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PREFACE

Rural Initiatives For Traffic Safety: A Guide for the Ofice of Sheriff

and O her Law Enforcenent Administrators was devel oped by the Nationa
Sheriffs' Association (NSA) as part of a grant funded by the Nati onal
H ghway Traffic Safety Adm nistration (NHTSA). The concept for this
gui debook evol ved fromthe highly successful rural traffic enforcenent
experience of eleven South Carolina counties (Darlington, Dorry,
Greenville, Horry, Lancaster, Lexington, Orangeburg, Pickens,
Spartanburg, Sunter, Union, the nunicipality of Myrtle Beach, and the
Horry County

Police Departnent). It is inmportant not only to share the

results of this experience but to also share the positive effect

this program has had on the invol venent of sheriffs in traffic

enf or cenment .

I n Septenber 1990, USA Today featured a front page article on the
500 "Deadliest Counties" (based on 1989 traffic fatality
statistics) in the United States. Rural roads in the State of
South Carolina were declared the nation's "deadliest" based on a
conpari son nmade agai nst other counties. The State's rural
roadways accounted for approximately 68 percent of the statew de
total of 996 traffic fatalities experienced that year. The sane
roadways al so accounted for approxi mately 87 percent of al
vehi cl e crashes and 80 percent of all traffic-related injuries in
the State.

Prior to this article, South Carolina's Ofice of H ghway Safety
had stated in its annual highway safety plan that crashes on
rural roadways were a serious problem They al so noted that one
of the principal issues the State had to address was the

noti ceable lack of interest in traffic enforcenment by sheriff's
agenci es which have the primary responsibility for enforcenent of
traffic laws on these roadways. Since the statistics were

evi dence of a problem the NSA entered into partnership with
NHTSA to inplenment a pilot project for South Carolina sheriffs
that woul d target inprovenment of their traffic enforcenent
attitudes and hopefully, a renedy of the problem The project
was called the RURAL | NI Tl ATI VE.

The RURAL INITIATIVE traffic enforcenment program was i naugurated
in Septenber 1990, and invol ved the conbined efforts of NHTSA,
NSA, the South Carolina Ofice of H ghway Safety (SCOHS), the
South Carolina Sheriffs' Association (SCSA) and the South
Carolina Crimnal Justice Training Acadeny. The project was a



j oi nt endeavor by both NHTSA and NSA to address the
extraordinarily high nunber of crashes, fatalities and injuries
experienced on South Carolina's rural, non-Interstate roadways
(see Appendix B, Crash Statistics - South Carolina 1989-1991).



The specific goal of this guide is to help sheriffs and/ or other

| aw enforcenent adm nistrators in other areas of the country
(wth simlar problens) reduce the nunber, frequency and severity
of crashes on their rural, non-Interstate roadways.

The objectives of the Rural Initiatives for Traffic Safety Guide
are:

0 to assist rural |aw enforcement adninistrators in
i dentifying
specific traffic safety rel ated probl ens,

0 to describe successful enforcenent prograns and strategies
t hat
are currently being used nationwide to resolve simlar
pr obl ens.

The gui de al so focuses on public information and educati on
prograns which will help adm nistrators involve the community in
the programfor greater, overall affect. The nmedia focus, in
addition to assisting admnistrators in gaining needed community
support, will contribute greatly toward raising notorists

awar eness of the local crash problem Finally, the guide
suggests ways to devel op a cooperative atnosphere anong ot her

hi ghway safety professions in order to help identify and correct
speci fic highway safety problens within the community.

When the original Rural Initiative programwas conceptualized, it
was decided to nove forward in several stages. Each stage,
therefore, contributed to the totality of information contained
inthis GQuide. The NSA and NHTSA appreci ate and acknow edge t he
efforts of other agencies which assisted in providing training
and/or information published in this docunent. They i nclude:

o U S. DRUG ENFORCEMENT ADM NI STRATI ON

0 FEDERAL BUREAU OF ALCOHOL, TOBACCO AND FlI REARMS

o FEDERAL H GHWAY ADM NI STRATI ON

o U S | M GRATI ON AND NATURALI ZATI ON SERVI CE

o NATI ONAL H GHWAY TRAFFI C SAFETY ADM NI STRATI ON, REG ON |V

0 SOUTH CARCLI NA CRI M NAL JUSTI CE ACADEMY

o SOUTH CAROLI NA DEPARTMENT OF HI GHWAYS AND PUBLI C
TRANSPORTATI ON



SQUTH CAROLI NA OFFI CE OF Hl GHWAY SAFETY
SQUTH CAROLI NA PUBLI C SERVI CE COW SSI ON
SQUTH CAROLI NA SHERI FFS' ASSOCI ATl ON

U S. MARSHAL'S SERVI CE



W would also like to acknow edge the efforts of the follow ng
i ndi vi dual s who contributed significantly to the success of this
proj ect:

Sheriff Johnny Mack Brown, Geenville County O fice of the
Sheriff;

Perry Brown, Director, Ofice of H ghway Safety, State of
Sout h Carol i na;

Sheriff Janmes R Metts, Lexington County O fice of the
Sheriff;

Jeff Mbore, Executive Director, South Carolina Sheriffs
Associ ati on;

A. N. "Bubby" Mser, Jr., National Sheriffs' Association;

Terecia W W1 son, Assistant Director, Departnent of
H ghway and Public Transportation; and

Max Young, Departnment of Hi ghway and Public
Transportation.






i nvesti

EXECUTI VE SUMVARY

Rural America is served by sone 3.2 mllion mles of
public roads. Most rural communities depend heavily upon
these vital arteries for comrerce and pleasure as well as
connectors or alternatives to the nation's Interstate
system A close review of statistical data for these
roadways reveals that rural hi ghways are experiencing a
di sproportionate anount of crashes and rel ated trauma when
conpared to the rural Interstate system For exanple, in
t he Sout heast (Al abama, Florida, Georgia, Kentucky,

M ssi ssippi, North Carolina, South Carolina and
Tennessee), the foll ow ng data were noted:

o First intraffic fatalities: exceeding 11,000 each
year.

o Second in population: approximately 50 mllion
resi dents.

0o Second in rural roadways: over 550,000 m | es.

o First in the nunber of registered vehicles: over 36
mllion.

0 Second in the nunber of licensed drivers: al nbst 31
mllion.

It was also noted that, in addition to a nyriad of other
responsibilities, the Ofices of Sheriff in these States
have primary responsibility for nost traffic enforcenent
activities within rural communities, including the
investigation of traffic related crashes and enforcenent
of violations of traffic laws. Sone of the problens these
sheriffs have identified, which are directly associ ated
with this responsibility, are:

o Lack of funds to purchase the equi pnent necessary to
performthe
rudi mentary tasks associated with crash

gations

(conmputers, caneras, software, etc.), speed
enf orcement ( VASCAR, | aser, and radar units), and
DW (video caneras, breath testing equi pnent) .

0 Unavailability of quality training in DW enforcenent
(SFST and DRE courses), and in the use of video
caneras and breat hal yzer

machi nes.



0 Lack of training in the use of speed enforcenent

equi pnent .
0o Attitude toward traffic enforcenent. Many sheriffs

feel that
traffic enforcenent is political "suicide." They

instruct their

deputies NOT to enforce traffic violations and
refuse to provide

themw th the necessary materials to actively
performthis task.



The Gui de, although intended for rural sheriffs, can be a
val uabl e instrunent for any |aw enforcenent adm ni strator
(resident deputy and/or any contract |aw enforcenent
programmer) genuinely interested and/or concerned about
reducing crashes - and the related traunma associated with
those crashes - on their rural or |ocal roadways. The
informati on presented in each chapter is designed to
"wal k" the reader through each process - identification,
deci sion nmaki ng and i nplenentation - in a reasonabl e and
practical way. The Quide should help | aw enforcenent
personnel confront the issues and resol ve the probl ens
associated wth crashes on rural highways. |In addition,
we hope the Guide will contribute toward changi ng
attitudes currently found in many rural comunities about
traffic enforcenent.

If a decision is nmade to undertake a rural initiative, it
woul d be very beneficial for the adm nistrator to consider
adoption or expansion of the thene used by South Carolina
sheriffs in their program- the "quality of life." This
theme was especially effective and instrunental in
changing the mnd set of |aw enforcenent officials who
were skeptical at first but willingly participated in the
pilot test program The sense of comunity spirit and
caring contributed greatly in garnishing the support
needed to inplenent the prograns. Once the benefits of
the program were realized, expansion and/or involvenent of
the participants grew naturally.

CHARGE TO LAW ENFORCEMENT ADM NI STRATORS | N RURAL AMERI CA

The thene adopted for the rural traffic enforcenent
initiative, "quality of life," is not just another trivial
phrase. The unnecessary suffering and expense related to
crashes in rural Anerica truly affect the heart and sou

of these communities. The |oss of a colleague, friend, or
famly menber, the experience of a long term
rehabilitation, or the cost of repairs and rising

i nsurance rates extract resources, directly or indirectly,
fromeveryone. According to |atest NHTSA figures, the
costs being absorbed by society for crashes (nationally)
are estimted to exceed $137 billion a year. This fact
heavi |l y underscores the neaning of "quality of life" and
adds enphasis to the need for closer attention to
violators of traffic |aws and nore uniform enforcenent of
all traffic violations on rural roadways.






| NTRODUCTI ON

Traffic related notor vehicle crashes continue to be a
maj or source of death and disability in the United States.
More than 1,200,000 persons have been killed in notor
vehicle crashes in the past 25 years. According to the
nost recent NHTSA crash data (FARS, 1991), 41, 462 persons
- 1.9 persons per 100 mllion vehicle mles travelled
(VMI) died on the nation's highways. An interesting but
deadly fact is that if the 1991 fatality rate were as high
as the fatality rate for 1966, which was 5.5 persons per
100 mllion VMI, there would have been approxi mately
120,000 traffic fatalities in 1990. Using this sane
presunption, at |east 67 percent (80,400) of those
fatalities would have occurred on the nation's rural
primary and secondary roadways. As it was, approxinmtely
30, 000 persons died on rural roadways in 1991.

