. Motor officers are expected, in the course 

of their traffic-enforcement activitv, to pav special attention to times of 

the day and specific locations identified by the computer analysis. 

Uni formed  Pa t ro l .  Vany of the same procedures described in the 

previous section on the t raf f ic  enforcement team are  also used b v  

uniformed patrol officers. Only uniformed patrol procedures that differ 

from traffic enforcement team procedures are discussed in datail. 

The uniformed patrol is divided into four teams, with each team 

responsible for a geographic location in the citv. Each team has eight 

squads, usually containing seven uniformed patrol officers each. (Team I1 

has an extra squad, known as the "Adam-1" Team.) The eight squads in 

each team are  deployed i n  a series of overlapping shifts to provide 

continuous coverage. The shift schedule of Team I is typical of these 

overlapping shift hours: 

Squad I - 6:00 a.m. to 2:00 p.m. 

Squad I1 - 7:00 a.m. to 3:00 p.m. 

Squad I11 - 8:00 a.m. to 4:00 p.m. 

e Squad IV - 10:OO a.m. to 5:00 p.m. 

Squad V - 3:00 p.m. to 11:OO p.m. 

Squad VI - 4:00 p.m. to 12:OO a.m. 

Squad VII - 10:00 p.m. to 6:00 a.m. 

Squad VIII - ll:00 p.m. to 7:00 a.m. 

-411 officers within a squad work together, with the overlap in coverage 

provided by the overlap in squad times. With this procedure, there a r e  

usuallv two squads on duty at  any one time with a maximum of three on 



duty during peak periods. It is Department personnel policy to have only 

one officer at  a time from each squad on vacation or leave. 

Uniformed patrol officers are primarily deployed in single-of ficer. fully 

marked, patrol vehicles. Two-officer units are deployed only in special 

circumstances and l a t e  a t  night in certain l'dangerous'l locations in the 

city. Each squad provides coverage for each beat within i ts  team. In 

Team I, for example, there are six beats. Each squad sergeant assigns an 

officer to each beat within the team so that each Seat has continuous 

coverage by one or more officers a t  all times durinq the day. In addition, 

as mentioned previously, i f  a high number of t raf f ic  accidents a r e  

identified as occurring within a beat, one or more motor officers also mav 

be deployed there to deal with traffic. Assignment to a particular beat is 

based on seniority, officer preference, and a subjective judgment 5 v  the 

squad sergeant as to how the officer will relate to the people living within 

the beat. 

All uniformed patrol officers are  given computer printouts of the 

traffic accidents occurring within their beat. These printouts contain the 

same information as those given to the motor officers. Unless specificallv 

instructed to do so, the uniformed officers are not required to concentrate 

on the printouts i n  deploying themselves within a beat, but they are 

expected to use the information as a guide to  the type of t r a f f i c  

enforcement that is needed in the area. Uniformed officers have a T e a t  

deal of discretion within their beat, but an officer is usually not permitted 

to leave the beat unless dispatched elsewhere. 

Surveil lance and Detection 

The t r a f f i c  en fo r cemen t  t e a m ' s  pr imary functions are  t raf f ic  

enforcement and accident investigation. Therefore, motor officers are not 

assigned to other calls unless it is absolutely necessarv to do so. VIotor 

officers will also take action against suspected criminals, but onlv on an 

on-view basis. Out of an eight-hour shift, it is estimated that a tvpical 

motor officer is available for traffic enforcement for five and one-half 

hours, and performs accident investigation for one and one-half hours. The 



other hour is taken up with breaks, briefinqs, routine administrative duties, 

and nontraffic duties. 

The particular traffic offenses that a motor officer stresses varv during 

the shift. '4 major determinant is the type of violation re~or ted  bv the 

computer printout to be the primary cause of accidents at his assiqned 

location. During the hours that previous accidents have occurred, the 

officer is expectd to concentrate enforcement efforts on the identified 

violation. Officials of the Traffic Enforcement Team r e ~ o r t  that while 

speeding is often the primary cause of crashes at  manv locations, right-of- 

way violations are the largest single cause of accidents citywide. -4 motor 

officer is free to concentrate on any traffic offenses during the remainder 

of the available traffic enforcement time. 

The amount of time that  an officer spends enforcing speeding laws 

depends on the availability of radar and whether the officer chooses to be 

stationary or moving during patrol. An officer who has a speedgun is 

likely to concentrate almost all the traffic enforcement time on speedinq, 

while one without radar is more likely to spend time enforcing; speeding; 

only when on moving patrol. One motor officer reported that l~ithout a 

radar unit he is more likely to observe for, and be in a position to pursue, 

a speeder i f  he is moving in the flow of traffic. Still, the amount of 

time that a motor officer, moving or stationary, without radar spends on 

speed enforcement is estimated to be no more than one-third of all traffic 

enforcement time. 

The Tucson Police Department places verv little emphasis on national 

maximum speed limit (NMSL) violations because it is not responsible for 

patrolling the city's interstate highwavs. Last year, for example, only six 

citations were issued by the Tuscon Police Department for violatin? the 5 5  

mph limit. 

About half of all speed observations are  made with radar .  As 

mentioned earlier, all radars used by the Tucson Police Department a re  

stationary mode speedguns, either the (2741-6 or the Kustom HR8. There is 
no preference for either model; rather,  the selection depends on the 

availability a t  the time of the shift. Three radar guns are assiqned to 



each of the three motorcycle squads. They are i n  use during. almost everv 

shift unless mechanically inoperable. Each gun is assiqned to a  air of 

motor officers who decide between themselves how the radar will be used 

during the shift. 

The radar is calibrated a t  the beginning and end of each shift with the 

internal calibration device and a 50 m p h  tuning fork. Motor officers carry 

the tuning fork with them on patrol, and they are encouraged to calibrate 

the radar after each radar-based stop. Maintenance requirements for the 

radar are reported to be minimal. 

As ment ioned  ea r l i e r ,  al l  radar measurements a re  made in the 

stationary mode. A motor officer will normally use the radar at  no more 

than three locations per shift, and typically only one location. ($)he  ill 

spend anywhere from one to two hours at  a location, dependinq on the 

number of violators he observes, but will stay at  a location for a minimum 

of fifteen minutes if there is "no action." Motor officers do not attempt 

t o  hide their motorcycles when using radar,  and t raf f ic  from both 

directions is monitored with stationary radar. 

About half of the traffic team's observations are made through team 

configurations. Typically, a pair of officers will work a location; one 

officer operates the radar; when a violator is observed (s)he alerts tbe 

other officer, who pursues and stops the driver and writes the ci tat ion.  

While the second officer is issuing the citation, the first officer continues 

to run the radar until another violator is observed, a t  which t ime (s)he 

stows the radar in the saddlebag and personally pursues the driver. This 

procedure is used primarily when two motor officers a r e  assigned to 

adjoining; locations, or when speeding is identified as the primary cause of 

accidents in their assigned locations. Occasionallv, when an area  is 

identified as having a serious speeding problem, four- or five-officer teams 

are assigned to the location, with one officer takinq radar measurements 

and the others pursuing and citing violators. 

The other half of the team's radar observations are done in the solo 

configuration with a single officer responsible for observinp for, oursuinq, 

and citing speed violators. The Department stronglv encourages all speed 



citations based on radar to  be verified either by  a separate visual 

estimation or by a pace of the violators speed. 

All officers certified by the Department are permitted to operate radar 

on patrol. -411 motor officers are certified. There are about 340 officers 

currently certified to  operate the Kustom HR-8 radars and about 420 

certified on the CMI speedguns. Training in  radar use l ead ing  t o  

certification is done bv Field Training: Officers, who themselves are train& 

by several of the motor officers. The training consists of basic orinciples 

of radar, the operation of the units, and court testimony for weed 

citations based on radar. This training typically lasts one hour, with about 

one-third of the time devoted to classroom instruction and tlhro-thirds of 

the time spent on practice using the units. 

-4s pointed out earlier,  the traffic team has nine radar units at its 

disposal. Each squad is issued three guns per shift.  The sergeant i n  

charge of each squad is responsible for issuing the Tuns to his officers. 

Those officers who have radar guns either work together with other traffic 

officers to patrol high-violation or high-accident locations, or work high- 

violations locations (referred to as Ifduck pondsf1) alone. In Tucson speed is 

not stressed to the exclusion of other offenses; in fact, computer analysis 

of crashes at high-accident locations reveal right-of-way violations, as well 

as alcohol involvement and "other improper driving," to be at least as 

significant as speed in terms of causing crashes. Citation data confirm 

the Department's deemphasis of speed: fewer than one-quarter of all 

traffic citations are issued for speed violations. 

Officers without speedguns tend to devote as much time to traffic 

enforcement as their radar-equipped counterparts; but, as miqht be 

expected, those without speedguns emphasize traffic violations other than 

speed. Officers with radar frequently work "duck ~onds . "  In general,  

though,  "duck pond" enforcement is not encouraged by  Department 

officials, for it ignores the more important causes of t raf f ic  crashes. 

However, visible radar enforcement, directed at  flagrant violators, earns 

popular support for the Department and helps create deterrence. 

Speedometer pacing is the primary procedure used Sv officers :vi thout 



radar to observe for speeding violations. Typicallv, a motor officer will be 

moving in traffic as part of routine patrol when (s)he observes a speed 

violation. To pace the vehicle, the officer attempts to stav in the driver's 

"blind spot," and about 6 0  to 100 feet behind the driver, althouqh this is 

not always possible, particularly in dense traffic. T3e officer adjusts his 

speed until ($he is traveling at  the same speed as the suspected violator; 

a t  t h a t  point  ( s ) h e  no t e s  t he  speed  on t h e  speedometer. It is 

recommended by the Department that the officer maintain a clock (pace) 

for about 200  yards. Procedures used for pacing on a motorcvcle are no 

different from those for pacing an automobile; in fac t ,  i t  was reported 

that pacing on a motorcycle was more effective because it was easier for 

the motorcycle to remain in a driver's blind spot. Training in pacing is 

given a t  the police academy and during the field training program after 

the officer leaves the academy. It is not a specific p a r t  of t h e  

curriculum but rather part  of an instruction unit devoted to traffic 

enforcement in general; thus contacts in the Department were unable t o  

estimate the amount of time devoted to pacing. 

A small amount of speed measurements are made by stopwatch end bv 

visual observation. Stopwatches are used occasionally in school zones to 

enforce speed. An officer using a stopwatch first measures off a known 

distance in the school zone and then measures speeds of vehicles as thev 

pass through the distance. The officer has a conversion table of times and 

corresponding speeds and uses that  to determine the vehicle's speed. 

Motor officers rarely use a stopwatch because radar is usaully made 

available to them if  they want to enforce speed in school zones. Visual 

observation, with no other determination of speed, is used very rarely, 

and then only by experienced officers who do not have the opoortunity to 

pace or use their radar. The ability to  visually es t imate  speed is 

developed from repeated practice at estimating speeds and verifvinq them 

with either radar or a pace. .As a result, manv officers are not confident 

of their ability to visually estimate speeds and do not use this method. 

On the avarage, a motor officer travels an estimated fortv-six miles 

per shift.  This low figure is at tr ibutable to  hiqhly urbanized patrol 



locations, frequent traffic stops, and the use of stationary radar. A motor 

officer without radar is likely to travel somewhat more because (s)he is 

likely to be moving for more of his shift rather than measuring speeds in 

the stationary mode, 

Uni formed  Patrol .  Uniformed patrol officers are responsible for a 

wide range of activities. During a typcial shift, i n  addition to  t raf f ic  

e n f o r c e m e n t ,  a uniformed o f f i c e r  will be involved i n  cr iminal  

investigations, routine patrol, administrative duties a t  the stationhouse, 

court appearances, and a wide range of other activities associated with 

llline'l police duty. In an eight-hour shift,  i t  is estimated bv contacts  

assigned to Team I that thev are available for traffic enforcement about 

thirty-five percent of the time (about 3 hours) during night shifts. This 

estimate includes the time that they actually swend on traffic enforcement 

plus the time they spend on routine patrol when they are able to take on- 

view action for traffic violations. The percentage is ~ u c h  lower at  night 

because of the greater  demand for the officers' t ime for c r im ina l  

investigations and follow-ups, Team I officers also estimate that they are 

visible to the driving public during about fifty percent (1 hours) of their 

shift. During some of this time they mav be unable to take action aqainst 

a traffic violator, but they are visible and thus passing drivers are aware 

of police presence. -4 uniforaed patrol officer travels and estimated 

seventy-five rniles per shift. 

An estimated one-third of shift time available for traffic enforcement 

is spent on speed enforcement. This percentaye will vary dependinq on the 

makeup of the beat.  Areas with a great  deal of stoo-and70 traffic 

generally require that less time be spent on speed enforcement than areas 

where drivers can keep moving for longer oeriods of time. 

Each team is assigned two radar guns, which a re  shared arnonq the 

certified operators within each team. There is no formal rotation for use 

of the radar; it is divided among the squads, depending on the officers'  

interest in using it. For example, one uniformed officer estimates he uses 

the radar unit t!vo or three times per month. Occasionallv, the radar unit 



will be assigned by a squad sergeant  to a particular ~ r o b l e m ,  but 

uniformed officers a re  normally f ree  to use i t  as they wish, The 

procedures used by uniformed officers in operating the radar are the same 

as those used by the motor officers. Uniformed officers are probablv not 

as likely to use radar in a team confiquration, owinq to the necessity of 

staying within their own beats. -4 uniformed officer with radar will 

probably spend most of the available traffic enforcement time observinq: 

for speeders. 

Uniformed officers without radar use pacinq as their primary method 

for speed enforcement. There is very little difference bet ween pacing 

with an automobile and pacing with a motorcycle (described earlier), 

except that it is believed to be easier to remain inconspicuous to  the 

driver while on a motorcycle. An officer without radar spends an 

estimated one-third of the traffic enforcement time on speed. Uniformed 

officers occasionally use stopwatches i n  school zones and verv rarely 

enforce speed laws based on a visual observation onlv. 