Even in the nore "acceptable" reality of the actual data
recorded for 1991, the need for a collective effort by |aw
enforcenent agencies to inprove traffic |aw conpliance in
rural Anerica becones a mmjor chall enge.

The Rural Initiative Traffic Safety Gui de contains

i nformati on designed to deal with the many issues,

probl ens and concerns of sheriffs and other |aw
enforcenent adm nistrators who are directly responsible
for the enforcenment of traffic laws and regul ati ons on
rural highways within their jurisdictions. The Qde
provi des | aw enforcenent officials with practical
approaches for conbating the nyths which sonetinmes stym e
the level of active traffic | aw enforcenment needed. It

al so identifies new enforcenent techniques or strategies
that can easily be incorporated into existing enforcenent
prograns, wthout the need for additional personnel, and
provi des new i deas for expanding current progranms to make
t hem nore budget "friendly."

Thi s gui debook is available to any | aw enforcenent agency
that is interested in new or innovative approaches to
rural traffic safety. The information is sinplified to
encourage participation within the | aw enforcenent famly
and the other traffic safety disciplines. Al though
initially designed as a resource manual for the Ofice of
Sheriff, the GQuide nay be used by any |ocal |aw
enforcement official who perceives a rural traffic
crash/fatality/injury problemand wants to take positive
steps to reduce the problem and is truly concerned about
the quality of life within comunities.



Police resources traditionally have been deployed in a
reactive manner. It is anticipated that with the
information contained in this manual a change in attitudes
and past procedures will occur. At a mninmum this nanual
wll allow adm nistrators to be proactive, to address
specific problens in a |ogical manner, and to plan ahead
for unschedul ed events in a concise and systematic way.

Vi



CHAPTER ONE

I NI TI ATI VES FOR TRAFFI C ENFORCEMENT PROGRAMS

DATA COLLECTI ON

Est abl i shing the data base to assist admnistrators in
determ ning the magnitude of a jurisdiction' s rural crash
problem along with its nature and | ocation, are essenti al
first steps. These activities nmust be conpleted prior to
devel opi ng any neani ngful preventive plan and/or the
decision to commt agency resources.

There are a nunber of conputerized and manual systens
avail able to assist agencies in the identification of
crash problemareas. One |ow cost system (tried but true)
is the use of spot (pin) maps. This manual neans of
tracki ng crashes has proven very effective in the past and
can be used instead of elaborate and costly conputer

progr amns.

What ever data base systens are incorporated, they should
have the additional capacity to record crash data from al
jurisdictions located within a "rural community" (i.e.,
county, towns, incorporated nmunicipalities). Check with
your State Departnent of Transportation to be sure simlar
data base systens do not already exist.

Al'l data bases should include the Critical Autonmated Data
Reporting El enents (CADRE) - see Appendix D, entitled
"CADRE and the Crash Qutcone Data Eval uation System
(CODES) Prograns”. At a mninum the follow ng types of
crash information are very useful in the identification of
probl ens: types of vehicles involved; primary causative
collision factors; tine of day; day of week; age and sex
of driver; major truck routes; the seasons of the year
when crashes occur; and whether or not occupant protection
devices were used. Such basic information is necessary in
order to effectively focus any future enforcenent efforts;
to eval uate past enforcenent efforts; to identify training
needs; and to devel op specific/general public information
and education prograns relative to the problem

DATA UNI FORM TY/ CONSI STENCY

Law enforcenent adm nistrators nust realize that both the
general public and the nedia are concerned about the



prevention of fatal crashes. Therefore, they should nake
sure data are collected and eval uated properly to provide
sound gui delines needed for effective action. Analysts
and adm ni strators shoul d be aware of any inconsi stencies
in data collection, especially when the data are being
used for problemidentification, program planning and
eval uati on.
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The issues of data uniformty and consistency are very
critical in the devel opnent of any data collection system
The National Safety Council's publication, MANUAL ON
CLASSI FI CATI ON OF MOTOR VEHI CLE ACCI DENTS, provides
consistent definitions and classifications for traffic
crash data. |In addition, the Anerican Associ ation of

Mot or Vehicl e Adm nistrators (AAWA) has published and
periodically updates a conpani on docunent to the nanual
entitled, THE DATA ELEMENT DI CTI ONARY, which provides

uni form coding for each data elenment. The Manual defines
and classifies the crash data elenent while the Dictionary
gives it an al pha or nunerical code.

Uniformdata coding is critical. Wth uniformdata
coding, a county, city or town can conpare its crash
problenms with simlar entities, other regions within the
state or nationally. This nmeans that preventive neasures
successfully inplenented in another |ocale could be
adopted or nodified to fit specific needs (provided that
crash experiences are simlar). Uniformty in data
collection also hel ps agencies |ike NHTSA determ ne crash
probl ens across the nation. Technical assistance, i.e.,
al cohol, speed, heavy truck, pedestrian, etc. enforcenent
strategies, could then be tailored to address the
reduction or elimnation of the specific problem

Anot her benefit of code uniformty is the flexibility it
allows the traffic manager in planning future trends. By
anal yzing certain experiences in surrounding jurisdictions
or simlar jurisdictions in another state, traffic

pl anners can project prograns needed to address an
increase in elderly drivers, a significant youth-rel ated
probl em pedestrian fatalities, etc.

The need for collection of uniformdata is critical to
many prograns. For exanple, NHTSA has encouraged states
to adopt the CRITI CAL AUTOVATED DATA REPORTI NG ELEMENTS
(CADRE), which are especially crucial for conducting

anal yses of highway safety issues. The Federal Hi ghway
Adm ni stration (FHWA) has al so adopted a uniform set of
crash data for trucks and buses. This information hel ps
FHWA track the safety records of thousands of shippers and
notor carriers in the country.

PROBLEM | DENTI FI CATI ON
An adm ni strator should select a capable person or unit to

take the lead in devel oping an anal ysis strategy and
carrying it out. At a mninmum the strategy should



include the data to be normalized, the process used to
coll ect the data, devel opi ng useful data conpari sons,
appropriate statistical tests, and the best format for
presenting the analyzed results to managenent for review
and acceptance. The neasure of a good data collection
systemis the degree to which it is used. It is very

i nportant that an agency devel op and i nplenment an anal ysis
strategy based on good "collection" progranms to ensure
that data will be available on a conplete, accurate and
tinmely basis.
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Wil e problemidentification is usually done on an annual
basis in order to provide enough tinme to detect trends, it
may be advi sable for agencies to adjust their frequency of
problemidentification for certain target popul ations,
dependi ng on the magnitude of the crash probl em and

antici pated changes over tine.

A very inportant resource docunment for traffic safety
managers is a NHTSA publication entitled Problem
Identification Manual for Traffic Safety Prograns, which
di scusses extensively the treatnment of problem
identification as part of planning highway safety
activities. A conpanion docunment, Planning and
Progranm ng, is a publication on the managenent process .
Bot h docunents di scuss and gi ve exanpl es of data anal ysis
| evel s, the need and techni ques for nornalizing data.
They suggest how program managers can present and di spl ay
results of an anal ysis to managenent.

Bot h publications, although dated, are still available
t hrough NHTSA' s Techni cal Reference D vision, Room PL-403,
400 7th Street, SW Washington, D.C. 20590.

PROGRAM ASSESSMENT AND EVALUATI ON

Every agency shoul d conduct several post-evaluations in
order to determ ne effectiveness of its program and
overall progress. By conducting several different

eval uati ons the program manager can neasure any progress.
Based on that evaluation, the program manager can then
pl an and i npl enent new program strategies, if needed.
Sone different types of program eval uations (i.e.,
occupant protection) are:

o To conduct and publicize at | east one

jurisdictional observati on survey of
safety belt and child passenger use each Si X
nmont hs.

o To maintain trend data on child safety seat and
belt use in fatal crashes.

o To identify target populations through these
surveys and crash
statistics.

0 To conduct and publicize jurisdictional surveys of
public



knowl edge and attitudes about occupant protection
| aws and
syst ens.

o To collect nonthly data from your departnent on the
nunber of
citations issued and if applicable, convictions
obt ai ned.
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and/ or

o0 To evaluate the use of programresources (personnel
and
equi pnrent) and the effectiveness of any publicity

educati on prograns.

Al t hough these are only a few exanples on conducting a
safety belt program evaluation, a systematic application
of any or all of the above exanples should assure the
program manager of an effective evaluation. It is noted
here that a program manager can substitute the use of
occupant protection term nology with a particular program
obj ective (speed, DW, etc.) and use the sane eval uation
approach illustrated above.

Ongoi ng eval uations are an integral conponent of any
program since they are the only way of judging success or
failure. The fundanental neasure of success woul d be
changes in behavior and/or voluntary conpliance with the
| aw. However, by closely nmonitoring the program the
manager can effectively design and/or inplenent

I nprovenents.
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CHAPTER TWO
PROGRAM PLANNI NG
OVERVI EW

Planning is the key conponent of any managenent process.
Pl anni ng enabl es adm nistrators to determ ne the best

all ocation of resources to achieve optinmumresults,
determ ne the current |evel of programactivity and
identify and prioritize problens that should be addressed.
Ef f ecti ve pl anni ng enabl es managenent to sel ect and

i npl enent appropriate strategies, establish goals and

per formance neasures, item ze the resources needed for
success and ensure proper eval uation.

NEEDS ASSESSMENT

Over the past few decades, attention to traffic safety
probl enms on our nation's Interstate highway system has
contributed significantly to its current reputation for
notoring safety. At the sane tine, fatal crashes and
serious injuries have risen disproportionately on our
rural primary and secondary roads. However, |aw
enforcenent officials in areas experiencing a dramatic or
steadily rising nunber of fatal crashes do not have to
wait until a data programis in place before sone type of
remedi al action is taken. You can access nost information
i mredi ately through your State's Ofice of H ghway Safety.

The i nportance of conducting a thorough needs assessnent,
based on factual information, is critical in the
formul ati on of an effective action plan. Once the

magni tude, | ocation and nature of your rural traffic
safety problens are identified, then resources both

equi pnent and personnel can be focused to address them

For exanple, once the pilot Rural Initiative traffic
enforcement plan was conceptualized for the State of South
Carolina, the State Ofice of H ghway Safety was able to
provide statistical data on fatal, injury property damage
crashes and driver-related violations by county, for every
type of roadway. Next, 13 of the worst (46) counties in
the State were targeted for the program Eleven of these
counties, along with the nunicipality of Myrtle Beach,

el ected to participate. |In an organizational neeting,
specific traffic safety problens were presented to their
representatives, along with a plan to address their
specific needs (a county could choose between a single, a
multiple, or a passive traffic enforcenment progran



Participation by the | aw enforcenent officials represented
was 100 percent. The needs assessnent in this case

i nvol ved the identification of the county's crash problem
and an assessnent of each representative's traffic
enforcement capabilities. Based on both assessnents, a
pl an was specifically designed and inplenented for each

i ndi vi dual county.
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PLAN DEVELOPMENT

Sone pl anni ng devel opnent procedures go deeper than

sel ection of the nost appropriate enforcenent strategy or
t he establishing of goals and performance neasures needed
to effectively inplenment an enforcenent strategy, and/or
the identification of the resources needed to bring the
strategy to a successful conclusion. Extensive planning
procedures enabl e managers to assess current and past

|l evels of traffic enforcenent and the availability and use
of resources (beyond those in-house) involved in other
progranms. Planning allows themto outline their

i n-service training requirenent needs, and to verify and
prioritize the crash causes that should be targeted.

At a mninum adequate planning assures that all program
elenents are identified. It clearly states program goals
and objectives, allows for adequate personnel, delivers
the required training, is able to supply or acquire
essential equi pnment needs, and describes funding resources
avai | abl e or needed. Adequate planning al so neans
providing the programw th an experi enced manager who has
the authority to act in the absence of the sheriff (or
simlar head of an agency). |In addition, adequate

pl anni ng describes in detail how public information and
education will be involved as a critical elenment of the
program Once all planning factors are addressed by the
agency head, then the type and extent of program

partici pation can be determ ned.

Further, once formalized, the plan can serve as a
conveni ent docunent to describe various job
classifications, outline staffing needs for both
short-term personnel assignnents and | ong-range budgeti ng,
and be used to justify new or additional specialized
training (i.e., radar operation, accident reconstruction,
standardi zed field sobriety testing). It can be a

val uabl e support docunment for budget or outside funding
requests and can serve as a "nenorandum of understandi ng"
between two or nore agencies involved in a joint

oper ati on.

GOALS AND OBJECTI VES

The goal s and objectives incorporated into any plan to
remedy the problemof crashes on rural roadways can be
narrow and wel |l defined. However, the goals and



obj ectives should be realistic. Traffic fatalities can be
cyclic and unpredictable. Miltiple fatalities involved in
single crashes can easily inflate data. Therefore, it is
best to set long-range goals (three to five years) and
devel op objectives to achieve these goals. [In this way,
an adm ni strator can evaluate the plan's progress.
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PCLI CY STATEMENTS

Police adm nistrators are charged with the responsibility
of protecting |ife and property, and providing police

rel ated services to the citizens of their communities in
the nost efficient and effective manner possible. For
exanpl e, one of the greatest public safety issues today is
the topic of this guidebook - the ever increasing nunber
of crashes on rural roadways. Wile it is recognized that
many i ntegral conponents are needed to nmaintain a safe

hi ghway transportation system the fact remains that
people play a vital and highly visible role in maintaining
a problemfree driving environment. It is to the people,
therefore, that this nessage nust be directed.

Pol i ci es guide an organi zation toward achieving its goals
and reflect on the overall plan, i.e., the rural
initiative traffic enforcenment program Since a policy
statenent is based on the views of the adm nistration, the
desires of the comunity and its | eaders, and the mandate
of the law, it infornms the public as well as departnent
menbers about the purpose and direction of the program
Most inportant is the fact that policy statenents
summarize a departnent's position on the direction or
[imtations of an agency's authority in specific matters.
Therefore, a policy statenent fromthe head of the |ocal

| aw enf orcenent agency, which clearly and concisely
outlines the issue, is critical to the success of any
program especially the rural initiative program The
principles contained in the policy statenent are essenti al
to the delivery of the type of effort which will favorably
i npact the problem (See NHTSA publication entitled
"Mobdel Enforcenent Program For Occupant Protection" for a
sanpl e nodel policy statenent).

PUBLI C | NFORVATI ON AND EDUCATI ON

Police admnistrators are strongly encouraged to include
in the fornmulation of any traffic safety programa public
i nformati on and educati on conponent as an integral part of
any enforcenent activity. This conponent is paranmount to
success and necessary in order to reap every possible
benefit fromtheir planned activity. (See NHTSA
publication entitled "Law Enforcenent Public Information”



for an in-depth guideline for conducting successful and
effective strategies).
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There are many benefits to public information projects.

O primary inportance is the know edge that is created

Wi thin the community of any enforcenent effort. This
creates an additional "perception of risk"” on part of the
nmotoring public. The potential of being ticketed for a
traffic violation or killed or injured in a crash pronotes
voluntary conpliance which provides the greatest
possibility for reducing fatalities, injuries and property
damage crashes. The guide, nentioned above, discusses
successful nedia relations, effective traffic-rel ated
public information strategi es, and inplenentation and

mai nt enance of a public affairs unit/function. This
publication is highly recormmended for any program

adm ni strator.
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CHAPTER THREE

PROGRAM | MPLEMENTATI ON

OVERVI EW

Once a rural traffic safety crash reduction plan is

devel oped (all of the program data el enents have been
identified, the personnel and equi pnment resources have
been defined, an evaluation process is in place, a
departnental policy stating the programis goals and

obj ectives has been clearly witten and distributed, and
the extent of the public information and education
enphasi s has been determ ned) then the inplenentation date
shoul d be determ ned.

A key factor in the inplenentation of any traffic
enforcenment programis "timng." Inplenentation that is
poorly timed could scuttle the nost nmeani ngful and best
desi gned program For exanple, does the planned program
ki ck-off date coincide with the crash problem (i.e.,
seasonal )? Has the community been thoroughly apprised
(through the nmedia) of the "problent and alerted to the

i npl ementati on date? Have support agencies (i.e., courts,
departnment of notor vehicles, etc.) been notified about
your programplan (if applicable)? |Is there evidence that
the community has shown strong support for the plan?

| f the answer to any of these questions is "no," it would
be best to evaluate the public information and education
efforts made in conjunction with the program (if any).

SPEED ENFORCEMENT

Most hi ghways and notor vehicles are designed and built
for safe operation at the speeds travelled by nost
notorists. Neverthel ess, exceeding posted speed |imts
and driving too fast for conditions are contributing
factors in alnost one-third of all fatal crashes on rural
roadways. |In fact, vehicles traveling nmuch faster than



t he posted speed on a highway have a crash potential six
tinmes greater than vehicles traveling at the posted speed.
St udi es have shown that a driver traveling 20 nph above
the speed imt has a crash potential 11 tinmes greater
than a driver traveling at the posted speed.



The nost recent NHTSA report to Congress (Effects of the
65 MPH Speed Limt Through 1990) reports that based on
information from 18 of 40 states with increased rural
Interstate speed |imts, the 85th percentile speed (the
speeds on the Interstate system being travelled by 85
percent of the notorists) was unchanged for 1990 when
conpared to 1989. However, even though the percent of
vehi cl es exceeding 70 nph in 1990 (relative to 1989)
experienced no change, this percent has incresed from an
estimated 6 percent in 1986 to 19 percent in 1990. One of
the primary concerns of highway safety activists is that
when a notorist | eaves the freeway, speeds are not
decreased to reflect the non-freeway driving conditions
(spill over effect). This situation creates problens in
the vicinity of major interchanges and on roadways not
built to safely handl e these higher speeds.

Not hi ng coul d underscore nore sinply the responsibility
that | aw enforcenent adm ni strators have in the
enforcenment of speed | aws, than the charge given to the
participants at the U S. Departnent of Transportation
Traffic Safety Summt, held in Chicago, Illinois, April,
1990, by the Honorable Samuel K. Skinner, then the
Secretary of Transportation:

"I't should be the goal of all |aw enforcenent
agencies to foster voluntary speed limt
conpliance on the part of all nmot or vehicle

operators, through public awareness and
enforcenent neasures, in order to create safer roadways
for our nation."

In addition to speed zoni ng, speed enforcenent can be a
very effective way to reduce serious crashes on rural
roadways. |If used judiciously, it can provide imedi ate
and long-term benefits. Use of speed enforcenent

equi pnent does require training, but generally speaking it
IS an i nexpensive programto initiate. Some major factors
shoul d be considered prior to setting up a speed

enf orcement program

(1) D d the needs assessnent data indicate speed as a

maj or driver factor in your highway
fatalities? |If so, where did fatalities occur?
What tinme of day? Wat were the age, sex of

drivers? Was it a single/multiple vehicle crash? Any
ot her factors involved? Wuat type of vehicle was
the victim operating?



(2) 1Is there a specific type of technol ogy needed,
e.g., radar,
phot o-radar, |aser speed neasuring device, use
of drone
radar, electronic speed displays and/or signing,
VASCAR, etc?
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(3) WII the use of physical speed control techniques
such as

speed bunps, runble strips, and/or special
pavenent mar ki ngs

of fer good opportunities to reduce speeds? The
use of these

types of physical changes are elenents for safer
roads rat her

than a nmeasurable part of an overall speed
enf or cenent

program NOTE: Hi ghway engi neers and patrol
officers need to

work together to identify these hazardous
| ocations and to

see that inprovenents are nade.

(4) I's public information and education (Pl &E) an
i nt egral

conponent of any pl anned speed enforcenent
progranf Studies

have shown that a vigorous speed enforcenent
program NOT

acconpanied by PI& is short lived. The nost
ef fective

programis one that raises and naintains the
public perception

that speeders will be detected, apprehended and
sanct i oned.