Apprehension 

Traffic Team. Once a motor officer detects a speeder bv whatever 

method, (s)he must decide to pursue and apprehend the driver. Offficers 

usually observe the following guidelines in decidinq whether to stop speed 

violators: 

e under 10 mph above the limit--the driver will not he 
stopped unless unusual circumstances (such as weather) make 
the driver's speed unusually dangerous. 

a 10-15 mph above the limit--the driver will be stopped but 
likely will be given a warning 

over 15 mph above the limit--the driver will be stopped and 
is likely to be cited for speeding. 

Application of this unofficial tolerance is left to the individual off icers .  

Some officers indicated that they were more likely to stop and cite drivers 

measured 10 to 15 mph above the limit based on a pace rather than radar, 



because i f  they tried to use only a 10 m p h  tolerance usinq radar they 

could not possibly keep up with all the violators. Yost officers also 

reported that they are more likely to follow a higher tolerance in the rare 

instances that they make a visual observation of speed. 

If a motor officer decides to stop a speeder and concludes ( she  can 

safely pursue, (s)he typically turns on the the flashinq lights and ~ u l l s  into 

the left tire track of the driver so that (s)he is fully visible in the rear 

view mirror. If the driver fails to pull over the officer mav sound the 

horn several times to get the driver's attention. On some occasions, in 

heavy traffic, the officer may pull up to the side of the car and motion 

the driver to  the side of the road, using a hand signal. The officer 

attempts to pull the driver over to the shoulder of the road or to a side 

street i f  one is available. At night, the officer looks for a well-lighted 

area. Only when the officer suspects that the stop may be dangerous does 

(s)he radio in the vehicle's license   late number and the location of the 

stop. 

Once the driver has been pulled over a t  the side of the road, the 

officer positions the motorcycle about twenty-five feet behind the driver 

and a t  about a forty-five degree angle. The officer no r~a l l y  approaches 

the violator's vehicle on the driver's side. It is a matter  of officer 

preference whether to allow the driver to  remain in the car. Some 

officers indicated that it made no difference to them whether the driver 

stays in or gets out of his car; however, most said that thev required the 

driver to get out of the car if they suspected anvthing about the car or 

its occupants. A driver who is asked to leave the vehicle is reauested to 

stand on the curb to the right of the vehicle. The officer first asks the 

driver for the driver's license and them explains whv (s)he was s top~ed;  in 

speeding stops the officer tells the posted limit and the speed a t  which 

(s)he was traveling. If radar was used and the driver has anv questions 

about it, the officer answers the questions and mav allow the driver to 

view the radar readinq. After the officer has the driver's license, (s)he 

may return to the motorcycle and radio in the driver's license number; 

however, in  practice, this is done only when the officer suspects that 



something is out of the ordinary. If the driver's license is queried, a 

check for local warrants is always made and usaullv a check of the 

statewide criminal information network is made as well. 

Uniformed Patrol. Once a uniformed officer detects a speeder, the 

decision whether to stop the driver is guided by the same criteria as in 

the case of a motor officer. Uniformed officers generallv follow the same 

tolerance as the motor officers. Before pulling a driver over, a uniformed 

officer attempts to position the vehicle as close as possible to the driver 

before turning on his or her lights; i f  this does not attract the driver's 

attention, the officer then uses a short blast of the horn or siren. -411 

uniformed patrol officers radio in the vehicle's license plate number and 

the location of the top before pulling the driver over. Uniformed officers 

a r e  able to  do this becuase the number of traffic stops thev make Der 

shift is not so high that their queries would overload the communication's 

s ec t i on .  In c o n t r a s t ,  motor officers make so manv t raf f ic  stops 

(sometimes as many as 40 per shift) that it is not possible for them to 

query every license plate number and report the location of each stop. 

When pulling a driver over, the officer positions the patrol car to the left 

of the driver's vehicle to protect the officer from oncominq traffic when 

approaching the driver. Uniformed officers, like motor officers, onlv querv 

the driver's license number for a warrant check in situations when they 

suspect the driver. 

Pr esanct ioning 

Traf f ic  Team. Once the officer has obtained all the information 

believed to be necessary for the stop (s)he carries out the decision to issue 

a citation or a warning. Officers are given wide latitude in their decision 

to cite or warn. More than half of all stops for speeding bv the Tucson 

Police result in written warnings. Verbal warnings are almost never given, 

since the written warning is evidence of the officer's productivitv. The 

decision to cite or warn may be based on the previously stated guidelines, 



or i t  may Se a subjective decision by the officer that a warning is 

sufficient to correct a particular driver's behavior. On rare occasions, a 

stop of speeding may result in the driver's arrest for other violations such 

as outstanding warrants, drug possession, or drunk driving. With respect to 

outstanding warrants, this rarely happens because the motor officer rarely 

requests any information about the driver. 

There is no department policy requiring officers to write the citation at  

the clocked speed. Most officers round the cited speed down to the next 

lower multiple of 5 m p h .  Some officers indicated that i f  the meed 

observation were made by radar they would c i te  a t  the clocked speed. 

There is a great  deal of variance where the citation is written. Some 

officers prefer to write it a t  the side of the driver's vehicle, while others 

prefer to stand back by their motorcycle while keeping the driver's vehicle 

in view. After writing the citation, the officer then presents it to the 

driver. The entire procedure is estimated to take about ten minutes. A t  

the end of the shift, the officer turns in the originals and the enforceaent 

copies of all citations at  the station. 

Yotor officers make a large number of traffic s t o ~ s  during a tvpical 

shift, primarily because so much of their shift is devoted t o  t raf f ic  

enforcement. One officer estimates that a motor officer with a radar will 

make twenty-five to thirty-five stops per eight-hour shif t ,  with about 

ninety-five percent of the stops for speeding. An officer without radar 

may make twenty to twenty-five stops with less than f if tv percent of 

them for speeding. 

The Department uses number of driver contacts as one factor in judging 

the productivity of its officers. As a result, i t  is believed that  manv 

off icers  are  reported to use the radar as a "crutch" to increase the 

number of contacts they make. 

Uniformed Patrol. The citation procedures used by uniformed officers 

are the same ones used by the motor officers. While no quotas exist, 

driver contacts  are monitored to ensure that each officer k e e ~ s  active 

during his shift. Officers in Team I typically make six to seven driver 



contacts  per shif t ,  two or three of which will be for speed violations. 

Typically one out of four of the speed contacts result in a citation, while 

the other three result in written warnings. An officer who uses radar is 

likely to make more driver contacts, and most will involve speed. 

LAW GENERATION, ADJUDICATION, AND SANCTIONING 

Law Generation 

The Tucson Police Department charges nearlv all speedinq violators with 

violations of Arizona state law. Fewer than one-half of one percent of all 

speeders are cited under the Tucson city code; these, for the most part, 

are drivers detected speeding in city parks. Arizona law provides for a 

Basic Speed Law, a 5 5  mph statewide maximum limit, a 25  mph limit in 

business and residential districts, and a 15 mph limit i n  school zones. The 

city of Tucson, as other local authorities in the state, may alter these 

limits, provided an engineering and traffic investiqation is made and the 

changed limit is approved by the Arizona Department of Transportation. 

Arizona law classifies all speeding violations as misdemeanors; ar res t  

and adjudication procedures are governed bv the Arizona rules of criminal 

procedure. Maximum penalties for speeding depend on how many traffic 

convictions the convicted driver has had during the ~recedinq year, If 

there are no convictionss the maximum penalties are a $100 fine and 10 

daysf imprisonment; i f  there is one prior conviction the maxima are $ 2 0 0  

and 20  days, respectivelv; thereafter, the maximum ~enal t ies  are $300 and 

six months. Arizona law does not expressly require police officers to use 

marked vehicles while enforcing traffic laws; however, under the Arizona 

"fleeing and eluding" law a fleeing driver can be convictec' only i f  the 

patrol vehicle were clearly marked as such. There are no restrictions on 

police use of radar or any other speed measurements, The use of radar 

detectors is not prohibited in Arizona. 



Adjudication 

Speeding prosecutions are begun by issuing s citation and filinq it with 

the appropriate court which, in Tucson, is the City Court. T'7e Arizona 

Traffic Ticket and Complaint is used throughout the state as the charging 

document in traffic cases. There are 3 copies of the ticket: the original, 

which serves as the complaint and is filed with the court; the "defendant 

copy," which serves as a notice to the driver to appear in court; and the 

"enforcement copy," which is retained by the issuing police department. In 

Tucson the prosecutor's office is issued copies of contested citations onlv. 

The citing officer is responsible for selecting an "appearance date" and 

entering it on the traffic citation. In the case of a uniform (line) patrol 

officer, the date is set 7 to 10 davs after the citation date; in the case of 

a motorcycle (traffic) officer, about 3 weeks after the citation. driver 

who is taken into custody is qiven the right to amear within 24 hours.) In 

1979 a total of 11,109 speeding citations were issued by the Tucson Police 

Department. Citation policies are substantially the same whether or not 

the violator is an Arizona resident. However, City Court judges will, if 

possible, accommodate a nonresident violator who requests an immediate 

appearance. 

Tucson police officers also give cited drivers a card (printed in English 

and Spanish) containing plea and payout instructions. If the violation does 

not require a court appearance, the cited driver may check the "no 

contestTf box (there is no "guiltyfT box) on the card and mail in the card 

plus the appropriate sum listed for that offense. (Technically, the mailed- 

in sum is the bond that is forfeited, whereupon the case is closed.) In 

Tucson, the cited driver also has the option to plead not guiltv by aai l ,  

following which (s)he is notified of the court date. IIost drivers who close 

their cases do so bv mail. In some cases, including those in which the 

charged speed is more than 30 mph above the posted limit,  the driver 

must appear in court; ( she  has no option to pav or  lead by mail. The 

driver also may pay out in person, again by pleadinq no contest and crayinq 

out the bond which is forfeited and the case closed. Vost drivers (an 

estimated 85  to 90%) who close their cases do so through one of t3e 



payout procedures. Drivers who plead ''not guilty1' bv mail are assiqned a 

trial date by return mail; those who plead in person a re  assigned tr ial  

dates a t  the time thev plead. 

-4 driver who chooses to contest the citation has three options. The 

driver can: mail in the bond and plead not guiltv; post bond in person and 

plead not guilty; or appear i n  person, plead not guilty, and ask to be 

released on his or her own recognizance (that is, on an oral promise to 

appear), An est imated forty percent of the drivers who contest their 

citations do so by mail, approximately thirty percent bv postinq bond, and 

about thirty percent by release on recognizance. Trials are generally 

scheduled for thirty to forty-five days after the not-guilty plea is entered. 

Drivers who do not wish to contest the issue of guilt but who desire to 

offer explanations or simply "blow off steam," are directed to apoear at  

"traffic arraignment," which is held at  8:30 a.m. on davs when court is in 

session. Very few drivers cited for speeding-perhaps no more than five to 

ten per week--request arraignments; a t  the arraignment most of them 

plead guilty or no contest and at  that time make their explanation to the 

judge. 

Drivers who dead not guilty rarely (perhaps no more than 15% of the 

time) fail to appear, most likely because drivers who are motivated enough 

to contest the charge in the first place are also motivated to apDear at 

the trial. When a driver who is released on recognizance fails to apoear 

for a scheduled trial the case is left open and an arrest warrant or show- 

cause order is issued. In the case of a driver who posts bond and fails to 

appear, the bond is usually forfeited and the case closed (one exceotion 

involves charges of driving at  very high rates of speed). .4rnong all cited 

drivers, an estimated ten to twenty percent fail to either plead or prlv 

out. A driver who fails either to plead or pav out the citation bv the 

appearance date set by the citing officer is issued a computer-printed card 

notifying the driver of the nonappearance and giving an additional ten davs 

to appear. If the driver fails to answer this second notice, an arrest 

warrant is printed within five davs and is forwarded to a city judqe for 

signature. 



Trials of contested citations are held in the Tucson Citv Court. Thev 

are prosecuted by the city prosecutor; because speeding is a misdemeanor, 

guilt must be proved beyond a reasonable doubt. Although traffic offenses 

carry possible jail sentences, convicted speeders are rarely sentenced to 

jail. If a case arises in which a jail sentence is possible and the violator 

lacks funds for an attorney, then under the Constitution, an attornev must 

be appointed by the court. In the majority of speeding. cases tried in 

Tucson, the violator's speed is determined by radar. In radar cases t'ne 

prosecution presents, as required foundation testimony, the officer's 

qualifications to operate radar, the radar unit's proper working. order, and 

the use of proper radar operation procedures. While it is reported that 

only one City Court judge has doubts about the validity of radar i n  

general,  the court's other judges also prefer--but do not reauire-the 

officer's independent estimate of the violator's meed i n  addition to the 

radar speed measurement. When speed is measured bv ~ac ing ,  judqes do 

not require foundation testimony other than that the office's s~eedome ter 

is properly certified. When a speeding citation is based on the officer's 

estimate of the driver's speed, some judges a re  reluctant  to accept  

est imates as sufficient evidence of guilt: consequently, the judges  refer 

that estimated speeds be considerably higher than the posted limits i n  

force. 

A typical speeding trial held in the Citv Court lasts an average of 

twenty minutes. According to data supplied by the court ,  more than 

ninety percent of contested speeding cases result either in verdicts of 

guilty as charged, or guilty verdicts with a reduction in the fine. 

Few speeding cases are dismissed on account of the citing officer's 

failure to appear. The Tucson Police Department reportedlv has a strict 

policy against nonappearance by officers, and motorcycle officers who view 

themselves primarily as "traffic officersf' are especially conscientious with 

respect to their court appearances. 



Sanctioning 

The court 's scheduled fines for speeding convictions parallel the bond 

schedules for traffic citations. Fines range from eighteen dollars for 

drivers travelling ten or fewer miles above the limit, to sixty-seven dollars 

for speeds of twenty-six to thirty miles above. When the charged speed is 

more than thirty miles above the limit, or when the speeding violation 

occurs in a school zone, the fine is determined by the court and tends to 

be higher than the highest scheduled fine, In traffic cases, eiqhtv-five 

percent of fine revenue is retained by the ci tv of Tucson, while the  

remainder is allocated to statewide programs to train prosecuting attornevs 

and police officers. City Court judges generally do not have the offender's 

driving record available at  the time of sentencing; it is estirilated that 

records are available in fewer than two percent of all cases,  and these 

records note local traffic convictions only. 

Under Arizona law, traffic convictions a r e  required to be reported 

within ten days by courts to the Department of Motor Vehicles (DMV).  In 

practice, more than ten days elapse before reporting, so that the appeal 

period may expire and the disposition become final. Traffic convictions in 

Tucson City Court are appealable, on the record, to  the Pima Countv 

Superior Court; according to the City Court's Chief '11agistrate (judqe). "a 

fair numberff of speeding convictions a r e  appealed, but convictions a r e  

generally upheld on appeal. It was also reported that the number of 

appeals has declined since state law was amended to permit citv courts to 

try cases on the record. 

SUMMARY 

The Tucson Police Department has yeneral law-enforcement 3owers 

within the city. Its traffic-enforcement responsibilities do not include the 

Inters ta te  highways; thus their enforcement efforts are directed against 

violations on urban boulevards in the downtown business d is t r ic t ,  and i n  

residential areas, and do not include the 33 mph limit. Because Tucson's 

traffic is urban in character, traffic violations other then speed--chieflv 

drunk driving and right-of-vav violations--are the ~rincipal  targets of 



enforcement action. The Department's policy towards radar reflects tQe 

fact that violations other than speed are  major contributors to t raf f ic  

crashes; the Department has onlv eighteen radar units for A sworn officer 

complement of more than five hundred. Radar is considered to  have 

limited effectiveness and i t s  indiscriminate use is believed to impair 

overall traffic enforcement by directing attention to speed while ignoring 

other, more hazardous driving behavior, 

Central to  Tucson's t r a f f i c - en fo rcemen t  program is s e l e c t i v e  

enforcement directed a t  locations and times of the day identified by a 

computerized analysis of traffic crash reports, Most selective enforcement 

is carried out by members of the traff ic team, whose duties almost 

exclusively relate to traffic. Although the traffic team is small (about j06 

of Tucson's  sworn officers)  i t  accounts for nearly a third of the 

Department's traffic contacts. All traffic team officers ride motorcycles, 

and most of their enforcement is directed at  and around the central citv 

area. They work overlapping shifts Monday through Saturdav, and   lace 

the greatest  emphasis on the afternoon and early evening hours when 

crashes are most frequent. The average traffic officer is verv oroductive, 

averaging between fifteen and twenty traffic contacts per eight-hour shift. 

Traffic enforcement conducted by the uniformed (line) ~ a t r o l  is primarilv 

on-view in nature, although line officers equip~ed with radar units will- 

when time permits--specifically observe for speeders. 

Fewer than one-quarter of the Department's traffic citations involve 

speeding. That offense is stressed only in  areas where i t  has Seen 

identified as a chief cause of traffic crashes, and sometimes in locations 

where officersf experience and citizens' complaints point to a speeding 

problem. Radar accounts for slightly more than +alf of the De~ar tvent ' s  

speed measurements. 3ecause all of the Department's radar units a re  

hand-held speedguns, all radar speed enforcement is done in the stationarv 

mode. Most of the nonradar speed measurements  a r e  taken bv 

speedometer pacing. Pacing is compatible with officers' (especially line 

officers') other duties. Traffic team officers report that pacing with s 

motorcycle is more effective because the motorcvcle is less conspicuous 



when moving in traffic. Stopwatches are occasionally used in school zones 

and in other locations with a low posted speed limit. State law permits 

convictions based on visual observations alone; this procedure is used only 

when it is not possible to measure speed by any other neans. 

Most speed enforcement is carried out in the solo configuration except 

for team radar enforcement conducted by the traffic officers. About half 

of those measurements-usually those in areas where speed is identified as 

a problem--are carried out by two- or multiple-officer teams. 

The Department's enforcement policv generally emphasizes accident 

prevention and general deterrence rather than making a large number of 

speeding arrests. Patrol vehicles are conspicuously marked as such. An 

unofficial but widely followed speed tolerance of 15 mph exists. Written 

warnings for speeding are more frequent than citations, and the warninqs 

are believed to be effective in correcting driversf behavior. 

Traditional criminal procedures are used to arrest speed violators and to 

adjudicate speeding cases. Jail sentences are extremely rare, however, and 

c i t e d  s p e e d e r s  have t h e  opt ion of paving by mail, Radar speed 

measurements are generally acceeted by local judges, although they prefer 

corroboration by visual observation or pacing. Estimates based on visual 

observation alone are accepted,  provided the officer can demonstrate 

suf ficent experience using the procedure, and the violatorfs estimated speed 

was greatly in excess of the limit. In contested speeding cases, most 

defendants are found guilty. 

In conclusion, the following principal observations can be made with 

respect to speed enforcement in Tucson: 

e roads patrolled by the Tucson Police Department are urban 
boulevards, business distr icts ,  and residential a reas ,  and 
include no 5 3  m ~ h  highways; 

e t r a f f i c  e n f o r c e m e n t  p r i o r i t i e s  a r e  d e t e r m i n e d  b v  
computerized analysis of t raf f ic  crashes, and selective 
enforcement is carried out by the traffic team; 

visible enforcement symbols a r e  stressed;  however, the 
Department does not fur ther  publicize i t s  enforcement 
activity by conducting formal PI&E campaiqs; 



0 speed is given a very low priority because other drivinq 
violations are found to be more im~ortant  contributors to 
accidents; 

4 radar is deem~hasized, but it is used; speed measurements 
are alwavs taken in the stationarv mode; 

a speedometer pacing is used almost as often as radar to 
measure speeds; 

stopwatches are used to measure speeds in school zones and 
other low-speed zones; 

a visual speed determinations are permitted by law and are 
given some degree of acceptance by courts; 

e a l l  members  of the  t r a f f i c - en fo rcemen t  t eam use 
motorcycles for patrol; and 

0 written warnings to speeders--which are  believed to be 
ef fective--are nore frequent than citations. 





CHAPTER NINE 

CASE STUDY 
STATE OF CALIFORNIA 

(HIGHWAY PATROL) 

BACKGROUND 

California has the highest number of inhabitants (estimated in 1978 to 

be 2 2.27 million), licensed drivers (reported by the Depart men t of Mot or  

Vehicles [ D M V ]  t o  be 15.02 million as of 1978), and registered vehicles 

(estimated in 1978 by the DYIV to be 16.06 million) of any state.  It has an 

a rea  of 158,693 square  miles, which includes extensive urban and rural 

areas as well as every type of climate and terrain. According to  da t a  

reported by the California Highway Patrol (CHP) there were, at  the end of 

1977, a total  of 134,264 miles of roads of all types in California. 

In 1978 there occurred in California a total of 531,328 traffic crashes. 

Of that total there were 4,712 fatal crashes in which 5,296 persons were 

killed, and 211,156 personal-injury crashes in which 312,620 were injured. 

Crashes and casualties, as in the case  of t r a f f i c  volumes, a r e  heavily 

concentrated on freeways and primary s ta te  highwavs. 

The roads patrolled by  the  CHP include 2,268 miles of In t e r s t a t e  

highways. The principal north-south Interstate route is 1-5, which runs the 

entire length of California; major east-west Interstates include 1-80 in the 

north, and 1-10, 1-15, and 1-40 in the south. The CHP also patrols all 7,414 

miles of California's non-Interstate f reeway sys tem,  most of w9ich is 

concent ra ted  in t he  Los Angeles and Ssn Francisco rnetrooolitan areas. 

The Patrol reports that 9,627 miles of primary (US. or s t a t e  numbered) 

highways and 83,793 miles of secondarv roads are currentlv under its 

jurisdiction. Not al l  of California's roads, however, are patrolled by the 

Highway Patrol: CHP's jurisdiction extends only to freeways and to roads 

outside incorporated municipalities. -4n estimated 65O6 of the roads under 

CHP jurisdiction have posted speed limits of 5 5  mph. However, as the 



Patrol's citation statistics imply, the great bulk of its enforcement activitv 

is conducted on controlled-access and primary highways; consequently, more 

than 90% of its speeding citations are for exceeding the 5 5  mph limit. 

GENERAL DESCRIPTION OF THE CALIFORNIA HIGHWAY PATROL 

During the site visit to the California Highway Patrol, contacts there 

repeatedly s ta ted  that  i t  was not possibIe to  generalize about CHP 

operations statewide, nor was there a "typical command area'' that would 

fully reflect the CHPfs statewide operations. As a result,  the general 

description of the Patrol is necessarily somewhat vaque. project staff did 

visit one of the CHP's area commands, located in South Sacramento, t o  

gain greater insight into the details of CHP speed-enforcement and other 

precedures. Where the description of South Sacramento's orocedures add to 

or differ from the statewide descriptions, they are also included. 

Duties and Organization 

The California Highway Patrol is responsible for traffic-law enforcement 

and promoting safe travel on the state's highways. CHP officers perform 

little criminal investigation (one exception involves organized vehicle-theft 

rings), nor do they enforce general criminal laws except on an on-view 

basis (such as when an officer discovers contraband in a vehicle or is 

alerted to a fleeing felon), Criminal law-enforcement on a Wqular basis is 

left to county sheriffs' and municipal police departments. 

The California Highway Patrol reported that  its fiscal 1980 budget 

totalled $ 2 7 5 . 2  million, of which all but $3.55 million was provided by 

state appropriations. The latter sum represents federal aporooriations to 

CHP, and includes $1.65 million in grants from NHT9X. Ap~roximately 

one-s ixth  of t h e  P a t r o l ' s  budget  ($40.5 mil l ion)  was s p e n t  on 

"administration, corn mand, support s t a f f ,  and overhead." The current 

budget also earmarks $6.67 nillion for the purchase of new patrol vehicles. 

CHP contacts discussed the possible impact of two budgetary factors: the 

increased price of fuel; "and Proposition 13,'' the 1978 voter-enacted limit 

on local taxation. So far neither development has forced CUP to reduce 



its strength nor has the Patrol been forced to reduce its overtime pay, 

although it has been unable to expand. Since the purpose of Proposition 1.1 

was to reduce local taxes, California's state government has Seen affected 

only insofar as it diverted its accumulated surplus to  localities t o  

compensate for their loss of revenue, and has reduced its expenditure to 

conserve funds. With respect to fuel, the CHP built i ts  own bulk fuel 

facilities after the 1973-74 oil embargo to guard against future shortaqes, 

and has allowed for increased fuel costs in each of its budgets since then. 

The Patrol reports that its fleet currentlv consists of 1,928 automobiles, 

207 motorcycles, 4 fixed-wing aircraft, and 6 rotary-winq aircraft .  I n  

a cco rdance  with s t a t e  l aw,  a l l  patrol vehicles are  marked; most 

automobiles are painted in the Patrol's traditional black-and-white, and all 

bear conspicuous CHP decals on either side. A large prooortion of the 

Patrol's vehicles (in South Sacramento, it was about 30°6) are  equipped 

with light bars. Most of these vehicles are assigned to urban areas where 

patrol visibility is important. Because light-bar-equipped vehicles are  so 

eas i ly  recognized they a r e  disliked by officers assigned to speed 

enforcement; these vehicles are, in general, used somewhat less often and 

are driven fewer miles. 

The CHP recently purchased approximately 900 citizens-band (CB) nadios 

and, at the same time, conducted an internal study of their effectiveness. 

That study's general conclusion was that the radios are of relativelv Iittle 

value in reducing response time to crashes and susoected inpaired drivers; 

thus no more CB purchases are  planned. At present about 800  CHP 

vehicles (roughly half the entire force) are  CR-equipped; this fiqure 

includes radios owned by individual officers. CR use is more frequent in 

sparsely populated areas. Radios may be used to monitor conversations but 

not to entrap violators; nor are they used by officers to lladvertise" the 

presence of patrols, 

The CHP motorcycle contingent is the largest of any statewide police 

agency. Motorcycle patrols are  deployed primarily in urban areas ,  

especially around Los Xngeles and San Francisco, where traffic congestion 

inhibits the use of automobiles. ~~otorcycles  are rarely used elsewhere in 



the state, since they are considered by the CHE! to be more expensive to 

operate than conventional automobiles. Although motorcvcle officers issue 

speeding ci tat ions,  they issue comparatively fewer than the Patrol as a 

whole, especially for exceeding the 5 5  mph limit. 

The Patrol's fixed-wing aircraft are used primarily to detect traffic 

violators and drivers in need of assistance, while the rotary-wing units are 

used for such nonenforcement tasks as searches, rescues, and evacuations 

of injured persons. Unlike all other s t a t e  police and highway patrol  

agencies, the  CHP uses no radar units in enforcement. However, CHP 

radars are used to calibrate speedometers and to monitor traffic speeds. 

Although the Patrol is not expressly forbidden by law to measure soeeds bv 

radar, the state legislature has consistently refused to  a p ~ r o p r i a t e  the  

Tatrol any funds to purchase radar units and, in addition, has indicated 

that it would strongly disapprove of the CHP using radar. Moreover, the 

CHP has no stopwatches or V-4SCAEl units since California's "speed t r a ~ ' '  

law expressly prohibits any police agency from using time-dist a n c e  

measurements as evidence of speed. The outlook is not considered 

favorable for CHP use of radar in the immediate future; although bills are 

introduced each year to appropriate funds to the Patrol to purchase radar, 

they are not considered likely to pass. CHP officials believe that  the 

introduction of radar would produce a sharp immediate decrease i n  

speeding violations, but that  decrease would be temporary and would 

dissipate as the public became familiar with the CHPfs radar measurement 

techniques. 

The Patrol  is headed by an appointed Commissioner, who in turn 

appoints a Deputy Commissioner and two Assistant Commissioners, one of 

them responsible for field operations, the other for staff and support 

services. CHP fieid operations are divided into eight divisions. Each field 

division covers a different region of the state, and is commanded bv a 

Deputy Chief. -Each division is in turn subdivided into ten to seventeen 

smaller regions, known as areas. There are, in all, ninety-five CHP area 

commands, Area commanders in the larger commands hold the rank of 

captain; beneath the commanders are uo to four lieutenants res~onsible for 



supervising the  sergeants who, in turn, direct the command's day-to-day 

patrol operations. Smaller commands are headed by a lieutenant who is 

assisted by special duty officers. 