Sheriffs must realize that witing speeding
tickets does not

carry the negative political ramfications once
t hought -

provi ded the programis thoroughly planned and
the comunity

is fully aware of its purpose. However, failure
to take

action to elimnate or reduce a serious
speedi ng-rel at ed

probl em could be. How a sheriff presents the
programto the

community is extremely inportant. A well thought
out pl an,

targeting a specific problem supported by
prom nent citizens

and the nedia, could prove to be very beneficial.

(5) WII a speed enforcenent programrequire
"speci ali zed"



training? If so, is it available? Wo wll
provide it? Are

there any additional costs involved? Can the
training be

conduct ed i n-house?

These are sonme of the mmjor considerations agencies shoul d
be aware of before commtting thenselves to a speed

enf orcement program However, the value of using speed
enforcenent as a primary program has many positive sides.
For exanple, speeding is involved in many ot her unsafe
driving behaviors, including the nmeans for avoidi ng
apprehension if involved in sone overt crimnal activity.
Law enforcenent adm nistrators have found that the active
enforcenment of speed |limts has reduced not only the crash
probl em but drunk driving, non-use of safety belts, and
many Part | crimnal offenses (see ACE Program
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SPEED ENFORCEMENT STRATEG ES

In addition to the commopn practice of "pacing" a speeding
vehi cl e, |aw enforcenent agencies throughout the United
States use one or nore of the speed enforcenent techniques
listed bel ow

0o observing traffic fromfixed |ocations, using a
time/ di stance
measuring device or down-the-road radar, then
pur sui ng and
st oppi ng the speedi ng vehicle.

0 observing approaching traffic froma fixed
| ocation, using
down-t he-road radar, then stepping out and
stoppi ng the
vehi cl e.

0 observing traffic froma noving vehicle (pacing or
novi ng radar), and then pursuing and stopping
t he viol ator.

Many vari ations of the above, including the use of
"teans," have been incorporated into speed enforcenent
strategies. However, the second strategy nentioned above
is losing favor with sonme officers who patrol 65 nph

r oadways.

Sone innovative speed enforcenment strategies used in the
United States in recent years are:

0 Unattended radar (Drone radar).
o Portable billboard-type radar.
o Aircraft surveillance (wth ground pursuit).
0 Manned automat ed speed enforcenent (photo-radar).
0 Use of unmarked, non-descriptive police-type
vehi cl es as
enforcenent or "spotter" vehicles, teaned with a

mar ked
vehi cl e.

Some innovative speed enforcenment strategies used in



Eur ope are:

0 Use of stop teans (two or nore officers working in
uni son) .

o Stationary, manned phot ographi c systens.
o Mving, manned phot ographi c equi pnent.
o Movabl e, unmanned phot ographi c systens.

o Fixed, unmanned, fully automated operations.
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etc.).

| MPAI RED DRI VI NG

As a nation, we have acconplished much in the | ast decade
to el evate public awareness about inpaired driving (DW).
However, inpaired driving, whether it involves drugs or

al cohol, continues to be one of the nation's nost serious
public health and safety problens. Each year one mllion
crashes involving inpaired drivers occur, resulting in
approxi mately 540,000 injuries. In 1990, NHTSA s Fatal
Acci dent Reporting System (FARS) reveal ed that

approxi mately 40 percent of all fatal crashes involved a
driver or non-occupant whose bl ood al cohol concentration
(BAC) |evel was above 0.10 percent. An additional 10
percent of fatal crashes involved a person whose BAC | evel
was above 0.00 but bel ow 0.10 percent. Further,
additional information available from FARS reveal ed t hat
33 percent of all other crashes involved driver al cohol
use, and that alnost two-thirds of these drivers were also
speeding. Also, alnpbst two-thirds of all crashes
occurring in the late evening or early norning hours

i nvol ved al cohol use by the driver (see NHTSA publication
Safer Streets Ahead, a conmunity handbook to prevent

i npaired driving, under list of avail able resources).

Al t hough there is evidence that, through the conbined
efforts of Federal, state and |ocal |aw enforcenent
agencies, a significant inpact has been nmade in reducing
the DW problem nuch nore needs to be done. |If your

dat a- needs- assessnent reveals that a significant nunber of
crashes are al cohol-related, then sone type of inpaired
driving counternmeasure programis warranted. Mst of the
sane questions put forth under speed enforcenent factors
(see page 3-3) can be used to help you deci de whether to
initiate a DW enforcenent program

| MPAI RED DRI VI NG ENFORCEMENT STRATEQ ES
Law enforcenent agencies in the United States use one or
nore of the follow ng strategies for enforcenent of
i npaired driving | aws:
0 Roadside sobriety checkpoints.

o Videotape recorders (in car, station, barracks,

o Cooperative (interagency) enforcenent teans.



o Selective Traffic Enforcenent Prograns (STEP)
t hat use highly
"visible" teans of officers concentrated in
desi gnat ed areas.

o Oficers trained in special Drug Recognition
Techni ques.
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Roadsi de sobriety checkpoints have provi ded the nost
effective docunented results of any of the DW enforcenent
strategies. Checkpoints raise the public's perception

| evel concerning DW and becone a val uable deterrent if
used in conjunction with a strong nedi a canpai gn.
Checkpoints do require significant resources, both

per sonnel and equi pnent, and shoul d be thoroughly pl anned
prior to their use. To help you in deciding whether or
not to use sobriety checkpoints, the NHTSA has devel oped a
gui debook entitled, The Use of Sobriety Checkpoints for

| npai red Driving Enforcenment (see list of publication
resources for reference nunber).

The use of in-car video recorders has proven to be a very
effective strategy. Many agencies strongly advocate their
use whil e other agencies have adopted the use of
Prelimnary Breath Testers (PBTs) for assisting officers

i n establishing probable cause for further testing.

To further strengthen any DW enforcenent program it is
strongly recommended that adm nistrators consider training
their personnel in use of the Standardi zed Field Sobriety
Tests (SFSTs). Training in the proper use of the SFSTs

w || enhance the notivation of all patrol personnel and is
a val uabl e asset to any DW counternmeasure program
Currently, 35 states have adopted the NHTSA-devel oped DW
Det ecti on and SFST training course as mandatory training
for all recruits. Five states, the District of Col unbia
and Puerto Rico use the NHTSA curriculumas part of their
in-service training. (See catal og of avail abl e NHTSA
training under list of publication resources.)

It has | ong been known that people who operate notor
vehicles while inpaired by al cohol kill and mai mthousands
of people each year but only recently has the nagnitude of
drug-inpaired driving (cocaine, marijuana, PCP, etc.)
surfaced. A progression of the SFST training program has
been the inplenentation of advanced training in drug
recognition. This programallows qualified officers (who
have successfully conpleted the basic SFST course) to
expand their newy acquired SFST skills by | earning

addi tional procedures in the formof a battery of tests (a
series of clinical and psychol ogi cal exam nations) to
assist themin determ ning possible drug or nmulti-drug
use. The evidence used in this procedure provides

val uabl e gui dance to the laboratory in narrow ng the



uni verse of drugs for which tests need to be perforned,

t hus decreasing the cost of the analysis, and increasing
the odds that the analysis will produce a positive result.
The drug recognition programalso aids in the conviction
of these drivers, based on the testinony of the trained
of ficers.

3-6



This training is also avail abl e through NHTSA. A
pre-requisite for any officer interested in becomng a
Drug Recognition Expert is to have successfully conpl eted
the basic SFST training programand to have been a SFST
practitioner for a reasonable length of tinme. (See catal og
of avail able NHTSA training under |ist of published
resources.)

Drug-inpaired driving can easily become an extension of
any one of the al cohol -inpaired enforcenent strategies.
The advantage of the drug recognition programis the
ability of trained officers to probe deeper into instances
of obviously inpaired operation of a notor vehicle
whenever the suspect's breath test reveals little or no
evi dence of al cohol consunption.

OCCUPANT PROTECTI ON

The National H ghway Traffic Safety Adm nistration, the
Nat i onal Sheriffs' Association (NSA) and the International
Associ ation of Chiefs of Police (IACP) support an
aggressive safety belt and child safety seat enforcenent
program Quite sinply - it saves |ives!

Sonme facts associated with occupant protection:

o Safety belts are the nost effective life-saving and
injury-reducing device in all types of notor
vehi cl e crashes.
Safety belt use could save 15,000 deat hs and
reduce nore than
400, 000 serious injuries each year.

o Modtor vehicle crashes are the | eadi ng cause of
deat h anong smal | children and adol escents.
Through the proper use of child safety seats
or safety belts, the nunber of deaths and
injuries to these individuals can be dramatically reduced.

o Traffic crashes pose a greater threat to public
safety than
crime because:

- amnmurder is commtted every 22 m nutes, but
soneone dies
in a car crash every 14 m nutes.



- an aggravated assault takes place every 30
seconds, but
soneone is injured in a car crash every 11
seconds.
- violent crines cost society over $14 billion
a year, but
traffic crashes cost society over $100
billion a year.

o Alnpst half of the | aw enforcement officers killed
whil e on duty are killed in notor
vehi cl e-rel ated crashes.



The NSA, through the efforts of its Traffic Safety
Commttee, has identified safety belts as one of the nost
effective ways to reduce deaths and disabling injuries in
a crash. The NSA strongly advocates that all sheriffs
adopt and enforce a safety belt policy within their
respective agencies. NSA underscores this position with
its "Saved by the Belt" program

NHTSA has supported the enforcenent of child passenger
safety laws since 1978 and safety belt |aws since the
enactnment of the first law in June 1984. Since that tine,
studi es conducted in several states (i.e., New York,
II'linois and Texas) have reveal ed sone interesting data.
O primary value is the data which showed that safety belt
usage can only be increased through publicized

enforcement. In addition, studies have shown that "blitz"
or "STEP" program approaches are not the only prograns
that work. Integrating safety belt enforcenent wi th other

traffic enforcenent prograns (i.e., speed, DW, child
restraint use) result in greater and | onger |asting gains
in usage rates. These gains are achi eved because officers
make the effort to increase the notoring public's
perception of enforcenent.

Everyt hi ng NHTSA and the NSA have |l earned to date on this
i ssue indicates that visible enforcenent of existing
occupant protection |laws offers the greatest potential for
i ncreasing safety belt use, thus reducing the unnecessary
death and injury rate currently being experienced.

Mor eover, an occupant protection enforcenent program
offers sheriffs an "untapped" opportunity for becom ng
nore involved within their communities in a positive
manner. One of the nost effective canpaigns a sheriff can
initiate is one that shows concern for constituents. |If
traffic safety is an issue in a community, then a sheriff,
or any |aw enforcenent official for that matter, can take
advantage of the situation and turn it into a positive
experience. (See under NHTSA publications Model

Enf orcenent Program for Occupant Protection - A 7-Point
Program for Increasing Safety Belt and Child Restraint

Usage) .

One of the key advantages of an occupant protection
enforcenment programis that it does not require the use of
addi tional resources (equipnment or personnel), nor does it
require an increase in patrol hours (i.e., overtine,
etc.). A policy to ticket safety belt or child restraint
violations as part of an ongoing patrol activity can be
subscribed to easily. Integrated enforcenent can be



conducted in secondary |aw states as well as in primary

| aw states (secondary safety belt laws restrict their
enforcenment to occasions when a vehicle is stopped for
another traffic offense, while primary safety belt |aws
can be enforced at any tine). Both activities can
effectively increase occupant protection usage, even in
situati ons where personnel resources have been di m ni shed.
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OCCUPANT PROTECTI ON ENFORCEMENT STRATEQ ES

The sheriff or |aw enforcenent official of any community
can have a significant effect in raising safety belt usage
rates (thus decreasing the |likelihood that notor vehicle
occupants would be injured or killed in a crash) through
two comonly used progranms - "blitz" and "integrated"
occupant protection enforcenent.

0 BLITZ PROGRAMS. Blitz prograns, sonetines
referred to as

Sel ective Traffic Enforcenent Prograns (STEP)
concentrate

specifically on safety belt |aw usage for short
peri ods of

time (usually one or two weeks). Initial blitz
enf or cenent

prograns were generally conducted only in
"primry" | aw

states, rather than "secondary" | aw states.
Currently, blitz

prograns are bei ng conducted in nost
jurisdictions with

excellent results. However, one of the nost
i nportant factors

in either program has been the timng and
intensity of the

media effort. Two recent "blitz" technique
enf or cenent

studies (Al bany and El mra, New York) reveal ed
their

effectiveness. In Al bany, the blitz raised
safety belt usage

rates 12 percentage points, while in El mra usage
rates were

rai sed 28 percent.

0 | NTEGRATED PROGRAMS. Integrated safety belt
enf or cenent

prograns conbi ne other traffic safety enforcenent
activities

with belt enforcenent. As stated before, this
type of program

requires no additional personnel. It can be used
in both

primary and secondary |law states. |t has proven
to be very



effective when conbined wth "safety check"
t echni ques (used

to detect unlicensed or suspended/revoked
drivers, equipnent

violations, etc.). Road safety checks are an
excel l ent forum

to instruct occupants about the hazards
associated wth not

using safety belts or child restraints and
usual |y are not

enpl oyed for purposes of issuing citations.
Rat her, they are

used to informthe public about the benefits of
occupant

protection. This approach is an excellent public
rel ations

tool for sheriffs and encourages vol untary
conpl i ance anong

the notoring public. It can be targeted toward
any driving
popul ation, i.e., youths, adults and/or the

el derly.
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Sheriffs or other |aw enforcenent officials considering an
occupant protection enforcenent or public relations
program nust realize that without the full support and
participation of sworn personnel, the general public wll
not be convinced to "buckle up." O even greater concern
for adm nistrators should be the al arm ng nunber of
crashes bei ng experienced by their officers. Studies have
underscored the fact that state police officers are
involved in crashes at nore than twice the rate of
civilians, while urban and county officers crash nore than
10 tinmes as often as the public. Oficer injuries occur

i n about one-fourth of these crashes, with an average | oss
of 23 workdays per injury (over one nonth off the job).
When you conpute the lost tine and consider that crashes
killed 42 police officers in 1990 (one-third of the
total), adm nistrators whose agencies do not have a safety
belt use policy should seriously consider adopting such a

policy.

Along with adopting a mandatory use policy, there is the
need to train your personnel. Training prograns can be
informal: remarks and/or public statenents by the
sheriff, roll call rem nders, periodic nenbs or nessages,
staff neetings and posters. Training prograns can be
formal, e.g. NHTSA Occupant Protection Usage and

Enf orcenment (OPUE) course for line officers or a police
ri sk managenent wor kshop for police executives. The OPUE
course requires approximtely 4-6 hours of training while
the ri sk managenent course is about 4 and 1/2 hours | ong.
(See catal og of NHTSA training under |ist of avail able
resour ces).
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AGGRESSI VE CRI M NAL ENFORCEMENT ( ACE)

The strategy of aggressive traffic enforcenent as a neans
to deter crimnal activity is not a new concept.

Varieties of this prograns are used by many police
agencies. The project enployed in South Carolina is
nodel ed after the "Operation Ni ghthawk Programt used by
the Georgia State Patrol. Aggressive Crimnal Enforcenment
(ACE) techniques have been used in Georgia for many years,
with outstanding results. Veteran Georgia State Troopers
trained in ACE procedures speak highly of the program and
how it rejuvenated their interest in traffic enforcenent.
However, ACE does not have the singular objective of
traffic enforcenment. Basically, it teaches officers to
use traffic enforcenent as a bridge to the detection of
other crimnal activity.

Because of the fact that the crimnal's use of the
autonobile is well docunented in this country (EBI_Uniform
Crime Report - 1990), ACE is an ideal programfor
sheriff's departnment personnel since it appeals to the
natural instinct and interest of all |aw enforcenent
officers - catching crooks. The conbination of aggressive
traffic stop techniques with in-depth training to "l ook
beyond the ticket" has proven to be an extrenely
successful way to raise the public's perception regarding
traffic enforcement. The ultimte goal of any enforcenent
programis voluntary conpliance. A well managed and
active ACE programw ||l achieve this goal

SQUTH CAROLI NA' S AGGRESSI VE CRI M NAL ENFORCEMENT PROGRAM

The ACE programin South Carolina began in May 1989 with a
nmeeting of representatives from Sheriff agencies (13
counties having the worst crash fatality rates) and
representatives fromthe other State hi ghway safety

di sciplines (see Preface). Anmong the issues discussed at
this neeting were: the extent of the problem the
resources avail able; the training and equi pnment that could
be provided; nedia involvenent; an incentive program the
eval uation system and the achi evabl e benefits of the
program - a better "quality of life" for individuals
living or visiting in South Carolina.

Foll owi ng the neeting, representatives fromeach | aw
enforcenent agency agreed to participate in one of three



traffic enforcenment-rel ated safety projects - a multiple
enforcenent project, a singular enforcenent project or a
passive project. Projects in the 13-county pilot test
areas were designed to target rural or local roads for a
four-nonth period - Septenber 1 to Decenber 31, 1989.
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ACE training for the participants started i medi ately
after the planning neeting in order to coincide with the
purchase of the equi pnent needed to suppl enent their
choice of progran(s) e.g., radar sets, video caneras, etc.
Al t hough the pilot project was scheduled in 13

pre-sel ected counties there was a built-in option for
expansion to other counties dependi ng upon the results of
the initial evaluation.

These eval uations, conducted in early 1990, were very
encouragi ng. A county-by-county crash/injury/fatal
conparison (sane nonths, three years - 1987, 1988 and
1989) reveal ed decreases in nost categories. Building on
this positive report, the ACE program was expanded to

i nclude projects and training for deputies and officers
from21 additional counties and | aw enforcenent agenci es.
It should be noted that, of the 28 counties now
participating in the program 12 sheriff departnents had
NEVER enforced traffic |aws and/or were NEVER involved in
a highway traffic safety program Currently, as a result
of the Rural Initiative program five departnents
(Dorchester, Lancaster, O angeburg, Pickens, and
Darlington) in the "never" catagory have full time traffic
enforcenment units, while four other departnments (Union,
Newberry, Cal houn and Chester), which partially enforced
traffic | aws, have adopted full-tinme traffic units.

Al though it's still growng, the Rural Initiative program
in South Carolina currently involves 32 | aw enf or cenent
agencies (28 Sheriff departnents and four municipal police
agencies). Fromthese agencies a total of 179 sheriffs
deputies and nunici pal police officers have been trained
in the ACE enforcenent program and NHTSA's DW Detection
and Standardi zed Field Sobriety Testing and OPUE cour ses.

South Carolina's Rural Initiative experience is beginning
to bear fruit. Statistics released by the South Carolina
Ofice of H ghway Safety (SCOHS) for the three-year period
(1989-1991) reveals a significant reduction in
deaths/injuries and fatalities (statew de). SCOHS reports
there were 12,472 fewer crashes, 2,333 fewer injuries and
106 fewer fatalities in this three-year period. In the
nont hs Septenber - Decenber (the original pilot test
period) a conparison of 1990 and 1991 data reveal ed 3, 107
|l ess (total) crashes. This was further broken down to
2,576 less property danmage crashes, 502 less injury
crashes and 29 less fatal crashes.
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South Carolina's Rural Initiative experience has al so had
sonme successes that cannot be expressed statistically.
Sheriffs' deputies involved in the program have sei zed
scores of vehicles used to transport drugs and ot her

cont raband and have seized kil os of uncut cocaine, with a
street value in the mllions of dollars. Deputies have
al so sei zed hundreds of pounds of nmarijuana, recovered
hundreds of thousands of dollars identified as

drug-rel ated noni es, and have made nunerous felony arrests
of wanted subjects. Unrelated to the Rural Initiative
project, but relevant to the successful enforcenent
experience agencies are having with the ACE program is a
report fromthe South Carolina H ghway Patrol which
details the acconplishnments of its special 14-officer ACE
unit. To date, in addition to issuing over 8,000
citations for various traffic violations, the Patrol has
sei zed over $300,000 in drug-related currency and vari ous
illegal drugs with a total street value of over $800, 000,
captured 15 fugitives, and recovered 30 weapons.