Each command area is further subdivided into beats. The length of a 

beat depends on the  t r a f f i c  volume and frequency of crashes there .  

Normally an of f icer  assigned to  a Sea t  has t he  authori tv  to  oatrol  

anywhere within it, but is expected to focus on the  more f reauent  and 

severe traffic problems found there. 

Pro jec t  s t a f f  visited one of CHPfs area commands, located in South 

Sacramento. That command serves an area estimated to cover 7 0 0  square 

miles, wi th  a total population of approximately 363,000. The area's major 

CHP-patrolled highways include 1-5 (north-south), V.S. 50, (east-west), and 

California 9 9  (north-south).  The south Sacramento area also includes 

numerous unnumbered roads that carry high volumes of t r a f f i c  through 

unincorporated areas. In all there are 153 miles of numbered highways and 

1,960 miles of unnumbered county roads within the command area. 

The South Sacramento command is headed by an area commander who 

holds the rank of captain. He is assisted by two lieutenants, an executive 

officer and a field-operat ions officer. Beneath the field-operations officer 

are  six sergeants, two of whom are responsible for each of the command's 

three shifts. The command has a total of sixty-two sworn officers, forty- 

eight of whom are  field (line) officers. 

Public Information and Education 

The Highway Patrol conducts extensive ~ubl ic i tv  efforts to Dromote safe 

driving, and these  a r e  intended to  complement i t s  law-enforcement  

activities. The Patrol maintains a public affairs office that is res~onsible 

for statewide publicity campaigns and informing the area commands about 

CHP programs. Each of the eight CHP divisions, and each area command, 

also has an office of public affairs responsible for publicizing the Patrol's 

activity in that area. 

Statewide publicity campaigns tend to focus on a specific safetv issue 

each month. In recent years several monthly campaigns per year have 



focused on 55 mph compliance. Statewide campaigns are oublicized by a 

variety of means, including the mass media, billboards, and appearances bv 

individuals from s t a t e ,  division, and area CHP speakersf bureaus. Vost 

publicity campaigns stress safe driving in general but some incorporate the 

threat of enforcement in their safety messages. 

TRAFFIC ENFORCEMENT 

Overv iew 

Although the California Highway Patrol is responsible for enforcinq the 

full range of t r a f f i c  laws, speeding is cons idered  a major  f a c t o r  

contributing to  t raf f ic  crashes. Speed enforcement is stressed by the 

Patrol's official policy; however, speeding is not enforced to the exclusion 

of all  o ther  traffic offenses. CHP contacts stated thev reqarded drunk 

driving as an extremely serious problem; moreover, they ~o in t ed  out that 

t h e r e  a r e  circumstances--such as rush-hour t raf f ic  on metropolitan 

freeways-that require attention to violations other than speed, such as 

failure to  yield the right-of-way. It is impossible to make a statewide 

generalization, since California is such a large and diverse jurisdiction; 

nonetheless, speeding is considered a priority enforcement target by most 

CHP area commands. The Patrol's 1978 citation figures bear this out: of 

the 2.47 million traffic citations issued by the CHP that year, speeding 

was the largest single category: 1.13 million or about 4 6 %  of the total. 

The CHP also issued approximately 1.96 million verbal warning~s for traffic 

offenses, made about 12,000 felony arrests, and made about 1-52 million 

motorist assists. 

In terms of geography, the  Patrol's traffic-enforcement authority is 

almost exclusive outside incorporated cities, for under s t a t e  law county 

sheriffs have no legal authority to conduct traffic patrols. (There are 2 

exceptions: the Los Angeles County Sheriff is allowed to contract  with 

ci t ies there for traffic enforcement in unincorporated areas: and sheriffs 

anywhere in the state may arrest drunk drivers.) 

In addition to  s t a t e  law, CHP officers have authority to enforce 



municipal and county ordinances. It is the Patrol's policy to cite a driver 

for the state law (Vehicle Code) violation when a t raf f ic  offense is 

prohibited both by the Code and by a local ordinance, Thus, speeders are 

always charged under the appropriate Vehicle Code provision. 

As stated before, the  eat majority of CHP speed citations, perhaps 

ninety percent, are issued for exceeding the .35 mph limit.  The Patrol 

issues more speed citations than any other police aqency in the nation: in 

fact, the CHP accounts for better than one-tenth of all such citations, 

This is so even though the Patrol is not allowed to use radar to measure 

speeds, nor does it run such "high-visibility" speed enforcement Droqrams as 

Maryland's "Operation Yellowjacket." CHP contacts ex~ressed the view 

that their agency has been unfairly accused of laxity with respect to .55 

mph enforcement; moreover, they insisted that California cannot be 

compared with other states, especially eastern ones. 

CHP contacts estimated that urban freeways carry foriy percent of all 

traffic on CHP-patrolled roads, freeways outside incorporated areas carry 

twenty-five percent, and primary highways account for another fifteen 

percent. As a result, freeways and primary highways receive reqular 

patrol coverage; the other roads, except for the heavily traveled arteries 

in unincorporated suburbs, are patrolled on an on-call basis. 

Deployment 

The CHP reported that its current statewide strength consists of 4,738 

sworn officers (of which 3,192 a re  line officers) and 1,233 c ivi l ian  

employees. Because the CHP is a traffic-enforcement agency, all of its 

line officers are  assigned to traffic-enforcement duties. Given the 

Highway Patrol's current strength, the larqest number of vehicles that can 

be deployed at one time is about 900  (from 3:00 p.m. to 11:00 p.m.); a t  

other times of the day the Patrol's field strength ranqes from a low of 

300 to 400 (between 3:00 a.m. and 6:00 a.m.) to a high of about 500 to 

7 0 0  vehicles (between 6:00 a.m. and 3:00 p.m.). The CUP has a ''doub1ino;- 

up" policy that  calls for two-officer patrols af ter  l0:00 p .m.  Area 

commanders may adopt a doublinq-up policy for shifts beginning orior to 



10:OO D.m.; they typically will do so only in dangerous locations within 

their area. This policy does not apply to resident posts. These ~os t s -  

which are found mainly in remote areas-are officers1 residences. Resident 

officers, when not working a regular shift, can be reached at  home in the 

event of an emergency. By definition, they are one-officer patrols. 

The average CHP officer is able to devote the bulk of an eight-hour 

shift to on-the-road enforcement. Because the CHP provides for eight and 

one-half-hour shifts, including one-half hour for lunch, downtime is low. It 

is estimated that less than one hour per shift is devoted to administrative 

duties, briefings, and paperwork. During most of the remaining seven 

hours the officer  is visible to traffic. (In the South Sacramento area 

command, officers are estimated to be visible for 5 hours per shift.) The 

typical officer is, for about four hours per shift, on random traffic patrol 

and is available for any traff ic-relat  ed assignment, including speed 

enforcement. On the other hand, time devoted exclusively to speed 

enforcement is reportedly low, ranging from five to ten minutes per shift 

on county roads to  about forty minutes per shift on freeways outside 

incorporated areas. 

CHP officers are deployed according to two principal criteria: traffic 

volume; and crash frequency and location. O n  occasions C H P  area  

corn mands will also deploy o f f i ce r s  i n  response to  specif ic ci t izen 

complaints, such as drag racing on a regular basis in the same location. 

Selective traffic enforcement is not carried out on a stateside basis: this 

is a matter left to the area commands, which have first-hand knowledge of 

t raf f ic  problems. Area commands, using data supplied them by ?HPfs 

planning and analysis section, decide when and where t o  deplov officers 

and what offenses to stress. Deployment patterns vary greatly from area 

command to area command, and even among the beats within a command. 

Each area  command determines what its officers1 shift hours will be: 

however, typical shifts in most command areas are: 5:45 a.m. t o  2:15 

p.m.; 1:45 p.m. to 10:14 p.m.; and 9:45 p.m. to 6:15 a.m. Manv commands 

also deploy one or two additional shifts that  overlap the regularly 

scheduled ones, primarily to observe for and detect drunk drivers or to 



provide additional patrol coverage during periods of peak activity. Some 

com mand areas, especially small ones that cover larqe geographic areas, 

might choose to deploy no night shift. Some command areas contain 

"resident posts." 

In South Sacramento, the day shift runs from 6:15 a.m. to 2:45 p.m. 

Normal strength on that shift averages ten single-officer units. The 

evening shift runs from 1:15 p.m. to 10:15 p.m., and averages twelve sinqle- 

officer units. The night shift runs from 10:00 p.m. to  5:30 a.m.; i t  

averages three two-officer units on weekdays, four on weekends. Because 

the CHP requires its officers to work eight and one-half hour shifts, there 

is some overlap among the shifts. However, unlike many ot$er area 

commands, the South Sacramento command seldom deploys additional 

overlapping shifts to observe for drunk drivers. The area commander and 

his staff believe that DWI enforcement by the three regular shifts is most 

efficient and is more cost-effective than deploying an extra shift on a 

regular basis. 

In South Sacramento, officers are  deployed on the basis of traffic 

density and crash locations, as determined by C H P  data  printouts and 

officers' judgment. If citizens constantly complain about violations 

occurring in a particular location (such as a school zone), officers may be 

deployed there. Deployment patterns are reviewed 4 times a vear bv the 

field operations officer. Once a month the sergeants reschedule their 

officers to particular shifts and beats, and they are also responsible for 

day-to-day deployment. Sergeants can vary an officer's rnonthly schedule 

at any time, if it is necessary to do so. Normally each beat is patrolled 

by an officer for 1 month at which time (s)he is assigned to a different 

one. In all, the South Sacramento area consists of 17 beats. Each beat 

typically consists of a section of a major highwav, called a "major beat," 

which is patrolled around the clock, and includes nearby nonprimarv 

highways called "minor beats," which are patrolled on an on-call basis. 

Beats range in length from one and one-half miles (a section of freeway 

passing through downtown Sacramento) to upwards of 20 miles in the more 

rural regions of the area. -4 beat contains no more major highway rnileaqe 



than an officer can cover during peak hours. All beats are patrolled bv 

officers in automobiles, since the South Sacramento command has no 

motorcycles. On the average, an o f f i ce r  assiqnetl to a freewav beat 

averages 125 to 210 rniles per shift; one assigned to a surface-street beat 

covers an average of 7 0  to 110 miles per shift. 

Contacts within the South Sacramento area command character ize  

speeding as the leading cause of crashes within the area, followed by 

alcohol- and drug-impaired driving, and right-of-way violations. The 

amount of time per shift that each officer spends specifically observing for 

speed violators varies from officer to officer; the proportion is somewhat 

greater on freeways than on county roads. It was noted, however, that dl 

officers are conscious of speeding-even when they a r e  not specifically 

observing for it--because it is considered the command area's leading cause 

of traffic crashes. Most speeding citations issued in South Sacramento 

charge the driver with violating the 55 mph speed limit. 

Some area commands reportedly deploy "teamsf' to observe specifically 

for speeders at  certain locations or times of the day. Whether such teams 

are used depends on the command's enforcement s t ra tegv;  there is no 

s t a t e  wide program placing speed-enforcement teams on California's 

highways. These local speed-enforcement teams should be distinguished 

from the team radar procedures described in the literature, which involve 

observation and "catch" vehicles. With the exception of aircraft patrols, 

CHP officers rarely i f  ever use a configuration in which one officer 

measures speed and other, downstream officers pursue and cite violators. 

Rather,  a CHP "speed team'' ir a group of officers who, b:7 common 

understanding within an area command, a re  assigned to observe for 

speeders during that shift. On occasion, one officer will radio ahead to 

another unit if the first officer is unable to pursue and cite. However, 

these two-officer arrests are not the result of any team configuration Der 

se. 

The South Sacramento command formerly operated such a speed- 

enforcement unit; however, because of manpower limitations i ts  patrols 

have since been suspended. Currently emphasis is given to hiqh-speed and 



high-accident locations, but specializd units are no longer assigned to 

enforce speed laws per se. 

Surveillance and Detection 

The CHP is unique among state-level traffic-enforcement agencies in 

that it does not use any electronic or mechanical speed-measuring devices. 

-4 statute, pased in the 1920s to combat the abuse of speed-enforcement 

practice by local governments desirous of raising revenues, prohibits time- 

distance speed measurements. In addition, public opinion demands that the 

CHP "play by the rulesf1 and avoid covert or deceptive enforcement 

techniques. The California legislature has responded to these demands by 

refusing to fund CHP purchases of radar and by prohibiting the use of 

unmarked vehicles in traffic-law enforcement. CHP ~o l i cv  reinforces state 

law and also prohibits the hiding of vehicles. 

Officers observe for speeders primarilv on an on-view Sasis, either 

while randomly patrolling a beat or while parked at the roadside observinq 

traff ic in general, CHP officers rarely remain stationary: they are 

encouraged to remain moving while on duty; when it becomes necessarv to 

stop (for example, to complete paperwork) the officer is encouraged to do 

so in full view of passing traffic. This is believed to deter violations 

because, as stated before, all CHP vehicles are conspicuously marked as 

such. In general a patrol vehicle is likely to be parked on more 

occasions--due to motorist assists and traffic crashes--in metropolitan than 

in rural areas. Normally the patrol vehicle is parked on the right-hand 

side and parallel to the road, facing in the same direction as the flow of 

traffic. In rural areas where this is posible, officers frequently park their 

vehicles perpendicular to the highway. 

Because the CHP has no radar equpiment, and is also prohibited from 

using s topwatches  or  VASCAR t o  measure  speed ,  two pr incipal  

measurement procedures are used instead: visual observation and pacing. 

What measurement method is used depends on terrain, time of dav, and 

road and traffic conditions. 

Visual observation is, operationally, the simplest of all measurement 



methods. It involves judging whether a vehicle is travelinq over the speed 

limit and, on the basis of the officer's experience and observation of other 

traffic, estimating its speed. California law permits speeding convictions 

based on estimated speeds, and estimates of experienced police officers are 

generally accepted by courts in speeding trials. 