Finally, one of the nost inpressive bits of information
comng out of the State of South Carolina is the report
that the Governor's Ofice of H ghway Safety has a waiting
list of over 50 | aw enforcenent officers who desire to be
trained in the ACE program |In addition, the South
Carolina Crimnal Justice Acadeny recently decided to make
the ACE programrequired training for all future recruits.

ACE PROGRAM ENFORCEMENT STRATEG ES

o Miltiple enforcenent strategy. This strategy
I ncor por at es

into the ACE programall the major violations
(1.e., speeding,

DW, occupant protection) which are used as the
focus for

the traffic stop. (Note: sonme agencies highly
recommend

i ncl udi ng equi prent violations as a viable
conponent to this

strategy. It has proven to be very successful).

Training needs for this type of programare nore
stringent.

Oficers need to be trained in the ACE program
and are

required to be proficient in performance of the



SFSTs and use

etc.

of radar, VASCAR, |aser speed neasuring devices,

o Singular enforcenent strategy. This strategy would
incorporate the identification of the
singl e nost serious traffic violation
occurring within a jurisdiction, then
targeting all available resources toward its reduction.

The only training needed for this type of effort

is ACE and

what ever single issue you wish to resol ve.
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o Passive enforcenment strategy. This choice is not

an enforcenent strategy per se, nor does
it involve using the ACE program concept s.
However, it does involve a willingness by a | aw

enforcement official to initiate a major public relations
effort. This effort is directed toward the

reduction of a serious community traffic
safety problem Program areas i ncl ude
erecting fatality awareness bill boards, making public

servi ce announcenents, using the print nmedia, and/or

addressing civic groups and/or high school

assenbl i es.

The passive strategy offers to sheriffs an
unt apped source of

exposure. By reaching out into the comunity and
show ng

interest in a legitimte concern, sheriffs can
i ncrease their

popul arity base. Participation in passive type
prograns has

al so proved to be an essential first-step in the
devel opnent

of nore active traffic enforcenent prograns.

Sonme exanpl es of effective passive programstrategies are:

o0 To conduct nonthly presentations on educati onal
traffic safety
i ssues (safety belts, pedestrian problens,
bi cycles, etc.) to
students, retirenent communities and speci al
i nterest groups.

Some successful occupant restraint prograns are the
Buckl e Bear Program Captain dick, Wody
Wbodpecker, Thunbs Up and
Buckl ewoman.

o To issue nonthly a nedia rel ease on specific
traffic safety
pr obl ens.

0 To conduct nonthly a traffic safety presentation
whi ch i npacts
persons in civic and comrunity groups. These
coul d include
traffic safety exhibits at county fairs, high
school sporting
events and ot her special events.



0 To conduct a cellular phone 9-1-1 canpai gn which
reports drunk
drivers. This effort may include the use of
bi I | boards, bus
posters and bunper stickers.

0 To develop localized traffic safety pronotiona
materials to
i ncrease public awareness about specific issues.
Itenms could
i ncl ude key chains, posters, badges, stickers,
wri st bands,
T-shirts, pledges, press kits and panphl ets.

0 To conduct child restraint/safety belt use surveys
at roadside
checkpoints. No citations wll be issued.
Per sonnel
conducting the checkpoints should be trained to
assi st citizens in proper usage of seat
belts and child restraints.

o To make nonthly roll call training presentations
for DW,
occupant restraints, or any other traffic safety
i ssue.
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CHAPTER | V

BUI LDI NG COVMUNI TY SUPPCRT FOR TRAFFI C SAFETY PROGRAMS

OVERVI EW

In order for traffic safety progranms to be successful at
the community level, support fromelected officials and
other community | eaders is essential. This has been
proven repeatedly in canpai gns agai nst inpaired driving
and attenpts to initiate legislation to enact child safety
seat and safety belt |laws, and to reduce speedi ng.

Wt hout the support of influential |eaders in the
comunity, traffic safety prograns and policies wll not
get enacted, inplenmented or enforced.

The societal costs of traffic crashes and the dramatic

i npact they have on local, state and Federal governnents,
both in ternms of services provided and | oss to enpl oyers,
have al ready been addressed. However, many | ocal el ected
officials may not realize the inpact traffic safety has on
their community - whether rural or urban, unless they have
atraffic safety programin place or have faced a
particular traffic-related crisis. As responsible |aw

enf orcement managers you have the tough job of convincing
| ocal | eaders of the benefits (quality of life) of having
traffic safety policies and prograns. Further, it is

i nportant that you and other |ocal officials are aware of
not only the negative inpact of crashes on the comunity,
but what assistance is available to help your comunity
prevent these crashes.

STATE ASSOCI ATl ONS

Efforts to build support for traffic safety prograns anong
| ocal elected officials can also result in benefits beyond
t he boundaries of their individual communities. Since
nost local officials participate in state associ ations
representing cities, counties, regional councils or
townshi ps, |law enforcenent officials can build this
support through the establishnment or strengthening of

rel ati onships with these associations. Associations
representing these officials can serve as hel pful
resources in gaining access to them






LOCAL COFFI ClI ALS

Local elected and appointed officials play a critical role
in the enactnent, inplenentation and enforcenent of
traffic safety initiatives. As a result of their roles as
| egi slators and recogni zed | eaders in the community, |ocal
officials can lend their support to rural traffic
enforcement initiatives through:

o Passage of policies, |aws and ordi nances.
o Program devel opnent and fundi ng, and,
0 Leadership.

Local |eaders can also use their influence to coordinate
traffic safety prograns across state and | ocal departnent
lines by creating special offices or assigning individuals
to handl e specific issues. Despite the influential role
that | ocal elected officials can play in forging traffic
safety projects and prograns, these |l eaders typically do
not access their comunity's traffic safety networks.

Sonme of the obstacles a | aw enforcenent adm ni strator

m ght encounter while trying to devel op an effective
traffic safety program are:

o demands on limted tinme and resources of these
of ficials.

o demands by ot her conpeting constituency needs, and,

o the natural turnover of elected officials and their
staffs.

Al t hough these obstacles to forging effective partnerships
with ocal officials are form dable, they can be overcone.
One of the ways to overcone these obstacles is to work
t hrough | ocal governnent associations or public interest
groups. There are several key public interest groups
whi ch represent |ocal officials:

o State Association of Counties.

o State Muinicipal League.

o State Association of Regional Councils, and,

o State Association of Towns and Townshi ps.

For exanple, Suffolk County, New York was the first county



in the State to submt a plan to use State special traffic
funds to fight DW. The County, |led by the County
executive and working through the State Associ ation of
Counties, initiated a conprehensive program of

enforcenent, education, prosecution, rehabilitation and
public information to address the problem This effort
resulted in a decline of 35 percent in al cohol-rel ated
fatalities, a 50 percent increase in DN arrests and a 40
percent increase in safety belt use.
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Anot her exanple of local officials and | aw enforcenent

col l aborating to reduce a serious traffic problemwas
reported in Indiana. Concerned that their county had the
hi ghest traffic crash rate of the seven counties
surroundi ng I ndi anapolis, the Ham|ton County prosecutor
and the sheriff spearheaded the establishnment of a Traffic
Safety Task Force. Headed by a full-tinme executive
director, the task force devel oped neasures to address the
County's traffic problens. Since its formation two years
ago, safety belt use has risen from 28 percent to 68
percent, hazardous road sites have been identified and
redesi gned, thereby reducing or elimnating serious
crashes at those sites.

STRATEG ES FOR WORKI NG W TH STATE ASSOCI ATI ONS OR LOCAL
OFFI C ALS

The follow ng strategies highlight the actions a | aw
enforcement official could take to work with state
associations or elected officials when trying to generate
i nterest and support for traffic safety initiatives:

o Find out who the | eaders are (lists are avail able
t hrough , state associ ations).

o Make arrangenents to neet with them

o Provide themw th accurate, up-to-date data

(enphasi ze the costs of these crashes both in
human and econom c terns). | ncl ude personal
accounts of the costs of these tragedies, if

avai |l abl e.

o Conpile as nuch information as possi bl e about the
program or
policy options you are suggesting (detail the
benefits).

0 Ask the elected official or state association for
support for
specific action. Begin on a small scale, support
w || broaden
as public interest grows.

0o Attend neetings. These officials or associations
are al ways
| ooki ng for speakers for workshops or conmttee
meetings. You
could al so volunteer to be a speaker. |If



speaking is not an

alternative, your presence offers the opportunity
for informal

di scussi ons.

It may appear fromthese recommendations that it wll take
a great deal of effort for |aw enforcenent officials to
work with state and | ocal officials. However, if you
choose to work through state associations of |ocal elected
officials, you can easily and directly maxim ze their
political support for your efforts. Through these
contacts you can build the support needed at the | ocal and
state level to create, expand, or strengthen the

devel opnent, inplenentation and enforcenent of traffic
safety policies and prograns in your area.
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PROMOTI NG BROAD BASED TRAFFI C SAFETY PROGRAMS: THE
SHERI FF AS THE
CATALYST FOR ACTI O\

The traffic safety prograns or actions reconmended here
are those which are nore generic in nature and are such
that the sheriff can not act alone. Rather, they require
the sheriff to take a | eadership position and to work in
concert with others so as to articulate and/or facilitate
t he devel opnment of specific traffic safety prograns.

In pronoting broad based traffic safety programs, sheriff
are uni quely qualified:

0 They are elected officials acutely attuned to the
needs of their constituents, so they nust be
concerned w th highway safety.

o They are often the nbst prom nent el ected official
in the county, thus giving them a specia
status of office and uni que | eadership
opportunities for making traffic enforcenent an
integral part of their portfolio.

Sheriffs have, at a mninum two fundanmental roles as it
relates to traffic safety:

(1) As elected officials they are enforcers of |aws
and codes of
conduct and in many cases, first responders;

(2) Also, by virtue of their election, they are in the

position to encourage citizens and ot her
officials and institutions to take positive
actions in matters of concern, i.e., highway

safety.

The prograns outlined in this section go beyond the
traditional node of strict enforcement and those
strategies designed to stop or curtail unsafe driving
actions deened unacceptable by constituents. These
prograns are nore general and attenpt to encourage action
and public support. It is recommended, for maximum
effectiveness, that they be inplenented in conjunction

wi th a neighboring sheriff, or better yet, through the
state sheriff association. |Inplenentation of any of these
prograns is an opportunity for a sheriff to nount a
"canpai gn" of coalition building. In this light, the



prograns are politically attractive and can generate
positive citizen feedback. Taking the lead in the

i npl enmentati on of any one of these prograns allows the
sheriff to convene coalitions, thus becom ng the catal yst
of local traffic safety efforts and the coordinator of an
i nportant canpaign which is in the public interest.

4-4



Rai | road Grade Crossing Safety Program

In 1991, 608 occupants of notor vehicles were killed in
crashes with trains at rail-crossings. This is a
particularly acute problemin rural areas. Accordingly,
sheriffs in these areas should pronpte safety prograns
that use state-of-the-art materials on cross-bucks and
track advance warning signs; use the |atest advancenent in
pavenent marki ngs on approaches to these grade crossings,
etc. This type of program can be acconplished in
conjunction with federal, state and/ or nunicipa
departnents of transportation or public works. In 1992,
the National Sheriffs' Association adopted a resolution in
this regard.

Vehi cl e Regi stration Systens.

The license plate is a critical |aw enforcenent tool for
apprehending crimnals and for public safety
identification purposes. Many states continue to
authorize single plates. Sheriffs in those states should
advocate, through their state |egislatures and departnents
of notor vehicles, incorporation of two fully reflective
license plates which are reissued at regularly schedul ed
intervals. The National Sheriffs' Association also
supports this program

Positive Cuidance H ghway Safety Prograns.

Sheriffs can be the linchpin with state, county and | ocal
hi ghway officials to facilitate the upgradi ng of signs,
signals and road markings and to recomrended
specifications in order to produce positive guidance
systens. It is estimated that 7,000 |lives a year m ght be
saved if such systens are adopted and inplenented. In
addi tion, positive guidance systens have been shown to be
the nost cost effective way to i nprove roadway traffic
safety.

Bus Safety Prograns.

The safe transportation of school -age children in buses
presents uni que safety challenges to sheriffs in rura
communities. Sheriffs can work with el ected school boards
and state legislators to fund inproved safety markings on
buses, signs or in paved school bus | oading zones.
Passenger | oadi ng or discharge educational prograns for
drivers and students are avail able to PTA groups for board



of education neetings or school assenblies. Sheriffs can
be instrunmental in inproving school bus safety by taking a
strong public stand agai nst viol ators.
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Thenme Vehi cl es.

The sheriff in Carson Gty County, Nevada was instrunenta
in obtaining a grant (Section 402 funds - see resources)
to purchase a vehicle which displayed a traffic safety
theme for specific periods of tinme depending on the
seriousness of the problem Deputies assigned to the
"Theme Car" were tasked wth the responsibility of
enforcing the traffic regulations associated with the
designated thene. This innovative program has been very
effective in reducing traffic problens in his county and
has attracted strong citizen approval .
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RESOURCES

OVERVI EW

Sheriffs and/or other |aw enforcenent officials
contenplating a rural initiative traffic safety program
shoul d be aware of the many resources, whether in the form
of financial assistance, publications or technical

assi stance, that are avail abl e.

FUNDI NG FOR TRAFFI C ENFORCEMENT PROGRAMS

Fundi ng for highway safety prograns is |egislated by the
Congress and delegated to the U S. Departnment of
Transportation to be adm ni stered by NHTSA and FHWA,

t hrough each state's Governor's H ghway Safety
Representative (GHSR) (see Appendix A-5 for current list).
Moni es for these programpriorities (Section 402 hi ghway
safety funds) are distributed to the states according to
popul ation and road m | eage, on a 60 percent (to state)
and 40 percent (to local communities) split. Applications
for funds are filed with the GHSR  Funded prograns or
projects that are approved by the GHSR are then forwarded
to and revi ewed by each NHTSA Regi onal Adm ni strator (See
Appendi x A-4). Hi ghway safety problens depicted in the
proj ect applications, nmust be thoroughly docunented, as
must be the intended solution to the problem Sone

stipul ations exist on the use of Section 402 nonies.
Therefore, if Federal dollars are needed to assist you in
conducting one of these traffic enforcenent prograns,

pl ease contact your state's GHSR

Anmong the prograns avail able for Federal funding under the
| at est Congressi onal authorization are drunk driving

enf orcenment, speed enforcenent, occupant protection
(including child restraint systens), notorcycle safety,
and police traffic services. Including below (as headi ngs
under "Publications") are sonme of the topical program
areas to be considered in conducting a rural initiative
program The program summaries include an overview of the
probl em and recomend enforcenent strategies.






PUBLI CATI ONS

It is inpossible to list all the publications that are
avai l abl e through the U. S. Departnent of Transportation's,
Nati onal H ghway Traffic Safety Adm nistration or the
Federal H ghway Admi nistration to assist |aw enforcenent
agenci es develop or inplenent a traffic safety program
However, sone of the nore hel pful publications are |isted
bel ow.

1. General Program Topics
0o Building Support for Traffic Safety Prograns - a

Quide to Working with Local Governnent
Associ ati ons, US DOTI, NHTSA, no ref erence nunber.

0 Comunity Traffic Safety Prograns, US DOT, NHTSA,
r ef erence DOT HS 807 391, March 1989.

o Fatal Accident Reporting System (FARS), US DOT,
NHTSA reference DOT HS 807 794, printed
by Decenber each year.

0 H ghway Safety Priority Plan - Mving Anerica Into
The 21st
Century, US DOTI, NHTSA, reference DOT HS 807 648,

Sept. 1990

o0 H oghway Safety Program Advi sories, US DOT, NHTSA,
r ef erence DOT HS 807 655, Decenber, 1990.

o Law Enforcenent Public Information, US DOT, NHTSA,
reference DOT HS 807 733, July, 1991.

o Mnual of Mdel Police Traffic Services - Policies

and
Procedures, US DOI, NHTSA, reference DOT HS 806

906, January,
1986.



0 Noteworthy State and Community Hi ghway Safety
Projects, US DOT, NHTSA, DOT HS 807 762,
Sept enber, 1991.

o Traffic Safety Materials Catalog - FY 91 (Updated
yearly), US DOT NHTSA, DOT HS 807 718, My,
1991.
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o Traffic Safety Summit, US DOI, NHTSA, reference DOT
HS 807 561, April, 1990.

2. Traffic Safety Topic - Speed

o0 Beyond the Limts - A Guide to Speed Enforcenent,
UsS DOT, NHTSA, reference DOT HS 807 802,
February, 1992.

o0 Drone Radar Operational Guidelines - Final Report,
UsS DOT, NHTSA, reference DOT HS 807 753,
August, 1991.

o Update of Enforcenent Technol ogy and Speed
Measur enent
Devi ces, US DOT, NHTSA, reference DOT HS 807 584,
Decenber, 1989.

3. Traffic Safety Topic - Inpaired Driving

o0 Drunk Driving Laws and Enforcement - An Assessnent

of

Ef f ecti veness, Ameri can Bar Associ ation, Crim nal

Justice

Section, 1800 M Street, NW Washington, D.C.
20036. February,

1986.

0 Drunk Driving Public Information Program Strateqgies
and
Pl anni ng Qui de, devel oped by Professional
Managenent Associ at es, 8830 Caneron
Street, Silver Springs, M 20910, for NHTSA,
O fice of Al cohol Counterneasures, Contract nunber
81- C- 05093.

o0 Drug Evaluation and d assification Program -
Briefing Paper, US DOT, NHTSA, My 1990, no
ref erence nunber.

o DW Detection and Standardi zed Field Sobriety Tests

Trai ni ng
Program - Administrators Guide, US DOI, NHTSA, no

ref erence
nunber, avail able through the O fice of
Enf or cenent and



Enmer gency Services, Police Traffic Services
Di vi si on.

0 Mdel Community Service Programfor DW O fenders,
UsS DOT, NHTSA, reference DOT HS 806 983, June,
1986.

o Safer Streets Ahead - A Community Handbook to
Prevent | npaired
Driving, US DOT, NHTSA, reference DOT HS 807 651,

Sept enber,
1990.
o The Use of Sobriety Check Points For |npaired
Dri ving
Enf orcenment US DOT, NHTSA, reference DOT HS 807
656, Novenber, 1990.
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4. Traffic Safety Topic - Occupant Protection

0o Mbdel Enforcenent Program for Occupant Protection -
A 7-poi nt
Program for Increasing Safety Belt and Child Seat

Usage, US
DOT, NHTSA, no reference nunber, avail able through
the Ofice of Qccupant Protection.
0 Seat Belts and the Law. Mundatory Use Laws and the
Legal
Consequences of Non-Use, US DOI, NHTSA, reference
DOTr HS 807

576, May, 1990.

o Buckle Up For Love!, US DOTI, NHTSA, reference DOT
HS 807 650,
publ i shed yearly for Child Passenger Safety

Awar eness Week,
(February).

0 Child Passenger Safety Resource NManual, US DOT,
NHTSA, no
ref erence nunber, 1992.

5. M scel |l aneous Topi cs

o0 Commercial Vehicle Enforcenent: A Guide for Law
Enf or cenent

Managers, US DOT, NHTSA, reference DOT HS 807 274,

May 1988.

o Hghway Statistics (yearly), US DOT, FHWA, reference
FHWA PL-91
003, published each year.