Visual observation alone is not the preferred method of rneasurinq 

speeds; rather, this technique is used when a pacing is impossible, such as 

when traffic is heavy, or when the officer has no immediate access to the 

highway. Visual observation is also used to corroborate speeds determined 

by pacing. Testimony in court ,  based on speed estimation alone, is 

required to  be more elaborate than testimony based on pacing. For 

example, the officer who makes an es t imate  must judze the violator's 

speed in relation to that of other traffic (i.e., "it passed 6 other vehicles 

at  a high rate of speed"). 

Many--but not all--CHP officers are trained in speed estimation as part 

of their field training at  the area command. Typically one officer trains 

another by driving a vehicle a t  various predetermined speeds past the 

location where the other is observing, asks the other officer  for an 

es t imate ,  and gives his or her true speed. In time, and with practice, 

officers gain considerable expertise in estimating speeds, for example, by 

becoming aware of the distorting effects that traffic flow and vehicle 

types (such as sports cars) have on perceptions of speed. However, even 

experienced officers will make errors of several mph in their estimates; to 

account for this, officers are instructed to reduce their speed estimates to 

the next lower multiple of 5 mph. 

The chief speed-enforcement procedure is pacing, which is su~por ted by 

visual speed determination whenever possible. An est imated ninetv-five 

percent  of all speed citations written in the South Sacramento command 

area are based on pacing; the remainder (violations involving speeds that 

are "so outrageously high1' that the officer could not accurately clock the 

speed) are based on visual determination alone. One area  command 

contact expressed the opinion that pacing is dangerous because the officer 

must exceed the speed limit to make an accurate speed determination. 



Speedometer pacing is the predominant measurement arocedure (used an 

estimated 9 0 %  of the time in South Sacramento), although i n  the less 

densely populated southern part of the area, odometer pacing (defined 

below) is frequently used. Sources believed that an officer must become 

very adept a t  the odometer pacing procedure before (s)he can use it 

consistently. 

Although officers a re  trained in pacing at the CHP Academy, it is 

believed that the "realff speed-enforcement training is given at  the area 

command by the FTO (field training officer) and is supplemented by 

discussions about speed enforcement among the area command's officers. 

Training of a new officer by an FTO is normally completed in thirty 

working days; a small minority, of new officers (some 10°6 to 15%), 

however, require supplementary field training beyond the 30-day minimum. 

Pacing necessarily begins with the visual observation of a vehicle, and a 

determination that  it is exceeding the speed limit. If traffic and road 

conditions permit, the officer attempts to fall i n  behind the suspected 

violator to determine more accurat elv the suspect's speed. Deoending on 

traffic density and terrain, an officer will select either of two forms of 

pacing: speedometer pacing or odometer pacing. 

In speedometer pacing the officer typically begins t he  pacinq 

procedure in a lane different from that of the violator, so that the ~ a t r o l  

vehicle is positioned in the driver's "blind spot." If it is not possible to 

position oneself in  the "blind spot," the officer selects another location 

behind the suspect's vehicle, where (s)he cannot easily be seen. In  any 

event, the officer adjusts the patrol car's speed so that the distance 

bet ween vehicles remains constant, and notes the offending vehicle's speed. 

There is no specified minimum distance over which the officer remains a 

constant following distance; an officer typically will Dace over a course 

between one-quarter and on-half mile. Once the officer is satisfied that 

his or her speedometer reading accurately ref lec ts  the speed of both 

vehicles, and that a speeding violation has occurred, (s)he will pursue the 

driver and take action. 

CHP speedometers are required to be calibrated a t  least once everv 



ninety days or twenty-thousand miles, whichever occurs first. Although 

they are not required to do so, some officers independently compare the 

vehicle's actual speed against the speedometer readinp at  the beginning of 

each shift. The CHP is issued guidelines relating to speed tolerances, and 

they provide the following: i f  the violator's speed is 1 to 4 mph above the 

limit the officer may make a stop; if the speed is 10 or more mph above, 

the officer  shall stop and should cite. This policv is reflected in the 

distribution of clocked speeds among violators cited for exceeding the 55  

rnph. It was reported that more than three-fifths of the clocked weeds 

are between 6 5  and 7 0  mph, and that another thirty percent are between 

60 and 6 5  mph. Citations for speeds between 5 6  and 60 mph a r e  

reportedly very rare, giving drivers the impression that the CHP has some 

form of official tolerance. 

Odometer pacing is used to measure speeds on roads where the traffic 

volume is relatively low, the terrain is flat, and the road contains manv 

landmarks, such as overpasses. This method permits the officer to remain 

far behind (and out of the sight of) the suspected violator b u t  s t i l l  

determine his or her speed more accurately than by visual observation 

alone. Essential to a successful odometer pace are frequent landmarks. In 

odometer pacing an officer observes a suspected speeder and then falls in 

behind, remaining about two- to three-tenths of a mile to the rear. After 

selecting a speed (s)he believes is equal to that  of the suspect, (for 

example, 65 mph), the officer selects a landmark and, using the odometer, 

determines how far (s)he is behind the suspect's vehicle. The officer--still 

maintaining his or her speed-then selects a second landmark and again 

determines how far behind (s)he is. If the second difference is larqer, the 

suspect is "pulling" (traveling faster than) the officer. At that point the 

officer may either pursue and take action, or increase the patrol car's 

speed to obtain a higher and more accurate measurement. In odometer 

pacing CHP officers typically cite at  the highest speed maintained during 

the pace. In both forms of pacing some officers might reduce the charged 

speed to "sell1' the citation to a driver; however, there is no official CHP 

policy regarding speed reductions beyond the tolerances and the allowance 



fo r  speedome te r  e r r o r  already mentioned. Contacts  in  the south 

Sacramento command state that when pacing is used, charged speeds are 

usually rounded to  the next lower 5 mph increment (reductions thus 

average 2 to 3 mph); speeds determined by visual observation are reduced 

by somewhat larger amounts, perhaps 5 mph or more. In both cases the 

reductions are  made to  compensate for possible inaccuracies in the 

measurement procedure. 

Vast pacing is done by officers in automobiles, but some is done in 

motorcycles as well. In sparsely populated areas of California, speeds are 

sometimes measured by aircraft pacing. The CHP currently has 5 fixed- 

wing aircraft that are capable of flying a t  comparatively low speeds 

(typically a ground speed of 65 mph). Roads on which vehicles are paced 

by aircraft (typically high-violation interstate highways in "wide-open" rural 

areas)  a r e  marked every mile. Commonly a CHP aircraft patrol  ill 

operate from an altitude of 300 to 700 feet. Once a suspected speeder is 

observed from the air the pilot (who is a sworn officer) determines the 

aircraft's ground speed using a stopwatch, and determines whether the 

suspect vehicle is "pullinq." Officers in aircraft use stopwatches onlv to 

determine the airplane's ground speed, no t  to measure vehicle speeds 

directly. The use of watches in this procedure has been challenged as a 

"speed trap'' but CHP sources state that  only one s t a t e  court--a tr ial  

court, not an appellate court-that has considered the leqalitv of aircraft 

pacing has so far characterized i t  as a time-distance measurement 

prohibited as a "speed trap." When an aircraft pilot (who normally is the 

only person aboard) determines that a vehicle is speeding (s)he will radio a 

description of the violator to a ground unit, which will then Dursue the 

offender. The number of "catchv vehicles working with an airplane varies 

from 1 to as many as 12 or 13. On occasion no catch vehicles are assigned 

to work with an airplane; instead, reports of violators a re  radioed to 

vehicles on regular patrol in the area. If an officer in a catch vehicle is 

able to  make an independent observation and determination of t he  

offender's speed, the latter determination ~rovides the basis for citation 

and la ter  testimony i n  court; otherwise the citation and subseauent 



prosecution will be based on the pilot's original speed determination. 

A typical aircraft patrol operates for four to five hours a t  any one 

time. On many days there are two separate air patrol shifts. -4lthough 

most airborne patrols are deployed in the daytime, nighttime patrols a r e  

also possible and some are deployed after dark. In most CHP air oatrol 

areas weather conditions are such that airplanes can be flown on most 

days of the year. While fixed-wing aircraft usually patrol for the express 

purpose of speed enforcement, the CHP also operates general-purpose air 

patrols that  will observe for speeders on an on-view basis only. P H P  

contacts report that they conduct publicity campaigns in connection with 

their a i rcraf t  speed-enforcement patrols; this is believed to create a 

deterrent threat even when no aircraft are aloft. 

The South Sacramento area command uses both fixed- and rotary-wing 

aircraft. The craft are owned by the Division and are rotated among the 

area commands; typically the commands that request aircraft are likely to 

be issued them. South Sacramento is preparing a program in which fixed- 

wing aircraft will be used weekly. These will be used on the wide-open 

beats on 1-5 and California 99, in the southern part of the area ,  where 

ground patrol vehicles a re  too easily seen by violators. In the south 

Sacramento area, aircraft normally fly a t  an altitude of two thousand feet. 

A i r c r a f t  p i lo t s  i den t i f y  speede r s ,  leavinq the actual  pursuit and 

apprehension to catch vehicles, whose drivers obtain an independent speed 

observat ion and take action on that  basis. Contacts  in the South 

Sacramento command believed that  a t  least  three  catch vehicles a re  

necessary t o  support an aircraft speed-enforcement procedure; otherwise 

the ground units would be overburdened by violators identified from the 

air. Fixed-wing aircraft are preferred for daytime duty, while the rotarv- 

wing unit is used for night as well as daytime dutv. In the South 

Sacramento area, aircraft are typically used for two three-hour periods Der 

shift. 



Apprehension 

Once an officer has determined the violator's speed and decided to take 

action, k)he activates the amber flashers and increases the patrol vehicle's 

speed to get  close enough to attract the violator's attention. Once the 

officer is close enough (typicallv directly behind the violator) (s)he 

activates the red flashing lights, Officers are instructed not to use their 

sirens unless absolutely necessary, especially on crowded f ree  ways, since 

sirens greatly increase the risk of a crash. If the red flashers do not get 

the driver's attention, the officer may sound several short blasts on the 

horn or use a loud-speaker. (The l a t t e r  is also useful in directing. a 

violator to the right-hand side of the road.) 

The preferred locations for a violation stop are: off a freeway 

entirely, i f  possible; on the right-hand shoulder of the highway; or? if there 

is no shoulder, at the safest possible location off the right-hand side. For 

their own safety, officers are encouraged to stop vehicles in well-lighted 

areas. 

In a typical traffic stop the patrol vehicle is positioned directlv behind 

the violator's vehicle, about one-third of a car width to the left. If the 

officer has a suspicion about the vehicle or the occupants, (s)he will, 

before approaching it, radio its registration tag (license plate) number to 

the communications personnel. This practice is not generally followed, 

since the Patrol's communications system cannot handle such a volume of 

calls. 

In the interests of safety,  the Patrol encourages its officers to 

approach stopped vehicles from the right (passenger) side. Once (s)he 

approaches the vehicle, the officer is encouraged first to inform the driver 

why (s)he has been stopped, and then ask for the driver's license. I n  

speeding stops, the officer will then explain what was the oosted speed and 

what was the violator's clocked or estimated speed, It is lef t  to the 

officer's discretion whether to allow the violator to remain in the vehicle 

or request that (s)he step out of it. In most cases the driver is allowed 

to remain seated; i f  the driver is asked to leave, (s)he is directed to stand 

to the right of the stopped vehicles. Most officers prefer to take the 



driver's license, return to the outside of the patrol vehicle, and write the 

citation there. In poor weather the officer usually writes the  ci tat ion 

inside his or her patrol vehicle. Once the officer completes the citation, 

(s)he keeps one copy and returns one to the driver. Other cooies a r e  

delivered to  the  appropriate court and to the area command. On the 

average a traffic stop requires ten to fifteen minutes to complete. 

Officers are issued general guidelines with respect to stopping, citing;, 

and warning speeders. In an average eight-hour shift, a CFlP off icer  is 

estimated to issue two to five speed citations and give one verbal warninq 

for speed. These figures compare with an overall average of four to ten 

ci tat ions for all t raf f ic  offenses. (No written warnings are issued for 

speed.) Warnings are usually issued when the violator's speed is not qrosslv 

excessive (less than 10 mph above the limit), or an a 'lclose" case when the 

officer did not obtain a reliable speed measurement. 

The South Sacramento area  command's pursuit and apprehension are 

similar to the statewide procedures. Registration tag and driver's licenses 

checks are made only when an officer suspects that a driver or passenqer 

might be wanted. Officers in South Sacramento approach stopped vehicles 

from the passenger's side on limited-access highways, but prefer to 

approach the vehicle from the driver's side elsewhere within the command 

area. At least one contact expressed a preference for writing citations in 

full view of the driver so that (s)he can observe the driver constantly. X 

violation stop for speeding reportedly requires five to ten minutes to 

complete. 

LAW GENERATION, ADJUDICATION, AND SANCTIONING 

Law Generat ion  

As s ta ted  earl ier  the Highway Patrol charges speed violators under 

state law (California Vehicle Code) provisions. The Vehicle Code sets out 

the following prima facie statewide speed limits: the Basic Speed Law, a 

55 mph statewide maximum; 25  mph in business or residence distr icts  

(except on state highways); and 15 mph on alleys, at  railroad crossings, and 



at blind, uncontrolled intersections. These limits may be altered provided 

the California Department of Transportation aoproves. 

As already mentioned, California is one of a handful of states that 

prohibit, as "speed traps," time-distance speed measurements such as 

V-4SCAR or stopwatches. The state "speed-trap" law also prohibits posted 

speed limits that a re  flunreasonable,'l that  is, l imits that  a re  neither 

justified by a recent traffic or engineering survey nor posted on a local 

street or road. Police radar is not prohibited, and many local police 

departments make extensive use of it .  Yowever, as s ta ted  earlier, 

legislative action in effect prohibits the CHP from using radar. Radar 

detectors are  not prohibited by law. The Vehicle Code specifically 

requires police officers assigned to  traffic-enforcement duty to use 

distinctively marked vehicles and to wear full, distinctive uniforms. The 

use of "arrest  quotas" by police departments is prohibited by law.  