0 Police Personnel Allocation Manual and User's QGui de,
Sheriff's
Departnents, US DOT, NHTSA, reference DOI HS 807
788 and DOT HS
807 787, Decenber, 1991.

o Law Enforcenent Public Information, A guide for |aw
enf or cenent
adm ni strators for successful media relations, US
DOT, HS 807
733, July 1991.



02142,

TECHNI CAL ASSI STANCE

Techni cal assistance in alnost any topical area can be
provided by the NHTSA's O fice of Enforcenent and

Emer gency Services, Police Traffic Services D vision
(NTS-41), 400 7th Street, S.W, Wshington, D.C., 20590,
(202) 366 9837. Additional assistance can be provided by
t he NHTSA Regional O fices. NHISA Regional Adm nistrators
are located in the follow ng offices:

NHTSA Regi onal O fices:

0 Region | (CT, ME, MA, NH, Rl and VT),
Transportation Systens
Center, Kendal Square Code 903, Canbridge, MA
(617) 494
3427.



NHTSA Reqgional O fices (con't)

o0 Region Il (NY, NJ, PR and VI), 222 Manaroneck
Avenue, Room 204, Wiite Plains, NY 10605,
(914) 682-6162.

o Region Il (D, DC, MD, PA, VA and W), BW Comrerce
Par k,
7526 Connelley Drive, Suite L, Hanover, M
21076- 1699, (410)
768 7111.

0 Region IV (AL, FL, GA, KY, M5 NC, SC, and TN),
Suite 501, 1720
Peachtree Road, N.W, Atlanta, GA 30309, (404) 347

4537.
o0 Region V (IL, IN M, M\, OH and W), 18209 D xie
H ghway, Suite A, Homewood, IL 60430, (708)
206 3300.

0 Region VI (AR LA, NM K and TX), 819 Tayl or
Street, Room 8A38
Fort Worth, TX 76102-6177, (817) 334 4300.

0 Region VI (1A KS, MO and NE), P.QO Box 412515,
Kansas City, MO 64141, (816) 926 7887

0 Region VIl (CO M, ND, SD, UT and W), 555 Zang
Street, 4th
Fl oor, Denver, CO 80228, (303) 969 6917

0 Region I X (Anerican Sanpa, AZ, CA, GJ, H, Northern
Mar i ana
| sl ands and NV), Suite 1000, 211 Main Street, San
Franci sco, CA
94105, (415) 774 3089.

0 Region X (AK, ID, OR and WA) 3140 Jackson Feder al
Bui | di ng, 915
Second Avenue, Seattle, WA 98174, (206) 553 5934.

Governor's H ghway Safety Representatives:
Requests for funding assistance for noteworthy traffic

safety rel ated enforcenent projects should be directed to
your State's Governor's H ghway Safety Representative



(GHSR). Monies for these projects nust be applied for in
accordance wth existing | aw and/or regul ation. Congress
appropriates noni es under the stewardship of NHTSA for
Section 402 of the H ghway Safety Act. The Act details
program enphasi s areas. These nonies are then apportioned
to the states according to popul ation and road m | eage, on
a 60 (state), 40 (local comunity) split. Wen applying
for funding under this Section the applicant nmust address
specific problenms and the corrective action. Progran(s)
must thoruoghly docunment goals and objectives in order to
qualify for assistance. There is a filing due date for

t he application.



Li sted bel ow are the addresses and phone nunbers for each
state's GHSR

Al abama - P.O Box 5690, 401 Adans Avenue, Mbntgonery,
36103- 5690,
(205) 242 8672.

Alaska - P.O Box N, 450 Wiittier Street, Juneau,
99811,

(907) 465 4322.
Arizona - 3010 N. Second Street, Suite 105, Phoeni X,
85012,

(602) 223 2359.

Arkansas - 10324 Interstate 30, Little Rock 72203, (501)
569 2211

California - 700 Franklin Blvd., Suite 440, Sacranento,
95823,
(916) 445 0527

Col orado - 4201 East Arkansas Avenue, Denver 80222,
(303) 757 9201.

Connecticut - P.O Box Drawer A 24 Wlcott H Il Road,
Wet hersfield

06109- 0801, (203) 666 4343.
Del aware - P.O Box 430, Dover 19901, (302) 739 5911.

District of Columbia - Frank D. Reeves Center, 2000 14th
Street, NW 6th Floor, Washi ngton 20009, (202) 939 8000.

Florida - 605 Suwannee Street, MS 57, Tall ahassee
32399- 0405,
(904) 922 5820.
Ceorgia - Equitable Building, 100 Peachtree Street,
Sui te 2000,
Atl anta, 30303, (404) 656 6996.
Hawaii - 869 Punchbowl Street, Honolulu 96813, (808)
587 2150.
| daho - State House Mail, Boise, 83720, (208) 344 2100

I[l1linois - P.O Box 19245, 3215 Executive Drive,
Springfield



62794- 9245, (217) 782 4972.

I ndiana - Room 206, State House, |ndianapolis 46204,

(317) 232 2588.
lowa - Wallace State Ofice Building, Des Mines, 50319,
(515) 281
5104.
Kansas - Docking State O fice Building, 7th Floor,

Topeka 66612,
(913) 296 3461.

Kentucky - KSP Headquarters, 919 Versailles Road,
Frankf ort
40601- 9980, (502) 695 6300.
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Loui sianna - P.O Box 66336, Baton Rouge 70896, (504) 925
6991.

Maine - 36 Hospital Street, State House Station #42,
Augusta 04333,
(207) 582 8776.

Maryland - P. O Box 8755, BW Airport, Baltinore
21240- 0755,
(410) 859 7397.

Massachusetts - 100 Canbridge Street, Room 2104,
Saltonstall State
O fice Building, Boston 02202, (617) 727

M chigan - 300 South WAshi ngton Square, Knapps Center,
Sui te 300,
Lansing, 48913, (517) 334 5210.

M nnesota - 211 Transportation Building, St Paul 55155,
(612) 296 6642.

M ssissippi - 301 West Pearl Street, Jackson 39203-3085,
(601) 949

2225.
Mssouri - 311 Ellis Blvd., P.O Box 104808, Jefferson
Gty,

65101- 4808, (314) 751 7643.
Montana - 1310 East Lockey, Helena, 59620, (406) 444
3412.
Nebraska - P.O Box 94612, Lincoln, 68509, (402) 471
3900.
Nevada - 555 Wight Way, Carson GCty, 89711-0090, (702)
687 5375.

New Hanpshire - Pine Inn Plaza, 117 Manchester Street,
Concord, 03301, (603) 271 2131.

New Jersey - Departnment of Law and Public Safety, CN 048,
Trent on,
08625, (609) 588 3750.

New Mexico - P.O Box 1149, Santa Fe, 87504-01149, (505)
827 5109.



New York - Swan Street Building, Enpire State Pl aza,
Al bany, 12228,
(518) 474 0841.

North Carolina - 215 East Lane Street, Raleigh, 27601,
(919) 733 3083.

Nort h Dakota - 608 East Boul evard Avenue, Bi snarck,

58505- 0700,
(701) 224 2581.

Chio - P.O Box 7167, 240 Parsons Avenue, Col unbus,
43266- 0563,
(614) 466 3383 or 2550.

&l ahoma - Ward Transportation Building, 3A6, 200 N E
21st Street
&l ahoma City, 73105, (405) 521 3314.
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Oregon - 135 Transportation Building, Salem 97310,
(503) 378 6388.

Pennsyl vania - 1200 Transportation and Safety Buil di ng,
Harri sburg
17120, (717) 787 3928.

Rhode Island - State Ofice Building, Smth Street,
Provi dence, 02903, (401) 277 2481.

South Carolina - Division of Public Safety, 1205 Pendel t on
Street,
Room 412, Col unbi a, 29201, (803) 734

Sout h Dakota - 910 East Sioux, State Capitol Building,
Pierre, 57501, (605) 773 3178.

Tennessee - 505 Deaderick Street, Suite 700, Janes K
Pol k St ate
O fice Building, Nashville, 37243-0341,

(615) 741 2848.

Texas - 125 East 11th Street, Austin, 78701-2483, (512)
465 6751.

Uah - 4501 South 2700 West, Salt Lake Cty, 84119,
(801) 965 4463.

Vermont - 120 State Street, Mntpelier, 05603-001, (802)
828 2011.

Virgina - P.O Box 27412, 2300 West Broad Street,

Ri chnond, 23269,
(804) 367 6602.

Washi ngton - 1000 South Cherry Street, MS/PD-11, dynpia,
98504,
(206) 753 6197.

West Virginia - 1204 Kanawha Boul evard, East, Charl eston,
25301,
(304) 348 8814.

W sconsin - 4802 Sheboygan Avenus, Suite 120B, Madi son,
53707- 7910,
(608) 266 1113.

Womng - P.O Box 1708, Cheyenne, 82002-9019, (307)



777 4450

Puerto Rico - P.O Box 41269, Mnillas Stati on, Santurce,
00940,
(809) 726 6670.



APPENDI X B

THE SOUTH CAROLI NA EXPERI ENCE

Encl osed for reader information are data conpiled by the
South Carolina Ofice of H ghway Safety fromthe counties
whi ch participated in this twd-year project. Al though
this data shows dimnishing trends in crash, injury and
fatality incidents (in nost of the counties) caution is
advised in any interpretation of this information since it
does not neet statistically acceptable guidelines and is

i nconclusive at this tine.

These data are separated into "PHASE |I" (data fromthe 12
agencies involved in the pilot project) pages B-1 through
B-20, and "PHASE I1" (expanded effort involving 21

agenci es) pages B-21 through B-42.






APPENDI X B

THE SOUTH CARCLI NA EXPERI ENCE - PHASE | |






APPENDI X C

SUPPCORT MATERI ALS - CI TATI ON FLI ER






APPENDI X D

CADRE AND THE CRASH OUTCOVE DATA EVALUATI ON SYSTEM ( CODES)
PROCGRAM