Speeding violations are normally classified as infractions punishable bv a 

fine only, but a t h i r d  t raf f ic  offense within one year can, a t  t he  

discretion of the prosecutor, be charged as a misdemeanor. CHP contacts 

report that multiple-offense speeding prosecutions are  very rare; police 

officers do not normally at tempt to determine a weed violator's past 

record at the time and place of the citation, and prosecutors will charqe a 

speeder with a misdemeanor only i f  it is known that an extensive record 

of prior convictions exists. Under the Vehicle Code the maximun 

penalties for an infraction are a $50 fine for a first offense, and $100 fine 

for a second infraction within one year, and a $250 fine for a third or 

subsequent offense within one year. Nisdem eanors carry maximum 

penalties of 6 months' imprisonment and a $500 fine. The court may also 

r equ i r e  a driver convicted of any t ra f f i c  offense (misdemeanor or 

infraction) to attend traffic school or to take a driver-instruction course. 

The rules governing misdemeanor arrests also a p ~ l y  to the apprehension 

of those committing traffic infractions, including speeders. The citation 

issued the driver serves as the complaint in court; copies are retained by 

the officer, the area command, and the driver. In most cases the speeder 

is cited and released on "written promise to appear." Most speed violators 



are  permitted to pay out their citations, either in person or by mail. 

Each court sets its own criteria stating which speed offenders must appear 

in court; in most courts persons exceeding 80  rnph typically are required to 

appear. 

Adjudication 

Every court is responsible for setting its own appearance dates for 

speed violators, provided the appearance date  is schduled no less t3an 

eleven nor more than forty-five days after the offense. Nonresidents of 

California are also normally released after giving a written promise t o  

appear, even though the arresting officer has the option to take him or 

her to court. Persons without valid driver's licenses frequently are taken 

from the site of the offense to the appropriate court, where bail is posted. 

Unlike many other jurisdictions, California does not pernit police agencies 

to accept bail. Each court is responsible for fixinq its own bail schedule; 

California courts do not accept driverst licenses in lieu of monev bail. In 

the event of bail forfeiture courts have the option to keep the case oDen, 

but most courts treat the forfeiture as a payment of the fine. 

Of all traffic citations, those for speeding above the posted limit are 

among the least contested. CHP contacts  est imated that  ninety-five 

percent of all cited speeders pay out, usually by mailinq in the fine. The 

remaining five percent post bail and request a trial date. Of those who 

request trials,  about sixty percent do so to plead guilty but offer an 

explanation or complain about the arresting officer 's behavior; t h e  

remaining forty percent plead not guilty. Drivers who fail to answer 

citations are issued with arrest warrants. Failures to answer citations are 

very rare, because the California Department of 7iIotor Vehicles (DXIV) 

refuses to renew licenses of, or reregister vehicles owned by, persons witi 

outstanding traffic warrants. 

When a trial is requested the elapsed time from the request until the 

trial date varies from court t o  court; i t  ranges from several davs to  

several .~eeks. In some courts the county or city prosecutor is responsible 

for presenting the state's case: more frequently, however, this is done by 



the arresting officer. Proof of guilt beyond a reasonable doubt is required, 

and jury trial is not permitted in speed-infraction trials. Typical elements 

of t he  officer's testimony include: $is or her traffic-enforcement 

experience; the time and location of the violation; how and where (s)he 

observed the speeding vehicle: the posted speed limit; the officer's 

determination of the viola tor ' s  speed ;  and t h e  reasons  for  t h a t  

determination. The officer's qualifications (that is, his or her expertise in 

judging vehicle speeds), are not presented unless they are made an issue. 

The average speeding trial is estimated to last up to half an hour. The 

great majority of speeding trials result in verdicts of guilty. In isolated 

cases, some convicted drivers receive reductions in their charged meeds; 

this is usually done only if the reduction would enable the driver to avoid 

a jail sentence. Dismissals caused by the officer's failure to appear are 

rare; they usually occur only when the officer is required to appear i n  

connection with a more serious offense, such as drunk driving. Appeals of 

speeding convictions are extremely rare. 

Sanctioning 

Fine schedules are set by courts and vary throughout the state. Vost 

courts draw no distinction between first and multiple offenders i n  fining 

speeders. Jail sentences are extremely rare, although sentences to traffic 

safety school are reported to be comparatively frequent. Courts a re  

required to report convictions to the DVV, which enters it on the driver's 

traffic record. The D M V  uses a point system to identifv negligent 

operators and habitual offenders. In most cases four speedinq convictions 

within one year ( 6  within 2 years or 8 within 3 yea r s )  r a i s e  t h e  

presumption that a driver is a negligent operator whose drivinp; privileqes 

may be revoked, suspended, or restricted. Traffic convictions may be 

appealed on the record to the superior court for that county. 

SUMMARY 

The Ca l i fo rn ia  Highway Patrol  (CHP) is exclusively a traffic- 

enforcement agency, although Patrol officers may take action against 



criminal offenders on an on-view basis. The Patrol is the largest traffic- 

enforcement agency in the United States, and is responsible for patrolling 

a wide variety of climate and terrain. 

Because California is such a large and diverse state it is difficult to 

generalize about either the Patrol's traffic enforcement priorities or about 

its procedures directed against speeding. Throughout the state, speeding- 

along with drunk driving-is considered one of the chief causes of accidents 

and is given considerable emphasis. Nearly half of the CYPfs traffic 

citations, about 1.1 million, are issued for speeding. Particular attention is 

paid to the 5 5  mph violation, because most speeders on CHP-patrolled 

highways fall into that category. Speeding is considered an especially 

s e r i ous  problem in t h e  un inco rpo ra t ed  areas of California; i t  is 

comparatively less serious in metropolitan areas where high-speed travel is 

d i f f icul t  during commuting hours and where violations such as failure to 

yield cause a large number of crashes. In general, traffic violations are 

most  frequent i n  the  afternoon and evening hours, and the  larqest  

contingent of officers is deployed during those hours. 

Selective t raf f ic  enforcement is not conducted on a statewide basis, 

although many CHP area commands deploy officers to  high-accident or 

high-violation areas identified bv headquarters s t a f f .  In some area 

commands where speeding is a major problem, speed-enforcement "teamsf!-- 

groups of officers whose primary responsibility is to observe for speeders-- 

are deployed. More generally, area com mands tend to concentrate their 

officers on freeways where traffic volume is highest. 

California state law requires that  patrol vehicles be conspicuously 

marked. S t a t e  law is reinforced by Department policy encouraqing 

visibility of patrol. This approach is believed to be the most effective, 

and it is also consistent with public opinion requiring that the Patrol "plav 

by the rules." The CHP prefers not to conduct high-visibility campaigns 

centered around innovative or intensive enforcement, such as Marylandfs 

"Operation Yellowjacket." This is because of the Patrol's opinion that the 

l a t t e r  campaign produces only temporary reductions in violations, and 

because legal constraints limit the range of available procedures. S t a t e  



law prohibits the use of stopwatches and V.4SCAR and in effect forbids 

the Patrol from using radar to measure speed. The Patrol does rely 

heavily on public-information campaigns that carry a stronq safety-oriented 

message, which complements its enforcement efforts. 55-mph compliance 

is frequently publicized by the Patrol's campaigns. 

Given the legal constraints on its enforcement practices, the Patrol 

relies on pacing procedures and on visual observation (expert judgment) to 

determine vehicle speeds. Speedometer pacing, the most freauently used 

procedure, occurs statewide; Patrol officers receive intensive training: in 

this procedure. In sparsely populated areas and on flat terrain where an 

officer conducting a speedometer pace would be too conspicuous, odomet er 

pacing is used instead. Odometer pacing, however, requires more time and 

fuel than speedometer pacing. In remote areas of California, aircraft are 

used to pace vehicles. Although pilots use stopwatches to verify the 

a i rp lane ' s  own ground speed, the procedure has been found legally 

acceptable. Finally, in dense traffic, where pacing is impractical or where 

i t  would c r e a t e  a hazard to other traff ic,  officers rely on visual 

observation to determine vehicle speeds. Although most courts accept  

these determinations as reliable, they insist that the officer rvho offers a 

judgment as testimony establish his or her experience with the procedure. 

Nearly all of the CHP's enforcement procedures are carried out in the solo 

configuration, except for aircraft pacing which requires one or more ground 

("catch") vehicles to pursue and stop violators identified from the air. 

(Ground units are encouraged to make independent observations o' the 

violators1 speed.) Throughout the state, two-officer patrols are required at 

night, and some area commands serving high-crime areas also "dou5le up'" 

during evening sh i f t s .  I n  urban areas, many area comvands use 

motorcycles on patrol, for they are more maneuverable than automobiles in 

dense traffic. 

Highway Patrol guidelines require officers to stop drivers traveling ten 

or more miles above the speed limit; when a driver who travels fewer than 

ten miles above the limit is stopped, the tendency is to verbally warn 

rather than c i te  the violator. Reductions of measured speeds a r e  



infrequent, since all speed violations earn the driver the same number of 

violation points. 

California law in ef fect provides for decriminalized procedure for the 

adjudication of speeding cases. Owing to the large number of individual 

courts  in the s t a t e ,  i t  is not possible to  generalize reqarding court 

procedures; however, conviction rates tend to be high across the state, and 

contested cases are infrequent. 

In conclusion, the following principal observations can be made with 

respect to speed enforcement by the California Highway Patrol (CHP): 

e most of the highways patrolled by the CHP are freeways, 
rural primary highways, and rural secondary roads; 

speed enforcement is stressed statewide, especially outside 
metropolitan areas, and 55-mph enforcement is a statewide 
priority; 

selective traffic enforcement is not carried out statewide, 
but at  the local (area command) level in many areas; 

e all traffic enforcement is expected to be conducted in an 
open manner and according to citizens' standards of "fair 
play"; 

the CHP conducts extensive ~ublici ty efforts to complement 
its enforcement activities, and maintains state- end local- 
level PI&E offices; 

4 because  r a d a r  speed measurements a re  prohibited by 
legislative a c t i o n ,  t h e  CHP's  p r ima ry  measu remen t  
techniques are speedorne ter, odometer, and aircraft pacing; 

B speed determinations based on an officer's expert judgment 
are permitted by law and are accepted by most courts; 

the predominant configuration is solo, a l though  t e a m  
configurations a re  required to  carry out aircraft pacing 
procedures; and 

motorcycles are used extensively in  metropolitan areas. 



CHAPTER TEN 

CASE STUDIES SUMMARY 

Case studies of police procedures for enforcing speeding laws were 

conducted in  FVashtenaw County, Michiqan; Cincinnati, Obio; Tucson, 

Arizona; and the state of California (Highway Patrol). It was found that 

the police in these jurisdictions use, for the most part ,  "traditional" 

p rocedures  fo r  enforcing speeding laws; however, some interesting 

variations were noted. For example, the California Highwav Patrol, which 

is forbidden by the legislature to  use radar, instead relies on pacing 

(ground and air) as well as visual observation, to measure vehicle speeds. 

In Tucson where the weather is warm and dry throughout the year, 

motorcycle patrols account for most traffic enforcement, and stat ionarv 

radar (hand-held speedguns) and pacine;, occasionally supplemented by 

stopwatch measurements and visual observation, is used instead of moving 

radar to measure speeds. In addition, Tucson uses corn put erized analyses 

of high-accident locations in deciding where and when to deploy traffic- 

enforcement units. 

The extent to which radar is used was found to vary widely among the 

four jurisdictions. The Washtenaw County Sheriff's Department, which 

patrols rural secondary roads, makes t7eavy use of moving radar, and some 

use of stationary radar, i n  conducting a selective traffic-enforcement 

program that stresses speeding. On the other hand, both the Tucson and 

Cincinnati Police Departments issue few radar units to officers, a practice 

that apparently recognizes that other traffic violations (e.g., right-of-ivav 

violations) are also important contributors to traffic crashes in those cities. 

A11 four departments rely for  the most part on overt enforcement 

techniques involving plainly marked patrol vehicles. Of the four, only the 

California Highway Patrol conducts formal PI&E efforts and maintains full- 

time, public-affairs offices. Nearly all observations of speeders take dace  



in the solo ra ther  than the team configuration. Procedures for the 

apprehension of violators were siinilar in all four jurisdictions, as were the 

procedures for adjudicating t raf f ic  citations. Police sanctioninq and 

presanctioning activity did vary, though: the Tucson Police Department 

relies rather heavily on written warnings; and the California Highway 

Patrol also issue a large number of warnings; on the other hand, the 

Washtenaw County Sheriff's Department issue citations in nearly every 

speeding stop. 
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APPEYDIX .A 

AREAS OF DISCUSSION FOR TELEPHONE 
CONTACTS WITFI PATROL .L\GENCIZS 

A .  Dri\ , ing Environment 

(1) Popula t ion of  J u r i s d i c t i o n  

( 2 )  Number o f  Licensed Dr ive r s  

(3)  T r a f f i c  I'olume 

(4)  Charac te r  o f  Roads P a t r o l l e d  

(a)  number o f  m i l e s  of  roadway 
(b) type  of  roads  p a t r o l l e d  ( i n c l u d i n g  unusual  roadways) 

(5)  Accident History--number,  type ,  and l o c a t i o n  

B. Agency Organ iza t ion  and S t r u c t u r e  

(1) S i z e  of  Agency (number of  pe r sonne l )  

( 2 )  Budget 

(a) t o t a l  agency budget 
(b) t r a f f i c - e n f o r c e m e n t  budget 

(3) Extent  o f  P o l i c e  T r a f f i c  Function 

(a )  e x i s t e n c e  of  t r a f f i c  d i v i s i o n  ( l o c a l  azenc ies  only)  
(b)  s i z e  o f  t r a f f i c - e n f o r c e m e n t  f o r c e  
(c)  e x t e n t  of c r i m i n a l  and o t h e r  n o n t r a f f i c  d u t i e s  [ s t a t e  

agenc ies  only)  

( 4 )  )fanner of  S e l e c t i n g  Enforcement S i t e s  and A 1  l o c a t i n g  
Manpower 

11. ESFORCEbIENT PROCEDURES 

A ;  Speeding 

(1) D e s c r i p t i o n  of Procedure ( i n c l u d i n g  c h a r a c t e r i z a t i o n  a s  
" s p e c i f i c "  o r  r o u t i n e f 1 )  

( 2 )  >leasilrement 'lethod o r  Device 

(3)  Frequency of Use 

( 4 )  Reason f o r  S e l e c t i o n  

( 5 )  Overt o r  Covert Approach ( i n c l u d i n g  u s e  of  ~ a r k e d  o r  unzarked 
l , .ehicles)  



(6) Solo o r  Team Conf igura t ion  ( i f  team c o n f i z u r a t i o n ,  
number o f  o f f i c e r s  involved)  

(7 )  Type o f  Vehic le  Used 

(8) Level of bledia Coverage 

B .  Following Too C l o s e l y  (FTC) 

(1) D e s c r i p t i o n  of Procedure  

( 2 )  Fleasurernent Method o r  Device 

(3) Freqcency o f  Use 

( 4 )  Reason f o r  S e l e c t i o n  

( 5 )  Overt  o r  Covert  Approach 

(6) Solo  o r  T e a i  C o n f i p r a t i o n  

( 7 )  Type of  Vehic les  Used 

(8) Level o f  ?!edia Coverage 

C. Driving L e f t  o f  Cen te r  (DLOC)  

(1) D e s c r i p t i o n  o f  Procedure  

( 2 )  'feasurement >lethod o r  Device 

(3) Frequency of Use 

(4)  Reason f o r  S e l e c t i o n  

( 5 )  Overt  o r  Covert  Approach 

( 6 )  So lo  o r  Team C o n f i g u r a t i o n  

( 7 )  Tl-pe of Vehic les  Used 

(8)  Level of >Iedia Coverage 

111. OUTCOMES 

A Apprehension Rates 

B .  C i t a t i o n  P o l i c y  and Rate  

(1) C i t a t i o n  Frequency 

(3) Wr i t t en  Warning Frequency 

(3) Verbal Warning Frequency 

C .  Convic t ion  Rate 



IV. FACTORS AFFECTIYG USE O F  PROCEDURES 

A ,  Environmental F a c t o r s  

(1) Cl imate  and Weather 

( 2 )  Road Geomet.ry 

(3) Time of  Da?? 

( 4 )  T r a f f i c  Flow 

B .  Dr iL .e r s1  Use o f  C i t i z e n s  Band Radio ( C B )  and Radar De tec to r s  

C .  R e l a t i o n s  With Other  Elements of t h e  T r a f f i c  Law System 

(1) Other  Yfenbers o f  P a t r o l  Agency 

( 2 )  Judges  

(3) P r o s e c u t o r s  

C. R e l a t i o n s  With t h e  P u b l i c  

(1) Community Policymakers 

( 2 )  Dr iving P u b l i c  

E .  Legal F a c t o r s  

F .  Perceived S e r i o u s n e s s  of  Speeding,  FTC, and 3LOC 

G .  Other  F a c t o r s  

(1) O f f i c e r  Morale ' i nc lud ing  o f f i c e r s '  a t t i t u d e s  toward 
procedures)  

( 2 )  T r a i n i n g  and Edgcation of  O f f i c e r s  

(3) Perceived Adequacy of  T r a f f i c  Budget 
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APPENDIX B 

QUANTITATIVE MEASURES O F  ENFORCEITENT ACTIVITY 

The materials in this Appendix compare selected quantitative measure 

of enforcement activity for police agencies in the four jurisdictions that 

were visited. Whenever possible, the da ta  reported in Table 3-1 were 

ob ta ined  direct ly from such sources as police logbooks, samples of 

citations, or census figures. If da t a  were not direct ly avai lable  from 

records, then police and court contacts svere asked to supply their best 

estimates. Parentheses are used in Table B-1 to denote figures derived 

from estimates. Horizontal lines in that table indicate that quantitative 

data were not available in that jurisdiction. The data reported in Tables 

B - 2  through B-4 were supplied by contac ts  in  police agencies i ~ h o  

completed the worksheets sent them bv HSRI. The designation "UNI<" on 

t h e  worksheet means tha t  the  requested information was not readily 

available to the police contacts. The designation "Y/.I" means tha t  t he  

question did not apply to that agency (e.g., a breakdown of the California 

Highway Patrol's radar equi~ment).  

Note tha t  much of the  quantitative data in this Appendix represent 

estimates, rather than precise measurements of enforcement activity they 

a r e  offered as  indicators of t he  level of act ivi ty rather than of the 

effectiveness of enforcement programs. 





TABLE a - i  

SbWARY D A T A  'SIR TYE FOUR CASE-STuQY J'UR1SDICT;ONS 

iWHTENAW COrn;Y 

ROAD 
?ATROL SRP 

3RIL'XYG ENL'IROhXYT 

?OPU14TION 250,000 

LICENSED 3RIVER5 1-7,352 

REGISTERED :THICLES 1'0,900 

!,fILES OF 40.U)S - TOTAL 1 ,462 

LIMITED-ACCESS )la 

?RI!WY 'la 

SEC3DMY :, 162 

YRBM 0 

BUDGET, LWPOIUER, 1VD EOUIPMEhT 

SUDGET (MOUSAVDS) 53,600 $190 12,574+ $295 

PATROL STEXGTH 

SWRU OFFICES 

LI!IE I?FFICE!G 

EQUIPuEXT 

PATROL iWICtES 57 7 

W M  USITS 13 

', Wh7 EQUIPOED 50 100 

SPEED '&I.SURI!:G 3EVICE XED PERCEUT> 

WAR 94.5-39.5 

?KING 3 , - - 5 . 4  

OTHER r, 

! 60+  

1 3 

- - 3;-JC 

3FORCE>IEIT 

?.4TROL .ACTIVI7 '[!,Ed) 

SXIFTS ?ER XY 15  1.3 

S X l n  LENGTH : H O U R S ) ~  8.4 3 . 5  

!.~ILES TRAWLED 117.3  98.: 

n e g l .  

9 4 . 1  

f -10  

- -  3 . 7  

(a+) :8+; 

52 ~ 0 4 . 6  

FJCSON 

LWIFORMED 
?ATROL TWF?!C 

325,300 

-- 
557,931 

:,::a 
1 

:5 

0 

1,202 

12,115 

5 4 

5,354 

320,066 

527-541 27-31 

*41-246 :25-501 

275 

:s 
- - 

124.5 . *  - 
LJ.2 

(8+) (8+j  

6: 16 

10.3-12.1 1- .  9 

3 .3-J .9  i 6 . 5  

- -  - - 
- -  - -  
- - - -  

31.3  

- -  

neg!. 

negl . 
:!I-1: 

4 2 . 0 - 3 . 5  

11.1-38.3 

negl . 

?SFORCE?E?iT .ACTIV;lY ( l . IuV PER Y HCUR SHIFT) 

LCG EXT;(IES': 1 0 . 3  I l i )  

T W F I C  STOPS 1 .3  5 .4  

SPEEDING STOPS . !9  2.3 

SPESDISG CITM1OE;S .:? 2.1  

W F I C  ;C';I:'ITI (HRS) 1.30 4.S9 

-- - - 
-- 5.9 

-- 2 . 9 2  

- - 2 - 3 6  
- - - - 



TABLE 3-1 'CONTINUED! 

SL?.fMARY DATA ?OR THE FCUR CASE-STUDY ;URISDIC?:ONS 

U)JJDICATZON I V D  S.LVCTIONIVG 

3UTC3,HES (PERCENT CF CITATIOXS .USVERED] 

WGHTE?IAW COLVT 2:NCIYNflI 

NOT GiJILT ~ ) . 3 ~  

ROAD 
?ATROt SRP 

' i i9E.P  3F CITATIONS (MONTHLY AVERAGE) 

.ILL TWFFIC I ! ,  500) ('SO) 

OVING 'JIOLATIONS [ I ,  O00) ;r jOO) 

SPEEDING !.ALL; (300) :JSO) 

SPEEDING :\'htSL) - -  -- 
'i OF TZVFIC FFENSES 

X'OLCING SPEED 5 5 . 3 - 7 2 . 3  

DISMISSED 0.5" 

GENERAL 
?ATROL SET 

- - - -  
- - 3 5 8  

- - 291 

209 

54.1  51.:-47, 

"CSOY 

LYIFORjIE3 
?.4TR!IL TRAFFIC 

5 ,305 

: , - 7 6  

3 2 5  

< ! 

13.1-21.5 

53.3 

E 

- . A -  

G . 7  
< -f 
* . 3  

- -  
99. r 
0.5 

5 j5+  

CiTXTIONS YOT CONTESTED 
3U; SIPWINED 5 .3  

STATE WW 3 E S  5 4 . :  

LOCAL LAW CASES 3 5 , 3  

!.fE,LU ?i?lES 'i i3STS 335 

a .  Tl?e ;vash:enaw Count;; : h e r i f f ' s  l e p a r t n e n t  a o m a l i y  p a t i o i s  secondary roads  s n l ~ ,  ':ui i e p u z i r s  
,wi!! take  a c t i o n  aga ins r  v i o i a t s r s  observed lnywtere  i n  t he  :ount\i. 

'5 .  A11 deparzner.ts ? o m a l l y  i o rk  ? i zh t -hou r  sn i r ' t s .  In :he Ss!i%rnia :-fighway ?a:?ol, :he 30-minute 
lnnch per iod i s  not  ?a id  t i n e .  

c .  Log e n t i i s  i nc iuae  any ?ol ic :  ca!ls, ; inether re1a:ed t o  t r a f f i c  o r  c r i n l n a i  en i s r cenen t  :r no t .  

- -  
3 . 0  

100.3 

332 

d .  Because 3f t he  :reat v a r i e t y  of  l oca l  :our;s in C a l i i o n i a ,  no s t a t ewide  S i g u r t s  :oula be s b t a i n e d .  

e.  Ir. t e r n s  35 :ont*sted c a s e s ,  31 percent  r e s u l t e d  i n  ? i s p o s i t i o n s  of g i l l r y ,  :9 Tercen-. ?n d i s s i s s a i s .  

r'. In t e r m  st' c an re s t ed  :ases, 95-98 j e r cen?  ?e su l t ed  i n  dispasi:ions of  z . ~ i ? t y ,  2 - 5  ?e rcen t  in 
?isposi:ions >f not  y i l r : ~ ,  and l e s s  than ' 2 . 5  ?ercenr  i n  l i s n i s s a l s .  

J .  In : e n s  s f  :ontested :ases, 58.: pe rcez t  r e s l i l t ed  i n  d i z p o s i t i o n s  3f g u i l t y ,  5 . 6  - ,ercent i n  
i i s p o s i t i o n s  o f  ?st s i i t y ,  and 3 5 . 7  ?e rcen t  i n  i i s m i s s a l s .  



TABLE B-2 

\VORKSHEETS FOR TUCSON, ARIZONA, POLICE DEPART3IXNT 

QUESTIONS RELATING TO YOUR OPERATING ENVIRON3IENT: 

As of January 1, 1980 (or the most recent date for which information is 

available): 

What is the estimated population of your 
jurisdiction? 

How many vehicles are registered in your 
jurisdiction? 

How many licensed drivers are there in your 
jurisdiction? 

C'NK 

Of  the highways that your agency patrols, approximately how inany 

miles of them are: 

Controlled access (interstate)? 0 miles 

Controlled access (noninterstate)? 0 miles 

Primary (U.S. and state numbered) highways, 
other than controlled-access? 18 miles 

Secondary roads? 0 miles 

City streets? 1202 miles 

Approximately how many percent of the roads you patrol are posted at 

5 5  mph? 0 percent 

QUESTIONS RELATING TO YOUR AGENCY 

PART ONE: I'IANPOWER AND WORKLOAD 

As of January 1, 1980 (or the most recent date for which information is 

available): 



How many persons are employed by you? 

How many sworn officers do you have? 

How many of your sworn officers are line (patrol) 
officers? (Only deployable patrol officers) 

How many of your patrol officers are assigned 
exclusively or primarilv to enforce traffic laws? 

In the past year (January 1 - December 31, 1979): 

Approximately how many hours did the average 
line officer work? 1768 hours 

Approximately how many hours did the average 
line officer devote to traffic enforcement? 184.17 hours 

In a typical shift of an average line officer: 

How many miles does he cover? 6 3 hours 

How many hours does he spend actually patrolling 
high ways? UNK 

How many driver contacts (i.e., traffic citations 
and traffic warnings) does he make? 5 

PART TWO: EQUIPMENT 

-4s of January 1, 1980 (or the most recent date for which information is 

available): 

How many patrol vehicles does your agency have? 27 5 

Of those vehicles, how many of them are: 

Marked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

"Cam~uflaged~~ automobiles (i.e., soorts cars, 
vans, etc. that are not traditional police 
vehicles)? 



How many fixed-wing aircraft does your agency have? 0 

How many helicopters does your agency have? 4 

Of your patrol vehicles, how many of the following are used by your 

agency exclusively or primarily for traffic enforcement? 

Marked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

Camouflaged automobiles? 

?Jotorcycles? 

Fixed-wing aircraft? 

Helicopters? 

Please list, by manufacturer, model, and date of purchase, each type of 

radar device your agency uses: 

Number of devices YIanufacturer Model Date Purchased 

C 141 6 Dec. 24,  1974 

Kustom HR8 4Iay 12, 1978 

How many of the following speed measuring devices does your agency 

have? 

VASCAR? 

Stopwatches? 



PART THREE: QUESTIONS RELATING TO BUDGET 

For the most recent fiscal year (fill in dates: July, 1979 to June, 1980) 

what was your agency's total budget? $20,066,109.00 

How much of your budget  was provided for by governmental 

appropriations? $ City of Tucson $20,066,109.00 

I f  more than one level of government sppropriated funds to your 

agency, please break them down below: 

Governmental Unit Amount of Appro~riation 

Please list below the grants your agency received from governmental 

units during the past year: 

Purpose of Grant Granting; Agency Amount 

Police Video Training LEAX S 54,400.00 

DWI Squad Highway Safety $233,146.00 

Fire Investigation Unit LEAA 5152,400.00 

TOTAL $439,946.00 

Please list below any other governmental contributions to your agency 

(e,g., contracts for police services): 

Xutual -4id Pact covers services by other police agencies 



Please list any nongovernment a1 contributions to your agency (e.g., 

funds from private foundations, revenue from licenses or permits): 

Refundable amounts: Pilot Club-Citizen Action Group 

Police Athletic League 

For the most recent fiscal year, how did your agency allocate funds 

among: 

Administration, command, support staff, and 
overhead? 

General patrol operation (officers1 salaries, 
vehicle purchase and upkeep, fuel, etc.)? 

Special traffic-enforcement operations 
(salaries, vehicle purchase and upkeep, 
fuel, etc.)? $ 552,689 

( 2  year project) 

During the most recent fiscal year, how much did your agency spend 

for: 

Purchase of patrol vehicles? $251,570.00 

Purchase of radar units? $ 0  

Purchase of other speed-measuring equipment? $ 0  

What is the current salary range for: 

Officers assigned to general 
patrol duties? $1204.00 to $1619.00 per month 

Officers assigned exclusively 
or primarilv to traffic 
enforcement? $1265.00 to $1701.00 per month 

If your agency has a specialized traffic patrol (e.g., "55" team, strike 

force, STEP team, etc.): 

For how much was it funded during the past fiscal 
year? 5233,146 

What is the duration of its funding? 12-19-79 to 9-30-81 



How many percent of the funds were used in the past 
year for: 

Salaries and overhead? 5 046 

Purchase of equipment? 44% 

What conditions have been placed on the use of these funds? 

Guideline Manual - Arizona State Justice Planning Xgency 

QUESTIONS RELATING TO SPEED ENFORCEMENT 

PART ONE: YOUR AGENCY'S GENERAL PATROL OPERATIONS 

During 1979 (or the most recent twelve-month period for which data are 

available), how many of the following actions did your general patrol 

officers take: 

(A. For violations of the 55-mph speed limit) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

U N K  

6 

U N K  

U N K  

(B. For violations of posted speeds other than the 
55-mph limit) 

Number of drivers stopped? U N K  

Number of citations issued? (Radar 4066) 9741 

Number of written warnings issued? (Radar 4896) U N K  

Number of verbal warnings given? U N K  

(C, For basic speed law violations, speed too fast 
for conditions, speed too slow, etc.) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

U N K  

3926 

U N K  

U N K  



PART TWO: YOUR AGENCY'S SPECIALIZED TRAFFIC OPERATIONS 

During 1979 (or the most recent twelve-month period for which data are 

available), how many of the following actions did your traff ic patrol 

officers take: 

A .  For violations of the 55-mph speed limit) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

U N K  

UNII  

U N K  

U N K  

(B. For violations of posted speeds other than the 
55-mph limit) 

Number of drivers stopped? UNK 

Number of citations issued? Radar 1396; total unknown 

Number of written warnings issued? Radar 1498; 
total unknown 

Number of verbal warnings given? UNK 

(C. For basic speed law violations, speed too fast 
for conditions, speed too slow, etc.) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

U N K  

UNII  

U N K  

U N K  





TABLE B-3 

WORKSHEETS FOR CINCINNATI, OHIO, POLICE DEPARTMENT 

QUEST10 NS RELATING TO YOUR OPERATING ENVIRONMENT: 

As of January 1, 1980 (or the most recent date for which information is 

available): 

What is the estimated population of your 
jurisdiction? 

How many vehicles are registered in your 
jurisdiction? 

How many licensed drivers are there in your 
jurisdiction? 6 0 0 ,  0004 

Of the highways that your agency patrols, approximately how many 

miles of them are: 

Controlled access (interstate)? 

Controlled access (noninterstate)? 

26.95 miles 

5 miles 

Primary ( U S .  and state numbered) highways, 
other than controlled-access? 82.43 miles 

Secondary roads? 

City streets? 

931.25 miles 

1045.63 miles 

Approximately how many percent of the roads you patrol are posted at  

55 mph? ,0306 percent 

QUESTIONS RELATING TO YOUR AGENCY 

PART ONE: K4NPOWER AND WORKLOAD 

As of January 1, 1980 (or the most recent date for which information is 

available): 



How many persons are employed by you? 1098 

How many sworn officers do you have? 939 

How many of your sworn officers are line (patrol) 
officers? 717 

How many of vour patrol officers are assigned 
exclusively or primarily to enforce traffic laws? 

In the past year (January 1 - December 31, 1979): 

Approximately how many hours did the average 
line officer work? 1716 hours 

Approximately how many hours did the average 
line officer devote to traffic enforcement? UNK 

In a typical shift of an average line officer: 

How many miles does he cover? 5 2  miles 

How many hours does he spend actually patrolling 
highways? U N K  

How many driver contacts !i.e., traffic citations 
and traffic warnings) does he make? 

P.4RT TWO: EQUIPMENT 

As of January 1, 1980 (or the most recent date for which information is 

available): 

How many patrol vehicles does your agency have? 368 

Of those vehicles, how manv of them are: 

Marked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

"Camouflaged" automobiles (i.e., sports cars, 
vans, etc. that are not traditional police 
vehicles)? 



How many fixed-wing aircraft does your agency have? 0 

How many helicopters does your agency have? 0 

Of your patrol vehicles, how many of the following are used by your 

agency exclusively or primarily for traffic enforcement? 

Marked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

Camouflaged automobiles? 

Motorcycles? 

Fixed-wing aircraft? 

Helicopters? 

Please list, by manufacturer, model, and date of purchase, each type of 

radar device your agency uses: 

Number of devices ?ylanufacturer \lode1 - Date Purchased 

MPH K-55 U N K  

KUSTO 14 MR-7 U N K  

How many of the following speed measuring devices does your agency 

have? 

VASCAR? 

Stopwatches? 



PART THREE: QUESTIONS RELATING TO BUDGET 

For the  most recent  fiscal year (fill in dates: 1980) what was your 

agency's total budget? $25,744,930.00 

(without fringe) 

How much of your budget  was provided fo r  by g o v e r n m e n t a l  

appropriations? $3,424,17@ 

If more than one level of government appropriated funds to  your 

agency, please break them down below: 

Governmental Unit Amount of Appropriation 

Federal Revenue Sharing 

Public Service Employee 

LEAA 

Please list below the grants your agency received from governmental 

units during the past year: 

Purpose of Grant Granting Agencv Amount 

Robbery Apprehension LEAA $76,000 

3lajor Of fender LEA A $127,684 

Regional Police Academy L E A A  $44,333 

Please list below any other governmental contributions to your agency 

(e.g., contracts for police services): 



Please list any nongovernment a1 contributions to  your agency (e.g., 

funds from private foundations, revenue from licenses or permits): 

NONE 

For the most recent fiscal year, how did your agency allocate funds 

among: 

Administration, com mand, support staff, and 
overhead? $ U N K  

General patrol operation (officers' salaries, 
vehicle purchase and upkeep, fuel, etc.)? $ U N K  

Special traffic-enforcement operations 
(salaries, vehicle purchase and upkeep, 
fuel, etc.)? $ U N K  

During the most recent fiscal year, how much did your agency spend 

for: 

Purchase of patrol vehicles? $ UNK 

Purchase of radar units? $ UNK 

Purchase of other speed-measuring equipment ? S UNK 

What is the current salary range for: 

Officers assigned to general patrol 
duties? $14,462 to $16,153 

Officers assigned exclusively or 
primarily to traffic enforcement? 

If your agency has a specialized traffic patrol (e.g., "55" team, strike 

force, STEP team, etc.): 

For how much was it funded during the past fiscal 
year? $285,304.93 

What is t h e  duration of its funding? December 5 ,  1078 to  
September 30, 1979 



How many percent of the funds were used in the past 
year for: 

Salaries and overhead? U N K  

Purchase of equipment? U N K  

What conditions have been placed on the use of these funds? 

Must stay within Proposal Guidelines and maintain 3006 sof t  
match 

QUESTIONS RELATING TO SPEED ENFORCEMENT 

PART ONE: YOUR AGENCY'S GENERAL PATROL OPERATIONS 
' f  

During 1979 (or the most recent twelve-month ~ e r i o d  for which data are 

available), how many of the following actions did your general patrol 

officers take: 

( A .  For violations of the 55-mph speed limit) 

Number of drivers stopped? U N K  

Number of citations issued? UNK 

Number of written warnings issued? U N K  

Number of verbal warnings given? U N K  

(B. For violations of posted speeds other than the 
55-mph limit) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

(C. For basic speed law violations, speed too fast 
for conditions, speed too slow, etc.) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

UNK 

29,914 

U N K  

U N K  

U N K  

U N K  

U N K  

U N K  



TABLE B-4 

WORKSHEETS FOR THE CALIFORNIA HIGHWAY PATROL 

QUESTIONS RELATING TO YOUR OPERATING ENVIRONMENT: 

As of January 1, 1980 (or the most recent date for which information is 

available): 

What is the estimated population of your 
jurisdiction? 22,297,000 

How many vehicles are registered in your 
jurisdiction? 

How many licensed drivers are there in your 
jurisdiction? 15,020,000 

O f  the  highways that  your agency patrols, approximately how many 

miles of them are: 

Controlled access (interstate)? 2,267.8 miles 

Con trolled access (noninterstate)? 2,413.7 miles 

Primary (U.S. and state numbered) highways, 
other than controlled-access? 9,627.0 miles 

Secondary roads? 83,792.6 miles 

City streets? 0 miles 

Approximately how many percent of the roads you patrol are posted at 

55 m p h ?  6 5  percent 

QUESTIONS RELATING TO YOUR AGENCY 

P A R T  ONE: MANPOWER AND WORKLOAD 

As of January 1, 1980 (or the most recent date for which information is 

available): 



How many persons are employed by you? 

How many sworn officers do you have? 

How many of your sworn officers are line (patrol) 
of fie ers? 

How many of your patrol officers are assigned 
exclusively or primarily to enforce traffic laws? 

In the past year (January 1 - December 31, 1979): 

Approximately how many hours did the average 
line officer work? 1,904 hours 

(This includes 115 hrs.overtime) 
average shift 8.5 hours 

Approximately how many hours did the average 
line officer devote to traffic enforcement? 1,904 hours 

In a typical shift of an average line officer: 

How many miles does he cover? 120 miles 

How many hours does he spend actually patrolling 
high ways? 8 hours 

How many driver contacts (i.e., traffic citations 
and traffic warnings) does he make? 4-10 

PART TWO: EQUIPMENT 

-4s of January 1, 1980 (or the most recent date for which information is 

available): 

How many patrol vehicles does your agency have? 1,9 2 3 

Of those vehicles, how many of them are: 

R'larked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

"Camouflagedt' automobiles (i.e.,. sports cars, 
vans, etc. that are not traditional police 
vehicles)? 



How many fixed-wing aircraft does your agency have? 1 

How many helicopters does your agency have? 6 

Of your patrol vehicles, how many of the following are used by your 

agency exclusively or primarily for traffic enforcement? 

Marked automobiles? 

Semi-marked automobiles? 

Unmarked automobiles? 

Camouflaged automobiles? 

Motorcycles? 

Fixed-wing aircraf ti? 

Helicopters? 

Please list, by manufacturer, model, and date of purchase, each type of 

radar device your agency uses: 

Number of devices Manufacturer Model Date Purchased 

How many of the following speed measuring devices does your agency 

have? 

V-4SCAR? 

Stopwatches? 



PART THREE: QUESTIONS RELATING TO BUDGET 

For the most recent fiscal year (fill in dates: 197911980) what was your 

agency's total budget? $275,244,274 

How much of your budge t  was provided for by governmental 

appropriations? $275,244,274 

If more than one level of government appropriated funds to your 

agency, please break them down below: 

Governmental Unit Amount of Appropriation 

Feder a1 

State 

Please list below the grants your agency received from governmental 

units during the past year: 

Purpose of Grant Granting Agency Amount 

DUI Dec. 1979 DOT - HHTSA $426,128 

b1.R.E. DOT - NHTSA $900,296 

Uninc. Com munity O.T. DOT - NHTSA $310,135 

Transportation Systems DOT - FHWX $438,244 

tlanagement Violation 

Rate Mobile Digital 
Radio LEAX 

Please list below any other governmental contributions to your agency 

(e.g., contracts for police services): 



Please list any nongovernment a1 contributions to your agency (e.g., 

funds from private foundations, revenue from licenses or permits): 

For the most recent fiscal year, how did your agency allocate funds 

among: 

Administration, command, support staff, and 
overhead? 

General patrol operation (officers' salaries, 
vehicle purchase and upkeep, fuel, etc.)? 

Special traffic-enforcement operations 
(salaries, vehicle purchase and upkeep, 
fuel, etc.)? 

During the most recent fiscal year, how much did your agency spend 

for: 

Purchase of patrol vehicles? $ 6,667,410 

Purchase of radar units? $ 0 

Purchase of other speed-measuring equipment? S 0 

What is the current salary range for: 

Officers assigned to general patrol 
duties? $1,659 to $1,896 per month 

Officers assigned exclusively or 
primarily to traffic enforcement? $1,659 to $1,896 per month 

If your agency has a specialized traffic patrol (e.g., ' '55'f team, strike 

force, STEP team, etc.): 

For how much was it funded during the past fiscal 
year? $ N / A  

What is the duration of its funding? N/A 



How many percent of the funds were used in the past 
year for: 

Salaries and overhead? N1.4 

Purchase of equipment? NIA 

What conditions have been placed on the use of these funds? 

QUESTIONS RELATING TO SPEED ENFORCEMENT 

PART ONE: YOUR AGENCY'S GENERAL PATROL OPERATIONS 

During 1979 (or the most recent twelve-month period for which data are 

available), how many of the following actions did your general patrol 

officers take: 

( A .  For violations of the 55-mph speed limit) 

Number of drivers stopped? 1,228,925 

Number of citations issued? 980,157 

Number of written warnings issued? XI-4 

Number of verbal warnings given? 248,768 

(B. For violations of posted speeds other than the 
55-mph limit) 

Number of drivers stopped? U N K  

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

(C. For basic speed law violations, speed too fast 
for conditions, speed too slow, etc.) 

Number of drivers stopped? 

Number of citations issued? 

Number of written warnings issued? 

Number of verbal warnings given? 

UNK 

U N K  

CTNK 

U N K  

UNIX 

U N K  

I JNK 


